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I. INTRODUCTION

I. 1, This study was undertaken as part of a Special Service Agreement for

a period of 3 months, the terms of reference being as follows:

Under the supervision of the Chief of the ECLA Regional Office in
Port of Spain, and with the cooperation of the ECLA official in
charge of transport and the U.N.P.D. regional advisers in maritime

transport in said Office, the expert will be expected to:

(i) examine and prepare proposals and recommendations related
to problems and requirements concerning the improvement
of port operation and administration, and cargo-handling
methods and practices, in member countries of the Ca~-
ribbean Free Trade Association (CARIFTA), taking into
account the characteristics of present and future trade
flows in regional and overseas trade of said countries;

and

(ii) when appropiate and necessary, in consultation with in-
terested government and port authorities, cooperate with
said authorities in the preparation of other measures for
the improvement and mode~nisation of port cperation and
administration, taking into account future developments
in regional and overseas maritime transport of the CARIFTA

countries,

The Agreement commenced on 29th June 1971 and terminated on 28th
September 1971.

The study should be seen ag continuing or supplementing that was
carried out in several East Caribbean countries between 1st November
1970 and 31st January 1971 by Mr. H.W. Appel as Port Engineer Expert.

In paragrarh 2 of Mr. Appel's report 1 it was pointed out that for

1/

ECLA/POS T1/2, dated 29th Jeauary 1971.



various reasons the originally planned investigation by a team of two
experts into the problems in the ports of the countries referred to had
had to be abandoned.

This report therefore deals mainly with problems of Port Operation and

Administration.

I. 3. Oving to the limited duration of the assignment and the large amount of
work to be done, the terms of reference had to be defined in greater
detail in order to achieve as many concrete results as possible during
the allotted space of time,

After consultation with the Director of the ECLA office at Port of
Spain, the requisite information was obtained by vpaying brief fact-
finding visits in turn to the ports of Kingstown (St. Vincent), Cas-
tries (St. Lucia) and Roseau (Dominica).

As a result of reactions to basic suggestions, contained in two interim
reports Y and formulated with the aid of impressions gained there and
of recent information obtained, it was agreed after lengthy discussion

to adopt the following method and priorities.

(i) As a first priority, to create and introduce in the
near future extra storage space and a transitional
administration to bring about more efficient management
and combat congestion in the ports of Castries (St. Lucia)
and Roseau (Dominica) in order to promote the flow of

goods through these traffic nodes;

(ii) As a second priority, to prepare and introduce similar
administrations in the ports (which are also to be ex=-
tended in due course) of Grenada, St. Kitts, Nevis,
Anguilla and Montserrat, all Member States of the Ca~
ribbean Free Trade Association (CARIFTA);

1/ ECLA/POS T71/12 and ECLA/POS T71/13, dated 2nd. September 1971.
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(iii) As a third and last priority, gradually to extend
and transform/convert the said Transitional Ad-
ministration into a permanent administrative body,

the Port Authority in the ports mentioned.

I. 4. An important consideration when planning this study and establishing
the aforementioned priorities was the need to promote integration
and economic cooperaticn in the CARIFTA countries by introducing the
same administrative and other standards in principle in the ports of
the Member States for both inter-island and international shipping.
The standards prevailing in the port of Kingstown (St. Vincent) have

been chosen as the basis for the study in view of:

(i) the favourable development, from the nautical,
socio-political and management technique points of
view ~f the Transitional Administration introduced

there and adapted to circumstances in the region;
\
(1i) the opportuniﬁy afforded of training and instruc-

ting officials to be recruited locally and charged

with the management of wharves and sheds.

I. 5. During the assigrment, two journeys were made to the said islands in
the Caribbean for familiarization and on-the-~spot study, and for
consultation with the authorities concerned and other interested
parties.

It was decided that, unlike Mr. Appel, I was not to be accompanied by
either the Regional Adviser for Maritime Transport or the Deputy
Director of the Office.

Although this unusual decision raised some doubts, at the time it
afforded great freedom of action, which led not only in many cases to

a more rapid settlement of the various matters, but also to a different
and in my opinion perhaps more objective approach to the problems con-
cerned - advantages for which I owe a debt of gratitude to the Director
of the Office,

The timetable I followed is appended as Annex 1,

280



I. 6. Literature and other data consulted

Beside the Appel report, I studied several other revorts and publi-
cations, particularly on the political, social, structural, economic
and other aspects of the countries and vorts in question; they are

listed in more detail in Annex 2. sa: documents consulted

2b: officials met

The same annex also lists the several ministers or authorities and
persons with whom I had discussions with regard to this study.

During this exchange of ideas, all the requisite information and
available particulars on organization, materials and equipment as
well as on clerical, nautical and other matters concerning the ports
were provided, and the help given in seeking and formulating a solu-
tion to the problems, many of which were very complicated, was beyond

praise.

Lastly, I owe very many thanks, not only to the aforementioned mem-
bers of the management and staff of the ECLA office, but also to the
members and other employees of the Netherlands Diplomatic Missions
in Port of Spain, St. Vincent, St. Lucia and Dominica for their

valuable recommendations and cooperation in the study.
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II. SUMMARY AND RECOMMENDATIONS

A, General

The developing countries generally, and those of the East Caribbean
Common Market (ECCM) in particular, need good sea links and properly
functioning ports if they are to maske economic progress.
Accordingly, the situation in the ports of these states is being

closely observed by the BCLA office.

The ports of Antigua and St. Vincent, since their expansicn and mo-
dernization l—, are functioning reasonably well, but those in the
other member stateg are in more or less urgent need of improvement.
Among those in the greatest need are Castries (St. Lucia) and Roseau
(Dominica).

During discussions at the office, therefore, it was decided to accord

priority to the improvement of the latter ports.

In view of the short duration of the assigrment and the possibility
of bringing the problems under one denominator, thanks to the small
differences between the islands and the existing eronomic cooperation
agreements a determined effort was made from the outset to achieve

an integrated solution {(via CARIFTA or ECCM).

On the basis of priorities laid down in discussions at the ECLA
office after a preliminary study of comparable problems in the port
of Kingstown (St. Vincent), full attention was focused on the diffi=-
culties in the ports of Castries and Roseau, which were due partly

to congestion.

Y Carried out with foreign aid.
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It was found from closer study of other reports on this subject and
from on-the-sper inguiries and information obtained, that these dif-

ficulties are mainly atiributable to the following causes:

(1) Faulty or bad management due to:

- the absence of a one-man management or a geparate, govern-—
ment-controlled, autonomous or semi-autonomous managerial
body (Port Authority or P.A.) with sole responsibility for
the smooth running of the port; and consequently also

- the absence of a good, up-to-date system of management
with the appropiate rules, regulations and by-laws;

- as a result of which the way had been laid open for incor-
rect intrevetation of the duties and responsibilities of
the Customs c.q. frequent over-zealous application of

customs rules.

(ii) Bad handling of goods, due to:

- lack of mechanical aids (forklift trucks, tow-trucks,
trailers etc);
- the bad state of wharves, floors and road surfaces, meaning

that little or no use can be made of the existing aids.

(iii) Lack of outdoor and indoor storage space, due partly to:

~ inefficient use of the spaces avallable in the port ares;

- as a result of which any gradual increase on the movement
of goods must inevitably lead to stagnation in transit and
to accumulation on wharves and in the storage spaces, c.q.

congestion of goods.

II. 5. In view of the serious direct and indirect results of this stagnation
(chaotic stacking, theft, breakages etc.) for the economies of the
countries referred to, priority has been accorded to relieving the
congestion. Which in this instance is due not merely to lack of sto-

rage space but equally to the two other factors mentioned above.

250



Rel .f of the congestion therefore implies improvement of the en-
tire situation with, for the time being, strong emphasis on the

last-menvioned factor.

II. 6. As a first step towards improving the situation in these ports it
was suggested to the authorities concerned, partly in the light of
two interim reports iy compiles with the help of results obtained
from the above study and from the investigations carried out in

Castries and Roseau that the following measures be taken:

(i) without delay, the promotion of immediate and efficient con-

trol of the congestion and more rapid handling c.q. improved

flow of the goods, and

(ii) in due course, the promotion of functionally sound use of the

aress, and permanent efficient management of the ports.

II. 7. Besides provisions regarding meterials and equipment, some tempo-
rary and some permanent, these measures mainly involve the
institution, introduction development and perfecting of a managerial
system for the ports, based on the present-day standards with respect
to communications, administration, planning and environmental
hygiene.

Hovever, in view of the existing plans for extension of wharves,
sheds etc., which seem unlikely to be implemented for another 3 or

4 years, and the present severe shortage of storage space, materials
and equipment and well~-trained personnel, it is recommended that the

present managerial system be improved and modernized in phases, e.g.:

(i) phase I, (estimated duration 13 to 2 years), in which the
changeover from the existing, highly Customs-dominated
managenient to the Transitional Administration must be effec~

ted, (See Annex 3)

1 ECLA/POS T71/12 and ECLA/POS T1/13, dated 2nd September 1971,

250
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In view of the aforementioned shortages and the limited funds
avallable, the initial set-up of this Temporary Administrative
Structure of the Port Authority has been kept as simple as
possible, partly by combining various functions.

It would be advisable, however to have this changeover and
the related activities, such as the drawing up of the requi-
site instructions/regulations and by-laws, carried out under

expert guidance.

This will call for temporary assistance from an expert, the
duration of which will depend on circumstances. Much expense
can be saved by arranging this integrally (via ECCM or
CARIFTA, making 1t possible, for instance, for one expert to
be recruited for several virtually identical activities or
objectives).

In this connection, cooperation has been promised by the

Port Authorities of Kingstown (St. Vincent) for the training,
for instance, of middle and higher grade officials to be
charged with the management of the wharves and sheds (termi-

nal officials).

(ii) phase II, (estimated duration 1 to 13 years), in which, by
continued training and snecialization in practice, and by
the development and differentiation to be introduced in the
administrative system, an endeavour must be made to give it
a more permanent form, as reflected in the Transitional Ad-
ministration II (see Annex k4).
In view of the predominantly internal character of the changes
to be introduced in the system (which include the institution
of a budget and the defrayal of costs from the Administration's
own resources), expert assistance will probably no longer be
required. In this phase the Port Authority will have to con-
sider its own future standpoint, and if possible the Jjoint
standpoint of CARIFTA, as regards the developments in the field
of international goods transport (palletization, containeriza-
tion, unification, etc.,) and the consequences thereof for

shipping in the Caribbean region (multipurpose ships, open

250
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ships, Ferry/roll-on roll-off ships, etc.).

This is necessary oving to the extension (new building) of
the port, which has now begun, and the resulting possibility
of adaption to c.g. introduction of new techniques for cargo
handling.

To prevent incorrect decisions it will be advisable to have
inquiries made in advance about these points, or to prepare
by making fact-finding visits to large international ports
and pursuing complementary studies, for instance by attending
special courses and doing fieldwork, organized by several
countries, including the Netherlands, as part of Interna-

tional Technical Aid to Developing Countries.

(iii) phase III, (estimated duration 6 months to 1 year), in which
the Port Authority can be given its permanent form and con=-
stitvi® oa by making a sufficient number of well-trained and
qualified persornrel available and giving it the wider faci-

lities obtained by then by new building (see Annexes 5 to 9).

In contrast to the arrangements made for the port of Kingstown, the
draft management system for the other ports proposed that besides a
Port Council a Board of Advisers be established, perhaps temporarily,
on which all interested parties i. the port, including therefore the
workers, should be represented (see Annexes 3, % and 5).

In my opinion, provided the manager has reasonable managerial capa-

cities, and there is temporary expert supervision, only such a

system now affords the possibility of creating the conditions needed
to establish sound management and a reasonably functioning administre=
tive apparatus in these ports. Experience gained elsewhere in identical

circumstances has proved this,

B. The cargo congestion

Generally speaking, congestion will arise in a port that functions as

a junction in a transport chain when:
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- great differences in transport capacity occur in the successive
stages; and/or

~ the accumulative capacity of the Jjunction (temporary stacking
site for goods) is inadequate; and/or

~ the different phases and processes in trans-shipment and further

transport are insufficiently or poorly coordinated.

In management terms this means that:

~ more goods come in than can be dealt with and removed;

- a lasting shortage has arisen of space in general in the port
vwhich is needed for the handling and temporary storage of goods;

~ the essential rapid dispatch of goods in the transit sheds
("Keep it moving!'’) cannot take place owing, for example, to
stagnation in Customs clearance or in further transport to the

various destinations c.q. warehouses.

As is evident from further comparison with what was stated in

II. 5., the congestion in the ports of Castries and Roseau is not
only an accumulation phenomenon but is Just as much a consequence
of faulty equipment (mechanical aids, the bad state of wharves etc.)
as, last but not least, of the two management systems working side

by side which have intensified the difficulties ¢21d stagnation.

The control and prevention of congestion, therefore, call for short-
term measures (to temporarily increase the accumulation capacity
and bring about the reorganization/modernization of the management
system) and long-term measures (to bring azbout permenent efficient
management of the port). '

For the ports in question these may be summed up as follows.

(i) Short-term measures

- The creation of temporarv extra outdoor and indoor goods
storage areas of at least 30,000 and 15,000 sq.ft. res-
pectively, on a suitable site, in order to be able to use
the wharf sheds as transit sheds again as soon as possible

and to normalize the flow of goods.
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- The drawing up of special regulations and timetables
according to which the goods must be supplied, stored,
cleared, conveyed in wransit/removed, for so long as
there can be said to be congestion on the wharf and in

the transit sheds.

- The creation of a Transitional Administration-l/, res-
ponsible for the management of wharves, sheds, areas,
materials and equipment in the port, the "manager" of
which bears the sole responsibility for assigning berths
to ships, for the mooring and for the loading, unlcading

and further handling of the goods.

(ii) Long-term measures

- A restructuring, improvement, and reappraisal of the
entire port area with a view to achieving a functionally
sound and more efficient use of wharves, sheds, buildings

and areas.

- A restruvcturing, improvement and adaption of the entry
and exit roads to and from the port area to new trans-

shipment and transport techniques.

These measures are described in greater detail in the interim reports

ECLA/POS T71/12 and ECLA/POS T1/13, as well as in chapters IV and V.

C. Port Operation and Administration

As already stated, the real cause of the difficulties, delays and
congestions in the ports of Castries and Roseau 1s the bad manage-
ment which results from the absence of a managerial body, the Port
Authority, which, based on a reasonsble administrative system, would

bear the sole responsibility for the smooth running of these ports.

1/

—' As mentioned above and indicated in more detail in Annexes
3 and L,
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time in all probability the planned newly built extensions will
also have been completed,
For a more detailed description of these temporary and permanent

organizational plans the reader is referred to Annexes 3 to 10.

These plans differ in an important respect from those drawn up for
the port of Kingstown. In the former, it was recommended, with a
view to relieving the congestion, that during the transitional
period the manager be assisted by a Board of Advisers. This Board
comprises all who have a direct interest in the port, e.g. the
harbourmaster, the (ustoms, the harbour police, the fire brigade,
the Government Cargo Superintendent and the port users, viz.:

a Stevedore, a Merchant/Shipping Agent, and private port labour.
Such an advisory body, as remarked under II. 8., was nevertheless
considered to be necessary during the difficult familiarization

period, despite the temporary expert assistance provided for,

The fact that the urgency of the matter was likewise realized by
the governments of St. Lucia and Dominica is evident from the more
detailed interpretation, given in Annexes 10 and 11, of the
Temporary Administrative Structure of the Port Authority, in which

annexes the proposal was included in full.

After some verbal explanation the basic proposals were accepted in
principle by the governments of St. Lucia and Dominica and by re-
presentatives of industry at Castries and Roseau.

Although it is intended in due course to allow the Port Authority
a high degree of autonomy, the said governments gave preference for
the time being to a form of management to be supervised nmainly by
themselves, in view of the present shortage of well-trained per-
sonnel and of materials and equipment.

With the exception of a few senior officials, whose selection and
appointment rests entirely with the governments in guestion, full
agreement was likewise achieved in the succeeding discussions

with representatives of the Departments concerned as regards the

structure, organization and further stetfing of the temporary
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"Port Authority". By several combinations of function, moreover, a
reasoneble initial cost-benefit ratio was obtained,
All this is described and indicuated in greater detail in chapters

IV and V and in Annexes 10 and 11.

Differences in managerial forms

As remarked under II. 7., the organizational form of a port is
determined by many factors, which can be roughly subdivided into a
general category and a local category. Similarities in the former
have, for example, enabled the problems in Castries and Roseau to
be approached/solved in zn integrated way.

In addition, the local factors give these ports their distinctive
character.

The latter factors include:

- the geographic constitution/conditions, which are of importance

in determining the location, layout and equipment of the port;
and

- the social end sociological aspects, which affect the entire
working atmosphere and consequently the mode of handling the

goods (loading, unloading, storage and transit).

It is mainly these factors whic., when the new system is carried
into effect, lead to differences in interpretation or in the mode
of operation.

Where the ports of Castries and Roseau are concerned, the result has

been that:

- Castries, will most probably opt for the "Manager-cum-~Warehouse
man" system, whereby all functions of cargo handling on the
wharf and in the sheds are vested in the "manager" and his staff;

and

- Roseau, on account of its defective equipment (very small jetty
and trans-shipment using lighters) and severe shortage of well-
trained and qualified personnel, will entrust the handling of the
goods in the lighters and on the wharf or on shore to a Company

of Port Users (stevedores, shipping agents and importers) to be
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established later, until such time as effective improvement has

been brought about in the situation.

Chapters IV and V go into this matter more closely.

D.. Cargo handling

From the Port Warden's point of view, cargo handling covers all
processes the goods have to undergo while in the port, from un-
loading from the ship to leaving the port area, and vice versa.
These include unloading, temporary stacking on the wharf, further
transport to the shed, storage in the shed in sections according to
destination, and lastly transit/removal to warehouses or delivery
to consignees.

Apart from damage due to breakage, loss and theft, which has more
direct consequences for the accompanying documents, the efficiency
of the handling is governed by the effectiveness with which each
separate process is carried out, i.e. by the factors of space, per-
sonnel, materials and equivment.

The principal factor in this connection is personnel, since its
share of the cost price is the largest.

Here, as in the great international seaports, an endeavour is made
to promote mechanization of the cargo-handling as far as possible,
not only by deciding to purchase more modern materials and equipment
but alsc by introducing techniques for mass trans-shipment of pre-
boxed, pre-slung and palletized cargo.

However, there are serious obstacles for a guick start, viz:

- the bad state (uneven and worn surfaces) of wharves/quays, aprons
and areas, as a result of which little or no use can be made of

forklift trucks and towtrucks with trailers;

- the great scarcity of outdoor and to an even greater degree in-
door storage spaces {in both ports the transit sheds also serve

as warehouses);
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- faulty and inefficient use of personnel due to the fact that the
two administrative systems work side by side and sometimes in
opposition (Communication and Works against Customs/Finance), or

owing to the absence of a one-man management;

but in addition,

~ the social situation, viz. the local unemployment, which will

increase as mechanization advances.

It can be stated quite simply that when the proposed measures are
carried out there will be nc more technical and crganizational
obstacles.

However, in the case of the last-mentioned obstacle - the only
drawback of mechanization, and in my opinion one that should not

be disregarded - the authorities concerned will have to take diffe-

rent measures.
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ITT. ST. VINCENT

A, General

At the request of the ECLA-office in Port of Spain a brief visit
was paid to the Port of Kingstown as a part of my mission.

The purpose of my visit was tc gain a better insight, by means

of an investigation on the spot, into the difficulties and problems
of the ports in the Caribbean area in general, and into those re-
lating to port operation, administration and cargc-handling methods
and practices in particular.

The reports referred to in Appendix 2 served as a basis for the

discussions with the authorities and individuals concerned.

Facilities and Lay-out of the Port

Although the port engineering expert is responsible for dealing
with these aspects, I thought it necessary to include a general
survey of the subject in this study in view of the fact that the
general principles involved are a determining factor in port
operation and cargo handling r:thods and congequontly in the

efficiency of the port.

B. The Fender System

My visit coincided with that of Mr. Girgrah, a Canadian port en-
gineering expert, whose presence was requested by the CIDA expert
Capt. John E.R. Seck in connection with the need to improve or
alternatively renew the existing fender system,

This system, whose ineffectiveness and the damage occuring as a

1/

result are also mentioned by Mr. Appel in his report — as being

Y See ECLA/POS T1/2 vparagraph 116, page U5
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one of the main causes of complaint and which consists of inter-
connected flexible greenheart fenders with rubber buffers, had
been damaged st waterlevel by marine worms to such an extent that
part of it had already been broken off and fallen into the sea,
as a consequence of the changing stresses occasioned by ships
moored alongside.

Temporary substitutes for these fenders {e.g. in the form of
bunches of o0ld car-tyres) to prevent more serious damage to the

1/

wharf — , in places completely unprotected, were nowhere to be

found.

IITI. 4. An impression of the force of the buffeting which has to be absor-
bed by the fenderstructure in bad weatherconditions, can be ob-
tained from the sometimes viclent pitching and rolling movements
of a ship, moored alongside this wharf, which incidentally were
observed in fairly good weatherconditions (sunny with light sea~

breeze).

The wave-absorbing slope, constructed in the first instance over
the whele length of the Jetty, obviously did not achieve what was
expected of it. It would appear to me that the limited size of
this rip-rap could hardly have any effect on the wave-nattern
caused by the interference of refraction, diffraction and rever-
beration and the resulting irregular movements of the water in the
bay concerned, whose dimensions are vastly greater than those of
the wave-pattern.

Only an investigation with a model in a hydraulic laboratory would
show what additional measures would have to be taken to ensure

calm conditions for ships berthed alongside the wharf,

Apart from the cost of such an investigation, which could probably
be met by some form of International Technical Assistance, it is

likely that effective measures would be so expensive and sc out of

1/

-~ Already some damage to the upper .nd lower sides of the front support
beam has been noticed.

oY ~Cal
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proportion to the present possibilities of the port, that periodi-

cal renewal of the fenders would be more economical.

Mr. Girgrah therefore suggested the system of piles be replaced as
soon as possible by a system of rubber fenders which are already
used succesfuliy at many places in the world and are easy to ine
stal (and, if necessary, to replace).

The most important advantage of these rubber fenders, however, is
their Tavoursble price, which makes it possible, even for small
ports, to arrange for the necessary periodical renewal without any
difficulty.

Based on the results of an investigation carried out by Mr. Girgrah
into the wharf structure, it was decided at a meeting at the
Ministry of Communications and Works to use as much local labour

as possible for the installation of the new fenders.

In this way local labour, possibly obtained from the Public Works
Department, will be better able to maintain and replace the fen-
ders in the future.

The total cost l/, including installation, was estimated at

Can. $35,000.~

C. The Lay-out of the Port

III. 6. The design and construction of the present port-area extension,

completed in 1966/67, was obviously based entirely on geographical,
nautical and other technical data,

This is shown, amongst other things, by the siting of the sheds in
relation to the vharf, a distinction having been made between St.
Vincent's very important exports (bananas - Geest industries) and
imports, which have been treated as being of secondary importance

(see drawings in Appendix I and photographs in Appendix D).

1/

—' It was suggested that the rubber fenders of Japanese manufac-
ture already tested by the Canadian Department of Public Works
should be used.
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III. 7. The bananashed intended exclusively for exports (Geest shed) was

ITI. 8.

III. 9.

ITI.

10.

built as close as (financially?) possible to the wharf (about
200 ft. from the side of the berth) and is connected with it by
two 6 ft. wide cat-walks, across vhich the bananas, which are
packed in boxes, can be transported to the ship by means of con-

veyorbelts.

On the other hand the transitshed used for the import and export

of the other agricultural products, has been built about 400 ft.
away from the side of the berth, close to the existing Queen's
Warehouse,an arrengement which is certainly not in accordance with
the standards required for rapid movements of goods {(minimum
horizontal traasport) or indeed efficient operation of the port.
Moreover, the section of the wharf concerned is connected with the
mainland by only a single 24 ft. approach, which is inadequate for
satisfactory mechanization of cargo handling according to the

one-way principle.

The Second Five Year Development Plan (1971 = 1976) therefore
rightly proposes that, in addition to the areas between the berth
and upland of the terminal being covered over, both the Geest and
the new transitsheds should be sited nearer the sea at a distance
of 60 ft. from the side of the wharf.

This would create a 60 ft. wide quay area, fully complying with
modern requirements for the efficient mechanized handling of

goods.

The latter demands first of all rapid loading/unloading of ships,
in order to keep their stay in the port (still the most important
factor in the transportcycle of a ship and therefore also in the
total transportcosts) as short as possible. This implies the

avialability of

- sufficient space for stacking goods temporarily on the quay,

and

-~ rapid (mechanized) transport to the transitshed.
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In view of the need for rapid transport (to destinations outside
the port area) an open storage for suitable goods is generally

preferred, the alternatives be ng,

- a specially reserved area between the transitsheds, or if this
is not possible,
~ a separate area between the transitshed and the Queen's Ware-

house.

Such an arrangement is not always possible, as indeed it mev not
be the case under consideration., A compromise will usually have to

be made in the light of funds available or to be made available.

D._Cargo Handling

The mooring and unloading of shins, the transport of goods to the
transitshed, the handling of cargo inside and outside the shed,
the planning of the bays, storage inside the bays, the recording/
clerical work and the movement of goods through the port are pro-
ceeding satisfactorily under the constant supervision of the

CIDA expert Capt. J. Seck (see photographs Append’x E).

This supervision, which extends to every detail of cargo handling
and portmanagement aad which at first necessitated the provision
of the fullest theoretical and practical guildance, has produced
excellent results. Spotchecks proved that both managerial and
other staff know, and are fully conscious of, their duties and

responsibilities.

The increasing use of automotive equipment, at present consisting
of 10 forklifts {(including four electric forklifts for use in
ship's holds) 10 towcars and 29 trailers, and the strictly operated

maintenance scheme have contributed to this situation.
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E,. Harbour Organization and Management

III, 12, In view of what was stated in paragraph IIT, 3. and the complete

III.

13.

state of corrosion, which Mr. Girgrah found the steel casing
(former pipes) of the concrete piles of the wharf to be in.as a
result of lack of maintenance, Capt. J. Seck and the Port Manager
Mr, Fraser are trying to get a Port Authority with its own budget

(income and expenditure account) estsblished as soon as possible.

Detailed proposals in this respect have been put forward to the
appropiate St. Vincent authorities by the CIDA expert referred to
previously. These proposals provide amongst other things for a
gradual transition from the present form of organization to the
ultimate form in 1973. The Second Five Year Development Plan
(1971 = 1976) of the Port of Kingstown, St. Vincent, dated 15th

May 1971, served as a basis for these proposals.

With regard to the organizationchart it should be mentioned that
lack of sufficient staff with suitable training and ability has
made it necessary to combine a number of functions during an
interimperiod from two to three yvears.

During that time everything pcisible must be done to attract and
train the personnel required to staff the Port Authority when it

assumes its permanent form in 1973.

These proposals, both as regards the temporary and permanent forms
of organization, envisage that the Port Manager will be responsable
to the Port Council of a Board of Directors, consisting of a
chairman and four menbers.

Who the chairman and members will be, has still to be decided.

The intention is that in 1973 the Port Manager and the Port Autho-
rity will be given the responsibilities and organization structure,

respectively described in Appendix 12.
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III. 14. It should be mentioned with regard to the organizationchart
referred to esrlier that in my opinion, in order to ensure the
availanility of an objective Judgment of a particular situation
in the port and of suitable guidance for the Port Authority or
Port Manager, at least one seat on the Council should be given to
one of the main parties in this form of administration.

In the event of this being agreed upon, the President of the
Chamber of Commerce could, for example, be invited to join the

Council.

In addition a Port Advisory Committee, composed of local represen=-
tatives of all parties with an interest in the port (central and
local government, private individuals inecluding the dockworkers)
and under the chairmanship of the Port Manager, could be very
useful from the point of view of the day-to-day running of the
port, particularly if a temporary hold-up in the flow of goods

(congestion) or other difficulties should occur.

F. Harbour Development Scheme

ITI. 15. During the visit to the Port of Kingstown a part of the development
plan, which also provides for an expansion of the port, the following
constructionwork was seen to be in progress (see drawings Appendix

I and photographs Appendix D):

(i) On the north~vest side of the port:

-~ the creation of a "Commercial Area"
(reclamation of an area of ca. 6 acres, protected by
a rubble mounted dilke)

- improvement of the rivermouth/drain outlet, both

situated on the eastern side of this area.

(ii) On the south (east) side of the port:

~ construction of an inter-island jetty, some 375 ft.
long, 25 ft. wide and with a draft of 20 ft.

(see paragraph 118 of the Appel report).

250
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IIT. 16. The Second Five Year Development Plan (1971 - 1976) for the port
provides for more automotive equipment and an expansion of the
present covered and open storage accomodation for import, export
and transit cargoes, primarily to deal with the expected increase
in imports.

It is hoped to achieve the last-mentioned expansion by covering
the area between the wharf and upland of the terminal, enlargement
of the existing wharf and by the construction of one or, if
possible, two new transitsheds on a part of the wharf nearer to
the dischargingberth.

This would not only make it possible to cut down the first
horizontal transport stage l/, but would also enable modern methods
of rapid and efficient cargo handling to be introduced, a develop-
ment made necessary by the continually increasing degree of

mechinization in this field (see drawings Appendix I).

ITI. 17. With regard to the proposed expansion and the expected increase
in the imports, the following should be noted.
In order to obtain a better idea of the transitshed capacity
required and the length of the quay in 1975, the year by which
the expectations of the Second Five Year Development Plan should
have been realized, the figures contained in this plan and the
appendix to it have been converted into total cargo throughput
with and without bananas (see Appendix 11) and then plotted on a
graph. The result shows the area required for transitsheds (see
Appendix 12).
Since banana-exports pass exclusively through the Geest shed and
the latter is big enough to fully meet requirements, the size of

the transitarea depends entirely on imports and exports of the

remaining agricultural products.

iy Compare also remarks in paragraphs III. 9. and III. 10.
250
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transit area

Required

transitshed area

Appendices 11 and 12 show that:

(i) the transitcapacity of the present shed was reached
in 1970 and has now been exceeded.
This was also evident both from the measures taken
to encourage direct removal of some types of cargo
and from the overflow to the outdoor storage area

during my visit (see photographs Appendix E);

(i1) at least 5000 sq.ft. extra transitshed space is
required to take care of increases in imports up to
1
1975 '/§
(1ii) the new 250' x 100' transitshed referred to in the

plan is sufficient to meet requirements until 1980

1/

if the present rate of increase continues —'.

Length of quay reguired

The present length of the wharf is 900 ft. = 273.52 meters.
Estimated cargo throughput in 1972 = 110,000 tons (see Second Five
Year Development Plan).
Per linear meter of quay

110,000 402 tons will therefore be handled per year.
273.52

In view of the fact that when designing a quay for handling
general cargo the capacity is generally taken to be 600 tons per
linear meter per y:ar in the case of conventional methods of
handling, and about 1000 tons per linear meter per year in the

case of a "fully" mechanized system, the present length of the
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quay can be regarded as adequate for the time being (until at
least 1990).

Appendix

) In order to get an idea of the amount of space regquired for
sheds in the near future the estimates of future imports and
exports in the Second Five Year Development Plan (see also
Appendix 11) have been subjected to three extrapolations, these
being least squares straight line and two computations according
to exponential curves.

As the real nunbers (in view of the gradual development) are
probably situated in the area between the straight and the curved
line, the straight-line progression has been deliberately used
for future transit-space needs. From the management's point of

view an excess of space must be preferred to a shortage of space.
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Iv. ST. LUCIA

A. General Remarks

The port of Castries in St. Lucia was visited twice during the
assignment.

The first visit, like that to the above port, was devoted to fact-
finding consultations and on-the-spot study with a view to gaining
an idea of the port's possibilities and problems in general and the
problems relating to administration, methods and practices and
cargo handling in particular.

The fact~finding consultations with the relevant organisations,
authorities and other persons were based on the reports referred to

in Appendix 2.

The second visit was devoted exclusively to finding or creating the
basis for a new, better administration of the port by modern stan-
dards, using the proposals contained in the interim report of

2 September 1971, No. ECLA/POS T1/13.

Equipment and layout of the pourt

. Never was the importance of a port's equipment and layout to its ad~

ministration more evident than it is in the case of the port of
Castries.

In fact, all the problems this port has, such as congestion, shared
responsibility and the inefficient use of yards and other amenities

can be imputed to these two factors.

B. Equipment

. As early as April 1969 Dr. J.A. Hempel, Kegional Adviser on Maritime

Transport, and Mr. Polland Moore, the then Acting Ceneral Manager

of the Port Authority of Trinidad and Tobago, drew attention to the
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bad condition of the surfaces of the wharves which was preventing the

use of mechanised cargo handling gear during transhipment.

In addition, a serious shortage of storage space was noted, both in
the transit sheds and on the wharf cutside, causing goods to be

dumped rather than stacked.

During my first visit, the urgently needed improvements to the
Western Wharf were already being carried out but I found the Northern
and Eastern Wharves in the same state as described above.

The bad condition of the surfaces of these wharves and the dumping
rather than stacking of goods can be clearly seen in the photograph
in Appendix B.

I observed some improvement during my second visit, presumably the
result of stricter interpretation and application of certain regula-~

tions.

The situation in the sheds can only be described as chaotic.
The general complaint by businessmen (importers, etc.) that "new"
loads are frequently stacked on top of "old" loads seems to me, in

view of the serious lack of storage space, wholly plausible.

At first glance cone would be inclined to ascribe the situation to
incorrect handling of the cargo and/or bad administration l/.
Investigation has shown, however, that the main cause is poor facili~

ties, via:

- the lack of warehouses to take the overflow from the transitsheds;
- the very cramped loading and parking space for lorries behind,

1.e. on the landward side of the sheds.

The consequence is:

- that the sheds originally intended for transit are also being used

as warehouses;

1/ Bee also paragraph 1I. 10.
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- that the goods stored in these sheds cannot be taken away across

the aprons behind them, as the aprons are full of parked lorries.

Apart from the direct dispatch of some types of goods under a special
regulation, unloaded goods are therefore conveyed into and cleared
goods are moved out of these sheds through the same doors, i.e. those
facing the wharf.

Needless to say, such a system of supply and dispstch leads to stag-
nation and disorganisation, and any attempt at rationalisation on

the part of the port's administration is bound to fail.

If the Government of St. Lucia is really desirous of relieving the
congestion in the short term and of permanently improving the
situation in the port, the present equipment will have to be
adapted as guickly as possible and in the best possible way to the
new type of administration and organisation to be introduced.

This subject is enlarged upon in the following chapters.

C. Layout of the port

The port has scarcely been altered since it was designed and built
about 90 years ago and apparently it has never been adapted to keep

pace with the great changes in international cargo traffic.

Proof of this can be obtained by examining the location of the various
industrial premises and sites in and around the port. It will be
found that the layout, which was originally such as to make transport
between them and the trade centre and its warehouses as efficient as
possible, is the same as it was 90 years ago (see photograph in Appen-

dix A and drawing in Appendix II).

The port area has become L-shaped, the original width varying from
140 ft. to ~ "0 ft. The wharf, the width of which varies between 30 ft.
and 60 ft., could accomodate only one row of sheds of limited width
(about 50 ft.) and one or two narrow loading and parking areas behind
them.
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- that the goods stored in these sheds cannot be taken away across

the aprons behind them, as the aprons are full of parked lorries.

Apart from the direct dispatch of some types of goods under a special
regulation, unloaded goods are therefore conveyed into and cleared
goods are moved out of these sheds through the same doors, i.e. those
facing the wharf.

Needless to say, such a system of supply and dispatch leads to stag-
nation and disorganisation, and any attempt at rationalisation on

the part of the port's administration is bound to fail.

If the Govermment of St. Lucia is really desirous of relieving the
congestion in the short term and of permanently improving the
situation in the port, the present equipment will have to be
adapted as quickly as possible and in the best possible way to the
new type of administration and organisation to be introduced.

This subject is enlarged upon in the following chapters.

C. Layout of the port

. The port has scarcely been altered since it was designed and buil

about 90 years ago and apparently it has never been adapted to keep

pace with the great changes in international cargo traffic.

Proof of this can be obtained by examining the location of the various
industrial premises and sites in and around the port. It will be
found that the layout, which was originally such as to make transport
between them and the trade centre and its warehouses as efficient as
possible, is the same as it was 90 years ago (see photograph in Appen-

dix A and drawing in Appendix II).

The port area has become L-shaped, the original width varying from
140 ft. to " "0 £+t. The wharf, the width of which varies between 30 ft.
and 60 ft., could accomodate only one row of sheds of limited width
(about 50 ft.) and one or two narrow loading and parking areas behind

then.
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IV. 10. The widest and best equipped part of the port, the Western Wharf,

IvV.

IV,

1.

12.

is, like the port of Kingstown in St. Vincent, occupied by Geest
Industries, the island's major exporter.

Although the manner of bringing in bananas, temporarily storing
them in the sheds and then transhipping them, has over the years
been adapted as well as possible to revolutionised shipping, the
shifting of certain operations to points outside the port area-l/
has not occasioned any drastic change in the organisation of the
port.

The greater need for space consequent upon mechanisation has there-
fore been completely compensated by the sbovementioned rationalisa-

tion of the transport system. Total utilisation of the space

concerned has been achieved by fencing off the wharf area.

In the rest of the port (the Northern and Eastern Wharf), which is
mainly intended for the handling of import goods (general cargo and
small consignments of bulk goods such as cement, flour, sawn timber
etc.), the fence was pushed back, in the interest of public trans-
port and probably also of tourism, about 30 ft., so that it was in
line with the back of the customs sheds (1, 2 and 3) and the other
buildings (Tourist Bureau, Customs Office etc.).

This not only intensified the élready serious shortage of open

storage and working space but also seriously hampered dispatch 2/.

In fact, it is quite clear that no improvement can ever be made in
the administration and organisation of the port under these circum-

stances.

Besides good management and modern administration, an efficient port
requires an optimum layout for all movements of goods, all types of
goods and all handling methods.

This means that theoretically there must be sufficient space and
equipment at all times to take goods through this traffic node as
quickly and efficiently as possible.

1/ Bananas are pre-boxed on the plantations.

2/ See also paragraph IV. 6.
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IV. 13. In practise this means that there nust be two types of closed sto-

Iv.

14,

rage sheds in the port area, viz:

- transit sheds, which, being located eclose to the ship's berths,

are intended solely to expedite the first phase of of tranship-

ment, thus reducing the ship's mooring time;

- warehouses, intended to take the overflow from the transit sheds

or to be used for the second phase of transhipment, if any.

Paved areas for "open" storage should be available for the efficient
handling of goods which by reason of their size, dimensions or other

characteristics do not need to be stored in sheds.

Lastly in view of the ever increasing mechanisation of the handling
of cargo and the size and amount of equipment that will have to be
procured for the purpose, extra working and loading space will need
to be obtained, quite apart from any extra space required for the

separate supply and dispatch roads.

The amount of closed storage space will therefore need to be in-
creased by at least 15% and of open storage space by as much as

100% to 200%, depending on the circumstances.

The rationalisation and modernisation of a port will in most cases
not immediately involve any extension of the wharves-l/ but rather
to very great extension of the working premises, i.e. wider or
longer sheds and more yards extending outwards (if possible between
100 m and 150 m for the purpose, say, of receiving and handling
palletised cargo, unit loads, containers or roll-on/roll-off cargo).
This point is also made at the end of paragraph III. 17., with
respect to the plans for the expansion of the Port of Kingstown,

St. Vincent.

A/

Recent developments in shipping reveal a certain weakening of
the tendency to pursue an economy of scale policy in respect
of vessels intended for the general cargo sector.
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IV. 15. The present difficulties in the port are largely attributable to the
factors described in paragraphs IV. 13. and IV. 1k,
The recommended temporary increase in the open and closed storage
capacity-l as a means of relieving congestion will only remain
effective if measures are also taken not only to ensure the gradual,
permanent expansion of the working area but also to improve a lay-
out of the port facilities in accordance with the foregoing propo-
sals.
The matter is dealt with at length in the chapter entitled Port

Development Scheme.

D. Port Organisation and Administration

IV. 16. The port of Castries is administered by two bodies, viz:

~ the Office of the Harbourmaster, which comes under the Ministry
of Communications and Works;

~ the Customs, which is part of the Department of Finance.

The Harbourmaster is responsible for the entire maritime, nautical
and technical administration of the port, including extensions to
and maintenance of wharves, buildings and yards. The Customs Office
deals exclusively with the administrative and financial side of

incoming and outgoing goods.

IV. 17. This means that in effect all the open and closed storage facilities
and almost all the cargo handling come under the jurisdiction of the
Customs. Only the administration of the S5-meter wide concrete wharf
serving as open storage is left to the Harbourmaster.

In most cases the Harbourmaster only issues permits for the temporary
storage of bulk goods such as cement, flour, sawn timber, small
consignments of profile steel or reinforcing steel etc., which owing

to a shortage or lack of mechanised aids cannot be dispatched within

250 1/ See report ECLA/POS T1/13 of 2 September 1971.
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a certain time (e.g. one or two working days or full days, depending

on the circumstances) after unloading (see photograph in Appendix C).

A striking feature of the present situation, partly due of course
to the serious shortage of storage space, is that the wharves proper
always look clean and tidy whereas the aprons sometimes bear a

strong resemblance to rubbish dumps (see Appendix B).

Although such situations ouly last for short periods (usually the
last few months of the year), the economic and financial consequences
are more serious than one would expect, to say nothing of the poor

impression it makes on visiting foreign ships.

Nevertheless, since St. Lucia, like the other E.C.C.M. member states
relies mainly on sea transport for its foreign trade, it 1s essential
that it should have a well-equipped and efficiently~-run port if it

is to make any economic progress.

The interim report ECLA/POS of 2 September 1971 gives guidelines for
the improvement and modernisation of the port's administrative
system. It describes the various working principles, viz. the
autonomy, financial independence, administrative methods and autho-
rity of the administrative body (i.e. the Port Authority), laying

particular stress on one-man administration, as this should ensure

the smooth, uninterrupted flow of cargo through the port, no waiting

time for vessels and no delay in the handling of cargo on shore.

(a) Under the circumstances the introduction of a modern system of
this kind, however, requires besides the complete reorganisation
and rationalisation of the existing system, the creation of a new
basis, namely the provision of sufficient material and financial
resources to enable the new administrative system to get off to a

succesful if modest start.

(b) In addition, all interes* :d parties (organisations and private
individuals) will have to be requested to cooperate in the removal
elsewhere of any services, establishments etc. that are not strictly

connected with the port.
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(¢) Lastly, consultations will have to be held with private organi-
sations and individuals (port users and worker's organisations) to
secure their support for and cooperation in the new administrative
system and all the measures to be taken and regulations, bylaws

ete. to be created, whether of a temporary or permanent nature, by

virtue thereof.

(a) To operate as efficiently as possible the P.A. must, by means
of provisional arrangements, orders and regulations, be immediately
placed in a position to act as the sole authority for the entire
port. To achieve this it must possess from the outset a certain
degree of autonomy as well as sufficient personnel, material and
financial resources to deal effectively with pressing matters, such
as:
~ the expansion in the short term of the port's storage capacity
so as to relieve congestion as quickly as possible and the
gradual introduction of new methods and regulations for handling

cargo;

~ the improvement of the wharves (e.g. resurfacing of aprons) and
yards, likewise in the shortest possible term, to facilitate

mechanised cargo handling;

-~ the expansion and improvement of loading and unloading bays and
parking space behind the sheds by removing such establishments
as the tourist office and its adjoining public parking area to
a place near the city centre to be decided in consultation with

the organisations and parties concerned;

- closing the port area to the public by erecting & fence along
Jeremy Street, thus enabling cargo to be dispatched on the land-

ward side of the sheds (see figure II);

- the construction of entry and exit roads and entrances and exits
and surveillance of the entire area, in accordance with Customs,

fire and other regulations.
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As both the relief of congestion and the introduction of the new
administrative system depend on the extent to which the storage
capacity can be increased, it was urged, during the second visit

to the island, that first of all a temporary storage area be created
without delay. Since shed I has been assigned as a store for liquor
and therefore cannot yet be used as a transit shed, it was also
urged that a shed of about 15,000 sq.ft. be built to serve as a
temporary overflow from sheds II and III, which themselves are to

be used for transit again as soon as possible.

The first condition was met in its entirety in a short space of
time. A piece of land situated between Compton Highway and the area
being dug up (see figure II) was made available and prepared for
building.

Although theoretically there were no cbjections to the shed as such,
its size had still to be discussed by the organisations concerned
(Comm. & Works and Finance).

Speeding up the evacuation of other business premises in the port
(named below) if possible, was considered as a means of achieving

these objectives.

IV. 21. (b) To relieve the serious shortage of space and to achieve a cer-
tain differentiation in cargo handling (necessary in the interests
of efficiency and already practised by the Customs, as shown in the
annual surveys on gceods traffic), the cooperation of all interested
parties will have to be enlisted, through negotiation or if
necessary by other means, in the removal of premises occupied by
them if they are not vital to the port
The interim report recommends that the following be removed in the

long term (see figure II):

- the Tourist Office .
. . 1

- the Curiosity Shop ? Northern Wharf

—- the Printing Office (Government Store

~ the Cable Depot

?
% Eastern Wharf
-~ the kerosine depot

250
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The following should be added for attention in the longer term:

- the Fire Station
- the Police Station.

It was observed earlier that it was high time the kerosine depot
in particular, situated as it is right next to a café in which
working is done and in which people smoke, was removed to a place

where it would not constitute a fire hazard to other buildings.

IV. 21. (c) The cooperation of third parties (e.g. port users and worker's
organisations), which can be obtained by allowing them to partici-
pate up to a point in decision-meking on matters of common interest,
1s essential, not only to relieve congestion but also to create
such conditions as will help the new administrative body, the Port
Authority, to get off the ground and get through the initial

familiarisation period, usually a difficult period, smoothly.

To this end it was proposed that a representative of port users
should sit on the Port Council and that representatives of port
users and dockers should sit on the Board of Advisers.

Such participation, especially in the initial period, seems to me
to be of great value to both the Government, the "manager' and his
temporary right-hand man, the expert.

The crux of most of the problems is cargo handling, which is the
focal point of the various interests.

In view of the statement in the last part of paragraph IV. 18.,
efforts shouls be made to ensure that everything is done as
efficiently as possible.

This requires consultation, especially when long-term plans are
being prepared.

Experience has shown that participation, coupled with co-responsi-
bility, is very effective when 1t comes to finding the right

approach to the problems (which is different for every port).

250
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The Government of St. Lucia not only emphasised the pressing need
to secure participation; during a discussion on the organisation

of the Port Authority it proved to be more progressive still by
modifying the structure of the Port Council in favour of the central

worker's organisation (see Appendix 13).

Summarising, the various talks on the organisation and administra-
tion of the port revealed no essential differences of opinion on
the basic issues, viz. one-~man management, gradual autonomy (also
in financial respects), etc.

Most of the time was devoted to the interpretation or implementation
of the development scheme and the initial need for personnel and
materials. A fair initial cost-benefit ratio was obtained (approx.
W.I. $300,000 to W.I. $900,000) by combining functions and making
a critical assessment of the need for mechanical aids (see Appen-
dix 14).

The funds required for the gradual procurement of additional ma~
terials (estimated at approx. W.I. $3L4L4,800) are of course not
included (see Appendix 1he).

The items described above, as also the building scheme, would be

financed if possible through bilsteral or other loans.

E. Administraticon

As stated in the foregoing, the Govermment of St. ILucia has
deliberately chosen the manager-cumwarehouseman system for the
sdninistration of the Port of Castries,

Under this system the manager and his staff are solely responsible

for cargo handling on shore and in the transit sheds.

The Government's preference for this type of administration must bhe
regarded first and foremcet as the logical outcome of the advice and
recommendations given in the aforementioned interim report ECLA/POS
71/13, in which it is presumed that, in order to ensure an effective

integrated approach to the problems during the difficult initial
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period, it would be best if the central administration and respon-
sibility were for the time being vested in the Government department
concerned. In due course, for instance after the completion of the
first part of the building project or after the Port Authority had
assumed its final form (end of phase III, see paragraph II. 7.),

the purely commercial activities, such as stevedoring or the special
physical handling of cargo on shore, could once more be left to the

shipping agents, according to type of ship or shipping line.

The intention to achieve an integrated approach can best be illus-
strated by the participation of third parties and the two most
important bodies in the system, the Port Council and the Board of

Advisers (see paragraph IV. 21. (c¢) and Appendix 13).

Secondly, the preference sprang from the possibility of transfer-
ring to the port's new administrative body the suitable Customs
stéff (who could become redundant as a result of the reorganisa-

tion).

F. Cargo Handling

Broadly speaking, cargo handling, i.e. the entire process to which
cargo is subjected while it is in the port - from the time it is
unloaded to when it is transported inland to its destination -~

is done in two or more stages (see chart below).
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area, which in turn will lead to loss of time and finally delays
in handling the ship and in the entire movement of goods.

If there is more than one hitch in the process the delaying effect
will be heightened. Goods will accumulate and valuable time will
be wasted. Cargo handling will become more labour-intensive, more

time-consuming and more costly.

There are two main operations in the second stage:

(i) transportation of the goods to their destination on

completion of the clerical and financial processes;

(ii) transportation of the cargo from the transit shed to
the store or bonded warehouse (Queen's Warehouse) if

1/

after 7 to 14 days — the relevant clerical and finan-

cial processes have not been completed.

For reasons of administration or efficiency, it might then be
necessary to retain goods transferred in this way for another 10

to 14 days (duty is payable this time) to give the consignee a
final opportunity to take the necessary steps.

Charges would of course be made for the extra handling and storage.
The policy to be pursued, including the amounts to be charged, is

a matter for the manager to determine in consultation with the

Port Council and if necessary also with the E.C.C.M. or CARIFTA.
The said period of 10 to 14 days should be regarded as a fixed time
which may only be altered by the manager in special cases and in
consultation with the Customs, extra charges being imposed as penal-
ties. When the period has expired, the goods would have to be

removed without delay on pain of confiscation and public sale.
Cargo handling in the manner described above requires a certain

space whose length is principally determined by the number and

types of ships and whose width is determined by the amount of cargo

- ade | C, O . . .,

1/ "See TV. 24, (iii).
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to be handled.

The various sections, viz. wharves, transit and storage sheds,
stacking areas, parking space, etc., must be in such positions
relative to each other that goods can be brought in, passed through

and dispatched as rapidly and efficiently as possible.

The equipment and layout of the port as set out in paragraph IV. 2.
should be seen in this light.

I believe that, to ensure maximum efficiency, all ports, terminals
or dockyards should from now on be designed in the light of these
handling procedures, which are different for every type of cargo.
Then there is the matter of flexibility, i.e. the adaptability of
the system to suit any situation.

The latest developments have shown that reasonable flexibility can
be guaranteed by reserving areas behind existing port complexes,
particularly with a view to the further mechanisation of cargo

handling and/or the possible future establishment of factories.

G. Congestion

IV. 28.The foregoing shows how important it is that the various premises
in the port area be properly positioned. The diagram might be used
to achieve this.
Each section will need a certain minimum area. As a rule, of course,
this requirement can only be met when planning new port facilities.
Consequently, most pre-war ports have to contend with the problem
of congestion. As a result of the explosive development of shipping
and international goods traffic the authorities are having to spend
large sums on adapting their port facilities to the new situation,
usually by erecting nevw buildings but sometimes by drastically
altering old buildings.
It is quite obvicus that small ports like Castries with their limited
resources cannot keep up with developments in shipping unless they
are given special financial and technical assistance; if they are

not brought up to date, there will inevitably be stagnation and
250
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congestion with all the resultant financial and commercial problems.
The interim report ECLA/POS 71/13 of 2 September 1971 and paragraphs
IV. 21. (a) and (b) state the manner in which congestion can be
relieved.

In view of the circumstances, a distinction is made between short-
term and long-term measures. In the final analysis, measures must
be taken which will prevent congestion for good.

As such measures are in fact included in the port's developmenht

plans, they are elaborated in the next chapter.

H. Port Development Scheme

Two five-year plans have been drawn up for the urgently needed improve-

ment of the Port of Castries. They may be summarised as follows:

(1) The first plan was drawn up by the consultants Goode and
Partners on the basis of a study they carried out of the
development possibilities of St. Lucia's ports in general
and Castries in particular, the results of which are re-
corded in the "Report on Harbour Development, 30 April
1970". The plan mainly involves the reconstruction and
widening of the Western Wharf and the building, in two
stages, of a new terminal for modern cargo handling
(unit loads, containers, palletised cargo etc.) to the
west of the mouth of the River Castries.

Some of the proposed improvements are given in Appendix

IT.

(ii) The second plan gives ECLA/POS's view, as recorded by
Mr. Appel, on the port's physical problems and is an
alternative to the first plan. It provides for the recon-
struction of the Northern and Eastern Wharves, which is
considered just as pressing, as well as the reconstruction

and extension described above.
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IV. 30. In addition to the improvement and extension of berthing facilities,
there is of course the matter of mechanical equipment which is
inadequate, both in quality and quantity, for reasonably effective
mechanised cargo handling.

It is therefore essential that the existing equipment be completely
overhauled and supplemented. To facilitate operation it is recom~
mended that the required types of machine be obtained as far as
possible from the same factory. The interchangeability of parts is
a major point, since it enhances the reliability of the mechanical
system as a whole, particularly in small ports with limited budgets.
About twice as much cargo handling equipment (see details in Appen~-
dix the) will be needed as that described in Mr. Appel's report as
being "immediately necessary'". The amount needed must in fact be
regarded as the minimum required at the end of the first five-year
period, by which time the situation in the port should be such

that all the equipment is used efficiently, as described in chap-

ter D (Port Organisation and Administration).

IV. 31. The proposal that there should be a minimum depth of 30-32 ft.
alongside the quay to accomodate international lines is quite
sound from an administrative point of view.
The latest developments in shipping exhibit a significantly wesker
tendency towards economies of scale (as a result of the initially
somewhat underrated disadvantages, such as high operating costs, the
need for deep and therefore costly approach channels, harbour
basins, etc.) as well as a certain renewed appreciation of the merits
of the smaller types of vessel (3,500 - 12,000 tons), especially
in the unit loads sector.
This might be a corollary to the trunk-feeder line principle,
though it is more probably an attempt to continue to involve as
many ports as possible directly in international commerce by intro-
ducing smeller unit loads for shallower-draught ships (even small

barges) and in other ways.

It might therefore be advisable tc examine the possible advantages
of the new systems to the CARIFTA or E.C.C.M. member countries.

5 Roll-on/roll-off or multi-purpose open vessels in particular, which
50
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are loaded and unloaded at the bow or stern or through the gateways
at the side, require a minimum of wharf equipment in ports with
small tidal movements such as Castries.

Although the capacity of these vessels is markedly lower than that
of ordinary freighters, they are apparently more efficient and
cheaper to run over short distances, because they can be loaded and
unloaded more quickly and because they require a minimal amount of
aids (no tugboats needed for berthing) and hence shorter berthing or

turn-round times.

IV. 32. Lastly, I would make the following observations on the proposed
improvements/extensions to and the anticipated increase in the flow

of goods (mwinly imports).

To obtain some idea of the transit shed capacity and wharf length
needed now and in the future (up to about 1985), both the data in
the report by Goode and Partners and the data made available to me
by the Castries Customs have been converted into a statement on the
total flow of goods including and excluding bananas (see Tables 2
and 3, Appendices 15 and 15a) and reproduced in a graph to show the
area needed for transit sheds (see Appendix 16).

Since the export of bananas is effectuated solely by Geest Indus-
tries on the Western Wharf whose premises are more than large enough
to satisfy the needs, transit shed capacity depends entirely on

imports and exports of other agricultural products and goods.

As in the case of the Port of Kingstown, St. Vincent, the figures have
been used as the basis for direct extrapolation, viz., a least sguares
straight line, and two exponential curves. In view of the future need
for shed capacity, the administrative authorities again favoured
straight progression.
On comparing the figures for 1967, 1968 and 1969, we see that there
are great similarities between months but appreciable differences in
the totals, although all the figures came from the Customs. The ‘
greatest differences are in 1970, the first year of Goode and Partners'
forecasts based on developments between 1967 and 1969 (see Tables 2
250 and 3).
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Despite the relatively high point (the most likely figures in Table
3) teken as the start for the right-hand curve in Appendix 16, the

real figures, even those for 1969, are considerably higher.

Assuming average exports of bananas to be 45,500 tons per iear, the
Customs give the total amount of cargo that passed through the port
in 1970 as 165,789 tons, whereas Goode and Partners had anticipated
a maximum of only 133,500 tons.

These differences resulted in greater progression on the left-hand

gide of the graph and of course to differing conclusions as to the

transit shed capacity required.

Transit shed capacity required

During the second visit to St. Lucia, Geest Industries assisted in
alleviating the pressing need for extended storage capacity to combat
congestion by making a number of sheds on the Western Wharf available
to the Ministry of Communications and Works/the Harbourmaster.
Unfortunately, these sheds are scattered and do not link up with
those on the Northern Wharf.

Of course, the fact that the sheds are scattered militates against
their incorporation in a new, well-organised and efficient system of
administration. In my view they are only suitable for passengers,
provided the berthing of cruise ships does not hamper the island's
export activities or the temporary storage of liquor under very

special conditions laid down by the Customs.

The sheds available are:

Shed I = 150' x T0' = 11,700 sq.ft.
Shed II = 120' x 70' = 8,400 sq.ft.
Shed III = 120' x 50' = 6,600 sq.ft.

Total 26,700 sq.ft.

As shed T is used entirely for storing and handling imported and

local liquor, the total space left over for cargo handling
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proper 1is: 8,400 + 6,600 = 15,000 sq.ft.

It is evident from the movement of goods shown in the graph in
Appendix 16 that:

(i) the currently available sheds (II and III) are only big
enough for the handling/holding in transit of

15,000 x 360 x 0.25 x 0.65

= 78,400 tons
Tx 1.60

of cargo per year;

(ii) if shed I could be utilised as a transit shed too, e.g.
by storing the liquor on the Western Wharf instead,
transit shed capacity would increase to approx. 139,300

tons per annum;

(1ii) if the capacity of sheds II and III could be doubled
(for instance, by erecting a temporary 75' x 200' shed
in the temporary stacking area in Compton Highway or a
smaller shed combined with removal in the short term of
the Tourist Bureau and Cable Depot) transit shed capacity
could be increased to 156,500 tons per annum. According
to the left-hand graph, this would satisfy the demand up
to 197k, while Goode and Partners' forecasts extend the

limit to about 1980;

(iv) further extension of the shed capacity by 5,000 sq.ft.
would be sufficient to meet the demand, as forecast by

Goode and Partners, up to about 1986.

Wharf length required

Present lengths are:

Western Wharf = 5000' = 16T m
Northern Wharf = T20' =240 m
Eastern Wharf = 300' = 123 n

Total = 520 m

250
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Total length excluding Western Wharf = 363 m.
Table 2, Appendix 15, shows that in 1970

- the total flow of goods incl. bananas was 165,789 tons

and

~ the total flow of goods excl. bananas was 123,153 tons.

/ 123,153
is maintained, ——— = 340 tons will be
363
transhipped per running meter per year. This is a particularly low

If present policy 1

average which could easily be stepped up to 800 tons if the port
were reasonably well equipped and administered (see also paragraph
III. 17.).

Assuming that Castries reaches this capacity figure, the present

length of wharf will remain adequate until about 1990, provided that:

complete reconstruction of the Northern and Eastern Wharves can

be achieved;

- a depth of at least 32' adjoining the Northern Wharf can be
guaranteed;

~ +the floors of the sheds and the surfaces of yards and roads can
be kept in good condition;

-~ the method of handling cargo conforms to that shown in the chart
in paragraph IV. 24.;

~ a reasonable system of administration on simple, modern lines

can be instituted.

The conclusion we can draw is that, if from the outset enough space
had been reserved for the handling of cargo, which at the moment

takes place in a confined area,

- difficulties of the present nature would probably not have
arisen (because it would have been possible to separate the
duties of the relevant bodies completely by having room in

which to keep the sheds and roads in good condition);

250 1/ The Western Wharf is solely intended for the export of bananas.
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- the need to augment the equipment in the port (new terminal)

would not have become acute until about 1985.

It seems to me, however, that the traditional central location of
the port should be maintained as far as possible, not only from
the point of view of efficiency (the gradual splitting up of
functions in the port establishments as a result of separating the
handling of international shipping and other shipping) but also on
sociological, economic and touristical grounds.

Consequently, the port facilities will need to be adapted and
improved.

This could be done in two ways, by expansion landwards or by ex-
pansion seawards.

The first expedient is not practicable if only on account of the
cost of expropriating property. The second is worth considering in
combination with the new building programme prepared by Goode end
Partners (see Appendix II), which might possibly be cut down to
stage I only.
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APPENDIX B

Storage of goods on the wharf/quay

The chaotic situation as a result of the congestion

dated 22th September 1971
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V. LCMINICA

A. General remarks

The Port of Roseau in Dominica was also visited twice during the
assignment.

As in the case of the Port of Castries, the first visit was

mainly devoted to fact-finding consultations and on-the-spot study
with a view to gaining an idea of the port's difficulties and
problems in genersl and the problems relating to administration,
methods and practices and cargo handling in particular. The fact-
finding consultations with the relevant organisations, authorities
and other persons were based on the reports referred to in Appen-
dix 2.

The second visit was devoted exclusively to preparing measures for
the relief of the increasing congestion and to creating the basis
for a more modern and more efficient administration of the port on
the lines of the proposals contained in the interim report of

2 September 1971, No. ECLA/POS T1/12.

B. Facilities

The port of Roseau is not a harbour providing more or less shel-
tered berths for ships but an open roadstead exposed to winds and
waves from a westerly direction.

There is a shortage of equipment and therefore a shortage of
facilities.

General cargo movement, now amounting to more than 120,000 metric
tons per annum, is by lighters using an L-shaped jetty about 100
feet long, the water along the front of which varies in depth from
14' at the N.W. end to 18'6" at the S.E. end (see Appendix III).
Both the 28' wide jetty and the 51' wide approach to the upland
take the form of a pier and offer facilities for berthing and the
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handling (loading and unloading) of lighters and schooners on
three sides, viz. the N.W. side and the seaward and landward
sides of the jetty proper.

Of course, the facilities can only be used under favourable

weather conditions.

V. 3. The country's major products, i.e. bananas, timber and pumice,
are exported with the aid of private equipment and via seperate
jetties built and maintained by the relevant companies and under-
tekings in the coastal area to the north of the mouth of the Roseau
River. Extensions to the port including berthing facilities for
ocean-going vessels and the necessary buildings, etc. as designed
by Goode and Partners are planned for the adjacent area. As the
aforementioned undertakings bear sole responsibility for the
relevant transhipment and for the necessary premises, etc. no

further reference is made to them in this report.

The upland part of the facility consists of:

-~ @ sea wall with a top width of 5 or 6 ft on which there are
two small buildings, the Bagage Room—cum-Customs Office and
the Tourist Booth, overhanging the water, one on either side

of the pier;

~ three one-storey buildings with areas of 60' x 75', 60' x 65"
and 60' x 100', between which there are open storage areas of

60" x 50' each (see Appendix III).

Of these buildings only the one measuring 60' x 100' (Transit
shed I) is being fully utilised for cargo handling. The other two
are being used as Government offices (housing the Government Mar-

keting Department and the Tariff Department).

According to Appendix III and information received on the subject

the total space available for cargo handling is:-

250
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(i) transit sheds * 16,500 sq.ft.
(16,070 sq.ft. net)

(ii) warehouse * 3,900 sq.ft.

(iii) stacking area * 6,000 sq.ft.

Using the formula adopted for Castries, a cargo movement of

about 120,000 tons would require at least

120,000 x 7 x 1.60

360 x 0.25 x 0.65 = 23,000 sq.ft. of transit shed space.

The present shortage of transit sheds would therefore amount to
some 40% or 50%. That there is a serious shortage of transit
accomodation is only too obvious from the fact that optimum use is
being made of the Jetty and all the other temporary stacking areas
(aprons or roads in front of the sheds) and that arrangewent has
had to be made for the direct dispatch by lorries of almost all
bulk goods such as flour and cement (see Appendix F).

This subject is dealt with at length in the chapter on congestion
(chapter F).

The sheds are always congested and at times conditionsg are chaotic

when the flow of incoming goods is heavy.

The available storage space, which is divided into compartments

by pillars and staircases, is so full that little or no use can
ever be made of mechanical aids. In fact, delays in the handling of
goods are largely attributable to the poor transit process which in
its turn springs partly from the shortage of space, even though

separate dispatch is possible via the landward side of the sheds.

The landward side of the sheds is not however provided with a
loading platform to facilitate the dispatch of goods, nor is there
an apron on which lorries can be marshalled or parked. The public
road running along the landward side of the sheds is so narrow that
two lorries can barely pass each other. Consequently, the dispatch

of goods has to be done almost entirely by hand, which is very
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time-consuming and causes increasing delay as more and more goods
have to be handled.

At first, extensions in the short term were not considered pressing
in view of the plans for new buildings to the north of the Roseau
River‘l/. It seems that the Government of Dominica intends in due
course to move all the harbour activities to the new buildings and
use the present buildings, etc. for other purposes. This would
seem wholly plausible considering the nature and position of the
premises in relation to the old, densely built up centre of the
town of Roseau.

The general complaint by businessmen (importers, shipping agents,
etc.) that the Government is promoting congestion by withdrawing
warehouse space from the port for office use (Govt Marketing Dept

Tariff Dept, Post Office) should be seen in this light.

It should be borne in mind however that if extensions are completed

according to plan (i.e. in 3 to 4 years),

(i) it will be impossible to complete the first stage

until after 2 or 3 years at the earliest;

(ii) it is unlikely that the area will at once be adequate
to accomodate all the existing enterprises (Interna-
tional Lines, WISCO, and W.I. schooners), which means
that

(1ii) presumably thé amount of space required for efficient
administration will only be available after 4 or 5

years.

As congestion is however already a very real problem which grows
more serious every day, additional measures will have to be taken

in the short term tc mitigate serious economic and financial con-

sequences and combat congestion effectively during the transition
period. These measures are described in detail in the chapter on

congestion (Chapter F).

1/ See also Mr H.W. Appel's report No. ECLA/POS T1/12 of

29 January 1971.
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The port's equipment includes lighters. As major items of equipment
for use in the water they constitute, like the sheds on shore, the
basis of a separate or extra stage in the water-to-land or land-to-
water transhipment of goods. Lighters can be viewed as extensions
of the Jetty or wharf and their carrying capacity considerably

increases the port's transit and storage capacity.

In many ports all over the world lighters are actually used as
"puffers” to cushion surges in the quantity of cargo arriving by
sea. As an integral part of a port's equipment the lighter is
therefore a major instrument in the port's administration, par-
ticularly when no direct ship-to-wharf and wharf-to-ship tranship-

ment is possible, as in the present case.

Roseau's lighters do not belong to shipping agents but are
privately owned, each lighter being separately operated and hired
out to the various importers, shipping agents and other interested
parties.

Mthough this arrangement would seem quite satisfactory at first
sight, it is recommended that the lighters be placed in a single
pool from which interested parties can draw as required; this
would simplify maintainance, ensure greater safety and efficiency
and improve the service obtained from them.

In view of the form of the future port administration, lighters
will, of course, eventually be placed under the central control
of the autonomous or semi-autonomous Port Authority. Where
necessary, it would be advisable to replace, if possible, the
present lighters; which are mad@ of wood, by steel lighters;

greater adaptability would be one of the advantages.
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C. Layout of the port

As there are no berthing facilities for ocean~going vessels there
is little to be said about the port's layout.

All the facilities have been adapted to the draught and transport
capacity of lighters and similar vessels. The gradual increase in
cargo movements, whether imports or exports, gave rise first of all
to longer berthing periods, then to the expansion of the lighter
fleet but, since goods can be temporarily stored in the lighters,
only much later to a greater need for storage capacity on land.
Another consequence of the shortage of facilities and of tranship-
ment by means of lighters is that the emphasis in mechanisation is
mainly on vehicles and lifting devices (tractors, trailers and
cranes).

Owing to shortage of space most of the stacking and storage of
goods in the warehouses has to be done in the conventional way,
i.e. by hand. Consequently, the only purpose the preslinging of
loads serves is to increase the speed of loading and unloading

and so reduce berthing time.

Information received on the subject shows that the port's layout
has remcined unchanged for several decades. Althouzh nothing can

be found to support my view, this is most probably attributable to:

-~ the position of the old city centre with its mass of buildings
(warehouses, offices and shops) right next to the port area,

making any extension to the port a very costly business;

- economic and technical factors such as navigation, planning,
and the difficulty of building in coastal waters, which have
caused schemes to build new, modern premises on the coast north

of the mouth of the Roseau River to.be dropped.

Perhaps all plans to improve the existing premises were post-
poned until a more suitable time when it was realised what the

financial implications were.
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Mr H.W. Appel, the Port Engineer, suggested in his report that

the storage capacity be enlarged, either by roofing in the open
storage space between the sheds or by extending the second floor
of the adjacent buildings.

The extra 5,900 sq.ft. (gross) of storage space thus obtained
would not however completely make up the shortage of roughly

7,000 sq.ft. (net) as calculated in paragraph V. 2., so congestion
would not be wholly relieved.

Moreover, it is doubtful whether the figures for the movement of
goods given by word of mouth and on which the shortage is determined
are completely accurate and whether this solution to the problem
of space, which is actually not recommended because of the fire
hazard, is the most efficient and cheapest.

Since the new building project is to be implemented in another 3
or 4 years and congestion is only temporary, I believe we should

endeavour to find a temporary solution to the problem at the least

possible expense. The matter is dealt with in greater detail in

the chapter on congestion (chapter F).

As regards the layout of the new complex we should from the outset
endeavour to secure s site that extends far enough back to provide
ample room for the buildings (sheds and offices) and other spaces
(aprons, car parks etc.) along the lines given in the chart on

cargo handling in paragraph IV. 2.4.

D. Port organisation and management

The port of Roseau is mainly administered as a division of the
Ministry of Finance under the supervision of the Collector of
Customs.

The civil engineering side of the management, e.g. the construction
and maintenance of wharves, buildings, aprons and roads, is the
only part of the work that comes under a technical body, viz. the

Public Works Department of the Ministry of Communications and Works.
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The head of the Ministry of Finance division is the Senior Port
Officer and harbourmaster who has an administrative staff consisting
of 3 Officers, 1 Wharf Supervisor, 4 Operators (one of whom is a
Mechanical Operator) and 7 Port Attendants. They carry out their
duties, such as the assessment and collection of port revenues, the
paper work pertaining to cargo and the storage of cargo and the
hiring out and maintenance of facilities, in conjunction with the

Customs.

One might well ask what made port staff and customs combine, since
the essential differences in the work the two groups do must

necessarily give rise to difficulties.

In his Report on the Commission of Enquiry into the Conditions at
the Roseau Harbour, dated 12 November 1969, Mr C.E. Neblett
summarises these difficulties as follows:

"Steamship Agents in Dominica meke arrangements for the discharge
of cargo by stevedores into lighters where it is landed at Roseau
Jetty and received by longshoremen and tsken into the sheds or open
storage as the case may be under the supervision of Customs.
Although the cargo is generally tallied ashore, Customs accept no
liabilit, for custody of the goc.'s, nor responsibility for losses
or damages evident on delivery to the consignee. Deliveries are
made under the supervision of the Customs and consignees are .
expected to go personally into the Customs sheds, segrch for and-
physically remove cargo to their own transport. They are given a
landing-certificate in respect of cargo delivered indicating shor-
tages for which the importer is entitled to claim a drawback of

duties.”

V. 10. Since the economic progress made by the country is mainly deter-
mined by the efficiency of its port, it is of the utmost impor-
tance that the problem of congestion and other difficulties be
solved, both in the short term and permanently, by rationalisation

and the introduction of a simple, modern system of administration.

250
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The interim report No. ECLA/POS 71/12 of 2 September 1972 gives

guidelines for the improvement and modernisation of the port's

administrative system. It describes the various principles on

which the new administrative body, the Port Authority, will work,

laying particular stress on one-man administration, as this should

ensure the smooth, uninterrupted flow of cargo through the port,

no waiting time for vessels and no delay in the handling of cargo

on shore.

V. 11. (a) Under the circumstances the introduction of a modern system of

(e)

V. 12. (a)

this kind, however, requires, besides the complete reorganisa-
tion and rationalisation of the existing system, the creation
of a new basis, namely the provision of sufficient material

and financial resources to enable the new administrative system

to get off to a successful if modest start.

In addition, all interested parties (both organisations and
private individuals) will have to be requested and persuaded
to cooperate in bringing about the more efficient utilisation
of facilities, for instance, by the removal elsewhere or the
making temporarily availasble of any services, establishments

etc. that are not strictly connected with the port.

Lastly, consultations will have to be held with private
organisations and individuals (port users and workers'
organisations) to secure their support for and cooperation in
the new administrative system and all the measures to be taken
and regulations, bylaws etc. to be created, whether of a
temporayy or permanent nature, to facilitate the operation of

the system.

To operate as efficiently as possible the P.A. must, by means
of provisional arrangements, orders and regulations, be

immediately placed in a position to act as the sole authority
for the entire port. To achieve this it must possess from the

outset a cartain degree of autonomy as well as sufficient
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personnel, material and financial resources to deal

effectively with pressing matters such as:

1. the extension in the short term of the port's storage
capacity so as to relieve congestion as quickly as
possible and the gradual introduction of new methods and

regulations for handling cargo:
2. the improvement of the floor (surface) of Shed III;
3. altering the fencing to suit the extended port area;

4. the construction of access and exit roads, the introduction
of special traffic regulations for users of these roads
wishing to reach different places, the construction of
entrances and exits and surveillance of the entire ares

in accordance with Customs, fire and other regulations;

5. the acquisition of:
one 6,000 1b. forklift truck;
one 4,000 1b. forklift truck;

three 17 hp pneumatic towtrucks and

eight 2-ton trailers.

As both relief of congestion and the introduction of the new
administrative system depend on the extend to which the
storage capacity can be increased it was urged, during the
second visit to the island, that first of all a temporary
storage area be prepared and a shed be built without delay,
if possible in the immediate surroundings of the port. To
obtain some idea of the size and dimensions of the extra open
and closed storage space required, the Customs were requested
to supply more detailed information on cargo movement in the

past years.

According to the 1964 to 1968 annual figures made available
to us on the basis of the customary cargo-handling processes:
(i) a total of 130,014 tons of cargo were transhipped in

1967, which would put the shortage of transit space

even then at 9,000 sq.ft. or more, i.e. about 1.3
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times as much as was originally calculated, while

(ii) in addition &bout 4,500 sq.ft. of extra open storage

space will be needed for the temporary storage of
certain bulk goods (reinforcing steel, zinc roofing,
etc.) and other goods (cars, machines etc.) that can

be stored in the open air.

The total extra storage space needed is therefore about 15,000
sq.ft. At the moment only about 1/3 of this pressing need can
be met.

At a special meeting of the Port Advisory Committee convened
on 15 September 1971, the chairman promised on behalf of the
Government that a new warehouse would be built on the empty
plot owned by E. Nassief & Co. (see point 6 of the relevant
report).

A decision on the other two-thirds had to be solicited from

the relevant bodies (Comm. & Works and Finance).

(b) In view of the urgency of the matter and its importance to the
country as a whole, we may in my opinion not only expect all
interested parties to under.tand the position but also insist
on their cooperating in trying to find a solution.

To achieve the necessary extension of present storage capacity

in the short term and at the least possible expense, so that

the new administrative system can be introduced and congestion

relieved, the Government and port users will have to be prepared
to join forces in dealing with port problems.

Accordingly,

(1) the premises occupied by the Government Marketing Dept.
and the Tariff Department should be made available to
the new administrative body without delay (the Post
Office premises should if possible also be evacuated,

a move which many private individuals deem desirable);

250
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(ii) the port users, viz. importers, shipping agents and
stevedores, will have to be prepared to share
responsibility for the handling of cargo in the port
and so lessen the effects of the shortage of gqualified
staff.

Such an arrangement would:

- entirely relieve the present shortage of transit space and
even meet the total needs until 1975;

- 1improve the administration of cargo handling on the Jetty

and in the sheds.

The cooperation of third parties (e.g. port users and workers'
organisations), which can be secured by allowing them to
participate up to a point in decision-making on matters of
common interest, is vital, not merely to relieve congestion
but also to create such conditions as will help the new
administrative body, the Port Authority, to get off the ground
and get through the initial period, usually a difficult period,
smoothly.

To this end it was proposed that a representative of port users
should sit on the Port Council and that representatives of port

users and dockers should sit on the Board of Advisers.

Such participation, especially in the initial period, would
seem to me to be a great help to both the Government as the
"manager" and his temporary right-hand men, the expert.

The crux of most of the problems is cargo handling, which is
the focal-point of the various interests.

In view of the statement in the first part of paragraph V.10,.,
efforts should be made to ensure that everything is done as

efficiently as possible.
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This requires consultation, especially when long-term plans
are being prepared.

Experience has shown that participation coupled with shared
responsibility is very effective when it comes to finding the

right approach to problems (which is different for every port).

As in St. Lucia, the Government emphasised the pressing need
to secure participation and modified the structure of the
Port Council in favour of the central workers' organisation

(see Appendix 17).

V. 13. Summarising, the various talks on the organisation an administra-
tion ot the port revealed no essential differences of opinion on
the basic issues, viz. one-man management, gradual autonomy (in
both financial and other respects), etc.

Much of the time was devoted to preparing a development schedule
and determining initial personnel and material requirements. A
fair initial cost-benefit ratio was obtained (approximately

W.I. $197,610 to W.I. $430,500) by combining functions and meking
a critical assessment of the need for mechanical aids (see
Appendix 18).

The figures do not of course include the funds required for the
improvement and expansion of the existing facilities (sheds,
aprons, fences etc.) and for the procurement of additional equip-
ment such as:

- one 20-ton crane;

- two tractors;

- twelve trailers;

- one forklift truck with telescopic mast, capacity:

4,000 1b. or 6,000 lb.

These items, as also the tuilding scheme, would be financed if

possible with bilateral or other loans.

250
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Administration

After a number of separate talks with the parties concerned both
the Government and private parties (importers, shipping agents,
workers etc.) agreed to the reorganisation and rationalisation of
the port and the introduction of an administrative system with
separate powers and responsibilities.

Henceforth, authority and responsibility for the handling of cargo:

(1) in the lighters and on shore will be vested in the

Company of Port Users/Contractors, to be set up by port

users and employers (e.g. stevedores, importers and

shipping agents);

(i1) in the sheds and other storage areas will be vested in the

Port Authority.

The Government's preference for this type of administration
springs primarily from the enormous shortage of qualified and
capsble staff and the poor equipment.

It is probably the fact that the equipment is bad and that the
lighters are privately owned that has caused the Government to
disclaim responsibility for the first stage of cargo handling,
since taking over the administration of this equipment would give
rise to immense staff and financial difficulties, which should be
avoided on account of the limited funds available.

In due course, for instance after the completion of the first
stage of the building project or when the Port Authority, having
assumed its final form, possesses sufficient qualified and capable
staff (end of ghase I1I, see paragraph II. T7.), the manager-cum-
1

warehouseman —' system might be chosen as the final administrative
set-up for the expanded port of Roseau. Purely commercial activi-
ties, such as stevedoring or the special physical handling of
cargo on shore, could of course be left to the shipping-agents,

importers etc.

" See peragraph IV. 23,
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The participation of these interested parties in the administration
through the Port Council and the Board of Advisers will be guaran-
teed.

Secondly ,the preference sprang from the fact that the temporary
administration to be introduced is basically not very different
from the present one, which opens the possibility of transferring
to the port's new administrative body all personnel who could

become redundant as a result of the reorganisation.

As regards the private interested perties, it was only after two
separate talks on 17 September 1971, one with the shipping agents
and the other with the Chanber of Commerce of Dominica, that they
agreed to the formation by the shipping agents and the Chamber of
Commerce of a Company of Port Contractors, which would coordinate
and administer centrally the entire port except the stores run by
the Government.

The object of this is to put an end to the individual operations
of the various businesamen on the wharves and the adjacent buil-

dings and to loss through damage, the mislaying of goods or theft.

In the Report on the Port of Castries Dr Hempel, Regional Adviser
on Maritime Transport, and Mr Polland Moore, formerly General
Manager of the Port Authority of Trinided and Tobago, give direc-
tives on the functions and responsibilities of the Company of Port
Contractors on the basis of the facilities that Castries offers.
They are prompted to a greater or lesser degree by the systems

operating in Port of Spain and other Caribbean ports.

Although the situation at Roseau is different from that in the
above ports and although there are decidedly fewer facilities, I
believe enough information can be obtained from the description

of these functions and responsibilities (and if neccesary also from
the details on the P.A. of Trinidad and Tobago which we have been
sent) to enable us to determine the set-up of the Company of Port

Contractors at Roseau.
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This is evident when we compare the situations in Castries and
Roseau, both ports handling sbout the same amount of cargo

annually.

Despite the fact that Roseau has much fewer facilities, cargo in
that port is more efficiently transhipped and despatched or stored
in the sheds than it is in Castries. This gives the false inpression

that the situation in Roseau is less serious that it i1s in Castries.

One of the features of cargo handling in Roseau is that the various
businessmen operate individually either alongside one another or
in criss-cross fashion. One of the reasons for this is the fact
that the lighters are privately owned (ownership therefore being
widely spread), that each has to be hired separately each time it
is used and that no lighter has a permanent crew.

The unloading of cargo on the wharf, its temporary stacking,

direct despatch or further transportation and storage in the
transit shed is done entirely by casual gangs of labourers hired

by the Seamen and Waterfront Workers' Union.

Although the Custom's standpoint as to answerability for storage

1/

ans responsibility for loss or damage — as described by

Mr Neblett seems wholly plausible, it will be quite unacceptable
once the new administrative system heés been introduced.

Under the new system the consignee will as is customary in all
ports, be able to demand compensation for any loss suffered through

the mislaying of goods, damage or theft from:

-~ the Company of Port Contractors, if the loss occurred during
the handling of the goods in the lighters and on the jetty or
other temporary stacking place;

- the Port Authority, if the loss was noticed when the goods were

delivered after storage in the open or closed stores.

l/ See paragraph V. .
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V. 18. Cargo handling as described in paragraphs IV. 2k., IV. 25 and
IV. 26. could of course never be done in the present establishment
with its limited facilities.
Even the temporary extension of storage capacity to relieve con-
gestion would not provide the answer.
It will only be capable of achievement when the proposed new buil-~

dings have been completed.

In view of the ever-increasing mechanisation of cargo handling

and the unification of cargo accompanying it, it is recommended

that a check be made at some time in the future to ascertain whether
the equipment in the new buildings as planned is still up to date.

A number of things point to the fact that small ports, too, will

in the future have to make provisions for the establishment of .
industrial enterprises in port areas to meke the ports pay their
way. To this end, ports should pursue a flexible policy so that they
can adapt themselves to any situation.

The latest developments (e.g. pier to pier consignments/containers)
have shown that reasonable efficiency can be assured by using

reserved areas in combination with movable sheds.

Such sheds, preferably made of steel, enable the layout and structure
of the c¢stablishment or terminal to be modified as required, at

any time and at a minimum expense, to ensure that cargo will be
efficiently handled. The area of the site required will of course
depend on the size of the units to be handled. In large, modern

ports with a correspondingly large movement of cargo and infra-
structures to match a wharf length together with an area extending
inland of at least 250 m per ship is deemed necessary for the hand~

ling and storage of roll-on/roll-~off loads.

F. Congestion

V. 19. Congestion in the Port of Roseau is of course, like that in Castries,

attributable to the absence of a modern administrative system headed

by one man.

250
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Owing to lack of coordination and foresight, steps were not taken

in time to make up the ever-increasing shortage of storage space.

As stated in paragraph V. 12. (a) the total shortage of space has
already reached 15,000 sgq.ft., about 10,000 sq.ft. of which is
closed space (for sheds) and 5,000 sq.ft. open space for the storage

of large articles, building masterials, etc.

Relief of the congestion will therefore require extension of the
port's storage capacity to include the facilities mentioned above
as well as the introduction of the new administrative system headed

by one man. This could be achieved in the following ways:

(i) By roofing over the open storage space between the sheds.
I do not believe this expedient, which is also put for-
ward in parsgraeph V. 8., can be recommended because:

- Goods in transit can only be handled with maximum
efficiency if all the operations are carried out
on the came level;

- Sufficient space should be kept open between the

different buildings, etc. to reduce the fire hazard.

(i1) By building a steel shed'l/

on the premises of E. Nassief
& Co. to the south of Transit shed no. 1 (see Appendix
III). If the area is used to the best advantage, a@bout
5,000 sq.ft. net of storage space can be obtained.
Moreover, the advantage of steel sheds is that they can
be moved to the new premises very easily and at

comparatively little expense.

(1i1) By the removal elsewhere of services, offices etc. that
are not strictly connected with the port.
Such a course of action and the reorganisation and
reallocation of premises that it entails will have to

be resorted to if no site can be found in the immediate

1/

The Government agreed to this in principle at the meeting
with the Port Adviscry Committee on 15 September 19T71.

250
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vicinity of the port which would be suitable for one
open and one closed store, each of 5,000 sq.ft.

The statement in paragraph V. 12. (b) should be seen
in this light.

The premises to be reallocated would be:

-~ The floor and the top area of Shed II (2 x 3,900 sq.ft.).
This shed was considered as a warehouse and therefore not listed
with the other sheds in the section dealing with the shortage of
transit sheds;

- The top area of Shed III (4,500 sq.ft.);

—~ The floor and top area of the Post Office, the area of which I do
not know exactly but which according to information received was

part of the port's facilities.

I believe that matters could be considersbly improved if some of

the services/enterprises and offices not connected with the port
were moved elsewhere.

In fact, if the floor area of Shed III as well as that of the shed
referred to in (ii) above becomes available, this would almost
completely make up the shortage of transit sheds.

Other arrangements might be made, in consultation with importers

and shipping agents, which would render the removal of some of the
above services, etc. unnecessary (e.g. by temporarily making private
warehougses in the vicinity of the port available in exchange for
other premises elsewhere;efforts to arrange matters in this fashion
had to be abandoned, however, owing to lack of time).

If no contribution is forthcoming from private parties, the loss

of warehous pace can only be compensated by securing the top area
of Shed II. If this happens, the top area of Shed III will of
necessity also have to be made available as temporary accomodation
for the overflow from both the transit sheds and the stacking areas
so as to make good the lack of other space and to prevent any
further splitting up of accomodation. The Post Office would not then

have to be removed.
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G. Port Development Scheme

Two plans have been drawn up for the improvement of the Port of

Roseau., They may be summarised as follows:

(i) The first plan, drawn up by Goode and Partners, consultants,
on the basis of a study they made of the possibilities for
developing the port, comprises various layouts, the last of
which, supplemented and improved in 1970, has much in common
with that of the Port of Kingstown,‘St. Vincent, and with the
designs for the extension of the Port of Castries, St. Lucia.
It is a non-sheltered, marginal, multi T-type open wharf on
piles, protruding from the coastline to reach the 33 feet
depth line and connected by short approach jetties to the
back of the filled-in harbour area.

(i1i) The second plan gives ECLA/POS's view, as recorded by Mr Appel
on the port's physical problems and is a variation on the
first plan. Besides the construction of new buildings, it

comprises the extension of the jetty and sheds.

In addition to the improvement and extension of berthing facilities
for ships and lighters there is the matter of machinery, which at
the moment is inadequate, both in gquantity and in quality, for
reasonably effective mechanised cargo handling.

It is therefore essential that the existing equipment be comple-
tely overhauled and new machinery added. To facilitate operation
it is recommended that all the types of machine required be ob-
tained if possible from the same factory. The interchangeability
of parts is a major point since it enhances the reliability of the
mechsnical system as a whole, particularly in small ports with

limited budgets.

The proposal that there should be a minimum depth of 33 ft.
(possibly to be extended to 36 ft.) alongside the new quay to
accomodate international lines is approved from the point of

view of administration.
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It has slready been noted that the latest developments in shipping

exhibit a tendency to re-assess the merits of the smaller types of

vessel (3,500 - 12,000 d.w.t.), especially in the general cargo and
unit load sectors. This may be a corollary to the trunk-feeder line
system thcough it is more probably an attempt to continue to get as

many ports as possible directly involved in international trade by

introducing smaller unit loads (even small barges) for these

shallower-draught ships, and in other ways.

It might therefore be advisable to examine the possible advantages
that might be derived from this system by the CARIFTA or E.C.C.M.
menber countries.

Roll-on/roll-off or multi-purpose open vessels (with passenger £y
accomodation) in particular, which are loaded and unloaded at the
bow or stern or through the gateways at the side, require a

minimum of quay installation in ports with small tidal movements

such as Roseau.

Although the capacity of these ocean-going vessels is markedly lower
than that of ordinary freighters (with limited passenger accomodation)
they have proved toc be more efficient and cheaper to operate on short
routes because they can be loaded and unloaded more quickly and
because they require a minimal znount of assistancz (no tugboats

needed for berthing) and hence shorter berthing or turn-round times.

Lastly I would make the following observations on the planned
extensions to the port and the expected increase in the flow of

goods .

To obtain some idea of the transit shed capacity and wharf length
needed now and in the future (up to about 1980), both the data in
the Report by the British Development Division and the data made
available to me by the Roseau Customs (although incomplete) have
been converted into figures for normal transhipment on the quay
(see Appendices 19 and 20). The conclusion we can draw from this
statement is that in spite of a good beginning actual developments

are less favourable than the above-mentioned report anticipated.
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However, it is difficult to examine the problem in detail without
up to date information and in the absence of a deep water wharf,

especially in view of the many differences between the two periods

under review.

The developments represented by the graph do however give an in-
dication of the present shortage of transit capacity, the extensions
needed up to 1975 and the capacity required after the completion of
the new port in 1980. The curve steers a middle course between the
low growth path and the Customs data.

Another important indication which the graph gives is the levelling
down effect that the lighters have on the irregular flow of in-
coming goods. (The proposed increase in transit capacity A is

smaller than B, the latter being needed if goods are unloaded direct-
ly from ship to shore.)

Future shed capacity reguired

The transit shed capacity required up to 1980 which was specified
earlier in this report and which is also given in Appendix 20 is
based on semi-mechanised cargo randling, the method still employed
in most ports. This also applies to the chart referred to in para-
graph IV. 29.

These specifications could be used as the basis for the accomodation
and arrangement of the various sheds and other facilities. This
would mean that both the location and size of the @different facili-
ties and the storage and transit capacity of the installation would
be fixed.

New transportation methods (larger cargo-carrying units, such as
containers) and new loading and unloading techniques using
mechanical aids on a larger scale could then only be introduced at

the cost of great financial sacrifices, if at all.

It was observed in paragraph V. 18., in connection with requirements

in the immmdiate future, that even small ports, for reasons of



250

- 73 -

self-preservation, should adapt to the continual technological
advances made in navigation and transportation.

This implies that more space must be made available, not so much

in length as in width, so that general unit cargoes can be handled
as efficiently as possible.

The effect of this on the new installations will be that by the time
they are built the planned warehouses will fail to reach the stan-
dards then prevailing. The handling of the frequent consignments

of larger unit cargoes with larger mechanical equipment will

require larger loading and unloading bays and larger storage and
parking space. To this end areas extending inland should now be
reserved. Pier to pler cargo units in particular, which, to all
appearances, are going to be brought into such ports as Roseau in
greater quantity, need a great deal of room for storage and handling
purposes.

It is therefore advisable that all the sites behind the quay or
jetty extending to a depth of at least 250 m be appropriated for

purposes of augmenting storage and other facilities.

Another consequence of this development is that, if possible, sheds
and other buildings should not have fixed positions on the site, in
other words they should be movable or easily taken down. This has
given rise to the use of steel in the design of sheds, allowing the
available site to be arranged at all times according to the

requirements of the cargo to be handled.

In addition the specific differences between transit and storage
sheds become blurred when the modern mechanised system of cargo
handling is applied. Only one strip and one stuff shed is then
needed, in which to pack and unpack respectively unit cargoes
passing through as imports or exports. In small and medium~sized
ports these functions are frequently combined in the one shed, so
that there is only one building on the entire premises in which

all the necessary cargo handling as well as paper work can be done.
Since the containers in which unit cargoes are packed also serve as

a temporary storage facility for the goods contained in them, the
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Wharf length required

If the new port is to be built in accordance with the latest design
there will probably be a 1200 ft. (= approx. 366 m) quay by about
1975 or 1976, serving ocean~going vessels with a draught of up to
32 ft. Assuming a type of development based on the Customs data

the annual flow of cargo by about 1975/76 will be approx. 155,000

tons J/, which would work out to an average transhipment of

155,000

366 = 425 tons per running metre per year.

This is an extremely low average which could easily be raised to
800 tons if the port were reasonably well equipped and administered.
(See also paragraph III. 17.)

Assuming Roseau reaches this figure, which it easily can, the wharf
length stated above will suffice until at least the year 2000.

In conclusion I would make one or two observations with respect to
a question I have been asked many times, viz. what 1s to be done
with the present port complex once the new one is built.

It must be said in the first place that in the intesrests of efficiency
general preference should be given to a type of administration em-
bracing differentiated cargo handling in separate zones within a
single enclosed area.

In certain special cases differentiated cargo handling in g number
of areas could be more advantageous to the parties concerned
(businessmen, consumers and Government ).

The present port could in my opinion adopt this role in the future.
Local trade and as far as I know also the trade in consumer and
other goods (fruit, sweet potatoes, some textiles etc.) carried on
in the other islands (regional trade) is concentrated in the vici-

nity of the present port, viz. in the Government Marketing Department.

Y See Appendix 20.
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Trangferring these goods, which are carried largely by schoooners,
to the new building complex would involve a longer voyage and hence
extra expense, which would create difficulties for the businessmen
and consumers concerned and give rise to opposition and antipathy.
In the present -instance it might be advisable to confine the opera-
tions of the existing port to the handling of schooners, after
reorganisation, rationalisation and the provision of additional
facilities, of course.

To improve the efficiency of the transhipment service, which is &
one-way loading and unloading system, the I-shaped jetty could, if
desired be converted into a U-shaped berthing facility.

(See Appendix III)
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APPENDIX 1

ITINERARY OF ACTIVITIES

(Connected with the travel to the Islands of the East

30 June - 18 July 1971

18 July - 20 July 19T1
20 July - 26 July 1971
26 July - 29 July 1971
29 July - 5 September

1971

5 Sept. -~ 12 Sept. 1971

12 Sept. -~ 19 Sept.19T1

250

‘Caribbean)

Port of Spain

Discussion and appointment study - also
drawing up of urgent program for the im-
provement of the ports in the Caribbean.
Study of existing reports and documents
(partly made available by ECLA/POS and
partly by other authorities, industries
ete. ).

Informative visit to St. Vincent; familia-
risation, discussion and exploration of the
port and environment.

Informative visit to St. Lucia; familiari~
sation, discussion and exploration of the
port and environment.

Informative visit to Dominica; familiari-
sation, discussion and exploration of the
port and environment.

Study of reports, documentation and other
data compiled during the first visit to the
ports.

Elaboration, drafting and typing of the
Interim r=ports ECLA/POS T1/12 and 71/13,
intended for the ports of resp. Dominica and
St. Lucia.

Second visit to St. Lucia.

Introduction and discussion of the various
proposals and recommendations {(mentioned in
the Interim report ECLA/POS T1/13) for im-
provement of the situation in the port of
Castries with several representatives of the
Government and representatives of industrial
life and workers' organisations.

Second visit to Dominica.

Introduction and discussion of the various
proposals and recommendations (mentioned in
the Interim report ECLA/POS 71/12) for im-
provement of the situation in the port of
Roseau with several representatives of the
Government and representatives of industrial
life and workers' organisations.
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20 Sept. - 28 Sept.1971

28 September 1971

o APP.

Discussion of results of second visit and
drawing up the outlines of final report.
It was agreed on having the composition
and elaboration done in Holland as a re-
sult of lack of time and technical
equipment.

Return flight to Holland.

—==00000~=~
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' St. Vincent

Hon. J.F. Mitchell

Hon. H.X. Tannis

Mr.
Mr.

C.I. Martin
M.V. Williams

Mr.
Mr.

S. Joshus
A.W. Dalrymple

G.L. Fraser
Capt. J.E.R. Seck

Mr.

Mr. Girgrah

Mr. C.G. Hoggins

gt. Lucia

Hon. J.G.M. Compton
Hon. J.R.A. Bousquet

Dr. G.
Mr. F.

Louisy

Louisy

Mr. G. Girard

Mr. C. Cadet

Mr. V.
Mr. L. Monplaisir
Mr. C.C B. Crick

Girard

Mr. L. Duboulay

A.

APPENDIX 2

OFFICTALS AND BUSINESS-PEQPLE MET

Minister of Trade and Industry

Minister of Communications and
Works

Cabinet Secretary

Permanent Secretary
Ministry of Communications and
Works

Comptroller of Customs

Chief Technical Officer
Ministry of Communications and
Works

Port Manager
CIDA-expert

Engineer, Department of
Public Works of Canada

Secretary Honorary Consul of
the Netherlands

Premier

Minister of Communications and
Works

Cabinet Secretary

Permanent Secretary
Ministry of Cammunications and
Works

Permanent Secretary
Ministry of Finance

Permanent Secretary
Ministry of Planning

Comptroller of Customs
Deputy Comptroller of Customs

Ass. Perm. Secretary
Ministry of Communications and
Works -~ Harbour Master

Chief Pilot
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Mr. A. Valmont

Mr. J. Deveaux

Dominica

Hon. R.0O.P. Armour
Hon. P.R. John

Mr. D.K. Burton

Mr. C.A. Sorhaindo
Mr. N. Watty

Mr. C.A. Severin
Mr. A.B. Lazare

Mr. E. André
Mr. A. Royer

Mr. W.A. Lavrence B.Sc.

Chamber of Commerce Dominica

Mr. C.A. Maynard
Mr. J.N. Liburd
Mr. W.0.M. Pond
Mr. P. Nassief

Mr, C.A. Bellot
Mr. T.E. Coulthard

APP. 2

President Chamber of Commerce

Honorary Consul of the Netherlands

Deputy Premier and Minister of
Finance, Trade and Industry

Minister of Communications and
Works

Permanent Secretary
Ministry of Communications and
Works

Permanent Secretary
Ministry of Finance

Permanent Secretary
Ministry of Planning

Assistant Secretary
Ministry of Communications and
Works

Deputy Financial Secretary
Deputy Comptroller of Customs

Senior Port Officer and
Harbour Master

Chief Technicsl Officer
Ministry of Communications and
Works

President
Secretary
Assistant Secretary
Manufacturers' Ass.
Manufacturers! Ass.

Manufacturers' Ass.
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Shipping Agents/Group, Dominica

Mr. J. Chambers

Mr. T. Cuffy

Mr. R.T. Delauney

Union

Mr. L. Benoit

APP. 2

Messrs. A C. Shillingford & Co.
Ltd.

Saguenay Shipping

Messrs. T.S. Shillingford
Agents ~ Booth Steamship Co.

H.H.V. Whitchurch & Co. Ltd.
Agents R.N.8.8. Co. (K.N.S.M.)

President Seaman and Waterfront
Workers' Union.
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- - APP. 2

B. DOCUMENTS CONSULTED

i. General

UN, Yearbook of International Trade Statistics

UN, Port Administration and Legislation Handbook

UN, The turn-around time of ships in ports.

- UN, Unitization of Cargo

Report of the Tripartite Economic Survey of the Eastern Caribbean

UNCTAD, Developments of Ports

i

Feasibility Study of Shipping Services in the Commonwealth
Caribbean by Royal Netherlands Steamship Co.

Analysis of steps for reorganisation of the West Indies
Shipping Service (ECLA/POS T1/14)

Feasibility Studies for Inter-island and Feeder ship services
(a) Small Vessels, ECLA/POS T0/6/Rev.

(b) CARIFTA Area, ECLA/POS T0/1/Rev.

CARTFTA and E.C.C.M. Agreements

Developments in the process of integration among the CARIFTA
Countries (ECLA/POS T70/2)

Report of Mission on Ports and Harbours Development and planning
in East Caribbean Countries (ECLA/POS T1/2)

1ii. Countries

St. Vincent

e . e et g e G i e S

- St. Vincent Development Plan 1969-1971
- Second Five Year Development Plan 1971-1976, by Capt. J.E.R. Seck

-~ Report on Harbour Development by Coode and Partners/Robson,
Morrow & Co., dated 30 April 1970

- St. Lucia Five Year Development Plan 1966-1970

- Report on the Port of Castries, by Dr. J.A. Hempel and Mr. Polland
Moore
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Dominica

~ Report on the Development of a Deepwater Harbour,
by Coode and Partners/Robson, Morrow & Co.

- Comments and Alternatives prepared by the Dominican Government

- Deep Water Harbour Project, Preliminary, Appraisal prepared by
British Development Division in the Caribbean for the Government
of Dominica, September 1966

- Report of the Commission of Inquiry into the conditions at the
Roseau Harbour by C.E. Neblett.

=0 0000~



Port Council

Temporary Organization Chart

Chairman & 4 members

{(Transitional Administration I)

Port Expert A Port Officer Board of Advisers

(temporary) (temporary) (Chairman = Port Officer)
(Port Manager) Members = Port officials
(Harbour;Master) port users, port labour

| _

|

OFfTice of the Manager Techniczl Department Marine and Terminal Security
. Secretary of the P.A. Port Engineer Depvartment Port Police
1. Sub. dept. Adm. 1. Sub~Department Superintendent: ' .
Correspondence Public Works Ags. Harbour Master
Lecords P :
- Temporary buildings s
Tatate matiers (Queen’s Warshouse ) Sub. depariment
- Repair aprons Nor- Terminals :
thern and Eastern
1. Wharf managers . Sub. department
Wharfs = 3 <P
e Supervisors of Marine
2. Su ert. ) - Fencing off all p . . —_—
. Warenouse, Apron, e
R . o gpaces of the port - Pilotage, Port
Accountancy, Annual Shed, open storage Entr
; Costs, Budget Costs ~ Maintenance on open cargo place- J
! N building, sheds, ment, shed adm. - Public Ports
Tnecome Sectilon ' . .
ete. - Dock and Shed La- Mooring, Berthing
N bour . . .
X Sub. Department - ~ Navigational Aids
23, , .
) . 2. Sub. department - Air/Sea rescue
Dues etc. ] Materials L /
- it . . Mech. equipment - Marine regulations
Eyvenditure Section - Maintenance of the =l - €
. \n Mechanical Eguipment Operation of fork- — Signal station
Accounts payable - L&
. 1 Th il ~ . 1ifts; Tow trucks Lights, Buoys
Internal Audit Sec- - Garage, spare parts ..
H o : ) and trailers
; tion store
; Mob. .cranes
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Organisation Chart

{Trenszitional Administration II)

Port Expert

Port Council

Chairman & L members

i

Port Manager

APPENDIX 4

temporary

Deputy:

Harbour Master

Board of Advisers

(Chairman = Port Manager)
Members = port officials

port users, port labour

Cffice of the Manager

I3

Technical Department

Fy

retary of the P.A. Maintensnce ©

1. A1l civil technical

Works

Aprons, sheds,
buildings, wharfs,

pallets

2. Mechanical Equipment

Forklifts, tow trucks
end trailers .

Mob. cranes

Garage, spare parts
store etc.

Terminal Department

Superintendent

1. Wharf Managers

Supervisors of

Warehouse(s)

Marine Department

Apron I, II, III..
Sheda I, IT, III...

2. Senior Mech. Oper.

ment and station
operators

Assignment, equip~-

A31 Port Dues,
Tonnage Dues,
Cherges,

Statistics
Txpenditure Section

Harbour Master

1.

2.

Waters Protecting

Pilotage & Port
Entry

Public Ports
Mooring, Berthing

avigational Alds
Air/Sea rescue

Signal Station
Lights, Buoys

Marine regulations
Navigational

Act

Port Police




APPTNDIY 5
PENDIY 5
Pinal Crganisation Chart Port Council

Final Administrative Structure Chairman & b members

Port Manager Board of fLdvigers

L e A e A AT 0 i

Deputy Port Manager

Hartour Master

L (2) (3) ()
| |
H !
z |
‘ : : ) N | !
Port Secretary Port Engineer Superintendent Terminals Harbour Mazter ! §
¥ H
Secretary of the Port (Technical Department) (A11 cargo and terminal (Marine Depariment) ’ !
' perati :
t. Planning operations) Port Entry
1. Wharf mansgers .
Extension of the Port - = Pilotage
Wharfes, sheds, Supervisor of epron, Signel stations i
i buildings transit shed, open
} . o e storage, open shed- Navigetional Aids
;2. Cni of Finance ot -
; 2. Maintenance ded cargo-placement fir/Ses rescue
3 ko NN A Gl = R 0 ¥
i ~fccountant . . ;
| v v Wharfs, aprons, 2. Benior Mech. Overator ot I
{ ‘ceounting, Income sheds, buildings etc. . . , | Marine regulavions
: T < Assignment equipment - N .-
; section, Charges . S cal . £ Nevigational Waters
Vieche b}
! etc. lechanlcal equipmen and station to opera- e . !
i Forklift, tow trucks Protecting Lct i
; trailers ete. tors \ iyt
{ ooring, bhexthing §
i
; . =




Deputy Port Manager

Harbour Master

finutes reports
Ccrrespondence

Records

natters necessary for

the management of the

odn as

(1)

Port Secretary f

ADDTNTITY
AU NDLA

2. Chief of Finance

Secretary

of the Port Authority

Collection of all
Port Dues, tonnage
dues etc.

Equipment for hire

(Finance Department

Chief Accountant

Accounting Section

Preparation finance of
Annual costs
Budget costs

Income Section

Charges

Account and
Receivable cash
Statistics

Expenditure Section

Pay all employers
Store record
Accounts payable

Internal Audit Section

-~
C



Deputy Port Manager

Harbour Master

l
(&)

|

Port Engineer

(Technical Department)
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Sup-Department Maintenance

1. Maintenance of wharfs,

2.

aprons, sheds etc.
Maintenance of.the
mechanical eguipment

Forklifts
towtrucks and trailers
mobile cranes etc. '

Garage, spare parts
store

APPEKDIX 7
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Deputy Port Manager

Harbour Master ' '

=

(,‘?)
Sub~Devartment Wharfs Superintendent Tefminals ' : Sub-~Department Mech. Equipment
II, III) | (Terminal Debart“ept) Chief operator
(Senior Mechanical Operator)
Aprons (1, IT, III....) Assignment Equipment
Transit sheds (I, II, III....) _ and Stations to operators
Coen storage (I, II, III....) Forklift Operators
Open cargo placement (I, II..) Towtruck operators '

Mob. crane operators




Deputy Port Manager

Harbour Master

]
_(1:.)

Deputy Harbour Master

(Marine Department)

Chief Pilot

Navigational
Aids
Air/Ses

Rescue

Marine ~
Regulations
Navigational
Waters
Protection

Act

Public

Ports

Mooring

Berthing

Signal

Station
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Organizntion Chart 1973

Port Authority

General Manager:

APPENDIX 10
\

i

I

]

I

Publicity

Rates &
Advertising Charges
Statistics

7
Training Finance
. |
Education Annual
accounts
Welfare :
Budget
costs

] ] K
Legal Emergency
Matters' Measures
Bye-laws Air/Sea
Licencing Rescue

Finance Department

Port Council

Chairman +

4 Members (Directors)

Chief Accountant

Accounting Section

Preparation Finance
Annual accounts
Budget costs

Income Section

Charges
Account and
Receivable cash

Expenditure Section

Pay all employees
Accounts payable
Stores -~ records

Internal Audit Section

Estate Matters

Preparation of
Agrecments
Leagses

General Manager

Security-Port Police

Asst. General Manager

Operating Department

Harbour Master

Terminal Operations

Staff Terminal Labour
Vessel
Docks
Storage
Cargo

Documentation

1

Secretary

Préparation of
Committee's Agenda's

‘Minutes Reports

Correspondence
receives

Filing
Records

Telephones

Preparation of
claims against

the Port Authority
or on behslf of
the Port Authority,
for Injury to
person or Damage

to Property




TABEL 1 APPENDIX 11
PORT OF KINGSTOWN, ST. VINCENT

TOTAL CARGO THROUGHPUT

Export {Agricultural products)
Total
Tear Import . Remarks
Tetal Bananas Other products Tmp. + other prod.

7 1 1 [

1965 40,21k 29,283 10,931 49,088 60,919 R

. . 25

967 38,750 26,533 12,217 48,460 60,677 .
f<ANo
1968 L5,076 30,201 14,875 42,187 57,062 N
O
1969 45,193 33,503 . 11,690 k6,784 58,47k @1
@ b
1970 k5,250 27,870 17,420 60,317 11737 B

, <
= 0
. B4
Average/year —- — Average/year —-—+ 7.4% Av. incr./year . . . « = o
ff
Q o

=
T
1971 29,400 13,000 68,000 81,000 3 4
|
1972 " " Th,L400 87,400 a &
3
1973 " " 78,000 91,000 oY
S O
1974 " " 84,200 97,200 5 A
O N
1975 " " 89,600 102,600 &3
‘ 5 P

1/

Reguired minimum transitshed space for general cargo (according to Basic Operational Criteria)—

¥

Cxdxs . 102,600 x7x 1,60 _ 9 000 sq. 5. | -/ See Report ECLA/POS T1/2 dated
360x t x T 360 x 0,25 x 0,65 29-1-1971

anno 1975: § =
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Port Council

v Adnl . . .
o - Chairman: P.S. Min. of Finance
ol the Pori Authority. - - : 4 Member : P.S. Min. of C. & W. .
— = A : . . " . o Bozard of Advisers
A adend L s Member : Nominee of Chamber
Cagtriss - S%t. Lucia . L
- of Commerce Chairman: Port Manager
= Member : Nominee of Union Member : Importer
- Nominee : Shipping Agents Member : Port Engineer
) T B lember : Comm. of Fel
’ ~ Member : Nominee of S
) Port -Manager/Harbour Master ”Atc*‘ nt U

r ' ] ] [

% Tecnnical Department . Mechanical Equipment Marine & Terminal
i Port Engineer Maintenance and ‘ Department Port
1 . -
: - L . Operaticns of eall
H Executi gin Sl . ies)
g xecutive Engineer, Equipment, 't Superintendent Cor
{ caticns & Works - Min. of C. & W. - . 2 Wnarf Managers
. Forklifts, Cranes, e
; s . : (Ex. Custom
by om,es Drafting, drawing Trucks, Tow Trucks, ££icers) + 20
i Lyris i . P
; 7 . Trailers . ;
i1 Ac % Maintenance of 4 Senior Terminal
P 2 Crane Operators .
{1 Ca ot s . o s . Officers
[ Buildings, Wharves, 4 For1ift Operators . g
Pk o . . 2 Junior Officers
| 1 Truck Driver
! Aprons, ete. 9 Porters -
. 1 Footman

2 Wharf Cleaners

1 Maintenance Man

Materials

T2 Cranes
6 Forklifts - ;o ,

2 £ 6,000 1bs.
2 & 4,000 1bs.
2 a .




PROPOITD GUAFT STPRUCHURE

Port Manager/ Harbour Master

Wherf Managers
P $5,kh00

$5.%00 ~ 7,320
LW-13

Senior Terminal Officers
$1,920

$1,920 _ $3,k420

L37-27 ‘ ’

Accountant

P $6,300

$6,300 - $7,320
L16-13

Stenographer
3 $3,600 -~ $4,800
Le6-21

Clerk at $1,920
$1,920 - $3,420
L37-27

Cashier

a $3,600

$3,600 - $4,800
126-21

Messenger

a $1,380

$1,380 - $2,160
L45-35

Allowvances for Council
Members etc.

Office Cleaner

$2.00 - $2.50 6 days (5% week)
per day

Part time work

Porters
$4.20 -~ $6.30 per day
53 day week -~ Overtime

Chiet Porter

$hors - $7.00 per day
Overtine

5% dey week

Port Conntubles

N . [

450 - $5.00 per shift

O hours shift - 6 days o week

APPENDLY

$10,800

$ 3,8L0

$ 6,300

$ 3,600

$ 1,920

$ 3,600

$ 1,380

$ 1,500

$12,500

$ 1,800
600

Rord

$ 8,200

4
{

]
I

!

a
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N Do Dw W

no

10
4o

N DW=

—_

10

12

OFFLC

B TURMITURE

Detks Execubive, Sleel
Chairs " "
Desks

Chairs

Desks

Chairs

Typist Desk

Typist Chair

Tables, Steel for
Transit Shed Officers

Chairs, Steel do.
Dips, Wood, for desks
Side Chairs, desk

do. do. do.

do. do. do.

Chairs for conference-
table

Conference table
Filing Cabinets
Hanging Files

Safe

Book Cabinetl, Steel

Book Shelves

Adding Machines
Calculating Machines
Photostat Machine
Water Cooler
Drinking Water Cans
Typewriter
Duplicating Machine

Cardex

. Fans

Cupboard, Steel
Waste paper baskets

o @r Qr ©r ©r

g

Qr Qr ©r Qr Q7

jorg

s ®r s

o

or o7

v

fs1d

B3 LA

@
o
&

$100.
.00
$500.

$L00

$ so.

.60
.00
. 00
.00
.00
.00
.00

.00
.00
. 00
. 00
.00
.00

.00
N
.00
.00

00

00

00

Stapling machines, paper punches,

reference books (including dic-

tionaries), etc.

e 4 D
APPEEDIX 1h

€A

800

450

£ G R 6 5

o A

2,000

650

1,000

£ L £ £ L B L U A S B B R

5

$ 1,000.

$23,255.

1,600.
.00
180.

300.
300.
2,000.
1,000.
.00
175.
300.
800.
1,000.
1,000.
.00
200.
600.
2,000.
300.
.00
300.
.00

.00
.00
.00
.00
.00
.00
.00 .
.00

00

00

.00
200.
275.

00
00

00
00
00
00

00
00
00
00
00

00

00

00

(610]

00

00

00




Total amount

Plus Miscellaneous 10%

pn
PP, W

$23,255.00
$ 2,345.00
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\

Uniforms

3 each for the first six months
and 2 cach for the following six months

1 pair of shoes and 1 pair half sales for o
each six months ' o

Gloves 2 pairs per year
Caps for Constables, Megsengers 1 pair a year
i

Vhistles, Baton, Hotebooks etc.

Uniforms
Constables 3 for 21 = 63
2 for 21 = k2
105
Messenger - 5
—_— Uniforms 110
Shoes
2 for 21 = 42
2 for 1 = 2
L Shoes by
Half sales bLb
Caps 22

'Operatprs Crane Drivers
Fork Lift Drivers

Truck Drivers

Postmen

Maintenance Man

Assistants .

7 Uniforms, 26 pairs of shoes, 26 pairs half sales, 13 caps

Gloves for {to include Wharf Cleaners) 2 pairs per year
26 pairs
}
Office equipment, Furniture, Stationery, ete.
See tentave list attach - $25,000

Repairs and Maintenaznce to Bulldings, Warchouses,

Wharves and Vhorf areazs and installations $50,000



HARROUR RECURRENT CHARGES

Pilots, Boatmen etc.
Other Charess

Maintenance of boats, uniforms,
maintenance of lights and buoys
Transport snd Subsislence allowance

REVENUE

Warehouse Rents

Non-Removal Charges (Wharf Rent)
Port Dues

Cargo Dues

Pilotage Fees

Charges for Running Lines

Yachts Licence

Charges for Beacon Lights
Charges for Carenning

Pilots Boatmen (Overtime Fees)

Admission Fees - Vessels other
than Yachts (Pratique)

Handling and Removal Charges (Cargo)
Admission Fees -~ Yachts (Pratique)

$ 81,L00.
$ 15,000.

$175,000.
$100,000.
$ 75,000.
$425.000.
$ 60,000.
$ 12,500.
5,000.
.00
100.
1,500.

$
$ 2,000
$
$

> €

15,000.
5,000.
5,000.

G0
00

00
610]
00
00
00
00
00

00
00

00
00
00



Sheds

Warehouses

(
(
(
(

w N

N 1w -

STOCKS OF CARGO HARDLING KQUIPMENT

(approximate present value)

Conveyance Fork Lift Diesel 6,000 1bs.
Yale Fork Lift 4,000 1bs.

Conveyance Fork Lift, electric 2,000 1bs.
A Fork Lift 2,000 1bs.

Truck

4-Ton Crane

10-Ton Crane

T-Ton Crane

APPENDIX

$35,000.
$40,000.
$14,000.
$10,000.
$ 8,000.
$25,000.
$45,000.
.00

$20,000

CARGO HANDLING EQUIPMENT REQUIRED WITH THE ABOVE

Fork ILifts 8,000 1lbs.

Fork Lifts 6,000 1lbs.

Fork Lifts for warehouses 2,000 1lbs. ~ 1 ton
Fork Lift 4,000 1bs.

Fork Lifts 4,000 1lbs. for Ships Holds

Tow Masters

Trucks

Trailers

$65,000.
$50,000.
$L5,000.
$20,000.
$80,000.
$18,000.
$50,000.
$16,800.

00
00
00
00

00
00
00
00
00
00
00
00

il

©



TABEL 2

Tonnage of cargo handled at Castries, St. Lucila

Imports/Exports Class of ship 1967 tons 1968 tons 1969 tons 1970 tons
Irports International Lines 48,048 45,609 60,860 57,62k
West Indian Steamships 32,484 26.610 38,L06 52,204
Schooners 6,341 LoL1h 6,342 4, 25L
Total 86,873 76,633 105,608 114,082
Exneorts International Lines 2/ Lk,2k0 %4 ¥8,62h %; 5/
k5,418 2 68,59k 2 k5,368 2 42,626 2,
, 31h = 257 = 14y = 1,116 <
West Indian Steamships 1.329 1,522 832 2,425
Schooners 5,330 3,590 3,297 4,632
Total 5/ 49,352 %é 52,773 5
6,973 = 5,369 = 4,270 8,171 =
Total International Lines 2/ 89,849 %4 109.48L %4 5/
93,780 3 114,460 3/ 106,369 3/ 101.576 3
L8,362 = - 45,866 = | £1.001 = 58,930 =
West Indian Steamships 33,813 - 28,132 39,238 55,329
Schooners 11,671 8.cok 9,639 8,88k
Grand Total 2/' 125,985 %4 158,381 é% -
139,264 Y. 150,596 3 155,246 3 165,789 3
93,840 = 82,002 = 109,878 = 123,153 <
Scurce: Customs Department, Castries 1 Ace. to rep. Goode & Partners; — nas; §/
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APPINDIX 15

L k¥ LS

O M

the period of 1

6T - 1970, has been deducted.)

TABEL 3
Projected exports and imports through Castries in revenue tons Y
Year
Tyvpe of cargo Projection
1970 1975 1980 1985
Exports High (3% p.a.) 54,300 63,000 73,100 8k ,800
Most likely (2%) 53,800 59,200 65,100 71,600
Low (0% p.a.) 52,750 52,750 52,750 52,750
" Imports Eigh 79,200 115,200 146,700 187,40C
Most likely 77,800 109,600 129,700 152,300
Low 76,900 106,600 116,800 128,000
Total High 133,500 178,200 219,800 272,200
(88 2/ 2/ 1 2/ ~ — \ 2//
,000) = (132,700) = (174,300) = (226,700) =
Most likely 131,600 168,800 194,800 223,900
(86,100) 2/ (123,300) 2/ (149,300) 2/ (178,400) 2/
Low 129,650 159,350 169,550 180,750
(84,150) 2/ (113,850) &/ (12,050) &/ (135,250) &/ .
i/ Trom the Goode & Partners—~report dated 30th April 1970
- :
e/ 1 s. {For the pericds previously mentioned L5.500 tons, the average export
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11 o PO S T N @< N .
lommorary Adninistrative Structure

Port Council

A3UNTNITOT Y .
LPPENDIN i7

o The Port Authoriiy Chairmen = Financial Secretary
~ Dominica Member = Perm. Secr. Comm. & Works Eoard of Advisers
Member = Pres. Chamber of Commerce Chairman = Port Manager
Member = Shipping agent Member = Port Engineer
Member = Labour Comm. Member = Comm. cf Police
‘ Member = Importer/port user
! Fori Exmert Member = W.A.W.U. Waterfront and
} {temporary) Port Manager/Harbour Master Allied Workers Union
i
L | |
CiTice of ihe Manager Technical Department Mechanical Egquipment } -{ Merine and Terminal | {Security
1 Chiel accountant Port Engineer (consultant) Sepior Mechanical Cperator Devertment Port Poliice
1 Seerstary/tyvist ‘temporarily locatéd in Maintenance and operations Superintendent: . , Commenier/
1 Cierk (Accounts) Ministry of Communications of all equipment Ass. Port Manager/ Senlcr guarc
1 Clerk {Checking and Works Materials Wharf man fer/ Wharf] |+ 11 guards
3 cranes - {17 t. and two 6 +.) Supervisor

3

1 forklift - (L0OCO 1bs.)
2 autocarts (tow tiuck)
12 trailers (2 tons)

Additional Equipment

1 forklift -~ (6000 1bs.)
1 autccart (tow truck)
- 12 trailers

Personnel

8 Mechanical operators

1 Maintenance man
(Repairs of the material
should be done by P.W.
garage)

(after scme time to
assist a deputy)

L Shed manzgers —
5 Ass. shed managers
12 Port attendants
(cargo-cdelivery)
24 Porters (removal
of cargo)




SWAFTY

TEMPORARY ADMIRTDTRATIVE STRUCTURE OF THE PORT AUTHORITY

ROSEAU  ~ DOMINICA

1 Port Manager

1 Assistent

1 Chiefl Accountant

1 Secretary/Typist

1 Executive Officer - 1 Clérk Checker

1 Cashier

—_

Clerk ~ Accounts

Senior Mechanical Operator

oo -

Mechanical Operators

1 Mechanical Man (Maintensnce)

=

Shed Managers
5 Assistent shed managers
12 Port Attendants
24 Porters ($6/day)
1 Senior Guard
11 Guards

1 Messenger

Total Costs:

Revenues $h30,500.

(estimated)

- $10,920.
6,960.
6,300.
2,400.
5,100.
2,400.
2,400.
3,780.

22,800.
3,300.
20,400.
18,900.
23,030.
40,000.
3,120.
2h,300.
1,500.

$197,610.



APPENDIX 19
TABLE L

Tonnage of cargo handled at Roseau, Dominica

1964 tons | 1965 tons | 1966 tons | 1967 tons | 1968 tons
) : Cust D tment
65.,0L2 61,899 61,780 65,758 62,917 ource: Lustoms Lepariment,
DOMINICA
51,914 58,784 45,865 64,256 65,02k
116,956 123,683 107,645 130,014 127,941
Projected Exports and Imports through Roseau in tons x
year
Projection

1963 1964 | 1965 1966 1967 1968 | 1969 1970 1971

.

H. Gr. Path —_ — — - — — 58,5540 63,233 68,281
L. Gr. Path 37,009 46,087 53,522 47,150 50,189 52,197 54,285 56,456 | 58,714

High — — , 69,063 | 73,207 | 77,599
Low 35,522 44,839 53,508 49,540 63,516 66,152 69,063 73,207 75,463
High —_— —_ — — — —_ 127,603 | 136,430 | 145,880
Low "1 72,531 90,926 | 107,030 96,690 | 113,705 |[118,329 | 123,348 | 129,663 | 134,117

X .
Continued on page 2




o throughput for the Port of Roseazu , Dominica
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{ disposable transitshed cap.% (16.000 sa.ft - 83.500t/a)

Appendix 20

(high growth path)
(low growth path)

dired transitshed cap until 1560 (32.600 sq.ft

SIS TR PRI TS TP OES TSI T TR /

-170.000 t/a )

ment of transitshed cap. (26.000 sq.ft

= 135.600 t/a)




Projected Exports and Imports through Roseau in tons

year

Typi of Projection
carge 1972 1973 197k 1975
Imports ‘High 73,743 79,642 86,014 92,895
Low 61,063 63,506 66,045 68,687
Exports | High 82,255 87,191 92,422 97,968
Low 77,665 79,995 82,395 8k,867
Total High 155,998 | 166,833 | 178,436 | 190,863
Low 138,728 | 143,501 148,440 | 153,554

Source: Report of British Development
Division in the Caribbean



