CHAPTER TI PORTS TN TURKEY

2-1 General

Turkey has more than 60" ports, - Théy are jocated aionq Ehe COasf of
the Medlterranean Sea, the Aegean Sea, the Marmara Sea and the Black Sea.
The locations of the ports are indicated in Fig, 2-1- 1, o

Most. Turkish coasts are near Cllffb and there are not many beaches.
In addition to the above, the sea bottoms_near the coast have steep slopes.
This is the main reason that few ports in Turkey havé'breakwéters.
Hopa, Trabzon,

The ports which have . breakwaters are: ‘Samsun,

Zonguldak, Eregli, Hayderpasa, Derince, Bandirma, Izmir, Antalya, Mersin,
and Iskendern, for instance.

Aliaga and Nemrut do not have big breakwaters,

Ports in Turkey can be classified into three categories, namely : -
General -Purpose ports, -
Special -Purpose ports,

and marinas & other general or special-purpose piers,

The names of ports, according to' the above éatégores, are . listed in

the feollowing table,

Ports .by Category

Table 2-1-1
General Purpose | Special Purpose | Marinas
Samsun Zonguldak Kusadasi (Turban)
Trabzon Eregli Datéa(Barinak)
Hopa Aliaga Marmaris
Giresun Nemrut TIzmir{Altinyunus)
Haydarpasa Tasucu{Seka) Bodrum
Derince Botas Kemer
Bandirma Isdemir Istanbul
Tekirdag
Izmir
Mersin
Iskenderun
Antalya




2-2 Cargo Volume Handled .
Data on the cargo volume'handied in each port is indicated in Table 2-
2-1. A map showing the veolume héndled is provided in Fig, 2-2-1,

{See Appendix for fufther_détail)
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Table 2~2~1 _Port Staistics(1987)

Coastal Shippin Transit EX/IM TOTAL
NAME OF PORT 'Oogptog - 4000 ton | '000 ton | 1'000 ton
HOPA- “165 153 60 378
PRAZAR 1 Q 14 15
RIZE 182 0 0 182
SURUMENE 0 0 o 0
TRABZON 531 36 138 705
VAKFIKEBIR 4 0 0 4
GORELE 0 0 2 2
TIREBOLU .0 0 0. 0
GIRESUN 101 0 134 235
ORUDU 22 0 8 30 ..
FATSA 97 4] .38 135
UNYE O 1) . Q 0
SAMSUN 1,373 4 641 2,018
GERZE 1 0 T3 4
SINOP 17 0 2 19
AYANCIK [ o 0 6
INEBOLU 50 i) ! 50
CIDE 18 . 0 ¢] 18
AMASRA 102 0 .0 102
BARTIN 206 0 66" 272
ZONGULDAK 964 0 116 1,080
KDZ EREGLIS 1,889 0 3,468 5,357
KARASU 0] 0 ¢ 0
KEFKEN o1 v} ~1 0
SILE 38 ¥ "0 38
TGNEADA . 1 0 - 28 29
ISTANBUL 9,227 - -0 2,755 12,032
IZMIT 7,997 - 20 15,123 23,120
GEMLIK - 313 ~35 795 1,143
MUDANYA 141 0 321 462
BANDIRMA 180 4] 2,264 2,444
" ERDEK 207 0 0 207
KARABIGA 232 0 0 232
SILIVRI 98 0 Q- ag
TEKIRDAG 507 18 714 1,239
GELIBORU 66 0 720 - 138
CANAKKALE 279 0 189 468
ENEZ i 0 -1 0
GOKCEADR 1 4] 2. 3
BOZCAADA 1 0 0 1
EDREMIT 0 0 20 o
AYUALTK 1 o 36 37
DIKILI 180 0 159 349
ALIARGA 8,454 0 3,545 11,999
IZMIR 356 0 1,731 | -2,087
CESME 0 0 0 0
KUSADAST 0 0 341 341
GULLUK 1 o} 135 136
BODRUM 0 6 32 38
MARMARIS 4 0 Lo 4
FETHIYE 154 0 142 . 296
NEMRUT 426 177 3,703 4,306
KAS 0 ) 2 2
FINIKE 1 o o Y
ANTALYA 527 ¢] 342 869
ALANYA ¢] 0 5 13 13
TASUCU. 2 41 - 296 339
MERSIN - 4,326 743 5,283 . 10,352
ISENDERN 1,917 "~ 565 .- 8,758 © 11,240
BOTAS 11,431 71,752 1,037 84,220
TOTAL 52,859 73,530 52,506 178,895
Source : GESIBIL




2-3 Capacities of Ports
The'Miniskry of Transport evaluated the capacities of ports in 1986,

The evaluated capacitieé of ports are indicated in the folléwing table:

Table 2-3-1 Capacities of Ports

|- ports : .- : wharf-length {(meter) handling capa;
1986 1988 million tons/year
General ports(l2 ports) ”20,068. 20,348 | 41.4
| Special ports 7;569 .8,423 41,5 *
Other gen. & spc. plers - .17,596 | -

*Excluding 60 million tons in Botas

Loading & unldading operations in 1987 are summarized in the following

table:
Table 2-3-2 Loading & Unloading Operations in 1987
Import Export |Cabotage Total
General-purpose Ports | 10,505 5,734 8,907 | 25,146
Special -purpose Ports 11,969 3,770| 19,994 | 35,733
Other piers 13,114 3,437) 19,846 | 36,397
Total ' ' 35,588 | 12,941| 48,747 | 97,276

From this data, ports in Turkey can be seen to have had some reserve

- capacity in 1987,

2-4 Port Comstruction
The Directorate General for the Construction of Railways, Harbours,

and Airports (DLH) compieted the following construction work in 1983~1987,

—23— .



Table 2-4~1 Past. construction projects . |

.~(miilion TL} .

Year| Place Project name - B Cpst,-
1983 | .Derince . Superétructural faéilities and equipment _ 343,
1983 The Cide Breakwater S : 172
1983 Maintéinance and_reﬁaif-af'éﬂDredger.and ._2&0

construction of berthing facilities

iQéj _ Repair.work to_decaada'Fegry Pier _ L 26
1985 | 1skendern Concreté pa?emént and:oﬁheis'. 20i
1986 |Keban Lake Ferryboat Pier | - 297
1987 Inebo;u- Comﬁletibn'of Tneboli Harboﬁf  _. B .. : | 439
1987} Lskendern Supplémeﬁtary.Coﬁétruction 3,462
1987 |Hopa Supplementary Construction énd Generél Cargo 2,520.
. wharf _ . S St
1987 Extension of the Tekirdag Pier 644

Ongoing projects in 1988 are listed in Table 2-4~2,
Studies within the framework of the 1989-1993 Transport Masterplan
enviéage the performance of the following projects: i

1}Tirebolu, Z}amasra, 3)Canakkale, and 4)Marmara Breglisi

The projects listed in the Transportation Master Plan are indicated

Table 2-4-3,



Table 2=4-2" On Going Projects

(Million TL)

T . . CummultiveExpenditure
Project Name Place Fharacteristie Date Total of project 1,988 #nd
Btart-end Foreigh
Foreign “Total Credit | Domestic TOTAL
: S Resource

DLH TOTAL - 42, 000 168, 009 fu 10, 000, 231, 000
A)Survey Project TTI [ 198 o [ 21
7A1To s Completed 1n f8g o - 198 0 [ 21
tSurvey project - Marious survey 89-89 -0 BY 0 [} of

'zanguldak(Fllyos}Port Eonguldak survey BE-BY 0 169 0f o 21

b)To be Completed aft” 82 0 [ [ -0 0
BlOn-going Projects TTL 82,600 359, 000 0] 10, 009 231, 600
b)Te be Completsd in *8% ) 2, 810 a0, ¢og] o 2, B30 14, 200

*Samsun Constr. d SUpply Samsun Infra. L Cranes| 70-89 1,160 20, 104] of 1, 166 19,)0%
Completed 10-89 b, 160 17, 900 0 1, 160 17, 90
~Lock of Indust. port . 84-89 0] 2,090 0 L 1,39

*Marine equipment MVarlous Baclne equip. 75-89 o 8, 680 of L 8, 11
-Completad 75-85 "0 8, 110 of o 8,11
-2x500m) water barqe ) 3-89 o 5, 650 0f L

*Trabion Constr. i Supply [Trabzon Infra. & Cranes 18-89 i, 6800 21,800 0 1, 630 20, 80
-Conpleted ’ 18-68 1, 680 20, 700 ' 1, 680 20, 100
~Constr. & Supoly a87- 89 0 1, 029y d 0 1zﬂ
-Dredglng 59-89 d 150 o [

*Water Barge Const. . \!arlous Water Barge Conj 83-89 [r; 1,590 0 v 1,41
-Completed : 83-3¢ 0 $67 of 0o 661
=350-500m3 water barge . . 83-8% 0 923 1) 0 74

*Arrangement of FT2: Antalya-Icel Intra. 85- 69 Dy 26, 000 G o 26, 00
-Antalya Fr.” Trads: Zong : B5- 89 of 3. BB 0f o 8,88
-Mersin Frea Trade:Zone 85-84 o 18, 104 [ o 15,16

1Gpkceada Ferryboat Qhay Canakkale Infra. 87-89 [y 1, 740 0 O ) 544

bjTo be Completed aft” &9 19, 100 719, 000 i 7, 560 156, 000

tHersin P. Constr.SLpply [cel infra. 15+-96G [} 22, 800 0f [i: 19, 508
-Completed : 75-88 o 19, 106 0 o] 9,10
-Bredglng 27-39 0 538 kL 0 338
-Free Trade one - 81-90 [ 1, 100G v 0

v Izmir Port Expansion lzmir ‘Infra. 75-97 7. 660 126, 0003 9 7, 8¢ 108, 00
-Completed 75-88 3,716 17, 200 0 3,710 110
~Dredgling . Bl-89 3,851 10, 300 0| 3, B7) 19,10
-Third stage Bi-89 v 22,900 0 & 20, 10
~Reclanmation B8-89 o 3,710 0 0 261
-Local Dredglng 8989 ol 200 0 i
-Cever Holunun. Tanal. va 89-92 Ly, 12, 0GQ 0 W Ell|

tAntalya Port Breakwater [ntalya Infra. 7591 o 15, 300 o o] 5, 160,
-Coapleted . 715-895 & 1,730 0 ¥ 1,713
-Constr. & Supply 85-89 b 5, 250] o © 1,25
-bredging 85-89 o - KR! 0] G [ X ¥
~Hasintalnance of Breakntt 88-33 .0 8, 000 o] o 3

thKayderpasa Constr lSupplyl;Lanbul Infra. 717 -%0 0 27,100 & o 22,40
-Completed T1-88 0 22, 100 o Y 22,40
-Roprulé ksvsak TCK 84-590 0] 2, 000 o o
-TCPD Protocol Works . 88-90) 0 2,000 ly [
-Uncorpleted works BB-89 o 760 0 0

stublic Faclllitles arious Euper Structure] 80-90| o 1, 690 0 [ 154
-Completed 80-88 0 786 L L 7186
-other public (aclllt[es 81-96 0 300 O 0, 4

tHarine Constr. Machinery Mrine Hachine 82-90y o 500 @ 0

rBartin Fander infra. §4-90 o 2, 200] 0 [

*Dredqanupf cul £ Tzmit Dradging 85-9¢ 22, 200 26, 200 0 b 0

tHarine Equipment Marious Buckat Bredger a5-90f 45, 700 53, 500 o 0

*{argo Quay Canakkale Infra. 88-9j 0 3. 500 0 0

[)Hew Project TTL 531 g, 300l [ [ 0,

2)To ba Comploted in ' 89 531 9,300 [ 9 gl
-Techical Guide = Marious Controle Cost 89-89 [ V779 0 0
-Allowsnce ol Works arlous Allowance 83-89 o 4, 1204 Rl Y %
-others arlous 89 -89 531 3, 11 0 ) 4




Table 2-4-3 Proposed Tnvestment in the Transportation Master Plan
(1981~-1993)

(Planned Investment: 1981 TL)

Place = 1983-1988 1989-1993
Continued Works 7,292,000

-Rize | 90,000 7
Tirebolu | . 550,000
Amasura | : 62,000 188,000
Bartin 300,000 6,800,000
Fregli of Marmara .| 3,000,000 100,000
Canékkale .

Erdemit : 70;000

Lemir 250,000

Kusadasi 350, 000

Other ports 400,000 1,488,000
Total 11,814,000 | 8,826,000

2-5 Port-Related Agencies 7

The following organizations are port-related agenéies in Tuikey.-
Governmental Organizations: Prime Ministry; State Planning Oféanization
(SPO/DPT); Ministry of Transpori; Ministry of InduStry}.Minisfry of
Agriculture, Forestry, and Fishery; Customs, Imigration, Quarantine, etc.

Autonomous Bodies: Turkish; State Railways (TCDD), purkisk Maritime
Organization (TDI), PETOKIM, Iron-Steel .Company, CISTOSAM, TUGSUS, TMO,
ETIBANK, TPAO, etc. '

Their roles in project implementation are as follows:

(1) The SPO considers the total balance of Investment in Turkey and judges
the feasibility of specific construction projects. .

(2) The Ministry of Transport coordinates all the dgvelépment of ports in
Turkey. .

{3) The general directorate for construction.of railways, Ports, and
airports{DiLll}) formolates the deveiopment plén for public ports and
carries out implementation. .

(4) Autonomous bodies, such as the Turkish State Raiways(TCDD) and the



Turkish Maritime Organization{(TDI) propose the necessary improvements,

{5) Big

industrial companies or autonomous bodies, such as PETKIM,

CISTQSAM, TUGSUS, TRAO, etc, make plans and construct their private

berths, handling machines and backup facilities.

(6) Municipal governments, or governmental organizations which do not have

planﬁing and technological sections reguests the DLH to construct

their ports.,

The relations between these organizations in implementation of the

projects are indicated in Fig. 2-5-1,

The responsibilities of port-related organizations are listed below:

2-5-1 General Birectorate of Marine Transportation

(1}
(2)

(3}

To coordinate marine trade according to national policy
To coordinate political, economical and legal subjects concerned
with international marine work

To coordinate organizations and state enterprises interested in

marine works according to national marine policy and strategy.

{4) To undértake development studies on ports, harbours and piers
1whiéh provide technical, social and economical benefits for the
national ecoﬁomy

(5) To organize all marine works and undertake the dredging studies
‘of all ports by investigating the working situvations of ports and
piers under operation or to be operated.

2-5-2 DA

This directorate undertakes all projects, construction and

maintenance works belonging to the semi-public sestor{KIT) and the

public—c&pital autonomous sectors(IDT). For major préjects, the

required studies are undertaken by universities or institutes,

Private ports are constructed by private enterprises. The DLH only

approves their projects and controls all construction works,

Its main responsibilities are:

(1) To' research, construct, prepare project and maintain public

ports, harbouts and shore protection structures and theirxr

required facilities,
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(2} To provide national standards by taking precautions and
controlling the project prepared by public institutions, state
_énterpriseé, municipalities, etc,
(37 To approve the above-mentioned project and control their
construction works. '

{4) undertake some duties given by the minister

 2-5-3 _ TCDD _
(1) To operate, develop and renew_ports,‘quays-and plers.
(2) To undertéke.ndscellaﬁeous transportation providing connections
between railways and ships,
{3) To operate énd,establish the regquired superstructures

(e.g.warehouses, silos, fuel oil tanks, etc.)

2-5-4 TDI
(1) To provide coordination and cooperation between the dependent
institution of the TDI and the state
{2) Te undertake loading and unloading operations by constructing and
establishing the reguired facilities
{(3) To provide some services for ships (e.g.water supply, fuel oil
supply, etc,)

{4) To construct and operate the reguired superstructure facilities

2-6 Port Management and Ofganization in Turkey
2-5~1 Classification of Ports in Turkey

From the administrative pdint of view, ports in Turkey are classified
into three groups: public, municipal, and privately owned ports.

The main ports in Turkey have been placed under the control of the
'céntral government, . Port management is carried out by either the Turkish
. State Railways(TCDD) or the Turkish Maritime Organization{(previcusly the
Maritime Bank(DB), and now known as the TDI). Whether a port is managed by
~the TCDD or TDI depends upon.the railway connection to the pert., If the
railway connects a port, this port will be managed by the TCDD, 1If there

ié no réilway connection, the TDI will manage. The TCDD is the railway
state company, This is why the TCDD manages ports connected to the railway
system,

The management of major public ports is divided between two public

._29_



management bodies.

' One ‘group, i.e, the ports of Haydarpasa, ‘Derince, Samsun, Mersin,
Iskenderun, Bandirma and Izmir; are -under ‘the port establishment of the
TCDD, and the other group, i,e; the ports'of Hﬁpa,:Rizg, Tfabzdn, Giresun,
Ordu, Salipazari, Tekirdag, and Antalya, are under_thé-port establishment
of the TDI, _

These major ports are unéer the control of the Ministry of Transport
which approves the budgets and annual programmes of the TCDD andrTDI.

Another public agency is engaged in the planning and maﬁagement of the
special pﬁblic“harbours in the Ministry of Industry, which controls special
iﬁdustrial harbours like Isdemir, Zoﬁguldak and Eregli.

The third group is made up of privately owned ports, ‘These ports are
constructed and managed by the private sector after getting pefmission from
the central Government,

Other public ports, i.e, Municipal pOrté are maﬁaged by

municipalities, These ports are comparatively small ports.

2-6-2 Port Management Body

At the ports, port management is not controlled by a single port
authority., _ . .

Port management body, customs, health and security. agencies and
another agencies concerned at the ports, as well as harbour masters under
the Ministry of Transport are different entities,

The port management body is divided between TCDD and TDI.-

Generally speaking, the forms of the port management body may roughly
classified into the following:

(1) The national or federal government which:directly manages the port;

{2) The local government({including local aufonomoué bodies that are
established for the specific purpose of managing the port) which
directly manages the port.

(3) The organs specially set up by the central government to manage the
port ' _ '

{4) The organs set up by the local government to manage the

' port, o

(5) The port authorities and the like set up:by individual legislation.



In Furope and north America, the port management body most other takes

the form of local governmeﬁt or the port corporation as may be seen. in

Table 2-6-1,

In Japan, as we see in- Table 2-6-2, the local government assumes the

role of port management. bedy. In developing countries, however, the port

managetment bBodies of their main ports are mostly public corporations or the

central government's port corporations, as we See in Table 2-6-3,

Table 2-6~2 Port Management Bodies in Japan

{Oct.l, 1986)

_ _ Total Port Management Bodies :
Clagsification e - Others
number | Prefec,|Munici~ |Port Cooperative Total

T tures |[palities|authority|system
Specially
Designated 19 9 7 O 3 19
Major Ports
Méjor Ports 114 91 20 1 2 114
Local Ports 961 507 371 0 0 878 81
Total 1,094 606 398 1 5| 1,010 81
Notes: 1. Fishery ports are not included in the table,

. "Specially Designated Mailor Ports” mean major ports which are

especially important for the promotion of foreign trade and

which are designated by Government Ordinance,

"Major Ports"

mean those ports

which are specified by

Government. Ordinance as having great importance to the

national interest,

"Local Ports! mean those ports other than major ports.
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2~6?3 port Management and Operation(The Case of Haydarpasa Port)

(1) Qntline

;Ports:ere charaoterizeo as essential infrastructures for trade
';ootivitiee, andréerve'dsTthe connection bétweenfwater and Land
”traneportation. Various activities take place at portélwhioh directly or
‘indirectly affect ship and cargo flow (Fig. 2-6-1). These activities are
prlmarlly conducted by termlnal operators. '

A termlnal is a functlonal unit’ 1nclud1ng various fa0111tes such as
quaYs,-trans;t sheds,-open storage areas, etc, which are necessary for

providing ship service and handling cargoes.

In addition to the primary services required for ship and cargo
handling, ports usually include a wide variety of'other-actiyities carried
out by the public and private sectors including cnstoms; Quérentine;
immigration, police activities; andoso on. These eotiﬁities are also
Cruoial to the overall functioning of the port, and proper.areas must be
provided for these activities at each port. '

The duties of the port management body include overseeing'the_overall
activities which are carried out by various other bodies at the port, to
ensure safe end efficient operations, and to promote the orderly growth of
the port, 1In this context, the primary respon51b111ty for port plannlng
generally rests with the port management body.

The scope of business of the port nmnagement body dlffers greatlj
accordlng to the historical and economical background

For example, port management ‘bodies in some countries directly conduct_
terminal operations, and the kind of services which the port management
directly provides varies from port to port, In the case of Turkish_ports,
the port management system is different from other country'e port

managemnenkt system,

(2) Example of Hayderpasa
We adopted Haydarpasa port to explain port management and operation in
Turkey. ) _
The port management system at Haydarpasa is modernized end advanced
and typical of other major Turkish publlc ports, o
Therefore the data and 1nformatlon concerning Haydarpasa port is very
useful for the purpose of the FllYOS port management plan,

The Hayderpasa port management system is summarized as follows:



Fig. 2-6-1 Activities at a Port
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1) Location _
Héyderpasa port is situated on the Anétolian Coast of'the city of
Istanbul. ' ' ' ._' _
Safipazari is on the opposite side, ice. Eufopéaﬁ side, of
Hayderpasa; The port has two breakwatérs, abbﬁt‘l,QOO meters and'?OO

_meters long. The sea area insidefthé breakwatexs,is:62'hectarés.

. 2) Facilities

i) Berthing facility

Berth Length{m} Depth (m)

No: 2 General cargo 220 L= 6
No: 3 " n 190 - 10
No: 4-5 " 334 - 10
Nos & N om C220 0 - 10
No: 7-8 " u 246 - 10
No: 9 Dry bulk 153 -
No:10 Ro-Ro - 25 - 8.
No:11 Container 350 - 10
No:12 . _ . 300 - 12
No:13-14 General Cargo 295 - - 10
No:15 General Cargo 220 - B
No:16 " " 96 o
No:17 " ” : 160 - 8

ii)} Storage afea _
warehouse  Total 30,686m®(CFS, 3,600m%)
Open Sﬁorage area Total 170,282m2

old:  70,282m°

New: lOO,OOOm2

iii) Cranes
2 container gantry cranes of 40 tons,
27 shore and yard cranes of 3 to 35 tons.
2 Special container mobil cranes of 40“tons,

1 floating crane of 2SOtons,
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3) statistics
Pable 2-6~4 shows the classification of the cargo handling volume in
recent years, Haydarpasa port is an international port..

" Foreign séa'borne oargo amounts to ovér 20% of total volumér A
characterlstlc of cargo handllng is that major cargoes are graln 1ron steel
and .mixed goods. The total volume handled in 1988 was- 1 5 tlmes as 1arqe
aé in:1984. doe,blg increase during these five years was 1n_m1xeq.goods,-
fiéures for which we do not know. preoisely. . 'i. -

-Table 2-6- 5 shows the relatlon among total volume of general cargo and
Coptalner cargo. The volume of general cargo is about 1. S tlme as. great as
five yeers ago. . On the other hand, container - cargo grew 2.4 tlmes,:es
containerization progressed in recent years. This trend to oohteineriZe
will contimie in the future in step with ‘other world major international

ports,

Table 2-6-5 Container Ratio . .

“{units l,QOO_Tons)"

vear Total General 'Géneral Container Container Contaiﬁer
Ratio Ratio(l) [Ratio(2)
1984 | 2,061 1,603 | 17,0180 | 141 6.84% | '?8._80%.-
1985 2,527 2,216- 87.69% o183 7f24% 8.26% r
1986 | 2,954 2,376‘.7 80.43¢ | 246 8,333 | 10,353
1987 3,275 2,871 87,66% . 292 8,92% |- 10.17%"
1988 | 3,170 | 2,252 | 71.08% | 330 | 10.69% | 15.05%
Remarks:.Container ratio(l) = Conrainer/Total
Container ratiol(2) = Conteiner/General

- 4) Port management body
' Hayderpasa is managed by the General Dlrectorate of TCbD.

Fig. 2-6-2 shows Haydarpasa organlzatlon chart.

The essentlal duties of the port manaqement body car . be summarlzed as
follows: _

i) Malntenance and utlllzatlon of own fa0111t1es.

ii) Supervision and control of termlnal operatlons and other

commercial activities.

iii) Port marketing activities

—38—



In addion to the primary services mentioned above, Hayderpasa port

management body carries out such main work as follows:

i) Loading/unloading
ii) Workshop :
,“iiij chkwofk
Turkish port management bodies operate cargo handling by themselves.

This kind of port management system is different from other foreign

countries' port, i.e, American and japanese ports. (Ref. Table 2-6-6)



Fig, 2-6-2 Hayderpass Organizational Chart
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Number of officials and laborers

‘Port manager _ _
Assistant manager: Administrétion, Operations
' Cohtainer,.Statiétics,_PurchaSe.:
Technical matters |

Operations sector: 138 persons

Engineering: 20 persons
Personnel: - T persons.
Finance section: 10 pérsons_
_ Other:. 1 person:
Labour: _ _
Bngineering: 277 peréons'

Operations sector: 684 persons
Personnel; : 4 persons

Total 1,215 persons

These figures include permanent, temporary and Cééual laborers, -
Tablé 2-6-8 shows the labour productivity among TCDD major potts.
Taking into consideration labour productivity'only; Haydarpasa port

utilizes its labour forxce effectively’wheﬁ.Compared with other major ports,

Table 2-6-8 Comparison of Labour Productivity ih Majo:'Ports(1988)

(unit: ton)

Name of Port | Official | Worker Total General Cargo Productivity
Hayderpasa 248 772 | 1,020 | . - 2,252,000 2,917.id
Derince 147 296 443 | 534,000 | 1,804.05
samuéun 158 345 503 géa,ood- 660,87
Mersin 311 | 1,071 | 1,382 2,592,066' 2420017
Iskenderun 226 | 761 987 ' '447,660’ - 587.39
Bandirma 1| o261 | s _ - 1502;0qd; B 1,923,37
Average 1,213 | 3,506 | 4,719 g ,_6;555-000. . 1,389.06

Remark: Productivity = GENERAL CAﬁGO / WORKER



5} Port services
There are different type of organization concerned with port service
as follows:

i) Customs

ii) Pilot sevice under TDI (Turkish Maritime Orgamization)
iii) Tug and Mooring service: _

iv) Police station under the Istanbul police chief sea department

v) Fire station

vi) Port security service: Land traffic control is handled by the

security department

There are no immigration office and guarantine office in this port

areda,

6) Berth Operatidn

The criterion of this port in éllocating berths for incoming vessels
is "First come, first served", which is the world-wide accepted criteria.

A port manager fixes allocation based on the conclusion of the daily
berth meeting. This.meeting is chaired by a port manager, Regular
attendants at this meeting are the cperations chief, technical chief, dock
éaptain, labour service chief and terminal chief, Agency representatives
can also attend this meeting if they wish,

Before the decision is made, physical dimensions, i.e, £full length,
draft of the vessel, capacity and specifications of ship cranes, cargo type
(including cargo volume and weight} and.compatibility ol other terminal

services are carefully considered.

7) Labour Force and Work Hours

i) Work hours

Leoading / unloading opertions are conducted by two shifts including

weekends,
First shift: 0800-1630 (Lunch time 1200-1300)
Second shift: 1600-2400 {Lunch time 19200-1930)

A third shift also can be established, if needed,

Fach shifft can werk 3 hours.overtime.



ii} Constitution of one shift

Type of cargo. : in. one shift .
{Steersman). (Operator)

Container 2 1
Metﬁl-Sheets] 6 - 1
pPallet Cargo 5 1
Steel Drums 8 1
Wool Canvas ' 6 1
Composite Cargo 6 ‘i
Heavy Cargo 6 1
Paper Bags . . . 8 1
Sacks 8 i
Iron. 6 1
Bulk Mine | 1 1
Scrap . | 1 ‘-_ 1
Pig Iron _ 10 1.

One steersman and loading / unloading labour are required'by the

type of cargo.

2-=7 Port Finance
2-7-1 Present Port Tinance System
(1) Budgets _

Both the TCDD and TDI are subject to.the budget. preparation, execution
and controls of the state-owned éstablishments,

Their annual operating and capital budgets are prepared and épprovéd'
by the Board of Directors of the parent companies subject to .annual
overview by the Ministry of Transport, the State Planning Organization and’

the Ministry of Finance,

(2} Accounts _
21l organizations in the public sector are required to adhere to the
national uniform accounting system.
The accounting concepts,.classifications,ﬁand definitions follow
generally accepted principles of accounting and the system is, on the

whole, adequate for basic finmancial accounting.



(3) Audits:
- 'Arnual audits are conducted by the financial inspectors attached to

‘the Ministry of Finance,

_;2*7—2 ?fesentrsituatibn
ﬁtrictly speaking, Turkish méjér public ports bodies are not

indepéndeht entities. |

: Thé ideal'SYStém.for the poft managemeht body is a self - supporting
financial.system. which aims at ‘securing the independence of the body's
éétivifies énd.mahagerial effiéienc?. This system means that all the
gkpénsés incurrédrby'the manégément body should be covered by its own
inééme. This involves an incentive té-promote the rationalization of the
poit"operation, resulting in the decrease in operatihg costs and possibly
lower tariffs. . _

: ‘But it is considered very difficult to adopt a self - supporting
financial system, because the construction of ports fequires a large amount
of initial investment,'and bécéuse the management body will be obliged £o
bear a long - term financial burden for the.rebayment of loans., Therefore,
it is necessary for fhe government to subsidize the port management body.

) ~In the .case of'thé-TCDD;'it.operates mainly railways, ports and piers.,
Table 2-7-2 shows TCDD revenue - expenditure statement in the past five
vears. Ports:- and piers sector have been making great profit on the port
activity.

Gross profit ratio (Profit / Total Revenue) is on the average about

60% in recent years, On the Othef hand, the railways sector has been
suffering a ioés in_itg railway activities, The railway sector can't cover
its-oﬁn expensé. Therefore, the TCDD has fegistered a loss in its total

activities in the past three vears.



Table 2-7-1 TCDD Revenue - Expense Status in Recent 5 years.

(unit: 1,000,000TL)

1984 - | 1985 1986 |- 1987 1988
Railway Sector .'
Revenue 137,980 182,923 | 196,584 | 245,604 | 404,130
Expense ' 142,384 | 198,193 265,329 313,303 | 558,264
Profit ~4,404 | -15,270 | -68,745 <67,699 | -154,134
" Ports and Piers Sector o . N B
' Revenue 30,208 | 43,961 | 58,522 78,506 125,692
Ports 30,068 | 43,799 | 58,424 78,357 | 123,479
Piers 140- 62 98 149 244
Van Lake | 1,969
Subvention 2t159
Total 30,208 | 43,861| 58,522 78,506 | 127,851
Expense _ .
Official Salaries 771 1,108 | 1,291 ) 1,743 2,080
Contr?cted—staff 4 21 396 '2,0423
Salaries . A :
Worker Wages - 5,799 7,464 79,472 ) 15;018_ 25,593
Total Staff Salaries 6,570 | 8,486 | 10,784 | 17,1577 29,715
Material Expenses 424 535 7261 1,310 2,330 .
Fuel and Enexrgy 474 699 208 975 2,881
Other Expenses 2,185 ] ‘8,471 | 7,925 ] 11,643 | 21,692
Total ' 9,653 | 18,191 | 20,343 | 31,085 | 56,618
Profit 20,555 | 25,670 | 38,179 | 47,421 | 71,233
Total Revenue 168,188 | 226,784 | 255,106 | 324,110 | 531,981 |
Total Expenses ) 152,487 | 216,384 | 285,672 | 344,388 | 614,882
Total Profit 15,701 | 10,400 | -30,566 | -20,278 | -82,901

Table 2-7-2 shows the TCDD Income Statement.

subsidies from the central government,

15% in the past three years.

sector.,

Portwise revenus - expenditure status is shown in Table 2-7-3,

The TCDD receives

This subsidy has amounted to about

This subsidy is appropriated from the railway

As

regards their financial position, TDI ports are not as good as the TCDD

ports,
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2-7-3 Present Port Tariffs
© The TCPD and TDI have the same tariffs, . These tariffs also apply to
other public posts.

The constitution of the present tariffs is as follows:

1) Pilotage and Tugging
2) Sheltering
3) Fresh water Delivery to ship
4) Collection of Ship's Discharge
5} Lash Lighter
6) Loading / unléading
7) Terminal and warehouse
8) Port Establishment
'9) ?assenger
©10) Weighing

11) Renting the Port Tools, Devices and Vehicles

Present tariffs are not decided by cost estimation bﬁt for other
reasons, = In order to set ‘and revise tariffs, the central government's
approval is needed, - Individual port management bodies can't change their
charges flexibly according to local conditions.

There is a big problem in this present tariff system in that foreign
veSsels' p0rt charges are more expeﬁsive than those for Turkish vessels.

At present it might be necessary to distinguish between foreign flag
vessels and Turkish vessels. But in the future no difference between
foreign and Turkish vessel will be needed, from the national economic point
of view,

| On the other hand, private pdrt authority can set port tariff
according to port conditions, Compared with public port, private port
charges are comparatively lower than public ones.

Therefore much cargo volume flows in private berths, not public
berths.

‘The throughputs of general cargoes at'private berths are of small
quahtity, because of non-availability of equipment and the berths for big-
size_veésels and the locations are limited to ITzmir, Derince and
Iskendeﬁun. | .

The type of cargo is also specific to each berth,



In addition, as a result of tariff reduction.by 45% in mid 1989 at the
public berths, cargo throughput at the public:berths haﬁe nearly doubled,
although the general cargo throughput at the private berths had been

increasing before then.
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CHAPTER IXITI JINTERNATIONAL, CONTAINER TRAFFIC

3~1 Present Situation of Container Shipping Service in the ﬂediterranean
"~ and Black seas.: , '
3-1-1 Container Service in the Mediterranean Sea
{1) Container Héndling.Port

The-Mediterfanean Sea'is surrounded by 16 countries in total and these
countries have main container handling ports, except Albania.
These ports can be classified in line with the characteristics of
container shipping service as follows, .

North Africa & Middle Bast

Algiers (Algeria), Tunis (Tunisia), Benghazi, Tripoli (lLibva),
Haifa {(Israel), Beirut (Lebanon), Latakia (Syria), Mersin, Izmir,
Istanbul fTurkey)-——gafeeder ports
Port Said, Alexandria (Egypt), Limassol Larnaca {(Cyprus), Piraeus
(Greece), Valleta (Malta) —= hub ports
Sputh Europe

Algeciras, Valencia, Barcelona (Spain), FOS/Marseille (France),
Genoa, La Spezia, Leghorn, Naples, Trieste, Ravenna
(Italy)—-wmajor ports

‘Thé existence of so many container handling ports,

The last 3 ports are simulataneously feeder ports 26 in total, in the

Mediterraneén, has resulted in three categories of ports, defined

according to their roles:

*major ports: = regular call ports by mother vessel
*hub ports: container transshipment ports
*feeder ports: feeder vessel calling ports

Major ports handle larger guantities of containers and belong to
developed countries like Italy, France, and Spain which have large
levels of foreign trade inside and outside the Mediterranean Sea.

{Please refer to the map on Fig)

(2} Contéinér Feeder Port
. Hub ports (containerxr feedér ports) are container transshipment ports
for mdther vesgsels, Piraeus and Limassol are the major céntainer
feeder ports in this area, but Port Said,_Alexandria,.Larnaca, Valleta

will experience increased transshipment container handling.



Piraeus port handled 88,332 TEUst-'-c_:if-‘-feederr containers in 1988,
reportedely the laréest.éuantity in the Mediterraneéh Sea,

- However, figures regarding-the”duantity of feeder containers-handled
at other hub ports are not available, (Total qﬁantity including local ,
cargo is “available). ' o -,

For guidance, about 80 percent of 88,332 TEU :(950;000MT) is feeder

container. to/from Italy,'Spain and only.51,000MY is to/from Turkey.

(3) Major Containei'Service Routes

Major contaihér service routes to/from the Mediterraneén Sed area,

*UK & Northern Continental Europe

*Southern Eurcpe {(in Mediterranean Sea)

*USA .

*Far Eaét
.The range of prevailirig container.Ship:sizes is very wide, from 400
TEQ to 2,000 TEU type, except the 3,400 TEU type of SEALAND vessel
engaged in the USA/Med route, ' C
As . for Southern Eurcpean {in the Meditéerranean Sea) service, it is
entirely within Mediterranean. ' ‘8Smaller vessels, up to the 500 TEU
type, are in operation, similar to the feeder service in this aréa.

(Please refer to Table 3-1)

(4) Container Feeder Service
Container feeder service prevails in the Mediterranean because many
container ports are situated along'tﬁe Mediterranean coast,
Container feeder service is the result of container ship operators’
needs to reduce ships' operating cost and to shorten_thé length of
voyages by minimizing the number of  regular calling ports without,
however, reducing freight earnings in view of the progress of
container ship enlargement and consequently immense ship construction
cost as well as crew costs,
This trend has been proceeding in other container trade service since
the size of container ship reached a more than 3,000 TEU capacity.,
For examples of the development of confainer feéder'serviée; we have,
in the South Asia area, the 1argest feeder_sérvice-é?stem;.whéte 3
container feeder ports,’Singapore, Colombo and Kaohsiung, are

competing for the transshipment of containers to/from ports of other



countries in the area and major Asia ports such as Bangkok, Port
Kelang, Manila, and Bombay, ﬁadras, Calcutta and Karachi, are being
converted rather rapidly inte ports that can handle small container
feéder vessels.as well as'cdnventional vessels, handling fewer full~-
container vessels of normal size (1,000-2,500 TEU capacity) day by

davy.

(5) Container Feeder Vessel
Many of the container feeder_vessels running in the Mediterranean Sea
are operated by minor operators in Greece,_qupt or other countries in
the Mediterranean area, regular schedules in the case of comparatively
major operators and irregular schedules in case of minor operators,
Feeder vessels_éré of the..50-250 TEU type, except for the -ones
described below.

Many vessels are gear—eguipped but some are gear-less,

{6) Self-operating Feeder Service
Three .gshipping lines (groups) are directly operating feeder vessels to
transghip container carge of mother vessels to final destination ports
in the Mediterranean Sea,
The ‘Japanese group NYK/MOL and NORASIA Line are operating feeder
vessels based at Piraeus port to transship containers from (and onto}
mother vessels engaged in Far East/Mediterranean Sea service to their
final destinations. o _
SEALAND and P.OCIL are Jjointly operating feeder vessels based at
Piracus port to transship container cargo in their UK & North
Continental Europe/Mediterranean Sea and USA/Mediterranean sea
services (the latter applies to SEALAND only).

- BCANDUTCH. is. operating feedar vessels based at Limassol to transship
container cargo in- their Far East/Mediterranean Sea service and UK &
North Continental Europe/Mediterranean Sea service, but reportedly is
going to change its feeder port from Limassol to Piraeus because of
the easier operation at Piraeus of larger feeder vessels, which are to
be introduced shortly,

Feeder vessels operated by the NYK/MOL group and the NORASIA Line are

. providing weekly service in conjunction with their mother vessel

- serwvices and leoad transshipment containers 2 days after completing the



unloading of mother vessels and finishing Customs clearance of

_containers for loading. _ | '

Such” self-operating feeder sefvices-are a more effeétive method of
Coguickly delivering_main-caigoes.to final destination ports, which is

essential for cdarriers to deal with the severe. competition in the

relevanf container trade _service, rather than utilizing the usual

feeder vessels available at that time, -

It also contribﬁtes to saving on the cost of“transshipment of

containers as long as. a sufficient and constant volume of cargo on

mother vessels can be expected through the year,.

In - this case larger feeder boat {over 300 TEU) capacity.is;reqdired

for transshipment cargo,'fhen a lower cargo feedering cost is to be

borne by the shipping line (mother vessel),

(7) Inducement of Container Feeder Cargo

- Container feeder ports, not only in thé Mediterranean sea but élso in
other areas, usually include some of the following serviées designed
to attract container feeder cargo and Qessels, including mother
vessels: .

for transit container

*discount rates for discharging/loading ‘and other carge handling
charges-
*container stockyard

for vessels discharging and loading transit containers

*berthing priority

*24 hours working

*discount rates for ships' handling charges
For examplé, in the case of the NYK/MOL group (Japan), mother.vessels
coming from the Far EBast arrive at Piraeus. every Tuesday alongside the
specific berth for which the port authority gives the priority?ATheir
operating feeder vessel is usually (thbugh not exclusively} allowed to
get a berth just behind the one assigned to their mother vessel so as
to locad transshipment coﬁtainers bound for Turkey aﬂd ather
Mediterranean countries every Thursday, only. two days after the
arrival of their mother vessel.
Further, the Pirasus port authority is studying: the introductioﬁ of a

24-hour working system for all. container cargoes (local and transit



(8)

cargoes} to competégwith Théssaioniki, a Greek port which has already

introduced this system,

‘Mersin as Container Feeder Port

In the méantime; Mersin port'surely_has some -potential as a container
feéder port,in the Mediterranean Sea in'competition-with Cyprus or
Greek ports as well as container transit port to Irag because of its:

1, geographiéél location (théuéh a bit worse than Cyprus)

2, sufficient capacity, space aﬁd équipment to handle container

(though fur?her investment may be fequifed in future}

3. experience iﬁ héndlinéllarge numbers of containers

4, existence of a free-trade Zoné.
However, it seems to have missed its chance, as it did not take a
positive attitude aimed at encouragiﬁg'.feeder container and container
vessels amid the recént remarkable growth of container feeder cargo in

the Mediterranean,
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3-1-2 Container service related to Turkish ports _ _
Turkey's major container ports are Mersin, Izmir and Istanbul, as
shown in the statistics of 1988 and 1989 by the Ministry of qransport and

the TCDD Istanbul,

(Data for Tzmir pert obtained from other sources as figures by

computer data by_Mihistry of Transport is incomplete)

Loaded CTR unloaded CTR total CTR(TEU)

Mersin o

1988 39,739(5,077) 41,512(21,688)  81,251(26,765)

1989 42,594(6,188) 43,707(20,537) 86, 301(26,725)
Istanbul(Haydérpasa) _ |

1988 . 24,846(8,630) 24,220(6,209) 49,066(14,839)

1989 25,387(7,162) 27,383(6,866) 52,770(14,028)
Izmir -

1988 |

1989 53,076 53,654 106,730
Iskendern '

1988 2,136(779)  2,516(536) 4,652(1,315)

1989 1,794 1,466 - - 3,260
[Remark] - '

*blanket is empty container
*figures in 1989 for Mersin and Istanbul for 11 months, for Izmir 12 .

months and for Iskendern 10 months,

(1) Mersin Port
Mersin port is handling a large volume of containers, both loaded énd
unloaded, as per the above data but ‘according to. other statistics of
the TCDD about 85 percent of unloaded and 15 percent of loaded -
containers are transit containers, mostly destined for Irag by truck.

Thus Mersin can be said to be an export and transit container port,

(2) Istanbul Port : )
On the other hand, Istanbul port handles an élmost eqﬁél number of TEU
in loaded and unloaded containers, éﬁd according td.anothér TCDD
statistic in MT, its'exporf contéinef cérgo is 109l381 MT against

import cargo of 228,155 MT in 1988, half of the import volume, with

sa



similar percentages in 1987, howaver in 1989 export and import
containers were almost equal, with 217,980 MT and 286,902 MT,

respectively.

{3) Izmir Port:
Izmir port has the characteristics of an agricultural products
exporting port and the unloaded: container volume in 1989, which was
equal to the loéded container volume, is presumed to have been mostly

empty containers.

4 Geographical~Fabtofs

Mersin port as well as Izmir port are located in a geographically

. better position for shipsi passage through the Mediterranean'Sea than
Istanbul port, so mother vessels sometimes make irregular: calls there
to discharge transit containers or to load export cargo such as
agricultural prodﬁcts in- thé harvest season,
But mother vessels, especially those with large container capacity
(over 1,000 TEU type vessels) norméily do not like to call at Istanbul
by:tékinq.a detour to the end of the Marmara Sea due to the increase

in voyage cost, as already explained,

{5) Direct Call Vessél

Table 1 shows that at this moment all container vessels (both mother
vessels and feeder vessels) providing regular service to Turkish ports
are under-600TEU~capacity types except those serving Izmir.

Feeder vessels calling at Turkey in most cases cover Istanbul, Mersin
and Izmir, while Iskendern Delince and Bandirma in the Marmara Sea
are not regularly covered by feeder vessels due to less constant cargo
movement, although Delince (Izmit)} seems to sometimes serve as a

substitute port for Istanbul port whose the latter is congested.

3-1-3 Container service related to Istanbul port

| "At present, most export and import cargoes originating in or
destinated..for the Ankara Metropolitan area are loaded/discharged at
Haydarpasa port on/from container.vesSels and conventional vessels, Thus

Haydarpasa port is the gateway port to the Ankara Metropolitan Area (AMA),

—5¢—



~Haydarpasa port, as alréady mentioned, is.situated inJé dis-
advantageous position at the northeasternaend‘of the Marﬁara Sea, sO only
4 shipping lines make full container mother Qéssel direct ~calls thére;
Other shipping lines' container services from 3 major trade zones (shipping
routes) cover Hayderpasa port by feéder'vessels'operated by them or
independent feeder operators. (Refer to. Table 1)

Thé,transshipment port, for container .cargo to/frmn-Istaﬁbul, izmir
port is..in most cases Piraeus and cargo to/frdm Mersin is Limassol due to
the geographicai situatidns of the respective ports,

Direct call vessel's size is limited to less than 600 TEU capacity.

These phenomena show that wvessels with lower. ship costs-_ihcluding'
crew's labor costs, {or low charterage vessel in case of time-chartered
vessels) can bear the voyage cost for a prolonged voyage totaling QIdays to
proceed to Haydarpasa port and stay there. | _

In the meantime, container shippiﬁg service between Southern Europe in
the Mediterranean sea and Turkey involves various small container vessels
carrying containers of both feeder cargo and local carge to/from  Spain,
Italy, France or other European countries {a lot to/ffom.inland Z0Ne ),

- S0 these vessels, services are similar to that of_feedef vessels
comecting Piraeus, Limassol or oﬁher Eastern Mediterranean Sea and Turkish

ports.

3-1-4 Container Service in the Black Sea
The'Black Sea is surrounded by Turkey, Bulgaria, Romania, the USSR and
the main general carge flow by sea is:
*Northern Europe/Romania, Bulgaria
*Turkey/Romania
*Par East/USSR
Regular shipping service for 3 main trade routes .covers constant cargo
movement . .
*Northern Europe/Bulgaria, 1 container weekly service by BULCON-
(1).Bulgaria .
*Northern Eurcpe/Romania; 1 container service.by Rbmanian Line
*Purkey/Romania, 1 RO/RO weekly (not . container) service jointly by
Turkish Cargo Line and ROMTRANS (Romania) between Istanbul and
Congtanza ports

*Far East/USSR, 1 conventional fortnightly service by BLASCO (USSR)



" Further, RO/RO {not container) service between Samsun and - Constanza
started last year but was soon suspended due to the sudden political change

in Romania,.

(2) Tuﬁkiéh Ports
Samsun, Trabzon and Hopa ' ports in Turkey are transit ports to Iran
=(ahd sometimes to Iraq) and at this moment conventional vessels come
ﬁo those ports from the Far FEast, and from the USA . on an irregular
basis, to mainly discharge .general cargp and bulk cargo (grain,

fertilizer etc,) but few containerized cargoes,

Upto 1985 during the iran/Iraq war, a lot of bulk cargo and general
.cargb like construction materials, daily consumption goods (food,
rclothing;etc.) were trénsportéd to Iran through Samsun, Trabzon & and
) contéiﬁerized cargo was mainly discharged at Samsun and partly at
Trabzoﬁ and carried.to the inland points of WNorthern Iran (Tabris,
Tehfén; etc,) togethef with containers.,

A railway branch line is connected to the inner part of Sumsun port
close to the container- stockyard, so many containers are presumed to
have been carried to near the boundary of Turkey/Iran by railway and
thereéfter by truck,

The vessels that entered Samsun and Trabzon ports to.discharge {(there
was little to load) container cargo were conventional vessels,
including semi-container vessels and, rarely, container feeder
-vesgsels,

Since 1986 only a few containers have been disﬁharged at Samsun port
by semi*ééntainer vessels of the Turkish Cargo Line, etcC.

Trabzon and Hopa ports have been handiing only Bréakﬂbulk cargo since

1986,

3-1-5 ‘Puniction ‘of Container Feeder Port of Istanbul Port
in view of thé 1bcétion of Istanbul's port (Haydarpasa Port) at the
entrance of the Black BSea, the assumption'was made by our team that it
could function as the feeder port of container cargo to Samsun and Trabzon
ports.for transit to Northern Iran,
Howéver, it was realized that such a function of Istanbul Port has not

been effected for the following reasons:



'1). No container feeder vessels of a small size.upto 300 TEU were
available between Istanbul and those ports, ‘ '

2) Istanbul Port at that time was inadequate for the transshipment of
containers due to its limited space for container étorage, berthing
congestion and lack of incentive measures to induce feeder cargo. .

Vessels, when loaded with voluminous break bulk carge together_with

some containerized cargoes,.made direct calls at Samsun, Trabzon to

discharge them.

These points still seem applicable at present,

3~2 Future Prospect for Container Shipping Service in the Mediterranean
and Black Seas. . _ '

In the;past 5-7 years .the container feeder service . system has been
progressing and staﬁilizing in the Far Fast on a large scéle following the
establishment of a feeder service among Scéndinavian countries with the
feeder base at Copenhagen port long ago.

Now, in the Mediterranean Sea this has been also proceeding at a
rather rapid pace.. _ |

Considering the world-wide trend of steady growth of ‘containerized
cargo {growth in the amount of cargo itself and progress of contaieriiation'
in cargo packing mode) and consequently the increased size of -container
ships in the world liner service, it will be clear .to anybody in the
shipping field that container feeder transport system should be developed
continu&lly in the long term. . '

Further to this, enlargement of containers, from 8 feet to 9.5 feet in
height;‘is now more prevalent in Nortﬁ America and utili?ation of railways
in inland container transportation is also stabilizinq_in the USA,

This trend will be extended to other countries where these changes are
applicable and more'advantageous.

anyhow, in the Mediterranean Sea the transfer to container feeder
service lagged 2-3 years behind that of other container service route among
the container ship operators of developed' countries, and this trend will

surely last in the long term over 10-20 vears.

(1) Container Facility Expansion Movement
As a result of the change in container shipping serviece in this sea,
the ports in developing countries are eager to introduce transit

containers as an effective means of earning foreign currency.



‘In the Mediterranean Sea, most conﬁainer feeder ports favor intro-
ducing feeder . containers and are investing heavily in expansion of
-jcqntainer berths; stbckyards, etc,, in the long term.
Efor example, in Piraeud port a new container terminal (Né6 Tkonian
Términal) hés_been undex construction'since 1988, When finished, in
'199_1', with its be'rths totaling 700 meters, its handling capacity will
'be'GOO'ﬁhouSand_TEU per year, double that of 1989 (not 1988),
1Théés§16niki and Iraklion'in Greece, are also proceeding with
fcontainef accommédation'expénsion-plans to compete with Piraeus
'_espééially in the case of Crete's ifaklion, which is establishing a
free trade zone in its port.- _
Iﬁ Cyprus, harnaca port is also promoting itselft as a container
_feederlport and is trying to repiace-Limassol as Cyprus' biggest
feeder container port, A
Limassél port is presumed Lo be:the sécoﬁd¥biggest behind Piraeus port
in handling feeder container in the Eastern Mediterrancean Sea,
It has a free-trade zone to designea to attfact foreign investment for
export'of'lodal'éargo and for processing export cargo in addition to
serving normal féeder'cohtainér traffic.
In Malta; Valleta port annually handles 22,000 TEU of container in
total, mdst'of which is feeder containers. This port is expected to
increase feeder éargo traffic in view of its geographical positioh on
the shi§ navigatioh route between the Suez Canal and Gibraltar.
However, the new Marsaxlokk pdrt is goiﬁg to start business as a
container feedéf port in 1990 with a plan to establish a free—trade
zone therein., It rationalized its container terminal operation system
recently by making a joint venture company with a experienced UK firm,
Thié development will doubtless accelerate the progress of container

feeder activity in the Mediterranean Sea.

(2} Black Sea .
In the Black Sea, the movement . of general-cargo from outside the sea
is so far too smail to run a container feeder service,

This is partly due to the fact that, in the main, trade of general
cargoes from Northern Europe to Romania, Bulgaria and the USSR, is by
roaa transport using T.I.R trucks owing to the geographical situation

of both zones,
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3-3 Potential for Container Port of Filyos with AMA cargo.
3-3-1Present Situation. of Containerization in Turkey.

(1) Containerized Cargo in Turkey .

" According té the étatistics 6f the TCDD head office and relevant
ports, the-ratés of containerized cargo in Turkey, excluding transit
céréo to iraq, ete,, Lo containerizable cargo {general cargo excluding
Iroﬁ/Steél,_Fertilizer) handled at 6 major ports under the control of

the TCDD are as follows:

1986 1987 1988

*6 major pbrts ) }
General Cargo 4,326 5,394 5,356 thous MT
Container Cargo .558 687 817 "
Ratio of CTR 12,9 - 12.7 . 15.3 %
*Istanbul (Haydarpasa)
General Cargo 1,793 2;;89 1,622 thous MT
Container Cargo 247 292 338 "
Ratio of CTR 13.8 13.4 20,8 %

(2) Containerized Cargo at Istanbul Port

"Since most export/import AMA cargo passes through Haydarpasa port, we

" need to énalyze-the contents of containerized and non~containerized
cargo recently handled at Haydarpasa port.

The containerized cargo ratio to General cargo, excluding Iron/Steel,
was 20.8 per cent.in 1988, However, there should be [urther not
containerizable cargoes.out of generatl cargo, so the actual
containerization raﬁio at Haydarpasa port should be a bit higher,
For example, the amount:of General Cargo in 1988 1.622.000 MT includes
144,511 MT of machiﬁery and 453,766 MT of mixed goods, some of which
waé not containerizable due to the size or nature of the cargo etc,
After considering this aspect, the containerization ratio of the
general cargo at Haydarpasa is still low in comparison with that of
Asian developing countries countries' ports, where the containerized
ratio is in the 35-65 per cent zone,

Tﬁe main factors preventing the development of containerization at
Haydarpasa port as well as other Turkish ports are described in

(Inland transport of container) in érticle 1 below.



(3) Container Cargo of Export and Import at Haydarpasa.
To see the containerized cargo volume :for export and import. for the

last 3 vears at Haydarpasa port as per TCDD Haydarpasa: data.

1987 - 1088 1089,
container cargo ' _'
‘export 104,375 109,381 217,980 . M/T
import 187,851 . 229,544 . 286,902 ~ "
Total 292,226 338,925 504,882  M/T

The amount of export container cargo increased remarkably in 1989 in
comparison with import cargo,

We regret that we were unable to clarify the reason because date of
containerized_cargo-tonnage by cbmmodity is not available,

As to the containerized.ratio for expoit dnd'import-cargo at
Haydarpasa port, general cargo (coﬁtaine;izable. cargo) -tonnage for
export and import as per MOT computer data is incoﬁpiéte {the tbnnagé.
of "others" for import in 1988 is too small), and the same daté for
export and import cargo by TCDD Haydarpésa is not available (ohly date
of the total amount of export/import general cargo by commodity is
available), ' However, based oﬁ a iough5assumption of the ratic of
export/import general cargo {containerizable) in 1989 (11 months)
being 1:2, the level of.containerization of import cargo is below that
of export cargo (though both ratios in 1987 énd 1988 seem even). .
For guidance, containexr cafgo movements at Mersin, the biggest

container handling port in Turkey, were:

(11 month)
668,736 637,558 805,446 896,115 M/T
(361,276) (226,586). (340,205) ( ., )

( ) transit to Irag etc,

and the growth ratio of container. cargo from 1388 to 1989 (11 months)
was about 10 per cent and'preéumably'woul& be 12 per cent or mére for
.all of 1989, while the growth rate of Istanbul was .15 per'cenf. Thus
we can indicate fhat containerization is increasing in Turkey steadily

year by year.



{4) Empty Containers at Istanbul Port

In the study of éontainexization of cargo in Istanbul port, we have to
analyze full. and empty container movements both for loading and
discharging, becaﬁse_an important factor for ships' operation in terms
‘of the prbfitability of container services is their ability to return
their_containers to the original location or a substitute place with
cargo loaded in container or in an empty cdndition.

Hereunder is the comparison bhetween empty and full container movements
at Haydarpasa and Mersin in 1989 (11 months). A similar trend was
.recorded in 1988 & 1987, _

BY this data, we can indicate that at Mersin. port ships' operators are
forced to. send back empty containers to their countries due to the
imbalance of imported and_éxported containerized cargo, while at
Haydarpasakthey_don't-need1to send back so many empty containers due
to the more balanced movement of import/export'cargo, although the
ratio-of empty containers for both loading and discharging is rather

- higher than normal.

This means that the voyage cost for ships' operators is higher in
accepting container cargo destined for ‘Mersin than to Istanbul, Thus
the -operators must:be more. eager to accept containers destined to
Istanbul'than.to Mersin, This wouild somewhat affect the development

of containerization of cargo handled at Istanbul port.

{1989,.11 months)

load discharge
Haydarpasa full 18,425 20,517 - TEO
empty 7,162 6,866 "
Mersin A full 36,406 22,970 "
{include transit empty 6,198 20,537 "

CTR)

(entrance of container ship at Istanbul)

1984 1985 1986 1987 1988

Container vessel 159 194 273 236 293(in number)
Conventicnal " 752 817 931 1,191 843
‘Bulk " 29 40 41 " 40 42

{date by'TCDD Haydarpasa)



The growth in the number of conventional vessels up to 1987 was mainly
caused by the rush of imports-of{volumiﬁous materials_for_the
construction of roads, bridges, -etc,, in the Marmara Sea -zone which

were not fit for container loading..

(5)'Inland transport of containers

In Turkey, general cargo Ioaded/uhloaded.in-containérS-at_ports_is in

general packed/unpacked in port and tranSported from/to the merchant's

premises without a container, Door-to~door transport systém for

containers is not common , éxcept for assembly or machinery cargo

consigned to faétories, atc, . 7

So it can be concluded that the usage of contaiﬁers in sea-transport

of- Turkish export énd iﬁport cargo is caused by the .change of the

liner service system from semi-container ship. service to. full-

container ship service on the basis of feeder transport in ﬁhe

Mediterranean Sea in l}ine with the global trend toward large-siZe'full

container ship service. Another factor is the need. of overseas

merchants to reduce expenses for export {(import} of cargo incgrred in

their country, as opposed to from demand of merchavts in Turkey ‘who do -

not enjoy the advantages of an economical and safe transport system by

door—to-door service in Turkey, _ o

The main factors preventing development of a door~to—door-contaiﬁer

gservice in Turkey are:

1) higher truckage for container cargo in domestic transport than. non-
container cargo, _

2) need to deposit large amounts of money with port authorities to
take containers out of ports {abt USS 3,000 per 20 feet CTR).

3) ICD (Island Container Depot}) have not vet been established by ship
operators or other parties. . .

4) lack of space and equipment at most importérs'/expdrters' premises
for handling containers,

Given that purchase contracts for 1mport cargo through Haydarpasa port

.are reportedly made according to both C & F terms and FOB terms and

for export cargo almost always C & F terms, Turkish traders in many

cases hold ship nomination rights in the contract. S

If points 1) - 3), especially, for the time being, 1) and 2), are

rectified, containerization of cargo will progress. rapidly in Turkey,



(6} Impoft business for cargo destined to AMA
ﬁéta‘régardinq the wolumé and the content of export and import.goods
that -are -carried between the Ankara region and Haydarpasa port (and
other ports)-in containers or not in containers were not available,
Jbut according to information obtained from a trucking company in
-Ankara- and a truckefs cooperative in: Istanbul, the main conmodities
‘that are transported to/from the Ankara region in containers are:
a) instruﬁenté and machinery consigned to university or governmental
organizatioﬁs
B) ‘parts consigned to factories
€) household goods conéigned to and dispatched from foreign
embassies. _
However, this volume is very small and is roughly estimated to be less

than 300 TEU in 1988 (one TEU per normal day on average).

(7) Importers of AMA Cargo _
In the meantime, Istanbul @ port, being the gateway port for carge in

Turkey, handles a lot of imported goods that are transported to inland
districts, mainly to. the Marmara Sea area and some to the Central
Anatolia area, including the Ankara region.

-HOwever, relative importers; of wﬁich the number is tremendous, are
concentrated in Istanbul, keeping offices there and rarely in inland
cities, _

Especially in the. case of imports of finished goods such as apparel,
foodstuffs or electronic products (office computers, copy machines
etc.) which are used in the Ankara region to some extent, it is normal
for impofters in Istanbul to bring imported goods to their premises,
takipg them ‘out: of the container in port or on their premises and
stocking them until they distribute the merchandise to be sold to the

.premises'of the purchaser in Ankara, etc., ahd.even if the purchased
volume is enoﬁgh for one container it cannot be carried to the
purchasers' premises in the container,

So this is also a=décisive factor in that imported goods finally sent
to Ankéra region (and any other area) are not transported in

" containers,



(8) International Road Transport
Furthermore, it should be noted that: another factor restriéting the
containerization of export/import cargo in Turkey is -that BEurope, with
which the bulk foTurkey's trading is done, is conneéted.ﬁb;Tﬁrkey'by
land, For example, the distance to Holland and Belgium is ébbut_l,GOO
km in a straight line, ‘and thus_interhational.road transport by TIR
truck has been utilized fof the transport of qn;kiéh export/import
cargo and transit cérgo to Iran,,iraq,_etc., on a large scéle.
Further, in the trade with some European areas, Northern Italy,

 Romania, etc., RO/RO vessel service--conﬁecting the Black Sea, the
Méditerranean'Sea and Turkish ports.is also utilized a great deal (in
this case up to inland points from ports such as Trieste and Constanza
by Jand transport). _ _
The biggest advéntage for Turkish traders in using land transport is
the faster arrival of cargo in the case of imports'than by sea
transport, as interest rates 1in recent years in Tﬁrkey have been
extremely high among  the highest in £he.w0rld. SO_it:iS mogt.
important for importers to receive imported cargb as soon as an L/C is
opened and cargo is dispatched from the éxporter's side.
Road transport from Heolland to Istanbul, for instance, takes 5 days.
However, by using. container vessel serviée from Rotterdam tQAI!bul_or
Tzmir with transshipment of cargo at a feéder_port {10 - 15 days) plus
road transport between inland points and ports‘and-waiting day for
vessel's call on loading port, the total tranmsport time is 10 days
longer than with road transport. . |
another advantage of land transporf, is the assessment of "port tax"
on overseas cargo discharged/lcaded with vessels of 5 per.cent of C &
F value plus all charges incurred in inland. transport of cargo until
the middle of 1989, with no tax assessed on land-transported
export/import cargo. |
This legisiation was apparently intended .as an inducement .to land
transport to Turkish traders and should have been ‘the éal;lse of growth
of road transport between Tutkéy and Burope,. etc., ﬁntil 1989,
However, this exceptional legislation was modified to a 4% tax on sea~
transported cargo and 3% newly assessed on landhtranépérted (road and
railway) cargo in 1989,
The third advantage is cheaper transport costs in door~to door

transport from many inland points in Europe to Turkey, especially in



cases of small volumes of cargo,
- The volume of goods transported between Europe and Turkey by TIR truck

.was not known.

{(RO/RO .vessel ) _ _

‘There are éeveral_regular RO/RO ship services between Turkish ports
and Southern BEurope and Romania.

RO/Ro.vessels are bperated by Turkish Cargo Lines and jointly with the

Romanian government,

Derince—Trieste (Italy), weekly service
Mersin, Izmir—Venice( " )}, n
Istanbul—Constanza(Romania), 2 service per week

" ), weekly service

Sumsun- "o {
(this has been suspended due to the Remanian revolution)

RO/RO vessels capacity is 2,700 - 3,350 D/W ton.

Cargo not in containers is loaded on to trucks at the exporter's
premises and directly loaded at the port onto a RO/RO vessel using
trucks,.

In RO/RC service between Istanbul and Constanza (Romania) with 2
sailings per week, much general cargo and trucks themselves (for
export to Romania) are involved.

Statistics of TCDD Haydarpasa regarding RO/RO vessels show 561,000 MT
in 1986, 495,000 MT in 1987, 497 MT in 1988 for loading/discharging,
while container cargo movements were 246,000 MT 292,000 MT and 339,000
MT, respectively.

In RO/RO service between Turkey and Ttalian ports, general cargo comes
from Ndrthern Italy, Central Burope to Venice and from Eastern
European countries such as Czechdslovakia and Hungary to Trieste by
truck, At'both.pOrts_they are loaded on RO/RO vessel destined not only
for Turkey but to other countries in the Middle East in a combined
seaf/land multi~transport system.

The data regarding the volume of cargo between Turkey and Europe
handled by RO/RO vessel service is not obtainable,

Considering the fact that quick and ecconomical transport is available

and a quota system for road transport between EurOpe/Turkey exists and



modification of "Port Tax" was .made,_ the combined sea/land multi-:
transport system would seem likély'to continde - for the foreseeable

future,

3-3-2 Comparison of Transport Costs of AMA Cargo via Istanbul and via
Filyos.
(1) inland transport costs |
"As an incentive for inierchants to utilize Filyos port, ~calculation
should be made regarding inland transpb;t costs_between-Istanbul/AMA
- and Eilyos/éMA on break bulk cargo and container cargo, . .
In genéral, truckage is much influenced by the volumé of cargo
traffic, évailability of return cargoiand'market situation
(competition extent), etc.; and estimating cost comparison for the
next 10 years is impossible due to uncertaiﬁfy regaiding those
factors. . .
But to understand the -general background for the-pOSSible truckage to

Filyos ports, a comparison is made as follows:

break bulk container
Istanbul/Aﬁkara TL 600,000 TL750,000 per trﬁck.
(470km)
Filyos/Ankara " . 450,000 " 565,000 o
{270km)

at this moment Fiiyos/Ankara traffic by road does not'éxist, SO
truckage for Filyos/Ankara was replaced by the one for IStanbul/Bolu,
whose distance is almost same: 250 KM, '
Truckage per MT varies depending on the circumstances the supply/
demand situation of trucks, etc., which are diffiéult to determine as
far as the inland transport of import cargo at Istanbul is concerned.
The above figures lead to, ostensibely, the condlusion, that truckage
from Filyos to BAnkara is abt * 75% cheaper'than Istanbul to-Bnkaré,
ViZ,., o _

* 7L 150,000 per truck or TL 15,000 per MT on basis of 10 MT ber

truck for break bulk
* TL 185,000 per container or TL 18,500 per MT on basis of 10 MT per

truck.



The above comparison is related to. Ankara municipal district, so
‘comparisons with other points in the AMA differ in terms of figures.
At -Cankuru,  Kastamonu or Zonguldak, the difference of truckage is far
vmore-énd at_Bdlu-it is a bit less.

Anyhow, the obﬁious conclusion is that Filyos port is more
advantagéous in terms of the cost of inland transport of import/export

cargo related to AMA than Istanbul  Port.,

- (2} Ocean Freight _
-The'compaiison_of ocean fréight for cargo, container cargé and break
bulk cargo in common, is as follows.
in the case of cargo discharged at Istanbul from feeder vessels atter
transshipment at a hub port, ocean freight from the loading port to
Istanbul . is fixed between the exporter (or importer) and the mother
vessel operator instead of the feeder vessel operator, while the
fixture of feeder freight between the mother vessel operator and the
feeder vessel operator has no connection with the business of Turkish
importers. _
.Consideration should be made of the AMA cargo to be discharged (or
loaded) at Filyos in 2000 and 2010,
In cdmparing the freight for Istanbul-destined cargo and Filyos
destined cargo, it should be peinted out that ocean freight from the
majorartrade zones with Turkey . (Northern Europe, Southern Europe in
the HMediterranean Sea,.the USA, and the Far East) to Filyos port would
be the same as the freight to Istanbul, when it is constructed
according to normal standards, due to the short distance between
Istanbul and Filvos (only 160 miles}, _
'Ih fact- the  current amount of ocean. freight ffom the Far East, the
Ush, and Northern Furope to Samsun and Trabgon, which are far from
Filyos, is the same as the freight to Istanbul, as per the freight
tariffs of respective'shipping coﬁférehces.
Further, as to container feeder freight between major feeder ports on
the Méditerranean Sea/IStanbul routé and between those ports and the
projected Filyos pért, it would not vary much, if at all, in the
period from 2000 tQ.2010, cohsidering the.current feeder freight
structure, althoﬁgh it-is not directly (nor even indirectly) concerned

with the trade fixture by exporters and importers,
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(3} Port Charge _ .
Port charges at Filyos port‘afe-aISQ of no concern to Turkish
importers/exporters, as they are paid by ship operatdrs.. :
However, at the early stage of the-operation of Filyos port, oceén
freight might be asessed ‘an additibnal-“out-port'surcharqe" by the
relevant shipping confeérence for the reason that sufficiént'cargo_is

not available for ships when they call.

So it should be concluded that Filvos port is more advantageous for
cargo traders related to AMA cargo than Istanbul port in terms of overall

transport costs,

3-3-3 Prospect for Container Cardo at: Filyos
- The mode of cargo flow at Filyos port'anticipated'in 2000 and 2010 is

as follows:

A} container cargo -«—— = break bulk cargo

{(by container vessel)
B) " n -—— @ container cargé
C) break bulk'caréo -———— break bulk éargo
{by RO/RO vessel)
D) bulk cargo . - in industfial area behind port

(by conventional or bulk vessels)

Just as import/export containerized cargo is now handled at Fstanbul,
containerized cargoes discharged (and loaded) at Filyos port from container
vessels will be transported to the AMA in or out of containers subject to

the following conditions:

A) availability of ICD (Inland Container Depot)
B) - truckage structure advantageous to-containers
C) no occurrence of extra expenses such as ‘port tax or deposit of

money for inland transport of containers

At the momént, most cargo 1s, as mentioned before, de-stuffed (and

stuffed} from containers at the port due to these factors,



However, considerable growth in cargo is anticipated in 2000 or 2010
and this would be an: impetus to improve these cohditiqns.

Tﬁis growth in cargo would contribute to the increase in total
containerized cargo in view of costs resultant ability of merchants to
reduce and ensuring safe and quick transport of cargo by using door-to-door
service.:

Fufthermore, it Sﬁould be pointed out that, apart from container
cargo,.the entrance of RO/RO vessels is expected at Filyos port, because
mérchanﬁs appreciate - the chvenience of their shipping arrangements,
economical transport costs, fast arrival of cargo, although this is subject
to conditions set by the trading—-partner's country,

Containerization of cargo and introduction of RO/RO ship service
(mainly for non~confaineriied cargo) are related in terms of the
increase/decrease Qf‘cérgo ﬁolume,'but anyway,. this would contribute to the

performance-of Filyoé port in both ways.

Furthermore, it should be mentioned that the container handling
capacity at Haydéipasa port is going td_be unable to meet the demand for
the increasing amount of containerized cargo. Inland traffic congestion
betweeh Istanbul and AMA is also antiéipated.

As a countermeasures against thé-above, other ports in the Marmara Sea
such as Délince/lzmit;'Bandirma, and Izmir will enlarge their roles as

~gateway ports for import/export cargo to the Marmara Sea region. However,
some government officials'are worried that the maritime pollution problem
in teh Marmava Séa will increase due to the number of vessels entering its
portsuiﬁ future, and thus the motive for the construction of Filyos port

will be stréngthened.

3—-4 Prospect for Entrance of Container Ships into Filyos
3-4~1 Cost Ahalyses for Container Ships by Ship Types

In the study of the prospects fqr container ships' calling at the
projected Filyos port, analysis of the cost incurred by ships calling at
Filyos and cost comparison with feeder freight in case of ships not calling
at Filyos is one of the most imporfant factors.,

The following:iS'the cost increase calculation for container ships
making extra calls at Filyos from the hub port of Piraeus on the basis of

current cost structures:



* ship size(TEU) 500 - 800 . 1,000 2,000 3,000

* ghip cost(day)’ ($8,000)  (59,500) ($12,500) ($22,000) ($30,000)
speed (Knot) 15 16 18 200 22
extra'déy(stay 1 days) 3.7 3.5 . 3.5 3.0 2,80

~ total ship cost $29,600  $33,300 $43,800 $66,000  $84,000 . -

* operation cost

bunker per day(ton) = 17 25 0 35 © 45 055
" ($100 per ton) $4,600 - $6,300- -$8,800" $9,000  $10,000
port charge ' 52,500 54,000 - $5,000 $13,000 . $21;DQO

total cost $36,700 $43,600 - $57,600  $88,000 $115,000

(Piraeus/Filyds, 514 miles)

In the case of a mother vessel not calling at Filyos-and discharging
cargo at hub port (Piraeus), comparison of cost on ship's operators is made

as follows:

* ship size(TE0) 500 800 1,000 2,000 3,000
* cost for direct call $36,700 543,600 §57,600 388,000' $115,000 .
* feeder freight ' ) ’
$650 per TEU  x 56TEY 670EU - S9TEU - 135TEU . 177TEU
(feeder freight $500 + load/discharge $150 per TEU) .

This shows that mother' vessels having more than 89 TEU in case of
1,000 TEU type vessels and 135 TEBYU in case of 2,000 TEU type:vessels will
benefit by calling directly at Filyes, ‘but this comes only from the direct
voyage cost (for Filyos ¢all) comparison aﬁd-dbés not mean that the ship
makes a direct call even though she has enough cargo to absqrb the extra

cost incurred, as explained in the next item,

3-4-2 Basic Policy in Container Ship Operation
(1) full container vessel operation
There are two factors in the container vessel operation mode in the
Mediterranean Sea in common with other world shipping zones,
One is related to the choice of reqular calling- ports. of mother

vessels according to the following logic;

=76



big cargo volume port smaller cargo volume port

J

regular call ports feeder service ports
way port deviation port

The other factor is freguency of eereice.

In the.competitive sifuation'in the world conﬁainer trade, conflict
between ﬁNorth“ and "South“ (1n other words, confllct between early coming
and late comlng), hlgh frequency of serv1ce, normally weekly service, (like

"every Wednesday service at loadlng_ port} have been established among
major ship eperators_as attractive services for regular traders.

The above is completely applicable to container services, especially

to:

ﬁSA/Mediterranean Sea service
Far East/ " "
and to some extent
North Eufope/.“ " "

The main Stream of contalner cargo in the Medlterranean Sea is to/from
Italy, France and Spaln, of whlch container load/discharges in 1988 totaled
3,3 million TEQU, whlle of the remaining 7 Countrles, there was 1,1 million
TEU (based partly on 1987 figures). i

Consequently, regular ports of call of major shipping lines in USA/Med
Sea and ?ar East/Med Sea service are usually one feeder port (Piraeus or
.Limassol, etc,) and several regular ports in Spain, Southern France and
italy, whlle Turklsh ports or others are covered by feeder vessels,

For example, the container service of the Japanese NYK/MOL group 1in
the Far Eaét/Med, it operates 9 vessels in total to maintain weekly service
with 63 days for one round trip, so if they have a véssel proceed to Filyos
regularly_with_sufficient cargoes, it means Lhat a vessel cannot keep to
figﬁre of 63 days for one Goyage as it has to lose 3 -~ 5 days to make the

extra call at Filyos for running and staying there.

one vessel 63 days'Voyage' ' one vessel 70 days voyage

{2 weeks voyage) (10 weeks voyage)



weekly by 2 vessels weekly by 10 vessels
This means that, according to the simple calculation below

1,800 TEU type vessel x 5 voy x 2 = 18,000 TEU
(70 days x 5 voy per yeai) o

18,000 TEU (abt 180,000 MT) of container to/from Filyos is needed a
yea: _by one shipping group in order to have a ﬁessel make an extra call at

Filyos.

(2)'Fér.Eaét/Mediterréﬁeah Sea

In the Far East/Med Sea service, there are 4 container . services in
total: NYK/MDL,'NORASIA/SEALAND, SCANDUTCH maintaining strict weekly
service and DSR malntalns 10 days*lnterval service, '

All 4 container services operate on a feeder basis Turklsh cargo.

The policies of the other three lines are considered to be basically
similar to the NYK/MOL group's. . . |

On the other hand our container cargo forecast for Fllyos port is
97,000 TEU in 2000 ‘and 270 000 TEU in 2010 and cargo voluma

predictions in each container service could be made as follows:

2000 2010
Northern Europe 20% .19,400 TEU 54,600
Southern " (Med Sea) 15% 14,550 140,500
usa ' 35% 33,950 94,500
Far East 308 29,100 81,000

97, 000 TEU. 270,000 TEY

.In view of the 4 contaiﬁer_sérvices and 1 éémi—container service in
operation on the Far East/Turkey route, the portioﬁ cf-eéch shippiné
group would be, if divided into 5 groups, 5 820 TEU (total 29 100 TEU)
in 2000 and 16,200 TEU (total 81 000 TEU) in 2010,

Furthermore, there will 'be more container services (more compétitofs)

available in accordance with significant container cargo growth in



future, so acquisition of 18,000 TEU per year by one shipping group
can be gaid to be much more difficult in 2000 based on an on-paper
calculatioﬁ.

Conséquently, a ship operator like the NYK/MOL group will be unwilling
to introduce one more vessel .into their regular service in 2000 to
provide direct=-call service at Filyos.

In 2010 there will be some possibility that mother vessels will start
:calliﬁg directly at'Fiiyos'by securing enough cargo as per the

following calculation, in the case of a 1,500 TEU type vessel:

* cargo requirement péf year for direct call is 1,500 %EU x 5 voy X
2 = 15,000 TEU
* average cargo share among 5 operators-is 16,200 TEU (for a total

of 81,000 TEU)

S0 the assumption can be made that 1,500 TEU or less type vessel

would make iegular call at Filyos in 2010,

(3) USAa/Mediterranean Sea -

In the USA/Méd Seé container service 3 shipping companies currently
operate full contéiner vessels of over 1,000 TEU type which cover
_Tufkish ports on a feeder basis and 2 shipping companies have direct
call service to istanbul with 400-500 type TEU vessels, (One shipping
company provides direct call service to TIzmir with 1,070 TEU type
vessels but does not call at Istanbul).

In'the container trade, the world trend toward enlargement of ships
will go on in line with the growth of container movement and complete
weekly service will emefge in the near future, like the current sole
wéekly service of SEALAND by 3,400 TEU type mother vessel.

The same calculation is made as in the case of the Far
East/Meditefranean Sea route, although the factor of the freight level

is excluded:

* one round trip to/from USA/Med Sea, 35 days
w/extension to Filvos, - . 42 days
* requiremeht of cargo for one vessel (increase)

800 TEU type x 8.7 voy (365 = 42) x 2 = 13,920 TEU per vyear
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* average cargo share among 7 operators is 13,500 PEU (total 94,500

TEU}-

Sc ‘the assumption dan'be made that B00 TEU or-less type- vessel will

‘make regﬁlar'calls at Filyos in 2010, .

(4) Northern Furope/Mediterranean Sea . .
In view of. the: shorter distance betWeen_Northern.Edrope'ahd'the
Mediterranean Sea a similar calculation/assumption can be made, with a

smaller size of vessel making direct calls at Filyos.

(5) Semi-container Vessel _
There are semi-container services -with cohparatively flexible
freguency of sérvice'to load both container andinon'cpntainer cérgd
{break bulk cargo). .
Such vesséls' operators do not face such severe competition ‘in
obtaining carge and do not have d& severe voyage profitability
problems éompared with ship operatoré prqviding weekly service,
because they can obt&in more earnings ffom break bulk cargo than
container ¢cargo.
In the case of direct. calls at Istanbul port, multi—purpdse vessels
call regularly at Istanbul on the Far Fast/Med Sea route and the
USA/Med Sea service by Turkish Cargo lines, etc, . '
Looking ahead to 2000 and 2010, especially 2000, it can be expected
that multi-purpose vessels will make direct calls at Filyos to
discharge/load container cargo and break bulk cargo in view ‘of the

expected movements of non—-containerizable carge in the AMA,

3-4-3 Feeder Container Vessel's Movements iﬁ the'Meditérranean3Sea

Many container feeder vessels are at this moment"operating in the
Mediterranean Sea.

In the Mediterranean, there are many "minor ports" covered by feeder
vessels. The volume of cargo to/from each poft is not big, so vesseié
generally have to navigate among 5-8 ports in order to fill  their speces,
This leads to prolonged voyages in one round.

This creates the following phenomena:



1) small vessels {with small amcunt of ship cost) of the 50-20C TEU

types.

2} higher rate of feeder freight even over short distances

This situation will be improved by the increase in feeder cargo
movement in future and as larger feeder vessels hecome more operative, to
300-600 TEU type in 2000 and in the long term (after 10 years)300-800 TBEU

Type vessels.

{1) Self Operating Feeder Service by Mother Vessel
In this regard attention should be paid to the current. situation such
that in order to maintain a constant veolume of cargo in feeder
service, the following system is being promoted among feeder

vessel /mother vessels operators in the Med, Sea:

A) exclusive feeder cargo contracts between feeder operators and
mother vessel operators
B) direct feeder service opération by mother wvessel operators

. C) Jjoint feeder service coperation by 2 mother vessel operators

“Inthis case the size of the feeder vessel is subject Lo the volume of
cargo and frequency of mother vessels arriving at hub port.
As a good example of the above, NORASIA and SEALAND have a Jjoint
containef service .on the Far East/Mediterranean Sea route, with 2000
TEU capacity veésels with transshipment of containers to Istanbul etc.
cat ?iraeus, However containers discharged at Piraeus under NORASIA
" B/L. are carried to Istanbul by.feeder vessels with 300 TEU capacity
operated independently by NORASIA. Containers discharged under
SEALAND B/I. are carried by feeder vessels with 500 TEU capacity under
the joint feeder operation of SEALAND/P & OCL. (SEALAND also brings
containers to Piraeus on mother Qessels in USA/Med. service and in
North Furope/Med joint service with P & -0CL for transshipment to
Turkey) .
The size of vessels utilized in feeder service by mother vessel
.operators depends .on, as already mentioned,.the frequency of mother

vessels! service and cargo volume. discharged from mother vessels, but



over the long term between 2000 and 2010 a range of 300-800 TEU types

of vessel can be expected.

(2) conclusion

3~-5

After the study 1) - 3), it is conclused that container vessels

¢alling at Filyos in 2000 and 2010 will ‘be made up of .the following:

2000
Direct-call vessels
* multi-purpose vessels (semi-—con vessels) up to 25,000DWT
Feeder vessels
* up to 600 TEU type container vessel
2010 ’

Direct"call vésseis-

* multi-purpose vessels {semi-con vessels) up to 25,000 DWT
* upto 1,500 TEU type container vesselg

Feeder vessels

* up to 800 TEU type container vessels

Possibility of Filyos Port to be a Container Feeder Port in the Black
SEA

At the moment no container feeder service is available in the Black

Sea due to lack of stable container movemeTts.

Regular container services by mother vessels in Black. Sea are:

* Valna (Bulgaria) - Turkey, Cyprus, Gresce - Northern Europe, by BULCON

* Ilichevsk {USSR) - Mersin, Limassol, Trieste -~ Far East, by BLASCO
{semi—con vessel).

RO/RO service (handles non—container cargo} available are:

* Constanza(Romania} - Istanbul

* " " —~ -Bamsun {currently suspended)

jointly by DBTCL and Romania.

In the case of mother vessels having containers destined for Black Sea

ports, the containers are being transshipped to BULCON -or BLASCO



vessels at Piraeus, Limassol and Trieste but their volume is assumed

to be small,

3-5-1 future prospect for container service
The aspect of container service in the Black Sea in 2000 and 2010

depends mainly on three major factors: -

1) Cargo movement to/from Black Sea in each container trade sexvice,
{(especially 4 main trade services)
2) Direct extra cost for mother vessels to make deviation to Black Sea

3) Ship operator's basic policy to run container service
Analysis is made of each factor as follows:

‘1) Container Movements in the Black Sea

Future cargo prospects aie the most important factor in assuming the
mode of container service in this area, but in general regard it is very
difficult to make a long-term forecast of 10~-20 years because of
unforseeable political and economic changes in this area. However, the
following indications can be made éonsidering the recent dramatic political
changes in Eastern European countries,. -

After long economic stagnation -in Eastern European socialist
countries, there has been sudden dramatic democratization in these
societies, which is expected to induce an infusion of economic aid from
Western countries to those countries, This is seen in resulting in stable
growth of cargo movement between Bulgaria, Romania, -the USSR in Black Sea
and the West such as Western Europe, USA and the Far East (Japan and other

~capitalist countries) from now on.

Predicting ‘long~term future cargo volumes by figures on the main trade
routes to those countries is impossible because other countries besides
Turkey are involved, though it is essential to anticipate the possible mode
of container service in the Black Sea,

Nevertheless the following points can be suggested regarding the

pattern of possible cargo movements:

A) Northern Europe/Black Sea

transport of cargo is to be done in three ways:



* by road, affeeted_by-the improveﬁent=of road traffic between
Western Furope and Eastern Europeaﬁ'countries.
* by river (Danube River) in a multi—tranéport way'by_peesible
materialization of transport on the river‘bY'barge.f
* by sea . '
At thlS moment., the development of 1a new cargqo traneport system An EMIope
on the Danube River and the Rhlne River is unclear in terms of when it will
substanially start, ‘but rqad-transport will surely be ‘much more utll;aed in’
view of the effect of EC integration-in 1992, So the growth of seaborne

cargo movement will be restricted,

B) UsR/Black Sea
* land-bridge transpoxt by sea and by railway (by road)
* by sea _

In view of the long sea foute'between the East Coast of :Gibraltar and
Odessa in the Blaek Sea, almost.equal-to that betWeenithe BSA and
Gibraltar, and the expected steady.increase in ‘shipping costs {construction
costs and seamen's costs) throughout the world, a new land-bridge trensporf
system of USA, -East Coast-Rotterdam etcJ-East Europe"ineluding‘ kbmenia,
Bulgaria, and the USSR is foreseeable similar to the case of USAIland
bridge transport, although it depends on improvement of railway.fecilities
(and road} and transport-liberalization in Hastern Eﬁropean countries (and

total transport costs, though it can be competitive enough).

C) Far East/Black Sea
* giberian land-bridge transport in case of trade With'Japan'and
Korea and Taiwan,
* by sea
Up to now cargo movements between Japan and South Korea on one hand
and the USSR and Furope on the other by Siberia land‘bridge transport have
been stable owing to the recent'improvementeof the performancevof cargo
transport by the Saviet railway system. Cargo transport between Japan;
South Korea and Black Sea countries on this route is expected to be
establlshed.
In spite of these factors affecting the growth of_sea¥bprne carge
to/from the Black Sea, its growth should be promoted compared:to current

law cargo traffic by sea.



2) Cost analysis of container. ship (comparlson)

Prospective modes of container vessel service that could exist in 2000

and. 2010 are, as mentioned before, mostly affected by sea~borne cargo

volume at that time, but the basic patterns are as follows:

A)

ports)
B)
¢

mother vessels calling directly at Black Sea ports

feeder vessels calllng at Black Sea ports.

{west sgide, 3

mother vessel hav1nq contalners related to the AMA calling at

' FllYOS and transshlplng contalners there to/from the Black Sea.

To shed light on ships!' operafion cost incurred in each pattern and to

clarify ship operator's economic interest,

follows- _
_ Calculatlon of shlps'
the last port on the ships' route,

% Ship's size (TEU) 500

L speed tKnoﬁ): 15
£ w0 bhnkef kday}_ 17£
x0T cost (M) $8,000
Pattern A
* ship cost 6.85&7
(1,386 mile + 3d) $54,800
* operation cest
bunker ($100 pert) $6,500
. p! cﬁérge(3 ports) - 7,500
total | " $68,800
Pattern B less 98TEU

Feeder FRT $7TOO(TEU} less $68,800

800

16
25t
$9,500

6,6d
$62,700
$9,000
12,000
$83,700

120TEU

$83,700

1,000 2,000

16 20

35t 45t
$12,5000  $22,000
6.6d 6.89d
$82,500 $151,600
$12,600  $17,500
18,000 39, 000
$113,100 $208,100
162TEU  297TEU
$113,100 $208,100

cost comparison is made as

cost and operation cost is based on Piraeus as

3,000
22

55t
$30,000

6,63d

$198,°200

$20,000

63,000

$281,9200

403TEU

$281,900



Pattern C less 106TEU - 129TEU - 174TEU.  320TEU - 434TEU

Feeder Frit $650(TEU) . _ : . . .
. less $68,800. $83,700 $113,100 $208,100 $281,900

calling port of Pattern A&, Valna, Coﬁsﬁanza, Odessa

" - . C4D, Filyos

This'reveals that in the case of 1, 000 TEU type mother‘veeseis:

1} Comparlson of patterns A and B or A and C, if. the number of
contalners destlned for the 3 ports is more than 162 TEU or 174 TEU
respectlvely-per mother vessel, then pattern A is more beneflclal
1n ‘terms of Lotal shlp Voyage cost,

2) In comparlson of B and C, C is always beneflclal

In cost comparlson of patterns A - C, it can be said thet the
condltlons under which mother vesselq would utilize Fllyos port as a
container feeder port are: ' '

* having enough cargo to discharge or load constantly at Filyos, a

mother vessel is scheduled to call at Filyos regelarly.‘ -

* The mother vessel has Black Sea eargo less than1174 TEU in case of

1,000 TEU type vessel. (if she had more than 174 TEU, She.weuld.make_

direct calls at Blaek Seé ports)

3} Basic poiicy of container ship operators.
The basic policy of ships' operators is described in article(3) above.
This is also applicable to the study of container service inithe Black
Sea. 7 _ _
_ Furthermore, extension of ships' voyages to the Black Sea {up to
Qdessa in the USSR) needs about 9 days extra sailing ahd'qives riee te more
handicaps to ship operetors than in the cese of the study of direct ealling.

at Filyos in previous article(3).

3-5-2 Conclusion
aAfter Stﬁdy of 1-3, £he unde;mentioned coula be a case whereby moﬁher
vessel call at Filyos port and make transshipment of containers
to/from Black Sea (west side) ports at Filyos.
A) a mother vessel has enough containers to/from Filyos (AMA cargo) to

make a direct call at Filyos



.B) Feeder service is available between Filyos and the west side of the
Black Sea. _

As to A), it is indicated in article.(3), last paragraph {conclusion),

. that the mother vessels anticipated to call at Filyos on the basis of

our container forecast are

~ Multi-purpose vessels up to 25,000 DWT in 2000
" " in 2010

"

wp to 1,500 TEU type container vessel

.However,.in,the case of multiﬂpurpése vessels, as explained in
articlé(3), Sdme of them have flexible schedqles and can afford to
have vessels deviale to other ports, so cases of mother vessels
transsﬁipping containers to/from Black Sea ports at Filyvos would be

limited to the following:

containers to/from those ports less than 129 TEU
in case of 800 TEU type vessel
"o to/from " less than 174 TEU
in the case of 1,000 TEU type vessel
" . to/from " less than 320 TEU

in case of 2,000 TEU type vessel

Otherwise mother vessels would make direct calls at Black Sea ports
instead'of making transshipment of container at Filyos based on a cost
‘comparison,

As to B), it has alfeady been indicated.that there are decisive
factors restricting_container movement by sea, such as development of
road transport, introduction of land-bridge transport system, etc,,
even if significant growth of trade between Western countries and
Bulgaria, Romania, and the USSR materializes.between 2000-2010, and it
seems that signifipant growth of -container movement by sea such as
would induce feeder service activity in the Black Sea is doubtful,
-gven over the long term to 2010,

Tﬁerefofe it seems unlikely that Filyvos port will become a containerxr

feeder port in the Black Sea.



-CHAPTER "IV - THE :PROJECT SITE

4-1 General

Filyos is located on the western part of the Black Sea coast in
Turkey.

Its location is latitude 32° 01' E and 1ongt1tude 41° 32" N,

The project site is a delta formed by the Fllyos Rlver next to
Hisaronu town. _

It is preeently used for agrlculture, forestry and livestock breedlng.

The flat area of the delta ig 5,500,000 m ' 1ncludrng the river.

" The climate is generally mild, The coldest month ig February{+2°C)

and the hottest is July(+28°C).

(For detail,—refer chapt.- Vv Natural Conditionss) -

4-2 Information oniHisaronu Town
4~2-1 The History of Hisaronu (Filyos)

The word Filyos comes from King Filubus, The history of Filyos
extends to ancient times, to about 1500 years before the birfh of Christ.
It is thought that Gasgases came to Filyos on that time, After Gasgases,
Tors, Kokiniks, Henets and Frigs came here. . |

Wwhen Tranian King.Kros toock over the kingdom: of Lidya, Filyos was
dependent on fran and later on Greece., It was depeﬁdent on Paflagdnie and
Makedonia in Great Iskender's time, Filyos was occupied by Selcuks and
Cenevizes when Roman FEmpire was divided ihto two in BOI}A.D. © Finally,
Fatih Sultan Mehmet conquered Filyos in 1459-1460, Most ofeits historical
structures are from the Roman and Ceneviies eras, Some of them are a big

cave in Hisanonu, a castle extended to the see and an opeh theatre.

4-2-2 Geographical Structure of . Hisaronu
i) Location: it is between;
41 degree 33 min. 50 sec.. North (latitude)
32 degree 0,imin, O00.sec. Bast (longitude).
i1) Boundaries: ' '

East of it: Caycuma District. West of it: Zonguldak Province,

North of it: Black Sea.. South of it; Zonguldak and Caycuma

provinces. '

iii) Surface Area: Surface area of town is about 150 kmz.
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Fig. 4-1-3 Location of Filyos (3)




iv)} Special Charactorlstlcs- It is bUllt on the valley of the Fllyos
Rlver. The eouth 51de of the town is forested._ There are the nose'

h_of castle and a re81dual port wh1ch was bullt 1n Cenev1zes' lee._'

;The prevalllng W1nds come from the north ‘_The sea bathlng season_f"

etarts on June 15 and contlnues up to the end of September.‘ It 15“

21 km from Caycuma. It 18 connected to Zonguldak by an asphalt roadh‘.

whlch is about 25 km in length. There are also tralne travels thatf'
leave once an hour to Zonguldek and Karabuk. The distance between“
Filyos and Zonguldak is about 12,5 nautical *:rr'\'iles'._' There. are T.
Cement' Eerth_ Industry A,S., Cay- T.A. S, Navy Radar VBase, T.C D.D.
Reiiwetherminal_Manegement; Separately there is a wharf of Karabuk':_
Iron end Steel Factory, whlch is 270 m_long. for loadlng and
unloading.' : i _ ' ‘_ ' SRR

V) Climate: a1l 5eAS0Ns on'the'Bleck Sea'coast haﬁe rainy neather;'nith
the greatest ralnfall generally i the sprlng and w1nter. 'Winfer is
mlld and summer 1s cool. The coldest month 1s February (+ - 2), the
hottest month is July (+ 28). - Autumn is longer 'in the reglon. Tt
can be said that the most beautlful season 1is eutumn. The-51te is
opEn to. the north, north—west and star w1nds._ ;'_

vi) Plant_COVerage (Vegetatlon), The site is surrounded by chestnut,_'
oak, pine and.white pine forests. -There are:dumpy.heaths on the
Iedge. of the forests, _Within ‘the boundreis of Comlekci village,

afforestation works have been completed,

4~2-3 The Villages of Hlsaronu Dlstrlct, the Names of 1ts Quarters and the
Population According. to the 11980-1985 Census :
The town center consists of 6 quarters and 7 v1llages are related to
Filyos.

The populations of villdges of Hisaronu are as follows.



Table 4-2-1. Populations by Villages

No, Name of Place _ 1980 1985
1. Hisaronu district center - 5,686
2; " Gokcéler village 247 357
3. " . Dérecikoren 348 470
4, " Comlekei 787 1,004
5, “ Akpinar village 327 390
6. " Temenler village 327 368
7. . Cay village: 268 356
8. " Yukari goynuk 915 972
TOTAL 9,553

The population_agcording'to the 1975-1980-1985 census of guarters of

Higaronu center are as follows:

Hisaronu 1975 1980 1985
TOTAL 4,485 4,989 5,686

4-2-4 The Distances of Villages and Provincial Centers to Hisaronu,
Qualitj of Existing VRoads,_ Transportation and Communication
Possibilities, 7

All villages related to Hisaronu are connected by aéphalt and
stabilized roads., The farthest village from Hisaronu, at about 20 km, is

Yukari goynuk village, The farthest wvillage center is again Yukari goynuk

Village in distance of 45 km, Transportation between the villages of the

province with the center is by train which are from Zonguldak to Caycuma.

There are also telephone.connections between the villages.,

4-2-5 QGeopolitic Peculiarities and Military Importance of Hisaronu

The railway which is used to transport the coal needs of karabuk lron
aﬁd Steel PFactory by wagbns, the existence of the Navy Radar Base, the
Filyos fire brick factory which is very important for heavy industry and an
unloading, loading wharf which is 270 m long are the main reasons for the

geopolitical importance of Hisaronu,



4-2-6 Economical Structure and Peculiaritiés of HisarOHU'Field

- Peculiarities

It is suitable for every kind of agriculture. There is no irrigation
equipment., 250 tons ammonium sulphate, 200 tons ammonium nitrate and 150
tons trible super phosphate are used as fertilizer, - Agriculture despute is

executed locally,

i) Aéricuitural'prodﬁcts
Generally wheat and corn are grown.in the villages of hisaronu. In
Hisaronu center, 22,000 olive trees, 35 décér hazelnut and many kiﬁds of
fruit trees, which number more than 10;600,'aré found in Hisaronu,
Separately 13,600 deéar wheat, 23,900_decar_corn.aha'543 decar, many kinds
of vegetables are grown. The monetaiy value of these'products is {(on
average) 16,626,000 TL, © If we add that monétary value ‘of husbandry and

fruit crops to this value, it exceeds 30 million TL. on average,

ii) Status of Trade:
Firstly, the production of fire bricks used in heavy industry, fishing
and tourism are the main income sources of Hisaronu. .
A market is set up eVéiy Saturd$y, wﬁére'viilaéers.séll their

products. There is also a transport cooperative which'has 56.pérﬁﬁéfs.

iii) Workihg Places and the Number of Workers
T. cement and Earth Industry A,.S. |
Filyoé Flame Brick Factdry : No._of Workers : 794
Cay—-Tas A.S,‘ . oz " " s 70

T.C.D.D. Hisaronu : " " + 35

iv) Husbandry
1,570 sheep, 5,600 head of cattle and 2,515 hens are raised in

Hisaronu and its villages,

v) Direction and possibilities of economical developmeht
The production capacity of the Filyos fire brick factory-.is 33
thousands tons annually, The annual fire brick production of Cay Tas A.S.
is 5 thousand tons. Generally the fishery needs of.Zonguldak_are supplied
by Hisaronu, There has been an increase:in the number of people who came
to Filyos in order to visit this-year. The improvement project of Filyos

River, the Filyos River Valley projéct and the construction of the

—94—



greatest port project of the middle Black Sea region were included in ﬁhe

1988 investment program of the government,

4-2-~7  Hisaronu Municipality
3} Hisaronu Municipality  was established bn 13th of December, 1954.
" The Municipality's'gffiée is at the old normal house building. The
Municipality has 9 officers, 25 permanent workers and 35 temporary
-workers, Officlials are the Mayor, the First Secretary, the
~ Accountant, twb Security Officers one tax collector, one caretaker

(helper) and seven cleaning workers,

ii) The municipality has one repairshop building, one fire-fighting
building and one water'system building,
Equipment: Tt has 1 car, 1 jeep, 1 minibus, 1 garbage truck, 3

trucks, 1 excavator and 1 watering truck,

iii) Urbanization speed:
The improvement plan made in 1964 Was revised and enlarged in 1986,
With this improvement, the population of Hisaronu will be about 10-15
thdusandé in72000. 16 km of road was built in 1986-1987.  The number
of buildings has increased and at the beginning of 1986, 194 houses
were built by cobperatives. They also tried to finish 165 houses,

Public areas which have improved:

‘Karabuk Iron and Steel Factory Management 31,000 m2
T. C, D. P. General Manager . 36,385 m2
Filyos Fire Brick Factory 24,325 m?
Highways General Directorate 900 m?

4-2-8 Status of Water, Electricity and Canalization

The potable water of Hisaronu was 13 Lt/s in 1960. But, because of
the imsnfficiericy of the existing water system, a new water system built by
the city bank will supply water needs up to 2013, Electricity is provided
by T. E. K. Four guarters have canalization. Other quarters have
phoseptic ditches. Preliminary design of canalization has been completed
and city'bank has tried to put it into the investment program of the State

Planning Organization,



4-2-9 Status of Economic Condltlons of Hlsaronu

(L) Cu]tural Status: Hisaronu is one of the places where tourlsm has been

developed in Zonguldak. From year to year, tourism has 1ncreased

Historical handiworks whibh wers collécted”ihQHisardnu-and the ‘area

around it like gold and silver coins are exhibited in . Amasra Museum,

There is 1 high school ‘and 7:elementafy-schools'in'Hisaronu center,

The literacy rate is 80%,

{2) Public Foundations in Hisaronu:

il

ii}

iii)

iv)

v)

vi)

vii)

District Organizations
1, Admiﬁistration
It was closed in 1983,
2, Police -
1 officer, 8 soldiers and 3 Quarter werds
Local Administration
The local administration are directed by Saffet Cakar, Municipal
Chief of Hisafonu.- The municipality has 1 town clerk, 1

accountant 1 technlcal worker, 2 inspectors, 1 tax collector, 1

'Reallzatlon personnel and 2 other personnel

Religious Organization -

' There are 2 'mosques in Hisaronu, There are plans for two others.

Health Organizations

a) There'is i hHealth building, 4 personnel houses, 1 doctor, 3
nurses and 5 workers in Hisaronu center,

b} Phere is 1 docter,-l nurse, 1 ceshier and 6 workers in the
dispansary of the Social Insurance Organization, The Naval
Radar Base also has a doctor. '

Agricultural Organization

1 agricultural technician.

Tekel Organization

2 personnels and 1 worker

Metrorology Organization

1 staffer

Government Organizations

a) PrT: 1 manager, 16 persconnel

b) Agrieulture Bank: 1 manager, 14 personnel

c¢) Work Bank: 1 manager, & personnel



d) TCDD Hisaronu Railway Station bepartment: 1 chief, 4 action
personnels,. 1 stare.ﬁersonnel,-l casher and 2 workers.
TCDD. chlef department 1 chief, 35 workers

.e) Caytas A. S.:lﬂ personnels, 70 workers

£} Fllyos Flre Brlck P A, S.. 60 personnel, 794 workers

4-2-10 ~ ¥mportance of Tourism in Hisaronu

Hisaronu has attracted foreign tourists since 1988,

4-2-11 Social Status of ' Risaronu
a) Social Status:

_ ‘There is no big dlfferences in 3001al status in Hlsaronu, Close
.relatlves marry due to. 1nher1tances. In the circumstances of birth and
death, concerning and supportlng are tradltlonal

Most'houses are made of reinforced concrete and theyrare convenient
for seasonal condltlons. '
The publlc is open to development and civilization. And they can
easily conform to forelgn people. -
b) 'Soceal Structure?

'There are no differences in race, rellglon or Llanguage.

4-3 Access To.Filyos
4-3-1 -Inland Roﬁfe:

Frbm Ankara to Filyos, there are two approaches through land,

One is by road and the other is by rail.

The dietance between Ankara and Filyos is 280 km by road and 390 km by
railwa§.

It takes 5 hours by car and 8 hours.by train.

“The route maps are shown in Fig. 4-3-1 and 4-3-2, and time and

distance table are shown in Table 4-3-1 and 4-3- -2,
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Fig. 4-3-2 Route Map (2)

< —
= ugtosz DYy
wvi Ara 104z YrgRsdy -..it Loy
L COrZOD YYDttt T e o )
5 W diyirac doyyog v &S 4 SRty Soppin s
(3] vreedie 1Sy T 2dy @37 1P 35957
ﬁ asyerac ooy n :g S ‘-"p:pu,?_ woros
. - 717
o0 IEEILIL COYULIIST 9 e 28 A ety 7
: NF"ﬂ"‘;"-”” g/ w8 9 R osarel ooy
x"’"““'f eedapy a3 q'z 014057 Poyiz
2oy rese Apgas o a2 EIFATL X
uoom,ﬂqmym?*" By aopoy orpedse 2 apri FoU3y00y
28 *é3e mwrmado o/f:g,a_uruc EETR sy
CAY Ll IOy ‘luf.u.lé’ I DY I IEL . LoLoP s OfF
OO/ + OPE1i 12‘ g v ias P e3Pt S8 (7 - LA I tanvd < d
LSIT0d0 DupLOLIH S B AT rc.v'rugw LR
'@ 054+ JIT fITR T oy eniy o868 T S & P L il
G 00G1107 ADN TN W lad S x 1 T35 080 2dper r gy
176 ryoy 1xPaa o NIl ATLGOT 25, Porl o]
Y.y 0oz cork (xfnts xnp"qy P N Y Z98VE fn/r)r...’@
odreSir XU TN G2 sysoy se2e Ooof‘s” Lt ITIUIL
N SoriLy BIUXNY
\ Sarr TS Lrospndliy
1 OYSLLT YW !-'fgg
18220 FOT ety §6103 QOIPLS 7
SEGeeiey Seren e
FIIE YOWT 0!_792;5 «’rfﬁ“
Zd4 rors i YR I o

PLIINE N Sors v o]

- u.oo{o.ﬂrug{ ROrr3s

i [~ Q Q
¥ § '!é Q 3 ‘g WyaIB2aL P
E 5 "
§ 5§ y3ipg  [rburensa
3 fsosuddng (e
SN AR S B W
" ¢y s" 153 ™
v W N .g?":o e TX Y AUy Opy BEI 00
O " 53282 L
. .o N [ Q & DIOYYILLY SEEPTY
- _ { Y b FOYLIGO] YU OSi
zESvEn 41"34{7,05'{"-‘-",@9 X oy e YR oI 5E
PIPOrgs PIADDIAG 2‘;2 :.fy yOMJ/
. o ERDeO9 LIy
. 3’1‘4’."9?’1 20D SELrIS G O_f;.o?.;n__y
2UPrO8s YRIINI SIBrEY DRROLLy S
ki ) o998 ﬁ?ﬂm?
£ Ey rIL RpOLOSOL

Bigidst npuntiny
DOSrELE SOPLRADD
oLerl Yool

o riE YRV
Lgatedrs ’:’b(v(cfy
yrori OIS,

Freel’ soogdDy

FRETY S NI ooQ re
S ey easas TP rIL %ou.awf‘i\i,
24
I9@tSOZ S3y 135 SRS o?s-‘?/yz.sr‘
2590955 pnbsawiz 7 §

rderrie juaw_i.i;m,r

7oar o3y frapnadogiig
GEFIRES MTDIA Y
.06z sy drunbip
IDOPIES ST
FLrvrry DoAY

155 r7Es 3, gf
1y gy vOIUIG

Al r e85 LRIt
DSS IS SO TR
oUs LS JD/"D/Dd o P
ozs rgpg,}ua.y 287
. FELIES ARy OH
STE SIS JISY Y Hyaerns
245 r70S ua:go/o.ruaA d
FLOTZL Y anuTIOy
DLi Ry I/;D/od 1

STy J;/_/a_é}
ds0 7497 pdoyyifag A
P L I7EOPT LRI LIS,
2PLITSY SEYITER

£

Oy raLy IS/ fo

ANKERRA BANLIYOSY

CECrICy 222/ P
IEETET yRION B
Drgrsor a./ammun,( |
0PErOST YUY Y of
FOOFIEE Yy

lr)rﬂr,//(/o}{l/ x"E
SEIFICISoPyoPRl)
i

SISVSLE Ay
g rezeare ynkoyorny
FZTEISLE -mwa/ﬁﬁu ..

P Y ISSIIE Azquososy

GooLrLip 2I0AA0L

Vo s MR INELS,

oy =
215500 3r0b01R

CTorydleposu 27.639 .

"_S\.



Table 4-3-1 Time and Distance (by road)

Ankara-—Filyos Road distance Speed3 comments
{km} {km/hr)

Ankara

137 80~90 E5 / BExcellent seperated road
Gerede | . _ :
S 50| 50-70 | Route 750 / 3-7% slope / B { 6m
Dorcan Tuannel 1t ' '
R : 301 %0-70 3% slope;
‘Devrek .

37 80-90 smooth / B :10m
Caicuma _ L
o ' 26| 50-70 filyos:narrow
Filyos :
TOTAL 280 | Avg.60 " fairy good

In addition to the Present road system, the Ankara-Bolu-Istanbul

motorway will bhein use- by 2000, and a:gonceﬁtual plan for a motorway from

Gerede to Zonguldak will be realized by 2010. (See Fig. 4-3-1)

Table 4-3-2 Time and Distance (By'ﬁaii)g'
Railway Route Distance ~ ‘Speed - Comment
(km} . (km/hr)
Ankara .
69 © 60-90 Elmadag:20 km/hr
Irmak | | .
33 . 60-20
Cankiri
191 60-90
Karahuk
o7 40-90
-Hisaronu(Filydéj
TOTAL 390 ‘Avyg,.50
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4-3-2 Sea Route
‘ From the Mediterranean Séa, ships have to pass thrbugh_the Aegean Sea,
" the Dardanelles Channel, the Sea of Marmara, the Bosphorus Channel and the
" Black Sea,. . -
. The number of ships passing thé thannels is about 12,000 vessels pér
year., ' l- ‘
The.aﬁerége size of the vessels is 10,000 GRT. .
It ié"said that:there are no cruCial hindrances for 150,000 dwt
vessels to pass the_qhaﬁhels. . _ ) _ .
The maps of the*Bésphérﬁs:aie indicated in Fig. 4-3-3 — 4-3-4,

The record of the vessels passed the channels is indicated in Table.

4-3-3.
Table 445—3 Foreign and Turkish Ships passing

through the Bosphorus and Dardanelies

" Year . | Istanbul Bosphorus Dardanelled Total
Number '000 GRT Number '000 GRT Number '000 GRT
1980 11,839 102,859 11,849 112,624 23,688 215,483
1981 .12,320 106,009 12,298 112,968 24,618 218,977
1982 12,983 109,742 12,130 116,378 25,113 226,120
1983 112,767 115,128 | 12,565 | . 125,047 25,332 240,175
1984 j 11,006 108,299 12,884 134,168 23,890 242,467
1985 ) 14,271 129,305 11,650 133,419_ 25,921 262;724
1986 : 1?,103 112,380 B 12,3b5 128,773 24,408 248,153
1987 | 11,557 127,607 12,685 . 135,761 24,242 263,368
1988 12,092 131,739 13,046 141,257 25,138 273,016

Main—Danﬁbe'Canal, the 3,48Bkm waterwéy between the North Sea and the
Black Sea, is reported that the broject will be finished in 1992,
~ The standard canal cross—section has a waterline width of 55m, and a
channel. 40m wide, and 4m deep.
The locks have a length of 190m, and a width of 12m,
This permits the passage of the European standard barge of 80m length,
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9,.5m beam, 2.5m draft and a cargo capacity of 1,350 tonnes, It also allows
the passage of large motofcargo vessels, 11.4m wide barge and pusher-tug
unit, and 185m long twin barge pusher units with a cargo capacity of 3,300

tonnes,
4-3-3 Air Reute

Although there is an old_air force runnway in Caicuma, there is no

civil aviation service in Zonguldak Province,
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