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“Ninety percent of 

everything” 

                   Rose George, 2013  

 

…and the “just about everything” 

passes through the world’s ports  

(global port traffic ~1.79 billion tons, 

2013)  

 



 

SOUTH AFRICAN PORT TRAFFIC ï 2012 & 2013 

(million metric tons) 
 

 

 

 PORT 

 

2012 mt  

 

2013 mt  

Richards Bay  90.295 94.902 

Durban 77.900   80.369 

Saldanha Bay  61.274 58.956 

Cape Town  15.627 16.106 

Port Elizabeth  11.212 12.335 

Ngqura  7.572 10.538 

Mossel Bay  2.294 2.322 

East London  2.478 2.255 

      

Total all ports 268.652  277.783 

  



 

Is this of any great use?  

 

not much, since  

Different ports have different impacts on their 

host port economies (sensitive to traffic base) 

ÅDurban ï 1 direct port job for each ~17,000 

tons of cargo handled 

ÅRichards Bay ï 1 direct port job for each 

~47,000 tons of cargo handled 
 

   1 ton crude oil  ̧1 ton anthracite  ̧1 ton 

fruit in pallets  ̧1 ton containerised 

computer components  ̧1 ton bagged 

beans 



What is shared by all ports is 

their basic economic role  

 

ñThe economic function of a port is to 

lower the generalised cost of through 

transportò (Goss)  
 

Durban port ï 3 major traffic props 

ÅContainers (~2.7 million teus pa) 

ÅLiquid-bulk (23-24 million tons pa) 

ÅAutomotive (M + X) 

 





Durban port characterised by:  

ÅDiverse traffic base 

ÅQuite good location: landside & marine 

(moderate deviation cost) 

ÅGenuine terminal port status 

(eThekwini rich in cargo sources/sinks) 

ÅDiverse capital net of port-ancillary 

activities, some better than others ï not 

quite a ñfull serviceò port 

ÅComplex set of public/private sector 

interfaces [16-18 discrete private 

terminals; 58(?) licences] 

 



but also characterised by:  

ÅQuite low productivity levels (boxes per 

SWH; vessel time alongside; at times 

waiting time for berths, expeditious 

cargo clearance etc..); and 

ÅA general perception of the port as a 

high cost port for users, notably so i.r.o. 

PORT AUTHORITY charges 

particularly for CARGO OWNERS  

 

 



My principal concerns  

ÅIs the public sector/private sector 

interface in the appropriate place? 

ÅEven if not, it is possible to inject 

greater competitive elements within the 

existing port landscape? Greater 

INTRA-port competition 

ÅAre port prices correct? In overall terms 

and in terms of relative prices (Ramsey 

pricing?)  







Landlord 

Port 

 

 



TPT/Transnet 



Port Authority role  

ÅProvider of basic marine infrastructure 

ï channels, water depth, breakwaters, 

quaywalls, etc.. (DOES belong in the 

public sector) 

ÅLandlord lessor of port real estate (to 

terminal operators, warehousemen 

etc..) 

ÅRegulator and/or performance overseer 

ÅMarine service provider? (moot) 

  



Jurisdiction exercised 

where?  

ÅAs a self-standing public sector entity 

(within the DoT?) 

ÅNOT within a consolidated SOC such 

as Transnet? 

ÅFollow the dictates of the National Ports 

Act, 2005, buté 

Åé this reform not imminent in present 

circumstances (TNPA rents critical to 

Transnet bottom line?) 

  





How to mitigate player/referee issues? Or 

 

How to introduce greater competition within  

existing Port Authority arrangements? 

 

ÅEliminate licensing restrictions on cargo types ï 
containers the most important; 

ÅStimulate competition around the fringes of 
existing terminal operations (floating cranes?!); 

ÅAllow private participation & competition when 
establishing NEW facilities (DDOP if/when; 
Salisbury Island infill; missed Pier One 
opportunity) 

 

Mickey Mouse, Mickey MouseéBig BangéMickey 

Mouse, Mickey Mouseé.Big Bang! 



In terms of PORT AUTHORITY 

charges, Durban a significantly high 

cost port, but not in all respects… 

 
Å Charges for MARINE INFRASTRUCTURE (Port dues) and 

MARINE SERVICES not the main problem 
ï Port dues generally below those of competitor ports in EU, Oz 

ï Pilotage costs modest by international standards 

ï Some good things happening in terms of marine services delivery, 
buté. 

 

Å Charges for CARGO-HANDLING INFRASTRUCTURE outrageously 
high  

ïCargo dues still the real tariff bugbear 

ï Still price/costs distortions (Ad Valorem Wharfage ghosts not laid) 

ï A highly unfortunate situation in terms of attracting additional, 
marginal cargoes 

ïMilitates against attainment of strategic ñhubò port status 

 

 



Tariff structure is the subject of attention 

within the TNPA (and the Regulator): 
 

ÅBetter alignment across categories of 

port users (carrying lines, cargo owners 

and lessees); 

ÅBetter alignment with industrial policy 

(beneficiation, value-adding..); BUT.. 
 

Not addressing the overall cost of port 

use (same bloated revenue requirement, 

and generating the same rents)  



In overall terms, Durban 

port:  

ÅColossal by African and southern 

hemisphere standards; 

ÅQuite good infrastructure and likely to 

get better; 

ÅMany impedances to competition; 

ÅMany pricing concerns 
 

Considerable opportunities to do better  

within the existing port 

 

 



 

 

Thank you 


