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When Maersk Line says your shipment will 
arrive at a certain port at a certain time, 
that's a promise. We also promise the fast-
est service available, covering the greatest 
number of ports. Our fully containerized 
vessels sail w ith timetable precision. 
There's no delaying. No sitting around in 
port. Because with today's high interest 
rates, you can't afford to tie up your 
money.

Fast, dependable, regular transit times. 
It's Maersk Line benefits like 
these that end up saving you 
money. And that's a promise.

M A E R S K  LINE
 

HAUL.
Moller Steamship Company, Inc., One World Trade Center, Suite 3527, New York, NY 10048—(212) 432-8200
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Now they’re here. The new G-3’s from 
Atlantic Container Line. A whole new 
generation of combined container,
RO/RO, breakbulk, and auto- 
mobile carriers that assure 0 ^ ^ = s s  
you the ultimate in TffL1 _
service to the year 2000.

These Leaderships ■  
are now the largest on a
the North Atlantic. They ■  * P 5 l
have a cargo capacity of ™ 
up to 2,130 containers,
1,700 cars, or over 96,000
sq. feet of RO/RO-break-
bulk space. Plus moveable .. J  ■
decks and bulkheads that I

Atlanik Container 
NumberltoEuroi



Port A uthority  Challenges NYSA
Port Authority of New York and New 
Jersey decided to launch a legal battle 
against the New York Shipping Associa-
tion’s tonnage assessment agreement 
as a means of financing ILA fringe 
benefit. The formula is also opposed at 
the Federal Maritime Commission by 
the Puerto Rico Maritime Shipping 
Authority By Tony Beargie

B reaking a long-stand ing, alm ost 
“hands-off” policy, the Port Authority of 
New York and New Jersey has launched 
a legal challenge at the Federal Maritime 
Commission against the New York Ship-
ping Association’s tonnage assessment 
agreement which is used to raise money 
to meet a multi-million dollar fringe 
benefit package demanded by the Inter-
national Longshoremens Association.

The tonnage assessment formula is 
also being opposed by the Puerto Rico 
Maritime Shipping Authority, and its 
agent, Puerto R ico Marine M anage-
ment, Inc. Although PRMSA’s agent 
(PRM M I) is a m ember of NYSA, it 
refused to sign the agreem ent when it 
was presented to the Association’s 
membership for execution prior to being 
filed with the FMC.

In a complaint action filed with the 
Commission, the Port Authority is trying 
to get what it views as an exorbitant and 
illegal assessment agreement struck 
down and replaced by a lower cost man- 
hour assessm en t sy stem  w h ich  is 
generally in force at all other ILA- 
worked ports.

$220 Per Box. In the complaint, specific 
figures showing how much more the 
Port Authority of New York and New 
Jersey has to pay than other ports 
because of the tonnage assessment were 
not given, but the Port Authority’s 
counsel, Paul M. Donovan, said the 
higher cost comes to approximately $220 
per container.

These higher costs spring from tonnage 
assessments rather than assessments 
made on the number of man-hours 
worked and were also pointed out in a 
report prepared by Paul F. Richardson 
Associated, Inc. for the Containerization 
& Intermodal Institute.

According to the Richardson study, it 
costs about 10 times as much on a fringe 
benefit cost basis in the Port of New 
York/New Jersey under the tonnage 
formula than it does in other port areas.

Specifically, the study pegged the 
fringe benefit cost per container at the 
Port of New York/New Jersey at $249. 
At other port ranges, the costs are as 
follows: North Atlantic, $23.50; South 
Atlantic $25.65; Southeast Florida, $11.46;

Montreal, $57.44; and Halifax, $23.05. (It 
should be noted that the above figures 
were disclosed prior to the execution of 
the current ILA master contract. New 
figures will soon be made available.)

But, in any event, the Port Authority 
wants to get rid of the tonnage assess-
ment formula, especially in view of inter-
modal ratemaking authority and ra-
tionalization of services which are guar-
anteed by the new Shipping Act of 1984.

High Stakes. The Port Authority is said 
to respect the Richardson study, which 
claims that if the port area continues to 
be strapped with the expensive tonnage 
assessment formula it could stand to lose 
up to one-third of its cargo to other lower 
cost ports.

In this new era of single factor through 
rates “freight will becom e port blind,” 
the study said. And, it continued, “the 
tonnage method because of its fixed unit 
of measure (the ton) does not reflect 
savings resulting from higher produc-
tivity and less manhours.”

The Containerization & Intermodal 
Institute’s Chairman Jesse C. Jessen said 
that the Richardson study “clearly 
concludes that the (port) of New 
York/New Jersey has becom e non-
c o m p e t it iv e  w ith  o th e r  U .S . and 
Canadian East Coast ports.”

For some reason, the Port Authority’s 
complaint with the FM C was extremely 
brief, simply claiming that the tonnage 
assessment agreement violates Section 
15 of the 1916 Shipping Act, and asked 
for a determination that it “is unlawful to 
the extent that it provides for fringe 
benefit funding on a tonnage rather than 
a uniform man-hour basis.”

The Port Authority further asked the 
FM C  to order the agreem ent to be 
changed so that assessments will be 
made “on a uniform man-hour basis, or 
such other basis as the Commission may 
find to be nondiscriminatory and fair as 
between carriers, shippers and ports.”

Dickman Raps Port Authority. The
Port Authority’s complaint with the 
FM C drew a swift and negative reaction 
from NYSA President Jam es J . Dickman.

The NYSA president accused the Port 
Authority of trying to “upset” the 
tonnage assessment formula which he 
termed as “fair and reasonable.”

Dickman also hit out at the Port 
Authority for “intruding into labor- 
management collective bargaining,” and 
then suggested that it concentrate on 
“improving the com petitive position of 
our port.”

He fu rther charged that the Port 
A u th o r ity ’s “ i l l -c o n c e iv e d  a c tio n

threatens both the new labor agreement 
(between the ILA and NYSA) and 
continued peaceful relations between 
port workers and employers” in the Port 
of New York/New Jersey area.

Dickman went on to note that the 
assessment formula is contained in the 
new collective bargaining agreement 
worked out betw een NYSA and the ILA 
which “can only be changed by mutual 
agreem ent.”

PRMSA Joines The Fight. Albeit for 
d iffe ren t legal reasons, PRM SA , as 
operator of Navieras de Puerto Rico, 
also launched a legal challenge to the 
NYSA agreement.

The Puerto Rican carrier said it is 
being discriminated against since its 
domestic offshore cargoes do not enjoy 
the excepted status other domestic 
cargoes have under the NYSA agreement.

PRMSA said that unlike the foreign 
trade carriers, it must put up with higher 
cost ILA labor at both ends of the trade, 
since the ILA functions in Puerto Rico.

Well over 95% of the trade between the 
U.S. mainland is carried by sea, and 
about 50% of this total moves through the 
Port of New York, PRMSA told the 
FM C.

In a previous decision, the FM C in 
1972 held that the trade must be treated 
as domestic, and therefore ordered the 
assessment agreem ent to changed to a 
man-hour only basis.

PRMSA noted that when NYSA 
switched from a combination man- 
hour/tonnage system to the 100% tonnage 
assessment formula back in 1974, the 
assessment rate was set at $4.00 per ton, 
but during the past nine years the rate has 
more than doubled since it now stands at 
$8.90 per ton.

PRMSA said that “on information and 
belief” the total NYSA-ILA tonnage 
assessed “remained virtually constant,” 
while the total number of hours worked 
declined by over one third between the 
contract years ending Septem ber 30, 
1975 and Septem ber 30, 1982. Further-
more, PRMSA charged that during the 
same period wages paid to the declining 
ILA work force “rose substantially” 
while “fringe benefit costs increased 
even more rapidly.”

As of early March, the Commission 
had not acted on the complaints. 
However, it should be noted that the 
FM C  is taking an active part in issues 
concerning what it apparently feels are 
high ILA labor costs and other practices. 
Also, back in the early 1970’s as was 
previously reported in this story, PRMA 
was successful in getting the FM C to 
order the assessment agreement modified 
as the puerto Rican carrier had requested.

The case carries FM C Docket No. 
84-8.
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West Coast Contract Up Next
Longshore contract renewal talks are 
just weeks away but things are 
relatively quiet on the western front. 
Chief negotiators are close-mouthed 
but debate topics are running through 
the ranks. No burning strike issues are 
in sight but aspects of PGP, the CFS 
fund, and hiring will no doubt come 
up. By Ralph King Jr.

As International Longshoremen’s and 
Warehousemen’s Union representatives 
entered their contract bargaining caucus 
in San Francisco March 26, a series of 
troubling questions loomed large that 
neither labor nor management officials 
were willing to discuss, much less 
dismiss. Still, no one was firing any shots.

Customarily taciturn at the approach 
of joint negotiations to begin in early 
May, top officials on both sides refused 
to speculate publicly on issues that may 
divide them in setting terms for the next 
three years. The contract covers 11,000 
longshore workers employed by about 
110 carriers, agencies and stevedore/ 
terminal operators belonging to Pacific 
Maritime Association.

A survey of ILW U  Locals up and 
down the West Coast turned up a few 
complaints that are likely to surface in 
the caucus but no “strike issues” were 
voiced. About 100 representatives will

set definitive guidelines for the union’s 
negotiating com mittee, a body to be 
elected at the session’s close.

By all accounts, wage demands are 
expected to be  “reasonable” and no 
battle lines will be  drawn over improve-
ments in productivity. What the union 
seems most eager to examine is the 
Payment Guarantee Plan (PGP), the 
administration of the C FS fund, and the 
way skilled jobs are filled. Controlling 
the fast-growing cost of benefits is 
uppermost in the minds of employers. 
Jurisdictional questions are near the top 
of both sides’ lists.

Potential Snag. Indeed, jurisdiction is at 
the center of debate over the West 
Coast’s C FS  work preservation rules. 
Much like the East Coast’s 50-mile rule, 
they have been targetted as an area of 
potential controversy by both ILW U 
president Jam es Herman and by William 
Coday, PMA president, the coastwide 
employer’s group.

Though neither man would indicate 
his disposition on the issue because of the 
proximity of contract renewal talks, both 
told American Shipper in interviews last 
August that it could pose a major snag to 
negotiations.

The rules are currently suspended by 
injunction and awaiting determination

by the National Labor Relations Board. 
Herman has stated in the past that if an 
N LRB ruling did not com e out before 
May, “We’ll have a problem  out here.” 
PMA’s Coday said there has been “no 
word whatsoever” from the N LRB but 
“it’s too late for that now.”

In what he said may be his last public 
statement before the closed-door talks 
begin, Coday noted, “The union may 
decide, why get exercised about theory? 
You can’t negotiate in a vacuum. It might 
or might not com e up.” That the 50-mile 
rule fight has been effectively settled on 
the East Coast is “favorable” to the talks, 
he said.

His response to other issues were 
equally non-committal. “I know nothing 
to be alarmed about. Things are quiet. 
What more can I say?” commented 
Coday. His reluctance is understandable. 
This will be his first crack as employer 
bargaining leader though he observed 
talks headed by Edmund Flynn in the 
1981 round (for discussion of C FS rules 
and profile of Coday, see American  
Shipper, Septem ber 1983, pages 22-26).

IL W U ’s Herman was travelling and 
unavailable for com ment at presstime. 
In any event, a spokesman said, it would 
be “premature” for Herman to speak out 
at this stage. But a sampling of 
longshoremen provided a grass-roots 
view of the upcoming talks.

“I ’m not as concerned about wages as I
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am about jurisdiction,” volunteered 
Johnny Parks, northwest regional ILW U 
director based in Portland. He singled 
out jo b  erosion  through  o ff-d o c k  
container freight stations and longshore 
operations of several major barge 
companies. Both sets of employers are 
big users of non-ILWU labor.

Parks estimated that 300,000 man- 
hours of work are lost annually to each of 
“three or four” barge operators serving 
Alaska from the West Coast. He 
emphasized that this specific issue is only 
a possible talking point and not some-
thing ILW U employers can do much 
about. However, the matter of jurisdic-
tion is sure to arise in one form or 
another, he said.

Pay Guarantee Snafu. Another grave 
concern, reflected in comments by 
numerous employers and longshoremen, 
is the Pay Guarantee Plan (PGP). Much 
like the enigmatic Guaranteed Annual 
Incom e (GAI) on the East Coast, there 
are conflicting views as to the level of 
PGP payments and how the plan should 
be administered.

The cap on PGP payout was set in 1981 
for the three-year contract at $41.6 
million. Payments have exceeded that 
amount by $3-4 million, PMA estimates, 
largely due to work slowdowns brought 
by recession and excess workforce in 
various areas such as the San Francisco 
Bay.

M o re o v e r, e m p lo y e rs  b r id le  at 
rampant abuses of the PGP system, 
which for example allows longshoremen 
to qualify by signing on at times when 
little work is available. The companies 
hope to close certain administrative 
loopholes that permit such “game 
playing.” They may also seek adoption 
of an early retirement program to relieve 
the surplus o f reg istered  d ockers. 
Politically, this may be hard for ILW U 
officials to accept.

CFS Fund Finagling. The union, for its 
part, may object to the method of 
d isbu rsing  funds to P M A -m em ber 
consolidators that was adopted in 1981 to 
make them more competitive with off- 
dock CFS operators. Though he admitted 
that the fund has been of little help in 
bringing C FS work back to the piers, 
ILW U ’s Herman has said, “I don’t think 
the PMA has implemented the fund the 
way it should be.”

What amounts to a C FS subsidy was 
one of the key results of the 1981 contract 
round. The fund was expected to hit 
about $3 million annually but it actually 
reached $6 million in 1982 and was even 
higher last year, employer sources said.

Because the worry of work preserva-
tion is keenly felt by the rank-and-file, it 
is an esp ecially  im portant p o litica l

The union, for its part, may 
object to the m ethod of 
disbursing funds to PMA- 
m em ber consolidators that 
was adopted in 1981 to make 
them  m ore competitive with 
off-dock C FS operators.

football for Herman. Thus rhetorical 
posturing tends to characterize debate 
over the issue though few believe there is 
much anyone can do to bring back C FS 
jobs already lost. The rising volume of 
intermodal cargo over the coast has 
created another drain on dockside 
stuffing and stripping.

Hiring Procedures. A matter of particu-
lar concern to Los Angeles longshore 
workers is registration of new members 
and the selection process for clerk jobs. 
Most new hiring on the coast is at 
Southern California ports and lawsuits 
have erupted in recent years from work-
ers alleging sex and race dicrimination.

A consent decree signed in late 1982 
put to rest the infamous Golden case (in 
which many outstanding cases of dis-
crimination were lumped) and esta-
blished detailed procedures for future 
registration. It was hoped that the ruling 
would reduce the chronic litigation, 
which neither labor nor management 
find particularly amusing. While this and 
other case documentation has improved 
the situation somewhat, both sides are 
said to favor a basic system more readily 
defensible against nuisance lawsuits.

Moreover, there is some contention 
over how high-paying clerk vacancies 
are to be filled. Within the union, there 
are those that feel clerks should be 
drawn from the longshore force while 
others think job-seekers outside the 
industry should be eligible.

Related to these questions is the need 
to establish a standard for hiring skilled 
operators of cranes and other heavy 
equipment. D ifferent ports allocate 
these jobs in different ways.

In Los Angeles, crane drivers are 
drawn from a “steady man” pool, have a 
high productivity rate, and are paid well. 
In Seattle, workers are not tied to any 
one job or company and the productivity 
rate is substantially lower. Here again, 
various union factions offer varying 
o p in io n s. M an ag em en t fav o rs  the 
preference system so that it can be 
assured of high-quality operators in 
sufficient quantity._____________________

“A negotiation is not a 
public folk festival. It’s a 
private affair.”

The nitty-gritty of possible changes 
will no doubt fly across the bargaining 
table when the PMA and ILW U  officials 
sit down in May.

Assessment Settled. One recent develop-
ment that was expected to avert lengthy 
debate is the agreement among PMA 
carriers to redistribute benefit costs, 
shifting a greater burden to automated 
lines. The latest formula is based on a 
com bined man-hour and tonnage assess-
ment. (For coverage, see American  
Shipper, March 1984, pages 24-26).

The collection method is actually a 
matter for only PMA members to decide 
but the ILW U  may have taken issue with 
the system in that deficiencies could 
eventually jeopardize payment levels, 
which it does bargain for. The union is 
believed to be rather pleased with the 
new arrangement and no prolonged 
disussion is predicted.

Tight Lips. Many union sources contact-
ed were tight-lipped about the entire 
subject owing to the unpredictable 
nature of caucus debate. “I don’t think 
anyone worth his salt would be willing to 
speculate on what they can’t control,” 
said the leader of one longshore local, 
who asked to go unnamed.

“Often, issues that appear to be 
important turn out not to be. There is no 
real accurate weathervane. Every caucus 
is different,” he said.

The session will last one or two weeks. 
Delegates will hear a report by the Coast 
Committee (consisting of Herman, ILWU 
vice president Rudy Rubio, and two 
elected union members, Richard Wise 
and Robert Olvera) and present individ-
ual resolutions. These issues will be 
fashioned into guidelines for the negotiat-
ing com mittee, which includes the coast 
com mittee members, seven longshore-
men representing large and small port 
regions, and two observers representing 
Hawaiian ports and pensioners.

“I ’ve never seen a longshore caucus yet 
that’s quiet,” said another local official. 
Longshoremen don’t tend to be quiet 
and I don’t think this one will be any 
different than before.” He added that 
the effects of Reagan administration 
policies, such as the impact of high 
interest rates on the construction and 
lumber industries, “will com e to light. 
W e’re just a workforce that has the same 
concerns as every other one. I don’t see 
any great big hot issues.”

PM A’s Coday has made it clear that he 
will not break the tradition of keeping 
mum about the talks while in progress. “I 
will not handle my negotiations in the 
press. People who do get their egos one- 
quarter of a block in front of their 
mission. A negotiation is not a public folk 
festival. It’s a private affair.”
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When Shinning 
South of the Bore ler

Why Settle for Borderline Service?
1 h e re ’s no need  to 
settle for less if you 
enlist the expertise 
and efficiency of 
Ivaran Lines to tran s�
port your 
cargo.

•  O ver 5 0  Y ears o f  E x �
p e r ie n c e  w hich  marks 
us as one of the m ost 
stable and accom m odat�
ing carriers in the South  
A m erican Trade.

So, the next tim e you ’re 
sh ipp ing go od s from the  
U.S. to South A m ericaf 
call on the serv ices of 
Ivaran Lines. B ecau se  it 
really d o e sn ’t pay to settle  

less .

ivaran  Lines 
provides you
•  F le x ib le  S to w a g e

with a fleet of multi�
purpose sh ip s d esign ed  
to carry containers, 
breakbulk and bulk liq�
uids in deep  tanks.

•  O n-T im e S h ip p in g
through rigid yet com �
prehensive scheduling.

•  Q u ick  T urn aro u n d s
with our w ell-established  
agents in each  major port.

•  D e m a n d -S en s it iv e  
R a te s  based  on a pric�
ing policy responsive  to 
your needs. ivffttAn

i n e l m

United States/South America Since 1925 
G e n e r a l  A g e n t : U .S . N a v i g a t i o n

ONE EDGEWATER PLAZA STATEN ISLAND, NEW YORK IO3O5
(212) 4 4 2 -8 9 8 9  TELEX 2 2 2 3 5 0

°R io  De Janeiro, Santos, M ontevideo, Buenos Aires, Rio Grande, Paranagua



Export Rate D isparities Vanish
Some U.S. exporters increase or 
maintain foreign market share due 
to sharply lower freight rates relative 
to competitors in other nations; in 
tra n s -p a c if ic  tra d e s , p a u c ity  of 
westbound cargo forces rates down 
on foodstuffs, chemicals and computer 
parts while eastbound rates climb. 
Trend reverses historical rate disad-
vantage faced by U.S. producers but 
may last only as long as dollar’s 
strength. By R alph King Jr.

It is no easy job to find an American 
exporter who has anything good to say 
about the strong dollar these days. The 
dollar’s high value in relation to currencies 
of this country’s chief trading partners 
has been a crushing blow to many 
exporters’ hopes. And the long-awaited 
peak may still be far in the future.

But one cheery result of this otherwise 
gloomy state of affairs has been the 
marked decline in outbound ocean rates. 
Too many containers chasing too little 
export cargo have created unexpected 
opportunities for some producers and 
happily kept the w olf away from  the 
door for others.

As long as import volumes run well 
ahead of exports, major transpacific 
shippers say, rate structures that have 
traditionally put exporters at a disad-
vantage will improve and demand for 
certain U.S. products will continue to 
rise.

Foodstuff Bonanza. The news has been 
e sp e c ia lly  good  am ong fo o d s tu ff  
exporters in Far East trades. Chronic 
rate disparities have “completely rever-
sed themselves because of the com pe-
tition and open container space,” said 
Bill W agstaffe, Del Monte Corp. traffic 
manager. He cited an outbound rate to 
Hong Kong on canned goods of $42 per 
metric ton compared with $75 per ton 
inbound. “Three years ago, it used to be 
the other way around,” he said.

“In this case there’s no question that 
shipping is helping exports. There’s no 
other way the lines can respond. 
Outbound is a catastrophe,” Wagstaffe 
added.

Not only have the rate drops allowed 
Del Monte to move greater volumes of 
canned goods, but they have also 
protected products that may not have 
found buyers had the rates not come 
down. “We were warned by our people 
that if we didn’t have rate adjustments, 
they would have to use other sources” 
owing to the strong dollar, he said.

The per container rate on canned 
goods shipped to the Far East works out 
to betw een $600 and $800. C learly,

movement has been responsive to rate 
adjustment though W agstaffe could not 
specify how big the impact on sales has 
been.

Wastepaper, Asbestos. Part of the 
problem in evaluating the effect of the 
huge prevailing backhaul on rate dispar-
ities is the fact that there are few 
commodities moving both eastbound 
and westbound on any given trade route. 
However, individual examples of the 
lowest rate offered in each direction give 
some indication of the trend’s impact.

The most dramatic example in west-
bound transpacific rates is in wastepaper, 
the largest com modity by volume 
moving off the West Coast. A 40-foot 
containerload of wastepaper now com -
mands $425, even though the break-even 
point for most lines is $600 per box. Nine 
months ago, the rate was three times that 
amount. By comparison, the lowest 
eastbound rate is $1,400 for a boxload of 
lounge chairs, non-conference.

While a strong domestic market for 
wastepaper kept the export trade from 
taking off, the trend has smiled on sales 
of asbestos. San Francisco exporter Con-
nell Bros. Co. containerload rates for the 
mineral run between $800 and $1,200, 
half what they were last summer. “We’re 
holding our own against South African 
and Russian exporters. The rates have 
made it possible for us to continue in that 
business and to enter certain markets,” 
said traffic manager Edward Martin.

Connell Bros, president Paul O ’Leary 
unleashed a stinging attack on inbound- 
outbound rate disparities before sharp 
rate cuts began last year. At the time, he 
cited westbound rate levels on machinery, 
electric meters and wallboard that were 
more than double eastbound levels.

Martin admitted that “things have 
improved a little b it since then, but for 
the average everyday sales of machinery 
we still don’t have the rate leverage” of 
many foreign shippers supported by a 
National shipping policy.

“Business is up a little but it’s 
no great shakes.” H e noted 
that a 20-ft. box containing 
processed foods moves to 
Taiwan for $680 currently. 
T hree years ago, the same box 
sailed for $1,300. The east- 
bound rate for processed  
foods such as canned mush-
rooms is $1,100 per TEU .

GE Finds Salvation. But at least one

electrical equipment exporter is breath-
ing a little easier for the time being. “It’s 
true w e’re more com petitive. The low 
rates are helping our export markets, 
ce rta in ly ,” said Ja c k  Scally , export 
transportation manager at General E lec-
tric. Scally called lower rate structures 
“our only salvation in maintaining 
existing markets,” but cautioned that this 
is not sufficient to create new markets or 
overcom e export trade overall. The 
strong dollar is still the overwhelming 
factor in the equation, he said.

Barring an immediate drop in the 
dollar, the situation for exporters may 
improve further if ocean carriers are able 
to boost import rates to a level that 
would normally compensate for the 
import-export imbalance, Scally said. 
The influence of foreign shippers over 
the maritime affairs of their countries has 
served to slow such increases to date, he 
noted, and there is no telling how long it 
will take the lines to break it.

“W e’re enjoying a bonanza in rates 
now. For years we’ve subsidized inward 
trades and cross-trading markets and 
we’re taking advantage of the soft 
market. But the reductions, while subs-
tantial and more at parity with foreign 
rate levels, are still not enough to 
com pensate for our strong currency,” 
Scally sighed.

‘Bludgeoned by Dollar.’ Tw o of the
largest grocery exporters on the West 
Coast had essentially the same story to 
tell. Said Mike Birnbryer, general mana-
ger at Los Angeles-based Marex Interna-
tional, “Business is up a little but it’s no 
great shakes.” He noted that a 20-ft. box 
containing processed foods moves to 
Taiwan for $680 currently. Three years 
ago, the same box sailed for $1,300. The 
eastbound rate for processed foods such 
as canned mushrooms is $1,100 per TE U .

Sales have grown at a 10$ clip for two 
years mostly due to intensified marketing 
efforts, Birnbryer said. Agreed another 
grocery shipper, “Freight reductions 
haven’t helped all that much in relation 
to the whole. It’s too little too late. My 
complaints about foreign competition 
fell on deaf ears. We’re being bludgeoned 
by the dollar and it took empty vessels 
for the shipping companies to realize it.”

His firm ’s biggest barrier lies in the 
fact that while a 10$ rate decline may 
trim delivered prices by 1$, the dollar’s 
cost has boosted prices 30$ during the 
past two years.

Conference Finally Responds. “From 
the standpoint of ocean shipping, we’re 
in a better position now than ever 
because of the number of containers 
imbalanced,” said E.R . Kempf, president 
of Oregon Commodities Co.

In the last 6-10 months, for example,

8 AMERICAN SHIPPER: A P R IL  1984



rates to Taiwan have plummeted on such 
“raw material for foodstuffs” as dry peas 
to equalize rates paid by New Zealand 
exporters competing in the same market, 
Kempf said. Compared with inbound 
rates from Taiwan for similar class of 
commodity, Kempf said rates are several 
times higher than the $40 per metric ton 
that he pays outbound.

But the biggest change Kempf sees is 
in the response from conference carriers. 
“It’s been a 10-year process of trying to 
get the conference to respond. Finally, 
with the overwhelming amount of empty 
containers around, they’ve equalized 
with non-conference” on certain commod-
ities. One example is grass seed to Japan. 
It used to move at $140 per metric ton 
but that figure has now dropped to $80.

“Whatever the conference tells us, the 
rates are kept artificially high. Ironically, 
[the lower rate structures] don’t mean 
there’s more business,” he said. Here 
again, the crux of the problem  is that 
commodity prices, excluding the cost of 
transportation, remain 25? too high.

It’s in our own interest to 
find out what kind of rate will 
move the goods.

Donovan Day, chairman of the Pacific 
Westbound Conference, called the issue 
of rate disparities “a red herring.”

Said Day, “We always try to meet the 
markets. It’s in our own interest to find 
out what kind of rate will move the 
goods but there are a lot of people who 
take a fiendish glee in bringing this up 
every 10 years. It’s a no-win proposition 
for us.”

Correction
An article about Trans World Shippers, Inc., on page 17 of the January issue of 

American Shipper  called attention to laxness of U.S. Customs collections procedures 
and suggested shippers and/or consignees write separate checks to Customs to cover 
import duties and to their brokers for services rendered. Similar articles have been 
written in the past relative to freight payments to freight forwarders.

The January article was based upon a U.S. Customs audit of the firm of Trans 
World Shippers Inc. at Los Angeles and affidavit by Dennis T . Shintani, senior special 
agent, office of investigations, United States Customs Service, Los Angeles, who was 
incorrectly identified as being a special agent with the fraud group of Customs 
investigators.

The affidavit by Shintani clearly indicated lax procedures at Customs and the 
possibility that Trans World Shippers, like many other firms, may have delayed 
making prompt remittances to Customs and benefitted from the “float” of funds. 
Shintani’s affidavit raised the issue of possible fraud, but none was proved. There was 
no intention by American Shipper  to create the impression that any wrong-doing had 
been committed by Trans World Shippers or its affiliates.

Computer Parts, Rubber. For Advanced 
Microsystems Inc. in California’s Silicon 
Valley, lower freight rates have trimmed 
transportation costs by 12? per unit 
during the past 12 months. The company 
ships large quantities of support material 
to offshore plants in the Far East.

AMI Corporate traffic manager Don 
Granger said sales are expected to climb 
25? this year but his budget will not 
because of moderating costs. Non-
conference carriers are offering dry 
container rates 20? below 1983 levels and 
their reefer rates are running about one- 
third lower than the westbound confer-
ence, he said.

Transpacific rates for rubber belts and 
hoses have fallen 30? in the last three 
years but are still about 20? above what 
Japanese producers pay to ship to prime 
markets in the Far East, said Jack  Har-
rington with Gates International in 
Denver. Some carriers such as Evergreen 
“will quote anything you want to hear 
but we still haven’t been able to pick up 
in transportation what we’ve lost in pricing,” 
he said.

We’re stable, reliable, 
and dedicated to serving 
you. Of course. Put our 
professionalism to work 
on your next shipment.

R e s p o n s iv e  ash o re . 
R e s p o n s ib le  a flo a t.

Trans Freight Lines, Inc.
Secaucus, NJ 07094 
201-348-4700

Service between the U.S. and Northern 
Europe, and a full range of ports via mini-
bridge, and through bill of lading service to 
European interior points.
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The SuperSystem
completes the SuperFleet

The launching of Barber Blue 
Sea's three new SuperCarriers marks 
the completion of the world’s first 
SuperFleet.

These bigger, more efficient, 
more technologically advanced 
vessels join the original Super- 
Carriers to form a unique fleet.

The SuperFleet is the newest 
facet of the complete carrier 
concept, the BBS SuperSystem.

The SuperSystem is the

synchronization of all elements 
of shipping.

With state-of-the-art equip-
ment, satellite based communica-
tions, first rate tracking systems, 
superior port facilities around the 
world, complete intermodal capa-
bility, advanced data technology 
for rapid and exact documenta-
tion, and a global network of BBS 
professionals.

All of which testifies to Barber

Blue Sea's firm commitment to 
the growth of international trade.

The SuperSystem—now featur-
ing the SuperFleet.

EPS
Barber Blue Sea



By Stanley O. Sher and John A. DeVierno0

Maritime 
Reform
The players are the same 
but the rules are changed

The Shipping Act of 1984 will undoubtedly  
change the U.S. liner trades, but m uch will 
depend  on the responses of the FM C , carriers, 
and shippers

E v en  discounting political rh etoric , clearly  the  
Shipping A ct o f 1984 will bring ab o u t m ajor changes in 
the U .S . liner trades. T h e b read th  and ra te  of ch an g e will 
not b e d eterm in ed  solely b y the A ct itself, h ow ev er, but 
will d epen d  in large p art on the im plem en tin g actions of 
the F ed era l M aritim e C om m ission  and the responses of 
carriers and shippers.

T he m ajor provisions of the A ct, the opportunities 
they present, and som e of the issues they raise are  the 
focu s of this article , but first w e  o ffer a few  general 
observations ab ou t the legislation.

T hat the Shipping A ct of 1984 should h ave o ccu rred  at 
all is n otew orth y . M easured  b y  any cu rren t political 
yard stick  it is unusual, perhaps unique, legislation. Its 
philosophy and ap p ro ach  is alm ost diam etrically  at odds  
with the recen t and m o re  highly p ub licized  “d ereg u -
lation” statutes affectin g  the U .S . d om estic  airline, 
trucking, and railroad  industries. T h e  new  Shipping A ct

“ Mr. Sher is a  partner  and  Mr. DeV ierno  an  a ssocia te  in the 
W ashington , D .C . law  firm  o f B illig, Sher  &  Jon e s, P .C . Du ring the 
leg islative  deb a te  lead ing  to enactm en t o f  the Sh ipp ing  Act o f 1984, the 
law  firm  represen ted  a var iety  o f liner carr ier  in terests, includ ing 
num erous con ferences.

p rovid es o cean  co m m o n  carriers op eratin g  in foreign  
co m m e rce  w ith m ore , not less antitrust im m unity for 
their joint activities, including co llectiv e  ratem ak in g. At 
the sam e tim e it leaves in p lace  a significant num ber of 
reg u lato ry  req u irem en ts and the reg u latory  agen cy  
(F e d e ra l M aritim e C om m ission ). By con trast, the 
d om estic airline, trucking, and rail d eregulation  statutes 
g reatly  red u ced  carrie r antitrust im m unity (p articularly  
for co llectiv e  ratem ak in g ), red u ced  sharply the num ber 
and sco p e  of regu latory  req u irem ents, and either 
cu rtailed  ag en cy  au th ority  (In terstate  C o m m erce  
C om m ission) or p hased  out the ag en cy  itself (Civil 
A eronautics B o ard ).

P recisely  w h y C ongress took this m arked ly  different 
ap p ro ach  in the Shipping A ct— and did so ov er-
w helm ingly— is a m atter of political in terpretation , but 
several considerations stand out. T h ere  was general 
ag reem en t th at the existing F M C  regu latory  system  had  
b e co m e  ou tm o d ed . T h e  industry w as and continues to  
b e m ired  in the w orst recession  in m em ory . T h e carriers  
strongly pursued legislation, b elieving that while 
regu lato ry  re fo rm  w ould  not elim inate o v ercap acity  or 
the w o rld w id e  recession , it w ould  b ette r equip them  to  
co p e  w ith the d reary  eco n o m ic conditions. And the truly  
international ch aracter o f o cean  shipping p layed  an 
im p ortan t role in distinguishing it, in the eyes of the 
C ongress, from  the d eregu lated  d om estic airline, 
trucking, and rail industries.

P erh aps ab o v e  all, the C ongress passed the bill by such  
a clear m argin  b ecau se  th ere w as no out and out 
opposition to it. T h e R eagan  Adm inistration, through the 
D ep artm en t of T ran sp ortation , took a unified position in
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“...w e are on the verge of sending  
to the President potentially the 
most significant maritime legisla-
tion in decades...”

Senator Slade Gorton, Feb. 23, 1984

su pp ort of m ost of the carrier initiated reform s, thus 
p recluding sep arate  opposition from  the Ju stice  
D ep artm en t. By the tim e C ongress recon ven ed  in 
Jan u ary  of this year, the earlier and sp orad ic opposition  
to the bill from  a con su m er group and a few  acad em ics  
had d isap p eared . And, of critical im p ortan ce , the users 
of the serv ice , the shippers, did not op pose the 
legislation. Instead, they op ted  to support it— for a price. 
In p articular, shippers sought and ach ieved  new  rights in 
negotiating with carriers and con feren ces and new  
restrictions on con feren ce  pow er.

T h e net result is that, under the new  Shipping A ct, 
ocean  co m m on  carriers and con feren ces are  given  
greater freed om  at least, initially to enter into 
coop erative agreem ents w ithout extensive governm ental 
p reclearan ce  or antitrust exposure. T h e trad e-o ff is that 
carriers’ arrangem ents are  now  su bject to greater  
co m m ercial regulation by their shipping cu stom ers, w ho  
are p rovid ed  b y the A ct with new  legal rights. So o cean  
co m m on  carriers now  m ove into an era of less 
governm ent, but m ore “m ark etp lace  regu lation .”

D espite the significance of these changes, the 
Shipping A ct of 1984, though lengthy, * is not a co m p lete  
rew rite  of the 1916 Shipping A ct, as am en d ed  (“the  
present law ” or “p resen t Shipping A ct”). Interestingly, 
the basic elem ents of the present law  are m aintained. 
T he m ore rad ical proposals w ere , one b y  one, d iscard ed  
in the legislative p rocess. Proposals to abolish the tariff  
system  w ere  re jected , as w ere  suggestions to close  
con feren ces. C arrier antitrust exposure is not com p letely  
elim inated. N or is carrier antitrust im m unity phased out. 
T h e F M C  rem ains as the regu latory  agen cy  ch arged  
with preventing carriers from  engaging in p ractices  
C ongress believes harm ful to the foreign  co m m e rce  of 
the U nited States. Thus, m any of the new  A ct’s 
provisions sim ply restate  and continue p resen t law , 
while others reflect relatively m inor changes.

B ut the Shipping A ct of 1984 does con tain  m any  
im portan t new  provisions, and the b alan ce  of this article  
will focus on the changes of b road  interest.

Clear Authority for Interm odal 
Conference Agreem ents

T h e new  legislation finally, and quite b elated ly , 
catch es up with the con tain er revolution. In an era w here  
container carriers o ffer inland routings and shippers 
h ave show n ever increasing interest in purchasing  
interm odal, rather than p o rt-to -p o rt transportation , it is 
significant that the new  law  clearly  provides that 
c o n fe re n c e s  m a y  r e c e iv e  a u th o rity  an d  a n titru s t

*  E d ito r ’s No te : The  Act is rep rodu ced  in fu ll at p a g e s  24-44 o f  this 
issue  o f  A m e r ic a n  S h ip p e r .
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“(T h e  Shipping Act of 1984 is) 
the most significant piece of 
shipping legislation in this cen-
tury.”

Rep. Walter B. Jones, Feb. 22, 1984

im m unity to set rates for in term odal services. T he  
D ep artm en t of Ju stice  has d isagreed  with the F M C ’s 
conclusion  that, under the present Shipping A ct, the 
F M C  has auth ority  to ap p ro v e  co n feren ce  in term od al 
agreem ents. This d ifferen ce  of opinion b etw een  the tw o  
agen cies has not been  resolved  by the courts. T h e new  
A ct resolves this point in favor of in term odal authority. 
C o m b in ed  with provisions relaxing govern m en t review  
of ag reem en ts, this ch an ge gives carriers a ch an ce  to 
co m p e te  for shippers’ in term od al carg o  through the 
co n feren ce  system . W hile th ere are  no guarantees that 
in term od al traffic  will b e a ttracted  to co n feren ce  tariffs, 
this opportu nity  is critical to con feren ces. F o r  it is no 
exaggeration  to say that, w ithout interm od al authority , it 
is unlikely that the co n feren ce  system  could survive.

T h e legislation also m akes clear the p recise  n atu re of a 
co n feren ce ’s in term odal ratem ak in g authority. U nder 
the new  law , co n feren ce  m em b ers m ay not ag ree  on 
w h at are  now  called  “inland divisions,” the am ou n t that 
an o cean  carrier pays to su rface  carriers to p rovid e the 
ocean  carrier with the inland U.S. transportation  w hich  
the ocean  carrier offers to shippers as p art of a through  
m ovem en t. O cean  carriers m ust n egotiate  “inland  
divisions” individually with U .S . inland carriers. O cean  
carriers m ay, h ow ever, discuss and ag ree  upon w hat is 
n ow  called the “inland portion ” of an in term odal rate, 
the am ou n t they ch arg e  to shippers fo r the inland  
service. Thus, with the new  Shipping A ct, it is finally 
clearly  reco g n ized  that ocean  carriers, w hich have been  
offerin g  inland services to shippers for o ver tw enty  
years, are  in that business.

A New General Standard E lim inates  
A Key Obstacle To C arrier Agreem ents

T h e new  Shipping A ct establishes a n ew  and m ore  
relaxed  substantive standard to b e applied in governm ent 
rev iew  of agreem ents. U n d er the p resen t law , the F M C  
m ay determ in e not to ap p ro v e  an agreem en t, even if it 
w ould co m p ly  with all other provisions of the Shipping  
A ct, if the ag en cy  d eem s that the agreem en t is not in the 
“public in terest.” This public interest stan d ard , often  
referred  to  as a “ general stan d ard ,” has been  in terpreted  
b y  the F M C  and cou rts as giving v e ry  significant w eight 
to the policies of the antitrust law s— policies w hich, to 
say the least, treat agreem ents b etw een  com panies in the 
sam e industry with great skepticism .

T he n ew  general stan d ard , section  6 (g ) , allow s the 
govern m en t to enjoin “substantially an ticom petitive  
ag reem en ts,” those w hich are d eterm in ed  “likely, by a 
red u ction  in com p etition , to p ro d u ce  an unreasonable  
red u ction  in transp ortation  serv ice  or an unreasonable  
in crease in transportation  co s t.” W hile retaining som e  
focu s on com p etition , this test differs significantly from
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the public interest test. In p articular, the legislative  
history behind section 6 (g ) m akes clear that this new  test 
rem oves any p er se co n d em n ation  of co llectiv e  activ ity  
such as m ight b e ap plied  under the antitrust law s. In the 
view  of the authors of the provision, b ecau se  of this shift 
from  antitrust policies the new  standard  “establishes a 
threshold for p ro m p t ap p rov al of m ost generally  
acce p te d  joint co n d u ct in ocean  shipping.” C on feren ce  
R ep ort, Shipping A ct of 1984, H .R . R ep. N o. 98-600 , p. 
32 (F eb . 22 , 1984).

Thus, while the n ew  general stan d ard  leaves som e  
ro om  for agreem ents to b e d isap p roved, it represents a 
very  considerable shift from  past p ractice .

M ajor Procedural Changes in Governm ent 
Review  Of C arrier Agreem ents

T h e new  Shipping A ct also m akes m ajor changes in 
the p ro ced u re  fo r govern m en t review  of carrier  
agreem en ts. U n d er the p resen t A ct, the parties to an  
ag reem en t m ay not im plem en t it until it is ap p ro v ed  by  
the F M C — and th ere is no tim e limit on F M C  review  of a 
p rop osed  agreem en t. Thus, under the p resen t system , 
agreem ents not infrequently rem ain ed  b efo re  the 
Com m ission for years b efore  a decision w as reach ed . 
C arriers w ere  d iscou raged  from  entering into ag ree-
m ents, som etim es believing that, by the tim e an 
agreem en t w as ap p ro v ed , it could  lose its co m m ercia l 
relevance.

T h e idea of the new  law  is that the govern m en t m ust 
a ct p rom p tly  and allow  m ost agreem en ts to be  
im plem en ted  p rom p tly . And, even if the govern m en t 
d ecid es to enjoin im plem en tation  of an agreem en t, it 
m ust reach  that decision  p rom p tly , so that carriers will 
know  w h ere they stand and w h eth er they should  
develop alternative ap p roach es to business conditions.

Thus, the n ew  law  establishes, in section  6, that 
agreem ents do not require F M C  ap p roval b efo re  they  
go into e ffe c t— an ag reem en t au tom atically  goes into  
e ffe c t on the 45th  d ay after filing unless, b efo re  th at 45th  
day, it is either sp ecifically  enjoined or the F M C  utilizes 
its p o w er to extend the 4 5  day p eriod  by requesting  
additional d ata  from  the parties to the agreem ent.

And the F M C  itself no longer has auth ority  to  
disapprove agreem ents. T he p ow er to enjoin agreem ents  
is given to the F ed e ra l cou rts in W ashington, D .C ., with  
the F M C  having the b urden  o f persu adin g the co u rt that 
an agreem en t should b e enjoined.

T h e  n ovelty  of this ap p ro ach  should not b e m issed. 
U n d er the new  A ct the F M C , the n ation’s exp ert agen cy  
on o cean  shipping, can  not m ak e the final decisions on

carrier agreem en ts w hich  it d eem s undesirable; that task  
is given to a F e d e ra l judge, w ho m ay w ell h ave little 
k n ow led ge of o cean  shipping. T h e  F M C  does, h ow ever, 
h av e the au th ority  to d eterm in e not to go to  co u rt, in 
effe c t ap provin g  agreem en ts to w hich it does not ob ject.

T h at th e F M C  does not h ave the final say-so on all 
agreem en ts also opens up the possibility that the agen cy  
will n egotiate  settlem ents with the prop onen ts o f an  
ag reem en t b efo re  or after it files suit in court. U n d er 
present law , w h ere the F M C  is the decision m aker, 
n egotiated  settlem ents are virtually im possible.

O ne asp ect of the new  p ro ced u re  creates a possibility  
for delay. As n oted , section  6 provid es the F M C  with  
au th ority  to req u est additional inform ation from  the 
p rop on en ts of an agreem en t. This authority was 
p ro v id ed  b y  C ongress to allow  the C om m ission  to m ake  
a m o re  in form ed  decision as to w h eth er an agreem en t  
should b e  ch allen ged  in cou rt. This auth ority  supple-
m ents au th ority  p rovid ed  in section  5 (a ) w hich allows 
the C om m ission  to req u ire that d ata  b e subm itted with  
an ag reem en t w hen it is filed. T o  the exten t the F M C  
chooses to m ak e supplem ental d ata  requests, the ability  
of carriers to p ro m p tly  p ut into e ffe c t desired  
ag reem en ts will b e d elayed , as it will take tim e fo r the 
parties to resp on d  to such requests (just as it will take  
parties tim e to assem b le any d ata w hich the F M C  m ay  
require to b e filed with the ag reem en t). H ow ever, the 
legislative history of the Shipping A ct is clear th at the 
C on gress does not intend for the C om m ission  to m ake  
excessive d ata  requests, or m ake m ore  than occasional 
use of this auth ority . H ow  the F M C  seeks to h arm on ize  
its ap p etite  for d ata  in support of an agreem en t with the 
C ongressional o b jectiv e  of p ro m p t im plem entation  of 
ag reem en ts will b e one of the m o re  interesting  
d evelop m en ts under the new  A ct.

On the oth er hand, y et an oth er m ajor ch an ge will tend  
to exp ed ite  im plem en tation  of agreem ents. T h e new  A ct 
flatly denies interested  third parties, including co m p eti-
tors, any right to fo rce  the F M C  to go to co u rt or any  
right to intervene in co u rt proceed in gs w h ere the B M C is 
challenging an ag reem en t on the grounds that it does not 
m eet the n ew  general stan d ard . This ch an ge will 
p resu m ab ly  end the single largest so u rce  of litigation  
under present law , nam ely, protests b y  carriers seeking  
to p rev en t (o r a t least delay) co m p etin g  carriers from  
form in g joint services, sp ace  ch arters, and similar 
arrangem ents. U n d er the n ew  A ct, third parties m ay  
advise the F M C  of their view s as to how  an agreem en t 
should b e  trea ted  under the n ew  gen eral stan d ard , but it 
is solely up to the F M C  to d eterm in e w h eth er an 
ag reem en t should b e challenged in court.
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New C arrier Agreem ents Can 
Be Expected Soon

T he p roced u ral and substantive changes governing  
review  of agreem ents should p rov id e carriers with  
significant opportunities to im plem en t new  agreem ents  
prom ptly . W hile it is, of course, up to carriers to  
d eterm in e w h at typ es of agreem en ts th ey w ould  like to  
pursue, one should not b e surprised, during the first year  
(if not the first few  m onths or even w eeks) of the new  
legislation, to see a n um ber of co n feren ce  agreem ents  
filed seeking interm od al ratem ak in g authority. A gree-
m ents allow ing carriers to ch arter sp ace  on each  o th er’s 
vessels, and other form s of rationalization agreem en ts  
are also to b e exp ected .

S p ace  ch arter agreem ents are  likely b ecau se they are a 
relatively  sim ple m eans b y  w hich carriers m ay  cu t costs 
associated  with the o v ercap acity  of carg o  slots w hich  
presently plagues w orld  liner shipping, including m any  
U .S. trades. T h e filing of other form s of rationalization  
agreem en ts, such as joint ventures and pools, will 
p rob ably  follow , but not as p rom p tly . Such agreem en ts  
are m o re  co m p lica ted  than sp ace  ch arters, requiring  
carriers to m ake m ore  far-reach in g  com m itm en ts and  
m ore thoroughly integrate their operations; thus they  
will take longer to form u late. T hese kinds of 
agreem ents, as th ey limit ca p a city  and rationalize  
service, hold out potential for im portan t savings and  
efficiencies. H ow  p rom p tly  carriers pursue this 
potential, and w h eth er the p otential savings will be  
realized, h ow ever, rem ain  to be seen.

Application Of The A n titrus t Laws to 
C arrier Agreem ents is Scaled Back

T h e new  Shipping A ct continues the antitrust 
im m unity available under present law  for carrier activity  
pursuant to an ag reem en t w hich  has b een  p erm itted  by  
the govern m en t to go into effect. T he new  A ct, how ever, 
adds to that im m unity in several w ays.

T o  the exten t th at carriers are  allow ed  to enter into  
agreem en ts m ore  read ily  (as a result of the new  
p roced u res and gen eral stan d ard ), it will b e  that m uch  
easier for carriers to obtain  antitrust im m unity for the 
activities undertaken pursuant to those agreem ents.

Also, a n ew  provision extends antitrust im m unity to  
certain  cases w here collective  activ ity  is found to b e  
outside the sco p e  of an authorized  agreem ent. Section  
7 (a )(2 )  im m unizes activ ity  from  the antitrust law s so 
long as it is undertaken in the belief, and with a 
“reason ab le basis to co n clu d e ,” that it is pursuant to an 
authorized  agreem en t. This exem p tion  applies even  
with resp ect to activ ity  w hich violates other provisions 
of the Shipping A ct. This im m unity provision ap p ears to 
resp on d  to at least tw o con cern s. F irst, it narrow s the 
possibility of double jeop ard y  for violations of the  
Shipping A ct. Thus, w h ere a person erroneously  
believes, but w ith a reason ab le basis, that his activ ity  is 
pursuant to an ag reem en t, the new  law  p rovid es that the 
govern m en t is to pursue penalties solely under the 
Shipping A ct, not also under the antitrust law s. S econd , 
this b ro ad er im m unity also reflects recognition  that the 
application  of the antitrust law s in the international 
setting has p ro v ed  extrem ely  con troversial; thus, 
C ongress has lim ited the reach  of the antitrust law s to  
cases w here th ere w as no belief, with reason ab le basis to
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co n clu d e, th at the activ ity  w as im m unized from  the 
antitrust laws.

A nother im p ortan t ch an ge p reclu d es p rivate  parties 
from  suing for treble dam ages or injunctive relief under 
the antitrust law s w ith resp ect to activities w hich are  
violations of the Shipping A ct. U n d er the new  Shipping  
A ct only the gov ern m en t m ay pursue antitrust rem edies. 
P rivate  parties are lim ited to Shipping A ct rem edies, 
even  in cases w h ere a person had no reason ab le basis to  
co n clu d e  th at the action  w as law ful under the Shipping  
A ct.

Prohibited Acts And Remedies 
Under The Shipping Act

W hile m ost of the prohibitions in the new  Shipping  
A ct do not v a ry  fro m  those in the p resen t law , section  13 
does in crease the m axim um  penalties that m ay be  
im posed  by the F M C  for violations. And, as a result of 
the elim ination of p rivate  antitrust rem edies, section 11 
increases the rep aration s that m ay b e obtained by  
p rivate  com p lain an ts for d am ages su ffered  as a result of 
certain  Shipping A ct violations.

T h e  sp ecific  prohibitions govern in g carrier behavior  
(section  10) largely  track  those of the present law , but 
th ere are  several changes. T he new  law  includes explicit 
prohibitions against unreasonable refusals to deal, 
p red ato ry  p ractices , and unreasonable restrictions on 
interm odalism .

T hou gh  given little pub licity  during the legislative  
p rocess, changes in the rep aration s provision m ay  
b e co m e  significant in term s of the F M C ’s w orkload  
under the new  law . U n d er section  11, reparations for 
injured parties are  m an d ato ry  if resulting fro m  a 
Shipping A ct violation, interest m ust b e aw ard ed  at 
co m m ercia l rates, attorneys fees can  b e  received  and, in 
certain  cases, double dam ages are authorized.

New Shipping Options
A n um ber of provisions in the new  law  p rovid e  

shippers and carriers with the op p ortu n ity  to co n d u ct  
business in n ew  and d ifferen t w ays. W hether these 
provisions p ro v e  to b e only sm all excep tion s to the 
co m m o n  carrie r system  or excep tion s th at sw allow  the 
rule rem ains to b e  seen. W hat is certain , h ow ever, is that 
these changes are  so im portan t that the C ongress relied  
on th em  as a partial substitute for govern m en t 
regulation.

Service Contracts
M any shipper rep resen tatives h ave stated publicly  

th at th ey a tta ch  trem en dou s im p o rtan ce  to the 
op p ortu n ity  to n egotiate  serv ice  co n tracts  with ocean  
carriers and con feren ces resp ectin g  carriag e  of their 
good s. A serv ice  co n tra c t is d efin ed  in section  3 of the 
new  A ct as an arran gem en t by w hich the shipper 
com m its to p rovid e a m inim um  carg o  within a specific  
tim e p eriod  while the ocean  carrier or co n feren ce  
com m its to b oth  a ra te  sch ed ule fo r the ca rg o  and  
sp ecific  service guarantees. T h ere  is no limit on the 
n um ber of co m m ercia l factors that can  b e addressed  by  
shipper and carrier in a serv ice  con tract.

W hile serv ice  co n tracts  p ro v id e  a shipper with an  
op portu nity  to n egotiate  sp ecific com m itm en ts from  
carriers at a sp ecific  ra te  over a p eriod  of tim e, service  
co n tracts  do not p resen t a shipper with an op portunity to
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obtain, or a ca rrie r an op p ortu n ity  to o ffer, a “se cre t” 
rate . U n d er section  8 (c )  the co m p le te  serv ice  co n tract  
m ust b e filed con fid en tially  w ith the C om m ission and a 
statem en t of its “essential term s” m ad e available to the 
general public in tariff fo rm at. S ection  8 (c )  lists the  
essential term s w hich m ust b e disclosed . C arriers m ust 
offer the essential term s of such co n tracts  to all shippers 
similarly situated. T he Senate C o m m ittee  on C o m m erce , 
S cien ce, and T ran sportation  thus explained that the level 
of disclosure req u ired  “m ust be at least the m inim um  
inform ation  n ecessary ...to  in form  other shippers of rates 
and services available to th e m ,” including “all 
com p en sation  to b e  p aid ” fo r th e serv ice . (S. R ep. 98-3 , 
pp. 31, 32  (F e b . 17, 1 983 )).

W hile strictly  co m m ercia l con cern s will alm ost 
certain ly  b e the d om inant facto rs  determ ining how  
frequently serv ice  co n tracts  are  used and w ho  
particip ates in them , w ho “w ins” or “loses” from  service  
co n tracts  m ay also turn in p art on an oth er asp ect o f the  
new  A ct— that its sections p ro v id e  con feren ces with  
authority to o ffer serv ice  co n tracts  but do not p ro v id e  a 
statutory right to co n feren ce  carriers to independently  
offer serv ice  co n tracts  in the trad e served  b y the  
co n feren ce . T h e n ew  law  allow s a co n feren ce  
ag reem en t to prohibit its m em b ers from  entering into  
service co n tracts  or, at the option of the co n feren ce , to  
allow  individual co n feren ce  m em bers to enter into 
serv ice  co n tracts  su bject to such conditions as the 
con feren ce  m ay establish.

In that con feren ces them selves do not ow n ships and  
offer services, the carrier m em b ers o f the co n feren ce  
m ay well have to co o p era te  to a hitherto unseen d eg ree  if

th ey are  to resp on d, as a co n feren ce , to shipper dem ands  
fo r serv ice  co n tracts . But shipper self-interest m ay  
in d irectly  help th em  ach ieve that coop eration . It could  
w ell b e in the interest of a shipper w hich has significant 
serv ice  needs to en ter into a serv ice  co n tract with a 
co n feren ce . A fter all, a co n feren ce , by having num erous 
m em b ers, generally  offers m o re  service than any  
individual carrier cou ld  o ffer. In short, depending on 
co m p etitiv e  alternatives and the level of shipper 
d em an d  fo r serv ice  co n tracts  in a given trad e, the ability  
of a co n feren ce  to d evelop  co n feren ce  service con tracts  
cou ld  b e co m e  im p ortan t to the viability of that 
co n feren ce .

Independent Action
O ne of the m ost highly p ub licized  provisions of the 

A ct establishes that each  m em b er of a co n feren ce  has a 
righ t to tak e in d ep en d en t actio n  on an y ra te  or service  
item  req u ired  to b e  filed  in a ta riff on not m o re  than 10  
d ay s’ n otice . This right of in d ep en d en t action  extends to 
tim e/v o lu m e rates but not to serv ice  con tracts.

This right of in d epen d en t action  could  p rove as 
im p o rtan t as any p rovision  in the n ew  A ct. If co n feren ce  
m em b ers freq u en tly  exercise  the right, the purpose of 
the co n fe re n ce  will b e  e ro d ed , the co n feren ce  system  
m ay  w ell d eclin e, and the stru ctu re  of the U .S . trades  
will ch an ge. On the oth er hand, the availability of 
in d epen d en t action  m ay  w ell en cou rage independent 
carriers to join co n feren ces, th ereb y  strengthening the 
co n feren ce  system .

T h e in terplay b etw een  in d epen d en t action and  
shipper use of serv ice  co n tracts  also rem ains to b e seen.
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I f  larg e shippers co m m it a great d eal o f  their carg o  to 
serv ice  co n tracts , their rem ain in g  ca rg o  m ay n ot b e  as 
p o w erfu l an in d u cem en t fo r  in d ep en d en t action . And, 
o f cou rse , the in terp lay  o f all these  fa c to rs  can  b e  
e x p e cte d  to v ary  fro m  tra d e  to  trad e , b o th  b eca u se  o f 
d iffe ren t trad e  cond itions and the v ary in g  responses o f 
individual shippers and carriers.

Shippers’ Associations
A nother p rovision  (section  1 0 (b ) (1 3 )), ad d ed  to the 

leg islation  at the e lev en th  hour, m akes it a p ro h ib ited  act 
fo r a carrier or c o n fe re n ce  to  re fu se  to n eg o tia te  w ith a 
“sh ip p ers’ asso cia tio n .” A sh ip p ers’ associatio n  is a new  
co n cep t; it is d efin ed  as a group o f shippers (ap p aren tly  
e ith er U .S . sh ippers, fo re ig n  sh ippers, or a co m b in atio n  
o f  the tw o) w h ich  conso lid ates fre igh t in e ffo rts  to secure 
v o lu m e d iscounts or serv ice  co n tracts . W hether, as 
in ten d ed , this ch an g e  w ill g ive  sm all sh ippers in creased  
b arg a in in g  p o w er is q u estio n ab le , esp ecia lly  as no 
antitru st im m u n ity  is p ro v id ed  to sh ip p ers to  fo rm  such  
associations.

T h e  A ct also requ ires, in b ro ad  language, that every  
co n fe re n ce  ag reem en t p ro v id e  fo r  a consu ltation  
p ro cess d esigned  to p ro m o te  co m m e rc ia l reso lu tion  o f 
disputes and co o p e ra tio n  w ith  sh ippers in e lim in atin g  or 
preventing  m alp ractices  (section  5 (b ) (6 ) ) .  C o n feren ces  
presen tly  re ce iv e  and ad dress sh ipper com p lain ts and 
ra te  req u ests. I t  is n ot c lear w h eth er the C o n g ress 
in ten d ed  to  req u ire  m o re. U n d er the n ew  statu tory  
sch em e, it thus in itia lly  falls to  the F M C  to  tell the 
industry w hat this req u irem en t m eans.

Lim ited Or No Im pact On Freight 
Forwarders, Ports, Labor

As the thrust o f the A ct w as to  ad dress carrier  and 
sh ip p er issues, th ere  w ere  fe w  changes in d irect 
reg u la tion  o f  p o rts  and fre ig h t fo rw ard ers , and no 
ch an g e in the trea tm en t o f  m aritim e lab o r agreem ents.

F o rw a rd e rs , fo r  exam p le , m ust still b e  licen sed . T h e  
n ew  law  d oes e lim in ate  the fla t re q u irem en t o f  the 
p resen t law  that a fo rw ard er m ay n o t b e  a sh ipper, but 
con tin u es the re q u irem en t that a fo rw a rd e r m ay not 
re ce iv e  co m p en sa tio n  fro m  a co m m o n  carrier  w ith 
reg ard  to  a sh ip m ent in w h ich  the fo rw ard er has an 
in terest. A t least tw o o th er provision s o f  the n ew  A ct 
cou ld  have an e ffe c t  on the fo rw ard er business. F irst, to 
th e  exten t th at the new  p ro vision  p ro h ib itin g  carriers 
fro m  fa ilin g  to n eg o tia te  w ith  sh ip p ers’ associations 
en cou rag es sh ippers to co n so lid a te  their fre ig h t on their 
ow n, fre ig h t fo rw ard ers  (and  N V O s) m ay w ell fa c e  new  
co m p etitio n  fro m  these  associations. Seco n d , section  
1 0 (c )(5 )  p rovid es that a c o n fe re n ce  or tw o or m ore 
carriers m ay n ot, in U .S . exp o rt co m m e rce , deny 
co m p en satio n  to less than a “re a so n a b le ” am ount 
(in d ep en d en t carriers are  n ot o b lig a ted  b y  the A ct to 
co m p en sate  fre igh t fo rw ard ers).

Ports should b e n e fit  fro m  p ro ced u ra l changes. 
S p e c if ica lly , m arine term inal o p era to r ag reem en ts w ill 
re ce iv e  the sam e p ro ced u ral trea tm en t as carrier 
ag reem en ts (ex p ed ited  tim etab les, p la cem en t o f  the 
b u rd en  o f p ro o f on the C o m m ission , e tc .) . T h ese  
p ro ced u ra l changes should p ro v id e  p orts w ith  increased  
flex ib ility  to  resp ond  to  ch an gin g  cond itions. O f  in d irect

Follow the 
Olympic spirit 
Sarajevo to 
Los Angeles

From the Winter Games in Yugoslavia to the Summer Games in 
the United States, that unique international Olympic spirit links 

both Sarajevo and Los Angeles. And in the same Olympic spirit of 
competition, Jugolinija, one of the world’s great cargo fleets with 

over 60 fast modern ships, links ports all over the world. 
For every type of cargo. For every type of shipping requirement 

Think of the competitive Olympic spirit. Think Jugolinija.

OVER EVERY HORIZON
of the world’s most experienced cargo fleets

JUGOLINIJA
RIJEKA  f JUGOSLAVIJA

5 1001 RIJEKA, YUGOSLAVIA, P.O. Box 379, Obala jugoslavenske 
m om arice 16, Telex: 24218 yu juline, 24408  yu juline, 24448 yu juline, 

Telephone: (051) 33111,422-555, Telegrams: Jugolinija Rijeka.

Regular Services: East Lines: Levant Line (inc of container storage and Ro Ro service). Bengal Bay/Sri Lanka Line. Middle East Line (inc of container storage and 
Ro/Ro service). People's Republic of China Line Far East Line-Eastbound. Far East Line-Westbound/Adriatic ports. Far East Line-Westbound/Mediterranean ports. 
West Lines: North Europe Line. North America - East Coast/Gulf Line (inc. of container service). South America Line - Atlantic service. South America Line - Central

and Pacific service Tramp Service: High tonnage available.

Your contacts in USA: NEW YORK: Crossocean Shipping Co.lnc. One World Trade Center, Suite 2045, Telex: WU 667250, RCA 232283, 
WU 12410, 710-5816029 TWX. Telephone: (212) 432-1160, Cable: Crossocean, (also in: Norfolk: Telex 710-8811141, 

Baltimore: Telex: 710-2341032) SAVANNAH: Southern Shipping Co. Inc. P.O.Box 2986, Telex: 804-731, 810-7845662, 
Telephone: (912) 236-6891, Cable: Soshipco (also in: Charleston: Telex: 810-8811865, Jacksonville: Telex: 810-3275773, 

Brunswick, Fernandino).. HOUSTON: Overseas Freight Corp. 1520 Texas Avenue, Suite 510, Telex: 910-8817069, 
Telephone: (713) 228-6023, Cable: Overfrt (also in: New Orleans: Telex: 810-9516394, Baton Rouge, Corpus Christi, Dallas, Galveston, 

Memphis). Other agents in: Boston, Philadelphia, Chicago, Albany, Cleveland, Toledo, Wilmington, Morehead City, Miami, Port Everglades, 
Tampa, Panama City, Mobile, Pensacolla, Pasagoula, Lake Charles, Port Arthur, Beaumont, Brownsville, Los Angeles, Long Beach!

San Francisco, Seattle, Anchorage, Valdez, Portland. 
Our worldwide agency network includes over 400 agents. Contact us for information on the agents in your particular area.

Sponsors of the XIV Winter Olympic Games in Sarajevo, Yugoslavia
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“The Ports of Virginia 
arc centrally located for 
most Goodyear plants.”

Jo h n  W. T illie
G oo d y e a r T ire  &  R ubb e r C om p a n y

I *fPL No matter where your company is
based, you’ll find the Ports of Virginia 
ideally suited to international commerce. 

W J  Located midway along the Atlantic coast,
y  If the Ports of Virginia are just 18 miles from

 the open sea. The weather is mild, the con�
ditions ice-free, and-as Mr. Tillie points out-“competitive rail 
and truck rates also make the port attractive.”

Over 58 steamship lines agree. Every year they make 
over 2,000 sailings to The Ports of Virginia from 251 world 
ports in 98 overseas countries.

But it takes more than a convenient location and an 
accessible inland transportation network to recommend a port. 
In Mr. Tillies estimation, The Ports of Virginia offers other 
advantages as well: “good facilities and reasonable warehouse 
rates.. .and a cooperative spirit.. .among most service personnel.” 

It all adds up to a better way to do business. So no matter 
what product you ship, call toll-free 800-446-8098, and find 
out how well the Ports of Virginia will meet ]-{cin(ll(!(l
your every need. WWlGlK*

T h e  P o r t s  o f  V i r g i n i a

600 World Trade Center Norfolk, VA 23510/(804) 623-8000 Toll-free (800) 446-8098



interest to ports, and to some carriers, the Act specifies that 
agreements among common carriers to establish, operate, or 
maintain a marine terminal in the U.S. are not to be filed with 
the FM C (section 5(a)) and do not receive antitrust immunity 
(section 7(b)(3)).

A dm inistrative Problems: The 
Transition To The New Act

A set o f issues d istinct fro m  the substantive provisions 
o f the new  A ct are  th o se  co n cern in g  the tran sition  fro m  
the p resen t law  to the new ; so m e p ro b lem s cou ld  
d ev elop  if this transition  is n ot w ell m anaged .

W hile  the su bstantive  provisions o f the new  law  do n ot 
tak e e ffe c t  until 90  days a fte r  it is signed  b y  the 
P re s id e n t,0 the C o n gress has, w isely  in ou r v iew , 
p ro vid ed  the F M C  w ith au thority  to b eg in  im m ed ia te ly  
to  p ro m u lg ate  rules im p lem en tin g  the new  law . T h u s, to 
the e x ten t the F M C  utilizes this au th o rity  in the 8 9  days 
im m ed ia te ly  fo llo w in g  the P resid en t’s signing the b ill 
into law , the F M C  can  p ro v id e  the p u b lic  and the 
m aritim e com m u n ity  w ith  ad v an ce  n o tice  as to how  it 
in tend s to ad m in ister the S h ip p in g  A ct o f 1984. In  that 
the n ew  law  also p rov id es the F M C  w ith  tem p o rary  
au th ority  to p ro m u lg a te  rules w ith o u t reso rt to p u b lic  
n o tice  and op p ortu n ity  fo r co m m en t (sectio n  1 7 (b )) , the 
F M C  has the op p ortu n ity  to p ro m p tly  ad dress sev eral 
v ery  rea l and p ra c tica l p ro b lem s o f  co n cern  to  th o se it 
regulates.

F o r  exam p le , unless the F M C  is ab le , ov er the next few  
m onths, to re a ch  a final d ecision  on all o f the p roposed  
ag reem en ts p resen tly  p en d in g  ap p ro v al, it m ust 
d eterm ine how  it w ill p ro ced u rally  d eal w ith ag reem en ts 
w h ich  are still p en d in g  w hen the n ew  law  takes e ffe c t . 
F o r  exam p le , the F M C  cou ld  issue a ru le stating  that all 
such ag reem en ts w ould  b e  co n sid ered  as if  filed  on the 
day the new  law  takes e ffe c t , thus ensuring that m ost o f 
th em  cou ld  b e  im p lem en ted  on th e  45 th  d ay a fte r  the 
law  takes e f fe c t— a resu lt w h ich  w ould  seem  consisten t 
w ith the C o n g ress’ s tatu tory  o b je c tiv e  o f estab lish in g  a 
reg u la tory  p ro cess w h ich  featu res “a m inim um  o f 
g ov ern m en t in terv en tion  and reg u la tory  co sts” (see  
sectio n  2 (1 )) .

S im ilarly , very  few  c o n fe re n ce  ag reem en ts p resen tly  
p ro v id e  fo r in d ep en d en t actio n  on n o tice  o f 10 days or 
less. A rguably , m ost co n feren ce s  w ould b e  inviolation o f 
sectio n  5 (b )(8 )  o f the new  law  if they do n ot have such a 
provision in their ag reem en ts on the first day the A ct 
takes e ffe c t . T h e  F M C  co u ld  ch o o se  n ot to act in this 
area, requ irin g  am en d m en ts to dozens o f c o n fe re n ce  
ag reem en ts to b e  filed , under the p resen t law , along w ith 
requ ests fo r exp ed ited  actio n , so that ap p roval cou ld  b e  
o b ta in ed  in the short tim e le ft  b e fo re  the n ew  law  takes 
e ffe c t . O r the F M C  co u ld  try  to fashion  a te m p o ra ry  rule 
b y  w h ich  it w ould  con stru e  all existing  co lle c tiv e  
ra tem ak in g  a g reem en ts  as in clu d in g  a 10 day in d ep en -
d ent actio n  c lau se and  a llow  p arties a g ra ce  p erio d  in 
w h ich  to actu ally  file  am en d m en ts. T h e  C o m m ission  
cou ld  perhap s m ake use o f  its exem p tio n  authority  
(section  16) in fash ion in g  solutions w h ich  p ro m p tly  
reso lv e  these  and  o th er tran sitional p ro b lem s w hile 
m in im izing  the p ap erw o rk  b u rd en  on the regu lated  
m aritim e com m u nity .

" E d ito r ’s No te : At the time this article  wen t to press, the Sh ipp ing  
Act o f  1984 had  been  p a ssed  by  the C ong re ss bu t  not yet signed  by  the 
President.

Conclusion: W inners and Losers
So  w ho are  the “w in n ers” and w ho are  the “losers” 

u n d er the n ew  A ct?  It has b e e n  the th em e o f  this a rtic le  
that the w inners and losers w o n ’t c learly  em erg e  until the 
k ey  p layers resp on d  to the new  rules. B ut the A ct’s 
gen eral d irectio n  suggests that som e groups are likely  to 
“w in .”

O n e a p p aren t w inner is the F M C . A t tim es d uring the 
leg isla tiv e  p ro cess it ap p eared  as though som e 
p artic ip an ts  in that p ro cess had m ark ed  the ag en cy  fo r 
extin ction . B u t like  a p hoenix , it now  em erges w ith  its 
ta r iff  au th o rity  in ta ct, a n u m b er o f  new  en fo rcem en t 
au th orities, in clu d in g  in creased  p en alty  p o w ers, and 
having  shed the resp o n sib ility  to p ro cess and “a p p ro v e” 
carrier a g reem en ts— the resp o n sib ility  w h ich  served  as a 
ligh tn ing  rod  fo r  the m ost v o ca l critic ism  o f the agen cy .

Sh ip p ers, too, are  likely  w inners, p articu larly  large 
sh ip p ers w h o can  in d u ce  in d ep en d en t actio n  and  also 
take ad v an tag e  o f  tim e/ volu m e and serv ice  co n tracts . 
N o longer bou n d  b y  loyalty  co n tracts  and, in som e cases, 
th e  h is to r ic a l  n o n d is c r im in a t io n  r e q u ir e m e n ts  o f  
co m m o n  carriag e , sh ippers un d o u b ted ly  have new  and 
co m m e rcia lly  m ean in gfu l legal tools in d ealin g  w ith 
carriers. B u t if sh ippers do not use their co m m ercia l skills 
e ffe c tiv e ly , they  m ay not b e n e fit fro m  the highly 
p u b lic ized  “sh ip p er” provisions o f the A ct.

W h eth er ocean  carriers, the in itiators o f  the legislation , 
are  also lik e ly  to b e  w inners is so m ew h at less certa in . 
W hile  the A ct p ro v id es fo r stream lin ed  p ro cessin g  o f 
carrier ag reem en ts, c lear in term od al authority , and 
e xp an d ed  antitru st im m u n ity , the carriers  m ust now  
ad ju st to  in d e p e n d en t actio n  on no m o re  than 10 d ay s’ 
n o tice , a w orld  w h ere  ta ilo r-m ad e  sh ip p er/ carrier 
co n tra c ts  m ay b e c o m e  co m m o n , and the loss o f loy alty  
co n tracts . C arriers  w h ich  do not resp ond  w ell to the new  
“m a rk e tp la ce  regu lation ” m ay n ot b e  w inners under the 
A ct, even  i f  th ey  are  a b le  to en ter in to  new  ag reem en ts. 
And, if th e  F M C , through ad m in istration  o f  the A ct, does 
n ot p erm it the m u ch so u g h t-a fter ease  o f en terin g  carrier 
ag reem en ts, or if  the new  p ro h ib itio n s against carrier 
co n d u ct spaw n co m p lex  and exp en siv e  litigation  b e fo re  
the F M C , even  som e w ell m an ag ed  carriers  cou ld , 
iron ically , b e c o m e  losers.

B u t the o n e  gro u p  that d efin ite ly  has w on is the 
C o n g ress. A fter eight continu ou s years o f  d e b a te  it has 
gained  a resp ite  fro m  shipping re fo rm  legislation .
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BRIDGE OF 
AMERICAS

THE
- .

For too long natural trade opportunities for the 
Americas have been forfeited to Europe and the 

Far East. D elta Line is beginning a long-range 
program of upgraded transportation service to 

bring the countries of Latin America and North
America closer together. 

That m eans containerization. At Delta we are 
developing a comprehensive program of 

intermodal shipping to help open up new  
markets for American shippers. 

We’re also streamlining our LASH (lighter 
aboard ship) services. 

D elta is committed to new investment, new  
methods and old-fashioned teamwork to 

facilitate trade for the Americas.

A Crowley Company

New Orleans • New York • San Francisco 
Offices and agents in other m ajor cities



Shipping Act of 1984

Be  it enac ted  by  the Senate  and  H ou se  o f 
R epresen tatives o f  the United  S ta tes o f 
Am erica in C ong ress assem b led , Th a t  this Act 
m ay  b e  cited  as the “ Sh ipp ing  Act o f  1984.”

TABLE OF CONTENTS

Sec . 2. Declaration  o f Policy .
Sec . 3. Definitions.
Sec . 4. A greem en ts Within Scope  o f  Act.
Sec . 5. A greem en ts.
Sec . 6. Action  on A greem en ts.
Sec . 7. E xem p tion  F rom  Antitrust L aw s.
Sec. 8. T ar iffs.
Sec. 9. Con trolled  C arriers.
Sec. 10. Prohib ited  Acts.
S e c .  11. C o m p la in t s ,  In v e s t ig a t io n s ,  

R eports and  R eparation s.
Sec . 12. Subpoen as and  Discovery .
Sec . 13. Penalties.
Sec . 14. Comm ission  O rders.
Sec . 15. R eports and  C ertificates.
Sec . 16. E xem p tion s.
Sec . 17. Regu lation s.
Sec . 18. A gency  R epo r ts  and  A dv iso ry  

Comm ission .
Sec . 19. O cean  Freigh t Forw arders.
Sec . 20. R epea ls and  Con form ing  

Am endm en ts.
Sec . 21. E ffec t iv e  D ate .
Sec . 22. C om p liance  with  Budge t Act.

SEC. 2. DECLARATION OF 
POLICY.
The  pu rpo ses o f  this Act are—

(1) to  estab lish  a  nond iscrim inatory  regu �
la tory  p roce ss fo r  the comm on  carr iage  o f 
good s by  w ater  in the fo reign  comm erce  o f 
the United  S ta te s with  a m inimum  o f 
governm en t intervention  and  regu latory  
costs;

(2) to  p rov ide  an  e ffic ien t  and  econom ic  
transportation  sy stem  in the ocean  comm erce  
o f the United  S ta tes that is, in so far  a s  possib le , 
in harm ony  with , and  respon sive  to, in terna�
tional shipp ing p ractices; and

(3) to  encou rage  the deve lopm en t  o f  an  
econom ica lly  sound  and  effic ien t U .S .-flag  
liner fleet cap ab le  o f  m eeting national 
security  needs.

SEC. 3. DEFINITIONS.
As u sed  in this A c t-

(1) “agreement” m ean s an  understand ing, 
arrangem en t, or  associa tion  (w ritten  or oral)

and  any  m od ifica tion  or cancellation  thereof; 
bu t  the term  doe s not include  a m aritim e  labor  
agreem en t.

(2) “antitrust laws” m ean s the Act o f Ju ly  2, 
1890 (ch . 647, 26 S tat. 209), as am ended ; the 
Act o f  O c tober  15,1914 (ch . 3 23 ,38  Stat. 730), 
as am ended ; the F ede ra l  T rad e  Comm ission  
Act (3 8 S ta t .717), as am ended ; sec tion s73and  
74 o f  the Act o f A u gu s t2 7 ,1894 (28 Stat. 570), 
as am ended ; the act o f  Jun e  19 ,1936 (ch . 592, 
49 Stat. 1526), as am ended ; the An titrust C iv il 
P rocess Act (76 S tat. 548), as am ended ; and  
am endm en ts and  Acts supp lem en tary  thereto .

(3) “assessment agreement” m ean s an  
agreem en t, whether p art  o f a collective- 
barga in ing  ag reem en t  or  nego tia ted  separa�
tely , to  the exten t that it p rov ides fo r  the 
fund ing  o f  co llectively  b arg a in ed  fringe  
bene fit  ob ligation s on  other than  a  uniform  
man-hour bas is, reg ard le ss o f the cargo  
hand led  or  type  o f  vessel or equ ipm en t 
utilized.

(4) “bulk cargo” m ean s cargo  that is loaded  
and  carried  in bu lk  withou t m ark  or count.

(5) “Commission” m ean s the Federa l 
M aritim e  Comm ission .

(6) “common carrier” m ean s a  person  
hold ing itse lf ou t to  the genera l pub lic  to 
p rov ide  transportation  by  w ater  o f passengers 
or  cargo  be tw een  the U n ited  S ta tes and  a 
foreign  coun try  fo r  com pen sation  that—

(A) assum es responsibility  fo r  the transpor�
tation  from  the po r t  or poin t  o f  rece ip t  to 
the port or poin t o f  destination , and

(B) u tilizes, fo r  all or p art  o f  that 
tran sportation , a vessel opera ting  on  the 
high  seas or  the G rea t L ak e s  be tw een  a  po rt  
in the U n ited  S ta te s and  a  po rt  in a  fo reign  
country .
(7) “conference” m ean s an  association  o f 

ocean  comm on  carr iers perm itted , pu rsuan t 
to  an  app roved  or  e ffec t ive  agreem en t, to 
engage  in concerted  activ ity  and  to utilize a 
comm on  tariff; bu t  the term  doe s not include  
a joint service , con sortium , pooling, sa iling, or 
tran sshipm en t arrangem en t.

(8) “controlled carrier” m ean s an  ocean  
comm on  carr ier  that is, or  whose  operating 
asse ts are , d irectly  or  ind irectly , owned  or 
con trolled  by  the governm en t under  whose  
reg istry  the vessels o f  the carr ier  operate ; 
ownership  or con trol by  a governm en t shall 
b e  deem ed  to  ex ist with  respec t  to  anycarr ie r  
if~

(A) a  m ajority  portion  o f the interest in 
the carrier  is owned  or con trolled  in any  
m anner by  that governm en t, by  any  agency  
thereo f, or  by  any  pub  he or pr ivate  person  
con trolled  by  that governm en t; or

(B ) that governm en t  has the righ t to

appo in t  or d isapp rove  the appoin tm en t o f  
a  m ajority  o f  the d irectors, the chie f 
opera ting  o ffice r , or the chie f execu tive  
o ffice r  o f the carrier.
(9) “deferred rebate” m ean s a return  by  a 

comm on  carrier  o f any  portion  o f the freight 
m oney  to a shipper  a s  a consideration  fo r  that 
sh ipper  g iv ing all, or any  portion , o f its 
shipm en ts to  that or  any  o ther  comm on  
carrier, o r fo ran y  other pu rpo se , the paym en t 
o f  which  is d e fe rred  beyond  the com p letion  
o f  the se rv ice  fo r  which  it is pa id , and  is m ade  
only  if, du ring bo th  the per iod  fo r  which  
com pu ted  and  the per iod  o f  de ferm en t, the 
sh ipper  has com p lied  with  the term s o f the 
reba te  agreem en t or arrangem en t.

(10) “ figh ting ship” m ean s a vessel u sed  in a 
particu lar  trade  by  an  ocean  comm on  carrier 
or  g roup  o f  such  carriers fo r  the pu rpo se  o f 
exclud ing, preven ting, or reducing  com pe ti�
tion  by  driv ing another oceancomm on  carrier 
out o f  that trade .

(11) “ forest produc ts”  m eans forest products 
in an  un fin ished  or sem ifin ished  state  that 
requ ire  specia l hand ling moving in lot sizes 
too  large  fo r  a con ta iner , includ ing, bu t  not 
lim ited  to lum ber  in bund les, rough  timber, 
ties, po les, p iling, lam ina ted  beam s, bund led  
sid ing, bund led  p lyw ood , bund led  co re  stock  
or veneers, bund led  particle  or  f ib e r  board s, 
bund led  h ardw ood , w ood  pu lp  in rolls, wood  
pu lp  in unitized  ba les, p ap e r  bo a rd  in rolls, 
and  p ape r  in rolls.

(12) “inland division” m ean s the am oun t 
pa id  by  a comm on  carrier to an  inland carrier 
fo r  the inland  portion  o f  through  tran sporta�
tion  o ffe red  to  the pub lic  by  the comm on  
carrier.

(13) “inland portion” m ean s the charge  to 
the pub lic  by  a comm on  carrier  fo r  the 
nonocean  portion  o f through  transportation .

(14) “loyalty contract” m ean s a  con tract 
with  an  ocean  comm on  carr ier  or con ference , 
other than  a  service  con tract or con tract based  
upon  tim e-volum e  ra tes, by  which  a shipper  
ob ta in s low er  rates by  comm itting all or a 
fixed  portion  o f its ca rgo  to  that carrier  or 
con ference .

(15) “marine terminal operator” m ean s a 
person  en g aged  in the United  S ta tes in the 
bu sin ess o f  furnishing wharfage , dock , 
w arehou se , or other term inal facilities in 
connection  with  a comm on  carrier.

(16) “maritime labor agreement” m ean s a 
co llective-barga in ing agreem en t between  an 
em p loyer  sub jec t  to this Act, or  g roup  o f such  
em p loyers, and  a  labo r  organization  repre�
sen ting em p loyee s in the m aritim e  or 
stevedor ing  industry , or  an  ag reem en t  p repar�
a to ry  to such  a co llective-barga in ing  agree-
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For Sale: G.R. Moir Push Tug 
with investment tax credit available
The G.R. Moir, an American Flag Vessel, was delivered 
August 1980, drydocked October 1981. Its 400 engine 
hours were accumulated primarily on delivery from 
Marinette, Wisconsin to Miami, Florida.

General Information
Overall Leng th ............................150'0"
Length Between

Perpendiculars........................134'6"
Beam Moulded.............................40'0"
Beam O vera ll.............................. 41 '3"
Depth Moulded . . . .  24'6'' above B.L.
Drag Aft Below Baseline................5'0"
Load Line Draft..........................22'5%"
Gross Tonnage................................ 220
Net Tonnage.................................... 149
Fuel Oil Capacity 100% . . . .  370 tons 
Potable Water

Capacity 100% ..................75.6 tons
Ballast Capacity 10 0 % ......... 378 tons
Accom m odation................................ 12
Classification ABS + A1 Towing 
Service AACU

Under Title XI of the M erchant Marine Act, 1936, as 
amended, the G.R. MOIR has obta ined $4.5 m illion of 
United States G overnment G uaranteed Ship Financing at 
an interest rate of 8V&% per annum . Interest is payable 
March 31 and Septem ber 30 each year. Sem i-annual 
amortization of principal com m ences March 31,1989 with 
final maturity on Septem ber 30, 2003. W ith appropriate 
approvals, the debt is assum able by a purchaser of the 
vessel.

Tug meets requirem ents of the 
following regulatory agencies:
• American Bureau of Shipping (ABS)
• U.S.C.G., including NV1 1-69 for 

unattended engine room operation
• U.S. Public Health
• Federal Communications 

Commission
• Panama Canal Navigation 

Regulations—Mooring 
Arrangements

Main Engines: 2x EMD 20-645-E7A 
Turbo Charged 
7200 HP at 900 rpm

Gear Boxes: 2x Falk 7.48:1
Reduction Ahead 
7.63:1 Reduction 
Astern

Steering Gear: Sperry
Clutches: Pneumatic
Propellers: 2x Four Blade Solid

14'31/4" Diameter 
Stainless Steel

Generators: 2x Detroit Diesel
16v-71 300 kw

General:
Centralized control monitoring of the 
main propulsion plant, ships service 
generating plant and miscellaneous 
auxiliary service. The overall system 
is designed, constructed and installed 
in accordance with U.S.C.G. Circular 
NV1 1-69 and Section 41 of ABS 
Rules to comply with U.S.C.G. re-
quirements for unattended engine 
room operation and ABS classifica-
tion + ACCU.

The tug was primarily designed as a 
tug pusher, having two hydraulically 
actuated pins, one port, one star-
board, to mate with the barge female 
receptacles. The tug is fitted with two 
deck capstans, 15 hp.

For more inform ation contact:
S. Danoff U.S.A. Limited 
2050 Coral Way, 6th Floor 
Miami, Florida 33145 
(305) 858-9000

S. Danoff 
U . S . A .  L im it e d



m en t am ong  m em bers o f a mu lti-emp loyer  
bargaining group , or an  agreem en t specifica lly  
im p lem en ting provision s o f  such  a  collective- 
barga in ing  ag reem en t  or prov id ing  fo r  the 
form ation , financing, or adm inistration  o f a 
m u ltiem p loyer  barga in ing  group ; bu t  the 
term  doe s not include  an  a ssessm en t ag ree�
ment.

(17) “non-vessel-operating common carrier”
m ean s a  comm on  carrier  that doe s not operate  
the vessels by  which  the ocean  transportation  
is prov ided , and  is a sh ipper  in its relationship  
with an  ocean  comm on  carrier.

(18) “ocean common carrier” m ean s a 
vessel-operating comm on  carrier; bu t  the 
term  doe s no t include  one  eng aged  in ocean  
transportation  by  ferry  bo a t  or ocean  tram p .

(19) “ocean freight forwarder” m ean s a 
person  in the United  S ta tes th a t-

(A ) d isp a tc h e s  sh ipm en ts  from  the
U n ited  S ta tes v ia  comm on  carr iers and

book s or otherwise  arranges sp ace  fo r  those 
shipm en ts on beh a lf o f shippers; and

(B ) p roce sse s the docum en tation  or 
perfo rm s rela ted  activities inciden t to those 
shipm en ts.
(20) “ person ” includes ind ividua ls, co rpo r�

ations, partnerships and  association s ex isting 
under  or au thor ized  by  the law s o f  the  United  
States or  o f a foreign  country .

(21) “service contract” m ean s a  contract 
be tween  a  sh ipper  and  an  ocean  comm on  
carrier  or con ference  in which  the sh ipper  
m akes a  comm itm en t to p rov ide  a certain  
m inimum  quan tity  o f  cargo  over  a fixed  time 
per iod , and  the ocean  comm on  carrier  or 
con ference  comm its to  a certain  rate  or rate  
schedu led  a s  well as a de fin ed  service  leve l— 
such  as, assu red  sp ace , transit tim e , po rt  
ro ta t ion , or  s im i la r  se rv ice  fe a tu re s ; the 
con tract m ay  a lso  spec ify  provision s in the 
even t o f  nonperform ance  on  the p ar t  o f  either

party .
(22) “shipment” m ean s all o f the cargo  

carr ied  under  the term s o f  a sing le  b ill o f 
lad ing.

(23) “shipper” m ean s an  owner  or person  
fo r  whose  accoun t the ocean  tran sportation  o f 
ca rgo  is p rov ided  or the person  to  whom  
delivery  is to b e  m ade .

(24) “shippers’ association” m ean s a  g roup  
o f  sh ippers that con solida tes or d istribu tes 
freigh t on a nonpro fit bas is fo r  the m em bers 
o f the group  in order  to secu re  carload , 
truck load , or other volum e  rates or service  
con tracts.

(25) “through rates” m ean s the single  
am oun t ch arged  by  a comm on  carr ier  in 
connection  with  through  transportation .

(26) “through transportation” m ean s con ti�
nuou s tran sportation  be tw een  origin  and  
destination  fo r  which  a  through  ra te  is 
asse ssed  and  which  is o ffered  or perfo rm ed  
by  one  or m ore  carriers, at least one  o f  which  
is a  comm on  carrier, be tw een  a  United  States 
poin t or port and  a foreign  poin t or port.

(27) “United States” includes the severa l 
S t a te s ,  the  D is t r ic t  o f  C o lu m b ia ,  the  
Comm onwea lth  o f Puerto  R ico , the C omm on �
wea lth  o f Northern  M arianas, and  a ll other 
United  S ta tes territories and  possession s.

SEC. 4. AGREEMENTS  
W ITHIN SCOPE OF ACT.

(a) O C E A N  COMMO N  C A R R IE R S .~  
Th is A ct app lie s to ag reem en ts by  or am ong  
ocean  comm on  carriers to—

(1) d iscu ss, fix, or  regu la te  transportation  
ra tes, includ ing through  rates, cargo  space  
accomm oda tion s, and  other cond ition s o f  
service ;

(2) poo l or appo rtion  traffic , revenues, 
earnings, or  losses;

(3) allot po r ts or restrict or otherwise  
regu la te  the num ber  and  character  o f 
sa ilings be tween  ports;

(4) lim it or  regu late  the volum e  or 
character  o f  cargo  or passenger  traffic  to be  
carried ;

(5) eng age  in exclu sive , preferen tia l, or 
coopera tive  work ing arrangem en ts am ong  
them selves or  with  one or  m ore  marine  
term ina l opera to rs or  non-vessel-operating 
comm on  carriers;

(6) control, regu late , or preven t com p e �
tition  in international ocean  transportation ; 
and

(7) regu late  or prohib it their use o f 
service  con tracts.
(b) M A R IN E  T E R M IN A L  OPE R A TO R S. 

—This Act app lies to  agreem en ts ( to  the extent 
the agreem en ts involve  ocean  transportation  
in the foreign  comm e rce  o f the United  S ta tes) 
am ong  m arine  term inal opera to rs and  am ong  
one  or m ore  m arine  term ina l opera tors and  
one or m ore  ocean  comm on  carr iers to—

(1) d iscu ss, fix , or  regu la te  rates or other 
cond itions o f service ; and

(2) eng age  in exclu sive , preferen tia l, or 
coopera tive  work ing arrangem en ts.
(c) A C Q U IS IT IO N S .-T h is  Act doe s not 

app ly  to an  acqu isition  by  any  person , d irectly  
or ind irectly , o f  any  vo ting security  or asse ts 
o f  any  other person .

SEC. 5. AGREEMENTS.

Dart 
does the 

Charleston
Thursday is Dart 
Day fo r everybody 
shipping out of 
Charleston.

We call at 
Charleston every 
Thursday to make 
sure all your 
Trans-Atlantic 
cargo has smooth 
sailing. Door to 
door. On time. 
With all the right 
paperwork.

We’ve launched 
four new 1069 TEU 
fu lly containerized 
ships to give you 
better, more reli-
able service than 
you’ve ever had 
before.

Check your 
new Dart schedule. 
If you don’t have 
one, call us for 
one. Do the 
Charleston with 
Dart.

D A R T
General Agents: Seapac Services, Inc.

Five World Trade Center, New York, NY 10048 212-432-9050 
In Charleston: Southern Steamship Agency, Inc. 803-722-0066
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SBDZ230098

PORT AUTHORITY
Chessie System Railroads

Seaboard System Railroad

Texas Gas Resources
Chessie System Railroads. Seaboard  System 
Railroad and Texas Gas Resources a re  major 
units of CSX Corporation. © 1984 CSX Corporation

Our railroads give shippers throughout the 
eastern United States direct access to overseas 
markets with the nation's most extensive rail-port 
connections—serving 26 Atlantic and Gulf 
coast ports.

For more information, contact Frank Seiz, 
Manager, International Traffic, Chessie System 
Railroads, Department P-14, One Charles Center, 
Baltimore, Maryland 21202.

Or write Henry L. Brooks, Manager, Intermodal 
International Sales, Seaboard System Railroad, 
Department P-14, 500 Water Street, Jacksonville, 
Florida 32202.

CORPORATION
Single-System
Service5™
Throughout The 
Eastern Half 
Of The USA.



copy  o f  eve ry  ag reem en t  en tered  into with 
re spec t  to an  activ ity  de sc r ib ed  in section  4 o f 
this Act shall b e  filed  with  the C omm ission , 
excep t  agreem en ts rela ted  to transportation  
to be  perfo rm ed  within or be tween  foreign  
coun tries and  ag reem en ts am ong  comm on  
carriers to estab lish , operate , or maintain  a 
m arine  term inal in the United  S ta tes. In the 
case  o f  an  ora l agreem en t, a  com p lete  
m em orandum  specify ing  in deta il the sub�
stance  o f the ag reem en t  shall be  filed . The  
C omm ission  m ay  by  regu lation  p rescr ibe  the 
form  and  m anner in which  an  agreem en t shall 
be  filed  and  the add itiona l in form ation  and  
docum en ts necessary  to  eva luate  the ag ree�
ment.

(b) C O N F E R E N C E  A G R E E M E N T S .-  
E ach  con ference  agreem en t m u st—

(1) state  its pu rpo se ;
(2) provide  reasonab le  and  equa l term s 

and  cond ition s fo r  adm ission  and  readm is�

sion  to  con ference  m em bersh ip  fo r  any  
ocean  comm on  carrier  willing to serve  the 
particu lar  trade  or route;

(3) perm it  any  m em ber  to  withdraw  
from  con ference  m em bership  upon  reason �
ab le  notice  without penalty ;

(4) at the request o f  any  m em ber , requ ire  
an  independen t neutral body  to  police  fu lly  
the ob ligation s o f  the con ference  and  its 
m em bers;

(5) prohibit the con ference  from  engag ing 
in conduc t p roh ib ited  by  section  10(c)(1) 
or (3) o f  this Act;

(6) p rov ide  fo r  a consu ltation  process 
designed  to p rom o te—

(A) comm e rc ia l resolu tion  o f d ispu tes,
and

(B) coopera tion  with sh ippers in 
preven ting and  elim inating m a lpractices;

(7) estab lish  procedu res fo r  prom p tly  
and  fa irly  con sider ing  sh ippers’ requests

and  com p la in ts; and
(8) p rov ide  that any  m em ber  o f  the 

con ference  m ay  take  independen t action  
on  any  rate  or  service  item  requ ired  to be  
filed  in a  tar iff under  section  8(a) o f this Act 
upon  not more  than  10 ca lendar  d ay s ’ 
no tice  to the con ference  and  that the 
con ference  will include  the new  rate  or 
service  item  in its tar iff fo r  use by  that 
m em ber , e ffec tive  no later  than  lO ca lendar  
day s a fter  rece ip t  o f the notice , and  by  any  
other m em ber  that no tifies the con ference  
that it elects to  adop t  the independen t rate  
or service  item  on o ra fte r  its e ffec tiv e  date , 
in lieu  o f  the ex isting con ference  tar iff 
provision  fo r  that rate  or  service  item .
(c )  IN T E R C O N F E R E N C E  A G R E E �

M E N T S .—E ach  ag reem en t  be tween  carriers 
not m em bers o f the sam e  con ference  must 
p rov ide  the righ t o f independen t action  fo r  
each  carrier. E ach  ag reem en t  be tween  
con ferences m u st p rov ide  the righ t o f  
independen t action  for  each  con ference .

(d ) A S S E S S M E N T  A G R E E M E N T S .-  
A ssessm en t ag reem en ts shall be  filed  with  the 
C omm ission  and  becom e  e ffec tive  on  filing. 
The  C omm ission  shall thereafter , upon  
com p la in t  filed  within  2 years o f the da te  o f 
the agreem en t, d isapp rove , cancel, or  m od ify  
any  such  agreem en t, or charge  or  assessm en t 
pu rsuan t thereto , that it finds, a fter  notice  and  
hearing, to b e  un justly  d iscrim inatory  or 
un fa ir  as be tw een  carriers, sh ippers, or  ports. 
The  C omm ission  shall issue  its final decision  
in any  such  p roceed ing  within  one year  o f  the 
da te  o f filing o f the comp lain t. To  the extent 
that an  asse ssm en t  or  charge  is found  in the 
p roceed ing  to  b e  un justly  d iscrim inatory  or 
un fa ir  as be tw een  carriers, sh ippers, or ports, 
the C omm ission  shall rem edy  the un just 
d iscrim ination  or un fa irness fo r  the per iod  o f 
tim e  between  the filing o f the com p la in t and

To the extent that an assess-
m ent or charge is found in the 
proceeding to b e unjustly 
discriminatory or unfair as 
betw een carriers, shippers, or 
ports, the Commission shall 
rem edy the unjust discrimina-
tion or unfairness for the 
period of time betw een the 
filing of the complaint and the 
final decision by means of 
assessment adjustments.
the final decision  by  m ean s o f  assessm en t 
ad ju stm en ts. The se  ad ju stm en ts shall be  
im p lem en ted  by  p ro spec tive  cred its or deb its 
to  fu tu re  asse ssm en ts or  charges, excep t  in the 
case  o f a com p la inan t who  has ceased  
activ ities sub jec t  to the asse ssm en t or charge , 
in which  case  reparation  m ay  be  aw arded . 
E xcep t  fo r  this subsection  and  section  7(a) o f 
this Act, this Act, the Sh ipp ing  Act, 1916, and  
the In tercoasta l Sh ipp ing  Act, 1933, do  not 
app ly  to  a ssessm en t agreem en ts.

(e) M A R IT IM E  L A BO R  A G R E EM E N T S .-  
-This Act, the Sh ipp ing  Act, 1916, and  the 
In tercoasta l Sh ipp ing  Act, 1933, do  not app ly  
to  m aritim e  labor  agreem en ts. This subsection  
doe s not exem p t  from  this Act, the Sh ipp ing 
Act, 1916, or the In tercoasta l Sh ipp ing  Act, 
1933, any  ra te s , ch a rg e s , regu la t io n s , or

D E S T I N A T I O N .
F a t " E a s t

a  n ew  d im e n s io n  in  s h ip p in g
Our n ew  f le e t of Sun C lass vessels  ta k e s  th e  “ F ar” out o f Far East 

. . .  and adds a n ew  d im ension in personalized  serv ice .
ALL-W ATER SERVICE  

TO AND FROM U.S. AND FAR EAST PORTS
Savannah, New York, Philadelphia, Baltimore, Wilmington, N.C., Houston, Los Angeles

K a o h s iu n g , H o n g  K o n g , K e e lu n g , K o b e , B u s a n , Y o k o h a m a

Vang ming Line
GENERAL AGENTS:

SOLAR IN TERNATIO NAL S H IP P IN G  AGENCY, INC.
2 World Trade Center, Suite 2264 ■ New York, NY 10048

(212) 775-1550 •  TWX: 710-581-4518

BRANCH OFFICES:

624 So. Grand Avenue, Suite 1415 
Los Angeles, CA 90017

(213) 622-5485

2000 Post Oak Blvd., Suite 1990 
Houston, TX 77056 

(713)965-0244
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p ra c t ic e s  o f  a com m on  ca rr ie r  th a t  are  
requ ired  to b e  set forth  in  a  tariff, whether or 
not those  rates, ch arges, regu lation s, or 
p rac tices arise  ou t o f, or are  otherwise  related  
to, a m aritim e  labo r  agreem en t.

SEC. 6. ACTION ON AGREE-
MENTS.

(a) N O T IC E .-W ith in  7 d ay s a fter  an  
agreem en t is filed , the C omm ission  shall 
transm it a notice  o f  its filing to the Federa l 
R eg ister  fo r  pub lication .

(b) R E V IEW  S T A N D A R D .-T h eC om m is�
sion  shall re jec t any  ag reem en t  filed  under 
section  5 (a) o f  this Act that, a fte r  prelim inary  
review , it finds does not meet the requ irem ents 
o f section  5. The  Comm ission  shall no tify  in 
w riting the person  filing the ag reem en t  o f  the 
reason  fo r  re jection  o f the agreem en t.

(c) R E V IEW  A N D  E F F E C T IV E  D A T E .-  
Unless re jec ted  by  the C omm ission  under 
subsection  (b ), agreem en ts, other than  a sse ss�
m en t agreem en ts, shall becom e  e ffec tive—

(1) on the 45th  day  a fter  filing, or  on  the 
30th  day  a fte r  notice  o f  the filing is 
pub lished  in the F ede ra l  R eg ister , which�
ever day  is later; or

(2) if add itiona l in form ation  o rdocum en-  
tary  m ateria l is requested  under  subsection
(d ), on  the 45th d ay  a fte r  the C omm ission  
rece ives—

(A) all the add itiona l in form ation  and  
docum en tary  m ateria l requested ; or

(B) if  the requ e st  is no t fu lly  com p lied  
with , the in form ation  and  docum en tary  
m a ter ia l subm itted  and  a statem en t o f the 
reasons fornoncom p liance  with the request. 
The  per iod  spec ified  in paragraph  (2) m ay  
be  ex tended  only  by  the United  S ta tes 
District C ou rt  fo r  the District o f  C o lum b ia 
upon  an  app lica tion  o f the C omm ission  
under subsection  (i).
(d) A D D IT IO N A L  IN FO R M A T IO N .-  

B e fore  the exp iration  o f  the per iod  specified  
in subsection  (c )(1 ), the  C omm ission  m ay  
request  from  the person  filing the agreem en t 
any  add itiona l in form ation  and  docum en tary  
m ateria l it deem s nece ssary  to m ake  the 
determ ination s requ ired  by  this section .

(e )  R E Q U E S T  F O R  E X P E D I T E D  
A PP R O V A L .-T he  C omm ission  m ay , upon  
request  o f the filing party , shorten  the review  
per iod  spec ified  in subsection  (c) bu t  in no 
even t to  a da te  less than  14 d ay s a fter  no tice  of 
the filing o f  the ag reem en t  is pub lished  in the

Excerpt from  C onference Report ■

F ede ra l  Reg ister .
(f) T E R M  O F  A G R E E M E N T S .-T h e  C om �

m ission  m ay  not lim it the e ffec tiveness o f  an 
ag reem en t  to  a  fixed  term .

(g) S U B S T A N T IA L L Y  A N T IC OM P E T �
IT IV E  A G R E E M E N T S .—If, at any t im e  after  
the filing or e ffec tiv e  da te  o f  an  agreem en t, 
the comm ission  determ ines that the ag ree�
m en t is likely , by  a  reduction  in competition , 
to p roduce  an  un reasonab le  reduction  in 
tran sportation  service  or an  unreasonab le  
increase  in  tran sportation  co st, it m ay , a fter  
no tice  to  the person  filing the agreem en t, seek  
app rop r ia te  in junctive  relie f under subsection  
(h).

(h) IN JU N C T IV E  R E L IE F .-T h e  C om �
m ission  m ay , upon  m ak ing the determ ina�
tion  spec ified  in subsection  (g), bring suit in 
the United  S ta tes District C ou rt  fo r  the 
D istrict o f  C o lum b ia  to  en join  operation  o f 
the ag reem en t . The  court m ay  issue  a 
tem po rary  restra in ing order  or prelim inary  
in junction  and , upon  a  show ing that the 
ag reem en t  is likely , by  a reduction  in 
com pe tition , to  p roduce  an  unreasonab le  
redu c t ion  in tran spo r ta tion  se rv ice  or an

continued on page 33

Instructions and Interpretation of Section 6(g)
“The conferees intend that this report shall 

govern interpretation of the new section 6 (g )”

SECTION 6(g) AND (h)
A. Background— Differing Approaches in House and 

Senate Bills.

The new general standard in section 6(g) represents a 
compromise of approaches taken in the Senate and House bills.

The provision would authorize the Federal Maritime 
Commission to seek injunctive relief against agreements which 
it determines do not meet the standard set forth in that 
subsection. This flexible standard permits the Commission to 
seek an injunction even when an agreem ent would not violate 
any of the prohibited acts set forth in the bill.

The Senate bill contained no general standard. It did not 
authorize Commission disapproval of agreements except for 
violation of specified requirements (the Commission could 
also authorize special investigations of, but not immediately 
disapprove, certain pooling agreem ents). The Senate approach 
reflected a view that review of agreements under the general 
standard of the present Shipping Act, including the “public 
interest” test, places too much weight on antitrust principles 
and that the present standard is too vague to provide clear 
guidance to the regulated industry as to the extent of 
permissible activities. Believing that this vagueness and 
overemphasis on competition has not well served the public 
because it has denied carriers serving the U.S. foreign 
com m erce opportunities to cooperate, rationalize services, 
and achieve rate stability, the Senate excluded a general 
standard from its bill.

The House bill, on the other hand, included a provision 
authorizing the Commission to intercede against substantially 
anticompetitive agreements, even if these agreements would 
not violate any specific prohibitions of the bill. The House 
provision grew out of the Judiciary Com m ittee’s conviction 
that it is impossible to draft a sufficiently comprehensive list of

specific prohibited acts to cover all potentially injurious 
anticompetitive behavior; such behavior would, under the 
House approach, be weighed against beneficial effects under a 
flexible general standard. Problems with uncertainty and delay 
would be addressed through a streamlined review process that 
set shorter time limits for Commission action than those 
prescribed in the Senate bill. And the House bill placed the 
burden on the Commission to establish that an agreement 
would result in a harmful reduction in competition before it 
could enjoin the operation of an agreement.

Because of the strong view on the general standard, the 
conferees opted for a com prom ise provision differing in 
approach from either the House or Senate bills. Specifically, 
the Senate conferees agree to recede from the language of 
subsections 12(c)(8) and 13(d) of S. 47 and the House conferees 
agree to recede from language of subsection 5(g) of H.R. 1878. 
The conferees intend that this report shall govern interpre-
tation of the new section 6(g).

B. Nature of the Compromise General Standard.
The new section 6(g) allows the Commission to seek an 

injunction if it determines that an agreem ent “is likely, by a 
reduction in competition, to produce an unreasonable 
reduction in transportation service or an unreasonable increase 
in transportation cost.” The compromise accedes to the House 
position insofar as it would establish a flexible general standard 
to be applied by the regulatory agency with expertise in this 
industry. This standard provides a basis for Commission 
review of agreements other than for contravention of specific 
statutory proscriptions and recognizes that a substantial 
reduction in com petition can, under certain circumstances, 
trigger Commission intercession to prevent agreements from 
becom ing effective or remaining in effect. On the other hand, 
the standard in the Conference Bill responds to the Senate 
concern that the “public interest” test in the present law is
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vague and unworkable in its automatic application of certain 
antitrust principles to ocean shipping. The new standard 
removes any per se condemnation of concerted conduct such 
as might be applied under the antitrust laws. Consequently, the 
standard establishes a threshold for prompt approval of most 
generally accepted joint conduct in ocean shipping. Other 
significant changes from the public interest standard of the 
present law include section 6(h), placing the burden of proof 
on the Commission in any application of the general standard.

The compromise will place in the hands of the Federal 
Maritime Commission, the expert agency charged by the 
Congress with regulating this industry, sole responsibility for 
enforcing the FM C  in most other respects, the Commission is 
granted authority to represent itself in actions to seek an 
injunction. The expertise of the FM C  in regulating this 
industry, the agency’s experience in applying the standard, and 
the likely need for prompt action to stop threatening conduct, 
warrant a limited exception to the principle of centralized 
government litigation authority. In this case, the limited grant 
of litigation authority is to an independent agency, created by 
Congress with considerable autonomy from the Executive 
Branch. As new and evolving forms of cooperative conduct 
develop, the conferees believe that the Commission, rather 
than the antitrust agencies or the courts in the first instance, is in 
the best position to assess an agreem ent’s benefits and 
detriments in light of the objectives of this Act.

The general standard leaves the carriers room to develop 
new and innovative cooperative ventures for dealing with 
rapidly changing technologies and customer needs. At the 
same time, it grants to the Commission the necessary authority 
to act to stop schemes that go beyond what is necessary to 
obtain such benefits and cause substantial anticompetitive 
effects.

The flexibility in the compromise provision eliminates the 
need for a longer list of possibly overreaching prohibitions. 
The conferees agree that selective provisions limiting joint 
ventures or pooling agreements might discourage arrangements 
that often enhance the quality, frequency, or efficiency of 
transportation services. These agreements, just as any others, 
should be permitted unless the FM C demonstrates that they 
are likely to cause concrete com petitive harm evidence in 
unreasonable and detrimental changes to transportation costs 
or services.

The language of this subsection must be interpreted in light 
of the historic international acceptance of carrier conference 
agreements. Conferences have been recognized in our laws at 
least since the Shipping Act of 1916. This legislation does place 
substantial limitations on that conference activity, including 
provisions that require open membership, a right of 
independent action on 10 days’ notice for each member, and a 
substantial list of protective prohibitions, including a ban on 
boycotts, fighting ships, or other concerted practices designed 
to deny entry or drive existing com petitors from the market. 
This legislation also prohibits the use of loyalty contracts not in 
conform ity with the antitrust laws. But while limiting certain 
possible excesses of concerted activity, the compromise 
general standard clears the way for the conferences to perform 
concerted activities that serve the long-term interests of ocean 
carriers and shippers.

Economists and transportation experts differ as to whether 
conferences are the best means of attaining a modern and 
efficient transportation system, and if so, how conferences 
should be structured. After weighing these concerns, the 
conferees have approved a bill that, subject to the constraints 
already mentioned, permits the reasonable use of conferences 
and other concerted activity to address structural and 
competitive problems, such as severe rate instability and

overcapacity, that have long plagued this industry. Underlying 
this determination is also a realization that the major economic 
allies of the United States continue to tolerate or even support 
conference and other cooperative carrier activity, in many 
cases in a measure far stronger than our laws have tolerated. 
Any major change in regulatory policy, although not precluded 
by these differences in approach, should be taken with a 
sensitivity to interests of friendly nations, and, insofar as 
possible, in tandem with them.

C. Analysis Under the General Standard.
A critical factor enabling the conferees to agree on a more 

narrowly drawn general standard is the inclusion in this bill of 
numerous other provisions which address the nation’s interest 
in com petition in the ocean common carrier industry. For 
example, prohibited acts in the Shipping Act of 1984 will 
continue the protections of the present law against predation 
and unreasonable refusals to deal. Even more importantly, the 
bill includes other specific and major procompetitive reforms 
which will a ffect the operation of ocean carriers and 
conferences — notably a strong requirement of independent 
action with a limited notice period and the elimination of 
conference authority to offer loyalty contracts (unless their use 
would not violate the antitrust laws). With these reforms and 
other provisions in the bill, the conferees have determined that 
carrier agreements generally will serve this nation’s interest in 
international liner shipping. Thus, the conferees determined 
to strike the overall balance betw een competition and 
cooperation in specific provisions of the Act and to allow for 
disapproval of agreements only under the carefully drawn 
circumstances specified in subsection 6(g).

The new standard will permit conference agreements and 
amendments (including those providing intermodal rate- 
making authority) to be reviewed promptly. Except in cases 
raising substantial issues under the standard, such agreements 
will enter into e ffect routinely, without the need for submitting 
additional information under section 6(d). Intermodal rate 
agreements have been used effectively throughout the world 
and are an important tool permitting the conferences to offer a 
through rate, preferred by many shippers over segmented, 
port-to-port rates. Although some conferences serving U.S. 
trades have implemented intermodal rate agreements, the 
authority for such agreements is disputed. The Act recognizes 
that intermodal ratemaking authority is an important tool for 
the conferences to remain viable; no special stigma should 
attach to such agreements under the general standard.

The general standard also permits agreements providing for 
rationalization of services to be reviewed promptly and, 
except in cases raising substantial issues under the standard, to 
enter into e ffect routinely. Through these agreements, 
overcapacity (i.e., econom ic waste) can be reduced and 
efficiency enhanced, thereby better enabling carriers to 
respond with reasonable rates that afford them a reasonable 
return.

As suggested by the title of subsection (g), a likely reduction 
in com petition should be substantial before triggering 
Commission intercession under the general standard.

Unless the com petitive threat is substantial, any reduction in 
service or increase in cost would not be unreasonable, as 
required by the general standard. The Commission should not, 
in any event, expend its limited resources to pursue 
insubstantial reductions.

The market share of parties participating in concerted action 
is a touchstone for traditional antitrust analysis. This form of 
analysis, although helpful in determining whether an 
agreement is likely to cause a substantial reduction in
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competition, is only one factor in the Commission’s decision 
calculus. Its significance will depend on the circumstances. In 
the case of conference agreements, including those with 
intermodal ratemaking authority, the conferees believe that 
potential reductions in competition will be at least partially 
offset by a m em ber carrier’s right of independent action and 
ability to enter and leave the conference freely. In some forms 
of concerted action, participation by all or virtually all of the 
members of a trade is necessary if the agreem ent is to have the 
desired effect on problems of overcapacity or rate instability. 
Thus, although a market share analysis is available to the 
Commission, in many cases, depending on the circumstances, 
its outcome will not be determinative or necessary for 
application of the general standard.

In applying the general standard, the Commission also must 
consider whether the relevant com petitive market includes 
more than just ocean common carriers providing direct service 
in a trade. The conferees intend that the Commission, in 
carrying its burden under the general standard, consider the 
impact on shippers of an agreement not only in view of 
competition betw een ocean common carriers providing direct 
service in a trade, but also in view of other com petitive means 
of transport. In some cases alternative liner routings bulk 
carriers, charter operators, or air freight carriers may provide 
competitive alternatives to the direct service provided by 
ocean common carriers. In considering these alternatives, the 
Commission may gather relevant information from  shippers, 
other carriers, and third parties. And although the Commission

policy and international comity. The conferees agree that the 
United States should act with sensitivity to the interests of its 
trading partners when administering shipping regulation. One 
possible problem  area arises from cargo reservation schemes in 
the laws or trading practices of some foreign nations. There are 
important policy considerations that have led the United States 
to oppose some cargo reservation schemes. The conferees 
understand that these considerations may lead our government 
to continue this opposition in many cases. At the same time, the 
conferees recognize that some U.S.-flag carriers, through no 
fault of their own and despite such government opposition, 
may be confronted with a cargo reservation scheme that will 
exclude them from a trade entirely, or so limit their access to 
certain cargo as to make service of the trade commercially 
unattractive, unless they participate in a revenue or cargo 
sharing agreem ent with the carriers of such nations that 
preserves the right of the U.S.-flag parties to the agreement to 
com pete for reserved cargo. Under such circumstances, the 
conferees consider it a clear benefit to allow U.S.-flag carrier 
participation in the trade. Although the Commission might 
generally not approve such restrictive arrangements, the 
Commission, after giving due consideration to the maritime 
and trade policy views of the United States, may conclude that 
approval is necessary in order to maintain a viable U.S.-flag 
service, as it has in the past in similar circumstances.

Another important potential benefit to be considered is any 
efficiency-creating aspects of an agreement. Agreements 
involving significant carrier integration are, if properly limited

One possible problem  area arises from  cargo reservation 
schem es in the law or trading practices of som e foreign nations.

may use its information powers to request market information 
from the proponents of an agreement, such information must 
be relevant and readily available to the proponents.

Even if an agreem ent is likely to cause the requisite 
reduction in com petition, the Commission can obtain 
injunctive relief only if the likely net result will be an 
unreasonable increase in costs to shippers, or an unreasonable 
reduction in the frequency or quality of service available to 
shippers. There are two distinct aspects to this requirement.

The first is whether the harm to shippers is unreasonable. 
The term "unreasonable” is to be understood in a com m ercial 
context. Unreasonableness refers to the cost of transportation 
to the shipper or the availability or quality of service to the 
shipper. The likely change in costs or services must arise from 
the agreement and be material and meaningful. The 
Commission may not determine that rate increases or service 
reductions are “per se” impermissible results of agreements. 
Rate increases or decreases in the frequency or variety of 
service may be necessary to achieve other benefits of the Act. 
The determination whether an agreement is likely to produce 
“an unreasonable increase in the price of transportation” does 
not authorize the FM C  to engage in the type of ratemaking 
analysis undertaken by regulators of public utilities or as 
applied in the domestic off-shore trades.

A second aspect of the unreasonableness requirement is that 
the negative impact upon shippers may be offset by the 
benefits of an agreement. For example, the com petitive harm 
ensuing from conferences, already diminished by the statutory 
limitations on conference activity, can and often will be offset 
by the significant benefits of such activity. The privately 
owned ocean common carriers that service U.S. foreign 
com m erce are likely to be subjected to increasing competition 
from state subsidized and controlled carriers. A conference’s 
ability to address problems of overcapacity and rate instability 
is an important benefit that the Commission must weigh.

Another possible benefit to be considered by the 
Commission is the impact of an agreement on U.S. foreign

to achieve such important benefits, to be  favorably considered 
by the Commission and the courts. Joint ventures and other 
cooperative agreements can enable carriers to raise necessary 
capital, attain economies of scale, and rationalize their 
services. Pooling arrangements can also offer significant 
benefits in reducing excess capacity and promoting efficiency.

In assessing the benefits of any of these agreements, 
however, the Commission need not wear blinders. If, in 
applying its expertise, the Commission establishes that 
reasonable and com mercially proven alternative arrangements 
will provide most or all of the essential benefits without the 
same anticom petitive impact, it may weigh this fact in its 
decision calculus. The conferees agree, however, that this 
standard does not represent a return to existing law, under 
which proponents may have been compelled to show that no 
less anticompetitive alternative was available to obtain the 
benefits of the Act.

The conferees intend that ocean carriers be free to structure 
their own affairs, except when such structuring violates 
specific statutory provisions or the new, more narrowly drawn, 
general standard. Even when an agreement raises potential 
issues under the general standard, the conferees believe that 
the procedural framework for application of that standard will 
give carriers maximum flexibility. Carriers will be able to 
obtain a prompt ruling from the Commission under the new 
provisions for expedited review, if the Commission objects to 
an agreement under the general standard, the filing party may 
withdraw it, modify it, or force the Commission to make its 
showing in court. Even after such a court proceeding is 
initiated, the filing party retains the option of withdrawing or 
settling the matter with the Commission.

In sum, the general rules of operation and approval of 
agreements have been developed by the Congress with full 
awareness of the realities of international ocean carriage; a 
general standard has been retained to provide the necessary 
flexibility to deal with the unusual or severe cases not 
addressed by other prohibitions in the Act.
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unreasonab le  increase  in tran sportation  cost, 
m ay  enter a perm anen t in junction . In a suit 
under this subsection , the bu rden  o f p roo f  is 
on the Comm ission . The  court m ay  not allow  
a third party  to in tervene  with  re spec t  to a 
cla im  under this subsection .

( i)  C O M P L IA N C E  W IT H  IN F O R �
M A T ION A L  N E E D S .- I f  a person  filing an 
agreem en t, or an  o fficer , d irector , partner, 
agen t, or em p loyee  thereo f, fa ils substan tia lly  
to com p ly  with  a request fo r  the subm ission  o f 
add itional inform ation  or docum en tary  m ater�
ial within the per iod  spec ified  in subsection  
(c), the United  S ta tes District C ou rt  fo r  the 
District o f C o lum b ia  at the request  o f  the 
C om m ission -

(1) m ay  order  com p liance ;
(2) shall extend  the per iod  spec ified  in 

subsection  (c)(2) until there  has been  
substantial com p liance ; and

(3) m ay  gran t such  other equ itab le  relief 
as the court in its d iscretion  determ ines 
necessary  or app rop r ia te .
(j) N O N D IS C LO S U R E  O F  S U B M IT T E D  

M A T E R IA L .—E xcep t  fo r  an  agreem en t filed  
under section  5 o f  this Act, in form ation  and  
docum en tary  m aterial filed  with the C om m is�
sion  under section  5 or 6 is exem p t  from  
d isclosu re  under section  552 o f title 5, United  
S ta tes C od e  and  m ay  no t b e  m ade  pub lic

excep t  a s  m ay  be  relevan t to an  adm inistrative  
or jud icia l action  or proceed ing. This section  
doe s not preven t  d isclo su re  to either body  o f 
C ong re ss or to a du ly  au thorized  comm ittee  
or subcomm ittee  o f Congress.

(k) R E P R E S E N T A T IO N .—U pon  notice  to 
the A ttorney  G enera l, the Comm ission  m ay  
represen t itself in d istrict court proceed ings 
under  sub sec tion s (h) and  (i) o f  this section  
and  section  11(h) o f  this Act. With the 
app rov a l  o f  the A ttorney  G enera l, the 
C omm ission  m ay  represen t itself in p roceed �
ings in the United  S ta tes C ou rts o f A ppea l 
under  sub section s (h) and  (i) o f  this section  
and  section  11(h) o f  this Act.

SEC. 7. EXEM PTION FROM 
ANTITRUST LAWS.

(a) IN  G E N E R A L .-T h e  antitrust law s do  
no t app ly  to—

(1) Any  ag reem en t  that has been  filed  
under  section  5 o f  this Act and  is e ffec tive  
under  sec tion5(d ) o r sec t ion 6 , o r isex em p t  
under section  16 o f this Act from  any  
requ irem en t o f  this Act;

(2) any  activ ity  or ag reem en t  within  the 
scop e  o f  this Act, whether  perm itted  under 
or prohib ited  by  this Act, undertaken  or 
en tered  into with  a  reason ab le  bas is to 
conclude  that (A) it  is pu rsuan t  to an  
ag reem en ton file  with the Comm ission  and  
in e f fec t  when  the  activ ity  took  p lace , or
(B) it is exem p t  under  section  16 o f this Act 
from  any  filing requ irem en t o f this Act;

(3) any  ag reem en t  or activ ity  that relates 
to transportation  services within  or between  
fo reign  coun tries, whether or not via the 
U n ited  S ta te s, unless that ag reem en t  or 
a c t iv ity  h as a d ire c t ,  su b s tan t ia l ,  and

E xcerp t fro m  C o n fe re n ce  R epo rt

reason ab ly  fo re seeab le  e ffec t  on  the 
comm e rce  o f the United  States;

(4) any  ag reem en t  or activ ity  concerning 
the foreign  inland segm en t o f  through  
tran sportation  that is p art  o f  transportation  
p rov ided  in a United  S ta tes im port or 
expo rt  trade ;

(5) any  ag reem en t  or activ ity  to p rov ide  
or furnish  w h arfage , dock , w arehouse , or 
other term inal facilities ou tside  the United  
States; or

(6) sub jec t  to section  20(e) (2) o f  this Act, 
any  agreem en t, m od ifica tion , or cancella�
tion  app roved  by  the Comm ission  be fo re  
the e ffec tive  da te  o f this A ct under  section  
15 o f  the Sh ipp ing  Act, 1916, or perm itted  
under  section  14b thereof, and  any  
p roper ly  pub lished  tariff, rate , fare , or 
charge , classification , rule , or  regu lation  
exp lana tory  thereo f im p lem en ting that 
agreem en t, m od ification , or  cancellation .

(b ) E X C E P T IO N S .—This Act doe s not 
ex tend  an titrust immunity—

(1) to  any  ag reem en t  with  or am ong  air 
carriers, ra il carriers, m o tor  carriers, or 
comm on  carr iers by  w a ter  not sub ject to 
this Act with  re spec t  to transportation  
within  the United  States;

(2) to any  d iscu ssion  or agreem en t 
am ong  comm on  carr iers that are  sub ject to 
this A ct regard ing  the inland  d ivisions (as 
oppo sed  to  the inland  portion s) o f  through  
rates within  the United  States; or

(3) to any  ag reem en t  am ong  comm on  
carr iers sub jec t  to this Act to  establish , 
opera te , or m ain tain  a  m arine  term inal in 
the United  States.
(c) L IM IT A T IO N S .—(1) Any determ ination  

by  any  agency  or cou rt  that resu lts in the 
den ia l or rem ova l o f  the immunity  to  the

SECTION 7 -  EXEM PTION FROM 
ANTITRUST LAWS

Section 7 defines the limits of antitrust immunity for conduct 
pursuant to this Act. The provisions in the House and Senate 
bills were similar. The conferees agree to the House provisions 
with a few exceptions.

Section 7(a)(1) extends antitrust immunity to agreements in 
effect under this Act. Section 7(a)(2) extends immunity to 
activity undertaken “with a reasonable basis to conclude” that 
it is pursuant to an effective agreement on file with the 
Commission or exempt from filing requirements under Section 
16. The conferees chose this formulation of (a)(2) from the 
Senate bill; the House bill would have keyed immunity to “a 
reasonable belief.” The conferees agree that the test— a 
“reasonable basis to conclude”—is objective. The actual belief 
of the parties at the time of the conduct will generally not be 
controlling. At the same time if parties to concerted conduct 
are shown to have believed that their conduct was outside the 
scope of an effective agreement and not exempted from filing 
requirements, this fact would tend to demonstrate that no 
“reasonable basis to conclude” is present.

A new subsection (a)(3) has been added to provide for 
antitrust immunity for transportation services within or 
between foreign countries, whether or not via the United 
States, unless there is a direct, substantial, and reasonably 
foreseeable effect on the com m erce of the United States. This 
compromise provision, similar to language approved by the 
House Judiciary Com m ittee but not included in the final 
House version of the bill, is a modified version of subsection

(a)(4) of the Senate Bill. The new provision parallels language 
in Title IV  of the Export Trading Company Act of 1982, 
intended to limit the extraterritorial reach of United States 
antitrust laws.

Section 7(a) omits a provision in the House and Senate 
versions that would have conferred antitrust immunity on 
agreem ents with foreign shippers’ councils. These paragraphs 
are not required in order to confer antitrust immunity on 
com mon carriers, or groups of common carriers, that negotiate 
or enter into agreements with a shipper, or group of shippers. 
Cooperative arrangements among carriers to discuss and fix 
rates or to pool or apportion traffic are, for example, within the 
scope of the Act. Section 7(a) (2) confers antitrust immunity on 
such conduct if it is within the scope of an agreement filed with 
the Commission and in effect. This immunity applies 
regardless of whether the carrier or conference is dealing with 
a single shipper or a group of shippers— and regardless of 
whether the service is offered pursuant to a published tariff or 
a service contract.

Section 19(a)(13) prohibits carriers from refusing to 
negotiate with a shippers’ association. A carrier or group of 
carriers need not fear antitrust liability arising out of such 
negotiations. Thus, even if group conduct exposes shippers to 
antitrust liability, a carrier or conference that has dealt with the 
shippers is protected as long as its conduct was within the 
scope of an effective agreement. And both the carriers and the 
shippers receive additional antitrust immunity from private 
antitrust suits under section 7(a)(2). Inclusion of a provision 
that confers antitrust immunity only on agreements with 
foreign shippers’ councils could have been interpreted as
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suggesting that carriers dealing with domestic shipping 
groups, or even individual shippers, could not enjoy the same 
protection.

Section 7 omits a provision in the Senate bill that would have 
conferred antitrust immunity on concerted action by domestic 
shippers. Cooperative activities of shippers in obtaining 
shipping services would not be proscribed by the antitrust laws 
if the cooperating group does not possess threatening market 
power. Business Review Letters of the Department of Justice 
and Advisory Opinions of the Federal Trade Commission are 
available to provide advice to such shippers. In addition, Title

III of the Export Trading Company Act of 1982 allows groups 
of exporters to apply to the Secretary of Com m erce for 
antitrust certification.

The conferees agree to the language of subsection (b)(3) 
from the House bill. This subsection retains antitrust 
jurisdiction over an agreement among common carriers to 
establish, operate, or maintain a marine terminal in the United 
States. Carrier-owned joint operations of marine terminals 
would be proscribed under the antitrust laws only if such 
operations present a substantial threat to competition. 
Agreements covering such joint operations need not be filed 
with the Commission under Section 5.

an titrust law s set forth  in subsection  (a) shall 
not rem ove  or a lter  the antitrust immunity  fo r  
the per iod  be fo re  the determ ination .

(2) No  person  m ay  recove r  d am age s under 
section  4 o f the C lay ton  Act (15 U .S .C . 15), or 
ob ta in  in junctive  relie f under section  16 o f 
that Act (15 U .S .C . 26), fo r  conduct 
prohib ited  by  this Act.

SEC. 8. TARIFFS.

(a) IN  G E N E R A L .-
(1) E x cep t  with  regard  to  bu lk  cargo , 

fo re st  produc ts, recyclab le  m eta l scrap , 
w aste  paper , and  p ap e r  w aste , each  
comm on  carrier  and  con ference  shall file 
with the C omm ission , and  keep  open  to 
pub lic  in spection , tar iffs show ing all its 
rates, charges, classifica tion s, ru les, and  
p rac tices be tween  all poin ts or po rts on  its 
own  route  and  on any  through  tran sporta�
tion  route  that has been  estab lished . 
H ow ever , comm on  carr iers shall no t be  
requ ired  to state  separa te ly  or otherwise  
revea l in ta r iff  filings the inland  d ivisions 
o f a through  rate. T a r iffs  shall—

(A) state  the p lace s be tween  which  
cargo  will b e  carried ;

(B) list each  classification  o f cargo  in
use;

(C ) state  the level o f  ocean  freigh t 
fo rw arder  com pen sation , if  any , by  a 
carrier  or con ference ;

(D ) state  separa te ly  each  term inal or 
o ther charge , pr iv ilege , or  facility  under the 
control o f the carrier  or con ference  and  any  
ru les or regu lation s that in any  w ay  change , 
a ffec t , or determ ine  any  p art  or the 
agg reg a te  o f the rates or charges; and

(E ) include  sam p le  cop ies o f any  
loya lty  con tract, bill o f lad ing, con tract o f 
a ffreigh tm en t, or other docum en t ev idenc�
ing the transportation  agreem en t.

(2) C op ie s o f tar iffs  shall be  m ade  
ava ilab le  to any  person , and  a  reasonab le  
charge  m ay  b e  a sse ssed  fo r  them .
(b) T IM E -V O L UM E  R A T E S .-R a te s  shown  

in tar iffs  filed  under subsection  (a) m ay  vary  
with  the volum e  o f  cargo  o ffered  over  a 
specified  per iod  o f time.

(c) S E R V IC E  C O N T R A C T S .-A n  ocean  
comm on  carrier  or con ference  m ay  en ter into 
a service  con tract with  a shipper  or sh ippers’ 
association  sub jec t  to  the requ irem en ts o f  this 
Act. E xcep t  fo r  service  con tracts dea ling  with 
bu lk  cargo , fo rest  produc ts, recyclab le  m etal 
scrap , w aste  p ape r , or p ap e r  w aste , each  
con tract en tered  into under  this subsection  
sh a l l  b e  f i l e d  c o n f id e n t ia l ly  w ith  the  
C omm ission , and  at the sam e  time, a  concise  
statem en t o f its essen tial term s shall be  filed  
with  the Comm ission  and  m ade  ava ilab le  to 
the genera l pub lic  in ta r iff  form at, and  those 
e s sen t ia l  te rm s sh a ll b e  av a i lab le  to  a ll

sh ippers sim ilarly  situated . The  essential 
term s shall include—

(1) the orig in  and  destination  po r t  ranges 
in the case  o f  port-to-port m ovem en ts, and 
the origin  and  destination  geog raph ic  areas 
in the case  o f  through  in term oda l m ove�
m ents;

(2) the comm od ity  or  comm od itie s 
involved ;

(3) the m inimum  volume ;
(4) the line-haul rate;
(5) the duration ;
(6) service  comm itm en ts; and
(7) the liqu ida ted  dam age s fo r  non�

perfo rm ance , if  any .
The  exclu sive  rem edy  fo r  a breach  o f  a 
con tract en tered  into under  this subsection  
shall be  an  action  in an  app rop r ia te  court, 
unless the parties otherwise  agree .

(d) R A T E S .-N o  new  or  initial rate  or 
change  in  an  ex isting rate  that resu lts in an  
increased  co st  to the sh ipper  m ay  becom e  
e ffec t ive  earlier  than  30 d ay s a fte r  filing with 
the Comm ission . The  C omm ission , fo r  good  
cau se , m ay  a llow  such  a new  or initial rate  or 
change  to becom e  e ffec tive  in less than  30 
days. A change  in an  ex isting rate  that resu lts 
in a  dec reased  co st  to  the sh ipper  m ay  
becom e  e ffec tive  upon  pub lication  and  filing 
with the Comm ission .

(e) R E F U N D S .—The  C omm ission  m ay , 
upon  app lica tion  o f  a carrier  or sh ipper , 
perm it a comm on  carrier  or con ference  to 
re fund  a portion  o f freigh t charges co llected  
from  a  sh ipper  or to  w a ive  the collection  o f a 
portion  o f the charges from  a  shipper  if—

(1) there  is an  error  in  a  ta r iff  o f  a clerical 
or  adm in istrative  nature  or an  error  due  to 
inadvertence  in fa iling  to  file  a new  tar iff 
and  the re fund  will no t resu lt in d iscr im i�
nation  am ong  shippers, ports, or  carriers;

(2) the comm on  carr ier  or con ference  
has, pr ior  to filing an  app lica tion  fo r  
au thority  to  m ake  a refund , filed  a new  
tar iff with  the C omm ission  that sets forth  
the rate  on  which  the  refund  or  w a iver  
wou ld  be  based ;

(3) the comm on  carr ier  or con ference  
ag ree s that i f  perm ission  is gran ted  by  the 
C omm ission , an  app rop r ia te  notice  will be  
pub lished  in the tariff, or  such  o ther step s 
taken  a s  the Comm ission  m ay  requ ire  that 
g ive  no tice  o f  the rate  on  which  the refund  
or  w a iver  wou ld  b e  based , and  add itiona l 
re fund s or w a ivers as app rop r ia te  shall be  
m ade  with  respec t to other shipm en ts in the 
m anner p re sc r ibed  by  the C omm ission  in 
its order  app rov ing  the app lication ; and

(4) the app lica tion  fo rre fund  or w a iver  is 
filed  with  the C omm ission  within  180 day s 
from  the da te  o f shipment.
(f) FO R M .—The  C omm ission  m ay  by  

regu lation  p re sc r ibe  the form  and  manner in 
which  the tar iffs requ ired  by  this section  shall

b e  pub lished  and  filed . The  C omm ission  may  
re jec t  a tar iff that is not filed  in con form ity  
with  this section  and  its regu lation s. U pon  
re jec tion  by  the C omm ission , the tar iff is void  
and  its use is unlaw fu l.

SEC. 9. CONTROLLED  
CARRIERS.

(a) C O N T R O L L E D  C A R R IE R  R A T E S .-  
N o  con trolled  carr ier  sub ject to  this section  
m ay  m ain tain  rates or charges in its tariffs 
f iled  with  the C omm ission  that are  be low  a 
leve l that is ju st and  reason ab le , nor m ay  any  
such  carrier  estab lish  or  m aintain  un just or 
un reasonab le  classification s, ru les or regu la�
tions in  those tariffs. An un just or unreasonab le  
classifica tion , rule , or regu lation  m ean s one  
that resu lts or  is likely  to  resu lt in the carr iage  
or hand ling o f cargo  a t  rates or charges that 
are  be low  a  ju st and  reasonab le  level. The  
C omm ission  m ay , at any  tim e  a fte r  no tice  and  
hearing, d isapp rove  any  ra tes, charges, 
c lassifica tion s, ru les, or regu lations that the 
con trolled  carrier  has fa iled  to  dem on strate  to 
b e  ju st and  reasonab le . In a p roceed ing  under 
this subsection , the bu rden  o f p roo f is on the 
con trolled  carrier  to dem on strate  that its 
ra tes, charges, classifica tion s, ru les, or  regu �
lation s are  ju st and  reasonab le . R ates, charges, 
classifica tion s, ru les, or  regu lation s filed  by  a 
con trolled  carrier  that have  been  re jected , 
su spended , or d isapp roved  by  the Comm ission  
are  void  and  their use is unlaw fu l.

(b) R A T E  S T A N D A R D S .—Fo r  the pu rpo se  
o f this section , in determ in ing whether rates, 
charges, classifica tion s, ru les, or regu lations 
by  a con trolled  carrier  are  just and  reasonab le , 
the C omm ission  m ay  take  into accoun t 
app rop r ia te  factors includ ing, bu t  not lim ited  
to w he ther-

(1) the rates or  ch arges which  have  been  
filed  or which  wou ld  resu lt from  the 
pertinent classifications, rules, or regulations 
are  be low  a  level which  is fu lly  com pen sa�
tory  to  the con trolled  carrier based  upon  
that carr ier ’s ac tua l co sts or upon  its 
con structive  co sts, which  are  hereby  
de fined  a s the co sts o f another carrier, 
other than  a  con trolled  carrier, operating  
sim ilar  ve sse ls and  equ ipm en t  in the sam e  
or a sim ilar trade ;

(2) the ra tes, charges, classification s, 
ru les, or  regu la tion s are  the sam e  as or 
sim ilar  to those  filed  or a sse ssed  by  other 
carr iers in the sam e  trade ;

(3) the rates, charges, classification s, 
ru les, or regu lation s are  requ ired  to assu re  
m ovem en t o f  particu lar  cargo  in the trade ; 
or

(4) the ra tes, charges, classification s, 
ru les, or  regu lation s are  requ ired  to 
m ain tain  accep tab le  continu ity , level, or
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qua lity  o f comm on  carrier  service  to  or
from  a ffec ted  ports.
(c) E F F E C T IV E  D A T E  O F  R A T E S.--  

No twith stand ing section  8 (d ) o f this Act, the 
rates, charges, classifica tion s, ru les, or regu l�
ations o f con trolled  carr iers m ay  not, without 
specia l perm ission  o f  the C omm ission , 
becom e  e ffec tive  sooner  than  the 30th day  
a fter  the da te  o f  filing with the C omm ission . 
E ach  con trolled  carrier  shall, upon  the request 
o f the C omm ission , file , within  20 day s o f 
request (with  re spec t  to its ex isting or 
p ropo sed  rates, charges, classification s, rules, 
or regu lations), a statem en t or ju stification  
that su fficien tly  de ta ils the con trolled  carrier ’s 
need  and  pu rpo se  fo r  such  rates, charges, 
classification s, ru les, or regu lation s upon  
which  the C omm ission  m ay  reason ab ly  base  
its determ ination  o f the law fu ln ess thereof.

(d) D ISA PPRO V A L  O F  R A T E S .-W hen �
ever  the C omm ission  is o f the op in ion  that the 
rates, charges, classifica tion s, ru les, or  regu �
lations filed  by  a con trolled  carrier  m ay  be  
un just and  un reasonab le , the C omm ission  
m ay  issue  an  order  to the con trolled  carrier  to 
show  cau se  why  those  rates, charges, 
classification s, rules, or regu lation s shou ld  not 
be  d isapp roved . Pend ing a determ ination  as 
to their law fu lness in such  a  p roceed ing, the 
Comm ission  m ay  su spend  the rates, charges, 
classification s, ru les, or  regu lation s at any  
tim e  be fo re  their e ffec t iv e  da te . In the case  o f 
rates, charges, classifica tion s, ru les, or  regu �
lation s that have  a lready  becom e  e ffec tive , 
the C omm ission  m ay , upon  the issuance  o f an  
order  to  show  cau se , su spend  tho se  rates, 
charges, classification s, ru les, or regu lation s 
on no t less than  60 d ay s ’ no tice  to  the 
con trolled  carrier. No  per iod  o f  su spen sion  
under this subsection  m ay  be  g rea ter  than  180 
day s. Whenever the Comm ission  has su s�
pended  any  rates, charges, classifica tion s, 
ru les, or regu lation s under  this subsection , the 
a ffec ted  carrier m ay  file  new  rates, charges, 
classification s, ru les, or  regu lation s to  take  
e ffec t  imm ed ia tely  du ring the su spen sion  
per iod  in lieu  o f  the su spended  rates, charges, 
classification s, ru les, or  regu lation s—excep t  
that the C omm ission  m ay  re ject the new  rates, 
charges, classifica tion s, ru les, or  regu lation s if 
it is o f  the op inion  that they  are  un just and  
unreasonab le .

(e ) P R E S ID E N T IA L  R E V IE W .-C o n �
currently  with the pub lication  thereo f, the 
Comm ission  shall transm it to the P residen t 
each  order  o f  su spen sion  or  fina l o rder  o f 
d isapp rova l o f rates, charges, classification s, 
rules, or regu lation s o f  a  con trolled  carrier  
sub ject to this section . Within 10 d ay s after  the 
receip t or the effective  da te  o f the C omm ission  
o rd e r ,  the  P re s id e n t  m ay  r e q u e s t  the  
Comm ission  in  w riting to stay  the e ffec t  o f  the 
C omm ission ’s o rder  if the P residen t find s that 
the stay  is requ ired  fo r  reason s o f  national 
de fen se  or foreign  policy , which  reason s shall 
be  specified  in the report. No twith stand ing 
any  other law , the Comm ission  shall imm ed ia�
tely  gran t the request by  the issuance  o f an  
order  in which  the P residen t ’s request  shall be  
described . During any  such  stay , the P residen t 
shall, whenever  p racticab le , a ttem p t  to  
resolve  the m atter  in con troversy  by  nego tia�
tion with represen tatives o f the app licab le  
foreign  governm en ts.

(f) E X C E P T IO N S .-T h is  section  doe s not 
app ly  to—

(1) a  con trolled  carr ier  o f a state  whose
vessels are  en t it ledb y a  treaty  o f  the United
S ta tes to  rece ive  national or  m ost-favored-
nation  treatment;

(2) a  con trolled  carr ier  o f  a  state  which , 
on the e ffec tive  da te  o f  this section , has 
sub scr ibed  to the sta tem en t o f  shipp ing 
po licy  con ta ined  in no te  1 to annex A o f  the 
C od e  o f  L ibera liza tion  o f  Cu rren t Invisib le  
O pera tion s, adop ted  by  the C ouncil o f  the 
O rganiza tion  fo r  E conom ic  C oopera tion  
and  Developm en t;

(3) rates, charges, classifica tion s, ru les, or 
regu la tion s o f  a  con trolled  carr ier  in any  
particu lar  trade  that are  cove red  by  an  
ag reem en t  e ffec t iv e  under  section  6 o f  this 
Act, other than  an  ag reem en t  in which  all o f 
the m em bers are  con trolled  carriers not 
otherwise  excluded  from  the provision s o f 
this subsection ;

(4) rates, ch arges, classifica tion s, ru les, or 
regu lation s governing the transportation  o f 
cargo  by  a  con trolled  carrier  be tw een  the 
coun try  by  whose  governm en t it is owned

or con trolled , a s de fin ed  herein  and  the 
United  S ta tes; or

(5) a  trade  served  exclu sively  by  
con trolled  carriers.

SEC. 10 . PROHIBITED ACTS.
(a) IN  G E N E R A L .--N o  person  m ay—

(1) know ing ly  and  willfu lly , d irectly  or 
ind irectly , by  m ean s o f  fa lse  b illing, fa lse  
classifica tion , fa lse  weighing, fa lse  report 
o f  weigh t, fa lse  m easu rem en t , or by  any  
o ther  un just or  un fa ir  dev ice  or m eans 
ob ta in  or a ttem p t  to  ob ta in  ocean  transpor�
tation  fo r  p roperty  a t  less than  the rates or 
charges that wou ld  otherwise  be  app licab le ;

(2) opera te  under  an  ag reem en t  requ ired  
to b e  filed  under  section  5 o f this Act that 
has no t becom e  e ffec tive  under section  6, 
or  that has been  re jec ted , d isapp roved , or 
canceled ; or

to make your distribution job easier.
How can our new inland Load Center help you? The Inter-

national Transport Center, a new 110-acre facility, is a cen-
tral marshalling and distribution center for containerized 
import and export cargoes. It is strategically located midway 
between Charlotte and Atlanta, at Greer, S.C. Interstate 
Highways 26, 40, and 85 serve the Center, bringing the Port 
of Charleston 210 miles closer to Midwestern industrial 
markets. It has access to two major rail systems and is 
adjacent to an important regional airport. The International 
Transport Center has warehouse, office, and freezer space, 
plus U.S. Customs and USDA facilities. Ample land is available 
for lease and distribution center construction. The Center is 
linked to our ORION rapid cargo release computer system to 
give you the fastest service of any port in the world.

Call 1 -8 0 0 -8 4 5 -7 1 0 6  to find out how the Port of 
Charleston’s new International Transport Center can save 
you time and money and make your distribution job easier.

South Carolina State Ports Authority  
P.O. Box 817, Charleston, S.C. 29402 , 8 0 0 -9 2 2 -5 2 5 4  (inside S.C.)

Offices: Greenville, S .C .-Chicago-New York-Brussels- 
Hong Kong-Tokyo-Sydney

poRt of ch aR iesto n
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(3) opera te  unde ran ag reem en trequ ired  
to  be  filed  under section  5 o f  this Act excep t  
in acco rdance  with  the term s o f  the 
ag reem en t  or any  m od ifica tion s m ade  by  
the C omm ission  to the agreem en t.
(b) COMMON  C A R R IE R S .--N o  comm on  

carrier, either alone  or in con junction  with any  
other person , d irectly  or ind irectly , m a y -

(1) charge , dem and , collect, or receive  
g reater , less, or d ifferen t  com pen sation  fo r  
the tran sportation  o f p roperty  or fo r  any  
service  in connection  therewith  than the 
rates and  charges that are  shown  in its 
tar iffs or service  con tracts.;

(2) rebate , refund , or rem it in any  
m anner, or by  any  dev ice , any  portion  o f  its 
rates excep t  in acco rdance  with  its tar iffs or 
service  contracts.;

(3) extend  or  deny  to any  person  any  
privilege , concession , equ ipm en t, or facility  
excep t  in acco rdance  with  its tar iffs or 
service  con tracts;

(4) a llow  any  person  to  ob ta in  tran spor�
tation  fo r  p roperty  at less than  the rates or 
charges estab lished  by  the carrier  in its 
ta r iff  or service  con tract by  m ean s o f fa lse  
billing, fa lse  classification , fa lse  weighing, 
fa lse  m easu rem en t , or by  any  other un just

or un fair dev ice  or m eans;
(5) reta liate  aga in st  any  sh ipper  by  

re fu sing, or threatening to  re fu se , cargo  
sp ace  accomm oda tion s when  ava ilab le , or 
resort  to o ther un fa ir  or  un justly  d iscr im �
inatory  m ethod s becau se  the sh ipper  has 
pa tron ized  ano ther  carrier, or  has filed  a 
com p la in t, or  fo r  any  o ther  reason ;

(6) excep t  fo r  service  con tracts, engage  
in any  un fa ir  or un justly  d iscrim inatory  
p ractice  in the m atter  o f—

(A) rates;
(R) cargo  classification s;
(C ) cargo  sp ace  accomm oda tion s or 

o ther facilities, due  regard  be ing  had  fo r  
the p rop e r  load ing  o f  the vessel and  the 
ava ilab le  tonnage ;

(D ) the load ing and  land ing o f freigh t;
or

(E ) the ad ju stm en t and  se ttlem en t o f 
claim s;

(7) em p loy  any  figh ting ship ;
(8) o ffe r  or p ay  any  de ferred  rebates;
(9) u se  a loya lty  con tract, ex cep t  in 

con form ity  with the an titrust law s;
(10) dem and , charge , or  co llect any  rate  

or charge  that is un justly  d iscrim inatory  
be tween  sh ippers or ports;

(11) excep t  fo r  service  con tracts, m ake  or 
g ive  any  undue  or un reasonab le  pre ference  
or  advan tage  to  any  particu lar  person , 
loca lity , or  descrip tion  o f  tra ffic  in any  
re spec t  whatsoever;

(12) sub jec t  any  particu lar  person , 
loca lity , or descrip tion  o f traffic  to an  
un reasonab le  re fu sa l to dea l or any  undue  
or un reasonab le  p re jud ice  or d isadvan tage  
in any  respec t  whatsoever ;

(13) re fu se  to  nego tia te  with  a sh ippers ’ 
association ; or

(14) know ing ly  d isclo se , o ffer , solicit, or 
rece ive  any  in form ation  concerning the 
nature , k ind , quan tity , destination , con �
signee , or rou ting o f any  p roper ty  tendered  
or delivered  to a  comm on  carrier  withou t 
the con sen t o f the sh ipper  or con signee  if 
that in form ation—

(A) m ay  b e  u sed  to  the detr im en t or 
pre jud ice  o f the shipper  or consignee ;

(R) m ay  im p roper ly  d isclo se  its bu si�
ness transaction  to a com pe titor ; or

(C ) m ay  be  u sed  to the detr im en t or 
pre jud ice  o f any  comm on  carrier.

No thing in p arag raph  (14) shall b e  con strued  
to  preven t  p rovid ing  such  in form ation , in 
respon se  to  leg a l p roce ss, to the United  States, 
or to  an  independen t neu tral body  operating  
within  the scop e  o f  its au thority  to fu lfill the 
polic ing  ob liga tion s o f  the parties to an  
ag reem en t  e ffec t iv e  under  this Act. N o r  shall 
it b e  p roh ib ited  fo r  any  ocean  comm on  
carrier  that is a  party  to a con ference  
ag reem en t  app roved  under  this Act, or any  
receiver, trustee , lessee , agen t, or  em p loyee  o f 
that carrier, or any  o ther  person  au thorized  by  
that carr ier  to rece ive  in form ation , to  g ive  
in form ation  to the con ference  or  any  person , 
firm , co rpora tion , or  agency  designa ted  by  
the con ference , or  to preven t  the con ference  
or its de signee  from  soliciting or receiv ing 
in form ation  fo r  the pu rpo se  o f  determ ining 
whether a sh ipper  or con signee  has breached  
an  ag reem en t  with  the con ference  or  its 
m em ber  lines or fo r  the pu rpo se  o f determ in�
ing whether a  m em ber  o f the con ference  has 
breached  the con ference  agreem en t, or fo r  
the pu rpo se  o f  com p iling  statistics o f cargo  
m ovem en t, bu t  the u se  o f such  in form ation  
fo r  any  other pu rpo se  prohib ited  by  this Act 
or any  other Act is prohib ited .

(c) C O N C E R T E D  A C T IO N .-N o  con�
ference  or group  o f  two  or  more  comm on  
carriers m ay—

(1) boyco tt  or take  any  other concerted  
action  resu lting in an  unreasonab le  refu sa l 
to dea l;

(2) eng age  in conduc t  that unreasonab ly  
restr icts the u se  o f in term oda l services or 
technolog ica l innovations;

(3) engage  in any  p reda to ry  practice  
de signed  to elim inate  the participation , or 
deny  the entry , in a particu lar  trade  o f a 
comm on  carr ier  no t a m em ber  o f  the 
con ference , a  g roup  o f comm on  carriers, 
an  ocean  tram p , or a bu lk  carrier;

(4) nego tia te  with  a nonocean  carr ier  or 
g roup  o f nonocean  carr iers (fo r  examp le , 
truck , rail, or a ir  opera to rs) on  any  m atter 
relating to rates or services p rov ided  to 
ocean  comm on  carriers within the United  
States by  those  nonocean  carriers: Provided , 
That this p aragraph  doe s not prohib it the 
se tting and  pub lishing o f  a join t through  
rate  by  a con ference , join t ven ture , or an  
association  o f  ocean  comm on  carriers;

(5) deny  in the export f  oreign  comm erce  
o f  the United  S ta tes com pen sation  to an 
oce an  fre igh t  fo rw a rd e r  or lim it  that

I

I ARABIA 
ST CROSSED 

THE ATLANTIC
It’s  true. If your cargo is bound for Jeddah, Dammam, Ras 

Al-Mashab, Jubail or any other Saudi Arabian port, why cross 
the Atlantic. Once your cargo is aboard one of our ro-ro ships, 
it’s almost there.

The National Shipping Company of Saudi Arabia, the only 
Saudi government-backed and wholly Saudi-owned shipping 
company, is as close as your local port. Loaded aboard our 
vessels your cargo is as safe and sound as if it had already 
arrived.

G e ne ra l A g e n ts : F.W. H a rtm a n n  & C o m p a n y , Inc . 17 B a tte ry  P lace. N ew  Y o rk , N .Y. 10004 (212) 425-6100 
^ —  TE LE X : R C A  232499 H A R C  UR

—  THE NATIONAL SHIPPING COMPANY
OF SAUDI ARABIA The only shipping com pany with 

total Saudi ownership.
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THE PRESSURE NEVER LETS UP.
The world of international trade is 
competitive, and with the competition 
comes the pressure. Pressure to make 
decisions, meet deadlines, minimize delays. 
The last thing you need to worry about is 
the dependability of your shipping line.

Traffic managers who seek to eliminate 
these pressures turn to Johnson ScanStar, 
the premiere container shipping line 
between the North American West Coast 
and Europe.

GETTING THERE IS ONLY  
THE BEGINNING.
No matter what the conditions at sea, 
Johnson ScanStar has an extraordinary 
record: over a ten-year period, its average 
delay is only seven minutes per call and

port! And when your cargo arrives, JSS 
expedites delivery. That means that your 
consignee can take possession quickly 
and get on with your business.

Our every ten day sailings permit you 
to ship smaller quantities on a regular 
basis, so you have a “floating warehouse’’ 
that substantially reduces your need for 
warehouse space. And the less space used, 
the lower costs to your company.

Contact Johnson ScanStar and find 
out how you can stay one move ahead of 
deadlines... and pressures.

Johnson ScanStar
ONE MOVE AHEAD IN TRANSPORTATION

Johnson ScanStar agents: San Francisco, G enera l Steamship C o rp o ra tio n  Ltd., (415) 772-9200; Los Angeles, G enera l Steamship C o rp o ra tio n  Ltd., (213) 688-1200; Portland, G enera l Steamship 
C o rp o ra tio n  Ltd., (503) 228-7214; Seattle, G en e ra l S teamship C o rp o ra tio n  Ltd., (206) 382-4400; Vancouver, Johnson W a lto n  Steamships, Ltd., (604) 664-5154, H ono lu lu , Davies M a rin e  
Agencies, Inc., (808) 531-8531, N e w  York, Johnson M aritim e  Services, Inc., (212) 635-2450; C hicago, Barber Steamship Lines, Inc., (312) 938-2000; Houston, Hansen & Tidemann, Inc., (713) 626-4255; 

L aza ro  Cardenas, M exico, A gencies G enera les M aritim as S.A., (9 0 5 ) 566-1600.



com pen sa tion  to  le ss than  a reason ab le  
amount; or

(6) a llocate  sh ippers am ong  specific  
carr iers that are  parties to the agreem en t or 
p roh ib it a carr ier  that is a party  to  the 
ag reem en t  from  soliciting cargo  from  a 
particu lar  sh ipper , excep t  as otherwise  
requ ired  by  the law  o f  the United  S ta tes or 
the im porting or exporting  coun try , or as 
ag reed  to by  a sh ipper  in a  service  con tract.
(d) COMMON  C A R R IE R S , O C E A N  

F R E IG H T  FO R W A R D E R S, A ND  MA R IN E  
T E R M IN A L  O P E R A TO R S .-

(1) No  comm on  carrier, ocean  freigh t 
forw arder , or marine  term inal operator  
m ay  fa il to establish , ob serve , and  en force  
ju st and  reasonab le  regu lations and  p rac�
tices relating to or connected  with receiving, 
hand ling, storing, or delivering property .

(2) No  m arine  term inal opera tor  m ay  
ag ree  with  another m arine  term inal oper�
a tor  or with  a  comm on  carr ier  to boyco tt, 
or un reasonab ly  d iscrim inate  in the p rovi�
sion  o f term inal serv ices to, any  comm on  
carrier  or ocean  tramp .

(3) The  prohib ition s in subsection  (b)
(11), (12), and  (14) o f  this section  app ly  to 
m arine  term inal operators.
(e) JO IN T  V E N T U R E S .-F o r  pu rpo ses o f 

this section , a joint ven tu re  or con sortium  o f 
two  or m ore  comm on  carr iers bu t  opera ted  as 
a sing le  entity  shall be  treated  as a sing le  
comm on  carrier.

SEC. 11 . COMPLAINTS, 
INVESTIGATIONS, REPORTS, 
AND REPARATIONS.

(a) F IL IN G  O F  C OM PL A IN T S .-A ny  
person  m ay  file  with  the C omm ission  a sworn  
com p la in t a lleg ing a violation  o f  this Act, 
other than  section  6 (g ), and  m ay  seek  
repara tion  fo r  any  in jury  cau sed  to the 
com p la inan t by  that violation .

(b )  S A T I S F A C T IO N  O R  IN V E S T I �
G A T IO N  O F  C O M P L A IN T S .-T h e  C om �
m ission  shall furnish  a copy  o f  a com p la in t 
filed  pursuan t to  subsection  (a) o f  this section  
to  the person  nam ed  therein  who  shall, within  
a  reasonab le  tim e  specified  by  the C om m is�
sion , sa tisfy  the com p la in t or an swer  it in 
w riting. I f  the com p la in t is not satisfied , the 
C omm ission  shall investigate  it in an  app ro �
pr ia te  m anner and  m ake  an  app rop r ia te  
order.

(c) C OM M IS S IO N  IN V E S T IG A T IO N S .~  
The  C omm ission , upon  com p la in t or upon  its 
own  motion , m ay  investigate  any  conduct or 
agreem en t that it be lieves m ay  be  in violation  
o f this Act. E x cep t  in the case  o f an  in junction  
gran ted  under subsection  (h) o f this section , 
each  agreem en t under investigation  under 
this section  rem ains in e ffec t  until the 
C omm ission  issues an  order  under  this 
subsection . The  C omm ission  m ay  by  order  
d isapp rove , cancel, or  m od ify  any  agreem en t 
filed  under section  5 (a) o f  this Act that 
opera tes in violation  o f  this Act. With respec t 
to agreem en ts inconsisten t with section  6fg) 
o f this Act, the C om m ission ’s sole  rem edy  is 
under 6(h).

(d) C O N D U C T  O F  IN V E S T IG A T IO N .--  
Within 10 day s a fter  the initiation  o f a 
proceed ing under this section , the Comm ission  
shall set a  da te  on or be fo re  which  its final 
decision  will be  issued . Th is da te  m ay  be  
ex tended  fo r  good  cau se  by  order  o f the 
Comm ission .

(e) U N D U E  D E L A Y S .—If, within  the time 
p e r io d  sp e c i f ie d  in  su b se c t io n  (d ) ,  the

C om m ission  determ ines that it is unab le  to 
issue  a final decision  becau se  o f undue  delay s 
cau sed  by  a  party  to the p roceed ings, the 
C omm ission  m ay  im po se  sanction , includ ing 
en tering a decision  adverse  to the delaying 
party .

(f) R E PO R T S .-T h e  Comm ission  shall 
m ake  a  w ritten  repo rt  o f every  investigation  
m ade  under  this Act in which  a hearing w as 
held  stating itsconclu sion s, decision s, find ings 
o f fac t , and  order. A copy  o f  this report  shall 
be  furnished  to all parties. The  Comm ission  
shall pub lish  each  report  fo r  pub lic  in form a�
tion, and  the pub lished  report shall be  
com pe ten t  evidence  in all courts o f  the U nited 
States.

(g) R E P A R A T IO N S .-F o r  any  com p la in t 
filed  within 3 years a fter  the cau se  o f action  
accrued , the C omm ission  shall, upon  petition  
o f  the com p la in an t  and  a fte r  no tice  and  
hearing, d irect p aym en t  o f  repara tion s to  the 
com p la inan t fo r  actua l in jury  (which , fo r  
pu rpo se s o f this subsection , a lso  includes the 
loss o f  interest at comm ercia l rates com �
pounded  from  the da te  o f in jury) cau sed  by  a 
violation  o f  this A ct p lu s reasonab le  atto rney ’s 
fees. U pon  a  show ing that the in jury  w as 
cau sed  by  activ ity  that is prohib ited  by  
section  10(b )(5) or  (7) or  section  10(c)(1 ) or
(4) o f  this Act, or  that v io la te s section  10(a)(2) 
or (3), the C om m ission  m ay  d irect the 
paym en t  o f add itiona l am oun ts; bu t  the total 
recove ry  o f a  com p la in an t  m ay  no t exceed  
tw ice  the am oun t o f  the actua l in jury . In the 
case  o f  in jury  cau sed  by  an  activ ity  that is 
proh ib ited  by  section  10 (b )(6 )(A ) or  (B ) o f 
this Act, the am oun t o f  the in ju ry  shall b e  the 
d ifference  be tw een  the rate  p a id  by  the 
in jured  sh ipper  and  the m o st favo rab le  rate  
pa id  by  another shipper.

(h) IN JU N C T IO N .-
(1) In connection  with  any  investigation  

conduc ted  under  this section , the C om �
m ission  m ay  br ing  suit in a  d istrict court o f 
the United  S ta te s to en join  conduc t in 
violation  o f  this Act. U pon  a  show ing that 
standard s fo r  gran ting in junctive  relie f by  
courts o f equ ity  are  m et and  a fter  notice  to 
the de fendan t , the court m ay  gran t  a 
tem po rary  restraining order  or prelim inary  
in junction  fo r  a per iod  not to exceed  10 
day s a fter  the C omm ission  has issued  an  
order  d ispo sing  o f the issues under 
investigation . Any  such  su it shall be  
brough t in a d istr ict in which  the de fendan t  
resides or tran sacts business.

(2) A fter  filing a  com p la in t  with  the 
C om m iss ion  unde r  sub sec t ion  (a ) , the

com p la inan t m ay  file  suit in a d istrict court 
o f  the United  S ta tes to  en join  conduct in 
violation  o f this Act. U pon  a  show ing that 
standard s fo r  gran ting in junctive  relie f by  
courts o f  equ ity  are  m et and  a fter  notice  to 
the de fendan t , the court m ay  gran t a 
tem po rary  restrain ing o rder  or prelim inary  
in junction  fo r  a per iod  not to exceed  10 
d ay s a fter  the C omm ission  has issued  an  
o rde r  d ispo sing  o f  the  com p la in t. Any  such  
su it shall be  brough t in the d istrict in which  
the de fendan t  has been  sued  by  the 
C omm ission  under  p a rag raph  (1); or, if  no 
su it has been  filed , in a  d istrict in which  the 
de fendan t  resides or tran sacts bu siness. A 
de fendan t  that preva ils in a  suit under this 
parag raph  shall be  a llow ed  reasonab le  
a tto rney ’s fee s to  b e  a sse ssed  and  collected  
as part  o f the co sts o f  the suit.

SEC. 12 . SUBPOENAS AND 
DISCOVERY.

(a) IN  G E N E R A L .—In investigation s and  
ad jud ica to ry  proceed ings under  this Act—

(1) depo sition s, w ritten  in terrogatories, 
and  d iscovery  p rocedu re s m ay  b e  u tilized  
by  any  party  under rules and  regu lations 
issued  by  the C omm ission  that, to  the 
extent p racticab le , shall be  in con form ity  
with  the ru les app licab le  in civil p roceed �
ings in the d istrict courts o f the United  
States; and

(2) the C omm ission  m ay  by  subpoena 
com pe l the attendance  o f  witnesses and  the 
p roduc tion  o f  book s, p ape rs, docum en ts, 
and  other evidence .
(b) W IT N E S S  F E E S .—Witnesses shall, 

unless otherwise  prohib ited  by  law , be  
en titled  to  the sam e  fee s and  m ileage  as in the 
courts o f  the United  States.

SEC. 13 . PENALTIES.
(a )A S S E S SM E N T  O F  PE N A L T Y .-W ho �

ever  violates a provision  o f this Act, a 
regu lation  issued  thereunder, or a C om m is�
sion  o rde r  is liab le  to  the United  S ta te s fo r  a 
civil pen a lty . The  am oun t o f  the civil penalty , 
unless otherwise  prov ided  in this Act, m ay  not 
exceed  $5,000 fo r  each  violation  unless the 
violation  w as willfu lly  and  know ing ly  com �
m itted , in which  case  the am oun t o f  the civil 
pen a lty  m ay  no t exceed  $25,000 fo r  each  
violation . E ach  d ay  o f  a  continu ing violation  
constitu tes a separa te  o ffen se .

(b) A D D IT IO N A L  P E N A L T IE S .-
(1) F o r  a violation  o f section  10(b )(1 ),

(2 ) , (3 ) ,  (4 ) , o r  (8 ) o f  th is A c t , the
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WHY SHIP THE HIGHWAY 
WHEN YOU CAN SHIP THE LOW WAY?
United States Lines keeps your 
shipping costs down to sea level via 
our all-water Panama Canal route to 
and from the East and West Coasts. 
Much lower cost than by truck or rail, 
with door-to-door pick up and 
delivery on a uniform straight bill of 
lading. And simple domestic packing 
is all you need.

Remember, water is cheaper than 
oil. Next time you ship coast to coast, 
get the lowdown from your nearest 
U.S. Lines office or our world head-
quarters at 27 Commerce Drive, 
Cranford, NJ 07016. Telephone 
1-201-272-9600.



Comm ission  m ay  su spend  any  or all tar iffs 
o f the comm on  carrier, or that comm on  
carrier ’s right to u se  any  or all tar iffs o f 
con ferences o f  which  it is a  m em ber , fo r  a 
period  not to exceed  12 months,

(2) Fo r  fa ilure  to  supp ly  in form ation  
o rdered  to b e  p rodu ced  or com pe lled  by  
subpoena under  section  12 o f this Act, the 
C omm ission  m ay , a fter  notice  and  an  
opportunity  fo r  hearing, su spend  any  or all 
tar iffs  o f a comm on  carrier, or that 
comm on  carr ier ’s righ t to  u se  any  or all 
tar iffs  o f con ferences o f which  it is a 
m ember.

(3) A comm on  carrier that accep ts or 
hand les cargo  fo r  carr iage  under a  tar iff 
that has been  su spended  or a fter  its right to 
utilize  that tar iff has been  su spended  is 
sub jec t  to  a civil pena lty  o f  not m ore  than 
$50,000 fo r  each  shipment.

(4) If, in de fen se  o f  its fa ilu re  to  com p ly  
with  a subpoen a  or d iscovery  order, a 
comm on  carrier  a lleges that docum en ts or 
in form ation  loca ted  in a  foreign  coun try  
canno t be  p roduced  becau se  o f the law s o f 
that country , the C omm ission  shall imm ed i�
ately  no tify  the Secre tary  o f S ta te  o f the 
failure  to  com p ly  and  o f the a llegation  
relating to foreign  law s. Upon  receiv ing the 
no tification , the Secre tary  o f S ta te  shall 
prom p tly  consu lt with the governm en t o f 
the nation  within  which  the docum en ts or 
in form ation  are  a lleged  to be  loca ted  for  
the pu rpo se  o f assisting the Comm ission  in 
ob ta in ing the docum en ts or in form ation  
sought.

(5) If, a fter  notice  and  hearing, the 
Comm ission  find s that the action  o f a 
comm on  carrier, acting a lone  or in concert 
with  any  person , or a fo re ign  governm en t 
has undu ly  im pa ired  acce ss o f  a vessel 
docum en ted  under  the law s o f the United  
S tates to  ocean  trade  be tween  foreign  
ports, the Comm ission  shall take  action  that 
it finds app rop r ia te , includ ing the im po s�
ition  o f any  o f the pen a lties au thorized  
under paragraph s (1), (2), and  (3) o f this 
subsection .

(6) B e fo re  an  order  under  this subsection  
becom es e ffective , it shall b e  imm ed ia tely  
subm itted  to  the P residen t who  m ay , 
within 10 day s a fter  receiv ing it, d isapp rove  
the order  if the P residen t find s that 
d isapp rova l is requ ired  fo r  reason s o f the 
national de fen se  or the foreign  policy  o f  the 
United  States.

(c) A S S E S SM E N T  P R O C E D U R E S .-U n t i l  
a m atter is re ferred  to  the A ttorney  General, 
the C omm ission  m ay , a fte r  no tice  and  an  
opportunity  fo r  hearing, asse ss each  civil 
pena lty  p rov ided  fo r  in this Act. In determ in�
ing the amount o f the pena lty , the Comm ission  
shall take  into accoun t the nature , circum �
stances, extent, and  gravity  o f  the violation  
comm itted  and , with  respec t  to the violator , 
the deg ree  o f cu lpab ility , history  o f prior  
o ffen ses, ability  to  pay , and  such  other 
m atters as ju stice  m ay  requ ire . The  C om m is�
sion  m ay  com p rom ise , m od ify , or rem it, with 
or without cond itions, any  civil penalty .

(d) R E V IEW  O F  C IV IL  P E N A L T Y .-A  
person  aga in st whom  a  civil pena lty  is 
asse ssed  under this section  m ay  ob tain  review  
thereo f under chap ter  158 o f  title 28, United  
States C ode .

(e) F A IL U R E  TO  PAY A S S E S SM E N T .- I f  
a person  fa ils to  p ay  an  a sse ssm en t  o f  a civil 
pena lty  a fter  it has becom e  final or a fte r  the 
app rop r ia te  court has en tered  final judgm en t 
in favo r  o f  the C omm ission , the A ttorney

G enera l a t  the request o f  the Comm ission  m ay  
seek  to  recove r  the am oun t a sse ssed  in an  
app rop r ia te  d istr ict cou rt o f the United  
States. In such  an  action , the court shall 
en force  the C omm ission ’s order  unless it finds 
that the order  w as not regu larly  m ade  or du ly  
issued .

(f) L IM IT A T IO N S .-
(1) No  pen a lty  m ay  b e  im po sed  on any  

person  fo r  con sp iracy  to  viola te  section  
10 (a)(1 ), (b )(1 ), or (b )(4 ) o f  this Act, or to 
de fraud  the Comm ission  by  concea lm en t 
o f such  a violation .

(2) E ach  p roceed ing  to a sse ss a  civil 
pena lty  under  this section  shall be  com �
m enced  within  5 years from  the da te  the 
violation  occurred .

SEC. 14. COMMISSION  
ORDERS.

(a) IN  G E N E R A L .-O rd e r s  o f the C om �
m ission  relating to a  violation  o f this Act or a 
regu lation  issued  thereunder shall be  m ade , 
upon  sworn  com p la in t or on  its own  motion , 
only  a fte r  opportunity  fo r  hearing. E ach  
o rder  o f  the C omm ission  shall continue  in 
fo rce  fo r  the per iod  o f  tim e  spec ified  in  the 
order  or until su spended , m od ified , or  set 
a s ide  by  the C omm ission  or a  cou rt o f 
com pe ten t  jurisd iction .

(b) R E V E R S A L  O R  S U SP E N S IO N  O F  
O R D E R S .-T h e  C omm ission  m ay  reverse , 
su spend , or m od ify  any  o rder  m ade  by  it, and  
upon  app lica tion  o f  any  party  to a p roceed ing  
m ay  gran t  a  rehearing o f  the sam e  or any  
m atter  determ ined  therein . No  rehearing 
m ay , ex cep t  by  specia l order  o f  the 
C omm ission , opera te  as a stay  o f that order.

(c) E N F O R C E M E N T  O F  N O N R EP �
A R A T ION  O R D E R S .- In  case  o f violation  o f 
an  order  o f  the Comm ission , or fo r  fa ilure  to 
com p ly  with a C omm ission  subpoena, the 
A ttorney  General, a t  the request  o f  the 
Comm ission , or any  party  in jured  by  the 
violation , m ay  seek  en forcem en t by  a United  
S ta tes d istrict court having jurisd iction  over  
the parties. If, a fte r  hearing, the court 
determ ines that the order  w as p roper ly  m ade  
and  du ly  issued , it shall en force  the order  by  
an  app rop r ia te  in junction  or other process, 
m anda tory  or otherwise .

(d) E N F O R C E M E N T  O F  R EPA R A T ION  
O R D E R S . —(1) In case  o f violation  o f an  order  
o f  the C omm ission  fo r  the paym en t  o f 
reparation , the person  to whom  the aw ard  
w as m ade  m ay  seek  en forcem en t o f the order  
in a United  S ta te s d istrict court having 
jurisd iction  o f the parties.

(2) In a U n ited  S ta tes d istrict court the 
find ings and  order  o f the Comm ission  shall be  
p r im a  fac ie  ev idence  o f  the fac ts therein  
sta ted , and  the petitioner shall not b e  liab le  for  
co sts, nor  fo r  the co sts o f any  sub sequen t  stage  
o f  the p roceed ings, unless they  accrue  upon  
his appea l. A petitioner  in a United  States 
d istrict court who  p reva ils shall b e  allow ed  
reasonab le  attorney ’s fee s to  b e  a sse ssed  and  
collected  as part o f the co sts o f the suit.

(3) All parties in whose  favo r  the C om m is�
sion  has m ade  an  aw ard  o f  reparation  by  a 
sing le  order  m ay  b e  joined  as p la in tiffs, and  
all other parties in the order  m ay  be  joined  as 
de fendan ts, in a sing le  su it in a d istrict in 
which  any  one  p la in tiff cou ld  maintain  a suit 
aga in st  any  one  de fendan t . Serv ice  o f  p roce ss 
aga in st  a de fendan t  not found  in that d istrict 
m ay  be  m ade  in a d istrict in which  is located  
any  o f  fice  o f, or  point o f  call on  a regu lar  route 
opera ted  by , that de fendan t . Judgm en t  may  
be  en tered  in favo r  o f any  p la in tiff aga in st  the 
de fendan t  liab le  to that p laintiff.

(e) S T A T U T E  O F  L IM IT A T IO N S .-A n  
action  seek ing en forcem en t o f  a  Comm ission  
order  m u st b e  filed  within  3 years a fter  the 
da te  o f the violation  o f the order.

SEC. 1 5. REPORTS AND 
CERTIFICATES.

(a) R E PO R T S .-T h e  C omm ission  m ay  
requ ire  any  comm on  carrier, or  any  o fficer, 
receiver , trustee , lessee , agen t, or em p loyee  
thereo f, to file  with it any  per iod ica l or specia l 
repo rt  or any  accoun t, record , rate , or charge , 
or m em orandum  o f  any  fac ts  and  transactions 
apperta in ing  to the bu siness o f that comm on  
carrier. The  report, accoun t, record , rate , 
charge , or m em orandum  shall be  m ade  under 
oath  whenever  the C omm ission  so  requ ires, 
and  shall b e  furnished  in the fo rm  and  within  
the tim e  p re sc r ibed  by  the Comm ission . 
C on ference  m inutes requ ired  to be  filed  with 
the Comm ission  under this section  shall not be  
released  to third parties or pub lished  by  the 
Comm ission .

(b) C E R T IF IC A T IO N .-T h e  Comm ission  
shall requ ire  the ch ie f execu tive  o fficer  o f 
each  comm on  carrier  and , to  the extent it 
deem s feasib le , m ay  requ ire  any  shipper, 
sh ippers ’ association , m arine  term inal opera�
tor, ocean  freigh t fo rw arder , or  broker  to  file  
a  per iod ic  w ritten  certification  m ade  under 
oath  with the C omm ission  attesting to—

(1) a policy  prohib iting  the paym en t, 
solicitation , or rece ip t  o f  any  reba te  that is 
unlaw fu l under the provision s o f this Act;

(2) the fac t  that this policy  has been  
p rom u lg a ted  recen tly  to each  owner, 
o ffice r , em p loyee , and  agen t thereof;

(3) the de ta ils o f the e ffo r ts m ade  within 
the com pany  or otherwise  to preven t or 
correct illega l rebating; and

(4) a po licy  o f fu ll coopera tion  with the 
C omm ission  in its e ffo r ts to end  those 
illegal practices.

F a ilu re  to file  a certification  shall resu lt in a 
civil pena lty  o f  not m ore  than  $5,000 fo r  each  
day  the violation  continues.

SEC. 16. EXEMPTIONS.
The  Comm ission , upon  app lica tion  or on  its 

own  m o tion , m ay  by  o rder  or ru le  exem p t fo r  
the fu ture  any  class o f agreem en ts be tween  
person s sub ject to  this A ct or any  specified  
activity  o f those  person s from  any  requ irem ent 
o f  this A ct if  it find s that the exem p tion  will 
not substan tia lly  im pa ir  their e ffec tive  regu �
lation  by  the C omm ission , b e  un justly  d is�
crim inatory , resu lt in a  substan tial reduction
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in com petition , or  be  detrim en tal to  com �
m erce . The  C omm ission  m ay  attach  cond i�
tions to any  exem p tion  and  m ay , by  order, 
revoke  any  exem p tion . No  order  or ru le  o f 
exem ption  or revocation  o f exem ption  may  
b e  issued  unless opportunity  fo r  hearing has 
been  a ffo rd ed  in terested  person s and  dep ar t�
m ents and  agencie s o f the United  States.

SEC. 17 . REGULATIONS.
(a) The  C omm ission  m ay  p re sc r ibe  rules 

and  regu lations as necessary  to carry  ou t this 
Act.

(b) The  Comm ission  m ay  prescr ibe  interim  
ru les and  regu lation s necessary  to carry  ou t 
this Act. Fo r  this pu rpo se , the Comm ission  is 
excep ted  from  com p liance  with  the notice  
and  comm en t requ irem en ts o f section  553 o f 
title 5, United  S ta tes C ode . All ru les and  
regu lation s p re sc r ibed  under  the au thority  o f 
this subsection  that are  not earlier superseded  
by  fina l ru les shall exp ire  no  later  than  270 
day s a fte r  the da te  o f enactm en t o f this Act.

SEC. 18. AGENCY REPORTS 
& ADVISORY COMMISSION.

(a) C O L L E C T IO N  O F  D A T A .-F o r  a 
per iod  o f  5 years follow ing the enactm en t o f 
this Act, the C omm ission  shall collect and  
ana lyze  in form ation  concerning the im pac t  o f 
this Act upon  the in ternational ocean  shipp ing 
industry , includ ing da ta  on:

(1) increases or decrease s in the level o f 
tariffs;

(2) changes in the frequency  or  type  o f 
comm on  carrier  services ava ilab le  to 
specific  ports or geog raph ic  reg ions;

(3) the num ber  and  strength  o f  inde�
penden t carriers in var iou s trades; and

(4) the length  o f  tim e , frequency , and  
co st  o f  m ajo r  type s o f regu la tory  p roceed �
ings be fo re  the Comm ission .
(b) C O N S U L T A T IO N  W ITH  O TH E R  

D EP A R TM E N T S  A N D  A G E N C IE S .-
The  C omm ission  shall consu lt with the 

Departm en t  o f T ran sportation , the D ep a rt�
m en t o f  Ju stice , and  the F ede ra l  T rade  
C omm ission  annua lly  concerning da ta  co llec�
tion. The  D epartm en t  o f T ran sportation , the 
Departm en t  o f  Ju stice , and  the Fede ra l  T rade  
C omm ission  shall at all tim es have  acce ss to 
the da ta  co llected  under  this section  to enab le  
them  to  p rov ide  comm en ts concerning da ta  
collection .

(c) A G EN C Y  R E PO R T S .-
(1) Within 6 months a fte r  exp iration  o f 

the 5-year per iod  specified  in subsection
(a), the C omm ission  shall report  the 
in form ation , with  an  analy sis o f the im pact 
o f this Act, to  C ong ress, to  the Advisory  
Comm ission  on C on ferences in O cean  
Sh ipp ing  estab lished  in subsection  (d ), and  
to the Departm en t  o f  T ran sporta tion , the 
Departm en t  o f  Ju stice , and  the Federa l 
T rade  Comm ission .

(2) Within 60 day s a fte r  the Comm ission  
subm its its report, the Departm en t  o f 
T ran sportation , the Departm en t  o f  Ju stice , 
and  the F ede ra l  T rad e  Comm ission  shall 
furnish  an  ana ly sis o f  the im pact  o f this Act 
to C ong ress and  to the Advisory  C om m is�
sion  on C on ferences in  O cean  Shipp ing.

(3) The  repo rts requ ired  by  this sub sec�
tion  shall spec ifica lly  add re ss  the follow ing 
top ics:

(A) the advisab ility  o f  adop ting  a  system  
o f  tar iffs  b a sed  on  vo lum e  and  m ass o f 
shipm en t;

(B) the need  fo r  an titrust immunity  for  
ports and  marine  term inals; and

(C ) the continu ing need  fo r  the statutory

requ irem en t that tar iffs  b e  filed  with  and  
en fo rced  by  the Comm ission .
(d) E S T A B L ISH M E N T  A ND  COM PO �

S IT IO N  O F  A D V ISO R Y  C O M M IT T E E .-
(1) E ffec t ive  five  and  one-half years 

a fter  the date  o f  enactm en t o f this Act, 
there  is estab lished  the A dv iso ry  C om m is�
sion  on C on fe rences in O cean  Sh ipp ing  
(hereinafter  re fe rred  to  a s the “ Advisory  
C omm ission ” ).

(2) The  Advisory  C omm ission  shall be  
com po sed  o f  17 m em bers as follow s:

(A) a  cab in e t  level o f fic ia l appo in ted  by  
the P residen t;

(B) fou r  m em bers from  the United  Sta tes 
Sena te  appo in ted  by  the P residen t pro  
tem po re  o f the Senate , two  from  the 
m em bersh ip  o f  the C om m ittee  o f  C om �
m erce , Science , and  T ran sporta tion  and  
two  from  the m embership  o f the Comm ittee  
on the Jud ic iary ;

(C ) fou r  m em bers from  the United  
S ta tes H ou se  o f R epresen ta tives appo in ted  
by  the Sp e ak e r  o f  the H ou se , two  from  the 
m embership  o f  the C omm ittee  on Merchant 
M arine  and  F isher ies and  two  from  the 
m em bersh ip  o f  the C omm ittee  on  the 
Jud ic iary ; and

(D ) eigh t m em bers from  the private  
sector  appo in ted  by  the P resident.

(3) The  P residen t shall designa te  the 
cha irm an  o f the Advisory  Comm ission .

(4) The  term  o f o ffice  fo r  m em bers shall 
b e  for  the term  o f the Advisory  Comm ission .

(5) A v acancy  in the Advisory  C om m is�
sion  shall not a f fe c t  its pow ers, and  shall be  
filled  in the sam e  m anner in which  the 
orig ina l appoin tm en t w as m ade .

(6) Nine  m em bers o f  the Advisory  
C omm ission  shall constitu te  a quorum , bu t 
an  Advisory  C omm ission  m ay  perm it as 
few  a s two  m em bers to hold  hearings.
(e) C OM PE N S A T IO N  O F  M EM B E R S  O F  

T H E  A D V ISO R Y  C O M M IS S IO N .-
(1) O ffic ia ls o f  the United  States 

G overnm en t and  M em bers o f  C ong ress 
who  are  m em bers o f the Advisory  C om �
m ission  shall serve  withou t com pen sation  
in add ition  to that rece ived  for  their services 
as o f fic ia ls and  M em bers, bu t  they  shall be  
re im bu rsed  fo r  reasonab le  travel, sub s is�
tence , and  other necessary  expen se s incur�
red  by  them  in the perfo rm ance  o f  the 
du ties ve sted  in the A dv iso ry  C omm ission .

(2) M em bers o f the Advisory  Comm ission  
appo in ted  from  the p r iva te  sec to r  shall 
each  rece ive  com pen sa tion  no t exceed ing  
the m ax imum  per  d iem  rate  o f p ay  fo r  
g rade  18 o f  the  G enera l Schedu le  under  
section  5332 o f  title 5, United  S ta te s C ode , 
when  eng aged  in the perfo rm ance  o f the 
du ties ve sted  in the A dv iso ry  C omm ission , 
p lu s reim bu rsem en t fo r  reasonab le  travel, 
subsistence , and  o ther necessary  expen ses 
incurred  by  them  in the perfo rm ance  o f 
those duties, notwithstand ing the lim itations 
in section s 5701 through  5733 o f  title  5, 
United  S ta tes C ode .

(3) M em bers o f the Advisory  Comm ission  
appo in ted  from  the p r iva te  sector  are  not 
sub jec t  to  setion  208 o f title 18, United  
S ta te s C ode . B e fore  comm encing  service , 
these  m em bers shall file  with  the Advisory  
C omm ission  a  sta tem en t d isclosing their 
f inancia l in terests and  bu sin ess and  form er  
relation ship s involving or  relating to ocean  
tran sportation . The se  statem en ts shall be  
ava ilab le  fo r  pub lic  in spection  at the 
A dvisory  Comm ission ’s o ffice s.
(f) ADVISORY COMM ISSION  FUNCTIONS.- 

—The  A dv iso ry  C omm ission  shall conduc t a

comprehensive  study  of, and  m ake  recomm en�
da tion s concerning, con ferences in ocean  
shipp ing. The  study  shall specifica lly  add re ss 
whether the nation  wou ld  b e  be st  se rved  by  
prohib iting con ferences, or  by  clo sed  or open  
con ferences.

(g) POW E R S O F  T H E  A D V ISO R Y  
C OM M IS S IO N .-

(1) The  Advisory  Comm ission  m ay , fo r  
the pu rpo se  o f  carrying out its functions, 
hold  such  hearings and  sit and  ac t  at such  
tim es and  p lace s, adm in ister  such  oaths, 
and  requ ire , by  subpoena or o therwise , the 
attendance  and  testimony  o f  such  witnesses, 
and  the p roduc tion  o f such  books, record s, 
co rrespondence , m em orandum s, papers, 
and  docum en ts as the Advisory  Comm ission  
m ay  deem  adv isab le . Subpoen as m ay  be  
issued  to any  person  within  the jurisd iction  
o f  the United  S ta tes courts, under the 
signatu re  o f  the cha irm an , or  any  du ly  
de sign a ted  m em ber , and  m ay  b e  served  by  
any  person  de sign a ted  by  the chairm an , or 
that m em ber . In case  o f  con tum acy  by , or 
re fu sa l to obey  a subpoena to, any  person , 
the Advisory  C omm ission  m ay  adv ise  the 
A ttorney  G enera l who  shall invoke  the a id  
o f  any  cou rt o f  the U n ited  S ta te s within  the 
jurisdiction  o f  which  the Advisory  C omm is�
sion ’s p roceed ings are  carr ied  on , or where  
that person  resides or carr ies on  bu siness, in 
requ iring  the attendance  and  testim ony  o f  
witnesses and  the production  o f  books, 
p ap e r s , and  docum en ts; and  the court m ay  
issue  an  order  requ iring  that person  to 
app ea r  be fo re  the Advisory  Comm ission , 
there  to p roduce  record s, if  so  ordered , or 
to  g ive  testim ony . A fa ilu re  to  obey  such  an  
o rder  o f  the cou rt m ay  b e  punished  by  the 
cou rt a s a con tem p t thereof. A ll p roce ss in 
any  such  case  m ay  b e  served  in the jud icia l 
d istrict whereo f the person  is an  inhab itant 
or m ay  b e  found .

(2) E ach  departm en t , agency , and  
in strum en ta lity  o f  the execu tive  branch  o f 
the Governm en t, includ ing independen t 
agencie s, shall fum ish  to the Advisory  
C omm ission , upon  request  m ade  by  the 
cha irm an , such  in form ation  as the Advisory  
C omm ission  deem s necessary  to carry  ou t 
its functions.

(3) U pon  requ e st  o f  the cha irm an , the 
D epartm en t  o f  Ju stice , the Departm en t o f 
Tran sportation , the Federa l M aritim e  C om �
m ission , and  the Federa l T rade  Comm ission  
shall deta il s ta ff  personnel as necessary  to 
assist the Advisory  Comm ission .

(4) The  cha irm an  m ay  ren t o f fice  space  
fo r  the A dv iso ry  C omm ission , m ay  utilize  
the serv ices and  the facilities o f  other 
Federa l agencies with or without reim burse�
m en t, m ay  accep t  volun tary  services 
no twith stand ing section  1342 o f  title  31, 
United  States C ode , m ay  accep t , hold , and  
adm in is te r  g i f t s  from  o th e r  F e d e r a l  
agencie s, and  m ay  en ter into  con tracts with 
any  pub lic  or pr ivate  person  or entity  fo r  
repo rts, research , or surveys in furtherance  
o f  the work  o f the Advisory  Comm ission .
(h) F IN A L  R E PO R T .—The  Comm ission  

shall, within  one  year  a fter  its estab lishm en t, 
subm it to  the P residen t and  to the C ong ress a 
final repo rt  con tain ing a statem en t o f the 
find ings and  conclu sion s o f the Advisory  
C omm ission  resu lting from  the study  under�
taken  under  subsection  (f), includ ing recom �
m enda tion s fo r  such  adm in istrative , jud icia l, 
and  leg isla tive  action  as it deem s adv isab le . 
E ach  recomm enda tion  m ade  by  the Advisory  
C omm ission  to the P residen t and  to the 
C ong re ss m u st have  the m ajor ity  vo te  o f  the

42 AMERICAN SHIPPER: A P R IL  1984



181,893,000 CONNECTIONS...

put you into the HOEGH network 
One call to any HOEGH Agent 
simplifies cargo booking from 
all coasts to the M iddle East 
and Southeast Asia.

With over 181,893,000 
telephones in the Continental 
United States, your direct 
connection to the M iddle East 
and Southeast Asia has never 
been closer.

MIDDLE EAST PACIFIC SERVICE 
GAMA SERVICE

HOEGH UNES

Your direct connection to the 
Middle East and Southeast Asia



Advisory  Comm ission  presen t and  voting.
(i) E X P IR A T IO N  O F  TH E  C OMM IS �

S IO N .-T h e  Advisory  Comm ission  shall cease  
to  ex ist 30 day s a fter  the subm ission  o f its final 
report.

( j)  A U T H O R IZ A T IO N  O F  A P P R O �
P R IA T IO N .—There  is au thorized  to be  
app rop r ia ted  $500,000 to carry  ou t the 
activities o f the Advisory  Comm ission .

SEC. 19. OCEAN FREIGHT 
FORWARDERS.

(a) L IC E N S E .—No  person  m ay  ac t  as an  
ocean  freigh t fo rw arder  unless that person  
holds a license  issued  by  the Comm ission . The  
Comm ission  shall issue  a fo rw arder ’s license  
to any  person  that—

(1) the C omm ission  de term ines to be  
qu a lified  by  experience  and  character  to 
render  forw ard ing  services; and

(2) furnishes a bond  in a  fo rm  and  
am oun t determ ined  by  the C omm ission  to 
insure  financial respon sib ility  that is issued  
by  a  surety  com p any  found  accep tab le  by  
the Secre tary  o f  the T reasury .
(b) S U SP E N S IO N  OR  R E V O C A T IO N .-  

The  Comm ission  shall, a fter  notice  and  
hearing, su spend  or revoke  a license  if it finds 
that the ocean  freigh t fo rw arder  is not 
qua lified  to render  fo rw ard ing  services or 
that it willfu lly  fa iled  to com p ly  with  a 
provision  o f this A ct or with  a  law fu l order, 
ru le , or regu lation  o f  the C omm ission . The  
Comm ission  m ay  a lso  revoke  a fo rw arder ’s 
license  fo r  fa ilure  to  m aintain  a bond  in 
acco rdance  with subsection  (a)(2).

(c) E X C E P T IO N .-A  person  whose  prim ary  
bu siness is the sa le  o f  m erchand ise  m ay  
fo rw ard  shipm en ts o f the m erchand ise  fo r  its 
own  accoun t without a  license.

(d) C OM PE N S A T IO N  O F  FO RW A R �
D E R S  BY C A R R IE R S .-

(1) A comm on  carrier  m ay  com pen sa te  
an  ocean  freigh t forw arder  in connection  
with  a  shipm en t d ispa tched  on  beh a lf o f 
others only  when  the ocean  freigh t 
fo rw arder  has certified  in w riting that it 
holds a va lid  license  and  has pe r fo rm ed  the 
follow ing services:

(A) Engaged , booked , secu red , reserved , 
or con tracted  d irectly  with  the carrier  or its 
agen t fo r  sp ace  abo a rd  a vessel or 
con firm ed  the ava ilab ility  o f that space .

(B) P repared  and  p roce ssed  the ocean  
bill o f lad ing, dock  receip t, or other sim ilar 
docum en t with respec t  to the shipm en t.

(2) No  comm on  carrier  m ay  p ay  
com pen sa tion  fo r  services de sc r ibed  in 
p arag raph  (1) m ore  than  once  on  the sam e  
shipment.

(3) No  com pen sation  m ay  b e  p a id  to an  
ocean  freigh t fo rw arder  excep t  in acco rd �
ance  with the tar iff requ irem en ts o f  this 
Act.

(4) No  ocean  freigh t fo rw arder  m ay  
rece ive  com pen sation  from  a  comm on  
carrier  with  re spec t  to  a shipm en t in which  
the fo rw a rd e r  has a d irec t  or  ind irec t

bene fic ia l in terest nor  shall a comm on  
carrier  know ing ly  p ay  com pen sa tion  on 
that shipmen t.

SEC. 20 . REPEALS & CON 
FORMING AMENDMENTS.

(�) R E P E A L S .-T h e law s  spec ified  in the 
follow ing tab le  are  repea led :

Sh ipp ing  Act, 1916:
Sec . 13 39 S tat. 732
Sec . 14a 46 App . U .S .C . 813
Sec . 14b 46 A pp . U .S .C . 813a
Sec . 18(b) 46 A pp . U .S .C . 817(b)
Sec . 18(c) 46 A pp . U .S .C . 817(c)
Sec . 26 46 A pp . U .S .C . 825
Sec . 44 46 A pp . U .S .C . 841b
M erchan t M arine  Act, 1920:
Sec . 20 41 Stat. 996
M erchan t M arine Act, 1936:
Sec . 212(e) 46 App . U .S .C . 1122(e)
Sec . 214 46 App . U .S .C . 1124
Om nibu s Budget R econciliation  A ct o f 
1981:
Sec . 1608 95 S tat. 752
(b) C O N FO R M IN G  A M E N D M E N T S .-  

The  Sh ipp ing  Act, 1916 (46 App . U .S .C . 801 et 
seq .), is am ended  a s follow s:

(1) in section  1 by  strik ing the definitions 
“con trolled  carr ier” and  “ independen t 
ocean  freigh t fo rw arder” ;

(2) in  section s 1 4 ,1 5 ,1 6 ,2 0 ,2 1  (a), 22, and  
45 by  strik ing “ comm on  carr ier  by  w a ter” 
wherever  it app ea r s  in those  section s and  
substitu ting “comm on  carrier  by  w a ter  in 
interstate  comm e rce” ;

(3) in section  14, first  parag raph  by  
strik ing “ or a po r t  o f  a  foreign  coun try ”;

(4) in section  14, last  paragraph , by  
strik ing all a fter  the w o rd s “ fo r  each  
o ffen se” and  substitu ting a  period ;

(5) in section  15, fourth  parag raph , by  
strik ing “ (includ ing changes in specia l rates 
and  charges covered  by  section  14b o f this 
Act which  do  no t involve  a  change  in the 
sp read  be tween  such  rates and  charges and  
the rates and  charges app licab le  to 
noncon tract sh ippers)”  and  a lso  “ with  the 
pub lication  and  filing requ irem en ts o f 
section  18(b) hereo f and ” ;

(�) in  section  15, sixth  p arag raph , by  
strik ing “ , or  perm itted  under section  14b ,” 
and  in the seven th  parag raph , by  strik ing 
“ or o f  section  14b”;

(7) in section  16, in the p aragraph  
design a ted  “ F irs t” , by  strik ing all a fter  
"d isadv an tag e  in any  re sp ec t” and  substi�
tu ting “ whatsoever .” ;

(8) in section  17 by  strik ing the first  
parag raph , and  in the second  paragraph , 
by  strik ing “ such  carrier  and  every ”;

(9) in  section  21(b) by  strik ing “ The  
C omm ission  shall requ ire  the ch ie f execu �
tive  o ffice r  o f  every  vessel operating 
comm on  carr ier  by  w ater  in  foreign  
comm e rce  and  to the exten t it deem s 
feasib le , m ay  requ ire  any  shipper , con sig �
nor, con signee , fo rw arder , broker , other

carr ier  or other person  sub ject to this A c t,” 
and  substitu ting “The  Comm ission  m ay , to  
the exten t it deem s feasib le , requ ire  any  
sh ipper , con signor, con signee , forw arder , 
broker , or other person  sub ject to  this A c t.” ;

(10) in  section  22 by  strik ing subsection
(c);

(11) in section  25, at the end  o f  the first 
sen tence , by  add ing  “under this A ct” ;

(12) in section  29 by  strik ing “ any  order  
o f the bo ard , the bo a rd ,” and  substitu ting 
“ any  o rder  o f the F ede ra l  M aritim e  
C omm ission  under  this Act, the C om m is�
sion ,” ;

(13) in section s 30 and  31, a fter  the word s 
“ any  o rder  o f the bo a rd ” , by  add in g  “ under 
this A ct,” ;

(14) in section  32(a) by  strik ing “ and  
section  44” ; and

(15) in section  32(c), a fter  the word s “ or 
function s,” , by  add ing  “ under this A ct,” .
(c )  T E C H N IC A L  A M E N D M E N T S .-  

Section  212 o f  the M erchan t M arine  Act, 1936 
(46 App . U .S .C . 1122) is am ended  by —

(1) strik ing a fter  subsection  (d) the 
follow ing undesigna ted  paragraph :
“ The  F ede ra l  M aritim e  Comm ission  is 
au thorized  and  d irected—” ; and

(2) strik ing afte r  subsection  (e) the 
follow ing undesigna ted  paragraph :
“ The  Secre tary  o f  T ran sporta tion  is au thor�
ized  and  d irected—” .
(d) E F F E C T S  O N  C E R T A IN  A G R E E �

M E N T S  A N D  C O N T R A C T S .-A ll  agree�
m en ts, con tracts, m od ifica tion s, and  exem p �
tions p rev iou sly  app roved  or  licenses p revi�
ou sly  issued  by  the C omm ission  shall continue 
in fo rce  and  e f fe c t  as if app roved  or issued  
under  this Act; and  all new  agreem en ts, 
con tracts, and  m od ifica tion s to  existing, 
pend ing, or  new  con tracts or  ag reem en ts shall 
be  con sidered  under  this Act.

(e) SA V IN G S  P R O V IS IO N S .-
(1) E ach  service  con tract en tered  into by  

a  sh ipper  and  an  ocean  comm on  carr ier  or 
con ference  be fo re  the da te  o f enactm en t o f  
this Act m ay  rem ain  in fu ll fo rce  and  e ffect 
and  need  not com p ly  with the requ irem en ts 
o f  section  8 (c) o f  this A ct until 15 months 
a fter  the da te  o f  enactm en t o f this Act.

(2) Th is Act and  the am endm en ts m ade  
by  it shall not a ffec t  any  su it-

(A) f iled  be fo re  the da te  o f  enactm en t o f 
this Act; or

(B) with  re spec t  to cla im s arising out o f  
conduc t eng aged  in be fo re  the da te  o f 
enactm en t o f this Act, filed  within  one year 
a fte r  the da te  o f  enactm en t o f  this Act.

SEC. 2 1 . EFFECTIVE DATE.
Th is A ct shall becom e  e ffec tiv e  90 day s 

a fte r  the da te  o f its enactm en t, excep t  that 
section s 17 and  18 shall becom e  e ffec tive  
upon  enactm en t.

SEC. 2 2 . COMPLIANCE  
WITH BUDGET ACT.

Any  new  spend ing  au thority  (within  the 
m eaning o f  section  401 o f  the C ongressiona l 
Budge t  and  Im poundm en t  Con trol A ct o f 
1974) which  is p rov ided  under  this Act shall 
be  e ffec t iv e  fo r  any  fisca l  year  only  to the 
exten t or in such  am oun ts as p rov ided  in 
advance  in appropr ia tion s Acts. Any provision  
o f  this A ct that au thorizes the enactm en t o f 
new  budge t  au thority  shall be  e ffec tive  only  
fo r  fisca l years beg inn ing afte r  Sep tem b e r  30, 
1984.
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Reduce freight charges from the Midwest.
PORT 
BALTIMORE

Our location makes us cost efficient -  up to 
200 miles closer to more Midwestern cities than 
any East Coast port. And that means reduced 
overland freight costs.

Service. Efficiency. Closer to the Midwest. 
That’s Port Baltimore. It’s where we are that counts.

BA LTIM O RE, T h e World Trade C enter Baltim ore; Baltim ore, Maryland 2 1 2 0 2  
(301) 6 5 9 -4 4 4 4 ; Cable M ARPO RT; Telex 7 1 0 -2 3 4 -1 0 7 5  • CHICAGO, Suite 

1035 , 5 0 0  N. Michigan Ave.; Chicago, Dl. 6 0 611  (312) 6 4 4 -2 2 2 2  • N EW  YORK.
801 Secon d Ave., 16th F loor New York. N.Y. 1 0 017  (212) 6 8 2 -1 5 5 0  

PIT T SB U R G H . S te . 1130, 601  G rant S t.; Pittsburgh. Pa. 15219 (412) 3 9 1 -0 9 5 4  
B R U S S E L S . Shell Bldg.; B o ite  11 6 0  Rue Ravenstein, B -1 0 0 0  Brussels,

Belgium ; 5 1 3 .0 1 .4 9  and 5 1 3 .5 4 .0 5 ; Cable M A RPO RT; Telex 2 6 8 6 2  • HONG 
KONG, 1105 Tak-Shing House; des Voeux Road Central, Hong Kong 5 -2 50131 ; 
Cable B A L T P O R T ; Telex 7 5 4 5 6  • LONDON, Carolyn House; Dingwall 
Road, Croydon, England; CRO  3 E T  01-6 8 1 -1 9 1 8  or 1919; Cable BA L T P O R T ; 
Telex 9 4 4 5 8 4  • TO K YO , Yurakucho Bldg. 3 2 2 ; 10-1 Yuraku-cho 1 Chome, 
Chiyoda-ku; Tokyo 100 Japan (03) 2 1 2 -0 9 0 1 ; Cable BALTASIA; Telex J2 8 5 3 3

Maryland Port Administration The World Trade Center Baltimore, Maryland21202 Call Toll Free (800) 638-7519



Lykes 
Stakes 
Out 
A Future 
In Pacific
Compromise reached with APL and 
Sea-Land (but subject to MarAd 
approval) will enable Lykes to re-
place its present transpacific fleet 
of breakbulk and Ro/Ro ships with 
six 250 TEU containerships which 
will operate without subsidy. Four 
small H apag-Lloyd containerships  
w ill draw  subsidy during  2 -year  
interim. By Ralph King Jr.

A fiery dispute betw een Lykes Lines 
and two m ajor U .S.-flag competitors has 
been resolved with an unusual agreement 
over the role of subsidy in ship operation 
clearing the way for yet another major 
player in the fast-growing transpacific 
trades. The skirmish and its resolution 
provide a revealing glimpse into U.S.- 
flag relations, the methods used to 
pursue individual goals and the short-
comings of maritime promotion laws.

The agreement, American Shipper 
learned Feb. 27, will permit Lykes to 
operate under subsidy four 1,100-TEU  
ships acquired from Hapag-Lloyd along 
with its two existing Ro/Ro vessels, 
boosting current 18-day transpacific 
service to a weekly service by mid- 
September. The line will go off subsidy 
in the trade at the end of 1986.

Meanwhile, the New Orleans-based 
carrier is moving ahead with plans to 
build- six 2 ,5 0 0 -T E U  containerships 
abroad that will replace the six smaller 
ships, sources said. Under the pact, these 
would not be eligible for operating 
differential subsidy (O DS) when they 
enter transpacific service, expected 
sometime before 1987. The Hapag- 
Lloyd ship purchase is seen by Lykes as 
an interim step to this far greater 
expansion.

Now that the former fraternity of 
three has initiated a new member, 
American shippers will have four U.S.- 
flag steamship lines with weekly service 
to choose from before the year is out. It 
will also mean that the flag’s capacity in 
the transpacific could nearly double 
from its present 384,600-TEU  level by 
1987.

Protests Withdrawn. Vehement pro-
tests lodged by American President 
Lines and Sea-Land Service with the 
Maritime Subsidy Board (M SB) had 
threatened to derail Lykes’ plans to 
expand service this year. Elaborate legal 
arguments were filed by both U.S.-flag 
com petitors and haggling before the 
Board could well have dragged on for 
months.

Hoping to avoid what promised to be 
a co stly  d elay , L ykes o ffic ia ls  sat 
down with the two lines to hammer out 
a com prom ise with M SB ’s blessing. 
L aw y ers w ere busy fin a liz in g  the 
agreem ent at press time and MSB 
a p p ro v a l w as e x p e c te d  to fo llo w  
shortly.

In its protest last D ecem ber, APL 
argued that approval of Lykes’ expansion 
“would carry a very high probability of 
significant injury” and weaken “the solid 
footing of the remaining three [U .S.- 
flag] lines.”

Sea-Land had joined APL in requesting 
a hearing on the matter but had no 
objection to Lykes’ use of the four 
Hapag-Lloyd ships in the trade without 
subsidy. On the other hand, Lykes said it 
would be unable to operate the small, 
15-year-old vessels without government 
wage offsets for their roughly 30-man 
crews. Purchase of the ships is com plete 
and conversion contracts were to be let 
(two in U.S. shipyards and two abroad) 
by the end of March.

Apparently, Lykes traded off the 
possibility of obtaining ODS for its 
newbuildings for the chance to circum -
vent a protracted fight and operate 
interim ships on subsidy for the next two 
years.

Lykes Fights Back. Said W .J. Amoss, 
Lykes president, “We are going to be a 

major carrier in the 
transpacific and we 
will fight to get that. 
We want to be sure 
that our mission is 
recognized and if our 
competitors don’t re-
cognize it, we will 
punch them  in the 
nose.”

“T he w hole affair 
demonstrates the grave failure of the 
Merchant Marine Act of 1936 as applied 
to 1984 market conditions,” said Amoss. 
The sweeping maritime promotion law 
carried the proviso that proof of 
adequate U .S.-flag service on a subsidiz-
ed trade route could thwart approval of 
new subsidized sailings.

“The Act was designed to promote the 
merchant marine and now it’s holding it 
in chains,” said Amoss. He noted that the 
rise of intermodalism in extending the 
cargo reach  o f steam ship lines has

invalidated the trade route concept.
Moreover, the Act “sets up opportun-

ities for chilling and even killing bold 
and innovative moves that we like to 
reward in the United States. This issue, 
as many before it, illustrates the crying 
need for a re-write of maritime promo-
tion legislation,” he said.

Amoss faulted the “legal community” 
for jumping at every chance to use the 
language of such laws to block challenges 
to carriers established in a given trade. 
“It’s difficult for management to say no” 
to such offers for help when shareholders 
are looking over their shoulders, he said. 
“This com pany is not going to waste 
money on lawyers to try to stop other 
companies from doing business. “And 
we don’t intend to destabilize anybody. 
If U .S.-flag lines want good, fair 
competition, they’ll get it from Lykes. 
What [competitors] would really like to 
see is no Lykes service at all, and we 
don’t intend that to happen,” he said.

APL’s Case. APL general counsel 
Richard Tavrow  confirmed that “all 
sides have agreed as a matter of 
principle” to the negotiated settlement. 
He added, “If formalities are not 
resolved there won’t be a deal, but I 
believe they will b e .”

Sea-Land would offer no comment on 
the settlement because it had not been 
formalized. U.S. Lines took no part in 
the proceeding.

It is somewhat ironic that APL voiced 
the most strenuous objections since its 
service has the benefit of subsidy while 
Sea -L an d ’s and U .S. L ines’ do not. 
However, an APL spokesman noted that 
his company had spent two and a half 
years in obtaining subsidy coverage for 
26 additional sailings sometime ago. He 
said APL “thought it was not fair for 
Lykes to pull up into full-blown service” 
without an MSB determination.

The Oakland-based carrier’s protest 
leaned heavily on the assertion that 
Lykes had not provided sufficient proof 
that U .S.-flag service on the transpacific 
“is or will be inadequate,” as required by 
the 1936 Act.

APL supplied reams of data to show 
that Lykes’ new capacity coupled with 
U.S. Lines’ additional tonnage would 
bring the maximum U.S.-flag eastbound 
“capability” (capacity at 95% utilization 
divided by trade requirements) above 
the "50%: criteria that has traditionally 
marked the boundary between adequate 
and inadequate U.S.-flag service” over 
the next five years.

Call for Facts. In one of four projections, 
APL said U .S.-flag capability would go 
as high as 71% of eastbound trade 
requirements by 1986. The carrier had 
sought “resolution of each of the major,

Amoss
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Charting a course for tomorrow as well as today.
■  Head Office: Tokyo, Japan ■  New York Branch: Suite 5031, One World Trade Center. New York, N.Y. 10048, Tel. (212) 466-2800 ■  Agents: •  A t l a n t i c  

C o a s t  • Boston Patterson Wylde & Company • P h iladelphia  Lavino Shipping Company • Baltim ore Lavino Shipping Co. • Norfolk & Newport News 
Lavino Shipping Co. • Charleston Southeastern Maritime Co. ■ Savannah Southeastern Maritime Co. • Jacksonville  Southeastern Maritime Co. • 
Pittsburgh Lavino Shipping Company • A tlanta Southeastern Maritime Co. •  B u l l  C o a s t  . M iam i .Southeastern Maritime Co. • Tam pa, F la . Fiilejte, 
Green & Co. • M obile E. S. Binnings, Inc. • New  O rleans E. S. Binnings, Inc. • Galveston E. S. Binnings, Inc. • M em phis E. S. Binnings, Inc. • Houston 
E. S. Binnings, Inc. • D allas E. S. Binnings, Inc. •  P a c i f i c  C o a s t  • Los A ngeles Matson Agencies, Inc. • San Franc isco Matson Agencies, Inc. 
• Portland Matson Agencies, Inc. • Seattle Matson Agencies, Inc. - Vancouver B .C . Greer Shipping, Ltd. •  G r e a t  L a k e s  ■ C hicago International-Great Lakes 
Shipping Co. • Cleveland International-Great Lakes Shipping Co. • Detro it International-Great Lakes Shipping Co. • M ilw au kee .International-Great Lakes 
Shipping Co. • M ontreal March Shipping, Ltd. • St. John March Shipping, Ltd. • Toronto March Shipping, Ltd.



Four 1,100 TEU Hapag-Lloyd ships similar to the Elbe Express, (above) will help Lykes get started on its big Pacific venture.

material factual issues already identified 
as posed by the Lykes proposed findings 
in the broader context of the Far East- 
U.S. Pacific Coast trades.”

Specifically, APL requested discussion 
in hearings of “U.S. Lines plans and 
capacity, Lykes plans and capacity, the 
correct measure of the long tons/TEU 
conversion factor, plus the additional 
issue of allocation of capacity on vessels 
serving both California and the Pacific 
Northwest.”

To justify this request, APL made the 
case that “many commodities and large 
segments of the transpacific liner trade 
are tied in large measure, and in some 
instances almost entirely, to an individual

or group of national flag carriers...When 
that cargo is so excluded it must be found 
that U .S.-flagserviceis adequate without 
the addition of the massive new service 
that Lykes proposes to initiate.”

By 1986, U .S.-flag utilization would 
drop from  95% to 75% westbound and 
from 69% to 59% eastbound with the 
added Lykes tonnage, APL argued.

APL contended that “only three of the 
17 or more U .S.-flag lines which have 
been in post-war foreign service are sure 
to be in service in 1986.” Lykes was 
excluded from that group. It  urged the 
MSB to “reexamine its policies and 
broaden its objectives.”

A much less detailed request for a

hearing filed by Sea-Land argued among 
other things that approval of the Lykes 
application “would not result in any 
increase in the U .S.-flag share of the 
trade, but rather only a redistribution of 
cargoes among U.S.-flag carriers.”

One Sea-Land executive observed, 
“There’s so much capacity out there 
already. But if there has to be more 
capacity, it might as well be someone 
that speaks your language.”

Big Ship Economics. U.S. Lines, for its 
part, is building a dozen 4,000-TEU  
containerships in Korea. This move may 
have far greater impact on the stability 
of the trade than what Lykes is planning.

�..t

Pennsylvania Shipbuilding. We’re big enough
Pennsylvania Shipbuilding’s yard on the Delaware River is 
big, capable and conveniently located near Philadelphia.

We have 200 acres for shipbuilding and repair. The 
largest floating dry dock on the U.S. Atlantic Coast—196 
feet between wing-walls, with a lifting capacity of 70,000 
long tons. Six deepwater piers totaling over 3900 feet in 
length. Two 250-ton, three 70-ton and the largest floating 
crane in the U.S., with an 800-ton capacity.

With our shops and equipment, we can build ships as 
large as 400,000 deadweight tons and we can repair ships 
as small as 100 tons. We are experienced in slow-speed 
diesel engines and we’re uniquely capable at jumboizing 
ships. Our work-force works three shifts and delivers its 
ships on time and on budget.

A day out of service can cost you plenty. Whether it’s 
inspection or voyage repairs, we guarantee that you will
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Depending on actual deployment, the 
least efficient carriers would be most 
seriously disadvantaged by introduction 
of the huge ships. According to a recent 
study by consultants Tem ple, Barker & 
Sloane, containerships of 3,400-TEU  
capacity would have slot costs one-third 
below that of vessels half the size.

The breakeven point of the larger 
ships would be substantially less than the 
smaller and, as slot utilization dropped, 
the gap between respective breakeven 
points is likely to widen, TB S found.

‘D ifferent A pp ro ach .’ P resu m ably , 
Lykes’ strategy is to becom e solidly 
ensconced in the transpacific (where 
large vessels are most suitable and 
economical to operate) with big ships of 
its own while the getting is good. The 
line has actually wished to beef up its 
West Coast-Far East service for some 
time but was delayed because of its ill- 
fated purchase by L TV  Corp.

Importantly, it has bought time 
necessary to expand its sales force, build 
an intermodal network and increase con-
tainer pools. New terminal and container 
freight station arrangements will be put 
in place. The newbuildings are to be 
diesel-powered and manned with 21 
crew members. Lykes feels it has a 
strong base of national accounts on 
which to build. Since 1979, it has appeal-

ed to a narrow market with Ro/Ro ser-
vice but, noted Amoss, “When it comes 
to expanding volume exponentially, you 
have to use a different approach.”

Dire Warnings. The TBS study notes 
that such economies of scale will pose 
significant new barriers to entry into 
containerized trades and tend to force 
out small-scale, marginal operators. 
There are many of these in the 
transpacific today.

The study, presented by Michael Sclar 
and John G. Reeve at a conference in 
Hong Kong last D ecem ber, included

One twist in events that led to 
Congressional approval of Lykes’ con- 
tainership buy-in turned into a surprising 
opportunity for the developm ent’s chief 
opponent, American President Lines.

It seems that APL flexed a little 
political muscle just when the Lykes 
strategy was being tacked on to last 
Novem ber’s emergency budget bill. 
With the help of Sen. Pete Wilson (R- 
C alif.), a provision permitting APL to 
buy two foreign-built containerships 
was added at the last minute.

APL has until June 1 to apply for 
operating subsidy coverage of the ships 
and is sh op p in g  around fo r  likely  
prospects. Though no final decision to

dire warnings about overtonnaging in 
the trade. Between 1982 and 1988, 
eastbound liner shipments will increase 
annually an average 5-62 and westbound 
will grow 4-5%. In the same period, 
utilization will fall to 70-752 eastbound 
and 62-672 westbound. Overcapacity 
will peak in 1986.

“Ingredients for massive instability in 
the transpacific over the next several 
years are already in place,” the study 
concluded. Few er, larger carriers plus 
the addition of incremental cargoes are 
factors that could lend stability to the 
trade.

expand the fleet has been made, an APL 
spokesman said the firm is looking at 
ships which “could be bigger than the 
[2,500-TEU ] C-9s. The younger and 
bigger the better.”

The subsidy period is clocked for 25 
years after a qualified ship is built. Thus, 
the younger the ship, the longer the 
subsidy payment period. The two ships 
would be  U.S.-flagged by law.

“W e’d like to shoot for very cost- 
com petitive vessels,” the spokesman 
said. “And there are quite a few of these 
on the market now .”

As Lykes President W .J. Amoss wryly 
noted, “APL coattailed our amendment. 
They ought to thank Lykes for that.”

APL Goes Shopping For Two Big Ships

to turn your ship around in a hurry.
be gone again on schedule. With Pennsylvania Shipbuilding, 
you’ll get no false promises or lame excuses.

We have the facilities to handle several ships at once. 
So you never have to wait.

Our guarantee holds for all sizes and types of ships. 
We can dock a 400,000-ton tanker and a 5000-ton barge 
at the same time. We even use our 800-ton floating crane 
to lift tugs and small barges directly on to blocks set up

on the river bank.
We're Pennsylvania Shipbuilding. Write: Ship Repair 

Sales Department, Pennsylvania Shipbuilding Company, 
P.O. Box 442, Chester, PA 19016. Call: (215) 499-2160. 
Telex: 834226 (PENN SHIP CHER).

P e n n sy lv a n ia  ^ S h ip b u ild in g
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How Subsidized Lines Fared  
(January-O ctober 1 9 8 3 )

Company Gross Pre-ODS Accured Net
Revenue Income ODS Income

Am erican President Lines, Ltd. N /A N /A N/A N/A

Delta Steamship Lines, Inc. $ 196,698 $ (52,520) $ 38,710 $(13,810)

Farrell Lines Incorporated 100,489 (22,898) 14,414 (8,484)

Lykes Bros. Steamship Co., Inc. 335,928 (71,124) 71,534 410

Moore M cCorm ack Lines, Inc. 105,253 (19,511) 17,036 (2,475)

Prudential Lines, Inc. 69 ,920 (17,744) 10,529 (7,215)

United States Lines, Inc. 537,953 (2,309) 35,400 33,091

Waterman Steamship Corp. 156,966 (47,628) 16,165 (31,463)

Totals $1,503,207 $(233,734) $203,788 $(29,946)

Policy Decision Expected June 18
$29.3 million loss (after subsidy) by 
group carriers builds pressure on 
White House to establish its maritime 
policy. Source claims Reagan wants to 
unveil program at Kings Point gradua-
tion June 18, but is meeting opposition 
from Maritime Administrator Harold 
Shear. By Tony Beargie.

Against a gloomy backdrop of stag-
gering financial losses in the subsidized 
U .S.-flag liner fleet and a crisis situation 
facing the U.S. shipbuilding industry, 
President Reagan and his White House 
staff are reportedly working hard to 
com e up with a new maritime policy 
which Administration officials would 
like to unveil at graduation ceremonies 
to be held June 18 at the United States 
Merchant Marine Academy in Kings 
Point, New York.

Indeed, according to a highly reliable 
source who enjoys access to the White 
House, the President and his staff “are 
working like hell” to get a viable 
program together which will feature 
bilateral shipping agreements in time for 
the Kings Point ceremonies, but this 
effort is being bucked by Maritime 
Administrator Admiral Harold E. Shear.

It is understood that the bilateral 
approach envisioned by the Administra-
tion will not mirror the tightly knit 
agreements now in force between the 
U .S., Argentina and Brazil. Instead, the 
new policy would be on a “nation-by- 
nation” basis, open to all U .S.-flag and 
reciprocal flag carriers. “Plans call for 
cargo sharing but on a nation-by-nation 
rather than a company-by-company 
basis,” the source said.

O f course, if the new policy is 
announced at Kings Point, it will contain 
other elements designed to help both the 
ship operating and ship building sides of

the industry, but these were not made 
known. However, it is all but certain the 
biggest stumbling block so far in having 
the program ready by the June 18 
com m encem ent ceremonies is Shear’s 
opposition to the proposed bilateral 
policy.

The source indicated that he is 
thoroughly “fed up” with Shear’s perfor-
mance as Maritime Administrator, adding 
that “he (Shear) doesn’t really know 
what he is doing.”

Other officials in the industry view 
Shear in the same light, and are now all 
but signing off the Maritime Adminis-
tration for any kind of help, and are 
instead directing their efforts toward the 
White House where, as one source put it, 
“hope springs eternal.” In all seriousness, 
this official is encouraged over White 
House staffers’ earnest desire to quickly 
com e up with a new maritime program.

“His perform ance is sheer disaster, 
and I spell the word S-h-e-a-r,” a highly 
respected Washington-based association 
official told American Shipper.

Many officials would be happy if 
Shear would resign as Maritime Adminis-
trator, the same source said, adding, “but 
until the White House has had enough I 
don’t think that (Shear’s resignation) is 
going to happen.”

$29.9 Million in Losses. As the private 
sector becomes more and more disgrunt-
led with Shear’s performance, govern-
ment figures obtained by American  
Shipper show that seven subsidized 
steamship lines showed a stunning 
collective loss of $29,946,000 for the year 
to date as of October 30,1983. The $29.9 
million losses were accounted for after, 
not prior to, receiving some $203.7 
million in accrued operating differential 
subsidy payments during the period.

O f the seven liner companies listed in 
the government document, only United 
States Lines and Lykes Bros. Steamship 
Company made a profit during the 
reporting period. U.S. Lines had a 
respectable $33 million profit after ODS 
on gross revenues of $537.9 million, 
while Lykes showed a very modest 
$410,000 profit on $335.9 million in gross 
revenues.

It should be pointed out that without 
ODS neither Lykes nor even U.S. Lines 
would have registered a profit. Before 
ODS payments were made Lykes 
registered a huge $71.1 million loss, 
while U.S. Lines showed a $2.3 million 
loss.

The most staggering of losses were 
reported by Waterman Steamship Corp-
oration which stood at $31.4 million after 
receiving ODS. During the reporting 
period, Waterman’s gross revenues stood 
at $156.9 million, gross expenses at 
$204.6 million, with pre-ODS income 
showing a $47.6 million loss. Accrued 
ODS for Waterman stood at $16.1 
million.

Delta Steamship Lines cam e in second 
as far as losses are concerned, register-
ing a net income of minus $13.8 million 
on gross revenues of $196.6 million. I f  it 
had not been for $38.7 million in accrued 
O D S, the line would have lost some 
$52.5 million, the government figures 
showed.

The government figures showed that 
Farrell Lines lost $8.4 million after 
receiving $14.4 million in accrued ODS. 
The line’s gross revenues registered 
$100.4 million against gross expenses of 
$123.3 million. Without O D S, Farrell 
would have lost almost $22.9 million, the 
figures showed.

Prudential Lines lost some $7.2 million 
during the reporting period, the figures 
showed. Gross revenues totaled $69.9 
million, with gross expenses register-
ing  $ 8 7 .6  m illio n . A ccru e d  O D S 
amounted to $10.5 million. Without the 
subsidy, Prudential would have lost 
$17.7 million, according to the govern-
ment statistics.

Moore M cCorm ack Lines’ losses stood 
at $2.4 million after receiving $17 million 
in accrued O DS. Gross revenues totalled 
$105.2 million, against gross expenses of 
$124.7 million. Without O DS, Moore 
M cCorm ack (now operated as United 
States Lines, S.A.) would have lost $19.5 
million.

The figures show that the subsidized 
fleet is in dire straits, since only U.S. Line 
and Lykes made a profit during the 
reporting period. However, more signifi-
cantly, the figures show that ODS is 
absolutely critical even for the two profit 
making companies, for without the aid 
of O D S, these two lines would also have 
suffered losses.
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BERTH 
ANNOUNCEMENT

Jacksonville Shipyards 
proudly announces our newest dry dock.

''Jax Pride” 
Christened on May 7, 1983, 

Debuted, July 15, 1983. 
Length: 745'
Depth: 30'
Lifts: 30,000 tons

W!Tith the addition of "Jax Pride!' our 
newest floating dry dock, we've got 

two giant dry docks to accommodate ships 
in the 80,000-125,000 dwt class. Nobody 
else offers big ship service like that.

And when you sail in, you won't get 
bottled up. Because we have 2,500 
men working three shifts, seven days 
a  week to get the job done, and 
done on time. Plus weather's seldom

a  problem at Jacksonville. Thanks to our 
Florida location, almost every day's 
a  working day.

If you have a  ship that needs repairs, 
give us a  call. We'll show you how fast 
we can get you in, get it done, and get 

you underway again. Call or write: 
Jacksonville Shipyards, 750 E. Bay St., 
Jacksonville, Florida 32201. 
Telephone (904) 355-1711. Telex 56284.

Jacksonville Shipyards, Inc.
A SUBSIDIARY OF FRUEHAUF CORPORATION



Calhoon is “frustra ted” at Shear
Jesse M. Calhoon Is Irritated over 
Maritime Administrator Admiral Harold 
E. Shear’s failure to get the ball rolling 
on a new maritime promotional policy. 
Calhoon would like to get former 
Transportation Secretary Drew Lewis’ 
program off the ground. Aside from its 
well-known “five points,” it contained 
other provisions which would remove 
Navy Department regulations which 
prevent the construction of cost 
efficient and competitive U.S.-flag 
merchant vessels. By Tony Beargie

National Marine Engineers Beneficial 
Association President Jesse M. Calhoon, 
a long-standing supporter of the Reagan 
Administration’s maritime goals, is now 
losing patience with the lack of progress 
by Maritime Administrator Admiral 
Harold E. Shear in getting a new 
maritime promotional policy off the 
ground.

In an interview with American Shipper, 
Calhoon called Shear a “nabob of 
negatism” for his general performance as 
head of the Maritime Administration.

“To say the least, I am frustrated with 
Admiral Shear’s inaction in view of the 
crisis facing this industry,” Calhoon said.

In contrast, the M EBA President gave 
relatively high marks to White House 
and Department of Transportation policy 
makers. “The White House has been 
open and most receptive, and both 
former Secretary of Transportation 
Drew Lewis and the current Transpor-
tation Secretary Elizabeth Dole have 
been open and most receptive,” Calhoon 
said.

But despite these kind words for the 
White House and the D O T, Calhoon 
expressed some displeasure with the 
Administration as well. As things now 
stand, Calhoon said “the only policy the 
Administration has is the dismantling of 
all of the previous programs.”

Calhoon’s impatience was conveyed 
recently in a letter to House Merchant 
Marine subcomm ittee chairman Mario 
Biaggi (D-N.Y.). “The Marine Engineers’ 
patience is wearing thin,” Calhoon told 
the Merchant Marine subcommittee 
chairman. “We have supported this 
Administration’s initiatives from the 
start. We believe that their efforts to 
remove regulatory burdens have been 
laudable. However, we cannot help but 
be disappointed that after three years, 
there is still no comprehensive maritime 
program in place.”

Calhoon urged the White House to 
pressure the Department of Defense into 
making some room for the merchant 
marine in its annual budget. “Most of all, 
the Department of Defense must get the 
word from  the Oval O ffice  that the

When President Reagan signed the 
Export Trading Co. Act of 1982 on a pier 
along side a Sea-Land containership at 
Long Beach October 8, 1982, M EBA  
president Jesse Calhoon (standing left) 
was chosen to be at the President’s side. 
He has been a staunch supporter of the 
Reagan administration despite its cutback 
on maritime subsidy programs.

merchant marine is not some illegitimate 
child in the defense family, but a 
contributing m ember that deserves 
respect and a place in D O T ’s budget,” 
Calhoon said.

What is frustrating Calhoon is that 
absolutely nothing contained in former 
D O T Secretary Drew Lewis’ program is 
going anywhere and that “ridiculous” 
U.S. Navy regulations which have been 
on the books for decades are preventing 
U.S. companies from building cost 
efficient and competitive merchant 
vessels.

Efforts to nail down the foreign 
building option (the central feature of 
the Administration’s program) on a 
permanent basis have so far failed, 
Calhoon noted, while the whole five 
point program is bottled up on Capitol 
Hill where it received an icy reception 
last year from most members of the 
House Merchant Marine Committee. 
(For coverage, see the Septem ber 1983

issue of Am erican Shipper, pages 46-50.)
Calhoon in effect said the industry is 

no w in a real mess, since the construction- 
differential-subsidy (C D S) program is 
for all practical purposes a thing of the 
past and the foreign building policy 
appears to be a dead duck.

Lack Of Industry Support. Calhoon 
attributes Congress’ hostility towards the 
foreign building option to the fact that 
the Administration’s total package did 
not receive adequate support from the 
liner industry.

Indeed, the M EBA president noted 
that the Council of American Flag Ship 
Operators (CASO) cam e out against 
what he views as a crucial part of the new 
policy package — namely, increasing 
legal foreign investment in U.S. shipping 
ventures from 49% to 15%.

“They (the U.S. liner companies) want 
to build foreign, but they don’t want any 
com petition,” Calhoon said. CASO’s 
opposition to increasing foreign owner-
ship in U.S. companies “has divided the 
industry,” Calhoon said, adding that this 
new source of investment “is critical if 
we are going to save the existing liner 
com panies.”

“W e’re sitting here now with terminal 
cancer,” Calhoon said in reference to the 
depressed state of the maritime industry. 
“We have no CD S, and there’s no foreign 
building (as called for under the 
Administration’s program ). We are dying 
at a rate of about 5% per year.”

Back when Drew Lewis was Secretary 
of Transportation M EBA supported his 
program, Calhoon said. He described 
this initiative as “fairly radical” inasmuch 
as it was an attem pt to get the govern-
m ent bureaucracy “out o f the ship-
owner’s business and allow him to build 
the type of ship he wants and where and 
when he wants.”

Navy Requirements. Calhoon hit out at
what he termed “ridiculous” Navy 
Department requirements for new ship 
constructiion which in effect bar the 
building of cost efficient slow speed 
diesel propelled vessels. Another regu-
lation which Calhoon would like to see 
undone is one which requires vessels 
built with subsidy or operated with 
subsidy to be self-contained, which 
means that the ships in question have to 
be  able to load or unload with their own 
gear and cruise at a speed of at least 20 
knots.

These two regulations, which are still 
on the books but would have been 
removed under Lewis’ program, “are 
killing us,” Calhoon said. “The Navy has 
pushed these two requirements on the 
maritime industry, and MarAd is fronting 
for the Navy,” Calhoon charged.

The first requirement, which works
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against using slow speed diesel engines, 
dates back about 40 years when the 
Navy put out a prohibition against the 
use of cast iron fittings. At that time, 
Calhoon said, there were three slow 
speed diesel manufacturers in this 
country, namely, the Sun Doxford in 
Chester, Pa.; Hamilton Engine Works, 
Hamilton, Ohio; and Nordberg Diesels, 
Milwaukee, Wisconsin. After the Navy 
regulations were put into e ffect these 
firms went out of the marine diesel 
business, Calhoon noted.

Later, due to advances achieved in the 
space program, the U.S. developed the 
technology to build diesel engines with 
fabricated bases but, when foreign 
engine manufacturers applied this new 
technology, the U.S. “was in a Catch-22 
situation,” since all components, accord-
ing to the law, had to be  U.S. made. 
Since the diesel manufacturers had 
already gone out of business, the U.S. 
merchant marine again was denied the 
use of slow-speed diesel engines, Calhoon 
said.

This regulation is costing the U.S. 
merchant marine a lot of money since 
diesel engine construction would save 
some $2,750,000 in fuel savings per 
average ship, per year, which in turn 
would produce a crew savings estimated 
at some $1,750,000 per ship, per year, 
Calhoon said. Total savings would 
amount to $4.5 million per vessel, per 
year, if the Navy requirement were 
removed, Calhoon said. “That is the cost 
that the federal government has put on 
every merchant ship, which just about 
equals crew wages,” the M EBA Chief 
said.

“$4.5 million is being thrown away 
each year (per ship) because of these 
ridiculous regulations,” Calhoon said.

The requirement for subsidy-built and 
subsidy-operated vessels to be self- 
contained and to cruise at least 20 knots is 
also hurting the industry, Calhoon said, 
adding that Sea-Land Service years ago 
was able to go into the container business 
because the line was not tied into the 
construction regulations since it was 
unsubsidized. So, in Sea-Land’s case, 
“MarAd could not dictate what type of 
ships to build or convert,” Calhoon said.

Of all the ships being built abroad 
under the so-called foreign building 
“window” which ended in Septem ber of 
1982, the government is insisting that 
these features be included. For example, 
the prohibition against cast iron fittings 
cost one shipowner some $900,000 for 
two ships, Calhoon said.

Calhoon thinks it is unfair for the 
maritime industry to have to pay for 
these national defense features when 
similar requirements do not apply to the 
rail, air and truck lines. “If the Pentagon 
wants these features, then the Defense

Some vessel operators at Barbours Cut Terminal have completed 
almost 1,300 cargo moves in a month with no errors.

Barbours Gut Terminal:
Increasing efficiency 
through teamwork!

C an you better a 99.8  percent accuracy rate?
T h e  vessel operators at Barbours Cut Terminal think 

they can.
N ow  holding a 99 .82 percent accuracy record for coor-

dinating container moves between ships and the container 
yard, they are working hard to increase that percentage.

T h e  vessel operators— just part of the Port of Houston 
Authority’s personnel team  dedicated to reducing turnaround 
tim e, cutting equipm ent downtime and continually improv-
ing service at Barbours Cut, the most modern container 
facility on the G ulf of M exico.

P. O . Box 2562/Houston , T X  77252 
(713) 226-2100/TW X: 910-881-5787 

60 E ast 42nd S t ./N ew  York, NY 10165 
(212) 867-2780
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THE PORT OF BOSTON 
IS THE GATEWAY 

TO NEW ENGLAND’S 
HIGH-TECH MARKET!

High-tech is New England’s fastest growing industry —  
nobody knows this better than Massport. It’s why Massport 
has worked to make sure the Port of Boston continues to 
meet the ocean transportation needs of these world leaders 
in electronics, computers, and medical equipment. Massport 
operates three marine terminals, with a fourth under con-
struction. These terminals are Massport’s financial commit-
ment to maintain a modern transportation system for New 
England’s dynamic industries.

Massport has a professional maritime staff to provide infor-
mation on Boston’s terminals and transportation services. 
Write or call for more information. Massport, 99 High Street, 
Boston, MA 02110.

Departm ent ought to pay for them ,” 
Calhoon said.

Calhoon’s Five Point Proposal. Aside 
from removing the Navy Department reg-
ulations, Calhoon would like the Admin-
istration to com e up with a program 
containing the following key points:

• The nailed down right to build 
foreign and still obtain the benefits of 
operating differential subsidy, or else 
full (subsidy) parity to build in the U.S.

• Bilateral, nation-by-nation maritime 
agreements to counteract the effects of 
the U N CTAD  liner conference code 
which is now in effect.

• Increasing foreign investment in 
U.S. shipping from  the current 49% limit 
to 75%.

• The removal of federal income 
taxes from crew wages.

• Allow shippers an investment tax 
credit on freight rates charged by U.S.- 
flag companies.

As far as U.S. construction is con-
cerned, Calhoon said, “I would much 
rather build here but don’t ask the 
shipping industry to pay for a ship-
building base. This is a government 
obligation.” But if U.S. construction is to 
take place, it must be accom panied by 
full parity, which means 6.5% reduction 
in interest rates. If this were to occur, a 
savings of about $3.5 million per ship per 
year could be achieved, Calhoon said. 
When added to the $4.5 million after 
removing Navy regulations, an $8 
million per ship per year savings could 
be achieved, Calhoon said.

On the U N CTAD  Liner Conference 
Code issue, Calhoon said that the 
government “has to address this, and the 
proper way is through nation-by-nation 
bilateral agreements.”

“And then, when you do all of this, you 
still have wage and tax problem s,” 
Calhoon said, stressing that much of this 
nation’s competition lives “in a tax-free 
world.” For example, Scandinavians 
allow tax-free wages for maritime crews 
“and that is what we are competing 
against.” Calhoon said his union members 
would take a wage reduction equal to the 
tax reduction if this policy were put into 
effect. “The law could be written so that 
if a union refuses to take a wage cut its 
members would be denied tax-free 
incom e,” Calhoon said.

An investment tax credit for using 
U .S.-flag ships would be  welcomed by 
American shippers, Calhoon said, “and 
they would use U .S.-flag ships whenever 
possible.”

“These are the kinds of things the 
government has to do if we are ever 
going to have a viable merchant marine,” 
Calhoon concluded. “W e’ve got to look 
at what our foreign com petitors are 
doing and then match them.”
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French: Tighten Up Boggs Bill
Larry French’s Message To Industry 
Officials: Cut Off Financial Contribu-
tions From  Politicians Who Refuse To 
Go Along With A Strong Cargo Reserva-
tion Bill By Tony Beargie

C. Larry French, the new chairman 
and chief executive officer of the Nation-
al Steel and Shipbuilding Company, has 
quite candidly urged maritime officials 
to withhold contributions this election 
year to politicians who refuse to support 
strong cargo reservation legislation which 
would not only help the merchant 
marine and ailing shipbuilding industries, 
but “smokestack” industries as well.

In an address to a packed luncheon 
gathering of the Joint Navy League/- 
Propeller Club luncheon in Washington,
D .C ., French hit out at the Adminis-
tration’s foreign policy, and instead 
urged strengthening legislation sponsor-
ed by Rep. Lindy (Mrs. Hale) Boggs (D- 
La.) with an amendment requiring that 
all vessels built under the bill be 
constructed with American components.

Citing the need to keep the nation’s 
smokestack industries alive, French 
voiced concern over the Boggs approach 
which would encourage U.S. shipyards 
to use foreign components. “Domestic

sources of many components are already 
disappearing, and unless some incentive 
is given to these manufacturers, our in-
dustrial base will also slowly sink in the 
quicksand of oblivion,” French predicted.

French called for “an on-going study” 
to find out what minimum industrial 
base is needed to rally these capabilities 
during times of national emergencies.

Fifth Leg Of Defense. French frequently 
referred to these smokestack industries 
as the nation’s fifth leg of defense, 
following the fourth leg, namely the 
merchant marine/shipyard mobilization 
base. The fifth leg industrial base is in 
even “graver danger” than the maritime 
base, French contended.

The shipbuilding executive admitted 
that a “Buy Am erican” program would 
increase shipping costs, but that these 
higher costs could be  covered by taxes 
“as other national defense costs for the 
Army, Navy, and Air Force are paid.”

The “sm okestack” amendment would 
create jobs not only on the shipbuilding 
seacoasts, but throughout the country as 
well, French said.

Higher cost payments could be made 
directly to vessel operators in a way that 
is similar to payments made under the

Maritime Administration’s operating- 
differential-subsidy program, French 
said. Under this system, shippers would 
pay the lower so-called “world rate” 
while vessel operators would be reim -
bursed by the government for the 
differential betw een the higher rate and 
true costs, French said.

A second approach might cover tax 
breaks fo r shippers using U .S .-fla g

“I am sure there are no end  
of ways our ingenious bureau-
crats in Washington could  
devise to resolve this problem  
once the concept of using 
general taxes is accepted,”
vessels, French suggested. “I am sure 
there are no end of ways our ingenious 
bureaucrats in Washington could devise 
to resolve this problem  once the concept 
of using general taxes is accepted,” he 
said.

Light Taxpayer Burden Seen. “I person-
ally believe that the actual costs to the 
taxpayers would be little, if anything,” 
French told his Washington audience. 
“The jobs created by the program, plus 
the other jobs created in the general 
econom y as a by-product of the 
program , would generate taxes and

LOOKING FORA DEEP 
WATER PORT SITE?

Here’s a private terminal in 
Jacksonville, Florida that offers 
everything a major importer/ 
exporter needs.

•200 + acres - waterfront/ 
industrial zoning 

•Significantly reduced permitting time 
•1,280' bulkhead (3,673' frontage)
• 38' deep channel
• Lay berthing facilities including fresh 

water, phone, electricity and guard ser
vice negotiable

•Direct rail connection 
•Access to interstate highways 

Dunn’s Terminal can easily be 
adapted as a general port facil
ity, waterfront manufacturing 
site or bulk liquid/dry storage 
terminal. It offers you an ideal 

location for servicing European, South 
American, African and Southeastern U.S. 
markets.

Call or write Randy Crete at Mode 
Realty, Inc. for detailed site plan, engi
neering and environmental details.

DUNN'S TERMINAL
Suite 654, Florida National Bank Bldg. 

Jacksonville, FL 32202 (904) 355-0030, (904) 356-4232
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reduce government support program 
costs in many ways. A program which 
improves our national defense and 
creates jobs in the population levels and 
(in) the geographical areas where they 
are needed is certainly desirable.”

French characterized the Administra-
tion’s support for the controversial 
foreign building option (which is in 
serious trouble on Capitol Hill) as “futile 
and harmful” since money spent to buy 
foreign vessels “does not create jobs, 
taxes or an essential industrial base” in 
the U.S. Instead, this policy has the 
negative e ffect of exporting jobs and 
money, while the nation’s industrial base 
becomes neglected, French contended.

And, in any event, the foreign built 
ships, in the long run, will not maintain a 
viable merchant fleet, French warned, 
since they still must sail with higher crew 
costs and must make profits. “No matter 
what concessions the (ship) owner may 
obtain from maritime unions, American 
seamen will not sail at wages that attract 
citizens from countries with poorer 
economies,” French said.

In order to survive, French predicted 
that those same U.S. vessel operators 
pushing the foreign building option will 
“sooner or later” com e back to the 
government for “additional subsidies 
and/or cargo reservations.” He added: 
“An American merchant marine, even 
using ‘world price’ ships, forced to pay 
higher than ‘world price’ wages and 
unable to survive on ‘world price’ 
profits, will never be a healthy industry.”

French urged that the governmental 
action “now, not next month, next year 
or two or more years hence,” stressing 
that the national defense is the govern-
ment’s responsibility. “We surely cannot 
expect that industry will bail the 
government out in terms of items for 
which it is unwilling to pay,” French 
declared.

The shipbuilding official hit out at 
government policy “which artificially 
supports the price of peanuts, subsidizes 
the production of tobacco, and pays 
farmers billions of dollars to idle their 
land, and then allows the minimum base 
of our ‘smokestack’ industries and our 
merchant marine to die of neglect.”

Pocketbook Power. Calling for a 
reordering of the nation’s priorities, 
when it comes to federal support, 
French then turned to the power of the 
private sector’s pocketbook.

“If you believe, as I do, in the 
importance of our merchant marine and 
industrial base, I hope you will do as I 
intend to do. When I receive requests 
from politicians, incumbents or challen-
gers, for support, financial or otherwise, 
I intend to ask them where their 
priorities are,” French said.

Calhoon 
Seeks 

Operator 
For Ships

Will call for bids in late March 
from  com panies interested in 
operating two 2,000 T E U  
containerships being built in 
Korea with about $12,000,000  
of funds from  M EBA pension 
trust fund. By Tony Beargie

After traveling a few rocky roads 
along the way, a four- year-old plan by 
Jesse M. Calhoon, president of the 
National Marine Engineers Beneficial 
Association, to build two merchant 
vessels has finally jelled.

Unlike the original planned venture 
announced in 1980, Calhoon’s union will 
be the sole owner of the two container 
vessels which are now being constructed 
at the Samsung shipyard in South Korea 
at a relatively low cost of $29,990,000 per 
vessel.

The construction price represents a 
good break for M EBA, since it is $5.49 
million lower per vessel than under a 
previous contract signed with Samsung 
in May of 1982, when Calhoon’s union 
was in partnership with ABC Container- 
line. At that time, M EBA had a 752 
interest in the venture, while ABC had a 
252 interest.

Now, two years later, after an out-of- 
court settlem ent under which M EBA 
agreed to buy out ABC Containerline’s 
interest, Calhoon’s union is the sole 
owner of the vessels. Aside from  the 
ownership change, other differences 
have emerged.

Indeed, from  1980, when the venture 
was first announced, up until ABC 
Containerline got out of the deal, plans 
called for the construction of two unique 
combination container/breakbulk car-
riers to carry containers from Europe to 
Australia and New Zealand and then on 
the return run to transport dry bulk cargo 
to the U.S. Gulf and Europe.

This com bination scenario was also 
envisaged when the plan was first 
announced in 1980. However, at that 
time the Maritime Administration’s con-
struction differential subsidy program 
was still in place, but as time went on the

program was dismantled and the appli-
cation never made it through the 
government agency.

However, studies commissioned for 
MEBA indicated that full containerships 
would be more economically viable than 
the combination vessels. Another change 
is that the vessels will now be chartered 
out to the most competitive bidder.

Bids have already gone out and there 
has been a great deal of interest 
expressed by both U.S. and foreign flag 
o p era to rs  in ch a rte rin g  the sh ips, 
according to First American Bulk Carrier 
Corporation’s vice president, secretary 
and treasurer David Leff. (L eff is also 
the executive director of the Joint 
Maritime Congress, a Washington, D .C.- 
based trade association whose member 
companies have contracts with M EBA.)

Despite the fact that the vessels will 
not have bulk capacity, Calhoon decided 
to retain the orginal FA BC name of the 
company.

After rounds of renegotiating the 1982 
contract, FA BC  (but in reality M EBA) 
and Samsung agreed to build two 
containerships capable of carrying 2,000 
tw enty-foot equivalent unit boxes, of 
which at least 308 will be refrigerated 
containers.

The containers will be “heavier than 
usual,” L eff said, and therefore “able to 
accom modate the heaviest containerized 
cargo in the world.”

As was noted, construction has already 
begun and M EBA has been guaranteed 
“firm ” delivery dates, namely in August 
1985 for the first ship and November 
1985 for the second vessel, L eff said.

M EBA is putting up 20% of the 
approximate $60 million package from 
its well-heeled pension fund, while the 
remaining 802 is being financed by the 
Korean Export-Im port Bank, L eff said.

FA BC will be sending out bid requests 
to prospective charterers around the end 
of March. Replies are due back by the 
end of May. They will then be turned 
over to a financial institution for 
evaluation and recommendation as to 
which offer will give FABC the best 
return on investment.

L eff said there is “a lot of interest” in 
the vessels on the part of both U.S. and 
foreign flag operators.

The new ships will be constructed 
with slow speed, number 6 RTA 76 
diesel engines.

For coverage o f previous develop-
ments concerning the FA BC venture, 
please refer to the following issues of 
American Shipper: Septem ber 1980, 
pages 22-32; May 1982, page 34; and 
April 1983, page 4.

FA B C ’s president is Leon Shapiro, 
recently retired secretary-treasurer of 
MEBA. Calhoon, L eff and Shapiro all 
serve as directors of the company.
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WHO CALLS 499 PORTS.. 
IN ADDITION TO GDYNIA?
•  W ho makes direct calls 

at Halifax, New York, 
Baltimore and 
W ilm ington, NC?

•  W ho offers a weekly 
service to Europe and 
Scandinavia?

•  W ho operates 35 lines 
calling 500 ports in 95 
countries?

•  W ho calls ports at the 
center of Europe's road 
and rail infrastructure?

•  W ho offers a mini-land- 
bridge service from the 
U.S. West Coast to Europe 
and Scandinavia?

•  W ho calls LeHavre, 
Rotterdam, Bremerhaven 
and Gdynia direct?

POLISH 
OCEAN 
UNES. 
THAT'S WHO.
SURPRISED? tV\ar\y people are.
Call us. We've got a lot more eye-opening, money-saving 
information for you—competitive rates; competitive schedules; 
technical advice; marketing know-how; and the staff and 
experience to put your mind at ease. The call you make to us 
may well turn out to be one of the best investments you've 
made in a lonq time.

P O U S H  O C E A N  LINES
. . .continuous operation in
North America since 1930.
G enera l Agent:
G d yn ia  A m erica  Line, Inc.
(212) 9 3 8 -1 9 0 0



_ _  m _  -  — ^  ■ They suggested that the Marine Board of
N e w  F i n a n c i n g  P d C K a g e  T O T  s n i p s  the National Academy of Sciences be

asked to take on the project.

MarAd Advisory Board panel pro-
poses changes in Title XI and job 
preservation  c red it to  help U .S . 
shipyards. By Tony Beargie

In an effort to make the Maritime 
Administration’s Title XI program more 
effective and also to help the U.S. 
shipbuilding industry, the finance subcom-
mittee of the Maritime Advisory Board 
has proposed a seven point program, 
which is now being reviewed by 
Maritime Administrator Admiral Harold
E. Shear.

Essentially, the proposed program 
calls for:

• Widening the range of guarantee 
fees for Title XI bonds from the current 
range of 0.52—12 to 0.252—22.

• Expanding MarAd’s co-financing 
efforts.

• MarAd acting more like a conven-
tional lender.

• Requiring standard designs with no 
change or minimal change orders in 
order to get Title XI bonds.

• Doing an analysis of current Coast 
Guard regulations, which both shipyards 
and ship operators claim add to the cost 
of building American flag vessels.

• Recommend that Congress enact a 
Job Preservation Credit for work done in 
U.S. shipyards for both U.S. and foreign 
customers.

• Allow naval architects to analyze 
vessel designs rather than MarAd 
employees.

The finance subcommittee, headed by 
Vincent Cannaliato Jr., senior vice 
president of Smith Barney, Harris 
Upham & Company, urged that the Title 
XI bond guarantee fees not be held at a 
flat 12 for all companies, as is now being 
proposed by MarAd. Instead, a more 
flexible system should be initiated, the 
finance subcommittee said.

“By raising the costs of a Title XI 
financing and thereby reducing the spreads 
from treasuries, this would eliminate the 
use of Title XI bonds for virtually all 
strong credits,” the finance subcommittee 
said in a policy reform paper.

Proposed Co-Financing Expansion. It
was proposed that MarAd expand its co-
financing activities by sharing first 
mortgages on a “para-passu” or equal 
basis with commercial lenders; making 
Title XI to take first losses before 
commercial lenders; having Title XI 
cover 252 of debts, with commerical 
lenders covering 752; and allowing 
MarAd to charge up to 42 of the 
guarantee fee for its portion of the debt. 
The above reported steps “would not

increase the present exposure for MarAd 
in actual dollars, but would reduce the 
maximum potential exposure,” the policy 
reform paper said.

In order to function more like a 
conventional lender, “MarAd should let 
market conditions determine the best 
time to place the bonds rather than 
assigning an arbitrary ‘window’ irres-
pective of market rates,” the finance 
subcommittee advised. This market 
approach “will also make the investment 
bankers be as competitive as they are in 
other markets,” the policy advisors said, 
adding that under this system MarAd 
would “have the right to override during 
unusual market conditions as well as 
retaining the right to approve rates.”

The fourth point of the proposed 
program simply states that “MarAd will 
only approve vessels for Title XI bonds 
that use a standard design with no 
change or minimal change orders.”

Authors of the proposed policy reform 
noted that current criticism of Coast 
Guard construction regulations by both 
shipbuilders and vessel operators “will 
continue as long as there is no definitive 
analysis of” the rules and regulations as 
compared to those established by the 
following entities:

• The American Bureau of Shipping
• Norfke Veritas
• Norwegian Sea Control
• Germanscher Lloyd
• German Sea Control
• Lloyds
• British Transportation Dept.
• NKK (the Japanese Classification 

Society)
“A definitive analysis comparing the 

U.S. Coast Guard rules and regulations 
line by line, item by item with the 
foregoing on an estimate cost basis 
would certainly resolve the continuing 
problem ,” the MarAd advisors said.

Job Preservation Credits? Perhaps the 
most significant part of the proposed 
program as far as the U.S. shipbuilding 
industry is concerned is the idea to 
legislate a Job  Preservation Credit for all 
work performed in U.S. shipyards by 
both American and foreign companies.

It is proposed that the credit could be 
in the form of a full tax credit (similar to 
Investment Tax Credits) or in cash by 
the U.S. Treasury. The credit amount 
would equal reduced labor and manage-
ment costs.

The authors of the policy reform 
paper gave the following example 
showing how the credit would work:

“If labor reduces wages and benefits 
by 152 and management reduces profits 
by 152 for the construction of a newly 
built J  ob Preservation Credit vessel, then 
a 152 tax credit should be given. This will 
reduce the cost of building new vessels in 
U.S. shipyards by 302 and hence we will 
build vessels that would not have been 
built here. It would stop the flow of our 
workers out of our shipyards and create 
new jobs for Americans instead of (jobs) 
for Koreans and Japanese.”

Shipbuilders’ Council Reaction. The
Shipbuilders Council of America was 
not very excited over the proposed 
package.

“Until U.S.-flag carriers get cargo, 
nobody is going to build ships in the 
U.S.,” W. Patrick Morris, vice president 
of the Shipbuilders Council of America 
told American Shipper.

Morris feels that in the current era of 
high deficits, the Job Preservation Credit 
would have a hard time in winning 
support from government policy makers. 
“With all of these deficits, the idea of a 
Job Preservation Credit could be asserted 
to be another loophole in the tax code,” 
Morris said.

Photo Credit
F ra n k  C le w is ,  d i r e c t o r  o f p u b l ic  
re la tio n s  and m a rke tin g , o f T am pa  
P ort A u th o r ity , p ro v id ed  the  e xce lle n t 
p h o to  used on  th e  cove r o f last 
m o n th ’s m agaz ine  to  illu s tra te  the  lead 
s to ry  on th e  “ S h ip ya rd  D ile m m a .” An 
u n u s u a lly  la rge  n u m b e r o f in d iv id u a ls  
have co m m e n te d  on the  s tr ik in g  
des ign  c rea ted  by th e  a n c h o r cha ins  
la id  o u t fo r  san db las tin g .

58 A M E R IC A N  S H IP P E R : A P R IL  1984



We've done our homework. 
Now you do yours!

INTRODUCING THE MOST CURRENT AND COMPREHENSIVE TEXTBOOK 
ON PORT MANAGEMENT AND OPERATIONS.

The Port of Oakland, one of the largest, 
most advanced general cargo seaports 
in the world, has provided technical 
assistance and training to port admini�
strators for years. Now, the advice and 
the instructional methods developed 
for these programs is available in a 
new textbook, Modem Marine 
Terminal Operations & Management, 
by Captain Warren H. Atkins, a senior 
instructor in the Port of Oakland’s resi�
dential training program.

Written in cooperation with the 
Maritime Division of the Port of 
Oakland, the textbook covers every 
important aspect of marine terminal 
management, including:
- A description of the various types of 

terminals and the responsibilities of 
management

- Essential considerations when build�
ing a terminal, how to get equipment 
and how best to use it; how the major 
container handling systems compare

- An overview of the entire container 
cargo operation

- Terminal planning for vessel 
operations

- Handling of special cargo
- Training outlines for instructors, 

management and supervisors
- A glossary of more than 500 terms
- List of references and index.

It’s the industry’s only comprehen�
sive guide to port operations and man�
agement, proven in training and assis�
tance to more than 100 port personnel 
in 10 nations. It’s bound to be one of 
the most valuable reference books 
you’ll ever need.

Modem Marine Terminal Opera�
tions & Management. Send away for 
a copy today.

PORT

6 M a n d
66 Jack London Square, Oakland, CA 94607

I--------------------------------------------------------1
Modern Marine Terminal Operations & 
Management

Price: $75.00 each, including handling 
and postage (surface mail inside U.S.),
$85.00 each (surface mail outside U.S.). For 
shipment by air, add $5.00 U.S. or $10.00 
overseas. Please include 6% sales tax for 
delivery within the state of California.

For overseas orders, international 
money orders only please.
Please send copy/copies. I enclose
a check or money order for $_____________
payable to Port of Oakland.

Name

Address

City

State Zip

Phone/Telex

L

Mail to: TEXTBOOK, Port of Oakland,
66 Jack London Square, P.O. Box 2064, 
Oakland, CA 94604.

Volume discounts available. For details 
call 800-227-2726 or Telex 336-334. J



B O O K  R E V IE W

Oakland Shares Its Expertise

Instant 
Information 

from ITS
Within a few hours after the FMC or 

ICC releases notices, decisions, or rul-
ings which are important to carriers and 
shippers, ITS regulatory specialists have 
reviewed and analyzed the change in-
formation and transmitted it to their clients 
who need to know.

Across the country and around the 
world, carriers, shippers, and freight for-
warders use the resources and fast pro-
duction facilities of ITS to help them 
save time . . . avoid costly filing errors 
..  . and maintain their competitive posi-
tion in the transportation industry. 
Watching sero ice-  provides a detailed 

overview of the tariff activities of 
any or all competitors on a daily or 
weekly basis.

Pricing serv ice— offers immediate up-
dates on current tariffs for commod-
ities by categories, by trade routes, 
etc.

Filing S e rv ic e -handles complete 
tariff filing requirements from re-
search and preparation through 
publication and distribution.

C ustom ized serv ice -provides a set 
of systems and procedures de-
signed by ITS specialists to meet 
the specific needs of a client.

These timely reports can help save 
many hours of staff time. And more im-
portantly perhaps, you'll have the most 
reliable pricing information available 
anywhere. More than 800 clients around 
the world already depend on ITS for 
complete reporting of changes in tariff 
rates and regulatory requirements.

If you need the most accurate, up-to- 
the-minute information and the fastest, 
most dependable filing services avail-
able anywhere — you need to know more 
about ITS.

One or more of the services offered 
by ITS can help you save time and avoid 
costly errors. To learn more about how 
our professional tariff services can give 
you a competitive edge, write or call 
A1 Woodruff today at 202-347-8770.

In tern atio n a l T a riff S e rv ic e s , Inc.
8 15  Fifteenth Street Northwest# Washington, D.C. 20005

•  Cable: INTASERV •  TLX/TW X: 7 1 0 /822 -9540

There’s no substitute for experience if 
you are content to spend the rest of your 
life working cargo on the piers.

Steamship terminal and stevedore 
operations consume up to 25% of the 
money which shippers pay for ocean 
freight. It is the largest single cost factor 
in the ocean trades, and the men placed 
in charge of these multi-million dollar 
operations are (or should be) cost 
conscious, systems oriented managers 
who are moving up within the industry 
and do not have a lifetime to gain 
experience.

The only good substitute we have ever 
encountered is the authoritative textbook 
Modern Marine Terminal Operations 
and Management written by Capt. 
Warren H. Atkins in cooperation with 
the Maritime Division of the Port of 
Oakland and published by the port.

The book is magnificently detailed 
with photographs, drawings, work sheets 
and efficient procedures used in every 
aspect of terminal operations. No other 
manual we have ever seen comes close to 
it in usefulness to managers. It is equally 
valuable to lower level operating person-
nel anxious to learn something beyond 
what they have been able to gain solely 
through personal experience.

Captain Atkins is a senior instructor on 
the port’s training staff. Oakland has 
been offering training programs since 
1978. More than 100 staff members from 
the ports of developing countries have 
taken part, both in Oakland and on-site 
in their own countries.

As a result of a year-long on-site 
special training program in Lazaro 
Cardenas, Mexico, Oakland created 
training m aterials and procedures 
manuals dealing specifically with the 
tasks involved in the day-to-day opera-
tion of an efficient general cargo and 
container terminal.

Oakland is the leader among United 
States ports in offering training for 
foreign nationals. Last year three delega-
tions from Ethiopia and one from 
Dalian, Peoples’ Republic of China, 
received training in Oakland. In addition

to Ethiopia, China and Mexico, trainees 
have come from Korea, Panama, the 
Philippines and Micronesia.

The text is available to the public from 
the Port of Oakland for $75, or less if 
ordered in volume quantities.

Further information on the Port of 
Oakland’s training program will be 
provided on request by writing Walter 
A. Abernathy, executive director, Port of 
Oakland. Orders for the Port’s textbook 
should be submitted to: TEXTBOOK, 
Port of Oakland, 66 Jack London Sq., 
P.O. Box 2064, Oakland, CA 94604.

Richmond Revives  
Ship Repair Yards

Port Richmond Shipyard Inc., the 
private company that has operated 
Richmond’s No. 3 yard since last April, 
has received contracts from Military 
Sealift Command for repairs and refur-
bishing of USNS Meteor and USNS 
Taluga. Also in the last six months the 
yard has received contracts for numerous 
barges and outfitting of Navy personnel 
boats.

The private company has refurbished 
two drydocks at the port, including 
gates, cranes and pumping systems, and 
the remaining three drydocks are schedul-
ed for similar work. The company is 
headed by Charles Koffler who has 
experience in ship repairs, specializing in 
electrical systems. Once fully rehabilitat-
ed to cope with drydock and topside 
repairs, Richmond’s yards will be in a 
position to compete for the Navy’s one- 
bid packages and future plans include 
obtaining a Master Ship Repair Certifi-
cate enabling it to bid on larger naval 
vessels including combat ships.

The Richmond operation currently 
employs 280 and there is said to be the 
potential for employing up to 3,000 
persons. However, as the area was 
designed as a Labor Surplus Area by the 
Department of Labor, this should help 
the shipyard in bidding for government 
contracts set aside for such areas.
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‘A l l i g a t o r  
i l k ”

(for shippers wanting 
to make a mark in Japan and Asia.)

When it comes to containershipping, you’ll find 
Mitsui O.S.K. Lines’ Alligator mark on the widest 
variety of containers to meet every shipping need.

On four routes (over 230 sailings a year) serving 
both coasts of the USA, Japan and the Far East.

On a couple of comprehensive rail bridges (Mini 
and Micro) serving the U.S. interior and Gulf States.

Wherever dependable on-time delivery is essential, 
it’s the mark you can count on.

Port to port, people to people-100 years

M i t s u i  O . S . K .  L i n e s
Head Office: Tokyo, Japan

New York Branch: Tel. (212) 432-4500 OFFICES -  Chicago: Tel. (312) 828-0720 Cleveland: Tel. (216) 331 -8400 Montreal: Tel. (514) 842-7605 Houston: Tel. (713) 683-0340 
Los Angeles: Tel. (213) 620-0330 San Francisco: Tel. (415) 982-8350 Seattle: Tel. (206) 622-8568 Vancouver: Tel. (604) 687-3113 AGENTS -  Boston: Tel. (617) 482-7303 
Philadelphia: Tel. (215) 629-1711 Baltimore: Tel. (301) 385-2484 Norfolk: Tel. (804) 622-5308 Savannah: Tel, (912) 234-6671 Jacksonville: Tel. (904) 356-0711 
Other agents throughout the U.S.A., Canada and principal world cities.



Custom’s ACCEPT program was criticized by hi-tech importer Richard W. Uschyk 
(center) manager, traffic and customs for Advanced Micro Devices, who outlined his 
views to Jay Helstern, (left) of Helstern & Associates, and Paul Andrews, (right) 
district director of customs, San Francisco, (photo courtesy of Robert Langner, 
Marine Exchange)

ACCEPT System is Flaw ed
High tech firms ask Customs to delay 
program  until p ractical problem s  
observed at San Francisco airport can 
be solved. Also ask delay in ABIS 
system. By David G reenfield

While ocean shippers using West 
Coast ports watch cautiously as the 
Customs ACCEPT program gets under-
way, many of the shippers of high 
technology using San Francisco Inter-
national Airport (SFO) have bluntly said 
that program and also ABIS (Automated 
Broker Interface System) should be 
delayed until they can both be rede-
signed.

Of more than 850 Customs entries 
made each day at the airport, about 652! 
are related to high technology shipments 
and recently a dozen of the leading 
companies in that field have been 
m eeting p riv ate ly , and also with 
Customs, to express their concern over 
ACCEPT.

Richard W. Uschyk, manager, traffic 
and customs, with Advanced Micro 
Devices of Sunnyvale, a company that 
does about $500 million annually of 
designing, manufacturing and marketing 
equipment in the high-tech field and 
employs about 10,000 persons world-
wide, outlined to the customs brokers 
and freight forwarders in San Francisco 
the objections the industry has to the 
present concept. ACCEPT, he said, is 
not properly funded to provide the 
necessary equipment—data entry termi-
nals and printers—and the staff available 
is not enough to handle the system.

He claimed it would delay the 
movement of goods from the airport 
from four to sixty hours, a factor which 
other importers point out is the negation 
of air freighting which is based upon

speed compared with sea or land 
movements. Documents too would be 
delayed. Those subm itted  during 
morning working hours will be released 
the same afternoon, which is a delay of 
four hours. Those submitted on Friday 
afternoons during normal hours will not 
be released until the next working day, 
Monday, a delay of 63 hours. Any such 
delays, he said, would impair the 
efficiency of an importer’s operations 
and could even lead to short-term layoffs 
because of an irregular flow of freight.

Overtime Fees. The system’s design 
requires the delay also of 1002! of the 
entries so that 15-18? can be identified 
for inspection, he said, and strict entry 
presentation and inspection schedules 
“will undoubtedly necessitate an inordi-
nate amount of after-hours clearances 
with the resultant excessive overtime

fees to be paid Customs, brokers and 
trucking services.”

Many firms importing through SFO, 
he noted, forward their shipments to 
other U.S. facilities as far as the East 
Coast. Any delays could involve missed 
on-flights with a compounding of the 
delay times. Again, some of the require-
ments for pre-filing of entries according 
to a rigid schedule would hamper 
imports which are converted to exports 
within hours of their importation.

Document Control. As ACCEPT is 
presently formatted, he claimed, there is 
a greater risk of documents being lost.

“It appears,” he continued, “that 
airline personnel will have to be relied on 
for the opening and closing of cartons for 
merchandise examination. This may 
present a problem because of union 
restrictions and because the airlines do 
not feel the same sense of urgency as a 
broker in expediting clearances. In 
addition, it is often quite useful to have 
someone on hand who is familiar with an 
importer’s merchandise and has know-
ledge of that importer’s documentation 
and customs needs.”

He said the high-tech firms recommend 
that Customs delay implementation until 
both ACCEPT and ABIS can be 
revamped “so that brokers can input the 
data required with Customs still control-
ling the movement of the goods.”

This will spread the workload and 
save the Customs funding equipment 
and personnel. He stressed the importers 
are not against ACCEPT as a concept 
but think a delayed start in the case of air 
freighting is essential if it is to succeed. 
(The high-tech firms mentioned are: 
Atari, Apple, AMI, AMDAHL, AMPEX, 
Data General, Harris Semiconductor, 
Hewlett Packard, MMI, National Semi-
co n d u cto r, R aytheon  and V arian 
Associates.)

Customs May Relax Boarding Policies

In what a Customs spokesman described as “yet another effort to bring us into the 
20th Century,” the service has begun a one-year experimental period during which 
Customs officers will not have to board incoming vessels, but there will be a 
“preliminary entry by radio” — with certain qualifications.

The service is now soliciting views on this test of Radio Preliminary Entry (RPE) 
which will initially apply to all West Coast ports, Alaska and Hawaii.

During the one-year period, vessel agents may request such an entry after 
completing the appropriate form with data supplied them by radio from the ship’s 
master. Requests for the permits must be submitted during regular business hours at 
least 24 hours before the estimated arrival of the ship.

Requests for RPEs may be denied, says the service, if the district director decides a 
physical boarding is required in such instances as: U.S. vessels arriving direct from 
foreign ports where they may have incurred vessel repair duty liability; vessels which 
will disembark passengers and/or crew members with their luggage immediately 
upon arrival; and bulk cargo vessels where customs officers must take ullage 
measurements to protect the revenue.

The RPE will constitute the report of arrival required by 19 USC 1433. Formal 
entry of the vessel will be required within 48 hours of actual arrival time of the vessel.
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Instead o f prom ising  like everybody else...
I t a l i a n  L i n e

does it like nobody else!
  FIRST. A Through Bill of Lading to Milan,

Bologna and Turin.

    SECOND. A fleet of fast, multi-purpose
ships designed to handle ANY and ALL cargo 
requirements.

      THIRD. Prompt release of documentation 
required for efficient handling at ALL 
ports-of-call... and inland points.

        FOURTH. Frequent sailings, fast transit 
time, reliable schedules, and CAREFUL 
handling of your cargo.

       FIFTH . An all-star team working to meet your 
needs for quality freight service.

m
IRI-FINMARE

Italian Line people work hard to 
deliver 5-Star Quality Service on time, 
every time. Call us.

I t a lia n  L in e
The National Line of Italy 
Containership Agency, Inc.
General Agents for Italian Line 
26 Broadway, New York 10004 (212) 422-3500

Baltimore (301) 685-2210, Boston (617) 725-1900, Charleston (803) 577-7891, 
Chicago (312) 853-0224, Cleveland (216) 871-9526, Detroit (313) 542-6100, 
Houston (713) 222-8880, Norfolk (804) 489-7575, Philadelphia (215) 922-3470.



Everyone agrees that Dr. Ernest L (Roy) Perry’s five year tenure at the Port of 
Los Angeles has helped the port adjust for the future. His successor will still have 
problems unique to LA, while the neighboring port of Long Beach will have a 
smoother road.

Ports Learn to Live Together
Port of L.A. searching for new director 
who can wear many hats at once and 
spearhead push to dominate the area’s 
container trade; technical expertise 
and political skills are cited; Perry's 
record will be hard to beat. Port of 
Long Beach is wary of stiffer competi-
tion ahead but says region’s future is 
promising. By Ralph King Jr.

Neighbors yet competitors, allies yet 
enemies, the titan ports of Southern 
C alifornia—Los Angeles and Long 
Beach—are sailing into a period of 
confrontation at a time when L.A. is 
scrambling to find an executive director 
who will have big shoes to fill.

With the announced departure of Dr. 
Ernest L. (“Roy”) Perry at the end of the 
year, the L.A. Board of Harbor Commis-
sioners has begun what will be a long, 
hard nationwide search for someone 
who is at once an engineer, a politician, 
an administrator, a lawyer and a 
salesman. Their upcoming choice has 
renewed debate over the quality of

management at both ports and stirred 
speculation as to how they will stack up 
with a new leader at L.A.’s helm. A 
critical factor in their near-term relations 
is the approaching com pletion of 
American President Lines’ state-of-the- 
art container terminal at the Port of L.A. 
The $47 million facility covering 110 
acres with room for 50 acres of 
expansion will be the largest on the West 
Coast (for a single user) when it opens 
this month. The carrier has been doing 
everything it can to attract other tenants 
to the terminal and is courting lines 
calling Port of Long Beach most 
vigorously.

APL has yet to find a single taker but 
“has many irons in the fire,” according to 
a spokesman. Maersk and United States 
Lines, two of Long Beach’s biggest 
accounts, are said to be considering the 
move.

Admits Port of Long Beach executive 
director Jim Mcjunkin, “We facestiffen- 
ing competition in the very short term.” 
For its part, Long Beach’s terminals are

nearly full and its only expansion hope is 
through landfill, which will entail a 
prolonged approval process. “Our future 
is bright,” Mcjunkin notes, “but to meet 
the future we will need more space.” 
Apart from APL’s new facility, L.A. also 
faces the serious dilemma of being land 
poor.

Politics at Play. Each port is proud of 
pronouncing itself the “largest on the 
West Coast” in cargo volume and 
annually wage a battle of numbers to 
shore up the claim. Of course it depends 
on which statistical category you choose 
to find the leader but there is little doubt 
that they have grown faster than any two 
ports in the country.

Though they are natural adversaries, 
the ports have worked together on many 
fronts in recent years in the belief that 
both will gain from new business 
flowing over their docks. They have 
successfully drawn Far East cargoes 
from the Pacific Northwest ports largely 
because Southern California offers a 
huge local consumer base. On the 
intermodal front, they have cooperated 
on development of a $40 million railyard 
that will be one of the nation’s largest 
when complete in about two years. The 
ports also work closely in compiling 
environmental reports and in arguing the 
case for additional dredging and landfill 
of their adjacent harbors.

Competition and cooperation aside, 
the task of managing the L.A. port 
presents major obstacles that Long 
Beach thankfully does not face. The 
most taxing aspect of the job is having to 
obtain L.A. City Council approval for 
nearly every financial decision including 
tariff changes and terminal leases longer 
than five years.

The politics of the situation are 
aggravated by the fact that the port must 
act in a fishbowl with millions of 
taxpayers looking on. Of course few 
inhabitants of the teeming metropolis far 
removed from the docks recognize how 
great an asset the port is, yet there are 
many who will cry foul at the slightest 
hint of frivolous spending. Several years 
ago, port officials were assailed merci-
lessly for what was deemed a frivolous 
trade mission. The port has since been 
taking a very low profile in this aspect of 
promotion and in marketing generally, 
so much so that Long Beach always 
appears to be hustling harder than Los 
Angeles.

Bureaucracy vs. Business. Long Beach 
has a decided advantage in the fact that it 
is a small city with a population that 
knows exactly where the port is and 
what it does for the local economy. This 
cannot be said for Los Angeles. The 
Long Beach City Council takes great
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Universal Maritime Service Corporation
One Broadway, New York, New York 10004 •  (212) 269-5121

Multi-gate truck complexes, complete with truck scales and pneumatic tube document transfer systems, assure rapid and accurate 
handling of trucks and cargo entering or departing Redhook and Port Newark terminals.

Universal Maritime Service Corp. is one of the largest, 
most versatile and technologically advanced terminal 
operators in the Port of New York.

Now in its 55th year of operation, the com pany 
serves over 20 of the world’s most prominent ocean 
carriers; maintains facilities on both sides of the har
bor, and has repeatedly been relied upon to carry-out 
some of the most varied, complex and extensive cargo 
movements in the history of the port.

Within the past two years, Universal has invested 
over $15 million in new facilities and equipment, with 
additional commitments on the way.

As illustrated by the photos above and at right, Universal’s com -
bination term inals are designed to handle a ll types of cargo  
operations —  including heavy lifts  and p ro ject moves —  sim ul-
taneously and with equal ease and efficiency.

FACILITIES, EQ U IPM ENT & SERVICES
W ith  its la test expans ion  in B rook lyn  and  Port 

N ew ark, U n ive rsa l’s a c tive  te rm in a ls  o ffe r:
• 6 co n ta in e r berths
• 2 Ro-Ro be rths
• 9 b re a kb u lk  berths
• 1,150,000 square  fee t o f s h e d d e d /c o n s o lid a tio n  

space  and b re a kb u lk  hand ling  area
• 140 acres o f co n ta in e r s to rage  and open ca rgo  area
• 5 P aceco co n ta in e r g an try  cranes, rang ing  from  40- 

70 long -tons  in ca p a c ity
• 14 fo rty -tw o -to n  top  loaders
• 45 Ro-Ro and yard  hus tle rs
• 27 heavy lif t  fo rks  (15-30 tons)
• H undreds  o f fo rks, h ilos  and o th e r p ieces o f suppo rt 

equ ipm en t
• An o n -lin e  da ta -flo w  system , based on an IBM 4331- 

11 cen tra l p rocess ing  un it, se rv ing  a ll fa c ilit ie s

A DD ITIO N A L EXPANSION
U nder n e g o tia tio n  now  are p lans fo r expand ing  the 

R edhook co n ta in e r te rm in a l in B rook lyn , w h ich  w ou ld  
resu lt in a d o u b lin g  o f its  ca p a c ity  in the near fu tu re .

E xpans ion  in bo th  a rea and equ ipm en t is also 
p lanned  fo r the  P ort N ew ark  co n ta in e r te rm ina l.

U n iversa l looks  fo rw a rd  to add ing  to its lis t of d is -
tin g u ishe d  s team sh ip  se rv ices  at both of its  loca tions  
—  Port N ew ark and R edhook —  and h igh ly  recom -
m ends these fa c ilit ie s  to im p o rte rs  and expo rte rs  of 
in te rn a tio n a l ca rgo  w h ich  m oves th ro u g h  the Port of 
New York.

Universal’s president, Jam es G. Costello, recently 
capsulized the com pany’s market position and busi
ness outlook as follows: “At no time in our history has 
Universal been better prepared to serve the com mer
cial fleets of the world, and we remain committed to do 
whatever is necessary to help the Port of New York 
retain its ranking as the world’s number one market 
for international cargo.”



interest in the port’s activities but gives 
much freer rein to port management in 
daily decision making than its neighbor 
can command.

One executive of a major line calling 
L.A. summarized the difference in 
attitudes thusly: “Los Angeles is like a 
civil servant chewing gum in your ear 
and telling you why something can’t be 
done. Long Beach is more like a private 
businessman who is able to respond and 
act on committments promptly. You 
don’t get that same attention to customer 
service at L.A.,” he said. To correct this, 
the port’s new leader must be “someone 
really interested in what you’re talking 
about and in following up in a timely 
manner,” the executive candidly stated. 
Comments in this vein were echoed by 
numerous other sources from steamship 
lines, to stevedore/terminal operators 
and shippers. The most outspoken of 
these asked that they remain anonymous.

“I worry about L.A.’s leadership,” said 
a top official at another of the port’s 
major line accounts. “Unless it gets some 
real dynamic leader and a hard-driving 
board it will suffer on down the line. I 
don’t see the same zip and concern for 
the community” in the L.A. Board of 
Harbor Commissioners as in Long 
Beach’s board. “It all goes back to 
politics,” he added.

Said another source, “Los Angeles 
does only what it absolutely has to do 
and nothing more. One has an easier time 
doing business in Long Beach.” He 
compared its operating philosophy to 
that of the Port of Baltimore, and the 
progressive approach of Long Beach to 
the Port of Oakland.

Guido E. Bart, senior vice president 
and Southern California area manager at 
Matson Navigation Company, noted, 
“The city [of Los Angeles] doesn’t see 
the port as highly vital to its commercial 
health as the City of Long Beach does.” 
This is ironic since manufacturing 
activity in the Southland has declined 
over the last few years of recession while 
wharfage income has increased or 
remained level, Bart said.

“There is a longstanding, complete 
indifference or ignorance of port affairs 
in L.A.’s city council whereas in Long 
Beach, everyone’s concerned,” he said.

Joseph Zaninovich, vice president of 
the L.A. Board of Harbor Commissioners, 
feels the port’s political problems are 
exaggerated. “I do not always agree with 
the council but I think they are very 
aware of the port contributions. Without 
any hesitation I’d say our people are 
involved. We do all the planning.”

Big Job. There can be little doubt that 
Perry’s replacement will have his (or her) 
hands full. The Port of L.A. is perhaps 
the most diverse port operation in the

country with huge tanker terminals, 
marinas, fish harbors and beaches to 
manage. One of its biggest concerns 
stretching back 17 years—uniform 
dredging of main channels to 45 feet— 
has been dismissed for the near future 
with the completion of work late last 
year. Many consider this the crowning 
achievement of Perry’s five-year tenure 
at the port and say it is the reason he was 
drawn to the post. Perry has been 
travelling in the Far East and was 
unavailable for comment.

One large stevedore/terminal operator 
executive said Perry had brought a 
“more pragmatic view” to the position 
than his predecessors but “has had 
trouble tying people into a cohesive unit. 
You get different philosophies from 
everyone you talk to there.” While not as 
dynamic as some would have liked, 
Perry is admired as a skilled planner and 
thinker in the West Coast maritime 
community. Said Mcjunkin of Long 
Beach, “They’re losing a very able port 
director. I respect him highly.”

Added Gerry A. Fountain, southern 
district V.P. for General Steamship 
Corp. and a Los Angeles Steamship 
Association director, “Perry is an absolute 
master. He’s certainly been a help to 
shipping.” While Perry did not personify 
the port the way Bernie Caughlin was 
able to as general manager from 1955 to 
1974, one source commented, he did pull 
the port out of the doldrums of 
intervening years.

Financial Comparison. The ports have 
operated under quite different financial 
conditions in the past decade. The Port 
of Los Angeles has kept its bonding 
indebtedness to a minimum and finds 
itself in a strong financial position 
compared to Long Beach. Net income 
was $20.8 million in 1983 and hit a high of 
$33 million in 1981.

The Port of L.A. is required to attain a 
10? return on investment and for most of 
Perry’s tenure it has been in the 13? 
range. Fiscal 1983 rang up a disappointing 
5.7?, however, on a fixed asset base of 
$359 million.

Long Beach, because it expanded so 
rapidly in the mid-1970s and is highly 
leveraged, has had to live with a less 
savory balance sheet. Though it netted 
an all-time high of $25.5 million in the last 
fiscal year, return on investment has 
been consistently below L.A. Its 1983 
figure was 5.3?. The port has targetted a 
14? rate of return for all new leases, 
however, having issued bonds totalling 
$85 million at 10? in 1980.

In order to lure accounts to its brand 
new piers, Long Beach was forced to be 
very “market-oriented,” one official 
noted. It offered attractive long-term 
leases and had to forego profit levels its

neighbor had enjoyed for years.
Said one observer, “Long Beach had 

long-term goals that they wanted to meet 
so they didn’t take excessive returns.”

Candidate Qualifications. As the L.A. 
board sizes up the field of candidates for 
the executive directorship, there are a 
few key traits that will be uppermost in 
their minds.

They will look for a strong adminis-
trator with a conservative fiscal bent and 
solid experience in port engineering and 
construction. Their choice will bring the 
dynamism needed to “sell the port to 
City Hall,” said one, and be well- 
respected in international trade circles. 
Shrewd business management will also 
be an important quality.

Several candidates for the top job may 
be drawn from the existing port staff. 
Three men immediately under Perry are 
considered prospects. They are: Jack L. 
Wells, an attorney serving as chief 
deputy executive director, who was 
named interim general manager prior to 
Perry’s appointment and joined the port 
in 1973; Donald L. Mossman, deputy 
executive director, followed Perry from 
the Port of Tacoma in 1980 and has an 
extensive engineering background; 
Steven R. Dillenbeck, assistant executive 
director, came on board in 1969 with 
training in real estate.

Retired Admiral Frank Higbee, former 
L.A. port warden and veteran observer 
of the Southern California ports, said, 
“Perry’s the first real technical pro the 
port has had. I hope his relief will have 
that training. That’s what the job 
requires.” It would be a mistake to turn 
the post into a “hometown meal ticket,” 
he said.

Whoever the port finally selects, it is 
clear that the person will have little time 
to get up to speed and in this period of 
transition, the Port of Long Beach will no 
doubt make a good effort to press its 
advantage.

OOCL Expands 
Westbound LCL

O rient Overseas Container Line 
announced through its agency, Seapac 
Services, an expansion of LCL services 
in the westbound trans-Pacific trade. 
The change consisted of ironing out 
some wrinkles in the present LCL 
service and removing minor restrictions, 
said a Seapac spokesman.

The new policy will apply to all U.S. 
and Canadian ports of call in the direct 
Far East services to Yokohama, Kobe, 
Osaka, Busan, Hong Kong and Kaoh- 
siung. It will also cover LCL cargo 
destined for Tokyo, Keelung, Bangkok, 
Jakarta, Surabaya, Manila and Singapore.
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Nissan M arketing Plan D ictates Choice of Ports
After more than a year of waiting, the 

axe finally fell on the Baltimore Nissan 
automobile terminal in February when 
the Japanese manufacturer announced it 
would be moving its imports through a 
new complex in Norfolk.

Starting on July 1, Nissan Motor Corp. 
USA will be using a new $2.9 million 
complex in Norfolk built by the Virginia 
Port Authority and leased to a terminal 
operator.

But despite the enticement of a new 
complex by Virginia and some former 
problems in Baltimore, the main reason 
for the move was a shift in distribution 
for the car manufacturer.

In 1982 Nissan was able to get 
favorable rates from the Burlington 
Northern Railroad and it began supplying 
its midwestern market, headquartered in 
Columbus, Ohio, from the port of 
Seattle, according to William A. Kroh, 
president of Hobelman Port Services 
Inc., the firm that had operated Nissan’s 
terminal in Baltimore.

Baltimore, which had been the port of 
entry for the midwest and southern 
regions, was left with only supplying the 
southern region—an area that had 
Maryland as the northern most state.

This made the Virginia port a more 
logical place to import Nissan vehicles.

Previous Change in 1978. Ironically, 
Nissan had moved its import operation 
from Portsmouth, Virginia, to Baltimore 
in 1978 because of a similar shift in its 
distribution network. In that case, the car 
manufacturer had created two new 
regions, one headquartered in Columbus 
and the other in Memphis, by reshuffling 
its existing regions, Kroh said. And it was 
decided that these two new regions 
would be better served by Baltimore.

But since it moved to Baltimore, there 
have been problems.

The Maryland Port Administration 
was very anxious to attract the business 
and spent $300,000 renovating Atlantic 
Terminals. The 32-acre site was leased 
from Weyerhaeuser Company by the 
Port Administration and then sublet to 
Hobelman.

But the Atlantic Terminal was only 
meant to be a temporary facility until the 
Port Administration could build a new 
automobile terminal at Hawkins Point. 
However, that project was killed in 1979 
because of the rising cost of the venture.

The Atlantic Terminal was also 
located next to Maryland Shipbuilding 
and Drydock Company and the pollution 
from some ships being repaired there 
would spoil the finish of some of the cars.

Nissan even went to court over the 
matter but was not able to alleviate the 
problem.

Hobelman’s Facility. To keep the 
business and the 150 jobs that go with it, 
Hobelman Port Services, the operator of 
the Atlantic terminal, drew up plans in 
late 1982 for a 41-acre facility at the site 
of a former fertilizer plant in Baltimore.

For a time, the plan for a new terminal 
seemed to have kept Nissan in Baltimore. 
But then in early 1983, Nissan said it was 
considering moving its operation back to 
Virginia.

But Nissan was slow in making up its 
mind and many officials in Baltimore 
took that as a hopeful sign.

Because of the uncertainty of Nissan 
staying in Baltimore, Hobelman put the 
terminal project on hold. But in Sep-
tember 1983, work on the $6.5 million 
terminal began.

Kroh said even with the move of 
Nissan to Norfolk, there will still be a 
dem and fo r  a fa c ility  to handle 
automobiles.

Nissan accounted for more than 70,000 
of the 230,000 imported through Balti-
more. All of the other cars are handled at 
the Dundalk Marine Terminal, the 
largest general cargo facility in the port.

As an NVOCC, we’ve made a considerable 
investment in our own network of offices 
worldwide because both the port to port 
and the point to point handling of your LCL 
cargo is our only business.

When you put your LCL in our hands, you 
can be sure that we’ll take care of it at the 
other end.

Ship with Confidence

VOTAINER
Member of the VAN OMMEREN Group

Boston, MA Chicago, IL Long Beach, CA Houston, TX
617-451-3400  3 1 2 -7 6 6 -3 0 0 5  2 1 3 -5 9 0 -8 4 1 6  7 1 3 -6 9 2 -7 2 4 2

Baltimore, MD New York, NY Oakland, CA
3 0 1 -7 3 2 -8 6 8 5  212-9 4 3 -4 3 2 1  415-430-1008

When we 
speed your LCL 

cargo to foreign ports, 
we’re waiting for it at the 

other end.
We don’t ship and say good-bye.
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Wall-to-wall ships line both sides of the Houston Ship Channel when business is 
normal. This photo was taken the first week of March.

Houston: 'A Trip le  W ham m y’
When a port is booming, everyone 
flocks in to get a piece of the action. 
When the boom is off, the marginal 
operations are forced to shut down. 
The Port of Houston is taking its lumps 
this year, but people are confident the 
good times will return. By Don Zullo

Houston’s maritime industry continues 
to stagger as the highly touted national 
economic recovery has failed to generate 
additional cargoes for the nation’s third 
largest port.

A cruise down the Houston Ship 
Channel aboard the tour vessel M /V  
Sam Houston tells the story. The general 
cargo docks — 32 of them in all — are 
virtually deserted. Shipments of steel, oil 
field equipment, machinery and other 
general cargoes handled here in massive 
volumes during the 1981 drilling boom 
remain flat.

Houston continues to suffer from what 
some industry analysts call “a triple 
whammy” that struck in 1982. The 
worldwide recession, a drilling downturn 
and Mexico’s peso crisis caused tonnage 
figures to take a quick nosedive from 
which they have yet to recover.

Not surprisingly, longshoremen were 
the first to be idled. During the latter half 
of 1983 white collar layoffs picked up 
steam. But with recent closings, mergers, 
executive level reorganizations and well- 
publicized C hapter 11 filings, the 
number of those on the dole in Houston’s 
maritime community has seemingly 
skyrocketed.

T h e  Old Gang is Gone.’ “It’s sad. The 
old gang is gone,” lamented a former 
Norton, Lilly and Company executive 
who is reluctantly considering a career 
change. Within the past 14 months, 
Norton, Lilly personnel have had to 
weather five waves of layoffs.

“The first two layoffs got rid of the 
deadwood, but the third, fourth and fifth 
rounds cut into the m eat,” said the

Houston-based executive. The loss of 
Showa Line on the West Coast contri-
buted heavily to the firm’s across-the- 
board personnel reduction.

Likewise, Barber Steamship Lines has 
had its share of problems. “I’ve survived 
two layoffs and a management reor-
ganization. Some of the functions, like 
accounting, have been consolidated and 
are now handled (in New York). Other 
responsibilities have been farmed out. 
We no longer have a hazardous cargo 
manager in Houston,” said a current 
employee who asked not to be identified.

49 Firms Dropped. The casualty list for 
Houston’s small-to medium-sized service 
firm s—packers, truckers, container 
repairs, forwarders—clearly illustrates 
the breadth of the industry’s malaise. A 
spokeswoman for the well-edited Port of 
Houston Magazine said, “From January 
to March we deleted 24 steamship 
agencies and roughly 25% of all the 
freight forwarders and export packers 
listed in our monthly directory. Of 
course, a few new companies have 
stepped in, but the deceased far 
outweigh the new ones.”

At its peak Hellenic employed 38 
people in Houston. “Three years ago, 
there was a huge pie out there waiting to 
be carved up. The pie has boiled down 
to a tart. Unless something dramatic 
occurs in the next six to nine months, 
other major lines will probably bow out. 
Eventually, you may see a few select 
carriers serving the major trades and 
they probably won’t have to show a P&L 
statement to a board of directors,” said 
Pete Reixach Jr., Hellenic’s former vice 
president, western region. The line 
officially closed its Houston office 
March 1.

Too Many Packers. Houston Export 
Crating Company, a subsidiary of 
Canadian-based Livingston Industries, 
closed its 34-acre plant on March 1. In

total sales, HECCO  was the fourth 
largest out of 62 Houston packing firms.

“We were in a highly segmented 
market with too many packers. We were 
able to maintain and even increase our 
customer base, but when their sales went 
to pot the decision was made. The strong 
dollar and weak position of major 
markets, such as Latin America, was too 
much,” said former HECCO president 
and general manager Michael A. Reeves.

March 1 was also the final day of the 
Houston office of Eller and Company. 
“Between our Houston and New Orleans 
office, about 25 people had to look for 
new jobs. It’s tough. I’ve been talking to 
some people that I wouldn’t normally 
turn to in better times,” said former line 
manager Stephen Garifalos. Garifalos 
added, “I’m sure you’ve heard what 
happened at Waterman Steamship, 
haven’t you?”

Lykes Brothers Steamship Company 
reportedly turned loose about 175 
people in conjunction with the recent 
closing of its Beaumont and Galveston 
offices. And the list goes on.

The once thriving Houston office of 
Behring International has dozens of 
empty desks, said the sales manager of a 
local NVOCC about to merge with 
another.

Although the nose of Houston’s 
maritime industry has been bloodied 
before, never has a slump been this 
severe or prolonged. Total waterborne 
commerce at the Port of Houston has 
plummeted by nearly 25 million tons in 
just two years. In 1983, 74.6 million tons 
of cargo crossed Houston’s docks, the 
lowest annual total in 12 years. Labor 
intensive general cargo declined by 27% 
last year, from 9.6 million tons in 1982 to
7.0 million tons. With less cargo to 
transport, 700 fewer ships called at 
Houston last year than did in the 
previous year.

Confident of Recovery. The financial 
condition of the Port of Houston 
Authority, however, remains healthy. 
The Port Authority has 39 capital 
im provem ent projects worth $37.1 
million under way. The largest project— 
a $12 million wharf and marshalling yard 
at Barbour’s Cut intermodal terminal—is 
scheduled to be operating in late April. 
The Port has also taken advantage of the 
downturn to repair wharfs and other 
facilities that w ere previously too 
congested to work on.

“There will be a recovery here, it’s just 
a question of when. The industry has 
always recovered from the deep valleys. 
We felt the impact of the recession later 
than other areas, so we may have to wait 
longer for the recovery,” said West Gulf 
Maritime Association president Ted 
Thorjussen.
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OUR REPUTATION 
ROLLS ON

From automobiles to trucks and busses, to high and heavy equipment, 
Hoegh-Ugland Auto Liners A/S has the capacity and the capability 
to deliver your Ro/Ro cargo wherever you need it throughout the 
Middle East.
For over a decade, we’ve maintained a strong position as one of 
the world's foremost Ro/Ro carriers.. .and we've only just begun. 
Hoegh-Ugland Auto Liners A/S now has the largest and most modern 
fleet of ships supported by a highly skilled staff to provide the service 
and efficiency you require.
Hoegh-Ugland Auto Liners A/S...our reputation rolls on with every 
product we carry.

f t
AUTOLINERS s s s  INCORPORATED
General Agents for Hoegh-Ugland Auto Liners A/S 
(2 1 2 )867 -3090



Ports Favor A ntitrust Im m unity
An overwhelming majority of parties 
resp o nd ing  to F edera l M aritim e  
Commission Commissioner Robert 
Setrakian’s inquiry on possible port 
regulation changes want to maintain 
terminal tariff filing and antitrust 
immunity. By Tony Beargie

The first round of results are now all in 
on FMC Commissioner Robert Setrak-
ian’s port inquiry notice on possible 
future regulations and an overwhelming 
majority of the 84 commentators want to 
continue port antitrust immunity and 
terminal tariff filing at the Federal 
Maritime Commission.

This initial feedback shows that the 
public is pretty much on the road to a 
concensus on what is regarded as the two 
most important issues in the case, 
nam ely, ta riff filing and antitrust 
immunity.

When Setrakian first issued the notice, 
near shock waves were sent throughout 
the U.S. port industry because of fears of 
losing antitrust immunity.

Strong support for continuing antitrust 
immunity is borne out by the fact that 
85? of the responding parties favor this 
course. Only 10? wanted the immunity 
struck down, while five per cent took no 
position on the issue.

R ate /S erv ice  S tab ility  C ited . The
number one reason stated by commenta-
tors was that antitrust immunity results in 
stable rates and practices, which in turn 
helps to avoid rate wars.

Forty per cent of those responding 
listed stability as the chief reason for 
continuing antitrust immunity. Other 
reasons included the “unique and essen-
tial” nature of the industry (32?); the 
facilitation of information exchange 
(26?); parity with ocean carriers and high 
volume shippers (23?); uncertainty or 
fear of litigation absent the immunity 
(11?); cargo diversion (5?); and local 
economic benefits (4?). Five per cent of 
the pro-immunity parties declined to 
comment because of the then-pending 
status of maritime regulatory reform 
legislation which was recently signed 
into law, while another seven percent 
offered no justification for their position.

Those citing stability as their reason 
for supporting continued immunity 
(aside from citing the avoidance of rate 
wars) said it also fosters “uniform rates 
and practices” which in turn “simplifies 
the pricing of transportation costs.”

And, with antitrust immunity, “the 
shipping public has a ready and reliable 
access to important terminal information 
that might otherwise be withheld,” be

costly to obtain or “be more likely to be 
erroneously disseminated by” forwarders 
to brokers, according to a synopsis of the 
comments released by the FMC.

Stability in rates and practices was 
further viewed as “critical” to the future 
need of ports to become more self- 
sufficent, due to reduced federal support, 
the commentators said, especially in 
light of the fact that low interest rate 
revenue bonds ports depend on can 
attract buyers only under conditions 
ensuring stab le  and re liab le  port 
revenues.

Future Regulation. Ry a margin of 2-1, 
commentators feel that the future will 
bring an equal or greater need for 
ratemaking or rate discussion agree-
ments. This was attributed in part to 
increasing port rationalization by ocean 
carriers and also the likelihood of the 
shipping industry’s increasing market 
power.

A major concern, as to the future, is the 
expected upswing in intermodal cargo 
movements and the proper role of the 
FMC in regulating intermodalism. The 
Port of Oakland, for example, urged that 
intermodal rates be “aggressively 
monitored” by the FMC, since there is “a 
greater ability to hide noncompensatory 
components of the total unit price. In the 
same vein, the Massachusetts Port 
Authority warned that intermodal tariffs 
give ocean carriers “much opportunity 
for mischief” through “disruptions of 
long-established patterns of commerce.”

Field Hearings Now Underway. In
order to obtain additional, grass roots, 
on-the-spot views, Commissioner Se-
trakian scheduled field hearings in New 
Orleans, San Francisco and New York. 
The New Orleans hearings were held 
March 12-14. San Francisco hearings are 
set for March 26-29, at the Federal 
Building (Ceremonial Courtroom - 19th 
Floor) 450 Golden Avenue. The New 
York hearings are set for April 9-13 at the 
U.S. Customs Service Building, 6 World 
Trade Center, 7th Floor, Room 770.

Commissioner Setrakian is allowing 
the record to be held open for additional 
written comments until May 14th. The 
entire record will then be reviewed and 
recommendations should be ready for 
the full Commission by early July, 
Commissioner Setrakian’s confidential 
assistant Tom Panebianco said.

After reviewing the recommendations, 
it will then be up to the FMC to decide 
whether to issue a proposed rulemaking.

The case is in FMC Docket No. 83-38. 
For additional information Commis-
sioner Setrakian can be contacted at 
(202) 523-5721.

Why is Savannah the ideal 
port for your Project Shipments 
and Specialized Equipment?

Each, “project shipment” is unique, w ith Its own special requirements for 
handling, packing, assembly and loading. Savannah can accommodate -  
and expedite -  such shipments because of our flexibility of services; experi�
enced export packing; acres of dockside assembly area; heavy-lift 
gantry crane capacity to 275 tons; high-speed container 
handling; service by two major rail systems; ship- 
side rail sidings; RO-RO capability, including stern 
ramp; covered storage and two interstate high�
ways less than  five miles from our docks.
Moreover, we offer volume discount rates 
for special cargoes. We’re ready to help!

Call B. Richard Field, Director of 
Trade Development, 1-800-841-1107  
(Georgia 1-800-342-8013'*

Georgia Ports Authority/P.O. Box 2406 
Savannah, Georgia 31402/(912) 964-3811
LOADCENTER of the South Atlantic
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Inland
to

West Coast Port

Application of new PCEC Multi-Factor Tariff 
Rates are hypothetical

Port Port
Handling Port-to-Port Handling

Inland 
from 

European Port

$ 1 0 0 $ 1 0 0

Port I Port — Los Angeles / Bremerhaven 
(using existing PCEC tariff)

Point / Point — Bakersfield I Frankfurt

Point / Port — Bakersfield / Bremerhaven

Port / Point — Los Angeles I Frankfurt

PCEC Shippers S tructure Their Own Rates
Determined to maintain a competitive 

edge in its markets, the Pacific Coast 
European Conference (PCEC) has pub-
lished an innovative FMC20 tariff which 
offers shippers the option of choosing 
either full intermodal movements to 
Europe or alternatively picking the 
appropriate sectors in the land/sea 
movements that suit their purses. This 
fully integrated interm odal, boxed 
service began March 1 from 11 western 
states and Alaska.

According to conference chairman 
Donald Thiess, a reciprocal service 
westbound out of Europe will probably 
soon be on o ffer from the North 
Europe—U.S. Pacific Coast Conference.

Authority to provide door-to-door

intermodal service to Europe under a 
single bill of lading was granted to 
PCEC by the Federal Maritime Commis-
sion last June.

Tariff FMC20 separates the respective 
interior and port-to-port segments so 
shippers can combine those parts which 
will suit them best. The new tariff 
applies to cargo movements from a U.S. 
inland point to a European port or inland 
point, or from a U.S. port to a European 
inland point. For shipments that go 
solely from port to port, the existing 
PCEC tariff FMC 18 will still apply, says 
the conference.

The new tariff is essentially an FAK 
rate for the inland movements but is 
rated by commodity for the ocean legs,

said Thiess.
The member lines of the conference 

say their new service will facilitate the 
shippers’ movements by providing a 
single contact for booking, trucking and 
delivery. Thiess added that the confer-
ence, which has served West Coast 
exporters since 1926, is ready to provide 
quotations under the new multi-factor 
tariff, or shippers may contact the 
member lines directly.

Member lines are: d’Amico Mediter-
ranean P a c ific  Line, E u ro-P acific  
(Hapag-Lloyd, Pacific Europe Express), 
United Yugoslav Lines, Zim Container 
Service, Italian Line, Johnson ScanStar 
(Blue Star, East Asiatic and Johnson 
Line).

W estern Europe 
& United Kingdom

Gulf Europe Express Serv ice Divided
Gulf Europe Express, a joint container service of Incotrans 

of Rotterdam and Compagnie Generale Maritime (CGM) of 
Paris, has become two separate shipping services.
This change reflects a mutual agreement by Incotrans and 
CGM to change the joint service and pursue separate 
marketing efforts. As a result of the reorganization, two new 
shipping services between the U.S. Gulf and Europe have been 
established: Incotrans/Gulf Europe Service and CGM/U.S. 
Gulf Service.

A tlan tic  Pricing D irector For Sea-Land
Jay Keegan, a 15-year veteran of the transportation industry, 

has been appointed pricing director for the Atlantic Group of 
Sea-Land Service.

Based at the company’s Menlo Park headquarters, Keegan is 
responsible for pricing and conference activities for Sea- 
Land’s transatlantic services. He has served in pricing 
capacities in Europe and the U.S.

Raymond P. Ebeling has been appointed Atlantic Group 
general manager of the Northeast U.S., responsible for Atlantic 
Group sales and operations in 10 East Coast states from Maine 
to Virginia. He joined Sea-Land in 1977 as director of 
regulatory affairs and traffic.
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Toomey Named TFL Sr.V.P.
Gerald P. Toomey has been appointed senior vice president 

and general manager-U.S.A. of Trans Freight Lines Inc., John 
R. Arwood, president, announced.

Toomey joined TFL in 1982 as vice president for labor 
relations. He will retain responsibility for labor relations in his 
new position. U.S. operating functions under William D. Sheils 
for the South, Donald P. Hamm for the North, and P. Richard 
Ebel for U.S. sales will all report to Toomey.

Rupert M. Hickler continues as senior vice president and 
general manager-Europe. a position that parallels Mr.

Trans Freight Joins PCEC Conference
Trans Freight Lines Inc. joined the Pacific Coast European 

Conference number 5200, effective March 15. Trans Freight 
Lines is a subsidiary of Thomas Nationwide Transport Ltd., 
the largest transportation conglomerate in Australia.

GAL Promotes Clayton
G. Randy Clayton has been promoted to general sales 

manager, Gdynia America Line, he joined Gdynia America 
Line in 1981 as manager of special accounts. In January of last 
year, he was promoted to regional manager, New York

Far East, Southwest Pacific

New Barber Blue Sea Ships A rriving
The three newest and largest roll-on/roll-off cargo ships in 

the world are entering the service of Barber Blue Sea this spring 
accompanied by an introductory campaign in keeping with the 
huge dimensions of the vessels.

These three new SuperCarriers are 860 feet long and have a 
cargo capacity of 2,400 20-ft. containers. They have been 
dubbed the “Free Trade Ships” because the success of this $200 
million investment depends on free access to the world’s 
markets, according to Raymond R. Miles, executive vice 
president of Barber Blue Sea.

The first SuperCarrier to arrive at a U.S. port was the Barber 
Tampa, at Los Angeles on March 11. This vessel will be 
officially named in New York City on March 28 by Grete 
Waitz, the world’s foremost female marathoner and consistent 
winner of the New York City Marathon.

Other major events are to be held in Houston for the Barber 
Texas on May 4 when the ship will be dedicated to the state for 
which she is named, and on June 11, the Barber Hector will be 
officially named in Baltimore.

In addition to these ceremonies, the ships will be the subjects 
of commemorative occasions during their maiden calls at 
Miami, Los Angeles, Savannah, New Orleans, the Panama 
Canal and Norfolk.

Evergreen to Call at Hampton Roads
J. Robert Bray, executive director, Virginia Port Authority, 

announced that Evergreen Lines will begin serving Hampton 
Roads in April. The first vessel, Everloading, will call at 
Norfolk International Terminals. The new port calls are an 
extension of the line’s existing Far East service. Evergreen 
Lines is a fully-containerized independent service to ports 
throughout the Far East.

D jakarta  Lloyd Breakbulk Service
A joint announcement by Central Gulf Lines Inc. and P.T. 

Djakarta Lloyd stated that commencing May 1. Djakarta 
Lloyd will assume the coordinating functions that Central Gulf 
has been performing as U.S. general agents for thelndonesian- 
flag line.

Djakarta Lloyd also announced that it will commence an

immediate breakbulk service from Indonesia to the United 
States, with the first vessel, the M/S Sangkulirang VII, now 
loading in Indonesia. Inquiries regarding this new service 
should be directed to P.T. Djakarta Lloyd, Fifteenth Floor, 
One Whitehall Street, New York, N.Y. 10004; telephone (212) 
344-0426.

M editerranean  
& M iddle East

Barber Blue Sea Service from  Savannah
Barber Blue Sea will offer shippers more competitive transit 

times and greater frequency than any other carrier from the 
Port of Savannah to the Middle East starting March 27, it was 
announced by Raymond R. Miles, BBS executive vice 
president.

“Effective with the sailing of the Barber Toba, voyage 3524, 
Barber Blue Sea will offer 10-day sailings and transit times of 19 
days to the Red Sea and 26 days to the Arabian Gulf, the best 
service available,” Miles said.

Matson Agent for Saudi Service
F.W. Hartmann & Company Inc. announced appointment 

of Matson Freight Agencies as West Coast agents for the 
National Shipping Company of Saudi Arabia which offers 
sailings every 17 days from U.S. East Coast and Gulf Ports to 
the main ports in the Kingdom of Saudi Arabia as well as Jebel 
Ali/Dubai.

Caribbean  
& Latin A m erica

Richard Simpson Named VP of Delta
Richard F. Andino, Crowley Maritime’s senior vice 

president and general manager for Delta Steamship Lines’ 
Latin American Division in New York, announced Richard A. 
Simpson has been appointed vice president, marketing and 
sales, for Delta. Simpson has more than 22 years’ experience in 
the transportation industry, including marine, rail, trucking 
and intermodal modes. Now based at Delta headquarters in 
New York, he was formerly in charge of marketing and sales 
for Crowley’s Caribbean division based in Jacksonville.

Theodore H. Ellis has joined Delta as vice president of sales 
based in New York. Ellis’ 23-year background in transportation 
includes several years in sales and management positions for 
Crowley. He was most recently vice president of national sales 
for a major motor carrier.

C oncorde/N opal Suspends A Service
Concorde/Nopal Line announced the temporary suspension 

of its services to Venezuela and the Netherland Antilles due to 
“depressed freight rate levels combined with high operating 
costs.”

Concorde/Nopal will concentrate more heavily on services 
from New York, St. John, Baltimore and Miami to Jamaica, 
Dominican Republic, Trinidad, Barbados and the Leeward 
and Windward Islands.

Concorde/Nopal Line and Lineas Maritimas de Guatemala, 
S.A. (LMG) announced that LMG has acquired the existing 
operation of Concorde/Nopal’s Central American Division 
and will operate under the name of Concorde Line, Central 
American Service (a division of LMG).

The service will continue to offer direct, regularly scheduled 
sailings with the same containerships from Galveston, New 
Orleans and Miami to Puerto Cortes, Santo Tomas, Puerto 
Limon and Cristobal. Conrcorde/Nopal’s existing tariff rates 
will continue in effect, as well as participation in all rate 
agreements.
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Domestic

New Seaway M arketing  Drive
With tonnage up five percent last year 
on the St. Lawrence Seaway, recently 
sworn in Administrator James L. 
Em ery launches series of G reat 
Lakes port “listen-ins” to get views 
from local officials on the best ways to 
get an effective marketing strategy 
off the ground. However, the executive 
director of the U.S. Great Lakes 
Shipping Association Vera Paktor, 
who was one of the opponents of 
Emery’s nomination to the post last 
year, has reservations over whether 
the Seaway corporation has the 
m arketing m andate or capability . 
Paktor would rather have Emery work 
on eliminating tolls. By Tony Beargie

James L. Emery, the new Adminis-
trator of the St. Lawrence Seaway 
Development Corporation, whose nomi-
nation to the post last year drew 
widespread opposition from Great Lakes 
maritime interests, is now personally 
reaching out to this very same consti-
tuency to obtain their views on ways to 
garner more cargo for the St. Lawrence 
Seaway-Great Lakes transportation 
network.

Indeed, with amazing speed, shortly 
after being sworn in as the new 
Administrator, Emery invited local ship-
pers, maritime industry representatives, 
community leaders and local government 
officials to a series of meetings at various 
Great Lakes ports to discuss ways of 
getting an effective marketing program 
off the ground aimed at beefing up cargo 
on the system.

The first so-called “port listen-in” was 
held February 14 in Duluth, with the 
second held in Chicago February 28. 
Other sessions are set for March 6 in 
Toledo; March 20 in Milwaukee; March 
21 in Green Bay, Wis.; March 26 in Erie, 
Pa.; March 27 in Ashtabula, Ohio; April 
12 in Ogdensburg, New York; and May 
23 in Detroit.

“Marketing is the name of the game 
today and any successful marketing 
program has to start with the people at 
the local level who move the cargo and 
make the system work,” Emery said.

Emery, who is the first new Adminis-
trator in 15 years, said that to his 
knowledge, this is the first grass roots 
effort ever made by the Seaway 
Development Corporation.

Efforts Questioned. However sincere 
Emery’s efforts may be, they are being 
questioned by one of the leading 
spokespersons for the Great Lakes 
maritime industry.

In a Washington to Chicago telephone 
interview with American Shipper, execu-
tive director of the U.S. Great Lakes 
Shipping Association Vera Paktor ques-
tioned the whole idea and stated that in 
effect Emery would be better off seeing 
that the Seaway itself works effectively 
and that he set in motion a drive to either 
reduce or eliminate tolls which have 
been increased in recent years.

“We are always heartened when 
efforts are made to increase tonnage 
carried via the Great Lakes - St. 
Lawrence Seaway system. However, I 
am confused about the role that the St. 
Lawrence Seaway Development Corpor-
ation seems to have undertaken in this 
marketing effort,” Paktor said.

“While help is always appreciated, I 
am not clear in what it is that this 
particular government agency can do to 
increase the flow of international Great 
Lakes tonnage. If they really wanted to 
help us significantly, they could help 
with the elimination of Seaway tolls 
since it is those tolls which in a significant 
way are responsible for our declining 
competitive posture in the world market 
place,” Paktor said.

Paktor also expressed surprise over the 
fact that her group had not been 
informed of the effort.

“I am surprised that the Shipping 
Association has not been informed of this 
marketing effort or to participate in any 
of these meetings since we represent the 
vast majority of ship owners and 
operators involved in moving cargoes 
between U.S. Great Lakes and foreign 
ports,” Paktor said.

Cargo Tonnage Up. Nevertheless, 
against this backdrop, Emery had some 
good news to report to Great Lakes 
officials —namely, that cargo tonnage 
increased 5.25% last year, marking a 
turnaround in the bleak picture in the 
1981-1982 era.

Emery voiced optimism that the 
relatively modest upswing will portend 
more growth in the future.

“I am optimistic that the five percent 
increase is a turning point for the Seaway 
system and that 1984 will mark not only 
our 25th anniversary but also the 
beginning of a new era of growth,” 
Emery said.

The Seaway Administrator in part 
attributed the new growth to President 
Reagan’s economic recovery program, 
and stated that this “offers another 
indication that (the President’s) economic 
program is clicking.”
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R ail/B arg e  Issue 
Comes to a Head

T h e  big  guns are out in full fo rc e  at the Interstate 
C o m m e rc e  Com m ission over C S X ’s application to 
acquire and operate A m erican C om m ercia l B arge  
Lines, one o f the nations largest b a rge  operators. 
Although an IC C  decision could  co m e by this A ugust, 
the issue is certain to drag into next year since no m atter 
w hich way the agen cy  rules, appeals will most likely b e  
filed  in fed era l court. By Tony B eargie

The legal battle over CSX Corpora-
tion’s American Commercial Barge 
Lines (ACBL) is on in full force at the 
Interstate Commerce Commission in 
Washington, D.C.

(The name American Commercial 
Barge Line (ACBL) is used throughout in 
lieu of its corporate parent, American 
Commercial Line (ACL) to avoid 
confusion with the deepsea steamship 
line Atlantic Container Line which has a 
similar acronym.)

Indeed, a host of opponents led by the 
inland waterway industry contend that if 
approved the landmark decision would 
open the floodgates for other large 
railroads to acquire barge lines, thereby 
creating a near monopoly on the nation’s 
inland transportation system.

R eached at his headquarters in 
Arlington, Vermont, Water Transport 
Association president John A. Creedy 
told American Shipper that winning the 
case at hand is an absolute must for the 
barge industry.

“If we don’t succeed in this case 
(including whatever court action might 
be required) there obviously won’t be a 
second chance,” Creedy said in a 
telephone interview.

“We think this is a landmark case we 
must win and we expect to win it 
because our evidence clearly demons-
trates that the ownership of American 
Commercial Barge Lines by CSX will 
exclude, prevent and reduce competition,” 
Creedy said.

If the application goes through, 
Creedy said “you would have a rail 
dominated barge industry which would 
spell the end of independent competi-
tion.”

While CSX garnered some 210 state-
ments of shipper support, barge industry 
opponents led by the Water Transport 
Association seem to be the clear winners 
(at least at this stage of the case) in 
bringing out public opposition to the 
application.

Indeed, the C SX bid has drawn

opposition from such big-wigs as the 
Tennessee Valley Authority, the States 
of Mississippi, Minnesota and Kentucky, 
the American Farm Bureau Federation, 
the National Association of Wheat 
Growers, the National Grange, the 
N ational Farm ers Union, and the 
National Coal Association. Aside from 
these groups which represent literally 
hundreds (perhaps thousands) of ship-
pers, statements of opposition have been 
filed by over 75 individual shippers. 
Others on WTA’s side include noted 
economist and former Presidential advi-
sor Alfred E. Kahn and the Houston Port 
Bureau, Inc.

But, however strong the opposition 
may be, it is apparent that the ICC wants 
to decide the issue as quickly as possible. 
To this end, the Commission turned 
down a request by opponents calling for 
an initial decision (as is common in 
almost all Federal Maritime Commission 
cases) in the proceeding.

Instead of reviewing an initial ruling 
from the administrative law judge 
handling the case, David Allard, the 
record developed from public hearings 
and legal filings will be presented to the 
full Commission for action. It is estimated 
that the record will be completed by the 
end of May, and that the ICC will hand 
down a decision by August.

In any event, no matter what way the 
ICC goes, it is all but certain that a 
court fight will be in order, thus putting 
the issue in limbo until sometime next 
year.

As was reported in the December 1983 
issue of American Shipper, Southern 
Railway won a test vote on the issue of

In any event, no m atter 
what way the IC C  goes, it is all 
but certain that a court fight 
will b e  in order, thus putting 
the issue in lim bo until so m e-
tim e next year.

barge ownership in 1975 when the 
United States Supreme Court refused to 
review a lower court decision upholding 
(with four strong conditions) the rail 
lin e ’s p roposed  b arg e op eration . 
However, what is important here is the 
fact that CSX wants no part of these 
previously mandated conditions. Instead, 
the company wants to run the barge 
operation as it sees fit, as an integral part 
of a true intermodal transportation 
system. Therefore, a clear ruling from 
the ICC is essential for CSX to pursue its 
planned new course.

Opponents note that if the CSX-ACBL 
consolidation is approved, this will 
produce a transportation alliance be-
tween the second largest rail carrier and 
the largest barge operator in the country, 
giving the new entity a dominant 
position in the inland water-rail system.

On the other hand, CSX argues that 
the consolidation will produce, with 
intermodal rates, cost and service 
efficiencies that will ultimately make 
other barge carriers more competitive.

Benefits Claimed By CSX. The prop-
osed consolidation of ACBL into CSX 
would result for the first time ever in an 
“integrated, single-system transporta-
tion” service in the 29 state area now 
being served by the barge and rail lines, 
CSX said.

The new rail-barge combination in 
turn would produce a number of public 
benefits, such as enabling shippers to 
arrange total transportation packages 
through one organization; offering the 
public better intermodal service at more 
competitive rates; and offering new 
marketing opportunities.

For example, CSX continued, new 
marketing opportunities would be avail-
able for Eastern Kentucky coal shippers 
which have been generally limited to the 
Atlantic Coast export market or to 
nearby buyers. Under an integrated 
system, these shippers would have new 
options available by way of intermodal 
rail/barge moves to the upper Mississippi 
River system and to industries in the 
Southwest and Southeast, CSX main-
tained.

Since the proposed CSX-ACBL consol-
idation is “vertical” in nature (an 
arrangement under which both parties 
that merge are not direct competitors) 
there is “little or no danger of anticompet-
itive effects,” CSX said. “After consoli-
dation, the combined entities work 
together and combine their portions of a 
service or product to provide a complete 
(or more complete) service,” CSX said.

In other words, CSX maintained that 
consolidation would be “a classical 
integration of two companies serving 
separate segments of the larger transpor-
tation market offering opportunities for
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improved service and efficiency.

Joint Rate Problem. The consolidation 
would also do away with current 
“transaction costs” that come up when 
independent companies attempt to nego-
tiate joint rail-barge movements, CSX 
said. The presence of these costs “in 
large part explains the absence of joint 
rail-barge moves today,” CSX told the 
ICC.

“Over the years, there has been a 
certain unhealthy separation between 
the (transportation) m odes,” C SX ’s 
chairman and chief executive officer 
Hays T. Watkins said. “This separation 
has caused both rail and barge companies 
to overlook opportunities where they

“O ver the years, there has 
b een  a certain unhealthy separ-
ation betw een  the (transpor-
tation) m o d es,” C S X ’s chair-
man and chief executive o fficer  
H a y s  T . W a t k i n s  s a i d .

could join together and, by so doing, 
prosper. Joint rail/barge marketing 
opportunities have been missed. Inter-
modal movements have been few and 
potential users of through intermodal 
service have been unnecessarily pre-
cluded or hindered from reaching 
potential customers and suppliers. 
Rail/barge operations have also remained 
unnecessarily uncoordinated.”

Watkins said that if the plan is 
approved ACBL will become a direct 
CSX subsidiary, thereby joining the 
Chessie and Seaboard lines in the CSX 
family. Day-to-day operations will be 
left largely to ACBL, while CSX will 
concentrate on what Watkins calls the 
three “P’s” — policy, planning and 
policing. “As with our other units, ACBL 
will have ample access to the senior 
policy officials at CSX and ultimately to 
me as is the case with all our units today,” 
Watkins said.

Also, Watkins took issue with claims 
that the consolidation would produce a 
rail monopoly of barge transportation. 
“The barge industry is highly competi-
tive, and our affiliate with ACBL will not 
stifle that competition, but rather will 
stimulate it.”

Watkins then went on to say that the 
new combine would be open to using 
competing barge lines if they prove to be 
more efficient for a certain movement. 
“We plan to take advantage of the 
competitive nature of the barge indus-
try,” Watkins said. “If it turns out that 
some competing barge line is more 
efficient than ACBL for a particular 
move, we will use it.”

Operational Savings Predicted. “Our 
best analysis is that we can reduce the 
costs of barge-rail moves by about 5%, 
with actual savings depending on the 
specific circumstances of the particular 
move,” CSX’s senior vice president for 
corporate services John W. Snow said. 
“Basically, because of the historic 
separation between rail and barge, we 
have not had proper coordination 
between rail and barge moves in many 
instances. Terminal facilities have not 
been used most efficiently because 
neither party has the proper incentive to 
improve them. Rail moves have not been 
closely coordinated with barge moves 
because each party has not perceived 
this coordination to be in its interests.

Opportunities for back hauls have been 
missed. Rates have not been set at 
optimal levels, volumes have thus not 
been maximized, and we have lost the 
opportunity for volume train operations. 
With coordination, I expect to see 
improvement in all of these areas.”

Shipper Statements. Most of CSX’s 
shipper supporters filed short statements 
urging approval of the application, 
generally backing up the applicant’s cost 
savings and other arguments. Most liked 
the idea that the single-system would 
mean “one stop shopping,” a phrase 
being pushed by CSX.

General Motors Corporation’s director 
of economics and planning Earl R.

ONUNAVIERAS
gives shippers these advantages 

at no extra cost:
Fastest, Most Frequent, Direct Service to Puerto Rico 

Largest Fleet of Equipment Dedicated to Puerto Rico 

6 U.S. Ports of Call

And Scheduled Ro/Ro Connections 
to Other Caribbean Points

Navieras is 
Puerto Rico

Call these numbers for booking and information:
Atlanta (404) 952-1244 Chicago (312) 398-1822 Hartford (203) 763-0013
Baltimore (301) 583-7100 Cincinnati (800) 323-4111 Houston (713) 333-1300
Boston (617) 879-6842 Cleveland (216) 521-1911 Jacksonville (904) 757-2900
Charleston (803) 747-0454 Dallas (214) -361-4309 Long Beach (213) 436-1044
Charlotte (704) 568-4310 Elizabeth (201) 558-8700

Miami (305) 374-2300 
New Orleans (504) 942-1100 
New York (212) 775-7330 
Philadelphia (215) 331-9300

San Francisco (415) 956-4766 
San Juan (809) 783-1414 
Seattle (206) 622-4999 
St Louis (314) 625-1169
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Wiseman generally reflected the view of 
those shippers urging approval of the 
application. Referring to the “one-stop 
shopping” theme, Wiseman said:

“With a single call, we would be able 
to arrange a complete transportation 
package — from shipper’s loading dock 
to receiver — with one firm handling 
rates, service questions, routing and all 
necessary arrangements for intermodal 
transportation.

“Such single-system service should 
result in lower transportation costs. 
Barge transportation has long been 
known for its low costs, but barges can 
only reach waterside locations. CSX 
railroads will link the waterways to an 
extensive network of inland points, thus 
permitting coordinated, efficient inter-
modal service for many commodities 
throughout much of the United States.

“These marketing innovations will not 
occur, of course, unless the ICC permits 
CSX and ACBL to join together.”

‘One-Stop Shopping’ Questioned.
Other shippers opposing the application 
are not impressed with the theme, which 
appears to be taking on a buzz-word 
connotation in the case.

Indeed, E. Morgan Massey, president 
and chief executive officer of A.T. 
Massey Coal Company, Richmond, 
Virginia, came right to the point. “In our

view, this so-called advantage (one-stop 
shopping) of the merger is entirely 
illusory,” Massey said. “In ‘one-stop 
shopping,’ all that is saved is the time it 
takes to make two or three telephone 
calls. We would much prefer to make 
two or three telephone calls among 
competing carriers if the result were a 
saving on transportation costs. The 
saving on transportation costs which is 
the inevitable result of healthy competi-
tion would represent real efficiency as 
opposed to the illusory efficiency of 
‘one-stop shopping’.”

Massey contends that shippers may 
benefit from lower rates in the short run, 
but that in the long run they will be 
harmed after competition is eliminated 
by the strong CSX-ACBL combine.

“CSX, which is 20 times the size of 
American Commercial Barge Lines, will 
be able to use its enormous financial 
strength to allow ACBL to underbid 
independent water carriers for traffic,” 
Massey said. “In the short run, some 
shippers may benefit from these reduced 
rates. However, in the long run, this 
activity will force out other independent 
carriers and reduce competition on the 
waterways. Once competition is elimi-
nated, we are certain to see a substantial 
increase in ACBL’s freight rates above 
present levels.”

CSX would also be able to favor its

new subsidiary regarding joint traffic 
movements, Massey said, adding that 
“this favoritism will take the form not 
only of favorable rates, but also (of) 
favorable allocation of rail hopper cars 
during times of high demand.” He went 
on to explain: “Theoretically, during 
times of high demand, railroads should 
assign hopper cars to shippers on a pro 
rata basis. However, the fact is that 
railroads, during times of shortage, favor 
all-rail movements over joint rail/water 
movements, making it increasingly dif-
ficult to use joint rail/water movements.

Following the CSX/ACBL merger, 
this favoritism could go a step further. 
CSX will inevitably favor joint rail/ water 
movements involving ACBL, making it 
difficult for independent water carriers 
to compete for such movements. The 
result will be the elimination of compet-
ition among the water carriers.”

Domino Effect. Finally, Massey predicts 
that if the merger goes through, other 
large rail lines, like Norfolk Southern, 
will find it necessary to acquire their own 
barge line in order to compete, a trend 
which will ultimately destroy the indepen-
dent barge line industry. “In rapid order, 
the major independent water carriers will 
be gobbled up by the railroads, resulting 
in the elimination of an independent 
water traffic system,” Massey predicted.

JACKSONVILLE PORT AUTHORITY \ J
2831 TALLEYRAND AVE JACKSONVILLE, FLA 32206 904/633-5240 

26 BROADWAY, SUITE 739 NEW YORK, N.Y. 10004 212/425-1655

FOREIGN TRADE ZONE 
Operated By:
UNIT DISTRIBUTION, INC 
904/ 786-7930

DIAL US TOLL FREE 
1-800-874-8050 
(except Florida)
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Portland Captures  
Appalachia Cargo

Luring Far East freight from its 
customary all-water routes to Appalachia 
via East Coast and Gulf Coast ports is a 
compulsive desire of Oregon’s Port of 
Portland.

Following its successful diversion 
from the Panama Canal route of some 
Orient-manufactured steels, Portland 
persuaded one of Japan’s leading manu-
facturers of precision machine tools to 
use its facilities as a main gate of entry to 
the US. and then minibridge the freight 
to Kentucky via Burlington Northern. 
With a recent consignment aboard the 
Mitsui-O.S.K. vessel Tokyo Maru, the 
J  apanese company, Y amazaki Machinery 
Corporation/MAZAK U.S.A., began 
shipping through Portland, beginning 
with 10 containerloads, mostly 40- 
footers, of components to be used in the 
final assembly of robots, lathes, mills and 
similar precision equipment at MAZAK’s 
plant in Florence, Kentucky. Yamazaki 
has annual sales of about $840 million 
and its Kentucky assembly cost $51 
million. MAZAK/U.S.A. is reputedly the 
first Japanese machine tool manufacturer 
to become a member of the American 
Machine Tool Builders Association. 
From Kentucky the completely assemb-
led machines are distributed across the

U.S. with some going to Canadian 
customers. In the near future, there is 
also likely to be a fair commitment to 
re-exporting to South America.

S a v in g s . E a r l ie r ,  th e  P o r tla n d  
Development Commission and port 
officials had made an economic analysis 
to demonstrate to MAZAK that it could 
save time and money by moving through 
Portland to Kentucky. The estimated 
economies in time and dollars have been 
fully borne out, agreed Gary Bentle, 
MAZAK’s traffic manager.

SP, UP & BN Agree  
On Sw itching

Southern P a c ific  Transportation 
Company and Burlington Northern 
Railroad Company signed a reciprocal 
switching agreement, effective March 1. 
This follows closely on a similar 
agreement reached between SP and 
Union Pacific in January.

Noting that “some railroads have 
recently cancelled or limited reciprocal 
switching, resulting in reduced compe-
tition and increased costs to shippers,” 
Robert A. Sharp, vice president market-
ing for SP, added: “This agreement with 
Burlington Northern is another example 
of how SP is utilizing deregulation to 
increase the ability of our railroad to

compete for a larger share of the total 
transportation dollar.”

The SP and UP agreement also 
covered the establishment of some joint 
rail routes between the two systems in 
the trans-Continental traffic between the 
Pacific Coast and Midwestern states.

Matson Orders 2nd  
$9.5 M illion  Barge

Matson Navigation Company ordered 
a second self-loading container barge 
from McDermott Inc. of Louisiana and 
Mississippi. The 350 foot barge, costing 
about $9.5 million, will have the same 
design as one presently being built, 
including a revolving crane.

Each of the barges will have a capacity 
of 216 containers of various sizes and 
types and 1,700 tons of molasses. Towed 
by chartered tugs, the barges will 
operate in Matson’s inter-island services 
between Honolulu and the neighbor 
islands of Maui, Hawaii and Kauai.

Other technical attributes of the 
barges include movable cell guides for 
securing containers on deck and a radio- 
controlled stern thruster to aid in 
docking.

The first barge, the Haleakala, will 
enter service this coming fall and the 
second should be operational by the first 
quarter of 1985.

One World Trade Center 
Suite 5335 • New York, New York 10048

B u ilt to Se r ve World 
T rade

Moran leads the w ay  in 
New  York harbor with 
powerful and efficient tugs -  
and a century of experience.

Moran Towing & Transportation Co., Inc.
"The Best 

in the 
Business"
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North Atlantic Service
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North Am erican s e rv ic e s :  North Atlantic • Trans-Pacific • U.S. Gulf • Euro-Pacific • Central America

Hapag-Lloyd Agencies:
N e w  Y o rk  (212 ) 4 4 2 -9 3 0 0  •  C h ica g o  (3 1 2 ) 9 7 1 -9 3 0 0  
Sausalito  (4 15 ) 3 3 1 -6 6 6 6  •  Los A n g eles  (2 1 3 ) 627-9051  

B iehl & C o m p an y , Inc.
N ew  O rlean s  (5 0 4 ) 5 8 1 -7 7 8 8  •  H o uston  (7 1 3 ) 6 8 8 -77 00  

M o n tre a l S h ip p in g  Inc.
M o n tre a l (5 14 ) 2 8 6 -4 6 4 6  •  T o ro n to  (4 1 6 ) 366-4691  

A d d itio n a l agents in key U .S . and C a n a d ia n  cities. regular-reliable-on time
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V E R V I E W
A  m o n t h l y  f e a t u r e  f r o m  t h e  N a t i o n a l  M a r i t i m e  C o u n c i l ,  a  u n i q u e  
o r g a n i z a t i o n  c o m p o s e d  o f  U .S . - f l a g c a r r i e r s, sh i p p e r s, a n d  m a r i t i m e  
l a b o r ,  d e d i c a t e d  t o  t h e  d e v e l o p m e n t  o f  a  st r o n g ,  e f f i c i e n t ,  p r i v a t e l y -  
o w n e d  a n d  o p e r a t e d  U .S . - f l a g m e r c h a n t  f l e e t ,  a n d  t o  t h e  g r o w t h  
o f  U .S . d o m e s t i c  a n d  i n t e r n a t i o n a l  t r a d e .  V i e w s e x p r e ss e d  h e r e i n  d o 
n o t  n e c e ss a r i l y  r e p r e s e n t  t h e  o p i n io n  o f  “A m e r i c a n  S h i p p e r ” m a g a z i n e .

N a tio n a l M a r it im e  C o u n c i l *  1748 N S tre e t  N W , W a s h in g to n ,  D .C ., 2 0 0 3 6 *  (202) 785 -37 54

Modular Mentality vs. The Shipping Act of 1984

By the time this article appears in print, hopefully the Ship-
ping Act of 1984 will be a "fait accompli," and a historic milestone.
After approximately sixty eight years, the dire need for adaptation to 
meet the vast changes in international shipping practices may have been 
realized. Analogous to the Olympics, Americans are not reluctant to 
compete, however, the competition should be conducted under a common 
set of international rules accepted and adhered to by all the parti-
cipants .

Volumes will be written concerning the tenets and various inter-
pretations of the Shipping Act. I do not intend to dwell on the various 
particulars, however, I would like to stress three facets of the Act, and 
my personal interpretation of their importance to the maritime industry.
The three facets, in layman's language, are as follows:

• Minimal resort to litigation.

• Enhanced common use of capital intensive marine terminal 
infrastructure.

• A necessary step to an origin to destination, total trans-
portation system approach.

Certainly, litigation as a last resort to rectify otherwise unattain-
able remedies plays an important role within our democratic society. 
However, within the last two or three decades, we Americans have evolved 
a propensity to resort to litigation at the slightest provocation. The 
results have been less than desirable. Expenses have ballooned beyond 
belief; logical and relatively permanent remedies have been elusive; 
relationships among participants (e.g. carriers, shippers, government, 
and labor) have not only eroded but become contentious; and most important, 
compromise, negotiation and discussions in forums that inevitably lead 
to wholesome environments and mutual respect by all the parochial par-
ticipants have not developed. Lawyers' freeze an event in time, and 
rather than stressing the attainment of feasible solutions and working 
agreements resort to lengthy costly litigation which concludes with one 
side of the argument that caused the problem initially. Hopefully, the 
Shipping Act of 1984 should alleviate this situation to a great degree.
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The modern marine terminal is a capital intensive node within a total 
transportation system. The constantly rising costs of infrastructure 
and maintenance, further exacerbated by horrendous expenses inherent 
in periodic dredging, make it imperative that favorable geographically 
located, efficient ports (nodes) be utilized to the maximum. The Shipping 
Act of 1984 acts as a precursor for the common use of marine terminals 
which would make great progress in suppressing some of the ever spiral-
ling expenses.

To reiterate, a marine terminal is merely a node within an origin 
to destination total transportation system. The Act, with its cautious 
approach to intermodal rate making, is a refreshing change from our 
tenaciously-held, long-practiced modular mentality and intermodal verbosit 
of yesteryear. It's not the vessel, the railroad tracks, the truck, or 
highway, or the individual terminal that makes a system, but the origin 
to destination efficient integration of the ENTIRE system that results in 
economic success. Military leadership in a wartime situation, always 
under civilian control, should have a minimum of constraints placed upon 
it. Likewise U.S. commercial managers and executives competing in a 
fierce, tenuous international economy characterized by ever increasing 
foreign government intervention should be analogous to athletic team 
coaches. They should be able to work out harmonous relations with neces-
sary partners (labor, shippers) within forums such as the National Maritin 
Council, where all controversial, parochial, subjective problems can be 
discussed with a minimum of government interference and a maximum of 
government encouragement and help.

The Shipping Act of 1984, after a tortuous and lengthy effort, 
endeavors to recognize that some of basic U.S. antitrust law inhibits 
the conduct of our international trade which is ever-growing in impor-
tance. American Exporters and Importers can and will compete sucessfully 
in any arena as long as all participants adopt and adhere to the same rul< 
The Act is a valuable surgical instrument and can be used to enhance 
international and domestic trade, result in more jobs, and give the U.S. ; 
growing, economically viable U.S. merchant marine. The foundation is 
about to be put in place, the resultant edifice will be a tribute to our 
ingenuity and initiative, or to our folly.
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ST. JOHN, N.B. Shipm ents 
through the Port of Saint John, New 
Brunswick, during 1983 totalled 8,346,831 
metric tons, 1% less than the previous 
year, according to Gordon C. Mouland, 
general manager of the port. Container 
cargo was off about 1%, totaling 913,998 
tons, he said.

BOSTON Seapac Services has 
appointed Nick Hay New England 
regional manager with responsibility for 
all of the New England area. Most 
recently, he was handling eastbound 
sales in New York. In addition to OOCL, 
Manchester Liners and Navicana, Seapac 
Services is also general agent for DART.

STRATEGIC MANAGEMENT. A
one-week seminar for senior executives 
on transportation and physical distri-
bution will be held by the Center for 
Transportation Studies at Massachusetts 
Institute of Technology May 20-25. The 
title of the seminar is “Strategic Manage-
ment in Transportation.” Tuition is 
$1,500 per person. Those wishing to 
attend should con tact W ilbert A. 
Pinkerton Jr., deputy director, Center 
for Transportation Studies, Room 1-123, 
Massachusetts Institute of Technology, 
C am bridge, M assachusetts 02129. 
Members of the faculty include Thomas 
L. Magnanti, professor of operations 
research and management; Arnoldo C. 
Hax, professor of management science; 
Steven R. Lerman, head of the transpor-
tation systems division in the civil 
engineering department; and Pinkerton, 
who has previously worked as consultant 
with the transportation groups at 
Harbridge House and with Temple, 
Barker and Sloane.

NEW Y O R K /N E W  JERSEY
The New York Chamber of Commerce 
and Industry will sponsor a half-day 
seminar on foreign sales corporations on 
the afternoon of March 28 in the 
Chamber auditorium at 65 Liberty Street 
in New York. Among the instructors will 
be Richard M. Hammer and Robert J. 
Patrick Jr., both of Price Waterhouse, 
and Stephen E. Shay of the U.S. 
Treasury Department.

SEAPAC EASTERN DIVISION. Don 
Wilk has been appointed general mana-
ger of eastbound sales for OOCL, 
Manchester Liners and Navicana in the 
eastern U.S., it was announced by 
Seapac services in Oakland, California. 
Wilk has 21 years experience in the 
steamship industry.

EXPORT TRAFFIC LEAGUE. Helga 
Jalkio, general traffic manager of Drake 
A m erica  C o rp o ra tio n , has been  
appointed chairman of the legislative 
committee of the National Export 
Traffic League (NETL). Patrick Gill, a 
partner in the New York law firm of 
Rode & Qualey, is vice chairman. The 
appointments were made by NETL 
president Martin J. Kelly. Jalkio pre-
viously served as second vice president 
and chairman of the N ETL membership 
com m ittee. B efo re  jo in ing  D rake 
America, Jalkio headed the export 
department of American Union Trans-
port Forwarding Inc. in New York. Prior 
to that, she worked in the international 
trade field in Finland. Gill is a member of 
the American Association of Exporters 
and Importers. He also belongs to 
several professional legal groups includ-
ing the American, New York State, 
District of Columbia and Customs and 
International Trade Bar Associations.

TFL APPOINTMENTS. Trans Freight 
Lines has appointed Salvatore Annaruma 
equipment control manager and Carl 
Weindel as marine manager at Port 
Elizabeth.

SYLVAN SHIPPING PROMOTIONS.
Sylvan Shipping Co. president Robert E. 
Heine announced promotion of Charles
S. Cumming to manager, operations and 
administration, and John M. Davis as 
manager, operations and chartering, in 
the offices at Stamford, Connecticut. 
Cummings is responsible for Sylvan’s 
operations in northern Europe as well as 
insurance and claims, marketing and 
sales, and general administration. He 
joined the company in August 1981. 
Davis has responsibility for operations in 
the Mediterranean, including chartering, 
equipment control, marketing and sales. 
Sylvan Shipping is a subsidiary of ITT 
Rayonier Inc.

AES HEADQUARTERS MOVED.
Atlanttrafik Express Service (AES) 
moved February 20 to Suite 200 at 370 
Lexington Avenue, New York 10017; 
telephone (212) 687-6969.

MOORE McCORMACK RESOURCES.
Moore M cCorm ack Resources Inc. 
reported 1983 earnings of $11,500,000 or 
$1.33 per share compared with $6,600,000 
the previous year. Although Great Lakes

shipping results showed an improvement 
over 1982’s fourth quarter, the company’s 
steel-related businesses continued to be 
affected by low production levels. Chair-
man James R . Barker said improved con-
ditions in the steel industry should ben-
efit Moore McCormack’s Great Lakes 
shipping operations this year. Amounts 
accrued and subsequently received from 
the firm’s 20X share of the Lachmar LNG 
transportation project contributed to the 
increase in operating profit for the fourth 
quarter. In December, Trunkline LNG 
Company (TLC) announced indefinite 
suspension of the transportation contract 
with Lachmar. The company said, “We 
believe that TLC ’s suspension is not 
legally justified, and in January 1984 
Lachmar began arbitration proceedings 
against TLC, Trunkline Gas Company 
and Panhandle Eastern Corporation. 
Pending resolution of the matter, we 
have decided not to continue to accrue 
our share of Lachmar’s income.”

BEVERAGE IMPORTERS. The annual 
reception/banquet of the National Assoc-
iation of Beverage Importers was schedul-
ed March 29 at the Grand Hyatt Hotel in 
New York. Alvin J. Ferro, president and 
CEO of the Paddington Corporation, 
will be master of ceremonies.

ROCHE SUCCEEDS DANN. Associ-
ated Container Transportation/PACE Line 
announced that U.S. sales manager 
William G. Roche has assumed the duties 
of John E. (Jack) Dann, assistant vice 
president, marketing and sales, who has 
taken early retirement.

Be ”IN” 
your market!

Available with less costs & risks, 
AND without investments, in

ANTWERP
"THE IDEAL TRANSIT PORT 

TO SERVE EUROPE” 
•  Office space
• Warehousing facilities
• Physical Distribution Centers

Contact immediately:

* *  BELGIAN PAKHOED NV
B-2000-Antwerp-Belgium  
P.O. Box 69 
Oude Leeuwenrui, 25 
Phone 03/234.37.50 (161.) 
Telex 31-159

ALSO all freightforwarding services. 

Since 1903 in ANTWERP
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PRESIDENT OF FLEXI-VAN. David 
H. Murdock, chairman and CEO  of 
Flexi-Van Corporation, announced the 
appointment of Raymond F. Henze III 
as president and chief operating officer 
of Flexi-Van and its principal subsidiary, 

Flexi-Van Leasing Inc. 
P rev iou sly , Henze 
was executive vice 
president of both com-
panies. Henze is a 
director of Flexi-Van 
and an officer of Paci-
fic Holding Corpora-
tion which is wholly 
owned by Murdock. 
He has been associated 

with Murdock and his various companies, 
inluding Cannon Mills and International 
Mining Corporation, since 1979. Prior to 
that, he was an officer of Citibank where 
he held positions in its New York, Los 
Angeles and Hong Kong offices.

EMERY INCOME UP 145%. Emery Air 
Freight Corporation reported that 1983 
net income reached a record $25 million, 
up 145% from the previous year. 
Revenues of $683 million were 14% 
higher than 1982. Emery reported 
international operating income in fourth 
quarter was $5.3 million, down slightly 
from the $6 million reported the same 
1982 period. However, operating income 
would have increased 33% in the 1983 
period if a one-time gain of $2 million 
from a restructured retirement benefits 
program for non-U.S. employees is 
excluded from the 1982 fourth quarter.

STOLT TERMINALS. Stolt-Nielsen 
In c. o f G reen w ich , C on n ecticu t, 
announced that its liquid and dry bulk 
terminals throughout the world will be 
identified in the future as Stolt Terminals. 
The company previously has been 
operating terminals under the name of 
Seatank in the United States, Canada, 
South America and Europe. In 1983, 
Stolt Terminals acquired the former 
Outerbridge Terminals Inc. in Perth 
A m boy, New Je rs e y ; V an cou v er 
Wharves Ltd. in Vancouver, R.C.; and 
Mobil Oil’s chemical installation in 
Santos, Brazil. Stolt Terminals also 
began operation last year of its Chemtank 
installation in Houston, a joint venture 
with Oiltanking of Texas. Other instal-
lations owned by the Stolt Terminals are 
located in Chicago, Brownsville, Buenos 
Aires and Zeebrugge, Belgium.

CONTAINERSHIP AGENCY. Rolf D. 
Hartmann, president of Containership 
Agency Inc., announced appointment of 
Nicola Arena as vice president marketing. 
Arena was owner’s representative of 
Italian Lines before joining Containership 
Agency in 1979 as vice president of

special projects. Containership Agency 
is general agent for Italian Line, Neptune 
Orient Line and Mediterranean Shipping 
Company.

TRAFFIC CLUB ELECTS WELTER.
Donald Hagen, chairman of the New 
York Traf fic Club announced that Lewis 
J. Welter has been elected president of 

the club for the 1984- 
85 term. Welter, who 
is senior vice president 
of Hapag-Lloyd (Amer-
ica) Inc., has held high 
level managerial posi-
tions in rail and ocean 
transportation for more 
than 25 years. The 

Welter Traffic Club of New 
York has, for nearly 

80 years, been one of the leading 
organizations in the transportation and 
distribution field.

N.J. INTERNATIONAL COMMERCE 
CLUB. Michael B. Tillander, vice 
president-marketing and sales of Bendix 
Transportation Management Corpora-
tion, will address the March meeting of 
the International Commerce Club of 
New Jersey at Convent Station the 
evening of March 21, it was announced 
by director Linda McKenna. On April 
18, Richard Sommer, attorney with the 
firm of Kirlin, Campbell & Keating, will 
be the speaker. The May meeting of the 
club will be dedicated to its past 
presidents while the April meeting will 
be a golf outing at Cedar Grove, New 
Jersey. Reservations for the meeting 
should be made with Joan Lucid at (201) 
277-8247.

NEW JERSEY SHIPPERS. A one-day 
seminar on the “impact of de-regulation 
on U.S. international commerce” will be 
co-sponsored by the Maritime Adminis-
tration, Department of Transportation, 
and New Jersey State Chamber of 
Commerce at the Coachmen’s Inn at 
Cranford, New Jersey, March 28. Frank 
J. O’Donnell, recently appointed eastern 
region director of the Maritime Adminis-
tration, said former Federal Maritime 
Commission chairman Dr. Leslie Kanuk 
will be keynote speaker. Luncheon 
speaker will be the current vice- 
chairman of FMC, James J. Carey. 
Other speakers on the program, accord-
ing to O’Donnell, include Peter Finnerty 
of Sea-Land Service, moderator; Paul J. 
R ich ard so n , co n su ltan t; A nthony 
Baronne, international traffic manager 
for Warner-Lambert; Fred Hermann of 
Van Brundt Trucking; Leslie Dean of 
Conrail; Buford Smith of Keystone 
Terminals; Raymond Heinzelmann of 
Delaware Valley Ports; and George H. 
Ullman, general counsel for the National

Customs Brokers and Freight Forwarders 
Association and New York Forwarders 
and Brokers. O’Donnell, who was 
appointed December 15 as director of 
MarAd’s eastern division headquartered 
in New York, graduated from the U.S. 
Merchant Marine Academy at Kings 
Point and held executive positions with 
Moore McCormack Lines in Denmark, 
Norway, Sweden, Argentina and New 
York before joining MarAd as chief of 
market development for the eastern 
region in 1971.

STAR SHIPPING. Star Shipping A/S, 
which operates a fleet of 40 ships in the 
forest products trade worldwide, has 
completed installation of the computer-
ized shipping management information 
system offered by Marine Management 
Systems Inc. of Stamford, Connecticut. 
The system provides interactive network 
processing for cargo booking, voyage 
estimation, voyage reporting, container 
control, electronic mail, budgets, statis-
tics, directories and utilities.

PAKISTAN LINE MANAGER. Tilston 
Roberts Corporation announced the 
appointment of Albert H. Androvette as 
line manager for Pakistan National 
Shipping Corporation’s monthly break-
bulk and container service between U.S. 
Atlantic and Gulf ports, Karachi and 
Middle East ports.

ARBITRATION INSTITUTE. Michael
F. Hoellering, general counsel of the 
American Arbitration Association, said 
AAA will establish a world arbitration 
institute in cooperation with other 
arbitral institutions, bar associations and 
law schools. “The purpose of the 
institute is to encourage parties to use 
New York City as a locale for interna-
tional arbitration,” he said. Hoellering 
noted that many users of international 
arbitration such as multi-national corpor-
ations, banks, insurance institutions, 
trading companies and law firms are 
based in New York. David W. Peck, 
former Justice of the Supreme Court of 
New York and a member of the AAA 
board, will serve as chairman of the 
international advisory committee that 
will help establish the institute. J. 
Stewart McClendon, former assistant 
general counsel of Exxon, will be 
director. Last year, AAA handled nearly
40,000 cases.

CONTAINER INSPECTION GUIDE. 
A third edition of the Institute of 
International Container Lessors in-
spection manual may be ordered at a 
price of $25 each from the Institute of 
International C ontainer Lessors, 
Department M, Box 605, Bedford, New 
York 10506.

Henze
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SEAMEN’S CHURCH BUILDING.
Reverend James R. Whittemore, director 
of Seamen’s Church Institute, announced 
that the institute’s 18-story hotel building 
on Battery Park at the foot of Manhattan 
is being offered for sale because so much 
of the port’s shipping activity has 
transferred from Manhattan to New 
Jersey. The building, which provides 190 
small hotel rooms for seamen, is to be 
sold at a minimum price of $22 million. 
Whittemore said that occupancy of the 
hotel rooms by seamen has dropped to 
55$, compared to 80-90$ occupancy at 
the time the building was opened in 
1968. Seamen’s Church Institute will 
continue to operate the Seafarer’s Center 
in Port Newark.

NEW ORLEANS REPRESENTA�
TIVE. David D. O’Brien, former 
customer account executive with the 
John W. McGrath Corporation for 13 
years prior to joining the Port of New 
Orleans sales staff in New York last 
November, has been named to succeed 
Stanley J. Sikora as managing director, 
eastern division, for the New Orleans 
port. Sikora retired following 22 years of 
service in the New York sales office.

KIRK LINE SALES AGENT. Eller & 
Company of Port Everglades announced 
its appointment as sales agent in the New 
York, New Jersey and Connecticut area 
for Kirk Line which operates a weekly 
Ro/Ro service from Miami to Haiti, 
Jamaica and the Cayman Islands.

SCHENKERS ACCEPTS PENALTY.
Schenkers International F orwarders Inc. 
of New York has agreed to a civil penalty 
of $17,500 for alleged violations of the 
antiboycott provisions of the Export 
Administration Act, the International 
Trade A dm inistration announced. 
Schenkers allegedly furnished six separ-
ate items of information to Dubai, Egypt 
and Yemen about its business relationship 
with Israel. IT A also announced that 
Fleet National Bank of Providence, 
Rhode Island, and Fleet International 
Bank of New York City have been 
charged with violating provisions of the 
antiboycott law. Fleet National Bank 
allegedly failed to report promptly 
receipt of 60 requests from Kuwait, 
Lebanon, Qatar and the United Arab 
Emirates. Many of the requests were that 
goods supplied under letters of credit 
issued by the bank not originate in South 
Africa, Israel or Rhodesia. Fleet Inter-
national allegedly paid a letter of credit 
opened by a bank in Oman which 
contained conditions prohibited by the 
regulations, ITA said.

INMARSAT LEASED CIRCUITS. The
shipping and offshore industries will be

able to lease telephone circuits on the 
maritime satellite system operated by 
the International Maritime Satellite 
Organization (INMARSAT) followng a 
decision by the INMARSAT Council, 
which concluded its 17th Session in 
London February 16. INMARSAT pro-
vides the satellite capacity for telephone, 
telex and data communications to 
shipping and offshore industries.

WORMS AGENCY OFFICE. Worms 
Services Maritimes Paris announced the 
organization of Worms Agencies Inc. in 
New York to provide services formerly 
offered by Worms Permal Shipping Inc. 
Offices are located at 50 Broadway in 
New York.

WORLD TRADE CLASSES. The World 
Trade Institute at the World Trade 
Center will conduct a seminar on 
computerizing export/import operations 
with a microcomputer April 2-4; on 
ocean cargo claims handling April 11-13; 
and on international ocean liner rate- 
making May 7-8. All classes will be 
conducted at WTI headquarters on the 
55th floor of One World Trade Center in 
New York. Hotel accommodations can 
be made at the adjacent Vista Interna-
tional Hotel.

NORTON, LILLY CONTROLLER.
Larry Mattson has been appointed 
controller of Norton, Lilly & Company 
Inc. in New York after serving since 1982 
as manager of corporate accounting.

Conrail’s $7.4 
million Delaware Valley Intermodal 
Terminal at Morrisvillenear Philadelphia 
handled 71,623 trailers, including marine 
cargo containers, during 1983, according 
to James A. Hagen, senior vice president- 
marketing and sales.

ITA SPRING MEETING. The Inter-
modal Transportation Association will 
hold its spring meeting April 11-13 at the 
Bellevue Stratford Hotel. ITA president 
Thomas A. Yost, vice president of 
intermodal service for Sea-Land, an-
nounced that L. Stanley Crane, chairman 
and CEO of Consolidated Rail Corpora-
tion, will be the keynote speaker at a 
luncheon on Thursday, April 12. Editors 
of transportation trade publications will 
moderate three panel discussions. At the 
opening session on Thursday morning, 
April 12, Marc Felice, editor of Transport 
2000, will moderate a panel of shipper 
representatives on the progress of 
intermodal transportation. Jane Boyes, 
editor of Containerization International, 
will moderate an afternoon discussion 
by representatives of each mode of 
transportation to determine “what the

carriers involved in intermodal trans-
portation expect from shippers.” Later 
on Thursday, David Howard, editor of 
American Shipper, will moderate a 
panel of representatives from companies 
which provide special services to 
transportation companies. The three 
moderators will meet in a round table 
discussion Friday morning, April 13, to 
express their views on the previous day’s 
discussion. William L. Smith, editor of 
Transport Topics, will also participate in 
the discussion. Persons wishing to attend 
the meeting should contact the Inter-
modal Transportation Association offices 
at 4660 Kenmore Avenue, Suite 604, 
Alexandria, Virginia 22304.

ALLEN FORWARDING. J. Eisen-
hower, vice president of Allen Forward-
ing Company in Philadelphia, announced 
appointment of Earl Reinhard as regional 
comptroller. Reinhard was formerly 
treasurer of Stockard Shipping and 
Terminal Corporation in Philadelphia. 
His duties will include coordination of 
systems and service of Allen Forwarding 
o ff ic e s  in New  York, B altim o re , 
Harrisburg and Philadelphia.

EQUIPMENT INTERCHANGE. Jere 
Kimmich, president of Equipment Inter-
change Association and director of labor 
and human relations for Pennsylvania 
Truck Lines, announced that Richard 
Hinchclif f, executive director of Regular 
Common Carrier Conference of the 
American Trucking Association, and 
Raymond W. Weil Jr., economist with 
the Office of Transportation Economics 
in the Department of'Transportation, 
will address the 26th annual membership 
meeting of the Equipment Interchange 
Association in Philadelphia April 9-10.

INTERNATIONAL PLANNING.
James R. Palmquist has been appointed 
manager of distribution planning and 
international for Air Products and 
Chemicals Inc. of Allentown, Pa. He will 
have responsibility for distribution plan-
ning and international distribution of the 
company’s chemicals group products 
and raw materials. Prior to his appoint-
ment, Palmquist was traffic manager of 
the company’s Escambia plant. He holds 
an M BA from Temple University and is a 
member of the National Council of 
Physical Distribution Management.

T o ta l contain’er 
cargo at Dundalk Marine Terminal in 
1983 reached 3,433,111 tons, a 13$ 
increase over 1982, Maryland Port Ad-
ministration reported. In addition, the 
550-acre terminal handled 73,627,277 
board feet of lumber, a 27$ increase, and 
174,341 automobiles, a 7$ increase.

PHILADELPHIA

BALTIMORE
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In te rm o d a l 
Transportation Association (ITA) an-
nounced availability of the spring issue 
of the International Registry of Trailer, 
Container and Chassis Equipment on 
March 1. A statistical publication, the 
Registry contains the physical character-
istics of units of transportation equip-
ment, in chronological order by equip-
ment type, interior and exterior dimen-
sions, the carrying capacity and cubit 
feet in pounds, king pin settings, tire 
sizes and wheel types. The Registry 
contains a cumulative total of 121,394 
trailers; 1,498,797 containers; 153,288 
chassis; and 1,742 bogies/dollies, an 
increase of 73,518 units of equipment 
during the past year. Copies of the 
Registry may be obtained at a cost of 
$12.50 each by calling the Association 
offices at 4660 Kenmore Avenue, Suite 
605, Alexandria, Virginia 22304, tele-
phone (703) 823-6880.

R E C Y C L IN G  IN D U S T R IE S . The
National Association of Recycling Indus-
tries will hold a transportation workshop 
at the L’enfant Plaza Hotel May 8-9 to 
discuss impact of deregulation on 
private fleet operations.

D RED GIN G POLICY. The American 
Association of Port Authorities Harbors 
and Navigation Committee will conduct 
a seminar on “Dredging: Technical and 
Policy Considerations” at Ramada Renais-
sance Hotel in Washington April 2-3. Co-
operating groups are Western Dredging 
Association, California Marine Affairs 
and Navigation Conference and the U.S. 
Section of the Permanent International 
Association of Navigation Congresses.

WASHINGTON

Virginia Port Author-
ity announced that Virginia Export 
Trading Company (VEXTRAC) has put 
together a joint venture between Inter-
soluble Marketing Ltd. and E. Rezende 
Imports and Exports Ltd. to trade in a 
wide variety of general merchandise 
with Brazil. The first import shipment of 
sample goods, including clothing, shoes, 
porcelain, hardware and candy, arrived 
at Hampton Roads in January. Shipments 
of timber products from Brazil to 
Hampton Roads are expected again in 
the near future, according to Barry 
Owens, manager of VEXTRAC.

NORFOLK

DRYDOCK IS D RYDOCKED. The Navy’s floating drydock USS Sustain was 
recently drydocked on Norshipco’s floating drydock Titan in Norfolk. The Sustain 
was being overhauled to enable her to service Spruance-class destroyers.

CRANES FOR SAUDI ARABIA. FMC Corporation’s construction equipment 
group recently shipped seven Link-Belt hydraulic rough terrain cranes and one 
crawler crane to Saudi Arabia aboard Hoegh-Ugland Auto Liners’ A/S HUAL 
Transporter through the Port of Baltimore.

DUNDALK MANAGER. Edward J. 
Beecher Jr. is assistant manager of 
Dundalk Marine Terminal succeeding 
Harry A. Wills Jr. who was promoted to 
manager of the North Locust Point 
Marine Terminal earlier this year.

SO U T H E R N  S T E A M S H IP  M GR.
Christopher Harding is manager of the 
Southern Steamship Agency office 
opened during February in the Marine 
Bank Building of Baltimore to provide 
steamship agency service including 
cargo solicitation. Southern Steamship is 
a subsidiary of Ryan-Walsh Stevedoring 
Company Inc. which in turn is a part of 
Dravo Corporation’s transportation and 
cargo handling group. Prior to joining 
Southern Steamship, Harding was with a 
container line where his activities includ-
ed operational, sales and marketing re-
sponsibilities. Southern’s executive vice 
president H.W. Thurber I I I  said, 
“Baltimore marks the twelfth office 
we’ve opened in the past year and a half 
and represents a major step toward our 
goal of representing our clients in cities 
where major cargo shipments originate.”

NISSAN IM PORT TERM INAL. Nissan 
Motor Company has leased a 43-acre site 
from Virginia International Terminals 
Inc. to handle import of 55,000 automo-
biles which will be distributed through 
N orfo lk  to d ealers in D elaw are, 
Maryland, Virginia, North Carolina and 
the D istric t of C olum bia, it was 
announced by Virginia Port Authority 
executive director J. Robert Bray. About 
32 employees are to be based at Norfolk, 
including personnel from Nissan and 
Distribution and Auto Services Inc., 
which will act as port contractor. The 
Nissan decision was reached after almost 
two years of negotiations. The business 
had also been sought by the Port of 
Baltimore which has handled the Nissan 
account for the past few years.
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ATLANTA | The largest gathering 
of carrier and shipper officials ever 
assembled in the South appears likely 
when the Georgia Freight Bureau opens 
its f 984 Intermodal Forum and Piggyback 
Exposition at the Georgia World Con-
gress Center in Atlanta April 9-11. Four 
railroad presidents and one steamship 
line president have accepted invitations 
from Nat Welch, executive vice president 
of the Freight Bureau, to speak on the 
program. In addition, five large shippers 
will explain how they utilize piggyback 
service in their own business. The forum 
gets underway with a reception on 
Monday evening, April 9. The first 
address on Tuesday will be given by 
W.C. McCormack, vice president-mar-
keting and planning of Seaboard System 
Railroad in Jacksonville. The luncheon 
speaker on Monday will be Lawrence 
Cena of Chicago, president of the Santa 
Fe Railroad. That afternoon, Seaboard 
System vice president Jack Nall of 
Jacksonville will moderate a discussion 
on use of piggyback by John W. Lind of 
New York, director of corporate transpor-
tation and distribution at Corning Glass 
Works; George Tidmarsh of Chicago, 
vice president operations and distribu-
tion of Sears, Roebuck and Company; 
Roy W. Mayeske, executive director- 
transportation of 3M Company in St. 
Paul; Frank Jones, vice president and 
director of transportation for South Wire 
Company in Carrollton, Georgia; and 
Donald Kuster, general manager-traffic 
and distribution for Continental Can in 
Oak Brook, Illinois. On Wednesday 
morning, the forum will hear from

R ichard  Sanborn of Jack son v ille , 
president of Seaboard System, and 
Edward Burwell of Atlanta, president of 
Southern Railway System. Representa-
tives from other railroads speaking the 
same morning will be William L. 
Thornton of St. Augustine, Florida, 
president of Florida East Coast Railway; 
William E. Greenwood of St. Paul, 
Minnesota, senior assistant vice president- 
marketing-intermodal of Burlington 
Northern; D.A. Shum of Omaha, vice 
president-intermodal of Union Pacific; 
Joe Neal of San Francisco, vicepresident- 
sales of Southern Pacific; and James 
Hagen of Philadelphia, senior vice 
president-marketing and sales of Conrail. 
Also on Tuesday morning, the forum will 
hear talks by R. Kenneth Johns of Menlo 
Park, New Jersey, president of Sea-Land 
Service; David N. Messer of Jacksonville, 
vice president-common carrier service 
of Trailer Marine Transport; and John 
James of Savannah, president of John S. 
James Inc. Other speakers include 
representatives of railroad, trucking, 
terminal and equipment firms.

NUMERAX SALES MANAGER. J.
Anthony Register has been appointed 
regional director of sales in the Atlanta 
office of Numerax Inc., an independent 

computer processor of 
transportation and distri-
bution information. A 
native of Savannah, 
Register is a graduate 
of Georgia Tech with 
a degree in industrial 

■  ■ ■  management. He most
Register recently was export 

sales coordinator for 
Panalpina Inc., Swiss freight forwarding 
company. Earlier, he served 10 years in 
sales for Southeastern Maritime Com-
pany of Savannah.

BORCHIK MANAGES MAERSK.
Maersk Line Agency announced the 
appointment of Dave Borchik as district 
sales manager in charge of its Atlanta 
office. He will also be responsible

for sales functions in Atlanta as well as 
north Georgia. Borchik has been trans-
ferred from Maersk’s office in Chicago. 
Mark McQueen has joined Maersk as an 
account executive in Atlanta responsible 
for sales in portions of Atlanta and 
southern Georgia. Ms. Irene Coleman, 
an account executive for the past year, 
will continue to work from the office in 
Atlanta with responsibility for sales in 
western South Carolina.

CHARLESTON______________________  T h e  S o u th
Carolina State Ports Authority has filed a 
formal complaint with the Federal 
Maritime Commission objecting to a 
study made by Booz-Allen & Hamilton 
Inc. which is being used by the Georgia 
Ports Authority at Savannah as a sales 
tool in competition with the port at 
Charleston, South Carolina. The South 
Carolina State Ports Authority decided 
to take formal action at FMC after 
receiving a letter from Georgia Ports 
executive director George Nichols stating 
that Georgia would continue use of the 
report. Nichols made his decision after 
Booz-Allen & Hamilton had reviewed its 
study and “confirmed to us that there are 
no significant errors in the report...” 
South Carolina, on the other hand, 
contends that the report has numerous 
errors and that it “includes gross 
misstatements of fact, erroneous assump-
tions, misleading representations and 
glaring omissions” and was “meaningless 
for strategic decision-making on the part 
of any management.” In its appeal to the 
FMC, the South Carolina officials said, 
“This is not a lawsuit, but a request for an 
administrative determination from the 
federal body charged with enforcement 
of the Shipping Act of 1916, and 
promotion of a healthy competitive 
environment in the maritime industry.”

STEVEDORE FOR LYKES. Lykes 
Lines appointed Southern Steamship 
Agency Inc., as its agent and Ryan-Walsh 
Stevedoring Company as its stevedore in 
the Port of Charleston.
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SAVANNAH | Cargo handled over 
Containerport at Savannah exceeded the 
two million mark for the first time in 
1983, Georgia Ports Authority reported. 
“If returns for January 1984 are any indic-
ation, figures for this year will erase that 
milestone in 11 short months,” the Auth-
ority said. January business totaled 
204,122 tons of container cargo. It was 
the first time that monthly figures 
exceeded the 200,000 ton level in the 
history of Containerport, according to 
GPA. “A simple extension of the figures 
shows that, with no continued growth, 
1984 totals will approach 2.5 million tons. 
Given the recent growth history of the 
facility and the large number of new 
lines now calling, it is reasonable to 
describe this prediction as conservative.”

OUR PEOPLE ARE PORT AUTHORITIES.
North Carolina State Ports Authority, P.O. Box 9002, Wilmington, N.C. 28402 and 

P.O. Drawer 829, Morehead City, N.C. 28557, toll-free 800/334-0682, in North 
Carolina 919/763-1621. Offices: Wilmington, Morehead City, Raleigh, Winston- 

Salem, New York, Tokyo.

NEW YORK REPRESENTATIVE.
Donald Long was named eastern regional 
manager for Georgia Ports Authority in 
New York, effective March 1. He reports 
to John Donohue, head of the New York 
office and director of port development. 
George Poval is assistant eastern regional 
manager in the offices located in Suite 
86011, One World Trade Center.

PORTS ASSOCIATION MEETING.
Joe B. Fannon, secretary-treasurer of 
South Atlantic and Caribbean Ports 
Association, announced the spring meet-
ing will be in Palm Beach, Florida, on 
April 26-27 at the Brazilian Court Hotel. 
The business meetings will be held on 
Friday morning.

DENAR 
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CONTAINER CARGO UP 32%. In its 
running battle with the Georgia Ports 
Authority over which South Atlantic port 
will become the load center of the 
future, South Carolina State Ports 
Authority reported last month that 
container volume at the Port of Charles-
ton “soared” to an all-time high of more 
than 2.4 million tons in 1983, “up a solid 
32% over the previous year.” The port 
authority said, “Cargo movement also 
exceeded the record fiscal 1983 total by 
more than 425,000 tons, greatly increasing 
Charleston’s lead among South Atlantic 
ports and closing the gap between 
Charleston and Baltimore.”

S T E A M S H IP  A G E N T S

[ S E M C O ]  
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W E z n n m H M  Georgia Ports Authority has increased its dry bulk handling 
capacity at East River Terminal in Brunswick through construction of a third 
warehouse providing 70,000 square feet of space and 70,000 tons storage capacity. 
The warehouse is fed by an extension to the existing 500 ton per hour conveyor 
system. Drybulk such as salt, urea and potash are expected to be handled through the 
warehouse. Last year, the Authority handled approximately 525,000 tons of cargo 
across its East River Terminal, a 48$ increase in one year. At nearby Colonel’s Island, 
a $40 million export dry bulk facility is under construction and scheduled for 
completion in 1985.

Jacksonville
Port Authority reported a 67$ increase in 
general cargo activity in January com-
pared with the same month a year ago. 
Increased imports of lumber and steel 
and exports of paper products accounted 
for most of the increase. Automobile 
imports through the port were also up 
approximately 20$ during the month. 
The Port Authority revealed that Sea- 
Land Service has more than doubled the 
amount of container cargo handled 
through its Eleventh Street terminal 
during the past year. This is true not only 
for the month of J  anuary but for the first 
four months of the fiscal year.

NEW RO/RO DOCK. Jacksonville Port 
Authority has applied for the necessary 
permits to begin construction of its new 
Ro/Ro terminal on the southwest corner 
of Blount Island approximately 1,000 
feet up the west channel which is 
maintained at a depth of 30 feet. The 
Authority expects to use the facility for 
increasing Caribbean trade. The dock 
will be a T-head pier. The T-head will 
measure approximately 200 feet by 70 
feet and will be connected to the shore 
by a 237-foot ramp. The Port Authority 
will provide an access channel extending 
approximately 2,000 feet from the main 
shipping channel.

DIRECT SERVICE TO VENEZUELA.
American Motors Corporation (AMC) 
has joined General Motors and Ford in 
using the Port of Jacksonville as the 
supply center for components going to 
V enezuelan assem bly plants. The 
increased business has enabled Vene-
zuelan Line to establish a direct weekly 
Ro/Ro service from Jacksonville to 
Venezuela without an intermediate stop 
at Miami as in the past, according to its 
agents, Carolina Shipping Company.

NEW PIER FOR TMT. In late February, 
Trailer Marine Transport Corporation 
(TMT) applied to the Corps of Engineers 
for a permit to construct a 760-foot by 
80-foot concrete dock with one access 
ramp, railroad tracks and gantry crane

rails on recently acquired property 
adjacent to the existing TMT facility in 
Jacksonville. The proposed new dock 
will face a 30-foot access channel leading 
into the terminal where TMT now loads 
its triple deck barges operating to and 
from Puerto Rico. Planned use of the 
new dock was not announced by TMT.

WORLD TRADE CONFERENCE.
“Transportation Megatrends” will be the 
topic of a panel discussion by major 
shippers and carriers at the Second 
International Trade Conference spon-
sored by Jacksonville International Trade 
Association April 1-3. John D. Helpap, 
director of international distribution for 
T ra v e n o l E x p o rt C orp ora tion  in 
Deerfield, Illinois; Arnold B. McKinnon, 
executive vice president-marketing of 
N orfo lk  Southern C orp oration  in 
Norfolk; Arthur C. Novacek, president 
and CEO  of Eller & Company in Ft. 
Lauderdale; Jack E. Schang, president 
and c h ie f  o p e r a tin g  o f f ic e r  of 
Ryder/P.I.E. Nationwide in J  acksonville; 
and George A. Zettler, vice president- 
Latin America of Flying Tiger Line in 
Miami, will speak on the panel which 
will be moderated by Dr. Wayne 
Cunningham of the University of North 
Florida. John R. Arwood, president of 
Trans Freight Lines, will be the confer-
ence’s keynote speaker at noon on 
Tuesday, April 3. Other speakers during 
the conference include Don R. Fedor- 
onko, general traffic manager, inter-
national division, American Motors; 
Robert M. Moffitt, director of export 
sales and industry relations for Kawasaki 
Motor Corporation in Santa Ana, Cali-
fornia; Olin L. Wethington, Deputy 
Under Secretary for International Trade 
in the Department of Commerce; James
E. Yonge, director of Export-Import 
Bank of the United States; Robert N. 
Battard, regional com m issioner of 
customs in Miami; Philip Tomkinson, 
vice president, Federal Mogul World 
Trade Corporation in Detroit; Donald 
M. Lins, president of Seald-Sweet 
International in Tampa; and Tony 
Villamil, vice president and chief inter-
national economist for Southeast Bank.
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ALBANY TERMINAL. Glenn M. 
Pinkston was named terminal manager 
for Ryder/P.I.E. in Albany, Georgia. 
Thomas R. Wycke is a sales representa-
tive in the same city for Ryder.

BOGOTA TRADE FAIR. The Florida 
Department of Commerce is assisting 
firms to participate in the Fifteenth Inter-
national Trade Fair of Bogota, Colombia, 
July 7-22. Lt. Governor Wayne Mixson 
said the Bogota fair is known as the trade 
fair that “sells the most in the Western 
Hemisphere.” Firms interested in partici-
pating in the fair should contact Peter 
Genero at the Florida Department of 
Commerce office in Coral Gables, 
telephone (305) 446-8106.

PORT CANAVERAL___________________________| Canaveral
Port Authority has filed an application 
with the Corps of Engineers for 
necessary permits to construct two new 
piers to serve cruise ships at the port. The 
cruise piers will face along the port’s 42- 
foot entrance channel, sufficient to 
handle the largest cruise ships afloat.

GOVERNORS TRADE CONFER�
ENCE. The 1984 Governor’s Conference 
on World Trade will be held in Orlando 
June 1-2 under sponsorship of the 
Florida Council of International Develop-
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ment. Approximately 300 Florida busi-
ness leaders are expected to attend the 
meeting and will be given the oppor-
tunity to visit the Port of Canaveral while 
participating at the Orlando meeting.

C R U ISES TO BAHAM AS. T h e
Star/Ship Royale arrived from Genoa, 
Italy, February 17 to begin three-and 
four-night cruises from Canaveral to the 
Bahamas. The 606-ft. ship is owned by 
Premier Cruise Lines which will dock on 
the north side of the port temporarily 
until its permanent facilities near the 
entrance to the harbor can be completed. 
Port director Chuck Rowland said, “The 
arrival of the Star/Ship Royale marks 
another large step toward Port Canaveral 
becoming a full service cruise port.” The 
vessel’s maiden voyage was scheduled 
for March 26, to be followed by sailings 
every Friday and Monday to the 
Bahamas. Premier Cruise Lines is the 
second cruise line to choose Port 
Canaveral as its home port. The port 
hopes to be serving as many as 400,000 
cruise passengers annually by the end of 
the year.

‘DARE TO BE GREAT.’ The building 
near Orlando, Florida, where Glenn 
Turner conducted his Dare to Be Great 
Enterprises a few years ago has been 
converted into an international trade 
center. Turner’s Koscot Building was 
purchased in 1982 by a Venezuelan 
family impressed by the approximately 
$500 million a year of international trade 
in Central Florida. The trade center is 
not far from Disney World. Among early 
tenants of the center are Repco Inc., 
Tropical Blossom Honey Company and 
Regal Marine.

PORT EVERGLADES P o r t
Everglades Authority plans to construct 
a 1,900-ft. bulkhead with 42-ft. depth of 
water alongside at the southerly end of 
the port near the Dania Canal. Material 
dredged during the work will be 
deposited on a 100-acre upland suitable 
for future development.

TRACOR MARINE CONTRACT.
Tracor Marine shipyard, a subsidiary of 
Tracor Inc. of Austin, Texas, has receiv-
ed a $6 million contract from Trans-
oceanic Cable Ship Company for conver-
sion of Transoceanic’s newly acquired 
cable ship, the cable ship Salernum. 
Transoceanic Cable is a subsidiary of 
AT&T. The 340-ft. vessel was purchased 
from the Italian shipping firm of Fratelli 
d’Amico Armatori for a reported $7 
million and arrived at the Tracor Marine 
shipyard in February. Upon completion 
of the work, the cable ship Salernum will 
be home ported in Honolulu and begin

cable repair and cable laying duties in 
the Hawaiian Islands. AT& T is the 
largest owner of undersea cables in the 
Pacific with most of them running 
through the Hawaiian archipelago. The 
company also owns the cable ship 
Longlines based in Wilmington, North 
Carolina, for operations in the Atlantic.

P IP E L IN E  PROJECT M OVES  
AHEAD. Trans Gulf Pipeline Company 
of Winter Park, Florida, announced 
award of a contract to PLT Engineering 
Inc. of Houston to do the design work 
and oversee construction of the $400 
million Trans Gulf project which is 
bitterly opposed by Port Everglades 
maritime interests. Under terms of a 
federal energy regulatory commission 
last July, Trans Gulf will purchase from 
Florida Gas Transmission Company an 
890-mile portion of Florida Gas’ existing 
24-inch diameter natural gas pipeline 
system and convert it to handle petroleum 
products to terminals in Baton Rouge, 
Louisiana, to Tallahassee, Jacksonville, 
Orlando and Port Everglades. Under the 
agreement, Florida Gas will be respon-
sible for building an additional pipeline 
on its existing parallel 30-inch system to 
continue delivering natural gas to Florida.

MARKETING DIRECTOR. Arthur C. 
Novacek, president of Eller & Company, 
has appointed William H. Morrissey 
marketing director for the Puerto Rican 
service provided by American Caribbean 
Lines from Green Cove Springs, Florida, 
to San Juan. Morrissey will be based in 
New York, calling on shippers in the 
Northeast and West.
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The Port of Miami has 
begun a slow climb out of the doldrums 
which beset the port in 1983 because of 
currency and trade problems in Latin 
America. The number of TEU containers 
handled in December actually exceeded 
the same number in December 1982, but 
cargo tonnage remained down about 10$ 
from the same period a year ago. Fortun- 
ately for the port, cruise ship operations 
have been very strong this season with 
passenger count up 22$ from the pre-
vious winter and total revenues were 25$ 
ahead of the same period last year, port 
director Carmen Lunetta reported.

57-DAY COLLECTION PERIOD. Diffi-
cult conditions in the Latin trades have 
helped create a 57-day collection period 
for accounts receivable at the Port of 
Miami, according to port director 
Carmen Lunetta. The year-end collection 
period was, however, a slight improve-
ment over conditions which existed in 
November when collections were aver-
aging 59 days. Lunetta said accounts 
receivable, as of December 31, totaled 
$2,415,710 compared to year-to-date 
receipts totaling $3,209,449. The financial 
standing of the Metropolitan Dade 
County Seaport Department remains 
strong, however, due to the flourishing 
cruise business.

SEMCO OFFICE RELOCATES.
Herbert N. Baker Jr., president of 
Savannah-based Southeastern Maritime 
Company, announced the relocation of 
Semco’s Miami office to Suite 813 at 3900 
N.W. 79th Avenue in the heart of Miami’s 
freight forwarding district. The office 
telephone number will be (305) 592-3211.

CAROLINA FREIGHT TERMINAL.
James A. Justiss, vice president-inter- 
national sales for Carolina Freight 
Carriers at Cherryville, North Carolina, 
announced promotion of Mario Leon, 
35, of Carolina’s Miami terminal, to the 
position of director of sales and agents in 
Latin America. Previously, he was 
manager, Latin American division-inter-
national sales.

CONSOLIDATION SERVICE. Thrift- 
cargo, a consolidator in the Miami/Trini-
dad market, announced its air and ocean 
consolidation services from south Florida 
to Panama and Costa Rica would begin 
in mid-March.

J A M E S S .K R O G E IM
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|COMCO has developed 
a fuel mixture of coal and oil as an 
alternative to fuel oil. The mixture, 
COM , was selected  by Brew ster- 
Phosphates for use in phosphate rock 
dryers at their Bradley, Florida plant. 
The coal-oil mixture used at Brewster is 
similar to the fuel burned in power plants 
but uses coal that is less finely ground. It 
is produced at COMCO’s plant at Port 
Sutton on Tampa Bay.

COMPLETION OF 43-FT. PROJECT.
The Corps of Engineers received bids 
February 28 on the last contract of the 
43-ft. Tampa Harbor Deepening Project 
underway almost 10 years. Great Lakes 
Dredge and Dock Company of New 
Orleans was the apparent low bidder at 
$26,373,850. The work includes deepen-
ing and widening a portion of the main 
shipping channel in Tampa Bay in the 
vicinity of Port Manatee.

_______________ The Sixth Southeastern
International Trade Conference will be 
held at Mobile April 11-12 under 
sponsorship of the Alabama State Docks, 
University of South Alabama, Mobile 
Area Chamber of Commerce, Center for 
International Trade and Commerce and 
the Alabama Foreign Trade Relations 
Commission. Among the speakers will be 
Peter Johnson, director of Caribbean/- 
Central American Action of Washington; 
John Negroponte, LLS. Ambassador to 
Honduras; Larry Theroit, Caribbean 
Basis Information Center in Washington; 
William F. Land, vicepresident-construc- 
tion and engineering of Harbert Inter-
national; Larry Harless, president of 
G ilbert Im ported Hardwoods Inc.; 
Ambler H. Moss Jr., former U.S. 
Ambassador to Panama and Adjunct 
Professor of International Studies at the 
University of Miami; Fred Joss, vice 
president of Dravo Corporation; Gordon 
Hunt, assistant to vice president of 
operations of OPIC; Richard D. Crafton, 
vice president for Latin America, the 
Export-Import Bank of the LLS.; J. Ron 
Brinson, president of American Associ-
ation of Port Authorities Inc.; Oswaldo 
Lopez Arellano, president of Tan-Sahsa 
Airlines in Honduras; Michael D. Shea, 
president and CEO of Concorde/Nopal

M IAMI

TAMPA

MOBILE

Line in Miami; J.R . Macpherson Jr., 
president of Strachan Shipping Co.; and 
Robert M. Hope, director of Alabama 
State Docks Dept. Arthur C. Tonsmeire 
Jr., president and chairman of the First 
Southern Federal Savings and Loan 
Association of Mobile, is conference 
program chairman.

RYAN-WALSH APPOINTMENTS.
H.W. Thurber III has been appointed 
senior vice president of Ryan-Walsh 
Stevedoring Company Inc., with the 
responsibility of all corporate sales and 
marketing activities. He will continue to 

serve as executive vice 
president and head 
operating officer of its 
subsidiary, Southern 
Steamship Agency Inc. 
Thu rber began his 
career with Sea-Land 
Service representing 
that firm at East Coast 

Thurber ports and Europe.
After serving as vice 

president, m arketing-Europe with 
Seatrain Lines, he returned to the United 
States where he was responsible for sales 
and operations for Seatrain. He also 
formed Winchester Steamship Agency 
Inc. which was subsequently acquired 
by Ryan-Walsh. The company also 
announced appointment of Ross K. 
Drake to the newly created position of 
assistant to the president, reporting 
directly to John L. McCarron Jr. He 
joined Ryan-Walsh in 1974 following 
service in the Navy. Last month, Ryan- 
Walsh also announced appointment of 
Datactic Limited of London as sales and 
marketing agent in Europe for both 
Ryan-Walsh and Southern Steamship.

The Port of 
New Orleans recorded an overall 5$ net 
increase in the handling of foreign 
waterborne cargo in 1983. General cargo 
tonnage in 1983 totaled 5.3 million short 
tons compared with 5.1 million tons in 
1982. The port reported a 16$ increase in 
total container tonnage in 1983. A total of 
2.5 million short tons of containerized 
cargo moved over the wharves in 1983 
compared with 2.1 million tons in 1982.

NEW ORLEANS
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SOUTHERN STEAMSHIP OFFICE.
Southern Steamship Agency Inc. relo-
cated its New Orleans office to Suite 
2010 at 400 Poydras Street. The new 
telephone number is (504) 529-8400. 
TWX, telex and cable address remain 
unchanged. Ryan-Walsh Stevedoring 
Company has moved to an adjacent suite 
in the same building.

TMT APPOINTED SUB-AGENT.
TMT Shipping and Chartering Inc. has 
been appointed sub-agent for Transpor-
tation Maritima Mexicana S.A. in the 
U.S. Gulf and South Atlantic regions. 
TMM offers full container service, 
including reefer, between California and 
Japan, Hong Kong, Taiwan’and Korea 
every 10 days. TM T’s telephone number 
in New Orleans is (504) 522-6711.

RISSO BROCHURE. E.N. Bisso and 
Son Inc., a towing, heavy lift and marine 
contracting firm, issued a new brochure 
describing its equipment and services. 
E.N. Bisso operates ten tugs between the 
mouth of the Mississippi River and Baton 
Rouge as well as heavy lift derricks, a 
barge-mounted dragline and related 
equipment. For a copy of the brochure 
or information on its ship handling and 
marine contracting, contact the company 
atP.O. Box4170, New Orleans, Louisiana 
70178; telephone (504) 866-3296 or (504) 
865-9802.

IMPORT/EXPORT CLASSES. The
International Trade Mart (ITM) is 
h o ld in g  c la s s e s  on “ A B C s o f 
Import/Export” March 12-28 in its 
executive office at Suite 2900. The 
classes are co-sponsored by ITM, the

U.S. Department of Commerce and the 
Louisiana D istrict Export Council. 
Tuition is $95. Contact Anita Muller at 
ITM ’s international business department 
at (504) 529-1601.

AQUATRAN MANAGER. Glenn James 
Higgins, president of Aquatran Inc., 
announced the appointment of Anthony 
Calabresi as general manager of its New 
Orleans office. Calabresi previously 
served with Schenkers International and 
will be responsible for Aquatran’s 
operations in Mobile, Memphis and St. 
Louis.

NORMOUNT AFRICA AGENT. Eller 
& Company, U.S. agents for Normount 
Africa Line, has appointed Care Shipping 
Inc. as port and sales agent for the 
service in New Orleans and Houston.

MALLORY DISTRIBUTIO N . W.
Neely Mallory, president of Memphis 
Compress and Storage Company, announ-
ced the Memphis based transportation 
warehousing conglomerate has renamed 
three of its five subsidiary companies 
and united all under the name of the 
Mallory Group. Covered by the name 
change is 4,000,000 square feet of 
warehouse space and offices in five 
states including the East Gulf and West 
Coast. Chickasaw Mountain Warehouse, 
a 400,000 square ft. warehouse in 
Memphis, and Trans-International Ware-
house, a 340,000 square ft. warehouse in 
New Orleans, have been renamed 
Mallory Distribution Center. Alexander 
International, a freight forwarding and 
customs house brokerage firm, and 
Memphis Compress and Storage will 
continue operating under their old 
names. Jerry Chandler is sales manager 
for Mallory Distribution Centers.

C.S. Devoy, exe-
cutive director and general manager of 
the Port of Galveston, announced that 
new all-time highs were achieved in 1983 
for total port tonnage, sacked goods 
tonnage, bulk grain movements and rail 
cars switched. Outbound tons handled at 
the port were 7,925,557 tons and inbound 
tons were 1,225,475, for a grand total of 
9,151,032 tons. Ship calls in 1983 totaled 
864 compared to 835 in 1982. The port 
handled 550 LASH and SEABEE barges
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in 1983 compared to 621 in 1982. Over
300,000 trucks were handled during the 
year at the port’s terminals handling 
bananas, containers, sacked goods, 
projects and plywood.

The Port Authority of 
Houston and Containerization & Inter-
modal Institute will co-sponsor a confer-
ence on deregulation and contract 
pricing March 22-23 at the Warwick Post 
Oak Hotel in Houston. Included will be 
discussions on topics of vital interest 
featuring the following speakers: Don P. 
Ainsworth, president, Reebie Associates 
Inc.; John A. Grygiel, assistant vice 
president—pricing, Santa Fe Lines; and 
Leo R. Holyszko, manager export 
transportation, Dow International. For 
information call (212) 697-3120.

AQUATRAN EXPANSION. Douglas
D. Hoehn, sales manager for Aquatran 
Inc., announced the expansion of service 
to Europe to include Grangemouth and 
Aberdeen, Scotland, with direct service 
every other Friday from Houston and 
New Orleans. Streamline Shipping is 
agent in Scotland. For information call 
Doug Hoehn at (713) 697-2451.

TWO VOTAINER APPOINTMENTS.
Ladonna Leake, operations manager for 
Votainer/Houston for the past four 
years, has been named sales represen-
tative for the Houston and Southwest 
T exas regions. Joe J  ones, former assistant 
line manager for Gulf Europe Express 
with Kerr Steamship Company, will 
assume Leake’s duties as operations 
manager, announced Paul Roach, general 
manager.

FIREFIGHTING PROGRAM. A new
training series featuring firefighting 
techniques taught by Texas A & M 
University’s Marine Firefighting Training 
School is available from Gulf Publishing 
Company Video. The film has earned 
the endorsement of the American 
Institute of Merchant Shipping (AIMS). 
For further information contact Gulf 
Publishing Company Video, P.O. Box 
2608, Houston, Texas 77001.

The Tulsa Port of Catoosa 
in 1983 completed negotiations to 
acquire the turning basin and 21 acres of 
land at the south end of the channel to 
construct new facilities. A 4,000 square- 
ft. building was constructed for the 
port’s maintenance operation. Two 
locomotives were purchased in 1983 to 
serve the port’s 12 miles of railway. 
Zebco and Sheffield Steel announced 
plans to expand their facilities to the 
port. The port has handled 13,028,898 
tons of cargo since it opened in January 
1971.

TULSA

HOUSTON
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D o u g  J . 
Marchand is the new managing director 
of the Port of Corpus Christi. Previously, 
he was general operations manager.

NEW SOURCE OF BAUXITE.
Reynolds Jamaica Lines Ltd. announced 
in Jamaica February 28 that it had 
advised the government of Jamaica that 
it will begin to phase out its bauxite 
mining operations there and conclude 
shipping between Jamaica and Corpus 
Christi in late May or June. A subsidiary 
of Reynolds Metals Company of Rich-
mond, Reynolds Jamaica Mines has been 
supplying bauxite for the parent com-
pany’s alumina refinery near Corpus 
Christi. “Due to the impact of the 
international recession, which precipi-
tated worldwide changes in the alumi-
num industry, economic opportunities 
arose which left the company no option 
but to take advantage of alternate 
sources of bauxite supplies to the Texas 
plant which became available on a long-
term economic basis,” the company said. 
“Strategic planning to meet today’s 
competitive challenges has required 
Reynolds to change its operating and 
production patterns.” Reynolds is a 
participant in the new $1.2 billion 
Worsley bauxite and alumina complex in 
Western Australia which will start 
shipping alumina in the second quarter 
of this year.

NATIONAL RETAIL MERCHANTS.
The 63rd Annual Traffic Conference of 
the National Retail Merchants Association 
(NRMA) will be held at the Fairmont 
Hotel in Denver, Colorado April 29-May 
2. James R. Williams, president of the 
association, said, “Retail executives 
charged with the responsibility for 
transportation and distribution are step-
ping on the gas to gear up for the 
challenges currently facing the industry.” 
Due to recent dramatic changes in the 
regulatory structure affecting the transpor-
tation industry, the opening day session 
on how to develop negotiating skills, 
what works and what does not, is 
expected to be a top drawing card. Mike 
Lipman and Bill Killen of A.T. Kearney 
will present the all-day program. Regis-
tration is $295 for NRMA members and 
$435 for non-members. Howard Madans. 
import manager of Frederick Atkins Inc. 
of New York, will be discussion leader 
on import operations. Information regard-
ing registration may be obtained from 
Mrs. B. Cohen, traffic group division, 
NRMA, 100 West 31 Street, New York 
10001.

F.X. COUGHLIN EXPANDS. Joseph 
Coughlin, vice president of the F.X. 
C o u g h lin  C o m p an y  in D e tr o it ,  
announced the acquisition of World Air 
Shipping of Cleveland, Ohio, effective 
February 1. World Air Shipping began 
operations in 1967. Keith Baker, who 
headed the World Air Shipping opera-
tions, will continue as manager of the 
office for Coughlin. Coughlin also has an 
office in Cincinnati.

Gresham Lashutka

A.W. FENTON OFFICERS. R.W. 
Gresham Jr. is the new chairman of The 
A.W. Fenton Company in Cleveland. He 
has been succeeded as president of the 
company by Kenneth Lashutka, who

was formerly executive vice president. 
Gresham will devote most of his time to 
national sales and customer consultations, 
the company announced. A.W. Fenton 
was founded in 1980 as a customs house 
broker and now has eight fully staffed 
offices nationwide.

POLISH OCEAN REP. Walter D. 
Hougas has joined Gdynia America Line 
in Chicago as sales representative 
responsible for Polish Ocean Lines sales 
in Wisconsin, Iowa and Minnesota. Last 
November, Gdynia America expanded 
the territory of the Chicago office to 
c o v e r  e i g h t  m i d w e  s t e r n  
states. Tolmar International Inc. is its 
agent in Michigan and northern Indiana.

DIRECT SERVICE TO MONTREAL.
Roadway Express announced the start of 
direct service from Akron, Ohio, to 
Montreal as the result of the acquisition 
of Holmes Transportation (Quebec) 
Ltd. by Roadway Services Inc., a parent 
company. The new operation provides 
daily pickup and delivery service to the 
Greater Montreal area.

CORPUS CHRISTI

The Skyline
Industry, agriculture, finance

and The Port
Efficient, economical, intermodal 
transportation...
Midwest gateway to international 
and inland waterways.

LAKE CALUMET DEVELOPMENT.
A comprehensive plan to transform Lake 
Calumet and its immediate environs into 
a multi-million dollar center for shipping, 
industry, commercial and recreational 
activities was made public by the 
Chicago Regional Port District January 
20. The plan would cost an estimated 
$375 million, most of which would have 
to be raised through private funding. 
John J. Serpico, chairman of the port 
district, said, “We will make every effort 
to enhance Chicago’s status as a major 
port not only of the St. Lawrence 
Seaway and the Great Lakes but also of
6,000 miles of inland waterways of the 
Mississippi River and its tributaries.” 
The project contemplates 320 acres for 
an improved harbor in Lake Calumet, 
580 acres for light industry and 150 acres 
for commercial development.

C ontact:
Chicago Regional P ort D istric t 
B u tler Drive, C hicago, 1L 60633 
(312)646-4400



RO/RO VERSUS BREAKBULK. Two methods of shipment were used by Lykes 
Lines in transporting eight 68-ft. rail transit vehicles from Tokyo to Buffalo via the 
Port of Long Beach, California. One of the cars was shipped as Ro/Ro cargo aboard 
the S.S. Charles Lykes while seven partially assembled vehicles were shipped on one 
of Lykes’ traditional breakbulk vessels, the Velma Lykes. The partially assembled 
vehicles were first taken to Cleveland, Ohio, where assembly was completed.

INTERNATIONAL COAL SHOW.
The 1984 International Coal Show 
previously scheduled to begin in Chicago 
April 30 has been rescheduled for April 
29-May 3 at McCormick Place, the 
International Trade Administration 
reported.

FARRELL LINES SALES. David 
Kirby, Midwest regional manager for 
Farrell Lines, announced appointment 
of David A. Watkins as district sales 
manager in Chicago.

MERCHANTS EXCHANGE. Ivan W. 
Bartling was re-elected January 18 as 
president of the Merchants Exchange of 
St. Louis which is actively conducting a 
search for a successor to executive vice 
president Jay Vroom who has accepted a 
position as executive vice president and 
CEO of the National Fertilizer Solutions 
Association in Peoria.

TORONTO TONNAGE INCREASE.
An increase in steel movements, raw 
sugar imports and special consignment 
cargoes combined to push the Port of 
Toronto’s general cargo and overseas 
bulk tonnages to almost 6% above last 
year’s totals, the Toronto Harbour 
Commission reported. In 1983, the port 
recorded a 5.8$ increase in overseas 
shipments, totaling 459,623 tons.

TRANSPORTATION FELLOWSHIPS.
Ten transportation fellowships have 
been established at Northwestern 
University by the J.L . Kellog Graduate 
School of Management and Transpor-
tation Center, it was announced by Dean 
Donald P. Jacobs and Robert P. 
Neuschel, director of the center. The 
fellowships carry a $2,500 cash award. 
Sponsoring corporations are Tenneco 
Oil, Union Oil of California, Yellow 
Freight Systems, Norfolk Southern Cor-
poration, USAir, United Airlines, Lease-
way Transportation, CSX, Santa Fe and 
United Parcel Service. Recipients of the 
fellowships will be announced in May.

25TH YEAR OF SEAWAY. St. Lawrence 
Seaway celebrates its 25th anniversary 
this year with promotion of a bi-national 
(Canada/U.S.) symbol created by Barry 
Winestock of Toronto.

28 MILLION TONS AT DULUTH.
The Seaway Port Authority of Duluth 
reported 28,824,453 metric tons of cargo 
moved through the port in overseas and 
domestic trade last year. Overseas and 
domestic shipments of grain through the 
twin ports of Duluth and Superior 
totaled 6,064,012 metric tons. Taconite 
pellets, coal, limestone, cement and salt 
accounted for 22,319,921 tons. General 
cargo imports and exports totaled 
111,401 tons.

SOUTHERN STEAMSHIP AGENCY.
M obile based Southern Steam ship 
Agency has opened a midwest regional 
office in the Chicago suburb of Rosemont 
and appointed Shelton G. Scott III as 
manager. The office is located at 9801 
West Higgins Road, Suite 220, Rosemont, 
Illinois 60018. Telephone number is 
(312) 692-3180. During the past 18 
months, Southern Steamship Agency has 
opened 11 offices, most recently in New 
York, Baltimore and Chicago.

ASTL SCHOLARSHIP. Richard Haupt, 
director of traffic and transportation for 
Ford Motor Company and president of 
American Society of Transportation and 
L ogistics (A S T L ), announced the 
Society’s new L.L. Waters scholarship 
program honoring Dr. L.L. Waters, 
professor emeritus of transportation and 
business history at Indiana University 
School of Business. Each year, a specific 
number of scholarships in the amount of 
$1,000 each will be awarded under the 
program. Those eligible to apply include 
students enrolled in a fully accredited 
college or university, in a four-year 
undergraduate degree program or a 
graduate degree program in which 
transportation/logistics/physical dis-
tribution is the major field of study. 
Undergraduates must be junior or senior 
students. Applications will be received 
until May 15 at the Society’s headquarters 
at P.O. Box 33095, Louisville, Kentucky, 
telephone (502) 451-8150.

MSAS APPOINTMENTS. Joseph A. 
Farias, senior vice president of the

eastern region of McGregor Sea & Air 
Services Ltd. (MSAS) American division, 
announced appointment of three station 
managers in the Midwest. They are Stan 
Faitz in Chicago, Gregory Snoddy in 
Indianapolis and Gary A. Shebesta in 
Milwaukee. MSAS is a wholly owned 
subsidiary of Ocean Transport and 
Trading Limited of Liverpool and 
claims to be the largest foreign-owned, 
international freight forwarder in the 
United States.

NEW SHIPPING CONTAINER. World 
Container Corporation of Minneapolis 
announced availability of a new insulated 
plastic collapsible shipping container 
designed for shipment of perishable fruit 
and frozen seafood by fisheries and 
seafood producers. The containers can 
also be used for shipping perishables 
such as flowers, pharmaceuticals, pro-
duce and meats, according to the 
company. The World Container 
Corporation was organized by Gerald F. 
Oestreich, formerly a cargo manager 
with Republic Airlines.

GULF AND EASTERN MANAGER.
Gulf and Eastern Steamship and Char-
tering Company has appointed George 
Moreth as regional manager-midwest in 
Chicago to direct sales and marketing 
for Forest Lines, Yang Ming Marine 
Line, Jugooceanija, Societe Navale 
Chargeurs Delmas-Vieljeux and New 
York Navigation. He was previously 
with Waterman Steamship Company 
and United States Gypsum Company.
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G e r a r d  M . 
McCann was promoted to vice president 
at the Long Beach, California office of 
Southern Cross Overseas Agency, effec-
tive February 1. He will continue to be 
located in the Long Beach office with 
responsibility for West Coast marketing 
and operations connected with KKL 
Kangaroo Line Services. Prior to joining 
Southern Cross two years ago, he had 10 
years’ experience in the steamship 
industry. Headquartered in New Jersey, 
the agency acts as general agent for KKL 
in the U.S.

COHEN PROMOTED BY PACTOW.
Mark Cohen has been appointed account 
executive by Pacific Towboat and 
Salvage Company in Long Beach, Ca. 
He has been with the company since 
1979 and held the post of operations 
coordinator. Prior to joining Pactow, he 
was operations superintendent for a 
major steamship company.

EXPORT MANAGERS HONOR 3.
The Export Managers Association of 
California recently presented Carlyle 
Scanlon with its annual Export Merit 
Award for outstanding contributions to 
the exporting community as well as 
services to the association. Scanlon, who 
is president of the C. Scanlon & 
Company, Los Angeles-based inter-
national consulting firm, has devoted 
much of his time to the Foreign Trade 
Association, the Los Angeles International 
Trade Development Corporation and 
has been on advisory boards and 
committees serving Mayor Tom Bradley 
and Senator Pete Wilson. Born in China, 
he learned the art of trading in the family 
firm and also owned his own export 
management company in New York. 
Robert Kleist and Michael Granat also 
received plaques of appreciation for 
their work on the EMAC board of 
directors. Both have served for six years 
in that capacity. Granat is with the 
StanChart Export Service Corporation 
and Kleist, who is with Evergreen 
Marine Company, was on the staff at the 
Port of Los Angeles for some years. 
Outgoing EMAC president L. Fargo 
Wells of Wells International handed the 
gavel over to the 1984 president, Charles 
E. Lowe, president of Carlo Interna-
tional, a business he founded in 1981.

LONG BEACH

^en the one millionth container moved through Los 
Angeles Container Terminal, the board of harbor commissioners issued a resolution 
which Commissioner Arthur Bartlett (third from left) presented to Charles Brown, 
vice president and general manager of the terminal. Others participating in the 
ceremony were, from left, Leo Kowalski, president of Merit Steamship Agency, 
agent for Japan Line, one of three lines which make up the consortium using the 
terminal; Lee Bonesteel, vice president of Lilly Shipping Agency, agent for Y-S Line; 
K. Yamada, senior representative for Y-S Line; T. Saito, senior representative of 
Mitsui-OSK Lines; and T. Homine, senior representative for Japan Line.

AQUATRAN VICE PRESIDENT.
Aquatran Inc., an NVOCC operator, has 
appointed William M. Higgins Jr. vice 
president of West Coast operations 
succeeding Glenn Higgins who has 
returned to the Houston headquarters. 
William Higgins previously served in 
Dallas and Miami offices of the company.

P A S S E N G E R  T E R M I N A L  
APPROVED. The Los Angeles Board of 
Harbor Com m issioners last month 
approved plans for construction of a 
major passenger terminal consolidating 
activities of the passenger facilities in the 
port district of Wilmington and San 
Pedro. One passenger ship berth will be 
added, bringing the available berths to five. 
The passenger terminal will be operated 
by Los Angeles Cruise Ship Terminal 
Inc., a consortium of Carnival Lines, 
Cunard Lines, Princess Cruises, Royal 
Viking Lines, Sitmar Cruises and Western 
Cruise Lines. The property to be 
developed is currently occupied by 
American President Lines,

REVISED MARKETING PLANS. 
Steven Paul Resnick, marketing director 
for the Port of Los Angeles, announced 
the appointment of Albert B. Fierstine as 
marketing specialist-containerization; 
Kenneth McLaughlin as marketing specialist- 
intermodal/warehousing; and Paul St. 
Onge as marketing specialist-bulk. 
Resnick plans also to add a Japanese 
trade specialist to the staff to work 
directly with Japanese steamship lines, 
trading companies and subsidiaries of 
Japanese corporations.

At a recent 
meeting in San Francisco, officials of the 
Mexican and United States Customs 
continued discussions on hours of 
operations on both sides of the borders 
and inspection methods. One main 
objective is to reduce non-tariff barriers 
while maintaining standards. One aspect 
of these meetings has been mutual visits 
to manufacturing plants in the two 
countries to establish a fair figure for the 
duty to be imposed on the products of 
“trim” plants where part of manu-
facturing of the product takes place in 
the U.S. and part in Mexican companies.

MERIT PROMOTES SNOW. David 
Snow has moved up to the post of district 
manager at the San Francisco office of 
Merit Steamship Agency Inc., the In-
dependent company handling the agency 
business for Japan Line throughout the 
U.S., as well as agent for United 
Yugoslav Line in Dallas, and the South.

BRAE HAS GOOD THIRD QUARTER.
The San Fran cisco  headquartered 
manufacturing, leasing and transporta-
tion company, Brae Corporation, had a 
whopping 131% increase in income 
before taxes in its third quarter of fiscal 
1984 compared with the previous quarter. 
Revenues for the quarter totaled $122.5 
million which was up 50$ over the 
equivalent period in the previous fiscal 
year. President and CEO William J. 
Texido said all facets of the company’s 
piggyback business continued to have 
record earnings, but he did not give any 
specific statistics for those operations.

SAN FRANCISCO
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SF COMMERCE MEETINGS. The
Office of Export Administration, in 
cooperation with the San Francisco 
Office of the Department of Commerce, 
will sponsor a two-day training and 
educational seminar on export control 
April 17-18 at the Santa Clara Marriott 
Hotel. Fee for the two-day program is 
$225 and includes all course material 
except copies of the Export Adminis-
tration Regulations, lunches and refresh-
ments on both days. Contact Department 
of Commerce district office, 450 Golden 
Gate Avenue, Box 36013, San Francisco, 
Ca. 94102, or call George Dolan at (415) 
556-7097. During World Trade Week, 
the San Francisco office will also hold a 
major conference on May 23 at the St. 
Francis Hotel. Topic will be the 
countries of the Common Market and 
what U.S. products are most suited to 
that region.

CONFERENCES CHANGE HEAD�
QUARTERS. 120 Montgomery Street, 
Suite 1060, San Francisco, California 
94104, is the new address, effective 
February 20, 1984 of the following 
Conferences: Latin America/Pacific
Coast Steamship Conference; Pacific 
Coast River Plate Brazil Conference; 
Pacific-India/Pakistan/Ceylon/Burma 
Agreements; and The Association of 
West Coast Steamship Companies. 
Telephone and telex numbers remain 
unchanged.

LECLAIR RETURNS TO MATSON 
TERMINALS. Joseph G. LeClair, a 
former executive of Matson Terminals, 
has rejoined the company as president 
and chief executive officer. LeClair, 
who was vice president, marine opera-
tions for Westwood Shipping Lines at 
Tacoma, also served 14 years with 
Matson Terminals at an earlier date.

PLANS TO MOVE SF HISTORIC 
SHIPS. The China Basin Maritime 
Historical Park Committee, comprising 
interested citizens headed by Capt. 
Raymond Aker, a maritime historical 
consultant from Palo Alto, has revealed 
plans to move the National Park’s fleet of 
historical ships from their present 
location near Fisherman’s Wharf to a 
complex adjacent to the China Basin. 
Plans also include establishing a mari-
time museum near the ships.

SISTER PORT FOR RICHMOND.
The Port of Gothenburg, Sweden, has 
become a sister port to Richmond in the 
Bay Area. The Swedish port is the largest 
in its Scandinavian region and is also 
home port for the carrier Johnson 
ScanStar which is a client of Richmond. 
The California port has a similar 
relationship with Singapore.

SEAPAC PROMOTES IN WESTERN 
D IV ISIO N . T h e O a k la n d -h ea d -
quartered general agents for OOCL, 
Manchester Liners, DART and Navicana 
has promoted Western Division execu-
tives Ron Stevenson and Tim Murray. 
Stevenson moves from current post of 
department head of import sales and 
traffic control to general manager of 
agency services. He has been with the 
company for nine years. Murray was 
named general manager of eastbound 
sales. Prior to this appointment he was 
based in Taiwan and has been with 
Seapac for the past seven years.

HAWAII AREA MANAGER. Alexander
D. Jamile has been appointed Hawaii 
area manager for Hawaiian Marine Lines 
(HML), a subsidiary of Crowley Mari-
time Corporation. Jamile assumed respon-
sibility for container and breakbulk 

cargo services between 
Hawaii and the three 
m ainland ports of 
Oakland, Seattle and 
Portland. He is head-
quartered at HML fac-
ilities at Pier 2, Fort 
Armstrong complex in 
Honolulu. Crow ley 
vice president Thomas
E. Garside of Seattle, 

who announced the appointment, said 
planned vessel changes would result in a 
fleet of combination container/break- 
bulk cargoes which will pro vide greater 
overall depth capacity, allow HML to 
provide container service from Oakland, 
and shorten HML’s round trip transit 
from 21 to 17 days.

Eugene F. Fagin has 
been promoted to manager of marine 
and intermodal operations for Hanjin 

Container Lines at the 
carrier’s North Ameri-
can headquarters at 
Oakland. Fagin has 
had eight years’ exper-
ience in the maritime 
field, mainly with pur-
chase and maintenance 
of supplies and the 

Fagin supervision of cargo
movements. He joined 

Hanjin in 1980 as marine manager, vessel 
operations. In 1982 he was awarded the 
Hanjin North America staff citation for 
ex cep tio n al w ork, crea tiv ity  and 
integrity.

APL SECURITY POST. Roger D. 
Cooper has been appointed director of 
loss prevention at American President 
Lines. He will head up a department that 
is responsible for cargo loss and damage, 
the handling of hazardous cargo, as well

as security and safety at the company’s 
terminal areas. Cooper has had 24 years’ 
experience in the transportation industry, 
mainly in claims, cargo loss and damage 
prevention. He was formerly vice 
president, claims and security, for the 
trucking firm of Pacific Intermountain 
Express.

HANJIN SALES MANAGER. Donald 
M. Zee has joined Hanjin Container 
Lines as general sales manager with 
responsibility for all North American 
sales, including Canada. Zee held 
various sales and management-level 
positions with Seatrain Pacific Services 
and OOCL-Seapac and has seen service 
in the Far East. He was at one time 
engaged in trans-Pacific freight 
forwarding with the Cargo Systems 
Group of Hong Kong. Hanjin provides 
independent service between the U.S., 
West Coast and Korea, Japan and 
Taiwan.

APL SALES TRAINING. Joseph J. 
Fanelli is the new manager for sales 
training for American President Lines.

The Maritime Fire 
and Safety Association has come into 
being on the Columbia River system, 
with the collection of $50 harbor fees 
from each oceangoing vessel calling at 
the ports of Portland, Vancouver, 
Longview, Kalama and Astoria and at 
private dock members of the nonprofit 
group. The association, organized to 
promote fire protection and safety on 
the Columbia and Willamette Rivers, 
soon will retain a consultant to prepare 
an emergency response plan. Pre-fire 
planning, firefighter training and equip-
ment stockpiling are planned at the 
participating Oregon and Washington 
communities. The association is an 
outgrowth of a disastrous fire that 
occurred on the grainship Protector 
Alpha in February 1982 at the Port of 
Kalama.

SEMINAR FOR BROKERS. The
Columbia River Customs Brokers and 
Forwarders Association during March 
and April will be conducting a seminar 
designed to provide participants with a 
thorough understanding of import pro-
cedures. Individuals wishing to partici-
pate should contact the association 
office at 200 S.W. Market Street, Suite 
220, in Portland. Cost of the seminar is 
$95.

COLUMBIA-SNAKE PORT MEET.
The second annual conference of the 
Columbia/Snake River Marketing Group 
is due to be held April 25 at Portland. To 
be discussed by the 34 member ports are 
a number of mutual interest issues.

Jamile

OAKLAND

PORTLAND
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West

NEW DEPUTY DIRECTOR. Dennis 
West, director of finance and adminis-
tration at the Port of Portland, has been 
appointed as the port’s deputy executive 

director, succeeding 
Jim Church, who ret-
ired. West was an 
administrator for the 
City of Portland and 
Multnomah County 
before joining the port 
in 1978. Church, who 
jo in ed  the port in 
1968, served as director 
of aviation and marine 

operations before becoming deputy 
executive director eight years ago. In 
another personnel change, port controller 
Kathleen A. (Kathy) Peasley was named 
to West’s former position of finance and 
administration director.

TACOMA I Negotiations are under 
way between the Port of Tacoma and 
the Union Pacific Railroad for possible 
construction of a large intermodal rail 
facility on UP-owned property adjacent 
to a terminal that the port is building for 
use by Sea-Land Service Inc. and 
possibly other containership operators. 
Planned at either that site or one of two 
other parcels nearby is a yard that will 
enable Sea-Land to speed containers 
onto flatcars destined for the Midwest 
and points east. Tacoma Terminals Inc., 
a Sea-Land subsidiary, is due to occupy 
its new two-berth terminal in May of 
next year. The planned rail yard will be 
the West Coast’s largest intermodal 
facility adjacent to a shipping terminal, 
according to port officials.

WESTWOOD MARINE OPERA�
TIONS. Stephen I. Mandle has been 
appointed vice president-marine oper-
ations for Westwood Shipping Lines, 
succeeding Joseph G. LeClair who 
recently resigned to become president of 
Matson Terminals in San Francisco. 
Mandle has served for 21 years with the 
Weyerhaeuser Marine Transportation 
Department. Everett R. Cox has been 
appointed forest products marketing 
manager for W estw ood, d irecting 
Westwood Shipping Agency’s solicitation 
of lumber, plywood, pulp and paper 
products cargoes to northern Europe, 
the Mediterranean and Far East.

SELECTION OF PORT DIRECTOR.
Port of Tacoma commissioners have 
narrowed the list of contenders for the 
soon-to-be-vacated position of executive 
director Richard Dale Smith and were 
planning to select a new director in early 
April. Smith, 69, plans to retire when or 
soon after his successor arrives on the 
scene. Commissioners said there were

250 applicants, at least 100 of whom 
were highly qualified. The position 
opening was nationally advertised.

SEATTLE________________  A new marine radio
system has been placed into service by 
the Seattle-based Marine Exchange of 
Puget Sount. Installed were improved 
VHF coverage for communication with 
ships throughout local inland waters and 
a long distance, single sideband radio for 
communication with ships at sea. 
Steamship operators and agents are 
making use of the new services by 
communicating via telephone patches 
established by marine exchange dis-
patchers. The VHF system, vastly 
improved from its former coverage 
limited to the Seattle vicinity, was made 
possible by erection of a mountain 
microwave tower on which the exchange 
leases space.

SEATTLE WANTS DEREGULA�
TION. The Port of Seattle has taken a 
stand, contrary to that taken by the ports 
industry as a whole, that the Federal 
Maritime Commission should deregulate 
marine terminal operations. Port of 
Seattle officials maintain that there is no 
need for their port to have immunity 
from antitrust laws and that present 
filing requirements prevent the port 
from pursuing business opportunities in 
a timely manner. Operation of the port, 
which has ample competition from other 
ports and inland transportation corridors, 
should be on a business-like basis, with 
the Seattle-based Marine Exchange of 
Puget Sound. Installed were improved 
to the port’s response to the FMC.

GREAT FALLS_____________________  The Economic
Growth Council of Great Falls, Montana, 
is seeking proposals from private firms 
for operation of Foreign Trade Zone 
number 88 at Great Falls International 
Airport. Great Falls, a city of 80,000, is 
district headquarters for U. S. Customs 
Services for the states of Montana, 
Colorado, Wyoming, Idaho and Utah. 
The trade zone includes over 150 acres of 
industrial land and buildings which have 
been designated for foreign trade zone 
use. Proposals should be submitted to 
Gary Richerson at No. 4 10th Street 
South, Great Falls, Montana 59401, 
telephone (406) 761-5037.

VALDEZ The Export Council of 
Alaska, a group of business leaders and 
government executives appointed by the 
U.S. Secretary of Commerce to promote 
export trade from the state, has endorsed 
the Port of Valdez proposal to establish 
Alaska’s first Free Trade Zone. The 
Valdez plan is to utilize more than 200 
acres of land around the city.

Port Authorities
Officia ls at the po rt  authorit ies  
l is ted be low  wil l  advise on services 
available. Mention o f “American  
Shipper" wil l  be appreciated.

NORTH ATLANTIC
Eastport (207)853-4614
Portland (207) 773-5608
Portsm outh (603) 436-8500
Boston (617) 482-2930
Fall River (617)674-5707
New Y ork/N J (212) 466-8337
A lbany (518) 445-2599
Philadelphia (215) 925-8780
Camden (609) 541-8500
W ilm ington (302) 571-4600

CHESAPEAKE AREA
Baltim ore (800)638-7519
N orfo lk  (804) 623-8000

GREAT LAKES
Buffa lo (716)855-7411
Cleveland (216)241-8004
Toledo (419)243-8251
D etro it (313) 259-8077
Green Bay (414)497-3265
Burns Harbor, Ind. (219) 787-8636 
C hicago (312) 646-4400
W aukegan (312)623-6520
Milwaukee (414) 278-3511
D uluth (218) 727-8525

SOUTH ATLANTIC
Morehead C ity  (919)726-3158
W ilm ington (919)763-1621
C harleston (803) 723-8651
Savannah (912)964-3811
Brunsw ick (912) 264-7295
Jacksonville  (904) 633-5240
Canaveral (305) 783-7831
Palm Beach (305) 842-4201
Pt. Everglades (305) 523-3404
Miami (305) 579-5252

GULF COAST
Manatee (813) 722-6621
Tampa (813)248-1924
Panama C ity (904) 763-8471
Pensacola (904) 438-8537
M obile (205) 690-6020
Pascagoula (601) 762-4041
G u lfpo rt (601) 863-3851
New Orleans (504) 522-2551
Baton Rouge (504) 387-4207
Lake Charles (318) 439-3661
Beaum ont (409) 835-5367
Port A rthu r (713) 983-2011
Houston (713) 225-0671
Galveston (713) 765-9321
Corpus C hristi (512) 882-5633
Brow nsville  (512)831-4592

PACIFIC COAST
San Diego (800) 854-2757
Los Angeles (213)519-3840
Long Beach (213)437-0041
Hueneme (805) 488-3677
Richm ond (415)231-2110
San Francisco (415) 391-8000
Oakland (800) 227-2726
Sacram ento (916)371-8000
Stockton (209) 946-0246
Coos Bay (503) 267-7678
Portland (503) 231-5000
Longview  (206) 425-3305
Seattle (206) 382-3000
Tacom a (206) 383-5841
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An A nniversary: A New Beginning

Exactly 10 years ago, I sent the April 1974 issue of 
Florida Journal of Com m erce  off to the printers and 
began organizing the May issue on w hich I was to use the 
title American Shipper for the first time. H arry  H art, 
w ho re tired  to Jacksonville after a career as PR m an for 
Kings Point, helped by w riting m ost of the “national” 
stories in tended to give the m agazine a new  direction. 
D esign C en ter Inc. of W ashington, D .C ., p repared  our 
new  cover.

All that cam e abou t follow ing alm ost tw o years of 
w ork and w orry, projecting num bers w hich d id  not 
p roject very  well, and listening to people like E dgar 
L uckenbach (w ho said it was a great title b u t do ub ted  
the industry w ould support it), Ken Johns (w ho insisted 
there was need  for a m agazine w hich w ould p rov ide  a 
m edium  of tw o  way  com m unication betw een  shippers 
and carriers), and Bill N euhauser (w ho spent m any hours 
trying to po in t m e in the right direction).

T w o years later, in May 1976, I found the courage to 
lay out m oney for an ad  salesm an (Bill Sullivan) in N ew  
York and associate edito r (D ave Ress) in W ashington. 
Before he joined American Shipper, Sullivan asked if he 
could accom pany m e on calls to a few  existing 
advertisers. By hap py  circum stance, one of those calls 
was m ade to D on A ldridge at U nited States Lines, w ho 
told Sullivan one of the reasons he liked American 
Shipper was the fact that w e did not use their press 
releases. I alm ost d ro p p ed  through the floor, bu t quickly 
recovered  w hen w e w alked out on the street and 
Sullivan said that was all he w an ted  to know . H e was 
ready to go to work.

T he follow ing year, in M arch 1977, Paul R ichardson, 
N euhauser, Sam Sacco, Frank O ’Donnell, Larry Malloy 
and a host of others helped  p u t together an American  
Shipper F orum  in N ew  York. Paul pu lled  together 
virtually all of the top  shipping people in the w orld to 
m ake the Forum  a trem endous success. American 
Shipper was on the roll.

I am  in d eb ted  to all those m entioned above for the 
success w hich the m agazine has enjoyed. But it takes a 
lot of w ork to keep the m agazine going, m onth by 
m onth, and this could not have been  accom plished 
w ithout the help of people like N ancy Barry, w ho has 
been with us seven years; Tony Beargie, w ho follow ed 
D ave Ress in W ashington; Roxanne Platea, in the N ew  
York office, and m y son Hayes, w ho has m anaged to 
keep the advertising revenues up desp ite  the fact that he 
can spend only part of his tim e at the job.
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T he  New B eg inn ing . American Shipper has grow n over 
the years by  a process of gradual transition. More 
changes are in store.

D ave Ress and I saw eye-to-eye on the course 
American Shipper  m ust follow to becom e a m ajor 
in ternational m agazine. After he resigned, m oving on to 
the Baltimore Sun and  Reuters in M ontreal, w here he is 
today , D ave w rote  ou t a gam e plan for the fu ture of the 
m agazine. He m ailed his m em o from  Baltim ore on 
F eb ruary  7,1980 and I have kep t it in m y right hand desk 
d raw er as a constant rem inder of the future.

In  a covering note, D ave w rote: “If th ere’s a basic 
them e in this, it’s that the w ay to b reak  into in ternational 
trad e  is by (1) beefing up coverage of shippers, w ho are 
the guys w ho know —or should know —w h at’s going on 
in international trade, and (2) starting to cover 
W ashington agencies concerned in trade. I think you’re 
in an excellent position to do so, be tte r than any 
publication I can think of.”

T he task of m oving into these new  areas has been 
h an ded  to N ancy Welles, a N ew  York-based financial 
w riter w ith experience reporting  for Fortune m agazine 
and American Banker. Most recently, she has been 
associate edito r and  w riter on financial and business 
topics for Institutional Investor.

O ur traditional coverage of shipping new s will be 
carried  on by Tony Beargie and Richard Knee, w ho is 
tak ing over the San Francisco office, and a second 
editorial staffer soon to join us in N ew  York. By year- 
end, w e expect editorial production  of American 
Shipper  to be  m anaged from  N ew  York even though 
m echanical p roduction  and circulation rem ain at 
Jacksonville.

Dave Ress’ gam e plan will be  in place and working.
American Shipper could no t have com e this far 

w ithout the help and confidence of m any people, only a 
few  of w hom  are m entioned above. D uring the next 10 
years, it will be  our responsibility to justify this 
confidence by  doing even better.

Thanks, to all.

David A. Howard, Publisher



SAILING SCHEDULE
NORTHBOUND
To: Mobile 

Mondays 
To: Jacksonville & Miami 

Tuesdays and Fridays 
To: Lake Charles

Mondays
To: Philadelphia 

Thursdays

Big On Barges.
TMT’s fleet of nine roll-on/roll-off barges is the largest in the Caribbean 

and includes the largest 
such barges in the world. These record-breaking, triple-deck barges measure 

580 x 105 feet, stand taller than a five-story building and carry up to 376 forty- and
forty-five-foot trailers. This massive 

fleet of equipment gives TMT more than 6,000 trailer spaces per month for 
shipments to and from the Caribbean.

But it took more than big barges to make us the best transportation company in
the Caribbean. A lot more.

Bigger On Seruice.

SOUTHBOUND
To: San Juan, Ponce & Mayaguez
•  Sundays from Mobile
•  Wednesdays & Saturdays

from Jacksonville & Miami
•  Fridays from Lake Charles
•  Thursdays from Philadelphia

With Connections To:
•  Dominican Republic —  

every Friday
•  St. Thomas —  

every Tue. &Thur,
•  St. Croix —  

every Mon. & Wed.
•  St. Maarten —  

every Thursday

r v s rv
HORIZONS TRAILER MARINE TRANSPORT CORPORATION

A C ro w le y  C o m p a n y  
P.O. Box 2110, 815 Haines Street, Jacksonville , FL 32203 (904) 354-0352 (800) 874-6769

ATLANTA CHARLESTON CHICAGO HAITI* HOUSTON JACKSONVILLE LAKE CHARLES LOS ANGELES MAYAGUEZ MEXICO CITY* MIAMI MOBILE MONTREAL*
04)452-1447 (803)747-3731 (312)655-2868 011-500-12-4520 (713)931-1100 (904 )3 5 4 -0 3 5 2  (318 )4 7 4 -9 6 0 0  (213 )4 3 5 -4 4 1 6  (809 )8 3 3 -8 8 8 5  (9 0 5 )525 -2332  (3 0 5 )594 -3774  (205)433-3350 (514)842-1723

IEW YORK PHILADELPHIA PONCE SAN FRANCISCO SAN JUAN SANTO DOMINGO* ST. CROIX* ST. LOUIS ST. MAARTEN* ST. THOMAS TORONTO* WASHINGTON, D.C.
12)466-1922 (609)665-7160 (809 )843 -6368  (4 1 5 )546 -2387  (8 0 9 )721 -1313  (809)565-6661 (809 )7 7 8 -2 2 9 9  (314 )7 2 7 -7 8 7 8  011-599-5-3410 (8 0 9 )774 -2933  (416)368-3841 (202 )737-4728



SEA-LAND PEOPLE
People. They make the difference between 

one company and another. Ships, contain-
ers and terminals are necessary. And impor-
tant. So are chassis, cranes and computers.

But in the final analysis, it’s people who 
make them work. Loyal, dedicated, profes-
sional people.

Sea-Land people.
They’re working harder to make shipping 

easier for you.

Sea SE Land
W hat we did for shipping, 

we’re doing for serv ice .
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