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The containers shipped and landed, to and from oversesas
ports, during 1974 and I975 remained more or less constant,
but coastwise containers, shipped and landed, increased from
I974 to I975. It is believed that container traffic will
increase considerably in the future as a result of the
advantages of containerization.

c. Container and Palletised Traffic of the S.A.R.& H, v
The ports in South Africa are conitrolled, managed and
operated by the S.A.R.& H., who finance and establish all
the port facilities, such as harbour works, navigational
aids, wharves,; cargo sheds and handling of equipment, and
provide cargo handling and transport services, tug services

and pilotage, but no stevedoring services on board ships.
The latter is provided by private licenced companies.
The S.A.R.& H., is a public service organisation, providing
a national transport service and operates the railways, harbours,
airways, road transport and pipelines. The general manager, ’
assisted by two deputy general managers and eight assistant
managers, conbtrols and manages the entire organisation and is
answerable through the Minister of Transport to Parliament.
The S.A.R.& H. also-take on an important incentive function
for foreign trade. When utilising containers in South Africa,
the S.A.R.& H. offers the following incentive to importers
and exporters : ’
I. A 5% rebate on harbour landing and shipping charges,
2. A 5% rebate against rallage rate for import and export traffic
in containers, provided the commodity falls within the
S.AR.& H. Tariff Headings I - I0 inclusive,
3. For internal domestic movement of loaded privately owned

.

containers, a I0% rebate against railage rate is granted.

Other requirements of the S.A.R.& H. are
I, That containers achieve a minimum payload per unit for
calculation of railage, which are as follows ':
20 foot ISO container: 4 000 kg
40 foot ISO container 8 000 kg
2 Empty ISO containers railed from one point to another
within the Republic incur S.A.R. tariff No. 6. ‘
Pmptj containers being returned to the original port of
entry are charged at S.A.R. tariff 8, provided the following
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clauses are included in the body of the consignment note :
"This is to certify that the container was received full by

rail at the station from which the empty is being despatched
and that it is being returned by the original consignee 1o

the sender of the container when full at the original forwarding
station, We further certify that the empty container is being
returned <for despatch by rail on the same trailer upon which
the container was received full, under cover of the delivery
note, dated truck no./trolley number." If the above clauses

are not included then railage will be charged at rate 6.

3. The S.A.R. provide a local compulsory road delivery service
for‘empty / loaded ISO containers which are charged on a
radius basis,

At present this service is only available in Cape Town,
Durban and Johannesburg. For a loaded 20 ft. container being
delivered within a IO - 20 km radius of 'City Deep' will be
charged a flat rate of R30,00 and for an empty container RIO,00,

When containers are delivered by road, the S.A.R. allow
4 hours free standing of their trailers to enable the receiver
to remove his goods from the container. After this period the
trailer will incur demurrage for the receivers account. At
present, demurrage is running at a rate of R2,80 per trailer
per hour or part thereof.

- Containers received into private sidings on rail trucks
are allowed I2 working hours beforé demurrage is charged at
a rate of RI5,60 per truck per day.

Demurrage charges on containers cleared for delivery by
rail are payable up to and including the day of clearance.,
However where containers are not cleared within the 3-day
‘bgeriod allowed for all formalities to be completed, storage
‘Sharges are payable from the day following the day on which
the ship commenced discharging containers e.g. ship arrives
and commences discharging on the 7th of January.

Three day period 8 to IOth January.

Clearing effected before or on 8, 9 or IOth January - no storage.
Clearing effected after the IOth of January - will have %o

pay storage from the 8th of January.

Demurrage charges on containers for local delivery are
payable up to and including the day they are upllfted from
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the departmental stacking park., If cleared within the 3-day
period allcwed, storage charges commence on the day following .
the expiry of the 3 days. Where conteiners are cleared after
the expiry of the three day period, storsge charges are payable
from the day following the day on which the vessel commenced
discharging contaliners, ‘

The following demurrage charges are currently payable
3 metre ( I0' ) container - R6,00 / day.
6 metre ( 20" ) container = RI2,00 / day.
over 6 metre container - R24,00 / day.

A container is defined by the S.A.R. as : ,

(a) of permanent character and accordingly strong enough 1o
be used repeatedly ; _ u

(b) specizlly designed to facilitate the carriage of goods
by one or more modes of transport without intermediate
re-handling of the goods themselves

(c) fitted with devices permitting its ready handling,
particularly its transfer from one mode of transport
to another

(d) so designed as to be easy to fill and empty.
Note : The term "container" includes neither vehicle nor

conventional packing.

A Pallet is a portable platform, with or without
superstructure, for the assembly of a quantity of goods to
form a unit load, for handling and stacking by mechanical
appliances, (2)

The types of containers that are used are the General
Purpose Non-Collapsible container, the Collapsible container,
the Steel Mesh container and Portable tanks.

Goods which are despatched as a single consignment in
Erivately—owned approved containers are charged on the nett
weight of the contents only, subject to a minimum weight of
4 000 kg per short truck. On such consignments rail rabates
of 25% are applicable on tariffs I to 5 and 333% on tariffs
6 to I0, In addition a rebate of 5% is allowed on the railway
charges if the containers are packed or unpacked in South Africa.
A reduction of I0% in the rates applicable is allowed on
high=rated traffic, contained in the consignment, should the
container e both loaded/packed and unloaded/unpacked by
sendér/eonsignee in South Africa and South West Africa. 3
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d, Tariff‘Structureso

The question that is now being asked with the change
over to containerization is " Will the tariff structures
be higher %" or"Will it cost me more ?" This question
cannot be answered directly, because with a container
service tariff the rate structure is no longer confined
to just the sea leg of the complete transport chain but,
by option,; can relate to any of the individual elements
between place of manufacture to place of final acceptance,

The Conference Lines have recently introduced completely
new tariffs to replace the existing ones which have not
changed radically in their style and format for at least
fifty years,

These new tariffs are designed to be fully comprehensive
in that they will cover the carriage of cargo in break-bulk
form and / or containers in both conventional and container |
services with a rating struciture which can span any combination N
of charges between door to door and port to port.

The new tariffs will provide rates and charges for
five clearly defined elements namely :

I. Inland between place of acceptance and ship terminal ,
gate. ' i

2. Terminal cross quay and handling charges at port of
éhipment.

3. Sea voyage.

4, Terminal cross quay and handling charges at porxt of
discharge, ‘ '

. Inland between terminal gate and place of delivery.

2. Transport Systems. , o %

a., Railway Connections,

) Any harbour is to a large extent dependent on the
feeding systems of railway connections to and from the interior
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or its hinterland., Time and distance for exports to
~reach ports and imports to reach the country's main
markets, are both vital,

In January, 1874, the construction of the railwéy'
line between East London and Berlin commenced. It was
t0 be 28 miles ( about 45 km ) long and surveys of the
country between King Williams Town and Queenstown
were made for a proposed line.

It was decided to by-pass King Williams Town, but
to provide a Jjunection to it from Blaney. This junction
from Blaney reached King Williams Town on May I, I877,
and the line was completed to Queenstown in lay 1880.24
This line was extended,; reached lMolteno in November,
1884, and Aliwal Worth in August, I885, Aliwal North
remained the terminus of this Eastern Line until 1892,

The line from Bloemfontein to Viljoens Drift was
completed in May, I892, and at the same time the line
from Albert Junction ( now Dreunberg ) to Springfontein
was opened for traffic, providing East London with direct
communication fo the Transvaal border., A few months
later the line from Viljoens Drift to Germiston was
opened, providing Fast London with a direct railway
line to the Witwatersrand Goldfields - the shortest
route from any of the Cape Ports, & branch line from
Bowkers Park to Tarkastad was completed in IG00 and
one from Molteno to Jamestown in IS3I.

In I939 the reconstruction of the Eastern Main
Line was santtionéd. This involved a comrlete relocaztion
of the line,; particularly between Amabele and Imvani,

. where extensive use was made of heavy earthworks and

tunnels, This reduced the mileage between FEast London

and Queenstown by I6 miles ( about 25,6 km ). On

February I, I896, the line to Indwe was completed,

linking it up for the much needed coal from Indwe,

» The line from Amabele reached Butterworth in I906, was
extended to Idutywa in I9I3 and to Umbtata in I9I6, The line
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from Indwe reached Maclear in I906, passing about 3 miles
(about 5 Km) away from Dofdrechta It was not until I9%2 that
a deviation, giving Dordrecht direct rail communication for
the first time, was authorised. Finally, in I927, a short line
was built from Imvani to Qamata. .

Eventually the Cape Government built a line from the
Natal border to Matatiele and Kokstad, leaving a gap between
Untata and Kokstad and another gap between Maclear and Matatiele.
( See Figure 30). They had no intention of closing these gaps.
It was not desirable from the point of view of East London,
which was the business centre for the Native Territories, and
would be seriously handicapped if it had to share this trade
with Durban.

In 19I5 the railwsy line from Aliwal North towards Ladj
Grey and Barkley East was started but only reached Barkley East,
its present terminus, in I930. Meanwhile, in I9I6, Aliwal North
had been linked with lines in the Orange Free State.

By I9I0, when the four Colonies were unified into the
Union of South Africa, the pattern of railway developﬁent in
the Border Region had been very largely determined. In the years
since Union, only 260 miles (about 4I6 Km) of line have been
constructed, compared with 942 miles (about I 507 5@) up to >/
May 31, I9I0. Since I93I, no further railway lines” have been
constructed in the Border Region, the Railways Administration
having provided ccmmunication with many of the outlying districts
by means of its Road Transport Service. (5)

The routing diagrem of the South African Railways ( see
Figure 30 ) shows very clearly how the main lines are linked
with our harbours. The Transvaal via Volksrust, the North and
;}ﬂorthrEastern Free State via Bethlehem, Harrismith, joinihg
ﬁp at Ladysmith to Durban. The Northern main line through the
Free State, diverging at Springfontein to Port Elizabeth or
Fast London, and the line from Bloemfontein via Aliwal North,
joining at Stormberg the line from Rosmead, via Queenstown
to East London. ' _

The railway connections which are advantageous to East
London harbour are : the line passing through the North-Eastern
Capéjbranching off from Springfontein via Bethulie; and the
line from Bloemfontein via Aliwal North, joining up at Dreunberg
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via Queenstown to Fast London, giving East London an advantage
over Port Elizabeth as to distance. Branch lines joining the
Eastern Main Line are from Barkley East, Jamestown, Maclear,
Tarkastad, Seymour, Fort Beaufort, Qamata and Umtata. The gaps
between Maclear and Matatiele, Umtata and Kokstad still exist,

so that there is no link between the Cape Eastern System and
the Natal System.

b. Road Transport Services.

_ With the improvements in road construction and maintenance,
and the building of naticnal roads, the importance of the road
as a feeder to the railway cannot be cver-estimated. This is
emphasized by the Administration's policy of not building
branch lines any more, but rather developing Road Transport
Services to provide communication in areas not served by the
railways. The Railways Administration's Road Transport Service
operates passenger vehicles, goods vehicles and dual purpose
vehicles, and is by far the largest of the commercial carriers
in the rural areas of South Africa.

In 1930 the Motor Carrier Transportation Act was passed
to control road motor transport. In terms of this Act, Boards
were set up to issue licences to both ancillary and public
carrier motor transport. ;

Bach form of transport has advantages within certain
spheres and for certain types of traffic. Motor transport is
- better adapted to the carriage of high grade commodities and
for short hauls, whereas trains are better for long haul
movement of goods, particularly in truck-lcad quantities.

B As seen from the railway map (Figure 30) the whole vast

area of the Transkei and certain parts of the Ciskei are without
any railway facilities and are served by and dependent on the
Road Transport Service of the Cape Eastern System. It renders
an intensive service throughout the whole area, linking all
outlying districts in the Transkei and Ciskei to the terminal
railway points.

Figure 3T shows the whole system of Road Motor Transport
Services of the area and how they are linked with railway lines.
On the'Eastern gside of the main railway line, lie all the
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different routes connecting with Barkley East, Jamestown,
Maclear, Qamata, Umtata ahd direct to East London. On the
Western side of the main line lie the routes connecting with
Tarkastad, Bedford, Seymour, Alice, King Williams Town and
direct to East London.

This system is served by about IIO different routes,
providing an efficient sub-distribution service to the most
important places. The focal point of the transport system of
the Border Region is East London, a fact which is undoubtedly
due to the existence of Buffalo Harbour.

The area of the Transkel and Ciskei practically surrounds
East London, and as these areas are mainly dependent on road
transport, it exercises an indispensable function in respect
of the transportation requirements of industry and trade in
the area.

3o Tariffs, Rebates and Concessions.

Specially reduced rates were introduced by the Railway
Administration to stimulate exports from the Border area by
assisting producers to compete in overseas markets at favourable
prices. This policy was alsc actuated by a desire to secure
a more even flow of traffic between the ports and the inland
area, for in the early years the traffic consisted principally
of imported manufactured commodities consigned from the porits
to the interiocr, resulting in a constant movement of eumpty
trucks to the coast. |

Preferential Rail Port Rates.

At the time of Union, it was agreed that a Cape port
and a Natal port would enjoy the same freight rates from the

United Kingdom as well as the same rail rates to the competitive

Witwatersrand area. The tariff was accordingly prepared and it
was agreed that the ocean freight rate to Cape Town and Port
Elizabeth would be the same, but lower than that of East London
and Durban to the competitive area. -(See Table II).

The basic reasoning was that cargo consigned to Johannes-
burg and the competitive area would be spread among the South
Afridan ports to ensure that they were utilised to the best
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advantage, and this would avoid congestion.

For many years Bast London and Durban enjoyed the same
freight rates and the same rail rates to Jchannesburg, but
unfatunately cargo consigned through East London was landed
in lighters and when vessels started entering the harbour,
the consignees were still burdened with lighterage charges.
After continued representations the lighterage charge was

',‘_'lf"
o
o

)

fuish

removed, but simultaneocusly the Railway Administration increased_’

the rail rate from East London to the Reef by %c per cwt.,
and the rate from Port Elizabeth was increased to 5¢ per cwt.
more than that from Durban. ’

Traffic between Cape Town and the competitive area
was charged ordinary schedule rates and the traffic from or
to Lourenco Marques (Maputo) was charged slightly more than
schedule rates. This meant that traffic between East London
or Port Elizabeth and places outside the competitive area was
sometimes charged more than traffic between these ports and
the competitive area, although in the former case the mileage
or distance was less. V

This revised rating structure by the S.A.R., adopted
with effect from September I, I954, retained the special rates
- between East London or Port Elizabeth and the competitive area
of the Transvaal, but altered slighftly the principle under
which rail rates from these ports to the Transvaal competitive
area were not based on distance but on the rate from Durban
to the stations concerned, plus the surcharge menticned. With -
metrication these surcharges became 7 cents per I00 kg. and
IT cents per IO0 kg. respectively.

Although it was recommended by the Schumann Coumittee

:i%hat this drrangement be abolished, because the rates represented

‘a form of preferential rating granted to certain railway users

and the granting of those rates placed those users in a favourable

competitive position vis-a-vis other users, particularly those

in the Western .Cape and the Orange Free Stab, the rates remained

in force until April I, I976.

With the rates revision on that date (See Tariff for
Port Rates, Table I6) the differential was increased to 9 cents
perfICO Kg. for Bast London and I4 cents per I00 Kg. for Port
Elizabeths =



TABLE 16

TARIFF
(CENTS PER 100 KGS.)

PORT RATES: 1 2 3 4 5 6 | 7 8 9 10
TO: B
JOHANNESBURG ‘ ?
(KASERNE)
FROM:
EAST I,ONDON 784 688 604 531 467 410 361 308 239 210
DURBAN 745 653 572 502 440 385 338 287 221 193
PORT ELIZABETH 789 693 609 536 472 415 366 313 244 215
CAPE TOWN 1268 1112 974 854 749 656 575 489 376 329

- 96T -
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As a result of this rating arrangement, the changing

of the rate structure in the interim, and the more or less
constant absolute differential retained, the relative rate
reduction in fact meant an increase and the competitive area
expanded. With effect from September I,.I976, steps were taken

to curb this expansion and the constant differential was abolished
The new differential in the case of Bast London is as follows:
(See Table I6).

Tariff No. I 39 cents per I00 kg,

Tariff No. 2 35 cents per I00 kg.
Tariff No. 3 32 cents per 100 kg.
Tariff No. 4 29 cents per I00 kg.
Tariff No. 5 27 cents per I00 kg.
Tariff No. 6 25 cents per I00 kg.
Tariff No. 7 23 cents per I00 kg.
Tariff No., 8 2T cents per I00 kg.
Tariff No. 9 I8 cents per I00 kg.
Tariff No.IO I7 cents per I00 kg.

Notwithstanding the increased differential, the rates
from East London to stations in the Transvaal competitive
area are still on average approximately I8,5% lower than the
rates would be, were they based on actual distance. L the
time of the Schumann Committee's investigations the rail port
rates were approximately I7,0% lower than the ordinary schedule
rates. '

It is not the function of the Railways Lo promote
decentralisation through rate considerations, and where it
is found that rail rates are hampering decentralisation, it
'4ds the function of the Central Government to make any necessary
édjustments. In this regard it may be mentioned that the Rail-
ways are moving to a cost-orientated rate structure, which
cannot provide for preferential rates.
Paster goods traffic to Kaserne.

The fastest goods service between East London and
Kaserne is the express goods service, guaranteeing delivery
of the goods on the third day after acceptance, except when
there is an intervening weekend or public holiday, when delivery

is effected on the Monday or the working day following the
holiday. '
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The trahsit time of ordinary goods flﬁctuates according
to the running of the trains, and where an intervening week-
end or public holiday occurs, delivery is correspondingly
delayed.

Every effort is made to deliver goods as soon as possible
after arrival, but as a result of the accumulation of traffic
over week-ends and on public holidays, preference in delivery
must be given to perishable traffic and express goods consign-
ments on Mondays and the days following public holidays.

The transit time for a container between East London
and Kaserne varies according to the running times of the train
by which it is conveyed. In the cagse of contalners dispatched
by express goods, the transit time may be as 1little as two
days, whereas in the case of ordinary goocds trains, where the
transit time is longer, delivery of a container may take as
much as five or more days.

The rate of delivery of containers is governed by the
number of empty trailers available for loading. This number,
in turn, 1is determined by the rate at which senders locad and
consignees unload. When loading or unloading is not performed
expeditiously, the trailers are delayed and the working of
the cartage plant disrupted, which inevitably results in delays.

Sea-bérne commercial traffic to the competitive area
must be viewed against the backgrouﬁd of the differentials in
the sea freight rates from the United Kingdom or the United
States of America to the varicus South African Ports. As al-
ready pointed out, sea-borne traffic with both the United .
Kingdom and the United States of America pays the same freight
- to Cape Town or Port Elizabeth: traffic to East London or
1’ﬁurban pays the same sea freight, which is higher than the
freight to Cape Town or Port Elizabeth. In the case of sea
freight, Port Elizabeth will have an advantage over East TLondon,
while the differentiated rail rate gives Fast London an advan-
tage over Port Elizabeth -~ a way of equalising advantages
and disadvantages of one port over another.

However, with:reference to the new tariff introduced on
September I, I976, it is noteworthy that the difference between
the Eést,London and Port Elizabeth rail rates is 5 cents per



'ﬁéhd the rates applicable and payable by ships are given in
~detail.
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I00 kg., but consignees who ship via Port Eliiabeth.enjoy a
differential of 35 cents per ton on freight; Durban‘s'fail
rate is 39 cents per I00 kg, less than East London's, with
the same freight rate, which means that East London has now
been completely outpriced in relation to Durban and Port
Elizabeth, and is therefore not in a position to compete with
either port.

Harbour Dues.

The tariff of dues and charges framed under the
provisions of Act No. 70 of I957 ocperates at the harbours
of the Republic of South Africa and of South West Africa,.
in respect of landing, delivery and forwarding, shipping
and transhipping services, and is calculated in accordance
with the provisions of the Official Harbour Tariff Book. (7)

These dues and charges will not all be dealt with in
detail, but the main charges are classified as follows :

I. Port and Light Dues on ships.

. Craft and Berthing Services.

N

. Drydocks and Slipways. e
. Hire of Wharf Cranes and Miscellaneous Services. f;%
. Surveys, Licences and Permits. A '
. Lighterage and Stevedoring.

. Landing, Wharfage and Storing Charges on Goods ILanded.

. Shipping, Wharfage and Storing Charges on Goods Shlpped
. Transhipment Cargo.

W 0 X o U bW

I0. Miscellanecus Charges on Goods Landed or Shipped.
In the Official Harbour Tariff Book, all these charges

There are also however, special rebates and preferential )
tariffs granted by the Goverrment through the Decentralisation

Board. The one applicable to East London harbour is a 25%

rebate on wharfage and harbour dues on goods manufactured or
processed at the growth points of Berlin, King Williams Town,
East London, Umtata and Butterworth and shipped through East
Loﬁaéh to other South African ports.
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Railage Rebates.

The S.A.R. is a State monopoly and the only conveyer
of passengers and goods by rail.

Goods conveyed by the Railways are classified into I4
tariff categbries. Generally railway tariffs are determined
according to "what the traffic can bear". The result is that
low value / high mass commodities are railed much more cheaply
than high-value commodities. It is the policy of the railways
to narrow this gap in the tariff structure, but it is generally
agreed that this can only be achieved over the long term.

The Government, however, allows certain privileges %o
certain areas in the form of concessions, through the Decentra-
lisation Board, such as loans at low rates of interest, rental
concessions, housing, income tax concessions, cash grants for
moving costs, railage rebates and rebate on harbour dues. (See
Appendix No. 3I). A

The railage rebate is granted on a selective basis in
respect of certain industrial products and of goods manufactured
in certain areas. The one applicable to the Border region is
a 40% railage rebate for the growth points at Berlin, King
Williams Town, East London, Umtata and Butterworth.

Transport costs are in many cases a factor important
to industrialists, and these rebates help materially to make
these areas more attractive to them and so to stimulate
decentralisation.

vifl) Annual Report : S.A.R.& H. 1973/74. Pages I7 - 2I.
(2) Ports of South Africa. I1975. Page 2I9.
- (3) ibid : Page 220.

(4) Hugh H.Smith : The Transport System of the Border Region.
Page 78.

(5) ibid : Page I22,

(6) ibid : Page I195.-
(7) Ports of South Africa. I975. Page I48.
(8): State of S.A. Yearbook. I974. Page 562.
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Chapter 7, ’

Present Utilisation of East London’s Harbour Facilitiese

P

a; Shipping-Lines serving Fast London Harbour.

In South Africa we deal primarily with three Conference Lines:
The S.A./U.K., N.Continent Conference ILines.
The S.A./ Far Bast Conference Lines.
The S.A./ North American Conference ILines. _
The following lines operate between the United Kingdom and
all South African ports:
I. The Union-Casile Mail Steamship Co. Ltd.
2. The Clan Line Steamers Ltd.
3. Ellerman and Bucknall Steamship Co. Ltd. (Managers -
Ellerman City Liners).
4. Hall Line Ltd. (Managers - Ellerman City Liners).
5. Harrison Line.
6. Springbok Shipping Co. Ltd.
7. Houston Iine Ltd.
The following lines operate between the North-West Continental
Ports as far as Hamburg to all South African ports:
I. Koninklijke Nedlloyd.
2. Compagnie Maritime Belge (Lloyd Royal) S.A.
%. Rederiaktiebolaget Transatlantic.
4, Compagnie des Messageries Maritimes.
5. Compagnie Maritime des Chargeurs Reunis. . .
The following operate from both the United Kingdomw and the-
North-West Continent to all Scuth African ports:
w222 T. South African Lines ILtd.
| "2, South African Marine Corporation Ltd.
3. Deutsche Ost-Afrika Linie, G.m.b.H.
The two lines : Companhia Nacional de Navegacao and Companhia
Mocambicana de Navegacao operate between Portugal and the
“South African ports while the two lines : Lloyd Triestino and
Ignazio Messina and C. operate between the Mediterranean ports
and .all South African ports.
The Rederiaktiebolaget Transatlantic Line operates between
SCamdinéWia and South African ports.

R N e B
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The Lines serving South African ports to and from the

United States of America are

I. S.A.Maerine Corporation Ltd. (S.A.)

2. Farrell Lines {(American).

3. Moore-McCormack Lines Inc. (Lmerican).

4. ILykes Line ex Gulf only (American).

Frcm Japan and Hong Kong to Scuth Africa and vice versa,

the services are operated by Japanese Lines and Socuth African
Marine Corporation Ltd. (S.A.)

Main Ports of Loading.

United Kingdom - Southempton (mail vessels only), Middlesbrough
and London on East Coast and Liverpool on West Coast.

Continent - Hamburg, Bremen, Rotterdam, Antwerp, Dunkirk and

le Havre. ’

Mediterranean - Venice, Trieste, Naples, Leghorn, Genoca,
Marseilles, Barcelona, Valencia. _

U.S.A. - Gulf and Atlantic ports - New York, Philadelphia,
Baltimore, Newport, Charleston, Savannah, Houston
and -New Orleans.

Policy of the Lines.

Where a number of shipping companies ocoperate in the
same trade, it is worldwide practice for theﬁ to get together
and agree to certain working arrangements and in particular
the application of a common tariff of rates of freight. It

is claimed that the conference system ensures a uniformity

;oi procedure and stabilised rates, of sailings and of lcading

and discharge ports. Regular schedules, special facilities
such as refrigerated space, and reliability of treatment are
said to be the principal benefits passed on tc the Shipper.
The Conference System has been carried a stage further
in respect of the S.A./U.K.,North East Continent. To secure
even greater stability than that envisaged uunder a conference
system, a contractual arrangement has been entered intc by
the SOUTH African Government and the Perishable Products Export
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Control Board on the one hand and the S.A./N.E.Continent /

U.K. Conference Lines on the other. The substence of the
agreement is that the S.A./N.E.Continent and U.K. Conference
Lines will provide a regular freight service with adequate
specialist functions at freight rates which may only be changed
after consultation with the South African Government, which
would in turn use its influence with the South African Shippers
to persuade them to use only the Conference Lines.

The advantage of this is that a regular and reliable
service with fairly stable rates is provided, but it also has
the disadvantage that when shipping competition is fierce, the
shipper is not able to derive any benefit from cut rates.

On average, these Lines maintain rationalised services
to and from Europe and South Africa, varying from weekly tTo
fortnightly and in some instances a monthly service. All the
Lines carry geuneral cargo and, with the virtual exception of
the Union-Castle Mail Steamship Co. Ltd. do not carry passengers.
The Union-Castle Mail Steamship Co. Ltd. operates only between
Southampton and South African ports on a strict weekly service
and enjoys full pricrities at both ends, such as reserved
berthing space and exewmpticn from congestion surcharges if
the port is congested. No other Lines enjoy port priorities
either in country of origin or Scuth Africa.

Congestion Surcharges.

When a harbour is congested and ships must wait to be
unlocaded, they lose valuable time and pay wmore harbour fees

‘and shippers may be liable for demurrage. The Lines then impose

a congestion surcharge on goocds loaded or un%qaded at that
harbour. This surcharge is baged on the freight rate, and the
importer must then pay more, with the result that 1f one port
is congested the surcharge diverts cargoc to other pcrts where
there is no congestion and no surcharge. For sxample, if

a I00% surcharge were applied to Durban and ncne to East London,
there would be such a rush of shipping tc East London that

East London in turn will alsoc be congested. On the other hand,
if a'IOO%'suroharge were applied to East London and only 50%
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to Port Elizabeth, then East London's harbour would be emptied
and the pile-up would be transferred to Port Elizabeth. It is
therefore clear that different surcharges applied to different
harbours might result in chaos in the South African ports.

The Lines were therefore asked to apply the same
congestion surcharges, when these were deemed necessary, to
all Scuth African ports, even though scme might be under -
utilised at that moment. This was agreed by most?%he Lines,
but some still imposed different surcharges on the different
harbours according to the periocd of delay to shipping.

Congestion surcharge did noct apply to mail ships owing
to the priority given at all ports for this service. There is .
however a standard small increase in freight rate applicable
to mail vessels, which is presently I5% over the basic tariff.
This helps to compeunsate for the huge costs of operating large
vessels on a regular service.

Congestiocn surcharges criginally came into cperation
in November, I974, and were based on the freight rate. Between
Europe and Scuth Africa the surcharge was as follows:

November 4, I974 - 20%
March 3, 1975 - 40%
April I4, IST5 - 20%
June 30, I975 - I23%
September I, I975 - Nil.

Between South Africa and Eurcpe a I0% surcharge was cfficially
introcduced on November 4, 1974; and was nct changed. The
surcharge was cancelled on June 30, I975. ’

To and from the United States of America, the following
surcharges were the same in both directions

1S¢ptember 5, 1974 - I5%
October 25, 1974 - 25%
December 7, 1974 - 35%
January 9, I975 - 50%
March I5, I975 - I00%
April I, I975 - 50%
May I2, I975 - 25%
September 28, I975 - 10%

December I, I975 - Nil.
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Consequently, something very like a boycott was in operation
from January 9, 1975 to May I2, I975.
Surcharges imposed to Japan aund the Far Bast were :

August 29, I974 - I10%
October 7, 1974 - I5%
December I2, 1974 - 40% , y/
May I, I975 - 20%
May 20, I975 - Nil.
Surcharges from the Far East to Scuth Africa were
September I, 1974 - I0%
October 7, 1974 - I5%
December 15, I974 - 40%
May 29, I975 - Nil.
East London was singled out by the Lines as the port
with the worst record of delays in I974. (1) Some of the

Lines, especially American Lines, imposed a I00% surcharge
on freight and cargo to East London, which.naturally had a
detrimental effect on the working of the port. Importers
therefore divérted their imports to Port Elizabeth and
Durban, with the consequent loss to East London of a sub-
stantial amount of trade. (2) ,

As the port was already seriocusly under-utilised, this
position may appear ancmalous. It must be borne in mind that
empty berths in a harbour are not ﬁecessarily the ruling factor
in regard to congestion. Other activities such as utilisation
of cranes, crane drivers, trucks, truck drivers, stevedores,
storage, customs etc. must also be completely geared up 1o
handle increased traffic.

“fhe Utilisation of East London Harbour.

(i) Berth Occupation.

The East London port has at its disposal seven commercial
quays, a container berth, the elevator berth and a tanker berth.

According to the number of. ships arriving in port every
day, and the number of days ships stayed over in the port, a
‘monthly percentage of berth cccupatiocn is calculated.
Tabieﬁl?_gives a summary of the monthly percentage berth
occﬁﬁaﬁion for East London harbour for the years I970 to I975.

EORP N 3 G PR SRR

B R AL T



- I66-

TABLE 17
PERCENTAGE BERTH OCCUPAT,ION — EAST LONDON HARBOUR

Month 1970 1971 i 1972 1973 1974 1975
January 63,3 ! 79;C 62,6 | 51,0 62,6 97,3
February 62,8 l 73,9 70,38 57,6 56,6 96,4
March 67,7 64,1 62,2 56,6 75,1 56,7
April 68,6 79,5 70,4 64,7 69,5 48,8
May 66,8 76,5 | 62,2 57,6 82,5 58,7
June 70,5 83,8 52,2 63,3 95,4 73,6
July 63,6 76,5 53,9 53,4 95,6 68,8
August 72,4 68,2 57,6 61,9 98,3 52,7
September 80,0 | 63,8 51,4 63,8 97,8 70,8
October 77,9 79,7 55,7 56,2 97,3 52,3
November 79,1 63,8 64,7 63,8 100,0 61,1
December 83,9 | 73,7 | 52,9 | 65,5 | 98,4 | €0,8
Average 71,4 73,6 59,7 59,6 85,8 66,5

‘Total Average 69,4%.

Source: From Records of the S.A.R.& H. Administration -—
East London Harbour.
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The average berth occupation of 69,4% illustrates the
earlier statement that East London harbour is far from fully
utilised. Comparing the different years it is noticeable that
during I970 and I97I berth occupation remained more or less
the same at 7I,4% and 7%,6% respectively, but in I972 and I973
there was a considerable drop to 59,7% and 59,6%. In I974 there
was a remarkable increase to 85,8% which was due to the closing
of Lourenco Margues harbour and the consequent congestion at
Durban, which resulted in the extra traffic being diverted to
Bast London. This started in June I974, and lasted until
February I975 : with the congestion at East London and the’
delay in working ships, the different Lines then imposed a
I00% surcharge on freight and cargo to East London, as already
mentioned. This again diverted the traffic from East London
harbour with the result that the average berth occupation
dropped to 66,5% in I975.

(i) Quay Occupation.

The Adwministration realises that harbour occupation
according to ships entering and leaving the harbour does
not give a true picture of the utilisation of the harbour.
The harbour and berths may be fully occupied, but this does
not necessarily}geam that all the berths are fully utilised.

The Adwinktration therefore collected statistices for
every quay on a 24hour-vasis, according to working hours
available and working hours occupied at eaoh.berth.' These
statistics are given in Appendices 26 to 30. From these appen-
dices the followiﬁg summary has been compiled for the utilisation
--0f each berth in Fast Londoun harbour - see Table I8.
5 This presents a rather different picture with an average
of 49,7% coupared to an average of 69,4% according to the
nuonber of ships arriving at and departing every day from the
port. This lower average is due to the fact that ships are
assigned to the berths early in the morning and very seldom
late in the afternococn, when the quay is notiworking any more.
Further, some of the bigger ships occupy two berths at the
same. time and hence virtually put one berth ocut of operation.
On a basis of 24-working hours, it is obvious that a quay
working one shift cannot be utilised for more than one-third,
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TABLE 18

BERTH OCCUPANCY : EAST LONDON HARBOUR

(ACCORDING TO WORKING HOURS AVAILABLE,
AND WORKING HOURS OCCUPIED AT BERTHS.)

PERCENTAGE QUAY UTILISATION 1971-1975.
(COMPILED FROM APPENDICES NO, 26 TO 30)

Berths 1971 1972 1973 1974 1975 Average
East Bank:
L 64,2 56,4 54,3 81,1 55,6 62,3
M 51,3 42,8 45,0 63,0 39,7 48,4
XC 50,1 39,5 41,0 63,8 40,5 47,0
I 50,2 41,0 44,0 70,4 43,4 49,8
G 62,7 46,9 47,9 80,8 55,3 58,7
F 62,3 50,9 47,3 77,4 53,3 58,2
West Bank:
N 54,2 | 46,0 | 43,2 | 74,0 | 43,5 52,2
0 32,5 27,9 38,3 48,3 47,5 38,9
P 48,5 38,6 43,3 69,0 51,2 50,1
R 52,4 45,3 49,8 | 78,1 50,4 55,2
Other Berths: '
T. (Grain Elevator) | 54,1 57,2 50,8 7743 85,4 65,0
S. (Sundries) 41,6 64,5 40,2 63,3 -1 50,1 51,9
0il Tankers 33,6 39,6 27,4 52,0 54,9 * 41,5
Graving Dock 61,0 63,9 59,2 51,9 73,0 61,8
C. (Coal) 16,7 0,1 0,9 0 0 3,5
Average * 49,9 | 44,0 | 42,2 | 63,3 | 49,6 49,7

Squfce: From Records of the S.A.R.& H. Administration =

East London Harbour,




and a quay working double shift, two-thirds of the time. So
we may still have a high percentage occcupancy but a low
percentage utilisatiocn.

Considering working hours available, compared to hours
worked at the different berths, gives a far more realistic
figure of the utilisation c¢f the port. Acccrding to the sum-
mary given (See Table I8) there was no marked degree of difference
in the averages for the different years, except in I974 when
it was wuch higher : this correlates with tThe previocus summary
and was a result of the port congestion during I974, as
mentioned earlier, when wmuch overtime had to be worked to %ry
to ease the congestion.

Another significant feature is that C Berth, originally
designated as a Coal Berth, is not used any more, and was
found on investigation tc be used at present to berth the
tug-boats.

Table I8 shows that the aggregate average percentage
berth utilisation for East London harbour for the period I97I
to I975 was 49,7%,

(iii) Working Capacity.

The two-shift system, which has been developed for the
attainment of higher productivity through the better utilisation
of existing harbour assets cver a greater portion of a day -

i.e. I6 hours of a 24-hour period - has been successfully appiied
on an experimental basis at the ports of Cape Town, K Durban,.

Port Elizabeth and East London. |

During the experimental period, it has been proved that

;the system has great advantages for the Department and its
emplcyees in the ports as well as for port users. Notwithstanding
a gradual decline in the number of ships calling at the ports

and consequently a decline in the tonnage of general cargo
handled since the introduction of the two-shift system, results

" point to a general increase in productivity, especially in
instances where work has been performed under pressure.

With a computorised and document-control system now
being tested in the practical work situation, it will be possible
to deiermine whether the desired higher productivity in the

handling of cargo is being attained. The computor and dccument-



- I70. -

»

control system has been designed to set a target for the
period in which each general cargo vessel's cargo has to be
landed and / or shipped at a specific berth. Cargo handling
norms, based on a realistic rate at which the different
commodities / packings are ncormally handled by wharf>crames,
are used for the calculation of tasks based oun harbour tons.
The final task or period in which a ship's cargo-handling
activities should be finalised is expressed in crane-hours.

From QOctober I6, I975, harbour staff employed on cargo .
working will be expected to reaclh or exceed the pre-calculated
task level per ship before they will be entitled tc the incentive
payment. <45

The double-shift system was introduced in East London
harbour on February I6, I975, and also incorporated the incentive
bonus system. The harbour employees now work two shifts - from
06h00 +to I4h00 and from I4h00 to 20h00.

When a ship: enters port, Tthe estimated time to offlcad
and load is worked out by computcr. If, for example, it is
estimated the offloading and loading should take IOO hours,

Athe men are told by what time the work has to be completed. If
work on this particular ship is only coumpleted in IOI hours,

the men‘working on that ship do not receive the incentive bonus -
which is three hours' pay. ‘ '

The task set to the men is however always within easy
reach. Should the weather or other physical disabilities, like
crane breakdowns, hamper offloading or loading operations, the
men do not lose their bonus if the ship is not cleared within
the stipulated time. The System Manager at Fast London has
<said that should port congestion occur, the three-shift system
will be introduced, whereby the harbour will be worked round
the clock. This will, however, be introduced only if the
traffic bulld-up is perwmanent.

The speed of loading and offloading also depends on the
“number of cranes available at different berths. At present the
tanker berth, the elevator berth and the container berth are
not served by shore cranes. At K and L berths there are I4
wharf cranes, I2 of which are of 4-ton capacity and two are
I5-ton. F, G and I berths are served by I2 wharf cranes,
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eleven of 4-ton capacity and one of I5-tons. The N / O and
P / R berths on the West Bank are served by I2 wharf cranes,
eleven of 4-ton capacity and one of 20-ton. At all the berths
there are the necessary handling appliences and cther back-up
facilities to serve the cranes adequately. N

‘ Taking everything intc consideration,'ﬁhe improvement
in working capacity of East Londcon harbour compares very
favourably with that of other Scuth African ports, as shown

by the following statistics (5)

Aversge Turning-time per Ship. ( Totsl Hours ).

Durban Cape Town Port Elizabeth East London
(Hours) (Hours) (Hours) (Hours)
1974 234,2 71,2 71,9 72,0
1975 185,53 64,6 56,8 45,7
Reduction % -20,9% -9,3% ~21,0% =37 ,3%

The turning-time of a2 ship is taken from the time when
she enters port, offloads and loads, until she leaves port
again. A1l the ports showed a reduction in the turning-time
for I975 compared with I974, i.e. ships were handled more
quickly and saved tiwme in port. Fast London harbour tops the
list by showing the highest percentage, 37,3%, in reducing
the turning-time per ship from 1974 to I975.

Considering the nett tonnage handled by the harbours
in terms of tonnage handled per wharf per hour, there is an
increase in the working capacity for all the South African
harbours.

Tonnage per nett Quay / Crane / Hour.

Durban Cape Town Port Elizabeth ‘East Londcn. ~
(Tong) (Tons) (Tons) Tons) '
1974 13,3 16,1 18,0 14,0
1975 17,2 19,4 19,2 21,1
% Increase +29,3% +2022% +6,7% +50,7%

= With the highest increase of 50,7%, Fast London harbour
improved its efficiency and workiug capacity to a high degree
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over the period from 1974 to 1975.

()

(4)
(5).

Minutes of the - Ieeting of the Harbour Advisory Board -
cn November 28, IS74,

Minutes of the = Meeting of the Harbour Advisory Bosrd -
on January 23, I975.

Statistics obtained from the Port Captaintsg Office of
monthly returns to the Harbour Advisory Board.

Harbour News, I575, No. 6. Page 2.

Statistics obtaimed from the System lManager's Office at
East London,
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Chanter 3J. ,

Future Potential of Bast Iondon's Harbocur Facililies,

I. The impact of Containerization as introduced by the S.A.R.& H,

Administration,

v.The S.A.R.& H. Administraticn decided to introduce
containerisation on the Scuth African trade routes, and
South Africa is at the present the focal point of interest
in the field of container develcpment. Scuth Africa's
position is unique in that nowhere else in the world has
a containerisa%ion project of this magnitude been tackled
in such a short space of time. On all the other trade routes
containerisation hag been initially introduced on a2 limited
scale and developed in stages.

Experimental development of the organisaticn, systems
and procedures was consequently necessary, as it 1s expected
that South African cperations will commence with a large
volume of containerised traffic. This means that the facilities
required toc handle the containers must be carefully planned
and the organisation, systems and prccedures fully worked out,
to ensure that the Administration is geared and ready when
containerisation is officially introduced.

At this stage the Administration's plenning of the
programume for the provision of container facilities at the
ports is proceeding apace, by supplying the ports with the
necessary container wharf cranes, straddle carriers and other
container handling equipment such as rail / rcad transfer

. cranes and fork-1ift trucks.

¢ The Aduministration decided however that the volume of
container trade passing through Fast London did not warrant

the expense of developing it as a major container port, so it

is designated as a feeder port only. This means that East London
will not be provided with the equipment necessary to handle

big overseas containers weighing up to 40 toms. A1l the over-
seas containers from Eurcope to East London will be landed at
Cape Town and transported by Coaster Container ships tc East
Londoh, and overseas containers from East London will be shipped
to Durban to be loaded there. These containers will be handled
by the coaster container ships' own gear. Cocasters have derricks
up to 40 tons while Container Ships have no derricks.
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At East London harbour provision has been made for a
container berth with the extension of the West Quay, but at
this stage it is not yet certain whether the Administration
will provide a shore-based container wharf crane able to
handle big containers. The prospects c¢f substantisl cverseas
trade in big containers are not bright in the foreseeable
fubure. A big container crane would enhance these prospects
but whether sufficiently to justify the heavy capital cost
is open to question. As far as coastal trade is concerned,

a big container crane might prove an active cause of controversy.
The Coaster Companies have wade it quite clear that they do

not cconsider the profision of a container wharf crane at East
London to be necessary, as their vessels can handle containers
with their own gear. The harbour regulaticns state that where

a facility is provided, it has toc be used, so the coastwise

cperators would have to make use of the container wharf crane
were it provided, costing them more than when their ships used
their cwn derricks.

In the container trade, therefore, two distinct spheres
are at present involved : the ccastal traffic between Durban,
Cape Town , Port Elizabeth and East London, and the inter-
national coverseas trade from the United Kingdom and Continent -
and a third one will soon enter the picture. Containerisation
will not end with the North-West Continent and United Kingdom
traffic, but will ultimately spread to the U.S.A. and the Far
Bast. There are already indicatiocns that this trade is building
up. '

The following questions will arise :

(I) as to how containers coming from these directions will be

¢ handled at East Tondon's port in future 2 »

(2) East London has been designated a feeder port - should this

position be accepted now and if so, for how long ?

(3) should East London have main container port facilities i.e.
principally a big container wharf crane ? -

Arguments for and against, resemble the egg and chicken
argument - are the facilities necessary to stimulate the trade,
or must the trade come first to justify the provision of The
faciliﬁies.? Provision of a container wharf crane for East London
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may represent a considerable capital expenditure, but is a
negligible sum in terms of national or even provincial
expenditure i1if cne has faith in the overall future of South
Africa, the Border region and the new States dependent on

Fast London's harbour. The balance of argument seems to
indicate that East Londcn port should be provided with a wharf
crane capable of handling containers that may be expected

in the future from sources octher then the ccastal trade.

The Port Manager of East London harbour has stated
that at the present time a 35-ton sideloader, a I5-ton stacker
and a 75-ton stacker are available at the container berth,
and in his opinion these will be adequate to cope with existing
container traffic.

From the minutes of discussions in late I975 between
the Coastwise Conference Lines and the S.A.R.& H. Management,
it was apparent that the Ccastwise Conference Lines were
confident that the derricks on their vessels would be capable
of handling up To 35 containers of any size per crane per hour.

According to the stetistics set out in Table I5, the
total number of containers handled in Bast London harbour (i.e.
containers landed and shipped both overseas and coastwise)
averaged 502 per month for 1974 and 702 for I975, showing
an average monthly increase of 39,3%. 1 This confirms that
containerisation is increasing and adequate provision will
have to be made at East London harbour for container facilities
to meet increased demand in the future.

Other Facilities.

. Other facilities having an influence on the utilisation
of East London's harbour are the Grain Elevator, Precooling-
store and the Grawing Dock. |

The Grain Elevator at East London, as already mentioned,
is the largest in the country, with a storage capacity of
75 300 tons, and is mainly used in the export of maize. The
working cdpacity of the Grain Elevator is adequate and it can
load ships at the rate of I 633 tons an hour through four spouts.
A seasonal congestion of maize ships is still experienced every
year,uWhen ships have to await their ‘turn at anchor outside in
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the roadstead. This is sometimes due to late harvesting as a
result of late rains inland.
The Pre-coocling Store for the export of citrus and

deciduous fruit at Nc.6 Quay is alsc adequate for handling

local fruit expcrivs. With cocling chembers with a capacity

of 2724 cubic wmetres it can handle more than the local supply,
which comes from tne Kat River Valley, the only area where
citrus is grown locally. With space available, regular consign-
ments of citrus for export are received every year from the
Northern Tramsvaal, as Durban's pre-ccoling store is fully
utilised during the harvesting season.

The Princess Elizabeth Graving Dock at East London
harbour is very much under-utilised. According to statistics,
the average monthly percentage utilisation cf the Graving
Dock was I16,8% in 1974 and only 6,9% in I975. (2) Althcugh
it is large encugh to take big ships and all the required
repairing facilities are available and adequate, the greaﬁest
obstacle seems to be to find local firms to tender for repairs.
Most of the tenders tc repair ships in East London are received
either from Durban or Cape Town, involving a distance/cost .
factor, which makes it cheaper to take the ship to tenderers
in Durban or Cape Town. This means that the Graving Dock at
Fast London is used only for emergencies and minor repairs |
to ships, with the result that it is very seriocusly under-
utilised.

Potential of East Tiondon Harbour.

Every harbour serves a specific hinterland, or is used

“for the export of certain commcdities for which it is specially

e@uipped. East London harbour is geographically situated to
serve the Border area, the Transkei, the Ciskei and the North-
Bastern Cape. These are however agricultural areas producing
agricultural products such as wool, mealies, pineapples and
to some extent citrus fruit, without any unotable industrial
or manufactured products.

- From I903 to 1933 East London was the premier wcol port
of South Africa. Although it was overtaken by Port Elizabeth
and Durban in the latter years, is still one of South Africa's
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major wool ports. In I958 the S.A.R.&H. Administration decided
to develop East London as a maize port and built the largest
grain elevator in South Africa at East London harbour. Consequently
the maize from the maize growing areas of the Orange Free State
and Transvaal wags.exported through East London and it has since
been known as the maize port of Socuth Africa.

With the Governwent's decentralisation policy, growth
points were proclaimed in this area at Berlin, East London,
King Williems Town, Butterworth and Umtata. This may stimulate
and speed up the industrialisation of the area, and with the
expected growth at these centres and the expected economic
growth of the Transkei and the Ciskei, it can readily be assumed
that more manufactured goods will be exported and imported '
through East London harbour in the near future. East Loundon
will remain the port ready at hand and useful for this area.

Conclusion.

In suvmmarising the facts and counclusions in this chapter,
it is clear that the port of East London is grossly under-utilised.
Bast London has as yet not reached anything like its peak for
export or import cargo and cculd handle a great deal more. Since
the introduction of the two shift system, the computerisation
and document control system and other facilities and improve-
ments; exports and imports are being handled very efficiently
and the port is now enjoying the fruits of misfortune elsewhere,
in that copper (from Zaire) and many other commodities are now
coming to East London..

It has been decided to set up a Committee of Investigation

’iyto the complete replanning of the port of East London and

expansion to its maximum capacity. Management's approach would
be to provide the facilities for the expansion prograumme, short
term and long term, and then to expect Fast London, its environ-
ments and hinterland to create the demand.

To ‘quocte Mr. C.E.Lubbe, System Manager S.A.R.&H. at East
London, when he addressed a group of industrialists
"I realise that the harbour is at present under-utilised, that
consiierable additional tonnage of cargc can be handled with
éase]befofe existing facilities are taxed o anyway near maximum
capacity and that the double shift system, which has stepped
up the performance of the port toc a marked degree, can be adjusted
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10 increase capacity st111 . urther. Additional faecilities, ss
reccmmended by the commitiee, will, however be implemented

in good time so that the caracity of the harbour will not be
en impediment in so far as your import and export programme
is concerned,™

(I) Stetistice obtained from the System Manager's Office at
Hast London,

(2) Statistics obtained from the Port Ceptain's Office at
Fast London,. ‘

(3) Minutes of the - Meetiﬂé of the Harbour Advisory Board -
on May 27, IS75,
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Chapter 9..

Government Policy and Economic Tendencies affecting East London

Harbour.

I. Government Policy regarding the Administratiocon of Harbours.

(a) Administration.

‘ The country's national transportation organisation
comprises a comprehensive rail network, the principal commercial
harbours, the internal, overborder and international airline
known as South African Airways, an extensive road transport
service and two pipelines for the conveyance of petroleum and
related products. - .

The organisation has been in existence since May 3I, I9IO0,
when it took over and combined into a single enterprise the
severally autonomous railway and harbour organisations of the
Colonies. In terms of the South Africa Act, I909, and the
Republic of South Africa Counstitution Act No. 32 of I96I, the
organisation is owned and controlled by the State, ownership
being vested in the State President.

It functions as a government department administered by
the Minister of Transport, assisted by a Deputy Minister. The
Railways and Harbours Board, consisting of the Minister (Chairman)
the Deputy Minister and three Commigsioners, is its advisory
body. The day-to-day operation is entrusted at executive level
to the General Manager, who is assisted by two Deputy General
Managers and eight Assistant General Managers, each.being
responsible for a particular aspect of its multifarious activities.
'*fg The principles upon which the Railways and Harbours are
aduinistered are defined in Section I03% (I) of the Constitution
Act. It states that "The railways, porits and harbours of the
Republic shall be administered on business principles, due regard
being had to agricultural and industrial development within
the Republic, and to the promotidn, by means of cheap transport
of the settlement of an agricultural and industrial population

in the inland portions of all provinces." (1)

(b) Harbours.
The ports occupy a special position in relation to the

existing and expanding trade areas on the African sub-continent
giving +them many advantages for trade with all parts-
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of Tthe world. They are constantly'being improved to provide
shipping with first-class facilities and services at reasonable
tariffs and charges.
Scuth African ports have a reputation for reliability
and regularity of cperation, largely due to the fact that the
ports and the railways are coantrolled by one authority. This
system of controllnsures uniform tariffs and regulations at all
ports, an efficient service and a high standard cf operation.
A complete range of services is provided to ships calling at
these ports, including navigational aids along the entire
coast. The large tugs stationed at the ports are fitted with
gsalvage and fire-fighting equipment to assist chips in distress.
The department is responsible for all harbour services
at the major ports, except stevedoring. They include pilotage,
tugs, berthing, shore labour for shipping and discharging,
tally clerks and checkers.
The Department also operates the port grain elevators
at Durban, Fast Londcon and Cape Town, as well as the pre-cooling
stores for the export of fruit in these three ports and at
Port Elizabeth.
The movement of cargo is largely from ship to shore for
delivery by rail or road, or from the quayside to the ship.
For this reason the harbours are planned tc bring a ship to
a quay provided with good roadways and rail connections to
~the hinterland. The sheds are entirely in-transit, and special
warehouses for the storage of goods for long pericds are not:
provided. Clearing agents have bonded warehouses available
outside the harbour area for the storage of cargo in bond.
Handling equipment is highly mechanised and a large
‘fleet of fork-1lift and straddle trucks, mobile craunes, and
other modern equipment ensures rapid loading and discharge
between ship and rail. (2)

(c¢) Harbour Advisory Boards.

Harbour Advisory Boards have been constituted at every
harbour. Fach Board consists of nine members, of whom one is
nominated by the Municipal Council of the town at which the
harbaui is situated, one by the local Chamber of Commerce,
one by‘the local Chamber of Industries, one by the local Trade
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Union, one by the Alfrikaanse Sakekamer and the remaining four
by the Government. In the nomination of the last-mentioned
four, one is selected to¥pregent shipping interests, one 1o
represent persons paying harbour dues and charges, one to
represent agriculiture and one toc represent other interests.
Government-nominated -members serve three years and the elected
members one year.

It is the function of the Board to advise the Harbour
Administration on any matter affecting the interests or welfare
of any of tThe respective harbours. The membership of the Boards
was increased from seven to nine by Act No. 49 of I955. (%)

(d) The South African Shipping Board.

The functions and duties of the South African Shipping

Board are :

I. The Board shall receive, from any person or department of
State, representations, recommendations or complaints
relating to the efficiency, suitability, regularity or
costs of shipping services to, from or between South African
ports.

2. The Board shall investigate and evaluate all representations,

recommendations or complaints received by it in terms of sub-
section (i) and if it deems it necessary, meke representations
to any person or department of State with a view to the
improvement or rectification of that aspect of shipping
services to which the representations, recommendations or
complaints so received by it, relate.

3. The Board may of its own accord investigate the efficiency,
suitability, regularity or costs of shipping services to,

'*fg,‘from or vetween South African ports and if it .deems it

i necessary, make representatiouns as contemplated in subsection

(2) in connection with any matter so investigated by it.
Its powers are

I. For the purposes of the performance of its functions and -
the execution of its duties, the Board may require any
shipowner or, in the case where the principal office of
such shipowner is situated outside the Republic of South
Africa, his representative or agent in the Republic, to
fﬁrmish the Board with information relating to

(a) sailing schedules to, from or between Scuth African ports;

(b) the tounages of shipping space available on the various

sea routes to, from or between South Africet vorts;



{(c) the freight rates a% which goeslis are being carried to,
from or between Scuth Africean ports; and
(d) contracts and special arrangements entered into between
such snipowner and shippers, in so far as such information
relates to ships belounging to or chartered by such shipowner.
2. Any suivowner or, as the case may be, nis representative |
or agent in the Republic of Scuth Africa, who feils to
furnish The Board with informeticn reguired by it in terus
of subsection (I), or who furnishes the Board with false
inforwaticon knowing such Iinformation To be false cor not
knowing cr not bvelieving 1t to be true, shall be guilty of
an offence and liable on counviction to a fine not exceeding
R500.
Meumbership of the.Board consists of one representative each
from tne following :
Department of Commerce.
Scuth African Railways and Harbours.
P.P.E.C.B.
Department of Industries.
Departument of Custoums.
Department of Agriculture.
Chamber of Commerce.
Handelsinstituut.
Chamber of Mines.
N.A.AM.S.A. |
F.C.I.
S.ALALT.
S.E.I.F.S.A.
The Board will discharge its obligations by delegating
s functions to ccmmittees for :
a) Shipping services, schedules and tariff of rates.
) Containerisation snd inland depots.
) Harbours.
d) Administration and documentation. .

Fconomic Tendencies affecting ‘Fast London Harbour.

(a) Decentralisation.

The decentralisation policy of South Africa dates back

to the I930's when a couumission investigated indusirial
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decentralisation from an economic point of view. During the
middle I950's the Tomlinson-Commission reported on possible
future patierns of regional industrial development from both
the economic aund socio-political points of view. The Com-
mission’s view was that there was more merit in bringing the
work To the source of labour than in moving labour into the
existing metropolitan areas. The result was that during the
early I960's, the Government implemented a policy of industrial
decentralisation whereby industry was encouraged, with the
help of concessions and other financial aids, to move to the
border areas cr the areas adjacent to Bantu homelands.

The Bantu homelands may alsc include decentralised areas
where industrialists can settle cn an agency basis.

In these declared decentralised areas the government
selected certain pcints as growth . points, even inside the
Bantu homelands, which qualify for concessions and additicnal
financial aid, such as the procvision of the necessary infra-
structure services.

The Republic of South Africa was then divided into 38
Planning Regions for physical planning. One of these regions
is the Eastern-Cape Border area - Regiocn No. 2I - which
includes the areas surrounding East London harbour i.e. the
North-Eastern Cape, Border area, Ciskei and Transkei, with
growth points at East London, Berlin, King Williemstown,
Queenstown, Butterworth and Umtata.

(b) Development of the Eastern-Cape Border aréa.

k The development of this area will directly influence '
?%%e development and usage of the East London Harbour. For

the purpose of this study, the hinterland of FEast London's
port is defined on the basis of its economic relationship

to -East London. It is that area which, because of geographical
factors or the transport system, or of government policy,
finds in East London its natural and cheapest importing and
-exporting harbour. To define the boundaries it is necessary

to consider certain commodities distributed from East London

or commodities exported through East London.



Perhaps the best example to determine the sphere of
influence of East London is the area in which East London's
newspaper, tvhe Daily Dispatch, is circulated. According to
thelir statistics, the area covers : Port Alfred, Grahamstown,
Fort Beaufort, Ellict, Venterstad, Aliwal North, Burgersdorp,
Barkley East, Kcxstad and Port St. Johns, which includes the
whole of the Border area; Cape Midland area; a great part of
the Albany area; the whcole of the North-Eastern Cape area;
and the whole of the Ciskei and Transkei.

Petrol and Cil is another commodity distributed from
Bast London by road and rail. Road tankers are allowed a '
radius of 48 kilometres from East London, which includes the
area Kidds Beach, Stutterheim and Kei Mouth : petrol 1is
consigned by rail as far as Bloemfontein on the Northern line,
Umtata on the Fastern line and Adelaide on the Western line.

The origins of commodities exported through East London
show a greater degree of variation. Pineapples are local from
the coastal area from Kei River to Port Alfred; Timber from
Stutterheim and the Transkei; Citrus from the Kat River Valley
and Northern Transvaal; Illemenite Ore and Sand from the
North-Western Cape ( Pofadder ); Asbestos from Rhodesia and
Phalaborwa in Transvaal, also from Draghoender in the North-
Western Cape; Copper from Zaire and Rhodesia; Maize from the
Transkei, Noritn-Eastern Cape, Oramgé Free State and Transvaal.
The commodity that possibly best defines the boundaries of the
hinterland of East London port is wool. The area sending wool
to East London includes : East of Grahamstown, Bedfdrd, Steyns-
burg, Venterstad, Trompsburg, Edenburg, Reddersburg, Bloemfontein,b

-+ Kroonstad, Ladybrand, the whole cf the North-Eastern Cape from

the Lesotho Border, and the whole of the Transkei up to Kokstad.

Bast London port enjoys a virtual monopoly of the overseas
trade with this whole area, being strategically placed to control
the wholesale distribution of consumer goods which form so
important a part of its imports.

The Border Region is not an industrialised area. Apart
from East London itself, there are only two areas with any
significant industrial development; King Williams Town and
Queepétown, but both are small in comparison with East London.
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They are however, potential industrial areas which have gcod
communicaticons by rocad and rail with the port of East London
and the interior.
It is convenient to identify four sub-regiocuns which
constitute the Border Region. These are shown in Figure 32
(I) the Metropolitan Region; (2) the llarginal Service Region;
(3) the Principsl Hinterland Service Regiocn; and (4) +the
Peripheral Service Region. This regional sub-division is largely
a matter of convenience, to highlight particular aspects of
the contrasts that exist within the Border Region.
In I970, the total populaticn of the Border Region was
just under 350 000, representing about I,5 % of the national
population. The details of the composition and distribution
of this population are shown in Figures 33 and %4, from which
it can be determined that more than half ( 56,5 %) live in
the metropolitan areas of Fast London / King Williams Town,
which constitute only about one-eighth ( I2,8 % ) of the
region's total area. Almost three-guarters ( 73,6 %) of the
region's population is Non-White, and 65,9% is African. (4)
The structure and distribution of population in the Border
Region is an esseﬁtial factor in considerations of the future
development of the area, and show the dominant position that
the Bast London / King Williams Town metropolitan areas hold
by compariscn with the rest of the Border Region.
For some years past, the Depaftment of Planning has
done everything possible to encourage the development of !
industry in the East London / Berliun Industrial Complex. It
has, however, become evident that other Goverunment Departmehts,
which are also directly and indirectly involved in the industrial
.build up, have not appreciated the efforts of the Decentralisation.
ﬁoard, and fhe Berlin area has not shown any industrial dévelop— ;
ment over recent years.
 The Border Region is a good area for industries. There is
plenty of low cost land, a more than ample water supply and
no shortage of electrical power, a vast labour source resideut
in their own homeland cities with no problem of having to
provide housing and accommodation, but industry in this area
is at a time and distance disadvantage to industry in the
Preﬁofiav/ Wifwatersrand / Vereeniging area.'Being near the
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bigger markets 1s on importent factors fcr an

e
industrielist in deciding where tc situate his factory, wnich
explains why industrialists have not estavlished themselves
on a large scale In the

The excellent vnrcspect

A

The main growish area iu This region is vtne Kast London /
King Williems Town compliex. & firm industr a t

ial ba

created there, not only as a means in itsell To provide employ-
ment for 2 large and growing population, but alsc as a stepping
stone for accelerated industrial growth in the homelands
themselves.

The extent to which intra-regicnal econcmic activity
ised towards the Bast Loundon / King Williams Town
n regicu is very clear, and wore than 80% of the
Gross Geogravhical Product oI the Border Regicn comes from
tnis area. The sector wnich 1s wmos?t dowinated by the Metropclitan
Region is Manufacturiag, of which 93% is concentrated in the
Bast Londcn / King Williams Town regicn. This tendency can be
ascribed to the influence of several main factors :
(a) The harbour a2t East London gave an initial impetus to its
immediate envircunment, end ivs development intc a substential
import and export port led to the establishment cof a wide
range cf wmanuiacturing activities, wmainly concerned with the
processing of primary raw materials. _
lQb) The relatively low zpopulation density in tnat pert of the
ninteriend of the Bast Loudon / King Williams Town area which
falls into the Border Region resulted in only a limited demand
veing generated for goods and services. The potential for
intensive non-agricultural econcmic developuent in the Border
Region outside the Zsst Loundon / King Willisms Town region was

S

thus limited, even mcre sc by the relatively repid developuent

focussed on the port of East Loundon.

(c) Although the population density in the areas adjacent to

i
the Border Region is reletively high, that population consists
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'
predominantly of rural Africans with a very restricted
purchasing power because of thelr low incomes, and does not
constitute a basis for any kind of intensive development
cutside the agricultural sector.

(da) The development of a transportation infrastructure counsis-
ting of roads and railways which converge cn the East Londcn /
King Williawms Town region from all directions has ensured its
dominant position in the regicn, and resulted in other places
along the main routeways which traverse the Border Region

béing relegated to distribution and service roles. ( See Figure
35 ).

The status of Queenstown, the principal hinterland
Service Region, shows that almost 70% of Queenstown's Gross
Geographical Product was generated by service and service-
related activities up to I975,

The two other Service Regions, the Marginal Service
Region and the Peripheral Service Region, are characterised
by the domirant role that the agricultural sector plays in
their Gross Geographical Product distribution. In both cases
this amounts to about half their total Product, next most
important activities being service and service-related.

For the Border Region as a whole, the Manufacturing,
Construction, Blectricity, Gas and Water sector ( i.e. the
manufacturing production and infrastructure development portion
of the Gross Geographical Product) has had a consistently
dominant position over the last fourteen years. The percentage
of agricultural activities in the total region's Gross
Geographical Product has been steadily declining, although
1ts importance is indicated by the increase in the absolute
$Vélue of its output. The Commerce and Transport, Storage and
Communication sectors alsc reflect important roles 1in the
regional economy. These are essentially service activities
which has grown in respouse to growth in the directly productive
sectors such as Agriculture and Manufacturing:

The distribution of Regionai Gross Geographical Product
amongst the four sub-regions for 1968 is shown in Figure 35,
and the predominance of the Metropoiitan Region shows up very

cleafiyo (5)
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Trensnortsetior Infrastructure.

The Border Region 1s essentially an elongated corridcor
t London / King Williams Town Metropolitan
¢ vlic, and it is along this
transportaticn arteries rua. Zast
TLondon is clearly tne Ifo ¢l ell such routes, and its
major harbour and alrport add consideradly to its vitally
important role in the Border Region's transportation network.
The port of Zast London is given an added impetus by the grant
of a 50% rebate on harbour dues for goods manufactured at
declared growth pcints in the Border Region and the adjacent
Homelands, and exported to other South African ports. This is
one cof the concessions That have been declared under the State
Decentrali t;o“ Policy. The region is also made more attractive
by decentralisation concessions over the railwey system which
allow a 40% rebate on railage of goods manufactured at declared

growth points ia the Border Regicn and the adjacent Homelands.

4

o
o
ilway which runs along the length

~

Lpart from the main rai

cf the Border Region from Zast London through Queenstown,

Sterkstrocm and Molteno to the nortnern intericr, there are
S

several branch Llines whicn

[©)
[

rve the region and the adjacent
territories, as well as & main line to the west Ifrcm King
Williems Town which 1inks up with the southern interior railway
system., Figure 36 vrovides an indication of the voliuume of rail
traffic on the lines that enver The Border Region's internal
railway system. This serves to indicate the extent to which

the Metropclitan Region, due to its harbour, its develcoped
= 9 ’ R

nanufacturing structure, and its concentration c¢f populaticn,

is a focal pecint for railway traific. It also emphasises the
economic as well as strategic importance of The main reilway
route througn Queenstown to the northern interior.

Distrivbuticn of Growth Centres and Decentrelisation Concessions.

Growtn Centres, where decentraliisetiocon concesslions are
available to entrepreneurs in terms of the Nationel regionsl
develorment poliicy are shown in Figure 37. Yheir lccation
follows the lines one would expect in The light of the overall

eccuomic structure of tThe Border Regiocn. From the national
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point of view, they represent the tost efficient way in which
decentralisation can be achieved in the short term. The East
London/ Berlin/ King Williamstown region clearly has a con-
siderable advantage over amy cther area in the Border Region
in respect of the services and amenities it can provide tTo
prospective industrial entrepreneurs.

The designation of Queenstiown as & centre at which full
concessions are available gives recognition to its important
status in the hinterland regicn. It appears however, as if
Queenstown can expect no further substantial boost from the
State in its development programme and will have to rely on
its own initiative to secure the benefits of decentralisation
concessions.

The success of a policy that is based cn the creation
of attractive location incentives for ecounocmic activity,
especially manufacturing activity, depends very largely on
the number of places tc which such incentives are allocated,
and tae extent to which these become '"growth centres" in terums
of the policy. If toco many grcwth ceuntres are established,
the benefits of concentrated growth and the associated
agglomeration forces that such growth initiates, may be so
dissipated as to be ineffective in setting off a process of
sustained growth. (6)

Interdependence between the Border Region and the Adjacent

Homelands.

Figure 38 shows the relative size and sectional division
of the Gross Geographical Product of the two homelands. There

.can be little doubt that the future development of the Border

Région and the homelands will be very closely inter-related,

and consideration must be given To the degree of their inter-
dependence, and the extent To which they will serve as stepping-
stones for accelerated industrial growth in the homelands
themselves.

‘ The homelands of the Ciskei and Transkei form an integral
part of the economic jigsaw of the whole Border Region. All
Government planning takes account of this fact. The homelands

make fan important contribution to the ecounocmic viability of
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,
the white area, especially East London and the smaller ftowns
throughout the Border Region.

The homelands make a substantial contribution to the
economic activity of the area. The Transkei occupies the best
watered part of the country and its agriculture supports a
large populaticn. Exports of tea, phormium tenax, tiw er,
hides, skins and wcol are all important to the economy of
the Border Region. Further, there are large markets in the
Ciskei and Transkeli homelands which are supplied through East
London.

It is estimated that the timber industry of the Traunskel
will supply about 356 000 m° of timber which, together with
8 000 m3 from the Ciskei, will be about I2% of the total
timber producticon of Scuth Africa, at the moment estimated at
3 miilion m3 per annum. A

Butterworth, and latterly Umtata, are importasnt industrial
centres. The X.D.C. has so far spent some R50 millicn on new
projects in the Xhosa homelands, and plans to spend R70 - RE&O
million in the next two yeers, creating II 000 new jobs.

Big plans have been drawn up for the Ciskei's agriculture.
Scme 800 ha are being irrigated near Queenstown by the X.D.C.
and ancther 3 000 ha are coming into production nearby at
Qamata. Government reposes great trust in this type of develop-
ment and looks forward to more at places such as the Ncora.
Flats in the Transkei. Near Alice the biggest Citrus farm is
controlled by the X.D.C. Pineapple farms in the Peddie area,

which will soon be incorporated intc the Ciskei, -will be’
important contributors to the Ciskei National Prcduct.

The main emphasis so far has been on developing secondary
‘ipdustry in Butterworth, but cther areas will not be neglected.
A major industrial estate with rail sidings will be developed
at Umtata to supplement the present small industrial area,
where ten industries, employing 2020 people, have been established
or assisted by the X.D.C.

' Towns such as Lusikisiki, Mount Ayliff, Mount Frere,
Qumbu, Tsolo and Cofimvaba are all acquiring industries which,
though small, are exploiting and building on natural resources
and contributing to local wealth.
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Numerous trading firms regard the homelands as impcortant
markets for a wide range of consumer goods and these markets
are incyreasing in volume and value as economic development gets
under way. All this increase in hcomeland economic adtivity
'will contribute materially to the regicn's eccunonic wellbeing.(7)

Industries in the East London / King Williams Town /
Queenstown area have experienced a considerable stimuluvs from
the intrcduction of Border area concessions since their intrc-
duction in IS60.

This trend is 1likely to be reversed with the establishment
of industries across the border at Sada, Dimbaza, Butterwcrth
and Umtata. The 1atest pclicy is To establish entirely new
growth points within the homelands, far removed from East London /
King Williems Town and Queenstown.

The East London region, the Ciskei and Transkei are destined
to be mutually interdependent in the future to the same degree
that they have been very closely linked in the past, particularly
in regard to transportation and services.

A1l three will rely heavily on imported raw materials
and the Ciskei and Transkei will be dependent to a very large
extent on the capitalisation of their labour rescurces.

This means that they will lean heavily on the central
communication and transportation axis for external linkages,
both for import of rescurces and expdrt of manufactures.

The communication axes that seem To be most imporstant are :
(a) The East London - Queenstown rail and road corridor as the

~ backbone of the main transportation system. ’ *
(b) The Bast London - Umtata link through Butterworth.
,(c) The East Londcn - King Williams Town - Alice rcad and rail
¢ corridor linking the Ciskeian capital and industrial growth
points with the specialised services and the export harbour
at Bast London.
(d) The Queenstown - ILady Frere corridor through the Xonxa
~ settlements to Umtata.

(e) The Queenstown - Sada corridor and = possible future rail

link between the two.
(f) The Queenstown - Tarkastad - Middelburg - Cape route.
(g) Thé King Williams Town - Peddie - Grahamstown national

road to the Cape. '
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The airport at Haest London is an ilumportant adjunct To
the transportation system, as it will presumably serve as the
main air terminal for the entire area. (&)

During his visit ©to Zast Loundcen in May, I975, the Prime
Mivister, Mr. B.J. Vorster, anncunced increased concessiouns
for industrielists and the establishment of a Steel Distribution
centre for Last London. He said that the government had already
created a strong infrastructure of rail, harbour and communication
links in this area.

A survey carried cut by the Decentralisation Board in I973
showed tnat in I97I thrhere were in the city I04 factories
representing a capital iuvestment of R73 million and emplcocyin
22 000 people. By 1973 this had increased to I22 factcries
with an investment of RI34 mililion employing 27 000 people,
showing very substantial progress cver a relatively short periocd.

This progress was made pcssible by the liberal concessicns
the Government has made to industry and it appears that improve-
ments to these concessions will be anuncunced at a later stage.

The establishment of the Iscor Steel Distribution centre
will penefit the whole area by attracting ancilliary industries

and will create additicnal employment cpportunities. (9)

(f) Concessions offered to Industrislists at Growth Points.

In order to promote the programme of decentralisaticn,
the Government made a firm offer to industrialists who wished
to establish or expand in the designated growth points of the

concessions which appear in Appendix No. 3I, and are as follows:

I. Losns avalladle and Interest concession:

. Interest rate payable on locans 1s equal to prime rate of-
" interest 1ess‘O,5% and less the rates indicated :

(i) Lend and factory Buildings - Berlin 5,5% ; King Williams
Town 4,5% ; Bast London I,5% ; Umtata and Butterworth
nothing.

(ii) Plent and current Assets - Berlin 5,5% ; King Williams
Town £4,5% ; East London I,5% ; Umtata and Butterwocrth 7,5%.
2. Leased Buildings and Rental concession:

Interest rate payable on locans is egual to prime rate of
interest less 0,5% end less the rates indicated:

Factory buildings (inevery case depreciatiocn aund insurance

is incﬂ‘porated): Berlin nothing ; King Williems Town

notrizg ; East London nothing ; Umtata and Butterworth 4, 5%.



using for White Kev Perscgnnel.
(i) To a maximum of R23 000 per dwelling unit at 2,5% below
the officiel Building Scciety rates:

Berlin yes ; Xing Williems Town yes ; East London yes ;
Untata and Butterworth no.

(ii) Lessed houses at 2,5% of the ccst of the dwelling unizv :
Berlin no ; Xing Williams Town no; East London no ;
Untata and Butterworth yes.

L, Income Tax Concessions.

The tax is reduced by an esmount equal to the following
percentages of :

(1) Wages for total additional Bantu or Coloureds for the
Tirst two full financial years after establishment or
expansion : Berlin 40% ; King Willisms Town 35% ; East
London 30% ; Umtata and Butterworth 50%.

(ii) Book value for income tax purposes of total or addiftional
manufacturing plant, with the exception of mctor vehicles
and office equipment and furniture, as at the end of the
first financial year after establishment cr expansion :
Berlin I0% ; King Williams Town I0% ; East Tondon I0%
Untata and Butterworth I0%.

5. Cash Grant for Movirg Ccsits.

Re-imbursement of approved costs for moving from the P.W.V.
area, or from the Cape Peninsula in the case of Darling
and Dassenberg : Berlin yes ; King Williams Town yes ;
East London yes ; Umtata and Butterworth yes.

6. Rcilage Rebates.

On a selective basis in respect of goods mant ‘0
/. the area : Beriin 40% ; King Williaz. _cwi ., ; 2ast

‘2 TLondou 40% ; Umtata and Butterworth maximum 40%.
7. Rebate cn Harbcur Dues.

On goods manufactured in the area and shipped from East
London to other South African ports : Berlin 25% ; King
Williams Town. 25%.; Bast Londcn 25% ; Umtata and Butter-
worth 25%.

8. Price preference on purchases by :

(i)‘Proourement and Disposal Board for Bantu Authorities :
’Bérlin I0% ; ng Williams Town I0% ; East London I0%
Umtata and Butte rworth I0%.

(ii) Otner Central and Provincial State Authorities excepting
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the South African Railways : Berlin 5% ; King Williaws Town 5% ;
Fast London 5% ; Umtata and Butterworth 5%.

The Departaent of Planning and Envircnment released a
comprenensive publication in I974 ( Decentralisation Growth
Points 1974 ) in which particulars " the basic services and
related aspects of the selected growth points were given.

Prospective industrialists can tTherefcre readily ascertain
what fecilities and assistance are available at the various
growth points. This will make it wmuch easier for Tthem toc decide
where to establish themselves and to plan their prcjects.

Rebates on railway rates on goods which are processed
or manufactured in specified selected areas and consigned Tc
cther places have been in coperation since I964. The rebates
were introduced to help industrialists to compete in the cities,

41

even though they were established in areas thatl are scue way
from metropoliten zreas and waere the market is small and raw
wmaterials are not freely available locally. Transport costs
are in many cases an important factor to such industrialists.
Initially, these rebates amounted to I0% and later, in
1968, they were increased to I5%. In two cases, Butterworth
and Umtata, a rebate of 20% was granted to make these areas
more acceptable.
Later, the rebate on railage was again increased for
Bast London, Berlin, Xing Williams Tcwn, Butterwcrth and
Untate in view of the need to create eumployment oppatunities
in these areas, )
These increased rebates, which became effective in I974
(see Appendix No. 30 ) materially helped to reduce the trans-
;port costs of industrialists in the decentralised areas in
queqtlon and this, together with the other decentralisation
concessions which have been granted, chould serve generally
to place them in a sound competitive ©positicn vis-a-vis
their competitors in the metropolitan areas. This will no
doubt make the decentralised areas more attractive to industrialist
and contridbute largely to industrial deceuntralisation in South
ifrics. (10)
- Railage rebates from May I, I964, up to the end of I973
were estlmated to total R5 507 000.
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Harbour rebates - the rebate of 25% on wharfage and
other harbour dues in respect of goods manufactured or processed
in these areas and consigned through East London harbour to

other harbours in Tthe Republic and Scuth-West Africa - cane

-~

into cperation on Decewber I, I968. The cost of this rebate
L s < - . e s I1)
up to the end of 1973 1is estimated at R248 200. (I1)

Industrialists in the Border area however felt that in

b

spite of all the concessions, existing industries here are’

still at a disadvantage vis-a-vis the metropolitan industries.
The regional growth points in Fast London, Berlin and Xing
Williems Town have fallen far short of the industrial deveiopment
envisaged by infrastructure investment and required to

provide work opportunity for the growth and. influx of the

Bantu population.

Population growth projections and further influx that
will be forthcoming show an ever widening gap between Job
generstion and work opportunities required, and the closing
of this gap cannot solely be met by the influx of new industry.
It relies alsc on the healthy growth of the ekisting base of
industry, most of which is suffering in a varying degree from
transportation disadvantages.

Industries already settled in the region and those
considering the regional growth points as a potential area for
decentralisation, bothn suffer the very real penalty of time
and distance. In the case of the outbound finished product,
except for the export-crientated industries, those which
service the country's internal market will supply 50 to 60%
of their production to the Reef and the Tramsvaal. To compete
;withlthose incdustries, local Border industries must establish
é%pensive dépot and sub-distribution services. The additional
accrued cost for time / distance, the higher working capital
outlay needed to support in transit and depot inventories, and
further additional operating costs that cccur in aamage and
losses through multiple handling, are not offset by the 40%
railage rebate enjoyed.

For the inbound raw materials, most of the major suppliers
are situated in the Pretoria, Witwatersrand and Vereeniging
triaﬁgieo For local industry, the disadvantages are the extra

-railage costs; more capital outlay to support higher safety stocks;
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time in transit, which from the Transveal to Eest London, and
vice versa, varies between two and tThree weeks. Express Goods
Sergice cen reduce this time to five days but incurs 25%

30% additional cost.

J
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e ci is conveyed by rcad tenkers,
but culy up to a distance of 48 Km. , giving them a radius to
Kei Mouth, Stutterheim and Kldgé’geach from East London. Outside
this area petrol must be sent by rail. Manufacturers of Television
sets have alsoc stated that They would prefer rcad ftransport to
rail transport because of the delicate nature of this type of
article.
In view of this, the Border Chamber of Industries re-
guested the Board of Decentralisation of Industries to make

e llowing representation to the Government on the subject
of Road Transpcrtation '

e

"This Chembér now respectfully recommends that the new
Road Trausportatiocn Bill recognises existing Government Pclicy
and the severe locatiounal Traunsportaticn disadvantages impeding
the development ¢I the Border Region's Growth Points, and
firmly entrenches in its legislation that industries in this
area may use road transporiation for both inbdund and cutbound
traffic, within their ocwn judgeueunt and without reference on

T

. . i . . 12
an al hoc Dbasis to the Rcad Transportation Board." (12)

(I) South Africa 1974 - Official Yearbook of the Republic of
S.A. : Pages 447 and 448.
£2) ibid : Page 452.

(3) State of the Union - Yearboock for South Africa. Page 245.
(4) William T.Davies : Principal Distributional and Structural
Crnaracteristics of tThe Border Regiocn and some internal

implications of the Nationel Regiocnal Development Policy :
Institute for Planning Research : University of Port

Elizabeth : Research Report No. I6. July I976. Pages 8,I0.

(5) ibid : Pages 22 and 25.

(6) ibid : Pages 32 and 33.

(7) irticle written for the Border In
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in the Beord
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Minister of Econonic Affsirs, Mr. J.C. Heunis on : The
Incdustrial Develgogpien e
D
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Regiouns : Supplexzeis
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I2, 1I975. Page 25.

(8) Prof. D.Page of the University of Stellenbosch in his
address to the Border Regicunal Development Assoclation
at East London : Daily Diswvatch, Monday April I4, I975.

(9) The Prime Minister Mr. B.J. Vorster - when unveiling the
name PLAGUE Ior the new Jonn Vorster Bridge over the
Buffelo River : Daily Dispatch, londay May I2, I975.

(I0) Board for the Decentralisation of Industry : Report cn
the Board's Activities for the period I Januvary to 31
December I973%: Pages 3 ta 5.

(II) ibid : Page 9.

(I2) Meeting of the Border Chamber of Industries in East London :

Marcn I7, I975.



”~

“the following facts : 71

“and Durbven. It is at a

|
>
&)
W
|

Chanter 10,

Fature Planning snd Develcoment of the East London Harbour.

The port ¢f Zaest Loundon 1s uxnigue in that 1t is the culy
river port in South Africa. As a river port it 1s subjec
to The floods of the Buffalo River con which it is situated
and also to silting up from both the gea and river side. It
vhnerefore reguires continual dredging with counsequent high
maintenance costs toc the Administraticn. '

The maintenance dredgi
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channel of The harbour and the bvasin ian the riverbed, is

done by two dredgers, the D.E. Patiersonr and the J.F. Craig.
The third dredger, Tthe Sir Tunomas Price is used in widening
the entrance channel and the initial stages of dredging for

e
the extension cf the West Quay.
o]

Considering the role of Hast Londou port in the lmport
and export trade of Scuth Africa in tne 1light of svetistics
gilven in earliier cunapters, one must reacu Tthe conciusion
that Zast London nardour nendles ounly a ] rovion

Autnerities and the Harbour Advisory Zcard ast London's
port 1s sericusly under-utilised. This way »
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port, comes in shar
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cngside the cuays, the entrance



very small industrialised =ree round cr near it.
, with conte_.grisetion under way, East London

r
is not planned as a coutainer port, but only as a feeder
12] 1 v

s
a

nseguently cotaer conteiner ships wil
<
U

on, out will go ¥To ports where the fa

t London was 1long xnown as the waize and wool pord
I SOUTH AFRICA. Alvhougnh 1t will in future contiaue To
nandle the bulk of maize exports, with the maize coming from
the Orange Free State and the Maize Triangle, it has lately
been losing a large percentage oi its wool experts to Port
Elizabevn.

-

When the ninterland for Zast Londocn herbour i1s cons de:ed,
du

cne sees an area wi lustries aund sgriculfural pr ct

a

for expors, ¥y To wool and pineapples. This ares
cannolt supply the 1 exports and imports necessary to
stimulate the develcopume anc growth of the port. The prcductive
capacity of the Bast London / Xing Williaws Town metz.olitan
region is sTill very low, while tThe Two homelands of the Ciskel
and Transkel are nct even selfsupporting, producing very 1little
export cr impocrt traffic through the harbour. Any stimulus for
the development and expansion of Zast Loundon's narbour must
thereifcore come from cubtside This area.

Exports and imports are at present being handled very
efficiently, and ag already poiunted out, this pcrt has not
- as yet reached suything 1like its peak and could handle much
tore traffic. Althcough the harbour cannot compare with the
bigger ports in respect of tonnage handled it hnas the highest

productivity of a1l Scuth Africewm ports in Terme of tonnage

[

landed and snipped per nett crane hour. This hlgh roductivity
can be attributed mainly toc the effective way in which the

double shift system is working iun the harbour.

2. Reccumendations.

o

‘The Harbour Adviscry Bcard has expres
c

ct
i
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» se
concera about the declining volume of tounege hen

d
Ezst Loundon nerbour.It recoumended That the West Qu



be extended,fufther tc provide the port with a quay Ifc
containerisaticn. It propocsed thet the lManagemeut be reguested
to give immediate considerati the provision of stub-type
lay-by facilities for vessels at tn ast London harbo
bearing in mind that melize <chips would in future have to de

1 c

fumigated. It further reccumendied nstruction cf au

g
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c
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iver, next To the
turning besin and eubracing The Victori lipway, waich
er

S
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would be suitable for the hendling of couventional
znd roll-on / roll-off vessels.

- It proposed that the Goverument and the Wool Bcard De
approacied with a regquest to investigate arrangements to retain
East London as a wool port. Lastly, it prcoposed that a Ccocmuittee
of Investiga ‘tion be appointed to look at the port cbjectively
in order to establish what could be doune in the shorv term
and in the loung Term Tc improve and develcp the harbcocur. ()

Ag a result, the Assistent General !leneger (Earbcurs snd
Pipelines) accompanied by seunior officers from Headquariers

visited East London on May 27, 1I975. Discuscions were hel

f )J

-l
.l
J
X

rith the harbour directorates and the Harbour Advisory Board

o

wit

V]

h regard to The optimuxm utilisation of harbour facilities.
Particular emphasis was placed on the importance cof eliminating
any shortcomings or obstacles 1n crder to ensure efficient
harbour cperations.

During July 1975, a Departmental Investigation Ccmmittee
was appointed To go into the replanuing and development of
the harbour. This committee, headed by an experienced harbours
engineer, looked at the posgibility of pfoviding for maxinum
;xdevelopment within the present confines of the existing harbour.
Kit was Tfound that the greater scope for development exists
on the West Bank of the harbour. This envisages procuring
adequate working areas dehind the guays for more efficient
cargo handlin 1g and contalinerisetion by rewmoving substantial
guantities of the adjecent hiliside. The committee found that
the open area thet could be acquired for the future hendling
of cargo might be cof The crder of 25 hectares. The additicnal
length of queyage that could be provided would increase Tae
capacity of the h=rbour vy about 60%.



Since the visit oi This Investigation Ccumittee to
“+
v

Best London, local Management hags been taking acticn on
financial and other aspects ilnscfar as immediate improve-

1
man+Ta + T3 0) S L o Pia Y W~ 7o o
wentgs to the pcru ar rnet. oueDs wnich nave 80 1ar

e e
been taken inciude tThe appcintment of yerd pienners in the
harbour srea znd the introduction ¢f The Two-ghift system

J
The second phase in the Twe-ghift system would be the doubling
¢ e

cf staff, ut this would be at a considerable cost tc Th
Administration, end will crly be implemented when 1t is

needed. Provision hasgs been macde for a locp &t "S" Ddertn
the instellaticn of portal tracks, setting aside of the area
at the rear of "L" berth for the handling of timber, and the
moprovement cf lighting in the port.
The other immediate short term improvements whicl
were considered were :
(I) The installstion of adéiticnal tracks benind "I" shed
Tor the staging of Trucks ;
(2) The extension of "I" shed toc increase its capacity by
‘ one third ;
(3) The provisicn of a airect connecticon between the East
and the West DBanks ;
(4) The installation of a further four tracks at the Terminus
Yard

(

) Preparing = container stacking area iu the clid quarry

u

cn the West Bark side

3

Track improvement at the back of "G" shed ; and

’

—~~
N
~

The buillding of a new Port Captain's office on Signsll

Hill.

l-; In the long term, prcvision will be made for the extension
of the West Quay, and for the unecessary straddle-carriers,
semi-trailers, mechanical horses and ship-side cranes to

handle containers : this was To be readj by IB77 to meet

the CﬂdLieﬂge of containeris

m
_ o
)

Considering the hinvterlanc of Tast Loundon harbour, cne
finds an area with an integrated econcmy comprising the Border
region and the twoc homelands, the Ciskel and Transkei. The
short term effect ¢l the National Regicnal Developuent policy
is chasactewlsed by a greater degree of concentration in tne

East Lcndon / Berlin / King Willisms Tcown uwetropolitan aresa.



The subsequent develgpuent in the longer term is glsoc 1$00fuanu,
anC the Princirel Hinterlaend Service Regicn, with Queenstcwn

as its centre, must be given more sericug consideraticn with

a view to determining forms of induc .oial development that

e

5

mignt wost suitably be lccetved there, and
and means cf attracuiing entreprenéurs.
The rest of the Border Regicn periorms an essentially
ice rocle in The ecconoumy of the area, and caruct be igncred
he cverall development programume
the Marginal Service Region - Xomga, Stutterneim, Cathcart -
and the Peripheral Service Regicn - Sterksircom, Mclteno and
Tarkastad - must be specificelly included in the search for
a broader regicnal develcpment pclicy.
This,region, being poor in wmineral rescurces and situated
far from cur country's main markets, needs special stimuli if
it is tc develop faster then it has done in the vast - and this

[Eal

ig vitel if i< is not fo start going backwards.

3. Future Planning snd Develcorment.

ma

The immediate plan for the future of the harbour is the
extensicn of the West Quay. Work has already started on drilling
and blasting the rock tc cobtain the required deptnn befcre
dredging can commence. Tenders are awaited for the counstructicn
cif the gquay wall.

The Board of Industries hras suggested thne construction
cf eu additicnal avoiding railwey line on the West -Bank,
crossing the Buffalc River to the acrth of the new bridge,

s whichn would greatly enhance the port's facilities. It has been
étggested that once the new bridge is completed, the cld bridge
should be removed. This would permit better use of the upper
reaches of the harbour for commercial ships and pos 81bly for
lighters if a C.B. cperation ( Container Barges trasusported

in a ship ) at present in use between the U.S.A. and Eurcpe,

is intrcduced in Scuth Africa.

The Board of Industries alsc reccommended the constructicn
of coutainer or bulk handiing berths em ing the Victoria
SlipWéy, . and suggested that the remcval cf the Power Station
and that the demolition of structures cn the baunks of the river

I -

in thav area, woulid further improve the pori



cculd be 1anded at "K'" widdle or "L" shed, it wculd be a
Tacility walch the port could offer in the absence of ccountainer
type cranes. The.present drawback st "KM and "L" sheds, is

e

that Tney nave n

adventagecus 171

thew on to a container trailer or & truck.
The Systen Maneger seid that in order to haundle

containerisation, P

L

oex
metres To provide for an additional coutvainer Derth. As a
che e

necegsary adjunct to tunis s mne, tne disused guarry behind
P - R sheds is being develcped intc a container park which
will provide 1,4 hectares for the harndling and storirz of

centainers. He alsc said it was estimedted that by the end of

I977, about 46 000 containers would be handled anunuelly at
Tastv London. Of these %4 CCO would be coastwise containers.

The future development cf The Border Regicn depends on
fostering regional awareness in order To stimulate local
a

iniviative directed tow
the ldentification cf ©
in the region and the
eliminate then.
Otherwise, no real stimulus is arising in this area for
the development and expensici of Kast Londou's herbour. The
area 1itself cannoct supply encugh To ensure a steady stream of
exports and impcrts, because The whole of tThe Border region
and the two nomelznds are essentvially merely aimed at achieving
 seli-sufficiency and little immediate industrisl growth can
‘b% foreseen. The homelands becoming iﬁdependent will not chenge
the picture appreciably, and it will take years for them to
beccme economicelly strong encugh o develsp an iwmport and

export trade substential enough tc stimulate East London's

harbour.

In East Londen ivself, The develcopment of industry is
ccmparatively slcw e2d is svill at a 1ow level, The revival
and growth cf industry in the Borcder Regicn and in East London
itseiffwculd help To place the develcpuent c¢f EHast Loundon
harbcur on a more tvelenced aund visble daesis than 1t has been.



It is iwpossible to over-estime

harbour as far as The cormercial cdevelopuent of EBast London
end the Border Regicn is concerned. For the latter it prcvides
the means of Cilspcsing of surpiuvs agriculltural droducts, and
of obtaining the imvorted menzfaciure

e Turtaer disadvantage. The original
ain or Burope to The South

5 st Lenden heving been
, conteiners bound for Fast London will
£ the big container vessels at one of The
Tavoured ports and put on to ccastwise container ships which
will then land them at ZEast Londcn. The S.A.R. Administration
has decided that containers bound for ZEast London will be liable
to landing and itranshipment charges av Cape Town for incoming
containers and at Durban for cutgoing containers, and these
lanCing and transhi

“%

rent charges are likely To cost about RISO

‘”d

a container extra.
Another disadvantage is that when the new tarifis come
c

t, East London will lcse the preferential tariff to

ot
=y
()
>4}
[0
]
l,
{
Sy
+

tarify whnich orought Zast Londocn almost 1in line

(3)

with Durben, althougn the distance is wmuch greater.

™

An interesting situetion has arisen in regard to Eas

[

e

(TJ

London harbour, whnere the Harbour iACvisory Bocard, the
Municipality, the Chamver of Industry and the Chember of
Commerce, have asked the Ldministraticn To extend and improve
the poert and to provide further facilities, with the intention
ttracting new indusiries to the Border Region. They are

)

a

able to state from first-nand experience that almost every
trepreneur they heve invited tTc establish new enterprises

here, has enguired whet! the port heas competitive facilities

and will be able to handle kis exvorts, before he can seriously

consider settling in the Bord

[}
R
U
®

gic
The ACministrat n, the other hand, has argued that
A cf all create tne demand and
guarantee the reguired volume of trade, Dbefore expansion of
the poft or cther feacilities can Le approved.

4

This situation again, reises Tthe chicken and egg cuestion
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deternined bty other Tfecto
™

vort development.! James Bird srgued Thal the secound

oroposition is nearer the trush, but there 1s The imperiant
Tactor of waas wmay ve termed " indusitriszl letency! The

demand way exist, but Tre locetiocunel cpportunities mey nov,
because ccastal sites are not ubiguitcus, and suitadle sites

may asave to te constructed. 1t is this sequence oI events

trhat gives port projects the suveriicial appearance ol iundusirial
stimuli. In cther words The nen ( industrial decisicn-maker )
wants tc lay an egg ( cbtain a seebcard industrial site ) dbut

i S

cannct dc sc. Hen fcod ( port industrial infrastructure ) is
provided and the hen lays the egg ( seaboard industr
implantaticn ), and dces sc, morecver, at relatively short
notice. But the hen wust nave the latent avdility to lay tThe
egg in the Tirst place.

The development and expansion of East London hardour

i‘"
@]
ck
[
[
<
I"J
[o]

1is cdependent on externe take a recent example,

the Government acitually forced Iscor Tc
Distrioution Plent at Berlin, with the a

g
industry in this area end enabling undert
ircn and steel © T

pendent cn
c kp
so induce them To
' cn mey veccme Tne Iuture hnarbour Ifor Rhodesia.
ocm Rhcodesia recently visived East Londén to
ofs! i cf using the hardour Tor theif
ts. As the harbour is at the present stage -

~under-utiiised, it cen essily nandle extra itreffic, as 1t dces

1’$t the moment with the exvort cf copper from Zeire, which
amcunted to about 60 000 Tons ocver the vast Two months. This
then has appeared as a solution tc the prcblems both for
Rhodesgia in findi rt

, and ior Fast London herbour in
o

K

ts and deing better utilised.

stion still remeins - does East London

o W o

supply or

c
sources tc warrent ex|

harbour ?
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verall lengthof 204,2 mand ¢ present maximum permissidie

MOBILE CRANES, ETC.
One mobiie crane, one straddie truck and 53 fork-iift trucks are available.

SHED AMD STORAGE ACCOMMODATION

Ficor :» for cargo in shedsi—
Easl Zank e 4 e e e e e .
Wesi Bank . . . . . . B . . . . . . . .
Total . R . . . .
Shed capacity:— -
£ast Bank (ased on a stacking heightof 243 m) . . . . . . L L, 24 543,4 m? (net)
West Bank {bas nd on 8 stacking height of 2.93 n ) e e e e 96 826,7 m? {net

Yotal .. . . . . . . .

OPEN STGRAGE )
3,52 heciares of open storage ground for rough goods.
PRE-COOLING FACILITIES

-cooling store “~r the export of citrus and deciduous fruit at No. 6 CGuay. The capacity of the cooling chambers
is 2 724 m?3,

DEPTH AT HARBOUR ENTRANCE
10,67 m ot LW.O.ST.

rr of 170 tons capacity.

Two pownrfui tugs equipped with salvage and {ira-fighting appliances, direction-finding apparatus and wireless
telegrap! and telephone. Two pilot tugs equipped with wireless telephone.

REPAIRING FACILITIES
Princess Elizabeth Graving Dock:—

Dxmensrons—Ovem | docking lencih . . . 198.5m
Length on keel blocks . 1921 m
Length on heoilom . 198,56 m
width at coping . 31.2m
Width at entrance top . . 27,2 m
Maximum width at siil leval | .. 22,9 m
Depth on entrance sill, HW.Q.S. T 10,2 m
Depth on inner sill, HW.0.S.7 e e e 10,2 m
A cdocking length of 208.2 = can be obtaineri by placing the caisson in the emergency stop at the »nirance.
Twio 15-ten and one 5-ton nlectri “.9 m gauge track are available. ¢
The dock can be emotind in four hours. i
Slipway— Lvnrw“ ‘m.‘,m L e L. 2225 m
fennth of cradle . L e 83,4 m
Draught on km. blocks, HW.O. S T —_—
Forward end . . L 3.5m
Atftend . . L L L L 5.7 m
Capacity . 610 tons

GRAIN ELEVATOR
Stprara o ncity 73 300 tenn

Ship b rat i 833 tons p* “our through 4 spouts
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i i ’l ) Crancs
VWharfaze : Lengin ’ L.W.C.S5.T. Lifting Caveuity H Geuge of
| m , m Voo (Ton: 1,007 hg.) ! Trach
EALT BANK : ! i !
. ' ' :
: i
FahWhart o o ... 160,7 | 6.1 [ - -
| i
No.2Quay(CBoam) . . . . ... ! 205,7 10,7 T — -
; i
: ! i [ 1 10 tons (eivtiing) PR ] 4.1m
No.3Guay o . . e e e 35,7 8.4 9 stons {elecuie: .. . 7
‘ S .
' 1
Ne. 4 Quay {Holy-tlutcsinzon) . . . . | 1w 85 Lot stems(slectiia) L. L L
| IR dtone (orsclrie) o . . .
No.JQuay « . . . . . . e . Loy 10,7 . —_ ! — —_—
H ;
i
BO.6QUIS « v u . e e e 56,9 10,7 {r1 | tttastelectia) . . . . 1 41m
B PO < tons (electric) . . ., o
Repair Quay v . .+ + .+ .« . . 168,7 9.1 ! — H -— R -—
i i .
WEST BANK 1 ‘l :
WetiGQuay « « v v v w4 e . . 4957,3 8,5 ‘ 1 l 20 tons (alectric) PR Y 4,1m
L b sensGesans L L G S -
Slipway Whart. . . . . . .+ . . £0,2 a6 ; — H —_ i
H ‘ {
New Commsrcial Borthio (S and T Berins) S 10,7 po—- — i -
H H
Oil Tankur Borth .+« . . . . . 253,1 i 10,7 l - ; - : -
et N T
AN At &
Limensions f‘ .
H . | Hurso-powor .
Typs and Hamo Yoar Dsacription Longih Greacth | Depih Tone , wi P ilang Spoed Romarks
ol Tinit Lt (Over- | (Moul- | (Moul- | nage Ehyinss ;
: all) dud) dedy i !
i :
. |
m. : m, ; m. Grown | Knaoia
i ! ) H
A T |
EABT-LONDON i ; E ;
. Py H i !
bd i
Tuge— °,
F. Behormbruckar <o 1237 Twin-sero.., slcol 47,01 10,08 5,18 1157 i 3o 13,23 -~
. ! . i i
E, 8, Stayiter ., . . . 1633 Twin-sciow, stsal £7,24 | 10,05 y 18 ;. ; 3220 13,20 —
N i
N i |
Pliot Tuga— f !
Hatey Cheadle + . . 1948 S1gis-scrow, sicel 24,33 5,33 ‘I 2,4 pacy) % 1A 8,00 | -
A.C.Cralgia . . Twin-scraw, stasi 25,14 618 | 289 b ! wou | Bl
! B !
HOT, VeHemsr o o 4§ 1632 1 Twinescrow, sieal | 85,14 515 | s { 7| 45 12,00, B,
) : ' | | | :

Lt ocilanaous Sreiti 4 lauaciios.
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HLREOUR 1865 - 1675
YIiR I.P0RTS EYE0LTS 0TAL TRAZD
IN ZaRZ0TL TOUS
1936 545 561 112 868 658 429
1537 €10 573 124 710 735 283
1938 616 584 123 833 743 317
1939 556 131 101 544 657 675
S40 397 061 85 064 482 125
1641 444 289 73 987 518 276
1642 311 582 150 735 462 347
943 293 440 58 842 352 232
44 206 813 33 705 245 515
1945 3C8 205 72 823 381 ¢28
546 509 473 193 235 702 10
G417 576 931 114 439 691 37C
1948 315 278 130 141 945 419
1949 751 183 125 065 916 249
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1551 145 244 125 249 375 493
1952 873 717 135 948 1 009 665

953 876 936 151 233 1028 221
1954 862 629 242 876 1 105 505
955 897 141 270 9381 1 168 122
26 920 159 258 446 1178 605
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958 1 ¢OT 883 407 265 1 415 148
3959 951 825 384 427 1 336 252
1560 817 854 357 816 1175 670
1961 814 950 460 011 1 274 961
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IVPORTS BY COUNTRIES (R.MILLION)

_230'_

APPENDIX NO. 8

(S,A. EXPORTS)

(ANALYSIS OF TRENDS)

Africa (Total)
Burope {Total)

Common Market Countries

United Kingdom
Sweden
Switzerland

West Germany

America

United States
Canada

Other America

Asia (Total)

Japan
Other

Oceania (Total)

Australia

New Zealand

Unspecified

(S.4. YEARBOOK.

1974.

(8 months only)

1970 1971 1972 1973
131,2 127,8 151,3 122,8
1 392,0 51355 48952 1L 484,3
658,5 715’2 - -
560,6 670,6 590,5 469,5
45,1 43,9 43,8 34,4
49,6 56,0 62,7 44,3
408,9 408,9 - 413,0 368,8
423,8 469,71 466,6 343,6
10,5 47,3 41,3 29,2
3,6 5,0 3,6 259
409,8 538,4 543,0 463,1
221,2 292,1 267,1 253,17
188,6 246,72 260,3 14,6
65,3 14,2 15,7 68,2
60,5 - 62,2 70,6 63,4
4,8 12,0 5,1 -
25,8 20,1

PAGE 124)
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APPENDIX NO. 9

TOTAL OVERSEA TRAFFIC FOR ALL HARBOURS

(Figures for smaller harbours not given, but included in totals)

- Itz -

DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY TOTAL
1956 . Tons Tons Tons ~ Tons Tons Tons
Landed 4 280 255 920 159 1 491 728 3 008 529 No 9 700 671
Shipped 3 679 041 258 446 602 182 2 296 240 Figures 6 835 909
1957
Landed 4 244 061 999 331 1 499 171 3 047 232 No 9 189 195
Shipped 3 618 224 354 015 590 044 2 292 822 Figures 6 855 105
1958 )
Landed 4 571 355 1 003 526 1 829 911 3 169 867 No 10 574 659
Shipped 3 683 715 441 088 584 404 2 112 308 Figures 6 821 515
1959 '
Landed 4 269 333 949 370 1 777 089 2 899 130 No 9 895 522
. Shipped 3 744 003 384 584 572 490 1 823 563 Figures 6 524 640
1960 ‘
Landed 4 233 820 817 854 1 644 225 2 801 494 No 9 497 393
Shipped 4 026 518 357 816 874 218 1 864 377 Figures 7 102 929




APPENDIX NO. 9 (Cont.)

TOTAL OVERSEA TRAFFIC FOR ALL HARBOURS

(Figures for smaller harbours not given, but included in totals)

DURBAN EAST LONDON "PORT ELIZABETH CAPE TOWN WALVIS BAY TOTAL
1961 Tons Tons Tons Tons Tons Tons
Landed 4 453 988 814 947 1 552 712 2 699 181 No 9 520 828
Shipped 4 836 305 477 235 1 046 785 1 839 640 Figures 8 199 965
1962 ,
Landed 4 583 687 691 621 1 290 712 2 389 983 To 8 955 761
Shipped 5 888 264 565 022 1 116 454 2 153 926 Figures 9 723 666
1963
Landed‘ 6 815 923 182 831 1 867 425 2 545 826 No 12 012 005
Shipped 5 946 210 729 116 1 528 040 2 228 5715 Figures 10 431 941
1964 '
Landed 7 219 483 165 448 2 006 381 2 931 418 No 12 922 730
Shipped 7. 912 543 790 645 2 146 821 2 641 215 Figures 13 491 224
1965
Landed 9 334 148 1 147 311 2 240 978 3 011 587 447 983 16 384 125
Shipped T 673 540 278 309 2 399 818 2 024 384 135 164 13 177 687

AR A



APPENDIX NO. 9 (Conte)

TOTAL OVERSEA TRAFFIC FOR ALL HARBOURS

(Pigures for smaller harbours not given, but included in totals)

DURBAN EAST LONION PORT ELIZABETH CAPE TOWN WALVIS BAY TOTAL
1966 Tons Tons Tons Tons Tons Tons
Landed 9 431 972 1 065 873 2 128 329 3 715 015 513 862 17 071 497
Shipped 8 116 725 265 422 2 942 299 2 273 056 718 508 14 368 387
1967 -
Landed 9 920 185 1 086 721 2 246 982 4 169 270 527 052 18 212 029
Shipped 6 550 459 287 829 2 947 134 2 060 191 770 496 12 673 526
1968 '
Landed 3 536 444 570 117 1 332 261 2 013 916 260 739 T 526 572
Shipped | 8 901 935 1 628 462 3 626 111 3 453 366 761 695 19 433 910
1969 ’
Landed 3 027 109 634 337 1 349 996 1 856 406 211 433 T 143 358
Shipped 8 743 588 1 582 233 3 640 857 3 458 114 811 332 18 285 591
1970 . '
Landed 10 047 305 919 248 2 031 113 3 853 170 538 905 17 568 70(-
Shipped 9 895 379 546 555 4 160 125 2 848 203 701 265 18 179 681

- ¢cz - .



APPENDIX NO. 9 (Cont.)

TOTAL OVERSEA TRAFFIC FOR ALL HARBOURS

(Figures for smaller harbours not given, but included in totals)

DURBAN BEAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY TOTAL
1971 Tons Tons Tons Tons Tons Tons
Landed 16 939 015 328 104 2 864 296 5 479 546 166 467 27 220 409
Shipped 10 721 719 849 958 4 685 262 3 241 559 609 962 18 269 909
1972
Landed 17 803 985 1 362 607 2 890 898 5 322 426 T21 939 27 608 920
Shipped 11 296 471 1 790 516 5 083 645 3 620 347 506 685 21 815 536
1973 ’
Landed 16 963 269 1 210 752 2 754 391 4 718 363 727 129 25 894 518
Shipped 12 907 164 2 045 2490 5 519 494 4 065 561 507 902 24 607 060
1974
Landed 19 890 917 360 451 3 067 158 5 829 414 166 284 30 376 373
Shipped 12 538 042 527 061 6 770 268 3 382 496 638 258 23 223 874
1975 ‘
Landed 20 T12 493 591 199 3 319 971 6 394 559 148 362 32 163 583
Shipped 13 730 974 1 891 648 7 106 496 4 087 981 7196 047 26 819 579
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APPENDIX NO, 10

TOTAL COASTWISE TRAFFIC FOR ALL HARBOURS

(Figures‘for smaller harbours not given, but included in totals)

DURBAN EAST LONDON PORT ELIZABEIH CAPE TOWN WALVIS BAY TOTAL

1956 Tons Tons Tons Tons Tons Tons !
Landed 126 697 112 754 158 744 314 031 61 733 885 383 . U
Shipped 464 664 27958 66 513 247 643 56 231 885 383 (
1957
Landed 133 854 113 292 166 730 338 587 17 286 939 425
Shipped 519 185 23 673 . 69 076 243 468 48 853 939 425

1958 ‘
Landed 125 141 110 410 172 179 335 183 T4 803 922 922
Shipped 528 234 24 328 16 395 233 680 39 536 922 922

1959
Landed 130 633 114 282 172 993 348 533 94 585 955 921
Shipped 5471 175 35 216 80 662 223 412 49 536 955 921

1960 .
Landed 147 158 117 467 © 187 163 362 232 94 857 1 011 011
Shipped 574 381 32 975 - 88 126 246 671 50 511 1 011 011




APPENDIX NO. 10 (Cont.)

TOTAL COASTWISE TRAFFIC FOR ALL HARBOURS

f(Figures for smaller harbours not given, but included in totals)

DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY TOTAL
1961 Tons Tons Tons Tons Tons Tons
Landed 156 979 129 738 179 630 394 200 96 961 1 065 625
Shipped 616 942 20 998 98 927 257 370 53 381 1 065 625
1962
Landed 170 913 132 111 196 439 389 580 89 274 088 288
Shipped 636 173 22 352 , 111 519 250 455 49 546 1 088 288
1963 *
Landed 186 963 142 125 219 649 455 705 87 116 1 186 808
Shipped 721 885 26 189 120 844 239 116 62 609 1 186 808
1964 .
Landed 227 789 164 806 251 048 486 946 108 837 1 362 339
Shipped 181 256 33 197 133 323 320 844 . 74 811 1 362 339
1965 .
Landed 217 504 178 741 263 019 , 508 506 - 125 647 416 549
Shipped 824 771 33 437 119 273 327 163 89 119 1 416 549

- otz -



(Figures for smaller harbours not given, but included in totals)

APPENDIX NO. 10 (Cont.)

TOTAL COASTWISE TRAFFIC FOR ALL HARBOURS

DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY TOTAL
1966 Tons Tons ‘Tons Tons Tons Tons
Landed 217 418 182 000 253 379 544 665 134 161 1 454 133
Shipped 850 177 32 001 129 560 321 191 101 918 1 454 133
1967
Landed 222 147 181 720 259 854 559 396 140 805 1 485 676
Shivped 872 870 32 937 130 897 324 264 107 088 1 485 675
1968 ’
Landed 238 167 177 603 255 803 529 536 138 758 1 462 070
Shipped 858 677 31 651 137 417 308 852 107 542 1 462 070
1969
Landed 264 505 181 402 261 410 552 066 149 906 1 535 485
Shipped 882 302 33.989 135 811 334 115 124 762 1 535 485
1970
Landed 281 285 185 950 269 506 581 718 119 216 1 573 964
Shipped 924 605 34 131 144 253 329 360 118 663 1 573 964

- 1€z -



APPENDIX No. 10 (Cont.)
TOTAL COASTWISE TRAFFIC FOR ALL HARBOURS

(Pigures for smaller harbours not given, but included in totals)

-.gte -

DURBAN EAST LONDON PORT ELIZABETH | CAPE TOWN WALVIS BAY | TOTAL
1971 Tons Tons Tons Tons Tons Tons
Landed 310 860 204 500 274 678 575 535 122 757 1597 560
Shipped 926 315 37 251 162 267 355 787 115 940 1 597 560
1972
Landed 330 817 215 642 286 184 637 420 126 992 1 681 415
Shipped | 1 011 203 . 45 853 152 035 377 585 94 139 1 681 415
1973 .
Landed 297 536 203 828 301 767 146 317 114 282 1 764 975
Shipped | 1 139 490 48 239 144 825 336 288 96 133 1 764 915
1974
Landed 387 988 229 649 334 2971 812 641 144 449 2 029 261 -
Shipped | 1 250 292 50 173 148 668 441 845 138 283 2 029 261
1975 | | |
Landed 380 076 207 612° 344 640 874 859 145 333 2 092 427
Shipped | 1 323 371 32 047 129 928 459 123 147 958 2 092 427




APPENDIX NO., 11

CARGO (HARBOUR TONS) SHIPPED COASTYWISE

¢ = Coasters: 0/S = Other -Ships.

Financial Year ended 3lst March 1971

Notes

SHIPPED OUTWARD FROM: 10 DURBAN EAST LONDON PORT ELIZABETH CAPT TOLN WALVIS BAY

GENERAL CARGO$

DURBAN c - 125 902 179 314 451 925 70 922
0/s - 15 120 11 830 20 792 325

EAST LONDON c 10 713 - 3565 6 413 374
0/s 5 011 - 2 019 8 828 15

PORT ELIZABETH c 84 368 9 544 - 46 978 421

' 0/S 7 401 6 829 - 5 877 461 -

CAPE TOWN c 112 443 38 939 65 473 - 46 268

. 0/s 4 698 4 938 5911 - 497

WALVIS BAY C 75 184 3 011 4 920 22 939 -
0/s 901 235 1 456 1 166 -

GENERAL CARGO c 292 180 177 318 253 336 53T 656, 121 399
0/s 18 077 27 122 21 342 37 879 1 358

TOTAL GENERAL CARGO LANDED 310 860 204 500 274 678 575 535 122 757

TOTAL GENERAL CARGO SHIPPED 926 315 37 251 162 267 355 787 115 940

TOTAL GENERAL GARGO HANDLED 1 237 175 241 751 436 945 931 322 238 697

Statistics from Kossel Bay, Port Nolloth, Luderitz, Lamberts

are not given but they are included in the Totals.

Bay, Saldanha Bay, St. Helena Bay

- 652 -



¢ = Coasters: 0/S = Other Ships.

CARGO (HARBOUR TONS) SHIPPED COASTWISE

APPENDIX NO.

Financial Year ended 31lst March 1972

SHIPPED OUTWARD FROM: O DURBAN EAST LONDON | PORT ELIZABETH | CAPE TOWN FALVIS BAY
GENERAL CARGO:
DURBAN c - 148 677" 188 022 523 202 69 065
0/s - 11 132 13 562 8 602 3153
EAST LONDON c 14 065 - 39 15 174 283
0/s 3 806 - 2 300 9 379 16
PORT ELIZABETH ¢ 18 051 889 - 47 984 103
0/s 10 743 7,983 - 5 822 211
CAPE TOWN ¢ 146 754 40 208 69 741 - 49 563
0/s 3 909 2 207 3 956 - 185
WALVIS BAY ¢ 53 090 3 628 6 159 20 920 -
0/s 1156 117 412 1 600 -
GENERAL CARGO ¢ 311 203 194 203 265 954 611 587 123 1134
. 0/s 19 614 21 439 20 230 25 833 3878
TOTAL GENERAL CARGO LANDED 330 817 215 642 286 184 637 420 126 992
TOTAL GENERAL CARGO SHIPPED 1 011 203 45 853 152 035 377 585 94 139
TOTAL GENERAL CARCO HANDLED 1 342 020 261 495 438 219 1 015 005 221 731

Note: Statistics from Mossel Bay, Port Nolloth,; Luderitz,

are not given but they are-included in the Totals.

Lamberts Bay, Saldanha Bay, St. Helena Bay

- ove ~



¢ - Coasterss 0/S = Other Shivs.

C4RGO (HARBOUR TONS) SHIPPED COASTYISE

APPENDIX NO,

13

Financial Year ended 31 March 1973

SHIPPED OUTWARD FROMs 70 DURBAN EAST LONDON | PORT ELIZABETH CAPE TOWN WALVIS BAY
GENERAL CARGO:
DURBAN c - 155 332 220 343 633 055 65 113
o/s - 3 908 7.995 8 288 218
BAST LONDON c 18 594 - 2 18 647 300
0/s 3 014 - 1 276 6 034 51
PORT ELIZABETH ¢ 17 072 197 - 42 013 9
0/s 10437 5 469 - 9 083 425
CAPE TOWN ¢ 119 795 31 933 63 810 - 43 796
0/s 3382 2 341 3 563 - -
WALVIS BAY ¢ 55 208 3971 3014 22 343 -
0/s 196 76 421 2 530 -
GENERAL CARGO C 280 507 192 034 288 506 720 098 113 582
0/ 17 029 11 794 13 261 26 219 700
TOTAL GENERAL CARGO LANDED 297 536 203 828 301 167 146 317 114 282
TOTAL GENERAL CARGO SHIPPED 1 139 490 48 239 144 825 336 288 96 133
TOTAL GENERAL CARGO HANDLE. 1 437 026 252 067 446 592 1 082 605 210 415

Notet Statistics from Mossel Bay, Port Nolloth, Luderitz, Lamberts Bayy; Saldanha Bay, St. Helena Bay

are not given but they are included in the Totals.

- Ive T



C = -Coasters:

0/S = Other Ships.

CARGO (HARBOUR TONS) SHIPPED COAST.ISE

APFENDIX NO. 14

Financial Year ended 31 March 1974

SHIPPED OUTWARD FROM: . TOs DURBAN EAST LONDON | PORT ELIZABETH CAPE TOWN WALVIS BAY
GENERAL CARGO:
DURBAN ¢ - 171 988 243 415 704 987 68 839
0/s - 4 660 4 117 8 151 1177
EAST LONDON ¢ 24 743 - 583 17 407 354
0/s 2 157 - 2 445 2 002 439
PORT ELIZABETH ¢ 92 968 2 546 - 34 252 279
0/s 5 899 4 242 - 7320 976
CAPE TOWN ¢ 163 463 36 961 17 104 - 67 341
o/s 4 114 1872 1 846 - 2 279
WALVIS BAY ¢ 83 507 7 100 3 984 31 516 -
o/s 4 120 13 13 2 146 -
GENERAL CARGO c 371 698 218 862 325 816 791 797 139 171
-0/8 16 290 10 187 8 481 20 844 5 218
TOTAL GENERAL CARGO LANDED 387 988 229 649 334 291 812 641 144 449
TOTAL GENERAL GARGO SHIPPED 1 250 292 50 173 148 668 441 845 138 283
TOTAL GENERAL MARGO HANDLED 1 638 280 279 822 482 965 1 254 486 282 732

Notes

Statistics from Mossel Bay, Port Nolioth, Luderite,

are not given but they are included in the Totals.

Lamberts Bay, Saldanha Bay, St. Helena Bay

- zvz -



G = Coasterss 0/S =

APPENDIX NO, 15
CARGO (HARBOUR TONS) SHIPPED COASTISE
Financial Year ended 31 March 1975

Other Ships

SHIPPED OUTNARD FROM: TO 3 DURBAN EAST LONDON | PORT ELIZABETH CAPE TOWN WALVIS BAY
GENERAL CARGO: 4
DURBAN C - 160 739 230 251 180 677 75 981
| o/s | - 3420 6 468 4 833 8 361
EAST LONDOW ¢ 18 955 - 215 10 594 22
0/s 990 - 616 584 11
PORT ELIZABETH c 88 695 279 - 33 168 1 508
0/s 1 005 818 - 3 818 34
CAPE TOVN C 170 762 32 606 98 951 - 54 110
0/s 4 592 1 498 1163 - 4 152
WALVIS BAY Cc 80 038 T 923 6 528 36 812 -
/s 1907 12 305 436 -
GENERAL CARGO c 365 609 201 864 336 058 865 188 132 115
o/s 14 494 5 748 8 552 9 671 13 218
TOTAL GENERAL CARGO LANDED 380 076 207 612 344 640 8174 859 145 333
TOTAL GENERAL CARGO SHIPPED 1 323 371 32 047 129 928 459 123 147 958
TOTAL GENERAL CARGO HANDLED 1 703 447 239 659 474 568 1333 982 293 291

Notes Statistics from Mossel Bay, Port Nolloth, Luderitz, Lamberts Bay, Saldanha Bay, St. Helena Bay

are not given but they are included in the Totals,

T the
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APPENDIX NO. 16

SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.A. AND S.%.A.

ENDED 31 MARCH 1971

FINANCIAL YEAR

DURBAN EAST LONDON _ PORT ELIZABETH  CAPE TOWN  WALVIS BAY
 ARRIVALS: Ocean—going 4 997 1116 1 563 3 823 923
Coasters 588 234 453 628 108
 Trawlers and Whalers 1 661 34 408 3 933 251
Total 1246 1 384 2 424 8 384 1 282
PASSENGERS: Disembarked 57 088 2 850 14 143 36 046 366
LIVESTOCK: Landed. 218 - - 560 -
CARGO LANDED: General Cargo (incl. oil) 16 549 066 | 1 253 439 2 680 028 4 _T47_139 140 544
Pertilizers 88 971 - 160 42 627 -
Sulphur 78 074 23 194 28 366 -
' Grain 47 040 28 521 25 984 4002 -
Timber 172 800 37 483 28 153 104 7179 25 923
Coal 125 682 531 165 -
Rice - - - - —
Steel - - - - -
Cement - - v - -
Railway Material 3 064 8 629 4 095 14 628 -
Total b 16 939 015 | 1 328 104 2 864 296 5 479 546

LT e -



APPENDIX NO.

17

.SHTPPING AND CARGO (TONS) AT PRINGIPAL HAREOURS OF S.A. AND S.%.A.

FINANCIAL YFAR ENDED 31 MARCH 1972

A DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY
ARRIVALSs Ocean-going 4 189 1 038 1 440 3 185 899
Coasters 563 193 345 569 113
Trawlers and Whalers 1 370 29 313 2 999 190
Total & 722 1 260 2 098 7 353 1 202
PASSENGERSs Disembarked 55 392 2 237 8 369 34 686 486
LIVESTOCK: Landed 59 - - 146 21
CARGO LANDED: General Cargo(incl.oil)!1l7 099 956 1 257 928 2 578 999 4 586 056 681 991
Fertilizers 122 057 - 351 51 888 -
Sulphur 84 051 - 347 21 110 -
Grain o - - 4 500 -
Timber 140 594 . 32 110 19 163 80 803 28 302
Coal - - 255 316 525330 -
Ripe 60 344 - 1 27 921 -
Steel 207 317 45 953 31 175 12 110 748
Cement 69 689 1 175 42 917 898
Railway Material 19 917 25 441 4 898 11 785 -
Total 17803 985 1 362 607 2 890 898 5 322 426 721 939

- &y
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~ APPENDIX N0, 18 ,
SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.4, AND S.V.A.
FINANCIAL YEAR ENDED 31 MARCH 1973

T9ve -

, DURBAN EAST LONDON PORT ELLZABETH CAPE TOWN WALVIS BAY
ARRIVALS: Ocean—-going | 4 427 9959 1 373 3 718 901
Coasters 624 138 401 578 80
Trawlers and Whalers 1 168 ' 32 246 1326 11
Total b 6 219 1 179 X 2 020 5 622 1 052
PASSENGERS: Disembarked 47 894 2 269 5 436 21 283 345
LIVESTOCK: Landed 53 - - 474 29
CARCO LANDED: General Cargo(incl. oil) 16 405 274 1 162 778 2 383 551 4 024 550 697 117
Fertilizers 213 655 - 67 44 178 v

Sulphur 16 665 s 2 516 ° 27 251 -
Grain - - - 5 625 -
Timber 114 579 26 311 16 302 15 416 13 353
Coal - - 328 898 497 155 -
Rice ‘ 81 989 - 857 30 817 -
Steel 50 820 4 923 17 436 337 2 443
Cement - 19 31 8 067 14 216
Railway Material 20 287 16 721 4733 4 967 -
Total __16 963 269 1 210 752 2154 391 4 718 363 727 129




SHIPPING AND CARGO (TONS) AT PRINGIPAL HARPOURS OF S.A. AND S.W.he

APPENDIX NO. 19

PINANCIAL YEAR ENDED 31 MARCH 1974

DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY
ARRIVALSs Ocean-going 4 534 829 1413 3 640 1131
Coasters 511 202 390 584 101
Trawlers and Whalers 1 299 17 286 1 360 28
Total 6 410 1048 2 089 5 584 1 260
PASSENGERS: Disembarked 49 570 1 729 3 140 17 461 318
LIVESTCCK: Landed 06 . o= - 602 40
CARGO LANDED: General Cargo(incl. oil) | 18 993 599 1 306 899 2 644 258 5 249 210 139 516
Fertilizers 18 639 426 21 59 705 - .
Sulphur 30 916 - - 28 877 -
Grain - - - 24 115 -
Timber 210 585 35 465 20 922 110 662 11 057
Coal 2 145 38 316 538 284 239 -
Rice 35 933 - - 33 142 -
Steel 518 448 17 623 78 884 32 506 3 297
Cement - - _ - 665 12 414
Railway Material 20 652 - 6 _535 5 653 -
Total 1 360 451- 3.067 158 5 829 414 766 284

19 890 917
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APPENDIX NO. 20

SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.A. AND S.W.A.

FINANCTIAL YEAR ENDED 31 MARCH 1975

- g8ve -

DURBAN EAST LONDON PORT ELIZARETH CAPE TOWN  WALVIS BAY
ARRIVALSs Ocean-going 4 056 834 1 303 2 919 317
' Coasters 533 176 355 511 92
Trawlers and Whalers 1 417 30 542 2 038 157
Total 6 006 1040 2 200 5 528 1 166
PASSENGERS: Disembarked v 54 010 1859 3 211 22 855 58
LIVESTOCK: Landed 64 - 148 1 978 127
CARGO LANDED: General Cargo(incl.oil)| 19 217 831 1 520 198 3 165 966 5 752 046 |- 720 891
Fertilizers - 215 689 - 25 48 844 -
Sulphur 121 958 - - 19 129 -
Grain - o - B 646 -
Timber 163 067 55 698 10 418 90 740 10 166
Coal 8 ~ ' 14 253 857 -
Rice | 25 242 - - 25 569 =
Steel | 624 626 16 263 143 548 182 875 17 305
Coment | ‘ - - - 2 553 -
Railway Material 344 072 - - 10200 -
Total 20 712 493 1 591 199 3 319 971 . | 6 394 559 148 362




L . APPENDIX N0. 21
SHIPPING AND CARGO (TONS) AT PRINGIPAL HARBOURS OF S.A. AND S.¥W.A.
FINANCIAL YBAR ENDED 31 MARCH 1971

T 6¥eT

. 3 DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY
PASSENGERS: Embarked : 40 446 2 706 8 084 30 326 472
LIVESTOCK: Shipped 361 8 - 169 60
CARGO SHIPPED: General Cargo(incl.oil) | 3168 891 117 789 ’ 208 578 939 734 96 543

"Fertilizers ) 5 877 - — 4 581 -
MAIZE AND MATZE Products 441 231 559 908 - 213 811 -
Grain other than maize 97 164 7 388 282 , 76 -
Ofher produce 405 341 21 940 29 611 123 838 40 247
W<;01 68 514 64 325 : 96 691 35 796 1 367
Skins and Hides ' 28 674 3 694 39 023 19 073 6 287
Wattle bark 12 507 1 568 - - -
Wattle bark extract ' 55 147 - e - o
Fish products : — - - 38 219 189 311
Sugars In bulk 611 505 - - - -
In containers ’ 300 715 o~ o - —
Fruits Citrus ' 134 802 25 310 85 632 194 994 -
Deciduous . - 68 43 629 385 108 -
Dried ~ - - 10 978 -
Other 310 11 830 - - -
Bunker Coal ) e - - 46 125, =



ppe

APPENDIX 0. 21 (Cont.)

SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.A. AND S,W,A.

Cargo Coal: Coastwise
- Foreign
Bunker 0il

Ores and Minerals

Total

FPINANCIAL YZAR ENDED 31 MARCH 1971

DURBAN EAST LONDON PORT BELIZABETH CAPE TOWN WALVIS BAY
- - - 305 -
1 463 537 ~ - - -
2 559 075 11 578 41 289 157_920 56_259
1 367 935 24560 4 140 437 70 383 219 948
10 721 719 849 958 4 685 262 3 241 559 609 962

T 06z -



APPENDIX NO, 22

"SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.A. AND S.W:A.
e

PASSENGERS: Embarked
LIVESTOCK: Shipped
CARGO SHIPPED: General Cargo(incl.oil)

Fertilizers
MAIZE AND MAIZE products
Grain other than maize
Other produce
Wool
Skins and Hides
Wattle bark
Wattle bark eXtract
Fish products
Sugar: In bulk
In containers
Fruits Citrus
Deciduous
Dried
Other

Bunker Coal

FINANCIAL YRAR FNDED 31 MARCH 1972

1G2”

DURBAN EAST LONDON PORT ELIZABETI CAPE TOWN WALVIS BAY
47 026 2 297 8 389 29 149 404
162 - - 16 244
4 033 081 136 417 226 404 1 123 607 T1 590
8 636 - - 13 786 -
961 241 1 370 141 19 713 255 327 -
257 836 88 157 4 989 578" ~
434 363 53 670 34 442 131 694 15 846
53 246 52 304 81 309 24 543 111
36 863 3535 45 141 21 334 3 851
1 718 1 360 ~ - -
64 971 - - ~ -
- - - 58 012 159 089
738 181 - - - -
308 305 - - - -
115 719 35 034 98 595 284 554 -
- - 78 825 586 431 -
- o - 13 471 -
859 14 670 - - -
- - - 27 182 -




SHIPPING AND CARGO (TONS) AT PAINGIPAL HARBOURS OF S.A. AND S,.W.A,

APPENDIX NO., 22 (Cont.)

Cargo Coal: Coastwise
Foreign
Bunker 0il

Ores and Minerals

Total

FINANCIAL YEAR ENDED 31 MARCH 1972

DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY

- — - 241 -

959 603 =~ - - -
2 199 938 15 871 371 153 1 024 334 50 352
1 121 905 18 757 4 456 474 72 653 205 180
11 296 471 1 790 516 5 083 645 3 620 347 506 685

SR ATAR



PASSENGERS ¢

APPENDIX NO., 23

SHIPPING AND CARGO (TONS) AT PRINGCIPAL HARBOURS OF Sohe AND SoWeA.

Embarked

LIVESTOCKs Shipped

CARGO SHIPPED: General Cargo(incl.oil)

Fertilizers

MAIZE AND MAIZE Products

Grain other than maize

Other produce
Wool
Skins and Hides
Wattle bark
Wattle bark extract
Iish products
Sugars In bulk
In containers
Fruits Citrus
Deciduous
Dried
Other

Bunker Coal

FINANCIAL YEAR ENDED 31 MARCH 1973

gz -

DURBAN BAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY

45 846 1 940 5 156 16 885 456

351 - - - 318

4 873 822 153 586 215 761 950 716 139 641
24 401 - - 10 410 -

1 347 071 1 694 944 260 585 701 832 -
208 331 8 467 7323 41 494 -
449 036 46 961 22 938 159 274 13 156

55 649 58 399 106 066 24 150 1 347
36 860 2571 49 948 2l 243 3 560
1 551 2 250 - - -
59 101 - - - -

- - - 85 281 125 836
913 422 - - - -
361 311 - - - -
131 661 32 063 127 079 251 124 -
- - 120 803 621 364 =
- - - 12 521 -
297 12 150 - 56 -
- - - 14 474 -




SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.Ah. AND S.VW.A.

APPENDIX NOo. 23 (Cont.)

Cargo Coals Coastwise
i Foreign
Bunker 0il

Ores and Minerals

Total

FINANCIAL YEAR BNDED 31 MARCH 1973

DURBAN BAST LONIDON PORT ELIZABRTH  CAPE TOWN  WALVIS BAY

- : - -~ 283 -

1179 440 - = R =
2 061 446 12 081 46 171 | 1 106 687 51 173
1202 723 21 162 4 622 820 53 652 173 189
12 907 164 2 045 240 5519 494 | 4 065 561 207 902

- ¥4z




PASSENGERS¢

APPENDIX NO.

24

SHIPPING AND CiRGO (TONS) AT PRINGIPAL EiNBOURS OF Se.ie AND S.%. Ao

Embarked

LIVESTOCK: Shipped
CARGO SHIPPEDs General Cargo(incl.oil)

Fertilizers
MATZE AND MATZE Products
Grain other than maigze
Other produce
Wool
Skins and Hides
Wattle bark
Wattle bark extract
Fish products
Sugars In bulk
In containers
Fruite Citrus
Deciduous
Dried
Other

Bunker Coal

FPINANCIAL YEAR GNDED 31 LARCH 1974

DURBAN BAST LONDON PORT ELIZABETH CAPE TOWN  WALVIS BaY
41 546 1 939 1 818 18 318 369
112 - - - 116
6 022 994 149 816 224 345 933 556 22 503
41 176 - - 15 296 -
508 694 154 986 26 267 32 971 -
134 384 84 749 . - 155 951 -
234 995 28 816 15 036 187 090 20 580
47256 38 562 87 317 15 819 171
30 241 302 40 580 15 213 2 411
1972 1 545 - - -
59_306 - - - -
- - - 114 704 343 135
810 865 - - - -
329 359 -~ - - -
171 032 27 676 94 703 233 173 -
- - 81 226 510 632 -
- - - 14 959 -
187 16 818 1 374 8 953 -
- - _ 16 224 -

662~



SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.i. AND S.W.hs

APPENDIX No. 24(Cont.)

Cargo Coals: GCoastwise
Foreign
Bunker 0il

Ores and Minerals

- Total

FPINANCIAL YEAR ENDED 31 MARCH 1974

CAPE TOWN

DURBAN EAST LONDON PORT ELIZABETH WALVIS BAY

- - - 263 -

1 404 123 - - - -
1935 708 6 567 54 593 1071 920 67 839
805 750 17 164 6 144 821 55 166 181 019
12 538 042 527 061 6 170 268 3 382 496 638 258

T 96z T



PASSENGERS:

SHIPPING AND CGARGO (TONS) AT PRINCIPAL HARBOURS OF S.A. AND S.W.A.

APPENDIX NO. 25

Embarked

LIVESTOCKs Shipped

CARGO SHIPPED: General Cargo(incle.oil)

Fertilizers

MATIZE AND MAIZE products

Grain other than maize

Other produce
Viool -
Skins and Hides
Wattle bark
Wattle bark extract
Fish products
Sugars In bulk
In containers
FPruits Citrus
Deciduous
Dried ﬁ
Other

Bunker Coal

FINANCIAL YRAR ENDED 31 MARCH 1975

DURBAN EAST LONDON PORT ELIZABETH CAPE TOWN WALVIS BAY
36 263 1 984 3 345 21 307 65
2 447 - - - 233
5 876 892 120 388 214 247 1 097 406 71 651
8 135 - - 52 118 -

1 225 862 1 1 511 025 99 626 714 -
177 573 51 177 - - -
428 309 50 709 12 630 119 944 11 853

46 230 33 968 65 265 9 163 2
29 221 390 36 082 13 019 €20 -
3 614 409 - - -
56 171 - 20 - -
- - - 104 319 383 548
519 920 - - - -
142 689 - - - -
164 791 32 266 131 082 301 066 -
156 - 68 046 495 988 -
- - 9 1 796 -
635 5 911 176 21 732 -
- - - 12 315 -

T LGe T



SHIPPING AND CARGO (TONS) AT PRINCIPAL HARBOURS OF S.A. AND S.W.A.

APPENDIX NO. 2%(Cont.)

Cargo Coal: Coastwise
Foreign
Bunker 0il

Ores and Minerals

Total

FINANCIAL YBAR ENDED 31 MARCH 1975

DURBAN _ EAST LONDON PORT ELIZABLIH CAPE TOWN WALVIS BAY
12 663 - - 105 -
1 472 127 - 10 541 - ~
2 588 974 20 221 62 450 1 145 280 81 932
916 433 65 123 6 505 849 85 114 246 441
13 730 974 1 891 648 7 106 496 4 087 981 796 047

gse



APPENDIX NO, 26

BERTH OCCUPANCY s BAST LONDON HARBOUR

(ACCORDING TO WORKING HOURS AVAILABLE AND WORKING HOURS OCGUPIED AT BERTHS )

MONTHLY PERCENTAGE OCCUPANCY

1971
Berths Jan. Feb. Mrch. Apx, May June July Aug, Sept. Octe Nov, Dec. Av

East Banks .
L 5553 | .55,2 | 65,7 66,1 [ 76,0] 61,8 | T1,1 | 69,5 | 558 11,6 | 61,0 | 61,1 | 64,2,
KM 4954 59,8 3651 36,8 54,21 45:4 50,2 47,3 42,9 5543 10,7 68,0 | 51,3 »
KC 44,1 | 42,3 | 49,0 51,5 | 4454) 5T,1 | 56,7 | 45,1 | 32,5 5553 | 60,6 | 63,0 | 50,1 \C
I 38,2 59,3 | 38,4 40,9 50,11 57,0 | 42,8 62,4 34,9 68,0 48,0 62,6 | 50,2
G 48,2 1154 61,4 1244 60,91 64,9 1351 64,9 43,8 6943 5950 63,0 | 62,7
F 61,4 | 68,3 5451 5959 55,11 70,8 79,8 66,8 5154 TTs5 3751 62,2 | 62,3
West Banks - ' )
N 4643 56,6 46,6 5753 55T 1 5TsT 5359 56,4 10,2 4049 4640 62,8 | 54,2
0 26,0 18,0 44,6 3643 25, 7| 59,1 4654 2953 10,5 4753 16,3 30,4 | 3245
P 11,4 69,8 3958 61,8 35,0 1 42,4 6053 6853 1555 46,0 4749 5451 | 48,5
R 5291 ’ 48a4 5894 6595 6796 6998 5993 58$2 5699 593 3897 4894 5244
Other Berths:
T(Grain Elevator) 8,2 43,4 | 11,9 30,7 69,1 | T0,4 | 63,7 3959 6954 65,0 8057 96,6 | 54,1
s (Sundries) 17,2 | 43,6 | 4,5 43,3 | 48,0 | 64,6 | 26,1 | 25,1 | 26,7 1753 | 5955 | 62,7 | 41,6
0il Tankers 10,2 24,6 | 17,4 5,5 | 33,71 45,5 | 21,0 3442 | 3952 5455 | 1554 | 42,4 | 33,6
Graving Dock 83,5 | 4453 32,9 34417 84,0 | 94,1 87,2 52,9 84,2 10,2 29,8 94,5 | 61,0
¢ (Coal) 0 60,0 20,1 39,6 0 6,5 8,2 10,5 2,5 0 52,9 0 16,7
Average

(40,8) (51,0) (38,7)  (46,8) (50,6)(57, 8) (53,3) (48,7) (42,4) (49,6) (72,2) (58,1) (49,9)



(ACCORDING TO WORKING HQURS AVAILABLE AND WORKING HOURS QCGUPIED AT BERTHS)

BERTH OCCUPANCY s

APPENDIX NO.

21

BEAST LONDON HARBOUR

MONTHI,Y PERCENTAGE OCCUPANCY

- 09¢ -

1972

Berths Jan. Feb, Mrch, Apzx. May |June July Aug. Septe Octe Nove Dec, Ave
Bast Banks A
L 52,6 69,6 | 44,2 66,8 60,8 | 48,2 3955 | 57159 63,8 51,4 5952 | 6353 | 56,4
KM 4446 42,5 | 5157 58,4 37,6 | 40,1 41,1 | 54,7 36,9 27,3 2951 14357 | 42,8
KG 21,3 24,9 | 33,4 39,8 47,6 | 4052 40,8 | 29,1 41,1 48,9 61,7 | 4459 | 3955
I 31,9 34,4 | 5554 3444 42,8 | 33,7 44,6 | 3955 28,4 48,5 45,5 | 52,5 | 41,0
G 4556 5657 | 4259 6154 46,6 | 48,8 39,2 | 4452 4047 47,6 5050 | 38,6 | 46,9
r 5254 47,9 | 51,2 18,1 4659 | 41,9 40,2 { 4755 5154 45,1 5556 | 5254 | 50,9
West DBanks ' A A
N 4052 5154 | 53,7 60,2 53,0 { 5759 42,6 | 41,0 39,8 2345 55,8 | 32,8 | 46,0
0 37,50 18,2 | 23,3 30,0 46,9 | 25,6 18,4 | 27,9 16,1 36,8 34,6 | 20,0 | 27,9
P 54,42 48,9 | 5256 31,8 41,1 | 31,2 18,8 | 27,8 58,1 23,2 30,6 | 44,5 | 38,6
R 48,9 4846 6,0 59,8 58,5 | 42,4 5355 | 9253 19,6 3756 5755 | 5859 | 4553
Other Berthss
T(Grain Elevator) 85,2 86,7 | 53,2 58,3 48,1 8,4 45,5 | 51,7 35,6 88,6 5052 | 73,9 | 57,2
S (Sundries) 5756 9859 |- 55,9 1359 22,5 66,1 82,2 51,1 4751 9245 1056 55,0 64,5
0il Tankers P\ 36,7 | 5557 43,8 42,9 | 33,7 48,8 | 22,8 3351 68,3 2655 | 34,4 | 39,6
Graving Dock 40,5 27,9 | 9755 74,0 | 100,0 |100,0 1555 110050 5253 2354 27,3 | 48,6 | 63,9
¢ (Coal) 0 ol. © 0 0 0 1,1 0 0 0 0 0 0,1
Average (42,6)  (46,2) (45,5) - (51,4) (46,4) (41,2) (42,1) (43,2) (37,6) (44,2) (43,6) (44,2) (44,0)



APPENDIX NO. 28

BERTH OCCUPANCY s EAST LONDON HARBOUR

(ACCORDING TO VORKING HOURS AVAILABLE AND WORKING BOURS QGCUPIED AT BERTHS)

MONTHLY PERCENTAGE OCCUPANCY

- I9c¢-

1973

Berths Jan. Feb, Mrch, Apro Vay {June July | Aug. Septe Oct. Mov, Dec. Avo
East Bank:
L 52,7 | 6057 | 65,9 5652 48,5 | 52,6 | 32,9 | TT+4¢ 51,3 34,7 ] 5951 | 6054 | 5453
KM 24,5 | 48,8 | 52,2 5256 34,9 | 48,6 | 4354 | 56,31 45,4 3352 1 57,0 | 43,1 | 45,0
KC 3854 | 50,9 | 3457 4155 2844 | 47,2 | 35,8 | 36,2) 38,3 48,8 | 46,1 | 45,8 { 41,0
I 41,8 | 35,5 1 34,6 49,8 40,6 | 4452 | 43,4 | 47,9 50,1 3651 | 35,2 | 68,9 | 44,0
G 3653 | 56,5 | 4952 6355 50,7 | 5456 | 3952 | 57,91 45,8 42,0 | 49,0 | 29,9 | 47159
F 36,5 | 50,8 | 61,8 5859 43,8 | 52,4 | 2752 | 54,9 46,0 3959 1 5458 | 4052 | 4753
West Banls -
N 44,9 | 30,7 { 22,8 | 49,1 | 68,8 | 30,5 | 33,9 | 64,8 58,9 | 26,8 | 42,6 | 44,1 | 43,2
0 21,7 | 36,3 | 53,6 5152 5850 | 30,0 | 58,4 1 28,2 50,9 29,8 { 25,9 951 | 38,3
P 43,7 | 24,7 | 6755 43,3 30,2 | 36,3 | 30,8 | 61,6 41,2 40,9 | 5649 | 42,4 | 43,3
R 5249 | 49,1 | 35,1 53,3 40,9 | 65,1 | 32,4 | 69,8] 48,6 3598 | 5457 | 60,4 | 49,8
Other Berths: ' ;
T (Graiﬂ Elevator) 9353 9855 99,2 9556 12,8 3754 18,4 447 17,9 14,1 0 58,1 50,8
S (Sundries) 92,4 | 82,4 | 80,2 88,8 13,0 | 17,2 8,1 | 13,0 39,2 17,9 4,6 | 25,0 | 40,2
0il Tankers 60,1 | 67,4 | 31,4 48,4 | 20,3 1 19,2 | 15,7 | 13,0 24,9 12,5 47 659 | 2754
Graving Dock 0 0 |92,3 97,2 18,4 | 68,2 {100,0 | 92,2 100,0 36531 30,7 | 15,4 | 59,2
¢ (Coal) 0 0 .0 4,0 0 7,1 0 0 0 0 0 0 0,9
Average (42,6) (46,1) (52,3) (57,3)  (34,0) (40,7) (34,6) (45,3) (47,9) (29,9) (34,5) (40,7) (42,2)



APPENDIX NO., 29
e BERTH OCCUPANCY : EAST LONDON HARBOUR
(ACCORDING TO WORKING HOURS AVAILABLE AND WORKING HOURS OCCUPIED AT BERTHS)
MONTHLY PERCENTAGE OCCUPANCY

1974
Berths Jan. Feb, VMrch, Apr, May | June July Aug. Sept. Oct. Nove Dec, Av.
Bast Banks ‘ .
L 54,9 | 44,0 | 62,4 | 72,9 | 72,3| 94,1 | 88,2 | 89,6 | 98,5 | 98,9 | 99,7 | 98,0 | 81,1
KM 33,8 | 45,9 10,4 | 5055 5451 | 49,6 | 67,2 | 52,1 82,0 88,8 | 63,4 98,5 1 63,0
KC 48,0 | 28,4 50,5 | 5054 5ls4 | 5753 | 6456 | 51,9 91,5 9053 | 90,3 8254 { 63,8
I | 48,2 | 37,3 51,7 | 45,3 51,1} 81,4 | 92,0 | 90,3 81,1 76,9 | 95,2 9451 | 1054

4551 | 5959 TTs1 | 76,53 70,31 85,8 | 81,8 | 94,3 93,0 9950 | 9045 95,9 | 80,8
29,8 | 39,8 63,7 | 62,3 82,71 83,6 | 87,9 | 98,9 84,8 | 97,6 | 99,1 97,9 | 1754

West Banks

N 6059 | 33,7 | 153 | 13,5 61,6 | 56,3 | 91,1 | 87,4 | 91,9 | 86,6 | 99,6 | 69,9 | 74,0
0 32,6 550 5754 | 21,9 30,5 66,8 | 3852 | 65,3 3753 19T | 1971 65,6 | 48,3
P . 42,6 | 2356 63,7 | 40,8 T2sL | T451 | 84,9 | TT7s3 |. 11,5 98,7 | 7953 99,7 | 69,0
R 51,7 | 34,1 | 80,4 | 61,4 | 87,8 | 82,8 | 86,6 | 75,6 | 94,0 | 98,7 | 84,8 | 99,7 | 18,1
Other Bexrthss 4

T(Grain Elevator) 49,7 | 31,6 54,3 1 84,3 | 90,8 9839 9859 1 89,5 80,0 63,7 | 88,0 98,2 | 1753
S (Sundries) 48,8 | 61,4 41,5 | 62,4 | 43,1 7450 | 5652 | 47,4 1259 1556 | 7655 99,4 | 63,3
0il Tankers 2054 | 24,0 44,9 | 3959 | 64,9 5653 | 61,4 | 50,7 1051 6753 | 47,6 1656 | 52,0
Graving Dock 81,5 | 36,4 85,5 | 23,8 | 26,9 61,1 | 34,6 | 45,0 45,1 1 T4,1 | 53,4 5051 | 51,9
¢ (Coal) : 0 0 0 0 0 0 0 0 0 0 0 0 0

29¢ ™

Average (43,2) (33,7) (58,6) (51,0) (57,3) (68,1) (68,9) (67,7) (72,9) (7947) (16,5) (82,1) (63,3)




(ACCORDING T0 WORKING HOURS AVAILABLE AND WORKING HOURS OGCUPIED AT

R

BERTH OCCUPANCY ¢ EAST LONILON HARBOUR

APPENDIX NQO.

30

BERTHS )

JONTHLY PERCERNTAGE OCCUPANCY

1915 5

, Berths Jan., 1 Feb, Mrch, Apr, May t(June July | Aug. Sente Oct. Nov. Dec, Av,
East Bank:
L 91,5} 98,9 T84 | 47,9 | 4652 | 63,3 | 44,91 32,8 1 49,8 34,2 3656 42,9 5556
K 19:5 1 81,7 17,1 | 22,0 | 31,4 | 28,8 | 53,21 31,5 48,3 26,1 3043 2646 39,7
KC 5354 | 60,5 52,1 | 31,1 1 29,7 | 46,0 | 53,6 { 31,2 42,9 28,0 30,6 26,9 4055
1 158 | 84,9 53,9 | 38,6 | 48,6 | 381, | 29,8 23,6 { 42,91 25,1 18,5 3653 43,4
G 98,51 97,6 T457 | 41,1 | 61,3 | 32,6 | 58,6 | 42,7 { 37,9 33,6 3951 44,9 2053
F 95,6 | 9956 | 59,5 ! 36,6 | 62,9 | 57,0 | 55,7 25,6 | 39,1 43,1 28,8 3551 5353
West Banks ) .
N 88,6 | 61,2 3292 § 3359 | 30,5 | 59,2 | 32,21 16,7 | 30,9 | 40,6 5855 3757 4355
0 88,6 { 91,9 | 68,1 | 29,2 | 22,3 | 57,3 | 49,8 { 23,7 1 58,7 { 9,5 | 31,3 | 34,1 | 47,5
P 9956 | T4,1 5956 | 2957 | 36,1 | 62,1 | 44,6 | 36,7 | 62,1 45,1 32,6 31,5 51,2
R 99,6 | 42,1 | 69,2 | 37,3 | 40,0 | 62,1 | 57,7 | 39,1 | 61,0 41,4 | 32,6 | 22,1 | 50,4
Other Berthss
T (Grain Elevator) 98,3 | 96,6 9444 | 12,1 | T1,5 19644 | 95,3 1 96,3 | 90,8 | 65,1 1159 63,9 8954
S (Sundries) 85,8 | 86,0 5T53 | 9657 | 38,9 | 39,0 | 31,3 | 44,1 | 49,0 | 31,2 3548 46,2 50,1
0il Tankers 64,7 | T654 | 6454 | 60,1 { 35,8 | 62,8 | 73,4 | 37,9 | 5T,1} 354 | 39,2 | 55,0 5449
Graving Dock 90,7 | 82,2 71,8 |100,0 {100,0 | 83,3 | 69,0 | 89,0 { 60,0 | 38,8 18,1 13,6 73,0
¢ (Coal) T A I - - | = - S R D - - -
hverage (80,7) (15,6) (57,2) (42,4) (44,1) (52,5) (49,9) (38,4) (48,7) (33,1) (37,8) (34,5) (49,6)
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2.

3.

4.

5.

6.

4

8.

LCANS AVATLABLE AND INTEREST COUNCESSINV
INTEREST RATE PAYABLE CON LUANS IS
EQUAL TO PRIME RATE OF INTEREST LESS

0,5% AND LESS THE RATES INDICATED:

(1) Land and factory buildings
(2) Plant and curren: assets
LEASED BUILDINGS AND RENTAL CONCESSION
INTEREST RATE PAYABLE ON LOANS IS
EQUAL TO PRIME RATE OF INTEREST LESS
0,5% AND LESS THE RATES INDICATED:
Factory buildings (in every case

depreciation and insurance is
incorporated)

HOUSING FOR WITE KEY PERSONNEL

(1) To a maximum of R23 000 per
dwelling unit at 2,5% below the
official building society rates

(2) Leased houses at 2,5% of the cost
of the dwelling unit

INCOME TAX CORCESSIONS

THE TAX IS REDUCED BY AN AMOUNT EQUAL
TO THE FOLLOWING PERCENTAGES OF:—

(1) vlages for total/additional Bantu/
Coloureds for the first two full
financial yzars after establish-
ment/expansion

Book value for income tax purposes?®
of totai/additional manufactu- !
ring plant with the exception of !
motor vehicles and office equip- !
ment and furniture as at the end !
of the first financial year after *
establishment/expansion ‘

'

1]

CASH GRANT FOR MOVING COSTS

REIMBURSEMENT OF APPROVED COSTS FOR !
MOVING FROM THE P.W.V. ARLA AND ALSO '
FROM THE CAPE PENINSULA IN THE CASE OF‘
DARLING AND DASSENBERG

RAILAGE REBATES

(ON SELECTIVE BASI5 IN RESPECT OF
GOODS MANUFACTURED IN THE AREA)

REBATE ON HAKBOUR DUES

o GCADS MANUFACTURED IN THE AREA AND
SHIDPED FROM EAST LONDON TO OTHER
SOUTH AFRICAN PORTS

PRICE PREFERENCE ON PURCHASES BY

(1) Procurement and Disposal Board
for Bantu Authorities

{2) Gther Central and Provincial State
suthorities excepting the
South African Railways
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SCURCES  CONSULTED.

BOOKS,

Bird, James., Sesports and Seaport Terminsls, ( London
Hutchinson, I97I.)

Ccuper, A.D. The Geography of Sea Transport. ( London

Hutchinson Education, I972,)
liorgan, F.W. Ports and Harbours, ( London : Hutchinson's

University Library, I952.)
Taafe, Edward J. and Gauthier, Howard T, Geography of _
Transportation, ( Englewcod CGliffs : Prentice Hall, IS73.)
Whittaker, J.R. Containerization, 2nd. Edition., ( Chichester :
Hallstead Press, I975.) | B

YEARBOOQOKS,

Ports of South Africa : Harbour Reference Book. ( Industrial
Publishing Corporation (Pty) Ltd.; Alex White & Co. (Pty)
Itd., Johannesburg,)

State of South Africa Yearbocks.

Containerization Internaticnal Yearbook 1976 = South Africa,

!/

GAZETTES AND UNPUBLISHED RECORDS.

Ananual Reports - S.A.R. & Harbours.

Records from the Port Manager's Office, East London, .

Records from the Port Goods Superintendent®s Office; ScA.Re,
East London, ‘

- Records from thc Port Captain’s Office, East Londons

Reécords from the System Manager's Office, East London.

Imperial Blue Book, Cape of Gocd Hope.

Government Gazettes of the Cape of Good Hope,

Records of the Civil Engineer of British Kaffraria ( Cape
Archives), '

THESES AND OTHER PAPERS.

Unpublished Thesis by B.C. Gordon : Fast London - its

foundation and early develornment as a port,
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Hugh H. Smith ¢ Thesis : The Transvort System of the Border,

Williem J.Davies : Principal Distributional and Structural

characteristics of the Border Region and some internal

implications of the National Regional Develovpment Policy.

(Institute for Planning Research, University of Port
Elizabeth, Research Revort No. I6. July IS76.)
Report by J. Connacher : The Distribution of Oversea Traffic

between the S,A.R. and upon certain matters relating

thereto ¢ published without reference in Pretoria, IS08,
Board for the Decentralisation of Industry : Reports on the
Board's Activities,
Border Industrial Review : Supplement to the Daily Dispsatch,

Fast London,

BROCHURES AND NEWSPAPERS,

Buffalo Harbour I848 - IG48, by G. Orsmond ¢ Official Souvenier

Brochure, Bast London I948,
Cceanography in South Africa, Publishing Division C.S:I.R.,

Brochure B52, November, I977.
Willie le Roux Public Relations brochures compiled for and on

behalf of Europe / South and South East Africa Conference.-

Brochure I : Containerization = A new era for shivnpers -

Furope / South Africa. Printed by Frier and Muaro,

Johannesburg,
East TLondon Daily Dispatch.

INTERVIEWS AND MEETINGS,

;Minuﬁes of the meetings of the Harbour Advisory Board,
; Bast London,
Minutes of the meetings of the Border Chamber of Industries,
East London,
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