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Famed as a world-class vacation playground for much of this century,
Miami and its environs offer a wealth of natural beauty and resort
attractions for IAPH members attending the organization's 1989 con
vention April 22-28.

From a mere fishing village in the early 1900s, Miami capitalized on
its year-round warm climate, its scenic tropical setting on the Atlantic
and picturesque bays and inlets to attract millions of visitors.

And in recent years, Miami's geographic proximity to developing
nations of the Caribbean and Latin America has added a new element
of sophistication to the area. As burgeoning commerce in those nations
accorded them a more significant role on the global stage of commerce
and politics, Miami was ideally situated to become their new world
"gateway."

The still-growing Port of Miami has become the "cruise capital of the
world" and, at the same time, the busiest containerport in the Southeast
U.S. Miami International Airport also leads in area growth with high
world and U.S. rankings in international passenger and cargo volume.

With a population exceeding two million dwelling in more than 2P
municipalities in Dade Country, the expansive area often referred to a~

"Greater Miami" provides visitors a great variety of recreational and
cultural outlets. In addition, the area's fine hotel accommodations have
helped it win acclaim throughout the world. Notable among these is the
entertainment and a variety of recreation options, including the Golf
Ahoyl program, offered only on the official cruise line of the Profes
sional Golfers Association.

And a major benefit of the 10-day itinerary gives passengers on two
week vacations the opportunity to take the full cruise and still enjoy
unhurried vacation time ashore.

To extend cruise vacations even longer, Royal Caribbean offers two
night resort packages at Miami's acclaimed Doral Resort and Country
Club or the Doral Hotel on the Ocean. Special winter rates are only
$110 per person, double occupancy at the Doral Hotel on the Ocean
and $165 per person, double occupancy, at the Doral Resort and
Country Club.

Ten-day "East/West" cruises aboard SUN VIKING through the end of
1988 begin as low as $1,780.

For complete information about the new lO-day itinerary or any
Royal Caribbean cruise, contact a local travel agent.

The Fontainebleau Hilton Resort & SPA
offers its guests first class accom
modations, excellent dining facilities,
top-notch personal service and a
choice of athletic pursuits ... all in a
tropical garden setting.
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Harbouringaworld
ofpossibilities.

Introducing the Port of Barcelona, one of the
foremost in the Mediterranean and an important gateway
to Europe. Strategically situated on the North-East coast
of Spain, it offers more than two hundred and fifty regular
maritime lines and direct connection with over one
hundred countries and four hundred ports worldwide.

The Po.rt of Barcelona is leader in Spain in
container traffic; it comprises infrastructure, equipment
and safety, on line with the main European and
American ports,lwith large facilities for storage under
free zone conditions.

Moreover, the Port is undergoing an important
development scheme, the highlight of which is the
construction of a 'frade Center, a complex of hotels,
restaurants, shopping and exhibition centers and a marina.
The future holds great promise. Discover Barcelona Port
and uncover a world of possibilities.

Puerto Autonomo de Barcelona
Roger H. Skove
1-Chase Manhattan Plaza
Suite 3.800
New York N. Y. 10005
T.(212) 747-9000

Puerta de la Paz, 1
08003 Barcelona -Espana
Tel. 318 87 50*
Telex: 54.000 JOPB-E
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The primary function of any port is to
ensure the fast and efficient movement
of goods.

To this end, Dublin Port boasts the
most modern and sophisticated
facilities.

From tugs, pilotage service,
stevedoring and roll on/roll off services
to oil bunkering, lift on/lift off and a
direct rail link to the quayside with a full
range of trans-shipment and bonding
facilities.

Dublin port is Ireland's premier port
handling 34% of all the country's
international trade.

·If you're moving goods in or out
of Ireland, count on the ability of
Dublin Port.

DUBLIN
PORT
Commercial Manager, Port Centre,
Alexandra Road, Dublin 1.
Tel: (01) 722777, 748771.
Telex: 32508. Fax: 735946.



Port Klang. Malaysia's premier port. By design and location.
Strategically sited close to the heart of Malaysia, 40 km from

Kuala Lumpur, and minutes from the heavy industrial zones within
the Klang Valley.

The fact is: Port Klang is totally equipped to handle a diversity
of cargo for international lines.

Poised to deliver the edge in turnaround time with the most
advanced material handling machinery.

Freight To The Heart
Efficient and smooth container traffic control.
A full-fledged dry bulk terminal.

Specialized wharves to handle liquid, grain, livestock, fragile or
heavy cargo.

Infinite warehouse space (including bonded facilities of inter
national standards).

And computerised information-processing and administration.
It's the only choice when you want to get to the heart of

business in Malaysia.
And stay on top of the import and export trade.

I!I

LPK$ Klang Port Authority, Malaysia.
Mail Bag Service 202 Jalan Pelabuhan,
42005 Port Klang, Malaysia.Tel: 03-3688211
Telex: PLABOH MA 39524 Telefax: 603-3670211





PORT OF LISBON

THE LARGE NATURAL PORT IN
PORTUGAL OFFERING NEW AND
LARGER FACILITIES TO
INTERNATIONAL TRADE,
INCLUDING COMPLETE
TRANSHIPMENT SERVICES

ADMINISTRA<;A:O DO
PORTO DE LISBOA

RUA DA JUNQUEIRA, 94
1300 LISBOA -. PORTUGAL
PHONE: 637151
TELEX: 18529 P PORLI
FAX: (01)646900

f:.,~ 1/~.L\\~
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UNHCR
United Nations High Commissioner for Refugees

Po. Box 2500 - CH-1211 Geneva 2 Depot - Switzerland

Tel: 398111 Fax: (22) 319546 Tlx: 27492 UNHCR CH

Would you
pass him by?
Some did...

In 1986, this child was rescued
by a merchant ship but only after
other ships had passed him by.
Today and everyday, there are
other children like him, adrift in the
South China Sea, in danger of death
from drowning or other perils.

It won't cost your ship in time or
money if it stops to rescue refu
gees in distress. UNHCR can
ensure prompt disembarkation

and reimbursement for expenses
incurred.

For copies of our "Guidelines for
the Disembarkation of Refugees"
please contact us at the address
below,

Whenever your vessel encoun
ters refugee boats, PLEASE STOP 
the refugees need your help.



IAPI1 ANNOUNCEMENTS
ANDNE~VS

Asian Region Members Sounded
Out on '93 IAPH Conference Site

The site selection for the 18th biennial Conference of
IAPH to be held in 1993 in the Asian Region will be made
by the post-Conference meeting of the Board of Directors
which will be held immediately after the close of the Miami
Conference on April 28, 1989.

In accordance with past practice, the Secretary General
circulated a letter dated August 25, 1988 to all Regular
Members in the Asian Region, sounding them out about
their interest in hosting the 18th Conference in 1993.

The conference venue is to be selected on the basis of
presentations from the candidates.

In the same letter, the Secretary General also sounded
out potential candidates for hosting the Exco 1990 meeting.

The Secretary General's letter indicates that in either
case, if and where there is a plural number of offers, the
decision will be based upon a vote by the members concerned.
It also refers to the Board Resolution No.1 as adopted at
Seoul in 1987, which is reproduced below.

In order to assist the members in examining the pos
sibility of performing such a role, the Secretary General
presented some background data on the recent conferences
and EXCO meetings, which is partially introduced here for
the general information of our members.

Board Resolution No. 1
Resolution Pertaining to the Rotation of the
Sites of the Biennial Conferences and The

Interim Meeting of the Executive Committee

WHEREAS, the biennial Conferences of IAPH and the
interim meetings of the Executive Committee represent

significant events in the affairs of IAPH,
WHEREAS, such meetings serve a number ofimportant

purposes including the promotion of regional interest in
IAPH membership and the opportunity to share information
and advice with the lesser developed ports; and

WHEREAS, the Board of Directors and the Executive
Committee designate the sites of the Conferences and Ex
ecutive Committee meetings, respectively, and in doing so
wish to recognize the purposes which are served as aforesaid,

NOW THEREFORE BE IT RESOLVED that the
Conferences and Executive Committee meetings be sched
uled if possible so as to achieve a meeting of the Association
or its Executive Committee in each one of the three IAPH
regions at least once in every three year period: BE IT
FURTHER

RESOLVED that in selecting the site for each Con
ference or Executive Committee meeting, consideration shall
be given to the desirability of meetings at a broader range
of ports and preference shall be given to hosting offers from
ports which have not theretofore acted as host for IAPH
Conferences and preference shall be given for Executive
Committee meetings at those ports which lack the ability
to act as host for a conference: and BE IT FURTHER

RESOLVED that the Secretary General shall prepare
and circulate to the members guidelines to be observed by
ports as they prepare proposals to act as host for an IAPH
Conference or Executive Committee meeting including lo
gistical and fiscal standards which have been observed by
the IAPH.

Chronological listing of the IAPH Conferences
and EXCO meetings

Year Africa/Europe America Asia

1952 PREP CONF: Kobe

1953

1954

1955 1ST CONF: Los Angeles
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1956

1957

1958

1959 2ND CONF: Mexico City

1960 EXCO: Honolulu

1961

1962 EXCO: Taipei

1963 3RD CONF: New Orleans

1964 EXCO: San Francisco

1965 4TH CONF: London

1966 EXCO: Los Angeles

1967 5TH CONF: Tokyo

1968 EXCO: New Orleans

1969 6TH CONF: Melbourne

1970 EXCO: Singapore

1971 7TH CONF: Montreal

1972 EXCO: Lisbon*

1973 8TH CONF: Ams/Rott

1974 EXCO: Auckland

1975 9TH CONF: Singapore

1976 EXCO: Curacao

1977 10TH CONF: Houston

1978 EXCO: Mombasa

1979 11 TH CONF: Le Havre

1980 EXCO: Brisbane
1--

12TH CONF: Nagoya1981

1982 EXCO: Aruba

1983 13TH CONF: Vancouver

1984 EXCO: Glasgow

1985 14TH CONF: Hamburg

1986 EXCO: Auckland

1987 15TH CONF: Seoul

1988 EXCO: Abidjan

1989 16TH CONF: Miami

1990 EXCO: ?

1991 17TH CONF: Barcelona**

1992 EXCO: ?

1993 18TH CONF:?

1994 EXCO: ?
--

1995 19TH CONF:?

1996 EXCO: ?

1997 20TH CONF:?

1998 EXCO: ?

1999 21ST CONF:

2000 EXCO: ?

2001 22ND CONF:?

Note I: The frequency of conferences until the London Conference was once every three years. This was then amended to once every two
years, as currently provided for in the By-Laws (Sec. 27).

Note 2: EXCO was held in the same region where the following conference was to be held from 1972 until 1986.
*: The Finance Committees met in Barcelona **: Yet to be officially declared by the Spanish delegate

Membership Dues
Up Effective Jan. 1

In accordance with the resolution passed as a result of
the Board meeting by correspondence held on June 20, 1988,
Section 5 of the By-Laws has been amended to the effect that
the membership dues of the Association will be increased by
5% effective January 1, 1989.

For the purpose of recognition by all lAPH members
of this important change in the By-Laws, we reproduce below
the full text of Section 5.

The invoicefor the 1989 dues willbe issuedby the Secretary
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General to all the members and applicants who wish to join
lAPH effective from January 1, 1989, under the date of
December 10, 1988.

Section 5 - Membership Dues
(As amended on June 20, 1988)

Effective January 1, 1989, and unless and until amended
by Resolution of the Board of Directors, membership dues
of this Association shall be as follows:-

Each Regular Member shall pay membership dues of
SDR930.00 per annum per subscribed membership unit.

Each Regular Member shall subscribe to the number
of membership units based upon the annual tonnage handled



by that member as shown in the following table:

Mr. Nouhoum Diop,
Member of Marine

Safety Sub-Committee
On page 7 of the previous issue,

Mr. Nouhoum Diop of the Port of
Dakar, Senegal was introduced as a
newly appointed member of the Marine
Safety Sub-Committee, COPSEC.
However, since his photograph reached
the Tokyo Head Office after the Sep
tember issue had been published, we
take pleasure in presenting it in this
issue.

were a Regular Member paying dues based upon tonnage
handled.
In the event a member disagrees with the classification

assigned, the member may appeal the decision to the Exe
cutive Committee, which shall have the power to affirm,
reverse or modify such determination.

Regular Members and Associate Members shall have
the privilege of subscribing for any number of membership
units in addition to the units required by other provisions
of this Section.

Each Regular Member shall file with the Secretary
General, on the first day of July in each odd numbered year
commencing with the year 1979, a report of the tonnage
handled during the calendar year immediately preceding the
filing of such report.

Such tonnage report shall be used for the purpose of
calculating the number of membership units to which that
Regular Member shall subscribe until the succeeding tonnage
report is filed as herein required, irrespective of any fluc
tuations in the volume of tonnage handled in the meantime.

Class A Category One Associate Members whose annual
gross sales are US$5,000,000 or more shall pay membership
dues of SDR780.00 per annum per subscribed membership
unit; those whose annual gross sales are more than
US$2,500,000 but less than US$5,000,000 shall pay mem
bership dues of SDR530.00 per annum per subscribed
membership unit; and those whose annual gross sales are
US$2,500,000 or less shall pay membership dues of
SDR270.00 per annum per subscribed membership unit.

Class A Category Two Associate Members whose annual
gross sales are US$2,500,000 or more shall pay membership
dues of SDR780.00 per annum per subscribed membership
unit; those whose annual gross sales are more than

(Continued on Page 12, Col. 1)

Number of
Membership Units

1
2
3
4
5
6
7
8

Tonnage
Less than 1,000,000

1,000,000 or more but less than 2,000,000
2,000,000 or more but less than 5,000,000
5,000,000 or more but less than 10,000,000

10,000,000 or more but less than 20,000,000
20,000,000 or more but less than 40,000,000
40,000,000 or more but less than 70,000,000
70,000,000 or more

For the purposes of this Section the term "tonnage
handled" shall be deemed to mean the cargo tonnage in
metric tons which passed in and out of the member's port
or the port's boundaries, whether ocean going, coastwise,
or by lake, river or canal. Such tonnage shall be calculated
on the weighted formula of 100% for general cargo and
20% for dry and liquid bulk cargo.

For the purposes of this Section "SDR" shall mean
Special Drawing Rights as established and employed within
the monetary system by the International Monetary Fund.

Notwithstanding the foregoing, those Regular Members
consisting of public and governmental agencies, of whatever
kind, performing purely governmental functions and not
charged with any duties relating to the operation of the port,
shall not be subject to membership dues based upon tonnage
handled and shall instead pay membership dues of
SDR930.00 per annum per subscribed membership unit.

Regular Members pursuant to Article IV (b)(2) of the
Constitution shall pay membership dues of SDR930.00 per
annum per subscribed membership unit. For the purposes
of this Section, Regular Members who contract with others
for the operation of their port facilities shall be subject to
membership dues based upon the tonnage handled in that
port.

Where a Regular Member or applicant for regular
membership performs purely governmental functions and
is not charged with any duties relating to the operation of
a port, it shall pay membership dues as follows:

(a) One membership unit if the major port under its
jurisdiction is already a Regular Member and pays
membership dues based upon tonnage handled, and
(b) More than one membership unit, based upon
tonnage handled, if the major port is not a Regular
Member, subject to the limitation, however, ofnot being
charged for more than the number of membership units
payable by the major port under its jurisdiction if it

Apology
There was an error in the announcement of the newly appointed
member of the Ship Sub-Committee, which appeared on page 7
of the September 1988 issue of this journal. The new member,
reported as Yisa Adenko, Nigerian Ports Authority, should be
revised to read:

Mr. Yisa ADEKU, Traffic Manager/Personal Assistant (Op
erations) to the Managing Director, Nigerian Ports Authority.

* * *
Due to the use of transparencies, pictures on the cover of the
September issue were inadvertently reversed (left for right) in
reproduction. We apologize for the error.

Head Office

IPD Fund: Contribution Report
The contributions from members to the Special Port

Technical Assistance Fund ("the Special Fund") as of
September 10, 1988 are listed in the box below. The amount
received in contributions in the three months from the start
of the on-going campaign totaled US$13,755.

According to the Head Office Secretariat, the progress
ofthe campaign in the new phase has been slow in comparison
with the former case, which ended up with the targeted
amount ofUS$70,000 being reached by the Seoul Conference
in 1987. The amount contributed in the first three months
in the last term campaign was recorded as US$18,700, while
the figure for the same period in the current campaign is
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US$13,755, as seen in this report.
Mr. Bert C. Kruk, Chairman of the CIPD, and Secretary

General Kusaka express their appreciation to all the con...
tributors and at the same time renew their appeals for the
continued support of the project from as many members
as possible.

Contributions to the Special Fund
(As of Sept. 10, 1988)

Contributors Amount
Paid: (US$)
Associated British Ports, UK 3,000
South Carolina State Ports Authority, USA 1,000
Cyprus Ports Authority, Cyprus 700
Japan Port & Harbor Association, Japan 450
Toyo Construction Co., Ltd., Japan 234
Toa Corporation, Japan 500
Port Alberni Harbour Commission, Canada 200
Korea Dredging Corporation, Korea 300
Port Authority of New York & New Jersey, USA 1,000
Vancouver Port Corporation, Canada 1,000
Klang Port Authority, Malaysia 200
Saeki Kensetsu Kogyo Co., Ltd., Japan 250
Penta-Ocean Construction Co., Ltd., Japan 1,000
All French Ports by UPACCIM* 1,560
Shimizu Construction Co., Ltd., Japan 390
Taisei Corporation, Japan 390
Japanese Shipowners' Association, Japan 390
Port of Redwood City, USA 100
Puerto Autonomo de Barcelona, Spain 991
Port Authority of Thailand 100

Total US$ 13,755

* Union of Autonomous Ports & Industrial & Mari
time Chamber of Commerce

Pledged: Nil

Ad Campaign for
"Ports & Harbors"

The Secretary General has recently circulated a letter
to all IAPH members soliciting their support of the adver
tising campaign efforts, which have been promoted at the
initiative of the Executive Committee and under the strong
recommendation of the Finance Committee.

The Finance Committee, when it met in Abidjan in
April this year conducted extensive deliberations on the
ways and means of bringing more stability to the
Association's finances while minimizing the burden on IAPH
members.

The Committee came up with the recommendation that,
in order to avoid any drastic dues increase in the future,
our efforts should be directed to increasing the income from
advertisements. In this connection, the Committee pointed
out that only 22 ports out of 230 Regular Members of IAPH
ran their advertisements in the journal last year. Thus the
Committee strongly suggested that all members should
positively support the journal by subscribing advertisements
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ofat least one page a year and this was uanimously supported
by the Executive Committee.

Furtheremore, Mr. Robert Steiner kindly took time
out of his busy schedule before leaving the Port Authority
of New York & New Jersey to draft a campaign letter aimed
at manufacturers and service-supplying industries related
to ports. The Head Office where appropriate has distributed
the campaign letter with the media kit to the relevant bodies
- both actual and potential clients.

In the meantime, for the purpose ofincreasing the impact
of the advertisements carried, the Head Office has recently
switched the paper for the journal to that of a better quality
which is suitable for color printing as well.

The Secretary General wishes to remind you that "Ports
and Harbors" is always open to you for publicizing your
services or products at minimum cost.

Captain Noelke doins
Dredging Task Force

Captain E. Noelke, Harbour Master, Port of Bremer
haven, Federal Republic of Germany, has recently become
a member of the IAPH Dredging Task Force, COPSEC.

His willingness to serve on the Dredging Task Force
was confirmed on the occasion of the recent Congress of
the European Harbour Masters Association (EHMA)
through Mr. A.J. Smith, our European Representative in
London. Chairman Haar and all the DTF members are
most happy to be able to have a further active member on
the Task Force.

Visitor to Head Office
On August 5, 1988, Mr. Bin Okamura, Head, Envi

ronment Project Section, Marine Environment Division,
IMO, visited the Head Office and was received by Mr. Hiroshi
Kusaka, Secretary General, and his staff. Mr. Okamura
was visiting Japan to meet with officials of the resident
ministerial agencies and institutions involved in maritime
shipping and environmental protection.

MeDlbership Notes:
New Members

Regular Member

Port Autonome de Nouakchott (Mauritania)
Address: B.P. 5103 Nouakchott - R.I.M.
Telex: 538 MTN
Tel: 514 53
(Cdr. Cheikh Sid'Ahmed OfBaba, General Manager)

Temporary Member

Administracao do Porto de Sines (Portugal)
Address: Apartado 16 7521 Sines Codex, Portugal
Telex: 12927 SINMAR P
Tel: 625001
(Mr. Antonio Emilio de Castro, President)



OPEriFOAUM
World Shipping to the Year 2000

By Dr. Richard O. Goss
Professor, Institute of Maritime Economics

University of Wales Institute of Science & Technology

U.K.

Presented at International Mari
time Seminar on Changes of the
Shipping Environments and
Counter-Strategies toward the
Year 2000,25-26 July 1988, Seoul,
Korea

Dr. Richard Goss (at

podium) addressing
delegates at the semi~

nar in Seoul.

I. Introduction
In this paper I shall speak first of the present situation

ofworld shipping, then ofthe technical and economic changes
that I think may take place over the next decade or so and
lastly say something of measures which might - or might
not - be taken to prevent or guard against the dangers that
I foresee.

II. The present situation
Although some people still call for restraints on ship

building and for ship-scrapping schemes to be financed by
taxpayers it seems that world shipping is successfully
emerging from a prolonged and unfortunate slump. This
started in the early 1970s with the OPEC-induced rises in
the price of oil; but its seeds had been planted earlier with
over-ordering of ships, especially large tankers, in the pre
ceding years. Certainly, this slump was worsened by the
subsidies and cheap finance made available by most ship
building countries, including those in Europe, Japan and
South Korea, as export credit; certainly, this credit was
extended more widely as the result ofgovernment guarantees
of export credit; certainly many banks were so generous
as to ma;ke matters still worse and with dire results upon
themselves; certainly a whole variety of errors have been
made, many (but not all) of them by governments. It is,
therefore, helpful if these are examined and recognised, so
that we may learn not to repeat them.

Most of these errors have caused transfers of economic
welfare from taxpayers as a whole towards the extension
or maintenance of industries for which, plainly, there was
less demand than they had expected. I believe that much
of this government activity stems from pressures from trade
associations, particularly of shipbuilders. It is generally the
case that producers, being specialists, are easier to organise
than consumers; hence they are more likely to bring pressure
to bear upon governments. In the EEC, farmers are a good
example of this, and they are so successful that it may easily

be demonstrated that the costs they impose on European
consumers, through higher prices, far exceed the benefits
to themselves, even omitting the further losses to the oveseas
producers whose exports to Europe are limited.

This pattern contrasts with the usual results of pro
tection, where domestic suppliers benefit (eg through tariffs,
quotas or 'voluntary agreements') at the expense ofdomestic
consumers and overseas exporters. Here, the result has been
an expansion of the world fleet and prices (ie freight rates)
that are lower rather than higher. Thus, the shipbuilders
and the consumers of shipping services have been benefiting
at the expense of taxpayers (and some banks' shareholders).
These lower freight rates have, of course, led to shipping
companies having had lower profits on gross assets (or on
total capital employed) than would otherwise have been the
case. For some purposes, however, this is misleading since
it fails to reflect the advantages of cheap capital to finance
their purchases of ships. A better concept is that of the rate
of return on shareholders' equity. I had hoped to be able
to display some indicators of this -- or even of the former
~ but I have been unable to discover any reliable data.
One reason for this is that many companies carryon other
activities besides shipping and so the rates of return on each
activity cannot be calculated.

The market for shipping services are, of course, con
nected to that for shipbuilding through the well-known
accelerator mechanism. (If there is a 5% increase in demand
for shipping services when the fleet is already being replaced
over, say, a 20-year period, this will appear as a doubling'
of demand for new ships.) Despite all that may be done
to increase the effective size of the active world' fleet by
way of raising ships' speeds at sea (easy enough if they are
slow-steaming already: very expensive if they are not),
working more intensively in port and postponing repair
periods (those three elements of varying importance which
never appear in any statistical series); I feel sure that there
will be a substantial increase in the demand for new ships.
Because ofthe accelerator mechanism, however, I feel equally
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sure'that it will not continue. Shipbuilding will, therefore,
remain a business with great fluctuations.

So much, then, for the present situation and for the
immediate future. I am, however, asked to speak about the
next decade or so. As I have already indicated, making
forecasts and getting them at least broadly right more often
than they are wrong seems to be increasingly important in
shipping. I suggest that this must be so and not just because,
ify~d9 the opposite, you will fin~ life becomes less pleasant;
it is'because the world is now understood better than before.
We have more knowledge, and (with information technology)
are better equipped to use that knowledge. Study, training
and research are therefore important in the commercial world
as well as in the academic one. This is only one reason why
I admire the efforts currently being made here at the Korean
Maritime Institute and at the Korean Maritime University.
I believe that they will be of great value to Korea and, if
they increase the. efficiency of shipping markets and the
activities underlying them, also to the rest of the world.

III. The future
It has been said that forecasting is always difficult and

especially when it concerns the future. Fortunately, quan
titative forecasts of ship numbers or tonnages would be a
mere distraction from my purpose today. Rather, I will
specify some questions about it and present my ideas for
discussion. As I often say to my students in Cardiff, I do
not necessarily expect you to agree with me but, if you do
not, then you may find it useful to think out just why you
disagree. Since, on this occasion, I am speaking first,
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everyone else will have plenty of time to disagree with me.
I look forward to much interesting discussion.

To some'extent, of course, the discussion which follows
depends upon whether I am an optimist or a pessimist and
upon what I think is likely to happen on the more general
scene of international trade and politics.

Let me say, then, that I am generally optimistic and
believe not only that more free trade would be good for
us all but that measures will actually be taken to reduce
protectionism in trade and in shipping. To take just one
example, I believe that the Common Agricultural Policy
of the European Economic Community will increasingly
be seen as unduly expensive and modified accordingly. (I
doubt, though, that it will ever be abolished.) To take another
example, I believe that the protectionisminherent in formulae
like 40-40-20 - or any other system of sharing cargoes by
flags - will come to be regarded in much the same way;
and especially if the economic and political significance of
shipping conferences continues to decline, so that there is
a diminishing perception of a need to respond to them.
Further, I believe that if this is not openly recognized by
governments then it will be tacitly recognized by businessmen,
who are often adept at finding ways around government
regulations. For example, they can establish companies in
countries other than their own in order to escape taxes or
other forms of regulation.

Some questions, then.

1. Shall we experience a surprise-free world?
If, over the next ten or twelve years there are no surprises

then it will be the first such period that the world has ever
known! Earlier in this century, as in previous ones, we have
seen demagogues gain power as well as popularity, often
with simple ideas which, with the benefit of hindsight, seem
strangely irrelevant to all except the emotional frustrations
of their time and people. Nazism in Germany and Facism
in Italy and Spain are good examples. It is, I think, much
to the shame of my profession that academics, whose very
trade is in ideas, should not have opposed and exposed these
doctrines more than they did.

Such people often govern badly (eg through over-cen
tralisation) and then, to distract attention from their internal
problems, develop external ambitions, which often lead to
wars. It might be thought that my optimism would lead
me to discount such possibilities: but history would not
support me. .It may be th~t the growing expense of modern
weapon systems would limit this, but the main effect, so far,
seems to have been that of inducing ever-greater alliances,
largely of ideologically-similar nations. Perhaps the bitter
lessons of the USA in Vietnam and of the Soviet Union in
Afghanistan will limit such activities. Even so, however,
the possibilities of catastrophic accidents are always with
us.

Shortages, whether of energy, raw materials, foods or
finished goods worry me much less. I do believe that crises
will occur: but I think they will be shortlived. Experience
since the OPEC-induced oil price rises of 1973-onwards tend
to show, not merely that cartels are likely to be ineffective,
but that the long-run elasticities of supply and demand are
quite high: and certainly much higher than those of the short
run. This, surely, is for all the classic reasons: on the supply
side new sources, substitutes and ways of economising are
discovered; on the demand side knowledge of these spreads,
the technical situation of consumers becomes modified as
time passes, and tastes change away from the more expensive,



sometimes towards something which in technical terms is
completely different. One can see many of these effects in
the changes which have taken place in the design of motor
cars since 1973.

Whilst, therefore, I accept that we may well have crises
of one kind or another I think that the associated shortages
and price rises, though possibly dramatic, will tend to be
short-lived. The machinery of governments, being more
ponderous than that of the market, is unlikely to do us much
good there; and it may well do harm by assuming that the
problem will continue. Equally, therefore, entrepreneurs
will have to keep on their toes in order to take advantage
of such situations.

Whilst, therefore, I confidently forecast the unexpected,
I do not expect it to last very long. A relevant exception
to this may lie in the next shipping slump. Since ships are
essentially durable and there is always a chance of making
capital profits on them when the market changes (so that
many of them are kept rather than scrapped) I think that
it may well last for quite some time. Nor do I hold out any
hope whatever that present and succeeding generations of
ship managers, brokers and bankers will learn from the
mistakes that their predecessors made last time. They have
before and, when the good times come again, I see no reason
why many of them should not be once more carried away
by euphoria. It is easy to talk of speculation in ships as a
way of making money; sometimes, however, it is necessary
to forecast what the other speculators are doing -what Keynes
called 'speculation to the second and higher degrees'.

2. Shall we see great changes in maritime technology?
Over the past thirty years we have experienced the

revolutions of containers, of exploiting the economies of
scale in large ships and of a variety of specialised ships like
ro-ro ferries and pure car carriers. Each of these was a
reaction to a growing difficulty in achieving economical sea
transport. Most such difficulties seem to have become
apparent very gradually and over a long period of time, at
the end of which the changes are dramatic. At the moment
it seems likely that the next set of such changes will involve
the impact of information technology and electronic data
interchange. It is, I think, likely that within a few years,
container ships' cargoes will be cleared through Customs
before the ship has even arrived in port ~ though with the
authorities still having the right to examine what they please.
Similarly, it may come to be common for ships' documents
to be examined at long range and through a central computer
rather than by numbers of officials going on board at each
port. (I am not at all sure that the officials will encourage
this, though, since they usually get a few drinks whilst they
are on board.)

For maritime technology as it is usually considered,
however, I expect to see gradual, more evolutionary changes
over the next decade or so. I believe that average ship size
will increase, partly with volumes of trade and port im
provements like dredging, but also as an economic reaction
to a continued improvement in cargo-handling rates. There
are already installations capable of handling bulk cargoes
at some thousands of tonnes per hour; I believe that the
number of these installations will increase and that this will
itself induce the building of larger ships, though not above
the maximum sizes currently afloat. (This will also continue
to ruin the social life of sailors.)

Whilst I am sure that there will continue to be im
provements in the fuel economy of ships ~ e.g. propeller

design and in the use ofhigher temperatures and better waste
heat recovery systems in diesel engines - I do not expect
anything dramatic. For example, as nuclear reactors are
at their most efficient when they are very big, I do not expect
to see nuclear-powered merchant ships.

Turning to navigation, the Global Positioning System
(GPS) will provide more accurate navigation and
track-keeping at sea and, since it seems likely to become
very cheap, for the vast majority of ships. I believe that
there will be some extension of Vessel Traffic Management
Systems (VTS), coastwise and into the oceans. It is surely
absurd that ships should be allowed to hit well-charted reefs
of whose existence they were ignorant; the insurers, if not
the owners, should insist upon some surveillance either with
radar or through satellite observations. The contrast between
the energies immediately expended upon the loss ofan aircraft
and the, almost lackadasical, way in which ships like the
'Derbyshire' are not heard from for several days before
anyone takes notice will increasingly become acceptable.
The use of radar and satellite observations, plus a certain
amount of local determination, may do a good deal to
improve our current practices with respect to search and
rescue (SAR), fishery management by licencing and piracy.
It should no longer be possible for dishonest shipowners to
load a cargo, collect the freight for taking it to a specified
destination and then to sail somewhere else in order to sell
the cargo.

I do not believe either that we need ships manned by
graduates or that the crew members typical of today's best
practices will decline much. On the contrary, however, I
do believe that there is much need for the concept of 'quality
assurance' to be taken to sea, so that we become more efficient
in preventing breakdowns, whether ofmachinery" equipment
or navigation. To do this we may need more than just
monitoring equipment: we need knowledge-based or 'expert'
systems which can diagnose faults, preferably before they
become breakdowns, and advise on what should be done.
Consistently with this I believe that we shall also need crews
that are well-chosen, well-paid and, above all, well-motivated.
In a word, they will need to be well-managed.

Shall we see ships' bridges becoming as standardised
as aircraft flight decks? Can this be done without putting
ship designs into series production, in the same way? This
is already taking place within some of the larger container
lines. I believe the question is not 'will it go further?' but
'how far and how fast will it go?'

There is much scope for effort and research here, work
which should be highly profitable to those shipping com
panies which get the good ideas to work ahead of their
competitors. It may be discovered, first, that ergonomics
is as important on a ship as it is in a motor car. (Except that
ships are not bought by the people who have to drive them.)

Secondly, it may come to be appreciated that, if em
ployers simply draw upon a general pool ofseafarers, treating
them as if they were all much the same, then they will tend
to get all that they deserve. Thirdly, it may be established
(or re-discovered?) that a great deal of what actually goes
on aboard ships remains quite unknown to people in the
offices ashore. Perhaps the systematic interchange of staff
would be a good first step.

I am convinced that many recent comparisons of crew
costs have concentrated upon cheapness and have ignored
quality. I wonder if any KMI researcher would like to
calculate the inverse correlation between the rate of pay
on ships and their frequencies of breakdown, accident and
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delay? (I do not meanjust the recorded casualties.) I wonder
if there is room for marine insurers to exercise a greater
degree of discrimination - to their own advantage, as well
as to that of anyone else. As a distinguished investigator
of aviation disasters has said: 'Safety is no accident'. If
maritime casualties are largely caused by human error then
the research commissioned by the Department of Transport
in London with the Tavistock Institute of Human Relations
may prove the starting-point for a whole new field of study.

The revolutions I have described have, in the main,
tended to be most effective where trade flows have been large;
they have, therefore, tended to benefit larger ports and larger
countries. There remain problems at the opposite end of
the scale, e.g. with ports having smaller throughputs; the
extreme examples are the mid-oceanic island and the ar
chipelago, where it may become quite impossible to provide
economic shipping services without subsidies. St. Helena
in the S. Atlantic is an example of the first. Some of the
South Pacific island groups exemplify the second.

Since such places are unlikely to be evacuated there
are advantages to be gained in improving matters, though
not necessarily with high-technology ideas. There is scope
for studying how efficiency may be increased in the smaller
shipping services. I do not think this should be confined
to the application of conventional ideas for, as I have
indicated, some of the problems are different. These are
not minor problems, even for the larger countries, for it
should not be forgotten that a very large proportion of the
world's ships are small. Many of them do not carry cargo
either: they go fishing, act as ferries, or tugs, yachts or survey
ships.

3. Shall we see great changes in the politics of ship
ping?

Those pleading for the special treatment of some group
or industry are always with us. Usually, their arguments
are fallacious and may be exposed as such. I like to think
that I may have done something useful in demolishing
special-interest arguments about the effect of shipping ort
the balance of payments. Sometimes, however, they are a
mixture ofgood sense and nonsense. In teaching my students
I often find it instructive to separate one from the other; I
often wonder where such authors were trained, and whether
they know that their efforts are subjected to scrutiny and,
sometimes, ridicule. For my own part, I find that the
international mixture of students we have in Cardiff imposes
a useful discipline on my own arguments, which have to
be relevant to developing as well as to developed countries.

Standards of argument have risen, nevertheless; and
the more we examine arguments for state, as distinct from
market, activities in shipping the more they seem to be
confined to those arguments with which we are familiar from
other industries. The public goods of safety and navigational
aids; the externalities of training, education and pollution
control; competition policy, e.g. on shipping conferences;
consumer protection e.g. in limiting the exclusion clauses in
bills of lading; and, perhaps most important for the next
decade or so, managing the commons of die oceans.

Each of these topics might deserve a paper on its own
- perhaps we shall hear some on this occasion - but the
mere listing of these may serve to stress the essential similarity
of these politico-economic aspects of shipping to other
industries. That is just one reason why, in the University
of Wales, we teach economics as a general subject before
introducing our students to specifically maritime subjects.
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I would like to think, moreover, that the next few years
will see some dismantling of the special arrangements made
for shipping, not only for cargo-sharing but in others I have
just listed. For example, since most ships are owned by bodies
incorporated with limited liability, why should they have
any special arrangements to apply further limitations? Is
it reasonable that the safety of dock workers on board ship
should be regulated by one body, when the structure,
equipment and operation of the ship is the responsibility
of quite different people? It is not merely that the frontiers
of regulation, being necessarily ill-defined, may lead to
conflicts and gaps: there may be ageneral failure to learn
from the experience of others, simply because they are in
different organisations.

Yet as ships are more powerful, better designed and,
at least potentially, more reliable, so more attention needs
to be paid to the motivation and management of the people
concerned; to say that most shipping casualties are caused
by human error should not be regarded as an acceptable
excuse but as a stimulus to research. And, since there is no
evidence that seamen are genetically different from other
people, there is no reason why this should not be done upon
the same bases as in other industries and, therefore, within
the same organisations.

In safety, as in other matters, there has been too much
differentiation between shipping and other industries. There
has also been too much differentiation between flags, along
the lines of 'flag state control'. With the development oflarge
fleets flying flags of countries with negligible maritime
administration, and therefore capable of excercising very
little control, this was increasingly recognized as inadequate.
The USA, the Canadians and, since the Paris Memorandum
of 1982, most European countries have therefore insisted
upon 'port state control' saying that they will not allow ships
to leave their ports unless they are safe and comply with
the appropriate rules. The right of innocent passage thus
remains: but it must actually be innocent.

At the international level it seems likely that the current
differences of view between the WorId Bank and the Sec
retariat of UNCTAD should be reconciled. At the moment
the first of these stresses, in general, the virtues of a free
competitive market and the lack of success experienced by
many developing countries when they enter it. The latter
seems still to be following the tattered remains ofthe 'Prebisch
thesis', in which scarcely anyone now believes. Yet the World
Bank accepts that competition policy is important and (I
think) that there should be public responsibility for seaports;
and UNCTAD has done much good work in drawing
attention to problems which had hitherto been hidden, and
has done valuable work in respect of the management and
operation of seaports. I do believe, therefore, that the two
of them might come together, recognising their different
functions rather than their contrasting paradigms. It may
well be that OECD willjoin in this general process ofunifying
ideas.

It may be that the Oriental habit ofdeveloping consensus
will prevail over either the pragmatic tradition beloved of
Britain or the more philosophical principles common on the
Continent of Europe. Since, in the original outline of this
Seminar, we were enjoined to pay particular attention to
possibilities of international co-operation between countries
on the Pacific Basin, I put that forward; other suggestions
are implicit in what I have said earlier. It is true that there
must be some principles - and I would like to think that
they would be sound economic ones: but some forms of



agreement can be more important, ifonly because some forms
of disagreement can be so expensive. Thus, if agreement
on the right principles is impossible, or likely to be ineffective
or to lead to other undesirable consequences then agreement
on second-best principles should be acceptable. The trouble
caused to academics like me is a small price to pay. As I
have indicated at one or two earlier points in this paper, it
may help if we were to stop regarding shipping as such a
special case, needing special rules all the time and therefore
in danger of neglecting what has been learnt elsewhere.

If competition in shipping becomes more open then the
terms upon which companies operate within different
countries will have to become more equal. To a large extent
we have already seen this in the way in which flags of
convenience have eroded the taxable capacity of shipping
in the traditional maritime countries - so that exemptions,
or programmes of subsidy and tax allowance, have had to
be provided.

Yet the reasonable tendency for shipping companies
to seek out and to 'buy' the best flag has promoted com
petition between the flags of convenience themselves. I see
no reason why this should cease at any point short of that
at which those countries (and the consuls who do their work)
are just covering their long-run costs. At this point the
governments of those countries may wonder why they should
continue in a worrying business when it brings them so little
advantage.

May we then see some new type of register, duly
reflecting the decline of the nation-state? Is this already
appearing in the 'off-shore registers' of Norway and other
traditional maritime countries? There has already been talk
of a European flag. More important in the long term, the
EEC, in promulgating a series of resolutions aimed at
developing a common transport policy in the maritime field,
has acquired 'competence' there and has thus reduced that
of its member nations. It seems that once the Commission
of the EEC has acquired competence they cannot lose it.
In the EEC, therefore, we have already seen a distinct transfer
ofpolicy-making power from several traditionally-important
maritime nations to a new supra-national body. I do not
know where this process will end: but I do know that it is
irreversible and I would be very surprised if it did not
continue. If this is coupled with the negotiating principle I
mentioned a moment ago, then we may see a completely
new set of institutional arrangements for devising shipping
policies. We may even see some new policies; though, if
we do, then I hope they do not resemble the Common
Agricultural Policy.

4. What counter-strategies may be needed?
Earlier I said that I confidently forecast the unexpected,

basing this upon my observation that we have been taken
by surprise many times in the past and my conclusion that
I see no reason why this should stop now. There is a saying
in my profession that forecasting is very difficult, and
especially when it concerns the future. Nor have computers
and still more sophisticated mathematical techniques come
to our aid. Many years ago I was trying to forecast the
passenger numbers for London area airports, having taken
this responsibility over from others. In due course I passed
it on to my successor and the work has thus continued over
a very long time. Some very good econometricians have
worked over this, gradually refining the techniques, cali
brating the equations and improving the correlation co-ef
ficients. I regret to report that hindsight reveals a small

negative correlation between the sophistication of the
forecasts and their accuracy. Surely our marginal produc
tivity cannot be negative?

The rational response to uncertainty, however, is to
allow for adjustments to be made, often at short notice.
We may note two ways of doing this.

The first, which I term flexibility, is to adopt methods
and equipment-ships and terminals, say-which are capable
ofmore than one purpose. In shipping, ofcourse, the obvious
example was the tramp ship, though with derricks, winches,
small hatches and 'tween decks this was often capable of
so many purposes as to be incapable of performing any of
them well. I do not, therefore, advocate a return to these:
but if I were advising a shipping company on its new-building
programme I would try to ensure that the ships possessed
either flexibility of use as well as of trade route or, if that
could not be achieved, then above-average profitability
reflected in a short pay-back period. I would not trust too
much in medium- to long-term contracts, however profitable
they might appear. As many shipping managers discovered
in the recent slump, contracts that are apparently secure
and profitable have a way of being modified when times
are hard.

A second way to reacting to the prospect of uncertainty
is resilience. I distinguish this from flexibility in defining it
as the deliberate adoption of a readiness to change within
the organization. A resilient management will thus ensure
that it has various options open to it at each stage in the
company's development; and this mayor may not include
flexible uses of ships. (It might include plans to convert them,
or to sell them and cut its lossess instead.)

Resilience in management terms may also extend to
relations between companies. Thus, I would urge banks never
to lend in order to finance ships, no matter what figures
are presented. I would see, however, no objection to their
financing shipping companies with whose managements they
are well-acquainted, with whose methods they are familiar
and whose figures they have accepted. Equally, therefore,
I would urge any shipping company to treat his bank as a
friend in good times as in bad.

The practical implementation of these will, of course,
vary between companies and between countries; but I
commend them to everyone who was, when young, taught
'the right way' of doing things. I agree that there are still
some wrong ways, for most things, but even the right way
of splicing rope has changed since I went to sea. So have
most other things in shipping.

IV. Conclusions

In considering shipping to the year 2000 r have tried
to argue that we shall see the consolidation, the expansion
and the evolution of the revolutionary changes that we have
experienced over the past generation. If we can preserve
peace then I think that nations will come closer together
and become more similar in their customs, their laws, their
ways of doing business and in such practical matters as their
legal and tax systems. I do not think we will do this easily
or without controversy; nor do I expect any kind of uni
formity: but I do expect a series of moves towards equiv
alence.

For the rest of what I have suggested as likely, I can
only say that I regard the long-term forces I have been
describing as very strong and I do not recommend that you
resist them. If you do not like them then your
counter-strategy should be to go into some other kind of
business. The next decade or so may well be evolutionary:
but I do not think it will be dull.
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International Maritime Information'''0.1.• PO.,IIIEW8
ICHCA Shipper-Carrier
Conference in Feb. '89

The International Cargo Handling
Co-ordination Association (ICHCA)
will hold another of its popular Ship
per-Carrier Conferences - this time
on February 1-2, 1989, in Ottawa,
Ontario.

The Association is a worldwide body,
with members in more than 90 countries
whose membership is drawn from or
ganizations and individuals involved
in every aspect of the transport of
goods.

The ICHCA Conference, which is
open to ICHCA members as well as
non-members, promises to be a major
event. Showcasing speakers from across
North America, the participants can
expect first-hand advice on the chal
lenges of intermodalism in the current
environment.

With a timely theme, Intermodalism
Comes oj Age, the Conference plans
to bring together transportation exec
utives including carriers, shippers and
other stakeholders for debate and ex
change of views on the latest develop
ments in the field. The program will
feature some twenty speakers who will
appear on panels, including: "Promises
and Challenges of Intermodalism,"
"Intermodalism Partnership at its
Best," "The Role of EDI in the Inter
modal Age" and "Intermodalism -.
Here to Stay."

In announcing plans for the Con
ference, ICHCA Canada Vice Presi
dent, Dr. Hassan J. Ansary said: "The
rapid advancement of intermodalism
is of great importance to shippers and
carriers alike, as it promises challenges
and opportunities to both. It has cer
tainly brought a greater sense of the
need for partnership and cooperation
to the transportation industry, not just
between the shippers and carriers, but
also between modes and even among
individual shipper and carrier groups."

"The Conference," promised Dr.
Ansary, "will bring together senior
executives and experts at the leading
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edge of intermoda1ism, to explore with
delegates, challenges and opportunities
facing the industry."

Participants should expect to receive
a Conference kit containing important
transportation-related documentation
as well as promotional material from
industry representatives, not to mention
a sampling of Ottawa's popular
"Winterlude" festivities, as it will be
held at the Westin Hotel, at the doorstep
of the world's longest outdoor skating
rink.

Registration is $145.00 each for
ICHCA members and $195.00 for
non-members ($50.00 of which can be
applied toward membership dues). For
information or to register for the
Conference, contact G. Bernard Bis
son, ICHCA Conference Coordinator,
c/o 99 Metcalfe Street, Ottawa, Ontario
KIA ON6 Tel: (613)957-6778 or 957
6788.

'Super-port' Theme of
SingaPort Conference

The Super-port
In this era of the super-bank, the

super-computer and the super-market,
the super-port is likely to be their
equivalent for the maritime industry.
Changes III economic conditions,
technological and computerisation ad
vances and the demand for more varied
services propelled by diversified cus
tomer needs are re-shaping the roles
of ports around the world. The su
per-port is envisaged to be different
from the traditional port and is expected
to turn the waterfront into a more
comprehensive and sophisticated haven
not just for shipping but also for
shopping, sporting and leisure activ
ities.

SingaPort '89 is the first international
maritime conference organised by the
Port of Singapore Authority. Its theme
is "The Super-port." It would be the
premier event in this part of the world
for the global maritime community. It
would be a forum for senior executives
to discuss latest developments as well

as ponder over future opportunities
and directions of the maritime industry.
It would provide a platform for dis
tinguished members of the industry to
voice their opinion on matters oftopical
interest. It would be a meeting place
for the renewal of old ties and the
making of new ones. It is an event that
should not be missed.

SingaPort '90 would be enlarged to
include an exhibition featuring port,
mercantile and naval hardware and
software. The conference would be held
annually and the conference-cum-ex
hibition would be held biennially.

Supporting Organisations
Singapore Trade Development
Board (TDB)
Singapore National Shipping Asso
ciation (SNSA)
Association of Singapore Marine
Industries (ASMI)
Singapore Freight Forwarders As
sociation (SFFA)
International Maritime Organisation
(IMO)
The International Association of
Ports & Harbors (IAPH)

Conference Highlights
A wide range of topics in the fol

lowing areas will be covered in support
of the Conference theme 'The
Super-port':

• New Port Technologies
• Paperless Trading
• Ports in the Asia-Pacific Region
• The Ideal Port
• Sea Freightage without Ships
• Ship Financing
• Ship Supplies
• Ship Arrests
• Intermodalism
• Logistics Management
Among the highlights of the con

ference will be the presentation of
keynote addresses by prominent per
sonalities in the maritime industry.

Information
Date: 3-5 April 1989
Venue: Raffles City Convention Cen

tre, Singapore



Fee: S$800 per delegate
S$1200 joint rate for a Princi
pal/Agent team

Enquiries
The Conference Manager (SingaPort
'89)
Times Conferences Pte Ltd
19 Tanglin Road #12-02 1;anglin
Shopping Centre
Singapore 1024.
Tel: 2355222/7349385
Tlx: RS40113ATT Fax: 7379027

Port Management and
Operations Course in UK

Port Management and Operations
This course is designed to equip

students with a knowledge ofup-to-date
techniques in port management and
operations planning. The programme
consists of a series of lectures on all
aspects of port operations, adminis
tration, port planning and develop
ment, port policy, organisation and
finance. The course includes field visits
to several ports in the U.K. and on the
near Continent. As such, it provides a
balanced knowledge of the port in
dustry and is specifically designed for
middle management.

COURSE DATES: The course is of
three months' duration and includes
at least two weeks of field visits; it will
normally commence on the first Mon
day of September each year.

COURSE AIMS AND OBJEC
TIVES: The aims of the course are to
provide the participant with a balanced
knowledge of the various aspects of
port management, to familiarise him
with a variety of world port systems
and to increase his awareness of the
issues involved in port planning, policy
and developments in automation.

After completing the course, the
participant will be able to:

- identify the main management
tasks involved in port operations,

- recognise the width of responsi
bility of management with respect
to labour organisation and finan
cial and legal matters,

- deal more easily with some of the
problems experienced in
day-to-day running of a port,

- relate the management systems
of major European ports to those
of his own country's ports.

FIELD VISITS: Integrated with the

series oflectures, there will be field visits
to U.K. ports, such as Felixstowe,
London, Dover and those in South
Wales and to ports on the near Con
tinent such as Le Havre, Rotterdam"
and Zeebrugge. It is seen as essential
to maintain a balance between the
lectures and time spent in the field, and
for this reason field visits will run for
up to four weeks.

Course Content
Port land use management
Hinterland transport
Improving port performance 
UNCTAD/SIDA
Port operations and planning
Investment appraisal in ports
Port policies
Automation in ports
Shipboard computer systems and
future applications
Labour organisations
Carriage of goods by sea
Marine insurance principles
Dredging and port conservancy
Port operations workshop

For further details contact:
Director of Short Courses
Department of Maritime Studies
UWIST
Colum Drive
CARDIFF CFl 3EU
United Kingdom
Tel: Cardiff (0222) 42588
Telex: 497368 UWIST G

Airport Associations
Coordinating Council

The Airport Associations Coordi
nating Council (AACC) is a non-profit
organization established in December
1970 by the three international airport
associations - the Airport Operators
Council International (AOCI), the In
ternational Civil Airports Association
(ICAA) and the Western European
Airports Association (WEAA). Fol
lowing WEAA's dissolution at the end
of 1985, the tripartite structure of
AACC was transformed into a bipartite
one, effective January 1, 1986.

The aims of AACC are to further
cooperation among its Constituent
Associations, to develop unified policies
approved by them, and to present these
policies to the International Civil Avi
ation Organization (lCAO) and other
selected international organizations
dealing with topics of mutual interest.

AACC has observer status with
ICAO and consultative status with the
United Nations' Economic and Social
Council (UN/ECOSOC). It also
maintains active working relations with
numerous international non-govern
mental organizations in the field ofcivil
aviation, such as the International Air
Transport Association (lATA) and the
International Federation of Air Line
Pilots Associations (IFALPA).

Currently, the AACC Constituent
Associations' membership throughout
the world stands at some 400 interna
tional airports, airport authorities and
national airport associations in over
100 countries. Located in the five
continents, these airports enplane the
bulk of the world civil airports' pas
sengers and freight.

World Trade Services
Week in Nov. in UK

World Trade Services Week will be
held November 8-10 at the National
Exhibition Centre in Birmingham,
England.

Combining two important trade ex
hibitions - World Freight 4 and Export
88, World Trade Services Week is a
major new event for industries pro
viding services for international traders.
Exhibitors will include over 300 com
panies in the freight and international
trade services field.

Leading trade associations have
pledged their full support for the launch
of this new event which is being or
ganized by a steering group:

SITPRO
Institute of Freight Forwarders
British Importers Confederation
HM Customs & Excise
International Chamber ofCommerce
(UK)
Institute of Marketing
Confederation of British Industry
British Invisible Exports Council
Department of Trade and Industry
Birmingham Chamber of Commerce
London Chamber of Commerce
CLECAT
FIATA
Institute of Logistics & Management
Institute of Export
International Cargo Handling Co
ordination Association
British Airways Cargo
Special features at the event will

include specialist freight, marketing and
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finance pavilions where exhibitors can
offer visitors the benefit of their ex
pertise, and visitors can assess the se
lection of companies able to provide
them with the services they need.

Along with the exhibition, a major
conference will be held. The conference
is expected to attract an international
audience of senior executives from the
freight and international trade sectors.

The conference will focus on the
impending deregulation oftrade in 1992
and the single European market and'
the impact that this will have on the
international trade and freight world.
Leading international speakers will
discuss how their organizations are
already evaluating the opportunities
and preparing for the problems.

Delegates may register for one or two
'days of the conference and the regis
tration fees are:

One Day: £224.25
Two Days: £403.65
The conference fee includes morning

coffee, lunch, afternoon tea and full
conference documentation. Delegates
attending on Tuesday, November 8 are
invited to attend a reception after the
conference.

World Trade Services Week is sure
to draw a record number of visitors,
including importers, exporters and
senior buyers of freight and interna
tional trade services. With the creation
of an internal European market of 320
million consumers in 1992 on the ho
rizon, many companies see this event
as an extremely timely one.

Organizations interested in reserving
space for a stand should contact Donna
Reeves, Exhibition Organiser, at
Queensdale Exhibitions and Confer
ences Ltd., Blenheim House, 137
Blenheim Crescent, London Wll 2EQ
(Tel: 01-727 1929; Tlx: 261763 DRESS
G; Fax: 01-221 4201).

Jane's Containerisation Directory
1988-89

Jane's Containerisation Directory is
a completely revised development of
the long-established Jane's Freight
Containers designed to meet the specific
requirements of the maritime and in
termodal containerisation' industries.

Restyled in size A4 limp-bound for-
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HK Opts for Canadian
Training Program

The waters of Hong Kong Harbour
are unquestionably among the busiest
in the world with an average of 530
ocean-going movements per day and
upwards of 5,000 craft in the waters
at any time! This mind-boggling volume
of traffic has,' up until now, been
managed by the Hong Kong Port
Commission whose staffuse VHF radio
communications, traffic separation
lanes, aids to navigation and a system
of 71 typhoon class mooring buoys to
direct vessel movements. Their record
of incidents or collisions has been
surprisingly low. Nonetheless, the
Government of Hong Kong has been
shopping world ports for the right vessel
traffic system to install in the Port of
Hong Kong.

As early as 1979, the Government
of Hong Kong was in touch with the
Canadian Coast Guard through the
Canadian Commercial Corporation.
While Hong Kong officials continued
to look at traffic management in other
ports, they continued talks with

mat, its worldwide coverage details port
terminal facilities and developments in
some 400 ports, with listings of con
tainerisation operations provided by
shipping lines, railways and NVOCs.

It also contains comprehensive list
ings ofmanufacturers ofcontainers and
handling equipment. Services covered
have been expanded to include data
handling as well as leasing and repairs.

Appendices cover international
standards, governing bodies and regu
lations. Jane's Containerisation
Directory covers the international
containerisation industry in all its rel
evant facets with the detail and scope
that the professional user demands.
For further information, please write to:

Jane's Publishing Co. Ltd.
238 City Road
London EC1V 2PU
United Kingdom
Tel: (01)2519281
Telex: 894689 JANES G
Facsimile Printer NEFAX 4500
All Groups (01)251 8900 SITA:
LONJYCR

Transport Canada officials. What be
came evident to them was the successful
system for personnel training and
procedures in vessel traffic manage
ment already in place across Canada.
The Vessel Traffic Service (VTS) in
Halifax, which was rebuilt and equipped
less than two years ago, has the newest
computerized navigational electronics
of all the Canadian ports. So when
Hong Kong accepted the Transport
Canada bid to set up, equip and train
staff for the first Vessel Traffic Service
for Hong Kong Harbour, the Port of
Halifax VTS was selected as the on-job
training location.

When all the requirements involved
in setting up a Vessel Traffic Service
centre for Hong Kong were finalized,
Transport Canada proposed an inte
grated system which included radar and
associated electronics provided by
Raytheon; telecommunications equip
ment and expertise from DGB Con
sultants of Montreal; surveillance sys
tems by Norcon Control of Norway;
and Informatics (hardware and soft
ware) by Systerilhouse. A major com
ponent was complete staff training in
procedures and use ofequipment, which
began late last fall upon acceptance
by Hong Kong authorities of the Ca
nadian bid.

Hong Kong is in a unique situation,
their vessel traffic centre will have
state-of-the-art tracking and commu
nication equipment tailored to their
needs and manned by people who have
been trained for this system. They will
also have procedures and manuals for
the training of any future personnel
needed. (Port of Halifax)

Mr. Caddo Appointed
Thunder Bay Chairman

The Thunder Bay Harbour Com
mission has appointed Mr. Donald R.
Caddo as Chairman of the Board for
the ensuing two years, effective July
4, 1988. Mr. Caddo was appointed to
the Board, as a Commissioner, by the
Federal Government on December 6,
1985.

He is a chartered accountant with
the firm of Day & Caddo. He is a
past-president of the Northwestern
Ontario Chartered Accounts Associ
ation and is Chairman of the Board
of Mckellar General Hospital. He is
active in the Thunder Bay Hospital



Team Marketing Grows
1988 will see expansion in the Port's

off-shore marketing programmes with
participation being encouraged from
transport, terminal, and labour sectors.
The Team Approach is seen as an im
portant strategy towards attracting
import and export cargo opportunities.

the Port Authority for the past eight
years. He has previuosly served as both
Chairman and Vice-Chairman of the
Commission.

Other Commissioners include Mr.
Jim Simpson, Mr. Andrew Coffey, and
Mr. Paul Kennedy.

Planning Council, a group which he
helped found in 1985.

He succeeds Mr. Jim Simpson as
Chairman of the Port Authority.

Mr. Dennis Johnson was appointed
Vice-Chairman. Mr. Johnson, a city
lawyer, has been a Commissioner of

In November, a contract was
awarded for the purchase of two new
container cranes. More recently, the
Corporation's announcement to im
prove and expand container handling
facilities in Burrard Inlet has sent a clear
message to terminal operators, rail

I----------------------------------i ways, and port customers.
Container facilities are identified as

but one sector targetted for capital
investment. The Port Corporation an
ticipates that more than $100 million
will be deployed in such programmes
between now and 1993.

Reverend Belleville Completes Service at Quebec

A reception was held recently to thank Reverend Belleville for his committment
to the Port of Quebec Mission, at which he received a magnificent aerial photograph

of the Port and City. From left to right: Jean-Claude Michaud, Port of Quebec Harbour

Master, Reverend Belleville and Ross Gaudreault, Port of Quebec General Manager
and Chief Executive O/ticer.

Reverend Bob Belleville has completed his three-year term as chaplain at
the Port of Quebec branch of Mission to Seamen, a worldwide organization
affiliated with the Anglican Church, serving mariners in more than 400 ports.

Reverend Belleville presided over the expansion of the ministry at the Port,
including the construction of a new office and welcome centre for visiting seamen.

Reverend Belleville's next posting will be as Assistant Port Chaplain at the
Port of Freemantle, Australia, the second largest Mission to Seamen centre in
the world.

Vancouver: Strong
Performances Forecast

Record-setting across the full spec
trum of port operations characterized
the 1987 performance of the Port' of
Vancouver.

For the first time in its 124-year
history, the Port handled close to 64
million tonnes of cargo, a performance
paced by traditional bulk commodities
that, in themselves, showed some in
dividual surprises.

Records were also achieved in key
growth sectors. Container Traffic was
up by 26.1 %, and Cruise Traffic sur
passed the passenger record achieved
during Expo year.

The port's major coal terminal at
Roberts Bank handled its largest-ever
coal ship, Korea's "Hyundai Giant",

and its record 240,000 tonne shipment.

Star Performers
Western Canada's resource base

delivered record exports in Forest
Products and Grain. Potash shipments
were up by 32.3%. With bulk com
modities accounting for 86.3% of the
port's total throughput, the market
dynamics of these exports are con
stantly monitored by the Port Corpo
ration.

Container Moves
Resolution of the issue and removal

of the Container Clause from the
Vancouver waterfront was regarded
as a pivotal event that has already set
in motion significant marketing moves
by the Port Corporation in its drive for
container business.

Being on Tomorrow
Cargo forecasts for most key sectors

indicate strong performances through
1988. In order for all concerned to
prosper and benefit from such buoyant
opportunities, the Port Corporation
identifies a$ imperative a labour climate
characterized by contemporary atti
tudes regarding mutual objectives,
competitive realities, and stability. In
this regard, the Corporation recognizes
an opportunity to offer constructive
assistance, where appropriate, to ensure
this climate gains credence and flour
ishes into the next decades.

Canada's largest port takes pride in
its record-setting performance during
1987. It identifies the dynamics that
brought about these achievements 
most particularly within public and
private sectors of the port community
- as the formula to warrant even better
facilities and services.

It is this level of teamwork and co
operation that will produce the practical
- and effective - transport perform
ance essential to Canada's future as a
world trader. (Port News)

Vancouver Working on
New Container Strategy

With container traffic in the Port
of Vancouver growing by more than
25 per cent annually, The Vancouver
Port Corporation has initiated a pro-
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Vertical lift bridge and 1-95 N.H. to Maine bridge in Portsmouth, N.H. harbor as seen

from the wing of the ship simulator during tests of maneuvering safety margins.
Simulation was used to determine dredgingrequirements to decrease chances ofa tanker
ramming one of the bridges.

GPA Executive Director George
Nichols has announced that the Georgia
Ports Authority has the technical ca
pability in place to begin Electronic
Data Interchange.

Mr. Nichols made the announcement
in New York during a panel session
focusing on port automation at the

Georgia Ports Authority
Has ED. Capability

search center will remain the same
except that under a cooperative
agreement with the U.S. Maritime
Administration, the facility will be
managed by FlightSafety International,
a professional simulator training and
research organization. MarineSafety,
a wholly owned subsidiary of Flight
Safety presently operates shiphandling
simulators at LaGuardia Airport in
New York and in Newport, Rhode
Island.

• PORT OF THUNDER BAY
Thunder Bay Harbour Commission
P.O. Box 2266, Thunder Bay, Ontario, Canada
P7B 5E8 Phone: (807) 345-6400 Telex: 073-4347

,
--...--e

The Department of Transportation
and the Maritime Administration
transferred control of The National
Maritime Research Center's Computer
Operation's Research Facility
(CAORF) to FlightSafetyfMarineSa
fety International, a New York based
corporation.

CAORF, the world's most sophisti
cated ship operations research simula
tor has been at operation at the U.S.
Merchant Marine Academy since 1976.
It is used to simulate the response of
various sizes and types of ships under
controlled conditions of water depth,
wind, current, visibility, etc. The sim
ulated runs are analyzed to determine
the safety margins and cost effective
ness of new harbor designs. On just
one project over $74 million was saved
in unnecessary dredging costs.

The goals and operations of the re-
'---------------------t

Nat') Maritime Research
Fadlity Privatized

The seawayportwith everything you
need Natural harbour-great facilities.

ANX

gramme aimed at significantly in
creasing capacity and improving effi
ciency at its two container terminals
in Burrard Inlet. Since February, the
international engineering firm of
CH2M Hill has been consulting with
the terminal operators, the railways,
the union, the Chamber of Shipping,
as well as the Port Corporation, to
carefully assess existing facilities, and
determine container handling require
ments into the coming decades. The
analysis will culminate in a report re
commending a comprehensive new
development strategy.

Preliminary recommendations are
already being acted upon. Work is
under way at Centerm expediting cer
tain modifications, including the re
moval of shed number five, the relo
cation of an adjacent maintenance
building, increased reefer capacity, and
the expansion of the terminal area to
improve the efficiency ofthe intermodal
interface. These modifications will in
crease annual capacity at Centerm by
50,000 TEUs.

A key option being investigated is
the creation of a new terminal area east
of Centerm. Such a development could
involve significant land fill, and ulti
mately the demolition of the Ballantyne
sheds. Other considerations include
improvements of intermodal efficiency
and yard capacity at Vanterm.

Two new container cranes are under
construction and scheduled for com
missioning at Vanterm and Centerm
by March 1989. This addition will raise
the total number of cranes in the port
to seven, with fouf cranes capable of
servicing post-Panamax sized vessels.

Improvements and expansion of
these dimensions would enable the Port
of Vancouver to· meet its current pro
jections and vigorously· pursue.. new
contai.ner business. (Port News)
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recent Containerization and Inter
modal Institute Conference on "Com
munication and Transportation in the
Global Economy."

"We have recently been informed
by one of the major shippers in the
United States that Savannah has been
chosen as their consolidating port, not
only because of our favorable ge
ography and facilities, but because of
our advanced automated port systems,"
said Mr. Nichols. "We have made a
commitment to bring on-line our first
phase of EDI as soon as possible."

Electronic Data Interchange involves
computer-to-computer data exchange
for use by industry and government.
The objective of the EDI program is
to develop and maintain standards for
Electronic Data Interchange so that
they are generally usable by all sizes
and types of companies.

With EDI, improvements in oper
ations timing, data handling, and as
sociated costs not readily achieved in
paper-based systems are facilitated
through the electronic interchange of
data between manufacturers, whole
salers, distributors, retailers, brokers,
shippers, consignees, carriers, for
warders, banks, and government.

Electronic Data Interchange is being
actively developed in North America,
Europe, and the Far East. Many trade
groups and committees, both nationally
and internationally, are now developing
EDI standards. In North America,
development is proceeding under the
direction of the American National
Standards Institute (ANSI) X.12
Committee, and the Transportation
Data Coordinating Committee
(TDCC). ANSI is servicing the grocery
and warehouse industries, as well as
general business applications. TDCC
is developing standards for the air,
motor, rail, government, and ocean
industries, under various committee
headings.

The Georgia Ports Authority is ac
tively participating on a subcommittee
of the Ocean Standards Maintenance
Committee called TOPAS (Terminal
Operators and Port Authority Sub
committee). This group has recently
completed an ocean manifest trans
action set for EDI transmission. Other
sets for gate activity, stow plans, and
vessel schedules are under develop
ment.

Initially, steamship lines calling the

port will be transmitting manifest data
in standard EDI form directly to the
GPA computer, saving the labor cost
of keying this data into the computer.
Shippers and importers will be offered
this capability to exchange information
concerning their cargoes. As EDI
standards are developed, they will be
come available to customers of the
Georgia Ports Authority.

An acknowledged leader in systems
development for the port industry,
Georgia Ports Authority instituted an
on-line container tracking system in
1977, featuring vessel scheduling, re
ceiving, equipment control, cargo status
and departure information available
electronically to authorized users.

Since that time, new database tech.;;
nologies have been applied, and with
the assistance of an Automation Ad
visory Committee comprised of repre
sentatives from U.S. Customs, U.S.
Department of Agriculture, Customs
brokers, freight forwarders, agents,
steamship lines, and truckers, the
COBRA (Customs On-Line with Bro
kers for Rapid Action) System was
developed. Improving operational ef
ficiency by reducing paperwork and
minimizing time from vessel discharge
to gate departure, the COBRA System
provides paperless 3,461 Customs en
tries, manifest data in advance of vessel
arrival, electronic entry rejection, and
complete cargo activity and status in
formation.

Electronic Data Interchange will al
low the Georgia Ports Authority to
provide a natural progression in
state-of-the-art systems development
for its customers, while utilizing existing
systems. "It is the intention of GPA
to not only provide modern, efficient
terminal facilities, but to act as a center
for the exchange of information with
our international trading partners,"
says Mr. Nichols. "EDI is the wave
of the future, and the future is here."

(Georgia AnchorAge)

Media Policy of
Corpus Christi Authority

Introduction
The role of communications between

a public entity such as the Port of
Corpus Christi and the community is
a vital one. What shippers, community
and government leaders, laborers,
taxpayers, voters, federal and state

regulators, foreign consulates and en
vironmentalists believe about the port's
delivery of services and its contribution
to the economy ofSouth Texas depends
largely on how well its policies and
activities are communicated.

The purpose of this document is to
set forth a policy for disseminating
information about the Port to the
public. The communications guidelines
set forth here should be observed by
all employees of the Port of Corpus
Christi Authority, its representatives
and others acting on behalf of the Port
Authority. This policy is not intended
to limit the right of free speech of any
Port employee but rather is intended
as a guideline for dissemination of in
formation on behalf of the Port to the
public.

PR Function
If time permitted the Port of Corpus

Christi Authority to communicate in
dividually with all of its publics - the
transportation industry, port users,
government, taxpayers, employees,
legislators, to name a few - the issues
and facts which affect their personal
relationships with the Port could be
explained.

But this is not possible in today's
complex world of high technology and
fast-paced business operations. There
fore, the role of public relations for the
Port of Corpus Christi is to build re
lationships with each of its publics
through a variety of vehicles such as
publications, videotapes, public service
announcements, educational programs
and publicity. By doing so, public re
lations becomes the Port's "vehicle,"
an embodiment of the Port's practices,
policies and standards, and a resource
for information about issues and in
times of crisis.

Sound public relations programs
communicate successfully the right
message through the right medium to
the right audience. Although all Port
public relations efforts seek to accom
plish this goal, this standard operating
public communications policy has been
established to promote timeliness,
consistency, respect, genuine concern
and responsiveness between the Port
and the public.

Communications Policies
As a public entity, the Port of Corpus

Christi is by law and by this policy
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directed toward open communication
with its constituencies to a greater de
gree than most private institutions.

The Role of the Public Relations
Office: The public relations office exists
to facilitate this flow of information.
It is their job to maintain a unified
approach to media communication and
to create an uncluttered environment
for telling the Port's story to the public.

It is the responsibility of the Port's
public relations office to:

• Oversee and generate official
communications between the Port
and the community and/or media.

• Respond to media inquiries and
initiate media coverage of Port
activities.

• Respond to any and all requests
for media interviews, information
and photography. No one shall
provide these materials without
prior knowledge and approval of
the public relations office.

• Communicate with appropriate
Port personnel regarding media
inquiries as they occur. (Following
is a list of official Port spokes
people and the area about which
they may speak.)

• Coordinate and approve all news
releases, news conferences and
invitations to media events.

• Coordinate all media relations
during emergency, accident, crisis
or other special situations.

• Provide counsel and assistance to
other Port departments and Port
users on effective communications
upon request.

Communications Guidelines: The
public relations office and all official
spokespeople will follow these guide
lines when disseminating information
about the Port to the community or
media:

• No Port information may be re
leased in draft form.

• No unverified or unaudited figures
about the Port may be released.

• No spokesperson shall speak for
Port commissioners on any topic,
specifically actions, votes or
opinions.

• Port business, including rescue
operations, is not to be disrupted
for purposes of medIa interviews
or photography.

• No information is to be released
that would invade the privacy of
an employee or other person.
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• Victims' names may not be released
without prior notice of the victims'
next of kin.

• Home addresses and telephone
numbers of private citizens are not
to be released to the media.

• Port of Corpus Christi. personnel
records are not to be disclosed.

• Each spokesperson is ultimately
responsible for his/her words.
Good judgement should, there
fore, be exercised before comments

TOPIC

- Port policy
- Inquiries from city council

and county commissioners
- Contractural agreements
- Lawsuits/legal issues

- All media inquiries
- Port statistics/general information
- Special situations
- Accidents, emergencies and crises

- Operations
- Accidents on port property
- Foreign-Trade Zone
- Bulk operations
-,Dock operations

- Grain elevator

- Trade development
- Issues on cargo
- Transportation issues

- Houston office trade development
- Spanish language trade

- Engineering
- Community Awareness Emergency

- Environmental Issues

-' Financial information
- Insurance
- Personnel
- Records

EDI Pilot Project
Authorized at Houston

A project enabling the Port of
Houston Authority and ship agents to
exchange data directly through each
other's computers will be tested out
later this year.

are issued.
Official Spokespeople for the Port

of Corpus Christi: Inquiries from the
media sometimes require knowledge
able, in-depth responses that cannot
be entirely supplied by the public re
lations department. In such cases, in
quiries shall be referred to the public
relations coordinator who will refer the
media to the appropriate Port spokes
person:

SPOKESPERSON

Harry Plomarity
Executive Director

Karen Hellweg
Public Relations Coordinator

Jerry Cotter
Director of Operations

Bill Jackson
Manager
Corpus Christi Public Elevator

Ed Altemus
Director of Trade Development

Daniel Marrero
Deputy Director of Trade
Development

Col. Nolan Rhodes
Director of Engineering
Response Program

Danny Hodgkins
Director of Finance &
Administration

The Port of Houston Commission
recently authorized the Port Authority
to seek proposals for consulting ser
vices, personal computer hardware and
software for the Electronic Data In
terchange (EDI) project. The services
and equipment will cost an estimated
$50,000.

BARBOURS CUT: The EDI system



will be used on a trial basis at Barbours
Cut Container Terminal, said Mr. Jim
Eldridge, PHA management informa
tion services manager. With the in
stallation of the new hardware and
software, computers at the terminal
will be able to communicate directly
with the computers of selected ship
agents and owners. Three or four agents
or shipowners will participate in the
experiment and will provide their own
computer equipment, Mr. Eldridge
said.

The computers will be used for ex
changing information on container
activity at Barbours Cut.

TIME SAVINGS: "Right now, the
agents get this information from our
CONICS system and type it into their
computers," Mr. Eldridge said. "But
with EDI, the terminal and the agent
can send the information back and forth
directly by computer."

Electronic· data interchange cuts the
time spent typing in and transmitting
the information as well as reducing
unnecessary documentation, telephone
calls and facsimile transmission.

SEPTEMBER: The EDI system will
be in use probably by September, Mr.
Eldridge said, and the system's feasi
bility will be evaluated after a trial
period of six to 12 weeks.

The EDI system is being tested on
the suggestion of the Automated
Community System Steering Commit
tee. The steering committee consists
of representatives of several local
shipping-related organizations. Com
mittee members say the EDI system,
ifadopted, would cost less than systems
used elsewhere, enhance security and
let agents participate at various levels.

(Port of Houston)

Houston: Cargo-Vessel
Matching Service

A new information service at the Port
of Houston is designed to make life
easier for shippers trying to find a vessel
for a particular cargo. The system also
will benefit vessel operators looking for
backhaul cargoes.

The Port of Houston Authority
Marine Exchange (PHAME) is a joint
effort of the Port Authority and the
Marine Exchange of the West Gulf Inc.
"The service will provide a timely and
accurate exchange of information that
will give exporters and vessel operators

access to qualified transportation op
portunities," explained Mr. Jim Wid
man,PHAprojectsmanager. "PHAME
will put exporters and vessels in direct
contact with each other to supplement
the existing channels for matching cargo
and ships."

A SUPPORT SERVICE: Vessels in the
program will be non-scheduled, often
contract carriers seeking backhaul
cargo in selected trade routes. Cargo
will be in the 1,000- to 5,000-ton range.
PHAME will not solicit conventional
container or liner breakbulk cargo, but
is intended to guide rate-sensitive ex
port commodities to Houston.

"A survey of leading Houston
steamship agents showed that tradi-

PHA Tonnage Up
25% in First Quarter

Tonnage at Port of Houston Au
thority facilities was up 25 percent for
the first quarter of 1988, while total

. port tonnage rose 12 percent.
More than 3.2 million tons of cargo

moved across Port Authority wharves
during the first three months of 1988,
compared to 2.5 million tons during
the same period last year.

Combined tonnage for the port's
public and private facilities exceeded
22.1 million tons, compared to 19.8
million tons for the first quarter of 1987.

GROWTH AREAS: Bulk grain ship
ments at the port were up 165 percent
for a total of 2.2 million tons. General
cargo rose 28 percent, weighing in at
2.3 million tons. Industrial chemicals
at the port's public and private facilities
jumped 25 percent for a quarterly total
of more than 4.9 million tons.

At Port Authority facilities, overall
container traffic was up 13 percent.
PHA's Turning Basin and Barbours
Cut Container Terminals handled the
equivalent of 131,200 20-foot contain
ers for the three-month period. Those
containers accounted for 1.1 million
tons of cargo.

OTHER INCREASES: Total tonnage
continued to climb at Barbours Cut
Terminal. Barbours Cut moved more
than 956,000 tons of cargo during the
quarter, up 20 percent from the first
three months of 1987.

Another significant increase at PHA
facilities was import steel, which rose
91 percent for a total of 707,000 tons.

(Port of Houston)

tional cargo booking techniques were
sometimes deficient," Mr. Widman
said. "The agents indicated that a ser
vice such as this would support their
efforts."

CONFIDENTIALITY: The Marine
Exchange staff will receive and coor
dinate cargo and vessel listings. They
will also make referrals and arrange
data exchanges as warranted. All data
will remain confidential, Mr. Widman
said.

"PHA and the Marine Exchange have
the expertise, resources and technology
to operate such a service," he added.
"The Port of Houston Authority is
committed to providing its clients with
a commercial edge - affordable and
effective access to the global market
place. We invite exporters to move their
cargo needs into the spotlight with
PHAME."

PHAME BENEFITS
For exporters:
- Fast, accurate data on available

vessels - free of charge
- Opportunities for economical rates
- Flexible scheduling
- Direct access to vessel operators (if

desired)
- Confidentiality

For vessel operators:
- New cargo opportunities
- Direct referral to exporters
- Reduced idle time for vessels
- Low service fee for successful

bookings
- Confidentiality

(Port of Houston)

JAXPORT: Income,
Tonnage Increase

The Jacksonville Port Authority
(JAXPORT) Maritime Division, clos
ing in on its most successful year, re
ported its container tonnage for the first
nine months of fiscal 1988 increased
41 percent, and its overall tonnage
increased 29 percent from the same
period last year.

As a result JAXPORT's net income
was up 81 percent to $2.8 million from
$1.5 million for the first nine months
of fiscal 1987, which ended September
30.

Container tonnage in the first three
quarters was 1.02 million tons, up from
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about 724,000 last year, and overall
tonnage handled at JAXPORT facilities
increased from 2.7 million tons to 3.5
million tons this year.

"We are very pleased with our per
formance to date," said JAXPORT
Managing Director Paul D. deMariano.
"I think the numbers reflect the fact
that more and more shippers have
looked at our intermodal capabilities
and realize that Jacksonville is fast
becoming the distribution center of the
Southeast."

In the next few months JAXPORT
will begin $50 million worth of im
provements to Blount Island, including
a 550-foot wharf extension, the acqui
sition of three new container cranes,
the paving of container storage areas,
and the construction of a 50-acre rail
intermodal yard, a new four-lane road
system and a new truck security plaza.

Baltimore Port Link to
Help Smaller Shippers

Governor William Donald Schaefer
announced that the Maryland Port
Administration (MPA) has formed a
new business - Baltimore Port Link,
U.S.A. - designed to provide volume
discounts and significantly lower ship
ping costs to small- and medium-sized
shippers and steamship lines. The new
consolidation service is a joint effort
with ITOFCA Consolidators, Inc., of
Downers Grove, Ill. The new company
will allow smaller firms to get maximum
savings from railroads, truckers, and
barge operators, as larger firms now
do.

Baltimore Port Link, U.S.A. will
provide computerized coordination and
tracking using ITOFCA's sophisticated
EDI (Electronic Data Interchange)
system. The system ensures that ship
ments move in the most efficient and
timely manner - both to and through
the port.

"The new consolidation program is
a prime example of the innovative ap
proaches the Port of Baltimore is using
to lower costs and improve customer
service," said Governor Schaefer. "This
new service will assure attractive rates
for cargo headed between inland lo
cations and Baltimore."

Baltimore Port Link, U.S.A. will
offer a variety of value-added trans
portation services, including local
trucking, rail transportation, load
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consolidation, and waterborne and
highway transportation. "Shippers and
carriers can count on more value-added
services being introduced about every
three months," said Mr. Joe Zaksas,
ITOFCA's General Manager. "This
price and service combination is not
available at many ports."

"Cargo consolidation, along with
our new Intermodal Container Transfer
Facility (ICTF), is a major element of
the MPA's strategy to re-establish the
advantages of Baltimore's inland lo
cation," said Mr. David Wagner, Ex
ecutive Director of the Maryland Port
Administration.

"Baltimore Port Link, U.S.A. will
use the computer-to-computer EDI
system to trace movements and com
municate with shippers and carriers.
The new service addresses the need for
alternatives and innovations m do
mestic and international shipping,"
Mr. Wagner added.

No.2 Container
Port on US East Coast

Charleston became the number two
container port on the U.S. East Coast
as it closed a record-breaking 1988 fiscal
year in cargo-handling performance.

Containerized cargoes soared to a
new high of4,962,877 tons for the fiscal
year ended June 30, an increase of 20
percent over the previous fiscal year.
Container TEUs moved by the Port
totaled 644,533 units, up 27 percent
from the fiscal 1987 total.

In addition to its outstanding con
tainerized cargo throughput, Charles
ton also recorded new highs in general
cargo and total cargo tonnage.

General cargo (container and break
bulk combined) reached an un
precedented 5,868,288 tons, a 13 per
cent rise for the year; and total cargoes
of 6,073,184 tons, spelled a 12 percent
overall increase.

"This marks the Port of Charleston's
third consecutive year of record-break
ing container cargo throughput," said
S.c. State Ports Authority Executive
Director, Mr. W. Don Welch. "Our
commitment to stay in the forefront
of total seaport performance for
Charleston's customers is reaping
well-earned benefits. Our entire. Wa
terfront Community is working as a
team to make it happen.

MPA Facilities Handle
Record Amount of Cargo

Governor William Donald Schaefer
announced that more cargo moved
through Maryland Port Administration
facilities during the first six months
of 1988 than during any other January
to June period in history. A total of
3,146,945 tons were handled at MPA
terminals during that period.

General cargo moving across MPA
piers increased by 10.1 % during the
first half of 1988, compared to the
Jauary-to-June period of 1987. The
Maryland Port Administration took
advantage of a rebound in the U.S.
export market and the result was in
increase of287,719 tons handled during
the period.

"We're very pleased with these new
figures, especially since they show
continued growth for the Port," said
Governor Schaefer. "The numbers
clearly show that our efforts to keep
the Port competitive are meeting with
success.

New Orleans Ranked
High as Cruise City

By Paul McKelvey

The cruise ship industry is riding the·
crest of a massive wave of expansion,
and New Orleans is one of the U.S.
ports most likely to benefit from it,
according to a recent study of the cruise
ship industry.

The opportunity is substantial. Each
medium-sized cruise ship based in New
Orleans is expected to generate $11
million in direct economic impact.

The study, done by three graduate
business students from Tulane Uni
versity, and sponsored by the World
Trade Center of New Orleans, revealed
that the strengths of the city as a cruise
home port are anchored in its excite
ment. New Orleans cruise passengers
enjoy an intimacy with the city and its
culture few other cities in the world
can offer. Two of the city's major at
tractions, the French Quarter and the
Central Business District, are within
walking distance of the cruise ship
terminal on the Mississippi River.

That advantage is widely recognized
in the travel industry. In a survey sent
to 160 members of the National As
sociation of Cruise-Only Agents, 54



percent ofthe agents responding ranked
New Orleans very favorably as a cruise
city.

From the perspective of the ship
operators, says the study, the city has
the features they need: passengers,
transportation, modern cruise ship
terminal, low-cost fuel and a full range
ofship services nearby. Most cruise ship
passengers come from outside the im
mediate home port area, making travel
options extremely important. New
Orleans has excellent air service at
uncongested New Orleans Interna
tional Airport and Lakefront Airport.
As for rail, Amtrack's historic City of
New Orleans and The Crescent supply
daily service from Chicago and New
York and points in between. The Sunset
Limited provides service to Los Angeles
three days each week. That makes New
Orleans an excellent choice for
non-flying vacations.

Proximity is an important plus for
travellers. The train terminal is in the
Central Business District near the In
ternational Cruise Ship Terminal, and
the airports are within 20 minutes of
it. With coast-to-coast Interstate 10
woven through the edge of the CBD,
visitors have easy access to all the
transportation options.

Another plus for ship operators is
the large number of affluent people
who already travel to New Orleans for
conventions. In 1987, the study points
out, more than 840,000 people came
to New Orleans as part of a convention.
The projected expansion of the Con
vention Center, slated to begin soon,
will bring even more people as the city
enhances its image as a national con
vention site.

Having a cruise as part of a con
vention or having the convention
aboard ship is an appealing option
available at New Orleans.

New Orleans offers cruise ship op
erators substantial advantages, too.
Aside from crew expense, fuel cost is
the major operational concern for ship
operators. A 1987 survey conducted
by Mr. James Butler ofKPI Bunkering
Service in New York, and reported in
the study, compared fuel costs in Miami
and New Orleans. Calculating a
monthly average for the three types
of fuel used most often by cruise ships,
Mr. Butler discovered that fuel prices
in New Orleans were consistantly $10
to $13 per metric ton below those in

Miami. With a cruise ship using be
tween 300 tons to 400 tons of fuel per
week, the annual sav~ngswould amount
to $200,000 per ship.

Another advantage for operators is
the proximity of ship repair, services,
says the study. More than a dozen ship
repair companies are available at the
Port. With layovers between trips
usually limited to a day or less, timely
repairs are important.

As important as these advantages
are for passengers and operators, busi
ness conditions are also changing in
favor of the Port. According to the
study, the number of cruise ship pas
sengers in nine major U.S. cruise ports
increased an average of 16.5 percent
per year between 1981 and 1987.

Even with the increase, Norwegian
Cruise Line marketing vice president
Michael Smith estimates that only 20
percent of the potential market has been
served. A 1986 Cruise Lines Interna
tional Association marketing study
estimates the potential market between
68 million to 80 million people.

Market estimates like these have
spawned a building boom among cruise
ship operators. According to the World
Trade Center study, seventeen ships
are on order or under construction. In
all, the new ships are expected to add
25,000 berths worldwide. By 1991,
concludes the study, the number of
passenger ship berths will have in
creased 25 percent.

When the newer ships are assigned
to the big cruise ports, such as Miami,
the smaller vessels will be displaced.
That means ports like New Orleans,
already the seventh largest cruise port
in the nation, have a ready opportunity
to serve the newly dispersed cruise
ships.

To capitalize on the trend, the Port
of New Orleans formed a cruise ship
task force in June 1987. The New Or
leans Cruise Ship Task Force has a
broad-based membership that includes
the maritime industry, tourist industry,
business community and the Louisiana·
Governor's Office. Mr. H.G. Joffray,
former assistant executive director of
the Port of New Orleans, is chairman
of the task force.

Although it is only celebrating its first
anniversary, the task force has already
sponsored national advertising, con
ducted a survey of travel agents, hosted
a familiarization trip for executives

from cruise lines serving U.S. ports,
sponsored cruise ship legislation and
produced a colorful brochure promot
ing the city as an ideal place to begin
and end a cruise. (Port Record)

NY & NJ Incentives to
Steamship Lines

In a competitive effort to move,more
cargo through the New York-New
Jersey Port, the Port Authority will
offer incentives to steamship lines or
shippers by reducing the cost associated
with transporting containers by rail to
and from Midwestern points, it was
announced by Mr. Philip D. Kalten
bacher, Chairman ofthe bistate agency.

Under the special incentive program,
the Port Authority will offer to
steamship lines or shippers incentives
of $25 per import container and $50
per export container to offset the cost
of drayage, or transport, of these
containers between local marine ter
minals and regional rail ramps. It would
apply only to containerized cargo
shipped by rail to and from points more
than 260 miles from the New YorkiNew
Jersey Port and would be offered to
the organization paying the rail charges.

The new incentive program will begin
on September 12, 1988 and remain in
effect until December 31, 1989. It will
be evaluated after six months to de
termine its effectiveness and whether
modifications are warranted.

"Our action is an integral part of a
cooperative effort with other maritime
interests to attract additional Mid
western cont~inerized cargo from those
who control the routing of rail cargo;
namely, the steamship lines and ship
pers, and to increase the use of
rail/water intermodal facilities in our
Port," said Chairman Kaltenbacher
following the monthly Board meeting.

"In a courageous and aggressive
action on July 1, the New York Shipping
Association (NYSA) and the Interna
tional Longshoremen's Association
(ILA) announced an average reduction
of $90 per container in the tonnage
assessment paid by steamship lines on
containers moving more than 260 miles
to and from this Port," Chairman
Kaltenbacher stated. "The Port Au
thority strongly supports this bold ac
tion to lower the container assessment."

In addition, Consolidated Rail Cor
poration (Conrail) announced a $2.1
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Port of Long Beach Visits Local High Schools

Mr. Dave Zanatta, Director of Public Relations of the Port of Long Beach addresses

Career Guidance class at Long Beach Poly High. Port staffpersons and PortAmbassadors

explained the importance of the Port on the everyday lives of residents in the region.

Over 1,000 tenth graders at local high schools enjoyed presentations by
representatives of the Port of Long Beach, as Career Guidance Week, May 16
- 20, came to a successful close.

As part of the Long Beach Unified School District's career guidance classes
and the Port's COM SEE program, Port public relations personnel and Long
Beach Port Ambassadors visited Jordan, Lakewood, Millikan, Poly and Wilson
high schools, educating youth about the impact the Port has on their everyday
lives and employment opportunities in the maritime industry.

Through the use of maps, charts, videos and posters, in addition to extensive
student interaction, over 3,000 sophomores were introduced to Operation COM
SEE (Community Organizational Management to Support, Educate and Expose),
during the 1987 - 88 school year.

Participation with the schools was an integral part of the Port of Long Beach
community relations program, which kicked offin February of 1987 with billboard,
bus and newspaper advertising campaigns designed to inform the public of the
port's importance to the local economy. Teachers and students alike praised the
presentations and requested a repeat performance next year.

In concluding Career Week, counselors and teachers from Long Beach Unified
School District participated in a World Trade Week harbour tour.

handling," the Vice Chairman noted
after the regular monthly Board
meeting.

"An estimated 200,000 tons of ba
nanas will be handled here this year.
While this represents two percent of
our tonnage, it accounts for four percent
of the labor hours worked in this Port,"
he explained.

"The handling of pallets of bananas,
rather than boxes, will increase pro
ductivity and reduce costs in this labor
intensive operation in our Port," Vice
Chairman Wagner stated.

"The Port Authority will undertake
expenditures totaling $1.3 million in
renovating the facilities to allow the
Ecuadorian Line to attract additional
fruit operations to this terminal," he
concluded.

Question: What economic impact
does the Port and the activities it gen
erates have on the City of Long Beach,
and the immediate five county area
surrounding it?

Answer: According to ajust-released
report on Long Beach Harbor and the
economic role of its operations pre
pared by SCAG, the Southern Cali':'
fornia Association ofGovernments, the
Port packs plenty of punch, causes
ripples and makes waves.

Did you know that international
trade represents 25 percent ofthe Gross
Regional. Product in the five county
area and that Long Beach ranks second
in terms of the number of persons
employed?

Long Beach, with a population of
415,000, and growing, is California's
fifth largest city and the 36th in size
in all America.

Last year, $7 billion worth of cargo
was exported via the Port of Long
Beach, while the value of imported
cargos reached $32.6 billion for a total
of $39.7 billion.

Exports produced and manufactured
in Southern California and moved ov
erseas through Long Beach Harbor
supported 119,000 jobs in the region
during that same period. Imports
generated tens of thousands of addi
tional jobs.

By the year 2020, the value of exports
along through Long Beach will have

Long Beach: Cargo Value
Quadrupling by 2020

Ecuadorian Line Inc., the last oper
ator of a banana terminal in the New
York-New Jersey Port, will modernize
a new facility at Port Newark to ex
pedite the handling of bananas, it was
announced by Vice Chairman Robert
F. Wagner of The Port Authority of
New York and New Jersey.

"The new facility is important be
cause of the jobs generated by banana

NY & NJ to Modemize
Banana Facility

million capital improvement program
at their Portside Yard in Elizabeth,
New Jersey, which handles import and
export container rail traffic to and from
the Port and inland points.

"We are hopeful that this new Port
Authority incentive program in con
junction with the actions announced
by the NYSA and the ILA, as well as
Conrail's capital improvement pro
gram, will make our Port more com
petitive and affordable to steamship
lines and shippers serving the Midwest
by rail," Chairman Kaltenbacher said.
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Marathoners at far right share port roads with container trucks.

grown to a level four times greater than
today. This new cargo moving via Long
Beach harbor will create an additional
405,000 jobs throughout the Southern
California region.

During the next three decades, the
value ofcargo moving through the Ports
of Long Beach and Los Angeles will
increase from the present $80 billion
to $300 billion. By 2020, there will be
21,000 new employees in the harbor
area alone.

The long-planned southward ex
pansion of Pier J is nearing the con
struction stage, with a 147-acre landfill

costing $75 million to provide the site
for a seventh container terminal, while
enlarging existing facilities.

Expansion of the 7th Street Terminal
and creation of a new terminal on the
site of the former Ford Assembly Plant
on Cerritos Channel are on the horizon
as the Port plans for the future through
its ongoing policy of land acquisition
and improvement.

Long Beach maintained its West
Coast leadership in international
commerce once again in fiscal 1986-87,
and fully intends to extend this tradition
in the 1990s, and beyond.

Port of Long Beach
Harbor Cmises Success

The Port of Long Beach-sponsored
harbor cruises, part of a highly suc
cessful WorId Trade '88 month, brought
upwards of 3,500 local citizens through
the Port during May.

The two-hour tours were a part of
the harbor's efforts to make the citi
zenry more aware of the Port's impact
on and importance to Southern Cali
fornia commerce. Over 200,000 jobs
and 5.4 billion dollars of the local
economy are attributed to the Port of
Long Beach.

Members of the Public Relations
staff, Port Ambassadors, Miss Port
Nancy Mathews and Port Princess
Kathryn Bartula served as guides,
narrating nine World Trade Week
cruises over a seven-day period, and
25 for the month.

A diverse cross-section of organiza
tions and local citizens learned how the
Port's daily activities affect local, re
gional, national and international
economies. From clothes to newsprint
to bananas, it would be difficult for
Southern Californians to go through
a single day without using products that
arrive via Long Beach harbor.

Educational institutions, senior citi
zens, city employees, members of the
NAACP, United Cambodian Com
munity, and Hispanic Business Asso
ciation, as well as groups from the
ILWU and the other local organizations
were invited to take part in the program,
aimed at increasing community
awareness.

With more than 75% of all trade on
the West Coast passing through the
ports of Long Beach and Los Angeles,
citizens received a firsthand look at
how America's "Trade Center For The
World" opens the doors to the Pacific
Rim.

Mr. Talin Long Beach
Harbor COOlOl. Pres.

The Long Beach Board of Harbor
Commissioners has unanimously
elected Mr. George F. Talin, Sr., its
President for fiscal 1988-89.

Mr. Talin, a member of the Harbor
Commission since 1985, takes over from
Mr. David L. Hauser, who served as
President for the past fiscal year. During
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his term, Mr. Hauser was instrumental
in acquiring over 100 acres of new
property, finalizing plans and permit
ting for expansion of current facilities
through landfill, and increasing Port
revenues by nearly 12 percent.

Mr. Talin, a prominent local busi
nessman with a longstanding record
of community involvement, is Chair
man of the Board of Talin Tire, Inc.,
one of the largest Firestone dealerships
in the nation. He is also Vice Chairman
of the Board of Directors for the Na
tional Bank of Long Beach.

The new Commission president
firmly believes that the Port of Long
Beach must continue to grow and be
an instrumental part in the vital eco
nomic foundation of the City of Long
Beach. He is committed to contjnuing
and building on the successful frame
work already established.

New Tugboat Stamp Issued at Long Beach

In ceremonies held aboard the Queen Mary in Long Beach Harbor, the
U.S. Postal Service unveiled its new 15-cent coil stamp depicting' a tugboat of
the 1900s and honoring the prominent role tugboats have played on the nation's
waterways throughout history. Tugs similar to the one used on the Transportation
Series stamp helped create the municipal Port of Long Beach in 1911 and have
been a factor in Long Beach maintaining its leadership as the busiest of all West
Coast harbors in the 1980s.

Pictured at the unveiling of the new postcard-rate stamp are Mr. Joseph
F. Prevratil, left, Executive Director of the Port of Long Beach and Regional
Postmaster General Joseph R. Caraveo.

First Day Issue covers were cancelled aboard ship and signed by the officials
participating in the ceremony. The event was. highlighted by a parade of tugs
from each of the six tugboat companies serving the Long Beach/Los Angeles
harbor area.

Long Beach, which is currently celebrating its centennial year, generates a
volume of 750,000 letters a day through the U.S. postal system.

Community Cargo
Info System Study

work, speed the flow of information,
and ultimately speed the flow of cargo
through the ports and airports. In
general terms, a CCIS is an electronic

Two briefing sessions wee held on clearing house for information.
July 28 to discuss a Community Cargo Through a centralized computer, all
Information System (CCIS) study to parties involved in the transportation,
be completed by January 1989. handling, clearance, and movement of

The two seaports and the airport have cargo could exchange documents
WORLDPORT LA, the West Coast undertaken this study in order to de- and/or information electronically.

leader in container traffic, continued termine the feasibility of implementing Several other seaports and airports
its phenomenal growth in fiscal year a computerized system which would in the United States and around the

link members of the international trade1988 as a record 1,536,984 TEUspassed world have implemented or are also
community and would reduce paper-through the Port. evaluating various.types of community

This number represents a 5% in- I--------------'-~--___l cargo'systems. However, an industry
crease over the 1,459,174 TEUs that prominence. A 29.1% increase in "sta:ndard" system has not yet emerged.
the Port handled in fiscal year 1987 loaded export containers (47,815 TEUs The Southern California study will
and includes an 18% rise in loaded comparedt037,027TEUs)anda32.l% identify potential requirements for a
export containers (461,149 TEUs decrease in the movement of empty CCIS, determine the interest in a CCIS,
compared to 390,387 TEUs) during the containers (21,453 TEUs compared to analyze the cost, benefits, and alter
past fiscal year. 31,590 TEUs) were registered. The native approaches; and provide an

A comparison of June 1988 and 1987 Port handled a total of 138,745 TEUs objective and, knowledgeable assess
statistics also reflects an escalation in in June 1988, a 1.5% increase over ment of the feasibility of a CCIS in
WORLDPORT LA's international 136,734 TEUs in June 1987. Southern California.

Mr. Tolin, the newly elected President

of the Harbor Commission for 1988-89 (on

the right), receives the gavel from Mr.

Hauser who presided over the Commission

for the past fiscal year.

Worldport LA Continues
Container Traffic Growth
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100,000-ton mark."
The Port had a total of 75 vessel caBs

at its docks during the Ports Authority
fiscal year just ended, 14 more than the
previous year.

Tacoma Welcomes Start
Of "K" Line Service

to finance a series of major capital
improvements in the aviation, maritime
and properties divisions.

The Board of Port Commissioners
said it will take another look at the
budget in October, after the first
quarter. If revenue projections hold
up, or are exceeded, there is a chance
some of the cuts will be restored.

The commission also said it would
again review cuts in maritime man
power and airport promotion next
month.

Commissioners warned that legal
blocks to disposing ofchannel dredging
at Half Moon Bay and wetlands chal
lenges to airport expansion could have
a major impact on the Port's revenue
estimated in future years.

Bulk, Breakbulk Cargo
Volume Up: Georgetown

Mr. Douglas J. Higgins, a leading
Oakland businessman and veteran
member of the Oakland Board of Port
Commissioners, has been elected pres
ident of the Board.

Mr. Higgins, recently reappointed
to his third four-year term on the
commission, is president of the Bay
Rubber Co. and past president of the
Oakland Private Industry Council. He
served a one-year term as Board pres
ident in 1985.

Attorney R. Zachary Wasserman
was elected first vice president and
Mr. Carole Ward Allen, second vice
president. The officers serve one-year
terms.

Mr. Higgins succeeds Atty. G. Wil
liam Hunter, who served two years as
president of the seven-person com
mission.

Mr. Higgins President of
Oakland Port Comm.

The July 15 arrival of the "Harbour
Bridge" at the Port of Tacoma marked
the start of"K" Line's (Kawasaki Kisen
Kaisha, Ltd.* ofJapan's) new enhanced
service between the Pacific Rim and
the Pacific Northwest.

As part of the new service, "K" Line
is chartering 18% of its vessel space
to South Korean carrier Hyundai
Merchant Marine, Ltd. According to
Port of Tacoma Commission President
Robert Earley, "We are very pleased
to have "K" Line come to Tacoma.
This gives us our first Japanese flag

Bulk and breakbulk cargo volume carrier and also improves our Korean
at the Port of Georgetown reached a trade ties. It also strengthens our role
record 803,184 tons in the fiscal year as the leading intermodal port in the
ended June 30, up 155,566 tons, or 24 Pacific Northwest."
percent, from the previous year. "K" Line's move to Tacoma will add

"This past year is a tribute to the to the Port's container volume, which
The Oakland Board of Port Com- cooperative, hardworking people of is estimated to be about 787,000 TEUs

missioners has approved a conservative Georgetown's entire waterfront com- for 1988. The Port of Tacoma is now
$76.5 million budget for the fiscal year munity," said Georgetown Port Di- the sixth largest Port in North America,
that beganJuly 1. rector D. Claude Baker. "I am confident and the 20th largest container port in

The new budget reflects an estimated that our seaport is rapidly becoming the world.
$6 million increase in revenues, but it one of the finest bulk and breakbulk According to Mr. Isao Shintani,
cuts expenditures to just 46 percent cargo handling facilities to be found managing director of"K" Line, Tokyo,
of the Port's gross revenues. anywhere." "The inauguration of this new service

The Commission deleted some $2.6 Mr. Baker noted that the months underscores "K" Line's commitment
million from the proposed budget, in- of March, April and May, "were all to the transpacific trade in general, and
cluding 31 new or vacant positions that record breakers, each surpassing the the Pacific Northwest in particular."
would have cost $1.2 million; $878,000 I-------------------J *Associate Member of IAPH
in promotional expenses; travel cuts
of $216,000, including planned Board
trips to Australia and the Far East, and
a variety ofmiscellaneous cuts totalling
$168,500.

The Board left intact the Port's
support for the City budget of some
$5.9 million, including $637,313 for
personnel services; $1.2 million for
general services provided by the City
for the Port, and $4,094,313 in interest
payments on money the City advanced
in the past for expansion of Port fa
cilities.

The $2.6 million saving in expendi
tures mandated by the Board will be
placed in the Port's capital improve
ments account, which is used, in part,
to payoff the Port's debt. The Port
recently floated a $70 million bond issue

Oakland Port Approves
$76.5 Minion Budget
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Originator: Alfred Schuldt
Truck Driver

Suggestion No.3

Company: Bremer Lagerhaus-Ge-
sellschaft
Container Terminal, Gate
house I
2850 Bremerhaven, West
Germany

Tandem Trailer to Transport Con
tainers over Long Germinal Distance

In the Bremerhaven Container Ter
minal "Wilhelm Kaisen" (2.5 million
m2

) the containers have to be trans
ported over long distances by truck and
trailer. As speed is limited for safety
reasons and the truck is strong enough,
a Tandem Trailer system was devel
oped.

To give other vehicles and drivers a
notice to the extra length ofthe Tandem
Trailer, the sides of "Bath-tub trailers"
were painted in yellowjblack colors.

The Tandem Trailer system now
works successfully.

Cost: I shift painting.

New Promotional Film of
Antwerp Port Produced

Wim Robberechts has produced a
new promotional film on the port under
contract to the Port of Antwerp Pro
motion Association. This assignment
involved an extra challenge for the film
maker: his father Fons brought out a
similar product 30 years ago. The first
requirement for the film was a strong
scenario, which is why the English
scenarist Michael Delahaye was called
in. Delahaye earned his spurs as a
specialist in industrial films and an
industrial correspondent with the BBC.
He worked out a final version based
on advice furnished by a committee
of specialists on the port of Antwerp.
The central theme chosen was "Ant
werp, the European port with the
complete range of services." W. Rob
berechts shot his film in 1987 on the
basis of this scenario, using super 16
mm film, which guarantees optimum
image quality, and lends itself to
blowups to a 35 mm master from which
16 mm prints can be made. The film
could not last longer than 13 minutes.
Experience has shown that a film of
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Suggestion No. 2

Company: Bremer Lagerhaus-Ge-
sellschaft
Container Terminal, Gate
house I
2850 Bremerhaven, West
Germany

Originator: Hans-Georg Roesler
Maintenance and Repair
Clerk

and a safety distance of one foot.
A white marking line ofpaint or tape

at the inner side of the leg opposite the
driver's cabin allows the driver to lift
the container in one quick step and to
be sure not to collide with bottom
containers when the Van Carrier is
leaving the row.

Cost: I hour painting.

Abrasion glass to protect bullet proof
glass shield at Van Carrier cabins.

In Van Carrier cabins the bottom
glass shields are bullet proof and very
expensive. When drivers walk on them,
the shields get scratched and dirty and
after a while they have to be exchanged
by new expensive bullet proof shields.

The suggestion is to place a low-cost
abrasion glass shield on top of the
expensive bullet proof glass. After the
abrasion glass is scratched and visibility
is reduced this glass can easily be ex
changed.

Cost: abt. $20 per glass shield.
Saving: 80% material and two

working hours per shield.

/
markin

~

The view from the driver's cabin.

Originator: Reinhard Broekmann
Van Carrier Driver

Marking of lifting heights at the
forward right Van Carrier leg

The Van Carrier is working inside
the container stacking rows. When
lifting and transporting containers the
spreader with the box has to reach a
certain height to overpass stacked
containers. This height includes the
height of the one or two stacked boxes
plus the height of the transported box

Suggestion No. 1

Company: Bremer Lagerhaus-Ge-
sellschaft
Container Terminal, Gate
house I
2850 Bremerhaven

Suggestions from Port of
Bremen/Bremerhaven

30 PORTS AND HARBORS October 1988



Bordeaux: a Port for Cruise Liners

22nd August 1988, 12.10 hrs: The Russian cruiser Bielorussia berthed in the
Port of Bordeaux. She arrived from Dunkirk and will be embarking 175 passengers
for a cruise which is to take them from Lisbon to Marseilles via Funchel (Maderia)
and Cadiz.

12.30 hrs, the same day: the cruiser Neptune traced her elegant silhouette,
alongside the Bielorussia's, in front of the Place de la Bourse, in the heart of the
town.

Never two without three. During the night of the 22nd- 23rd August,
Royal Viking Sky will be berthing in the Port of Bordeaux, from where she will
be sailing on the 24th for Vigo.

Within a few brief hours, three cruise liners will have called at Port of the
Moon, opposite the magnificent 18th century facade in the heart of Bordeaux.

Royal Viking Sky, will be the 12th cruise liner to have called in the Gironde's
port since the beginning of the year and three other calls have already been
scheduled before the end of September.

Compared with 1987, this represents an increase in both the number of calls
and the number of passengers that have choosen Bordeaux to embark on a cruise.

For the travel agents, this development of cruise liners calling at Bordeaux
can be explained by Bordeaux's geographical situation, which draws its passengers
from Greater South West France, as well as the tourist attraction of the region
as a whole, (particularly its vineyards) and the marvelous location of the quays,
in the very centre of the historic town.

For all these reasons, the number ofcalls already scheduled for 1989 is showing
a further rise. Bordeaux is in the process of recapturing its tradition as a port
for cruise liners.

that duration is the ideal length to
support promotion activities.

The film will be used as an audiovisual
resource during port presentations in
promotional events at home and abroad
(missions, port open days, panel dis
cussions, receiving visitors, etc.) It will
also be supplied to port-based firms that
want to use it in their individual pro
motion, to educational institutions,
diplomatic and consular missions,
Chambers of Commerce, etc.

It will also be used as a basis for the

visual marerial to be furnished to TV
stations.

The film was originally made in
Dutch, French, German, English and
Italian versions; American, Spanish,
Portuguese and Japanese versions will
follow later. All language versions will
be available on video.

For more information on the film,
write or call the Port of Antwerp Pro
motion Association, Brouwersvliet 33,
box 5, 2000-Antwerp (Tel.:
03-231.44.73). (Hinterland)

Port Studies Centre at
Havre Feting 10th Anniv.

The Havre Port Studies Centre is
celebrating ten years' sustained activity
this year. 2,488 people have attended
its courses, including 903 foreigners
from 90 different countries.

So it is hardly surprising that at
congresses, seminars and. port days
around the world one constantly hears
mention of the Havre Port Studies
Centre and of the importance accorded
to it. As is well known, it was set up
jointly by the Havre Chamber of
Commerce & Industry and the Port
of Le Havre Authority to provide a
single study centre for managers and
engineers from French and foreign
companies and government bodies re
sponsible for designing, building,
managing and operating ports.

A breakdown of the 1987 results
shows an increase of35% in the number
of people attending courses of all types
(287 in 1987 compared with 2}3 in 1986,
including 130 foreigners from· 56
countries).

Courses were up by 26% and were
dispensed on 427 teaching days.

Port of Rotterdam:
Good Second Quarter

The port of Rotterdam has had a
good quarter. According to provisional
figures, just under 63.5 million tonnes
of goods were transhipped in April,
May and June. This shows an increase
on the second quarter of 1987 of over
1 million tonnes. In 1988, up to and
including June, 130.3 million tonnes
were transhipped. An increase of 8.9
million tonnes (7.3%) in comparison
with developments in other ports, in
the leading group.

Amsterdam
Transshipment Down

Transshipment in the Port of Am
sterdam has dropped behind compared
to the same period last year. According
to figures produced by the Port Man
agement of Amsterdam transshipment
totalled 6.5 million tons, a loss of 16%.
This drop occurred mainly in the bulk
sector through the decline in transport
of mineral oils, grains and animal
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in millions of tonnes Antwerp Ghent Zeebrugge total

Total GRT 120.7 22.7 43.0 186.4
% of total 64.7 12.2 23.1 100.0
maritime goods traffic 84.4 28.4 7.6 135.9
% of total 62.1 20.9 5.6 100.0

maritime goods traffic x 100 71 125 13
GRT total

fodder. In marked contrast is the strong
growth in coal transport. Container
traffic has also increased in the last
quarter, as has the "other sea-going
traffic" freight category. The number
of ships handled fell from 1,128 in the
first quarter of 1986 (contents 7.8 m
GRT) to 966 in the previous quarter
(7.2 m GRT).

Economic Importance of
Maritime Industrial Area

"The tonne as a yardstick of the im
portance of a port and of the policy of
commerce and government is only one
indicator of the goodsflow. A great deal
of sign({icance must also be attached to
the 'value' of the goods handled," wrote
Professor H. C. Kuiler in this magazine
( Amsterdam Europoort Delta) last year
(no. 87.3). According to his Belgian
colleague Professor M. Anselin, director
of the Seminar for Survey and Town
and Country Planning at the University
of Ghent, this still does not adequately
express the economic importance of a
seaport.

Professor Anselin notes that various
seaports put out certain figures to em
phasise their importance in respect of
their competitors. Not everyone agrees,
however, on the significance of some of
the criteria used. He asserts that each
of the criteria reflects just one specific
aspect of the importance ofa "Maritime
Industrial Development Area" (MIDA) ,
and that only an overall, complex table
could give an integrated picture.

In the article whichfollows, Professor
Anselin discusses the criteria used, and
illustrates them with examples from the
Belgian seaports ofAntwerp, Ghent and
Zeebrugge.

By Professor M. Anselin
University of Ghent

To start with, the ports talk about
the Gross Tonnage (GRT), Net Ton
nage (NRT) and Dead-Weight Tonnage
(dwt) of the vessels sailing in and out.
GRT gives the cubic capacity of the
ship in tons of one hundred cubic feet
or 2.83 m3, NRT refers to the cargo
carrying capacity of the holds, and dwt
indicates the maximum load a vessel
can carry. However, the totals of the
GRT, NRT and dwt of the vessels leave
us no wiser about the reality of the
quantities loaded and discharged. After
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all, it's not the packing that matters,
it's what's inside it.

Ocean freight loaded and discharged

The first meaningful approach to the
real importance of the activities of a
MIDA lies in the quantities or numbers
of goods loaded and discharged.

It is obvious that in counting the
quantities, the means of transport
should not be included in the sum. In
container transport, for instance, the
empty weight of the container cannot
be counted, nor can the weight of the
truck, trailer and tractor in ro-ro
transport. A distinction must be made
between the transport performance of
a vessel (in other words, what it carries)
and the handling performance of a port
(the goods which are loaded and dis
charged). In relation to the transport
of goods, the container or truck should
be seen as the technical, physical ex
tension of the ocean-going vessel. After
all, nobody counts the weight of the
hull when calculating bulk goods traffic.

Furthermore, in determining quan
tities, the only goods which qualify for
inclusion are those which are genuinely
transported overseas and dealt with in
sea traffic. This rules out, for instance,
the sand which is dredged from the sea
off Zeebrugge and brought to the port
for land reclamation, etc. Nor can we
consider as sea transport the goods
which circulate in barges or ships be
tween the ports in an estuary, as they
do, for example, between Antwerp,
Ghent and Zeebrugge.

Finally, we could differentiate the
goods flow figures ofports which handle
large volumes of oil. Marseilles-Fos is
a good example. In 1986, it shipped
98.2 million tonnes of goods, but crude
oil made up 73.6 million tonnes of this,
so that other goods categories only
amount to 24.6 million tonnes.

To illustrate the point. In 1985 the
distribution of the total GRT tonnage
of the incoming sea vessels and the
respective actual goods traffic in the
Flemish seaports was as follows:

It is immediately clear that for an
initial evaluation of the ports it is not
the GRT totals which are important
for goods traffic, but only the actual
goods.

The Turnover

Turnover gives a completely different
picture of the importance of a MIDA.
This figure indicates the size of the cash
flows circulating through the maritime
zone in a year. This is of interest to
companies in the financial services
sector, whose function always partially
depends on the amount of money in
circulation, but there are two limitations
which have to be taken into account.

On the one hand, the "Balansenbank"
data include both consolidated and
non-consolidated accounts so that the
data available for the various companies
are not comparable. On the other hand,
turnover is not really an indicator of
the usefulness of an activity to the
economy of a region or a nation.

Until a few years ago, calculating the
turnover of Belgian companies was a
time-consuming and often impossible
job, partly because of the secretiveness
of the companies themselves. In 1976,
however, the standardized annual ac
count for large and medium-sized in
dustrial and commercial enterprises
was introduced by Royal Decree. Up,
to that time, the form and content of
balance sheets were unregulated or
virtually so. The setting up of the
"Balansenbank" (balance sheet centre)
within the National Bank meant that
this information became fairly readily
accessible in a remarkably short space
of time.

Over the years the regulations con
cerning the form and publication of
annual accounts have been extended
to include other commercial categories:
more than 60,000 companies in Belgium
are now governed by them.

On the basis of the data issued by
the "Balansenbank", in 1985 the turn
over of the companies in the Antwerp
MIDA amounted to 700 thousand



Antwerp Ghent Zeebrugge
no. of in% no. of in% no. of in %
jobs of total jobs of total jobs of total

port- and transport related 32,000 43 5,000 20 3,000 55
industry 43,000 57 20,000 80 2,500 4_~

total 75,000 100 25,000 100 5.500 100

million Belgian francs, and the turnover
ofthe Ghent companies to 260 thousand
million BF. It is virtually impossible
to calculate the turnover figures for
Zeebrugge, however, since the majority
of the traffic (about 80%) consists of
ro-ro and short-sea containers, prima
rily to and from Great Brittain, and
of the nine operators involved in this
trade only one is Belgian.

The value added
In evaluating a company's economic

importance to the economy of the re
gion, the "value added" is better than
the turnover figure. Value added is the
total of personnel costs, financial costs,
depreciations and provisions, rates and
taxes, and the profit (or loss) in the
financial year. The value added thus
indicates what has been added in total
in the company, in other words created
as economic value. Ifwe total the value
added by all enterprises (private and
public sector) located within a MIDA,
we have the total amount that that
MIDA contributes to the regional or
national economy. This is thus a purely
economic indicator with which we can
establish the relative importance of the
MIDA in the national economy.

In 1985 the values added by the
Antwerp MIDA amounted to 180
thousand million BF and the Ghent
MIDA, 55 thousand million BF. As
with the turnover figures, there is no
point in estimating the value added for
Zeebrugge.

The percentage distribution of
turnover and value added in Antwerp
and Ghent gives a clearer insight into
the differing structure of the operations
in these MIDAs.

relative share Ghent value added
turnover Antwerp Ghent

directly related
to the port 14.8% 36.1% 10.5%

industry 84.2% 56.1% 88.2%

public sector 1.0% 7.1% 1.3%

This clearly demonstrates the dif
ference in character between these two
maritime industrial areas: Antwerp
IS primarily a goods port, while Ghent
is of course a goods port, but to a
significant extent for maritime industry.
Zeebrugge is a ro-ro, container, car
ferry and passenger port.

Employment

Employment is another factor. Here,
we have to make a distinction between
direct and indirect or derived employ
ment. The caring professions can usu
ally be left out of account. It is usually
an easy matter to calculate direct em
ployment in both the private and the
public sector. The indirect and derived

Together, the jobs in the seaport areas
account for about 17.5% of all the jobs
-in industry and transport and 3.8%
of the economically active in Flanders.

The relative importance of the mar
itime industrial zone in the economy
of an urban region can be illustrated
taking the Ghent conurbation as an
example. The urban region covers
around 46,000 hectares, of which 2,700
hectares (6%) are occupied by the
MIDA. It has 375,000 inhabitants
(1981) and there are 150,000 jobs,
25,000 of which (one-sixth) are in the
MIDA. The value added in the urban
region amounts to about 135 thousand
million BF, of which 55 thousand
million (40%)is produced in the MIDA.
It should also be noted that the value
added by the MIDA is growing twice
as fast as the Belgian GNP.

Investments

It is scarcely necessary to demon
strate the importance of commercial
investments to economic growth. On
the one hand, they create direct and
indirect employment in the supply in
dustries, and on the other they increase
the strength, competitiveness and ma
nufacturing capacity of the MIDA
companies themselves.

Deriving from this, investments form
a not insignificant source of revenue
for the Treasury.

However, it cannot be denied that
investments in the maritime industrial
companies are higher than those in
ordinary transport companies. This is
particularly true where dynamic, ex
pansive industries are concerne<I.

A comparison between Ghent and

jobs are harder to work out, however:
for this, more sophisticated studies such
as input-output tables and impact an
alyses have to be done first.

The relative importance of industry
in respect ofport- and transport-related
jobs differs from port to port. For the
port areas of Antwerp, Ghent and
Zeebrugge, the picture in 1985 looked
like this:

Zeebrugge illustrates this clearly. In the
period 1981 - 1985 private sector
companies in the Ghent MIDA invested
about 40 thousand million BF, and
another 5.5 thousand million BF in 1986
- 1987. As examples: Volvo invested
(in 1987) 1.7 thousand million BF in
productivity expansion. Up to 1988,
Mero-Rouselot-Sadia (gelatin) In

vested 150 million BF. In contrast, the
investments made by straightforward
transport companies in Zeebrugge re
mained at a much lower level. For
example: Townsend-Thoresen invested
about 100 million BF in a pontoon,
and Sea-Ro-Terminal invested 30 mil
lion BF in one.

Investment trends are thus also a
criterion of the primarily indirect eco
nomic importance of a port zone.

Towards a more integrated
social evaluation

It is clear that each of the aspects
discussed above provides only partial
insight in the narrowest sense into the
importance of the various MIDAs.
From the standpoint of social policy,
however, we need to be able to make
a much more integrated evaluation of
the importance of the MIDA to the
socio-economic life of the region and
the nation. The MIDA is, after all, a
complex mechanism which forms the
input of means of production, such as
its land, the economically-active (ac
cording to number and level of edu
cation), investments (both in private
sector companies and by government
agencies), costs ofR&D, administration
and management, environmental im
pact etc.

PORTS AND HARBORS October 1988 33



It is therefore fair to ask how much
a MIDA actually costs the community.
On the other hand, we have the output
(direct and indirect): value added,
employment, wage levels, profit/loss
of the companies, effects on the balance
of payments (as a result of returns on
foreign exchange), revenues for the
Treasury in the form of taxes on in
comes, dividends, investments etc.

It is clearly not enough simply to
calculate these items: they must also
be compared with other elements within
the region and within the nation. As
a region or nation it is, after all, of
crucial importance to choose which
means of production to employ to what·
effect or benefit to society as a whole.
This choice must of necessity be placed
within the framework of an evaluation
process that integrates the various
criteria and places them in the context
ofa wider economic, regional-economic
and planning policy.

( Rotterdam Europoort Delta)

4th Policy Document 
Netherlands in 2015

Strengthening the position of the
Randstad (the conurbation of Western
Holland) in the Netherlands and, above
all, in Europe is the most important
point of departure for future govern
ment policy. This is the message of the
Fourth Planning Policy Document,
which was issued in March.

The Dutch cabinet wants to reinforce
the Randstad's strengths so that the
region can continue to compete with
other major urban agglomerations in
Europe. The key points are the im
provement of the climate for locating
businesses, accessibility, living stan
dards and the level of services.

The port of Rotterdam and Amster
dam Airport play an essential role in
the urban planning strategy. In this
article we look at the way in which,
according to the Policy Document, the
port of Rotterdam can continue to fulfil
its function as a mainport. We will also
answer the question of which specific
projects must be put in hand in the short
term if the city is indeed to be able to
play this leading role.

Since 1961, the Dutch government
has fairly regularly published policy
documents in which it explains its
planning policy. Each of these docu
ments marks a phase in the development
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ofthe policy. The Third Planning Policy
Document devoted greater attention
to the functioning of the cities. It out
lined the concept of "compact urban
thinking," but the national interest was
still not a central issue.

The Fourth Policy Document, which
replaces the Third, is geared to eco
nomic growth. Now, more than in the
past, the emphasis. is on strengthening
and utilising promising developments
and, much more than ever before, the
private sector will have to work out the
plans in conjunction with the govern
ment and, above all, will have to finance
them.

The Long~term View
The Fourth Policy Document looks

beyond the turn of the century. Putting
the policy measures into effect, how
ever, cannot wait that long. The motto
of the Fourth Policy Document is
therefore "Working now on the Neth
erlands in 2015."

A great deal will change in the coming
decades. The existing planning policy
is still, however, capable of meeting
numerous contingencies. The Fourth
Policy Document only indicates where
the policy needs to be modified or
supplemented. The aim is to outline a
policy which encourages society to
participate, in other words, calls upon
the business community, among others.

The document places considerable
stress on the Netherlands' distribution
function and sets out a number of
measures announced earlier. So that
the Netherlands will be able to handle
the growing competition from sur
rounding countries, the Fourth Policy
Document proposes strengthening the
position of the "mainports": the port
of Rotterdam and Amsterdam Airport.

Strengthening the position of the
Netherlands in international terms is
a task for which central government
intends to be responsible. This task is
given shape in the Fourth Policy Doc
umenf by setting out a long-term
planning strategy for the Netherlands.

Premises
The government is using three basic

premises for planning development.
Firstly, it wants to use the planning
policy to reinforce the country's eco
nomic and structural strengths and take
advantage of the Netherlands' devel
opment potential. This means, among
other things, that the transport and

distribution of goods by land, water
and air will be strengthened, as will the
related commercial services, groupage,
assembly and other processes that add
value to the goods flows.

The second starting-point is the in
crease of environmental diversity. The
Netherlands already has a wide variety
of urban and rural areas. One of the
ways in which this will be reinforced
is through the development of an in
ternational, high-quality urban indus
trial and commercial environment in
the west of the country. This will have
to be able to compete with conurbations
like Brussels and Frankfurt and, albeit
at a distance, with London and Paris.

The third premise is the utilisation
and strengthening of the individual
geographic and economic qualities of
the various areas of the country.

Elements
Seven elements together make up the

environmental development strategy
on which the government intends to
base its planning policy. The elements
relate to the urban hubs, the regions,
the ring of cities in the central Neth
erlands, the Randstad, the Netherlands
- land of water, the rural areas and
environmental policy.

The government wants to strengthen
a number of urban hubs distributed
throughout the country and areas ~t
the country. The national and inter
national position of regions outside the
economic core area will be reinforced.
The capacities of the central Nether
lands as an economic core area will be
utilised. Use will be made of the special
facilities of the Randstad with its in
ternationally competitive commercial
and industrial environment. Certain
aspects of the rural areas will be pre
served and restored. Finally, the quality
of the environment will be improved
in the areas of importance to these
elements.

The Port of Rotterdam
In the Fourth Policy Document, the

government announced the following
measures to strengthen the position
ofRotterdam's port and industrial area.

The waterways policy will give pri
ority to the Waal and the Schelde-Rhine
link; for goods transport by rail the
emphasis will be on the Rotterdam
Utrecht-Arnhem and Rotterdam-Bre
da-Venlo lines. The latter goods line
will be improved. Consultations will



be held with the Federal Republic of
Germany about a similar improvement
to the connecting German railway
system.

The Dutch government will con
tribute to the creation of possibilities
to intensify and scale up inland ship
ping, including six-barge push naviga
tion, to the German hinterland.

After consultations with the City of
Rotterdam authorities, it will be de
cided to what extent the government
will contribute to the resolution of
structural bottlenecks in the port and
industrial area.

To support the international dis
tribution function, the government
wants to pinpoint a number of main
transport axes for (goods) transport
by road, rail and water. (International)
through traffic should be impeded as
little as possible by other traffic on these
primary transport routes.

The main transport routes for road
traffic also ensure mutual cohesion
within the ring ofcities and the cohesion
of the urban hubs outside this ring.

Filling in missing links in these main
transport axes will be given priority.
Priority will also be given to expanding
the capacity of these routes by widening
and optimisation of the existing roads.

The government also wants to im
prove the road links with the future
Channel Tunnel and the North German
and Scandinavian hinterlands.

The government will shortly be
publishing its views on the goods dis
tribution centres and inland terminals
in the Netherlands, from both the na
tional and the international perspective.
The government believes that the
Albrands waard distripark near Rot
terdam must now really be built.

Finally, the government is giving
priority to the installation of a digital
telecommunications glass fibre network
at the most important hubs, including
of course the port of Rotterdam.

Implementation
Taken as a whole, in its Fourth Policy

Document the government gives a clear
description of its structural develop
ment plans, including those for the port
of Rotterdam and its links to the hin
terland. It is a document full of good
intentions. However, Rotterdam would
rather have seen the government
making real choices in the document,
and also providing the financial re
sources to implement the plans. If the

government recognises the fact that the
Netherlands must take part in the
competitive battle for international
companies, it will also have to con
tribute to the investments. Work must
start now to ensure that "Netherlands
- Distribution Centre" is also an ac
cepted concept in the 21 st century.

The port of Rotterdam will certainly
be pulling its weight. It already has
enough plans and ideas to ensure, to
gether with the business community,
that Rotterdam will continue to live
up to its "mainport" title.

Preparations for a series of projects
to improve the accessibility of the port
of Rotterdam are already under way.
Rotterdam believes that a number of
them deserve priority because they re
lieve or even completely eliminate an
obvious bottleneck, because a signif
icant volume of freight and commercial
traffic will benefit from them, or be
cause they are linked to other projects.
They relate to road, rail and water
transport, and to automation and te
lecommunications. We will look at just
some examples of essential activities
in the area of road and rail transport.

Road Links
The Benelux Tunnel, which links the

central docks area to the north bank
of the river, has become a bottleneck.
In view of the enormous importance
of this tunnel to port-related traffic, a
doubling of the capacity is essential in
the near future. In addition, another
tunnel, the Blankenburg Tunnel, must
also be built further to the west. This
will provide the shortest link between
the western port area and the Randstad
conurbation, and will connect up with
the port's main centre of operations,
which is shifting westward.

Another tunnel high on Rotterdam's
shopping list would eliminate the bot
tleneck at "De Noord" river to the south
of the city.

The link from the A15 to the
Waalhaven/Eemhaven district and the
future Albrandswaard goods distrib
ution centre must be improved. At the
moment, goods traffic has to cross the
railway line there.

The A15 is a vital road link between
the port of Rotterdam and the hinter
land. In the next few years it will be
extended westward to Europoort.
Further extension as far as the Maa
svlakte is, however, essential. In addi
tion, the capacity wi~l have to be in-

creased, in part so that it will be able
to handle the traffic flow without
hold-ups after the doubling of the Be
nelux Tunnel and the construction of
the Blankenburg Tunnel.

Rail Transport
Because the hub of the European

economy is shifting to the south, where
inland shipping plays only a minor role,
good rail links are of great importance
to the port of Rotterdam. This means
that the capacity, the speed and the
permitted axle-load on the Rotter
dam-Venlo-Cologne line, which carries
international freight traffic to and from
Germany, Austria, Switzerland and
Italy, must be increased.

It is also important to rail transport
that rail service centers should be built
in the Eemhaven and Waalhaven dis
trict and on the Maasvlakte.

"Umbrella Document"
The government calls its Fourth

Planning Policy Document an "um
brella document." This means that it
gives an overall picture of planning
policy, which will be worked out in
detail later. This will be done in
"Structural Schemes." The Structural
Scheme for Traffic and Transport,
which will be published this year, will
be an important one for the port.

Even though the port of Rotterdam
has to wait for the detailed plans, it is
certain that the Dutch government has
clearly opted for the port. For too long
it has been regarded as a regional ac
tivity, strong enough to support itself.
Now the government has unequivocally
recognised the national signifi<;ance of
the port and intends to reinforce this
economic strength still further.

(Rotterdam Europoort Delta)

Henk de Bruijn and
Victor Schoenmakers

Stevedoring Charges
Cut at Port of Cork

Good news for many shippers who
use the Port of Cork is that stevedoring
charges on many cargoes are set to
reduce with immediate effect. The
reason for the reduction is the com
pletion of the first phase of the Docks
Rationalisation Scheme which involved
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a reduction ofalmost 33 1/3% in docker
numbers in many gangs.

The reduced charges apply to bulk
cargoes such as coal, cereals, animal
feedstuffs, fertilisers and also to con
tainers, trade vehicles, dairy produce,
offshore supply boats etc.

This is but the first of a number of
steps which will be taken at the Port
of Cork over the next few years to
reduce stevedoring charges still further
and to attract additional cargo to the
port. Last November agreement was
reached on the rationalisation of port
checkers and negotiations are well ad
vanced on the next phase ofthe dockers'
rationalisation scheme. At present there
is a positive united approach by Cork
Harbour Commissioners, port steve
dores, port users and the Irish Transport
and General Workers Union repres
enting port workers to ensure that the
Port of Cork will improve its compet
itiveness as we approach the end of this
decade.

Cork Harbour Commissioners have
also taken a firm initiative in deciding
to curtail average increases in port
charges for 1988 below the rate of
inflation. In fact certain import rates
including animal feedstuffs and fertil
isers were reduced while import rates
on trade vehicles remained unaltered
for the fourth successive year. In ad
dition, the Commissioners as the Pilo
tage Authority, decided to forego any
increase in 1988.

As interport competition intensifies
the new, slimline Port of Cork is gearing
itself to meet the competition head on
and to be in a position to offer in
creasingly attractive rates to port users.
Mr. Pat Gallagher, Chairman of the
Cork Port Users Association, in wel
coming the reduced charges, said that
his members appreciated that this was
a significant step in the right direction
and they looked forward to the day
when the Port of Cork would be fully
cost competitive even with the smaller
ports around the country.

(Port of Cork News)

BPF: Fair Competition
Between EC Ports

In 1986 the European Economic
Community's council of transport
ministers discussed the issue of state
aids to ports. The council requested the
European Commission to produce a
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report concerning the financial re
lationship between the ports and public
authorities within the Community.

The council asked that it be produced
by December 1987. Nearly two years
later, the Commission have still not
produced this report.

In 1985 the Commission itself was
given the power to ask member states
to provide information about the nature
and levels ofport subsidies. That power
has never been used.

But a recent draft report by the
European Parliament committee on
transport, on European ports and the
approach of the 1992 single European
market, does address the subject ofstate
aids. It calls on the Commission to
"lay down appropriate criteria gov
erning eligibility for public aid, pro
vided that such aid does not distort
competition."

The British Ports Federation wel
comes this proposal and hopes that the
Commission will take serious and early
action on it.

But the glaring absence of the report
commissioned in 1986 promises no such
action.

It is clear that most European gov
ernments see ports as part of the es
sential infrastructure of their countries,
and subsidise them heavily both on
operating costs and investment.

The U.K. government, on the other
hand, views ports as business entities
providing their own resources with the
minimum of state or local authority
support.

If the full benefits of a single Euro
pean market are to be realised it is vital
that there is fair, as well as open
competition between the industries of
all members states.

Otherwise trade will naturally be
diverted to the subsidised ports, and
Britain's ports will have an even tougher
fight to survive than they have at pre
sent.

BPF will shortly produce a briefing
paper on fair competition between the
Community's ports, and the importance
of this in the single European market
context.

The briefing will go to all MEPs who
are members of the European Parlia
ment committee on transport. In Sep
tember this committee will be debating
the draft report they recently published
on European ports and 1992.

Copies will also be sent to BPF
members, who can use it to brief their

own MEPs on this issue.
But the Commission's own report

on levels of subsidies in European ports
is sorely needed in order that the size
of the problem can be assessed, and
appropriate measures put into effect
in time to ensure thRt the single market
be fair AND open.

Coastal Set to Operate
ARP's HuD Terminal

Coastal Container Holdings Limited
of Belfast are negotiating to operate
ABP's Hull Container Terminal which
was recently closed following an in
dustrial dispute. High manning scales
have undermined the terminal's vi
ability.

Talks have commenced with ABP
and the Transport & General Workers'
Union whose members include the Hull
registered dock workers.

If Coastal come to Hull, they will
introduce a new thrice-weekly service
to Rotterdam and offer a cargo han
dling service to other users of the ter
minal. The Company has a long
standing relationship with ABP and
currently operates container terminals
at the ports of Swansea and Garston
on Merseyside.

Mr. Mike Fell, ABP's port manager
at Hull, said: "The Coastal initiative
could prove to be the salvation of the
Hull Container Terminal as it would
be of tremen~ous advantage to have
a shipping line as a registered employer
of dock labour with a direct interest
in operating the terminal."

ARPH Announces Major
Schemes for Lowestoft

Associated British Ports Holdings
PLC, in association with the Lowestoft
Development Partnership, has received
approval of its development plans for
a 31-acre site at Denmark Road,
Lowestoft from Waveney District
Council, subject to a Section 52
Agreement.

North Quay Industrial/Retail Park
will provide 140,000 sq. ft of non-food
retail warehousing, with a garden centre
and at least 700-car parking spaces.
Joint letting agents Healey & Baker
and Michael Testler & Co. Ltd. report
considerable interest from local and
national retailers even at this early



"I see no ships" is often the cry the
Port of London Authority hears from
those who view the River Thames in
Central and West London. While it is
true that, due to the need for deeper
water, most vessels berth further down
river, four million tonnes of cargo still
travel annually through the Thames
Flood Barrier at Woolwich.

Nevertheless from time to time the
waters of the tidal Thames in West
London are still used for unusual car
goes. This happened again today (8th
July) 1988. -,

An outsize load in the shape of four
fermentation vessels manufactured in
Holland by Holvenka Ido were each
discharged at Denton WharfGravesend
onto Brathwaite & Dean Barges. Each
vessel weighing 16 tonnes and meas
uring 54 feet long and 18 feet wide were
towed upriver to Isleworth Draw Dock
and then onward by road to Guiness'
Park Royal Brewery.

Isleworth Draw Dock is a public
facility administered by the Port of
London Authority. It is one of the few
locations on the up river section of the
Tidal River Thames where cargo can
be dischargeq from barges directly onto
a low loader lorry parked adjacent to
the River.

Unusual Cargo

add up to an approximate total of
50,000 pallets of'imported fruit and
vegetables.

The' advantage of reduced sailing
times to Southampton and the ability
to discharge and deliver rapidly to the
main U.K. markets are key factors.
The port is ideally positioned on the
south coast and has unhindered access
for large ships. With new equipment,
an expert labour force and good
transport links the location is perfect
for the trade.

Southampton's Port Director, Mr.
Dennis Noddings, comments:

"Other U.K. ports cannot match the
package of facilities and fast service
Southampton has to offer. We typically
discharge around 2,500 pallets of cargo
in one day.

"We are naturally very pleased to
secure this as regular business for the
future and expect to take delivery later
this year of the first of 50 new fork-lift
trucks which will be used to service the
trade."

Containers and P&O Containers.
This is a further important step in

the consolidation of the position of
Southampton as a major U.K. and
European container terminal enabling
it to develop further in a highly com
petitive market. The company will
continue to place a strong emphasis
on customer service and is planning a
major programme of re-equipment in
cluding the provision of another gantry
crane and an additional paved area.

Southampton Awarded
CanaJ'y Islands Contract

Following two successful trial sea
sons handling imports of Canary Is
lands produce, the port ofSouthampton
has been awarded a major contract by
the Commission ofCanary Islands Fruit
and Vegetable Producers. The contract,
commencing this November with the
first of 21 weekly shipments continuing
.throughout the first winter season, will

Southampton Container Terminals
Ltd., who operate the container port
at Southampton, are to merge their
interests with Solent Container Services
Limited to form one business respon
sible for all aspects of the terminal
operation.

The shareholders in SCT will be
Associated British Ports, Ben Line

Southampton Operation:
2 Firms to Merge

stage. The scheme also allows for 10
acres of land to be opened up for the
expansion of port-related activities and
5 acres for light industrial use.

Access to the site will be further
improved by a new road, running from
Denmark Road to Normanston Drive,
which will be funded from the income
generated by the retail development.
Work on the project is expected to start
by the end of the year. Drivers Jonas
are acting as planning consultants and
Travers Morgan are the highway con
sultants.

Associated British Ports Holdings is
also considering development plans for
the South Pier in Lowestoft. Proposals
include improving the existing yacht
basin, resiting the clubhouse of the
Royal Norfolk & Suffolk Yacht Club,
opening up the South Pier to the public,
building at least 50 high-quality houses
and converting the existing clubhouse
for commercial purposes.

ABPH will, subject to the agreement
of the RNSYC, submit an outline
planning application to Waveney Dis- 1-----------------+----------------1
trict Council in September.

Mr. Rob Gravestock, Port Manager
at Lowestoft, said:

"We are delighted to have the
Council's support for North Quay
Industrial/Retail Park and look forward
to starting work as soon as possible.

"Our commitment to Lowestoft is
further demonstrated by our new plans
for the South Pier, where one of our
main priorities will be to give the public
better access to the waterfront."

The South Pier, Lowestoft will be
one of the Company's first direct
housing schemes and another example
of ABPH's expanding commercial ac
tivities. Grosvenor Square Properties
Group PLC, part of Associated British
Ports Holdings PLC, is representing
the Company's interests throughout
both these developments in Lowestoft.
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Cargo Turnover in Oslo
In 1987 New Record

The year 1986 was also a record year
in the Port of Oslo and few thought
the prospects for 1987 could beat last
year's result. But they did - although
with a small margin of 16,000 tons the
record was broken.

The increased turnover of cargo is
primarily found on the export side. The
increased foreign export is due to
products like paper, iron and chemicals
- up 75,000 tons to 984,000 tons. An
increase of 8.7%.

On the other hand, foreign import
went down 4.7%. Petrol and fuel oils
counted for 75,000 tons (8.1 %) while
the import of dry bulk represented
39,000 tons (2.7%). But the most sig~

nificant reduction was seen in the field
of imported cars. From 85,160 units
in 1986 down to 55,081 units in 1987
- a reduction of 35.3%.

Domestic imports increased with
110,000 tons, while domestic exports
went down 55,000 tons. The increased
import from the coast applies to petrol
and oil (99,000 tons) sand stone and
cement (22,000 tons) and these products
are seen closely linked to the widespread
building activity taking place in and
around Oslo.

The cargo scene is under constant
change - and in the Port of Oslo cargo
in containers more and more dominate
the terminal picture. The Port Au
thority has prepared for the situation
and can offer new and improved fa
cilities both for ro/ro and 10/10 traffic.
The Revised port plan for the period
1986 - 2000 pay great attention to the
needs of the port users and their ter
minal requirements.

Port of Gothenburg
Countering New Changes

What is Port of Gothenburg AB
doing to counter the changes that are
taking place in the surrounding world?

The work is already in progress. Here
are five good examples:

• Port of Gothenburg AB has pro
vided a strong economic base for
the future through a sale/lease~

back transaction with the pension
funds SPP and AMF.

• The company is finding new fields
of operation through diverslfica-
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tion. Examples are: computer
services, distribution warehousing,
upgrading of real property,
adaption of imported vehicles for
the Swedish market.

• A new system for goods handling
is being implemented in the outer
dry cargo harbour of Gothenburg.
In 1987 alone, about SEK 100
million was invested in new tech
nology for the outer harbour.

• Active adjustment to the new vi
vacity of the continent is taking
place. Thus the Port ofGothenburg
for instance pushed for the new
rail-ferry link between Gothenburg
and Frederikshavn that was
opened in December 1987.

• Port of Gothenburg AB is working
steadily to establish direct contact
with Nordic trade and industry to
make transport systems more ef
ficient. All this is of course being
done in cooperation with the
transport industry, where ports
traditionally find their customers.

In 1988 Port of Gothenburg AB will
formulate its plan of action in the new
world around it. Even at this stage,
however, the following can be said
about the company's future policies.

The Port of Gothenburg shall be the
Nordic market leader within those
market sectors which the company has
decided to serve. To be more explicit:
unit cargoes, cars, fruit, certain general
cargoes and oil.

The greatest possible delivery reli~

ability shall be achieved. By this we
mean an undisturbed flow of goods.
We know by experience that ports have
to prove themselves in this respect.

The Port of Gothenburg will put
further pressure behind one of its chief
arguments, namely the ability to handle
large volumes of goods within a short
space of time.

The Port of Gothenburg shall be able
to offer alternative means of transport,
for example through reloading. Thus
several solutions to one transport
problem should be available in Goth
enburg. Example: the rail-ferry be
tween Gothenburg and Frederikshavn.

Port of Gothenburg AB is in the
midst of a process of readjustment that
requires new broader trains of thought,
a strong economy and time. Time is a
scarce commodity and that is why we
use it twice - future time and present
time. (1987 Port of Gothenburg AB)

Nat'l Communications
Network Plan Backed

The Association of Australian Port
and Marine Authorities has welcomed
the recommendation from the National
Communications Working Party on
Cargo Movement for the establishment
of an independent national communi
cations network.

The AAPMA is a member of the
Working Party, which was formed as
part of the Federal Government's
Waterfront Strategy to coordinate the
development and implementation of
communication networks.

In a statement on the Working Party's
recommendations announced recently,
Mr. John Jenkin, President ofAAPMA,
said:

"Many of the existing waterfront
problems arise from the fragmented
control of the range of associated op
erations. Stevedores, ships agents,
truckers, freight forwarders, customs
agents, port authorities, government
regulatory bodies and other groups are
all interdependent but have no mutual
co-extensive communication link.

"The EDI (Electronic Data Inter
change) network system envisaged will
provide a communication facility
equivalent to having all of the players
sitting together in one room.

"The benefits of this are readily ap
parent, particularly in such matters as
truck queueing, cargo availability, futile
trips, lost documents and transcription
errors.

"As the AAPMA sees the develop~

ment and effective functioning of port
advisory groups as a key policy objec
tive, it also welcoples a recommenda
tion that control of the communications
network be community-based.

"It is vital for all the various regional
and functional subscribers to the net
work to have an effective channel
through which their needs can be made
known.

"It is also clear that a broadly-based
national network is now a more ap
propriate option than the fragmented
port-related systems which have fea
tured in much of the early development
in this field overseas.

"Many of the existing waterfront



problems have arisen due to a failure
to pay full regard to the needs of the
Australian shippers and to include them
in the decision-making apparatus.

"The Working Party has recognised
that we should not repeat this mistake
when setting up the EDI communi
cations network.

"The ultimate success of the system
will derive not so much from the new
technology, but from the development
of improved documentary systems and
processes throughout the transport and
trading scene.

"It is in this area that it is vital to
pull the total trading community to
gether so that the new technology can
be applied to best advantage and be
equally available to all who have use
for it.

"The AAPMA Council has decided
that the Port Authorities should take
a positive interest in seeing that the
best possible system for EDI of trans
port system information is imple
mented.

"A small executive committee has
been formed under the chairmanship
ofPresident John Jenkin to recommend
to the AAPMA Council how port au
thorities can best assist in bringing a
national EDI community network
system to fruition.

"For example, just as the Customs
Co-operation Council in Brussels is
co-operating with the International
Association of Ports and Harbours on
this issue globally, the AAPMA sees
close co-operation between itself and
the Australian Customs Service as a
vital component in developing an ef
fective local communications system."

Joint Ventures for
Productivity Gains

Stevedoring joint ventures of various
types involving the Waterside Workers
Federation are now in operation or
under discussion at seven ports around
Australia.

The first two joint ventures were
announced in Stanley and Mackay only
a few months ago. Since then, joint
ventures have been started or are being
discussed at Geelong, Esperance, Al
bany, Geraldton and Darwin.

The Port Authorities are encouraging
such ventures as one means of moving
towards the goal of bringing about
improved services to shippers.

"The Waterside Workers Federation
is to be complimented for its positive
attitude to the development of joint
ventures," said the Executive Director
of the Association of Australian Port
and Marine Authorities, Mr. Peter
Brown, in Sydney.

In its submission to the Waterfront
Strategy Inquiry currently being con
ducted by the Inter-State Commission,
the AAPMA pointed to the need for
increased competition in some water
front operations, particularly steve
doring operations.

The Inquiry was advised that Port
Authorities accepted the Webber Task
Force recommendation that they take
a pro-active role to achieve a more
efficient and productive movement of
cargo through the ports. The AAPMA
sees increased options for stevedoring
as an important development.

Port Authorities are supporting joint
ventures on the basis that they can
achieve continuing productivity gains.

Mr. Brown cited the Mackay port,
where Queensland Stevedoring and
Marine has been handling three com
modities - grain, scrap metal and meat
- in joint ventures since September last
year.

"Mackay shippers advise that
workers under the new joint ventures
perform their jobs with unprecedented
individual enthusiasm and zeal, due to
their involvement in the stevedoring
company," Mr. Brown said.

"The stevedores are approaching the
Mackay Port Authority for co-opera
tion in attracting more trade to the port
and are keenly aware of the importance
of cost-competitiveness.

"The Mackay experience lends sup
port to the AAPMA recommendation
to the Inter-State Commission that
industry-based employment in steve
doring be changed to enterprise em
ployment, which gives all concerned a
sense of belonging and a pride in their
achievements."

Joint venture discussions are pro
gressing in the three West Australian
ports of Esperance, Albany and Ger
aldton.

Operations are already under way
in Darwin, where there are now three
stevedoring operators instead of the
monopoly situation which prevailed for
many years.

"The resulting competition is already
leading to innovative thinking and this

is a quality which AAPMA hopes will
extend throughout the stevedoring in
dustry," said Mr. Brown.

Exporters to Benefit
From Liability Changes

Australian exporters will benefit
from changes to Australia's marine
cargo liability legislation, announced
by the Minister for Home Affairs and
Minister Assisting the Minister for
Transport and Communications, Sen
ator the Hon. Robert Ray.

"Following extensive industry con
sultations, the Government has decided
to reform the Sea Carriage of Goods
Act to bring marine cargo liability more
into line with liability arrangements in
other transport sectors," Senator Ray
said.

"The present Act is based on an
international convention known as the
Hague Rules, which came into effect
in 1924 when the gold standard was
used to value cargo and before the
advent of containerisation.

"Under this, Australian exporters
bear the major burden of insuring their
cargoes against risk such as damage,
theft or loss during the sea voyage.
Shipowners who carry the cargo have
little legal responsibility to ensure that
they deliver the cargo in good condi
tion."

Senator Ray said Australia would
take immediate steps to formally adopt
and implement the Visby and SDR
Protocols which update the Hague
Rules to take greater account ofmodern
handling methods and monetary values
involved in the transportation of in
ternational sea cargo.

This will be given effect to in an
amendment to the Sea Carriage of
Goods Act.

The Act will also be amended to
provide a mechanism for the future
implementation, by proclamation, of
the United Nations marine cargo li
ability convention known as the
Hamburg Rules.

"The Hamburg Rules represent a
simple, sensible and fair liability regime
which shares the risks of carriage more
equitably between shippers and shi
powners," Senator Ray said.

"This legislative amendment will
signal our support for the Hamburg
Rules internationally, and encourage
other countries to re-examine the merits
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of these Rules as a basis for new cargo
liability arrangements for international
seaborne trade among all trading
countries.

"The decision to delay implementa
tion of the Hamburg Rules is due to
the limited international support for
these Rules at this time and the current
need to update Australia's existing
legislation.

Only 12 countries, none of which are
major trading partners, have become
signatories to the Hamburg Rules. The
Rules require at least 20 member
countries to come into force. Until this
target is achieved the Rules do not
constitute a working international al
ternative.

Senator Ray said that in making the
decision to reform Australia's marine
cargo liability legislation, the Govern
ment took the views of shippers, ship
owners, the insurance industry and the
legal profession into account.

"The reform of the Sea Carriage of
Goods by Sea Act reflects Australia's
position as a country reliant on shipping
services, and the government's com
mitment to ensure that shipping con
ditions for exporters are efficient and
consistent with international standards.

Queensland Minister:
Port Charges Down

The actions of "certain sectors of the
shipping industry" in directing cargo
past the Port of Brisbane has come
under fire from a Queensland govern
ment minister.

Minister for Maritime Services (Hon.
Don Neal, M.L.A.), who on May 9
was officially opening Port Centre 
the new headquarters building of the
Port of Brisbane Authority - referred
to the trend of putting Queensland
exports and imports through southern
ports.

Mr. Neal said many thousands of
containers were moving down the in
terstate land corridors into
cargo-choked southern ports, adding
to the already disastrous cargo-clear
ance delays in that part of Australia.

He said the scenario was bizarre and
not in the best interests of the country.

In response to the changing needs
of the shipping world and as an ex
pression of faith and confidence in
Brisbane's future as a major outlet, the
Port of Brisbane Authority - with the
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support of commercial and like groups
- had invested $250 million to provide
sophisticated and high-tech port facil
ities.

These were in place and working
efficiently.

It was unreasonable not to use the
facilities and profit from Brisbane's
strategic location of the east coast 
even as an alternative direct-call port.

Mr. Neal said the Authority had bent
over backwards to keep Brisbane at
tractive to shipowners.

He said a case in point was that
general harbour dues had not been
increased for five years.

Taking inflationary and other pres
sures into consideration, the value of
the dues was 60 per cent less than in
1983.

Mr. Neal was quick to say "thanks"
to those shipowners who had recognised
the worth of the port's improvements.

These, he said, were working closely
and successfully through the
Authority's marketing division.

They will continue to reap benefits
by serving the Port of Brisbane with
direct calls.

In fact, the demand for more direct
services to Brisbane has increased over
the past year, as shipowners and ship
pers seek to support the Authority's
initiatives.

Following his address, Mr. Neal
declared the Authority's new home,
Port Centre, officially open and un
veiled a specially crafted plaque to
commemorate the occasion.

The building is the first owned
headquarters of the Authority since its
formation in December 1976.

Hedland: Australian
Port Throughput Record

The financial year just completed
has seen an Australasian port
throughput record created at Port
Hedland, West Australia, claims the
port Authority's General Manager,
Mr. Derry Sandison.

Some 42.9 million tonnes of cargo
was handled, 2.2 million or 5 per cent
greater than the previous best year's
effort of 40.7 million, shipped in
1974/75.

Ninety-five per cent or 40.5 million
tonnes of the current year's throughput
comprised iron ore, with an average
lift per carrier of 123,000 wet tonnes.

The largest ship yet to use the port,
the Korean vessel Hyundai Giant, lifted
a port record shipment of 234,544
tonnes in April 1988. This vessel's di
mensions are slightly less than those
of the maximum size channel design
vessel with whom she is compared in
the table below:

Vessel dimensions - comparison
Hyundai Giant Channel design vessel
Breadth 54 m(177 ft.) 55 m(180 ft.)

Overall length 328.6 m(1 ,078 11.) 335 m(1 ,099 11.)

Draft 18.48 m + (61 11.) 19 m(62 11.)

Deadweight tonnage 259,287 tonnes 265,000 tonnes

Key: + Actual sailing draft- this varies with

tide height on sailing day, up to a maximum

of 19 meters.

Since the first West Australian ore
shipment in the late 1960s, originating
incidentally from Port Hedland, ap
proximately 19 million tonnes of salt
and 650 million tonnes of iron ore have
been safely handled through the Port.

91.5 million tonnes of iron ore were
shipped from the three North West
Australian Ports in 1987/88, of which
Hedland provided 44 per cent. The
world's annual seaborne trade in iron
ore approximates 300 million tonnes,
with Australian producers contributing
roughly one-third of this total.

PMA: Consultative
Fomm With Stakeholders

The Port of Melbourne Authority
will develop a consultative forum with
stakeholders, allowing them to con
tribute their views on issues affecting
the port system.

The consultative forum will be an
extension of the various Industry Days,
Market Place Action, Port Updates and
other forms ofstakeholder consultation
the PMA has regularly undertaken in
recent years.

This decision was taken by the Port
of Melbourne Authority Board fol
lowing a report, released in January,
on stakeholders' views of the PMA.

The report was compiled from a
survey completed as part of the
Authority's Corporate Strategy Re
view, and highlighted several areas
requiring action by the PMA. The
proposed port users' forum would
provide advice to the PMA Board.

For the purpose of the survey, a
stakeholder was defined as an individual
or organisation with a close involve-



ment and/or particular interest in the
future operation of the Port of Mel
bourne.

A total of 59 interviews took place
and included State and Local Gov
ernment, shippers, shipping agents,
shipping agents/stevedores, stevedores,
transport operators, stevedore/trans
port organisations, customs agents,
port services, industry associations and
unions.

The survey reached a cross-section
of port stakeholders in order to raise
issues for further investigation.

General opinions
Those surveyed were consistently

more satisfied with the operational side
of the Authority rather than corporate
direction and management although
most had been encouraged by the recent
change in direction of management,
described as enthusiastic and innova
tive.

Needs for rail interface improve
ments, faster ship turnaround, im
proved cargo handling, and the co-or
dinated development ofa PMA strategy
were other specific items raised by
stakeholders.

Future role of the PMA
Preferences for the future role of the

PMA fell into three distinct groups:
- a strategic role as overall co-or

dinator and controller, but not
necessarily operator, of port ac
tivities;

- an operations oriented role where
the PMA would both control and
operate some aspects of the port,
coupled with providing port fa
cilities for common use;

- a role as facilities provider only,
relying on commercial pressures
to provide efficiency.

It was generally stated that the PMA
should operate profitably before en
tering any new business ventures to
widen its revenue base. Trade pro
motion was the venture of greatest
importance to stakeholders among a
list of possible PMA business ventures.

Stakeholders are looking for a co
ordinated development of PMA strat
egy - a process which is well underway.

Satisfaction with the Port
There was satisfaction with facilities

and services available although stake
holders expressed dissatisfaction with
the levels of charges imposed.

Navigation facilities were seen as
adequate and compared favourably
with other Australian ports although
some shippers thought they were called
on to use pilot and tug services un
necessarily.

Berthing facilities were regarded as
adequate although insufficient depth
alongside some berths (particularly
16-17 Victoria Dock) poses a problem
as does the lack of common user berths
and a specialist RO-RO berth.

While dissatisfaction was evident
with the craneage facilities, it was noted
that improvements had been made.

Labour practices on the wharves and
industrial disputes were identified as
problem areas within stevedoring ser
vices along with congestion, fragmen
tation of services at point of delivery
and delays with LCL cargo in partic
ular.

Another problem area identified by
stakeholders was the land transport
interface at the Port. Delays, bottle
necks, limited road access, high de
murrage costs and lack of overall co
ordination between road and wharves
were the main causes of dissatisfaction.

Problems with rail included unreli
ability, lack of shunting pilots and high
costs. Alternatively, the Port Emer
gency Service was rated highly by
stakeholders although a small number
perceived the standard of service as
extravagant and unduly costly.

Information services
Stakeholders wee generally satisfied

with the standard of information ser
vices provided by the PMA to port users
although those who were dissatisfied
commonly identified the services' un
derlying motives as good but the quality
of information as unsatisfactory.

Land use
The majority of stakeholders were

not satisfied with current utilisation
of port-adjacent land and cited issues
such as land wastage, inappropriate
use of land, poor access, lack of a
land-use strategy, high charges for land
use and lack of PMA action to sell
surplus land. Positive comments com
mended the action taken to exclude
non-port users from port-adjacent land
along with land rehabilitation efforts.

PMA action
In answer to these problems the PMA

Board recently agreed to a number of

actions. These included to:
- establish a draught policy;
- upgrade and rationalise berths;
- implement improved work prac-

tices;
- adopt a new pricing policy;
- minimise property activities; and
- improve support systems.
Individual reports on each of these

issues are currently being prepared for
consideration by PMA management
and the Board. This process will include
extensive consultation with relevant
stakeholders including port-users, un
ions and the Victorian Trades Hall
Council.

The Future
Stakeholders identified future

changes in the transport industry and
its technology as presenting both op
portunities and threats to the future
operations of the Port.

The PMA should take opportunities
for responding pro-actively to the en
vironment in which it operates by
keeping abreast and utilising develop
ments in shipping, cargo-handling and
transport interface technologies.

Landbridging and the adequacy/ in
adequacy of transport interfaces at the
Port were seen as the major threats.
Overall control across the spectrum
of port operations was considered the
appropriate future role for the Port
of Melbourne Authority.

PMA Executives Learn
From Japanese Skills

The Port of Melbourne Authority
has initiated training for its senior ex
ecutives in Japanese business commu
nication skills to foster business re
lations with Australia's largest trading
partner.

Senior management and Board
members have completed an intensive
Japanese Business Communication
course aimed at developing their skills
in communicating effectively with Ja
panese business people.

The course, spread over 12 weeks,
covered areas such as Japanese business
etiquette, negotiation skills, company
structure, social strata, culture, trans
portation, basic Japanese language and
Australia-Japan business relations.

Designed and conducted internally,
the course utilised specialists in the
fields of Japanese business and culture
from Austrade, Monash University, the
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PMA and the private sector.
The PMA has strong ties with Japan,

not only in relation to trade volume
but also through sister-port and trade
cooperation agreements with major
Japanese ports Osaka and Yokohama.

The successful completion of the
course has given PMA senior executives
greater confidence in communicating
with the Japanese, who have the major
share of trade to and from Australia
- a share which is expected to continue
increasing for years to come.

(Port of Melbourne Panorama)

NSW Maritime
Administration Review

The Minister for Transport, Mr.
Bruce Baird, recently announced a
major review of the State's maritime
administration.

"Efficient ports are vital to the
economy of New South Wales in
maximising our export drive and in
minimising the cost ofimports," he said.

Mr. Baird said that the review would
be a two-stage process designed to
maximise local input and to provide a
total state perspective.

On a Statewide level, Mr. Stewart
Joy, a leading consultant and a former
Deputy Director General of Transport
in Victoria, will conduct a broad review
of the role and function of the Maritime
Services Board.

"Mr. Joy, with the assistance of the
local review committees, will look at
the most suitable organisation for the
future administration of ports in New
South Wales," he said.

In addition, the Government will also
have available to it the advice of the
Commission of Audit which has in
cluded the M.S.B. within the statutory
authorities under review.

In Newcastle, Mr. Baird said that
he had invited Mr. J. Risby, the current
Chairman of the Port of Newcastle
Advisory Board, to chair a local com
mittee to review the position at New
castle and Yamba. In addition to Mr.
Risby, the members of the committee
will be:

Mr. George Keegan, M.P., Member
for Newcastle; Captain Ron King,
Yamba Shipping Pty Ltd.; Mr. Peter
Barrack, Secretary, Newcastle Trades
Hall Council; Mr. John Hannan, Re
gional Manager, NSW Coal Associ-
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ation; Mr. Rod Stevenson, Supervisor
of Shipping, B.H.P. Newcastle; Mr.
David Boyd, General Manager, Port
Waratah Coal Services; Mr. Geoff
Connell, Business Manager, Port of
Newcastle.

"This local committee will represent
the range of interests who have been
urging greater local involvement in the
management and operation of their
ports," he said.

"The committee will be inviting
submissions from all parties interested
in improving port administration."

Mr. Baird said that he expected to
be in a position to announce a local
committee for Port Kembla and Eden
in the near future.

The local committees would be ex
pected to report by the end ofSeptember
and Mr. Joy would report no later than
October 31.

NSW Maritime Review

Terms of Reference
The Government has taken note of

the considerable debate within Aus
tralia regarding the efficiency of the
waterfront and the impact of
shore-based shipping costs on
Australia's capacity to compete on in
ternational markets.

The Government is anxious to play
its part in this examination and as a
first step, wishes to review the role,
structure, financing, operation and
organisation of ports in New South
Wales.

The Government's underlying policy
objectives are to achieve: -

1. The most economically efficient
system for delivery of port and navi
gation services as the prime criterion.

2. The greatest possible local par
ticipation in the decision-making pro
cess.

The review is to report on the al
ternative methods of achieving these
objectives and to clearly identify the
consequences which would flow from
the various options being considered.
The review should also indicate its
preferred option and, in doing so, to
address specifically, but not exclusively,
the following issues: -

1. Whether it is more economically
efficient for N.S.W. to run its port,
navigation and waterways services se
parately or within a single authority.

2. The direct effects on State finances
having regard to:

(a) The dividends paid to the Con
solidated Fund.

(b) The Government's policy of
achieving a reasonable rate of
return on its assets.

(c) The source of capital funds for
port development work.

3. The effects on port customers and
subsidiary services including:

(a) Whether port operations will be
more responsive to the needs of
shippers of goods.

(b) The effect on competition in
stevedoring, towage, mooring
and security.

(c) The contribution to reduction
of overall maritime-related
transport costs.

(d) The impact on port charges.

(e) The effect ofcompetition between
ports for major groups of imports
and exports.

4. What need is there for co-ordi
nation of functions, or to avoid overlap
and inconsistency in functions, and how
would this be best satisfied in relation
to:

(a) Capital investment decisions.
(b) Personnel and industrial relations

policies.
(c) Impact of pricing decisions on

State-wide policy objectives.
(d) Achieving effective represen

tation on State, Federal and in
ternational port and marine
bodies (e.g. A.A.P.M.A.,
A.T.A.C., LA.P.H.).

(e) Navigation services for both
private and commercial vessels
which include:

* Pilotage
* Provision of navigation aids
* Survey, manning and plying

limits for commercial vessels
* Certification of commercial

operators
* Licensing of drivers and regis

tration of private vessels
* Enforcement of regulations
* Formal inquiries into accidents

and marine casualties.
5. The ownership, management and

control of port-related land.
6. The objectives of local partic

ipation and the extent to which it can
be increased whilst maintaining balance
between local, regional and State-wide
needs.

7. The nature and form of local
participation in the decision-making
process, including:



(a) What local or regional interests
should be represented, given that
each port services a vast hinter
land in addition to its immediate
community.

(b) How will representatives be
chosen.

(c) What powers and responsibilities
should they have.

(d) To whom should they be ac
countable.

8. The major personnel and industrial
relations implications involved in im
plementation.

The Government expects the review
to advise on these matters and to
identify the implications which would
flow from the various options consid
ered in the review. The review is to be
completed by 31st October, 1988.

Botany Wins Major
Port-side Development

The Port of Botany Bay has been
selected as the site for what is claimed
to be the first private integrated port
development in Australia.

Discovery Cove is to be developed
by the Port Botany Development
Corporation Ltd. on private land ad
joining the Maritime Services Board's
land at Brotherson Dock.

The development is designed for a
full range of uses associated with the
port.

H will feature two eight-storey office
towers and a range of units providing
warehouses, showrooms, industrial
space and offices.

Discovery Cove is expected eventu
ally to cover a total of 50 hectares.

The developers say it will be built in
four stages, with the first stage due for
completion in early 1990.

Another major development planned
for the Port of Botany Bay is the
"Tasman 2" trans-Tasman cable pro
ject, which will involve the construction
of a plant to produce the high-tech
nology optical fibre cables and load
them aboard cable-laying vessels in
Brotherson Dock. (MSB News)

MSB Ports Contribute
To National Economy

The vital role of the Maritime Ser
vices Board's ports to the national
economy has been demonstrated by
statistics on the value of trade through

the ports.
Figures from the Australian Bureau

of Statistics show that a record $10.5
billion worth ofcargo crossed the NSW
wharves in the first half of the current
financial year.

This represented an increase ofnearly
7% on the comparable period of
1986/87, and indicates the full-year
figure will exceed the previous full-year
figure of $24 billion.

The Bureau of Statistics takes figures
given by exporters and importers to
reach its estimates of the value of trade
through the ports.

They show convincingly the impor
tance of the maritime trade to the
economy. On top of the simple value
of the trade goods, port impact studies
have indicated there is a major multi
plier effect from port industry, down
stream production and business turn
over, salaries and employment.

In tonnage terms, the NSW ports
handle a third of Australia's total
maritime trade. The Port of Newcastle
last year was Australia's top commer
cial port. (MSB News)

ADB Approves Technical
Assistance to India

The Asian Development Bank has
approved a $500,000 technical assist
ance grant to India for a Ports and
Shipping Sector Study.

The objective of the technical as
sistance is to carry out a study to provide
an overview of the country's ports and
shipping sector and to help analyze its
role and potential in the national
economy.

The study will review the existing
situation, and highlight the sector's
capacity and constraints in the context
of the expected traffic for the period
up to the year 2000 and the expected
economic growth and changes in in
ter-modal traffic distribution, shipping
and cargo-handling methods.

Investment requirements for the
Eighth Five-Year Plan (1990/91
1994/95) will be identified, evaluated
and their priorities determined. At the
same time, a review of the institutional
framework for the planning, develop
ment, management, administration and
operation of the ports and shipping
sector will be undertaken and rec
ommendations on any improvements
needed will be made.

New KPA Incentives
To Boost Productivity

General cargo ships calling at KPA
facilities can expect faster turnaround
time with the introduction of a new
tonnage incentive bonus scheme for
general cargo.

The new scheme, which is actually
a modification of the previous incentive
scheme for general cargo, was imple
mented on April 1.

The new incentive bonus scheme,
being an open-ended one, places no
limit on the amount of tonnage bonus
a stevedore can earn per shift. His limit
would be his gang's productivity rate.
Under the old scheme for unitised and
non-unitised general cargo, the bonus
payments stopped after a stevedore has
reached the ceiling of 250 deadweight
tonnes. Therefore, having reached that
point, there is little incentive for the
stevedores to maintain their pace
though they may be capable ofhandling
more than 250 tonnes during the shift.

With the new scheme, a gang will
continue to earn bonus payments of
five sen per tonne for every tonne he
handles above the 250-tonne point.

Such a bonus scheme would be par
ticularly effective when stevedores
handle heavy goods such as steel, uni
tised and pre slung cargo, or, a mixture
ofheavy and lighter cargo. It is possible
for a stevedore gang to handle up to
nearly 500 tonnes per shift for such
types of cargo.

There has already been encouraging
results since the implementation of the
scheme. For example: the discharging
rate for steel and containers via con
ventional ships has improved by 30%
and 21 % respectively.

This translates into significant sav
ings for shipowners. Take, for example,
a ship discharging 5,000 tonnes ofcargo
and working with three gangs per shift.
If each gang handles just 400 tonnes
per shift, the ship's stay in port is
reduced from 6.7 shifts to 4.2 shifts, a
savings of 20 hours or about US$6,000
for the shipowner.

General Manager Hashir Abdullah
described the implementation of the
new bonus scheme as "a breakthrough"
for the KPA in its efforts to boost
productivity at the port.

He added, "We realize that the time
a ship stays in port is unproductive
where the owner is concerned and it
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is our intention to help the shipowner
cut costs just as we are also constantly
searching for ways to help importers
and exporters reduce port cost."

(WARTA LPK)

Staff Reductions at
Auckland Harbour Board

The Auckland Harbour is to make
substantial staff reductions in prepa
ration of becoming a Port Company
on October 1.

General Manager, Mr. Robert
Cooper said that about 300 of the
Board's 1,029 staff would be affected.
It was expected that most of the re
ductions would be achieved by early
retirement and voluntary severance by
October 1 when the Board was bound
by legislation to establish a Port
Company.

In May, the Port Companies Act 1988
was passed in Parliament. This places
the ports throughout the country in
competition and requires them to
achieve improved performance, greater
productivity and reduced costs.

"Over the last 3 years we have em
barked on a plan of positive produc
tivity and growth and at the same time
staff levels have been reduced by more
than 300 mainly through natural at
trition and early retirement," Mr.
Cooper said.

"Although it is fair to say at this time
that traditional working practices have
been difficult to dislodge and a general
lack of flexibility has hampered efforts,
the port has attracted new business,
achieved better performance and re
vised the trading loss situation.

Mr. Cooper said that the Port
Company Establishment Unit had spent
some months reviewing all Board ac
tivities, determining what was profita
ble, what wasn't, and the new options
open to it under the Port Companies
Act.

"We now have to make significant
staff reductions and we expect the
majority will be achieved on a voluntary
basis." He said, "There is the oppor
tunity for some staff to transfer to other
areas of operation as vacancies occur."

Mr. Cooper said that the Board and
the Port Company would make ar
rangements for all leave, long service
and special leave provisions. Advisory
and counselling services for staff who
will leave are also being arranged.
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"Meetings with the five unions in
volved will continue and there will be
negotiations throughout the next few
weeks. This is a difficult time for
everyone but the initial responses from
the unions and staff have been positive.
We are confident that we can come
through this change as a port com
munity which will provide improved
cost-efficient services to its clients,"
he said.

PSA QC Movement
Gains Momentum

"We have achieved our target of30%
participation rate in 1987. We aim to
achieve a participation rate of 50% by
1991," said Mr. Ng Kiat Chong, PSA's
Executive Director in his address to
PSA staffat the 3rd Annual QC Awards
Presentation at the WTC Auditorium.

Mr. Ng added that PSA was now
facing the chellenge of sustaining the
movement and increasing staff partic
ipation. As at 1 Mar 88, there were 295
Circles, comprising 30% of PSA's staff
strength.

"Circles should become part and
parcel of the means by which the
Department's goals and objectives
could be met. QC should not be treated
as an activity that is extraneous from
the Department's main line of work,"
said Mr. Ng.

Mr. Ng encouraged Circles especially
in the Operations, Marine and Com
mercial Divisions to work on projects
which would help improve customer
relations. Circles in the other Divisions
should focus on improving work flow
and procedures.

PSA employees were also urged to
contribute ideas to the Staff Suggestion
Scheme. This scheme provides a
channel for staff to make suggestions
to improve efficiency, and provide
greater interest in cost savings and
quality service.

"No idea should be regarded as too
small or insignificant. The important
thing is that we should create an en
vironment within PSA that allows for
a free flow of constructive ideas con
stantly. This is important if PSA is to
remain competitive. We cannot afford
to be complacent in an environment
that calls for constant changes in order
to keep ahead of our competitors .. ,
We need to look out for new ideas to
improve our operations," Mr. Ng said.

CCIV System for Better
Supervision at Singapore

By Tee Hui Leng

Tanjong Pagar Terminal

The Port of Singapore Authority
(PSA) has introduced the latest tech
nology on cargo security at the con
tainer freight stations (CFS) for the
benefit of port users. Since November
1987, a closed-circuit television (CCTV)
system, costing some $300,000 was
commissioned at Godowns Fl, F2, F4
and F5, Tanjong Pagar Terminal.

The CCTV cameras, strategically
positioned in each of the CFS, provide
an extensive coverage of the internal
premises, including the operational
stuffing/unstuffing bays, and also the
external areas along the godown eaves.

The cameras are linked to three
monitors in each godown office, thus
enabling PSA officers to view the
overall operations, including
stuffing/unstuffing to loading/unload
ing activities.

In addition, the "cage" - where high
value and precious cargo are stored,
is placed under 24-hour surveillance
by a movement detector. This detector
is linked to a video cassette recorder.
Recording will automatically be trig
gered off whenever there is any
movement detected within the range
of the camera.

The CCTV system has resulted in
better supervision ofoperations, tighter
cargo security and improved surveil
lance of godown activities.

The system enables PSA officers to
increase the level of their supervision
of all godown operations. Progress can
be easily monitored and remedial ac~ion
taken with minimal delay. This has
contributed to the improvement of
godown management, particularly in
maximising the use of godown space
and utilisation of resources such as
forklift trucks.

The overall security of cargo inside
the CFS has also improved with the
presence of these electronic "eyes."
The ubiquitous presence of the cameras
with an automatic recording feature is
an effective deterrent to anyone who
harbours thoughts of pilfering or
damaging cargo. The CCTV system
serves also as an advance fire
warning/detecting system for the go
downs. (PSA News)
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MITSUI Automated
Container Terminal System

Oyp System: Yard Plan Computer System
8 YO System: Yard Operation Computer System
0005: Data Transmission & Oral Communication System (Inductive radio)

DTS: Data Transmission System (Radio)
OTAS: Transtainer® Automatic Steering System
0.105: Transtainer® Operation Supervising System
0POS: Portainer® Operation Supervising System

Head Office: 6-4, TsUkiji 5-chome, Chuoku, Tokyo, 104 Japan Telex: J22924, J22821
Material Handling Machinery Division Tel. (03) 544-3650
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