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b. Ownership of the Fleet(government-private)

As mentioned before the Turkish Merchant Fleet 
is owned both by the government and the private sec­
tor.

Up to 1980 the majority of the ships belonged to 
the government Ci.e.in 1975 56 % of the fleet), but 
this situation has been changing since 1980. In Novem­
ber 1987 the government had 257 ships constituting a 
total of 1,200,054 DWT and the private sector had 561 
ships totalling 4 5 0Z-34,850 DWT.

F^egarding the ship types, the private sector has 
78 % of the dry cargo, 74 % of the bulk tonnage and 72 
% of the petroleum tankers, while the government does 
not have any OBO ships, chemical tankers or LPG tan­
kers. 77% of the government owned fleet and 83% of the 
privately owned fleet wcsre imported from tra\ditional 
maritime nations.

c. Domestic and Foreign Built Ship

According to the November 1987 figures, among 
the 818 existing ships, there were 297 ships imported 
constituting 4,273,414 DWT and this covered 81.6 % of 
the total Turkish fleet. On the other hand, 521 ships 
were built in domestic shipyards with the tonnage of 
961,490 DWT consisting of 18.4 % of the total fleet.

There are no ships bigger than 20,000 DWT built 
in Turkey so far. This is because there was no possi­
bility to build a ship bigger than a certain tonnage.
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Shipbuilding capacities and the facilities in Turkey 
will be discussed later. The biggest petroleum tanker 
built in Turkey was 14,800 DWT and bulk ships were 
around 15,000--- 20,000 DWT.

d. Tonnage and the Age Groups of the Fleet

The Turkish Merchant Fleet mainly consists of 
small ships, i.e. among 818 ships, 622 of them under 
4,000 DWT. On the other hand big tannage shipjs in thĉ  
Turkish fleet are very 1imited,there are only 12 ships 
above 80,000 DWT constituting 1,561,626 DWT.

Regarding the age groups, the biggest part con-- 
sisted of 10-14 year old ships with the amount of 43 % 

of the total. Under 10 years of age ships reach only 
21 % of the total fleet tonnage and above 20 years 
of age reach 15,5 % of the total tannage and 28 % of
the numbers of ships. A simple mathematic analysis 
shows that the average age of the Turkish fleet is 
17,9 and weight aiwerage shows that it is about 14.

Compared with fleets in other countries, 21,6 %

of the Turkish fleet Ctonnage) is under 10 years, 
whereas it is 40 % of the OECD total tonnage and 
35,8 % of the world fleet.C Table II).

All these figures show that,the Turkish fleet is 
quite an old fleet according to the world average 
(standards).
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2.2.3 D.B.Turkish Cargo Lines General Directorate

D.B.Turkish Cargo Lines General Directorate is a 
state-owned shipping company,which was established in 
1955 and directly linked to the Ministry of Transports 
This directorate has a budget of 60 billion TL<in 
1987) and is an autonomous company in its operations.

This company has its head office in Istcinbul , 
headed by a General Director. It has a management 
board,a legal, planning,electronic data processing 
department and a communication and information divi­
sion. This company has four assistant general managers 
who are followingly technical, operational, adminis­
trative and financial. D.B.Turkish Cargo Lines has 
representatives in the USA(New York), North Europe 
(Hamburg), the Mediterranean (Trieste) ^̂ nd the Middle 
East. In addition to those , this company also has 
agents all over the world £nid agents in Turkey as 
well.

Since its establishment,this company has been 
dealing with primarily all kinds of cargoes and live­
stock and secondarily passengers.lt is the largest 
shipping company in Turkey,with 66 ships including 29 
dry cargo ships, ll coasters,4 ro-ro, 15 bulk cairriers 
and 7 tankers. This company provides world-wide liner 
services and operates in bulk and tanker trades.

Liner Operations

USA Lines,1 sailing every 25 days (Houston,New 
Orleans,Charleston, Baltimore, New York).
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Continental Line,5 sailings every month (.Antwerp,— 
RottercJam,Bremen, Hamburg, Uddevalla).

United Kingdom Line,2 sailings every month (Felix­
stowe , Hey sham 1 .

Mediterranean Line, 2 sailings every month (Genoa, 
Marseilles, Barcelona).

Adriatic Line,2 sailings every month (Trieste, 
Venice, Rijeka).

Red Sea—Arabian 6u1f-Bombay—Benga1 Bay Line,! sail— 
ing every month (Jeddah,Kuwait,Dubai,Karachi,Bombay, 
Cha1na,Chittagong).

Far-East Line, 1 sailing every month( Kobe,Yokoho- 
ma , Busan , Honig Kong , F̂ ort Ke 1 ang , Penang , Singapore) .

Tramp Operations

This company is specialised in chartering and bulk- 
carriers operations ranging from handy-sising to Pana- 
max si'se corisisting of ’15 ships capable of handlivig 
dry bulk—bagged anci general cargoes. The Tramp Depart­
ment is in daily contact , with brokers and business 
interests all over the world with respect to voyage 
charters, contract of affreighment,short-medium and 
long term time charters, as well as part cargo fixtu­
res for liner vessels to minimize the ballast l6Q 
costs and increase the net voyage result.
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Tanker Operations

The Tanker Department of the company deals with 
all public and private enterprises in transporting 
crude oil and oil products.

Rd—Ro Operations

This company has A ro--ro vessels and deal with 
regular ro--ro operations between Turkish and Italian 
and F'Jomanian ports as shown be lows

a. Mersin-Izmir-Trieste-Venice
Wheeled vehiclcss , containers , general cargo , one
sailing every 15 days from both directions.

b. Derince-Trieste—Derince
Whee 1 ed vejhicles , containers, genera 1 cargo , one 
sailing every 5 days from both directions.

c. Haydarpasa-Constantza-Haydarpasa
Wheeled vehicles,containers,general cargo, one 
sailing every day from both directions.

This company owns the special equipment, vehicles 
and tools required for such operations and is the only 
big firm in Turkey in the field of wheeled load ,con­
tainer and general cargo shipping. In addition, they 
organize sea and land legs of cargo combination which 
is destined to the Middle East.

Beside all these activities in the shipping field, 
D.B. Turkish Cargo Lines has its own training centre. 
This centre has been providing training since 19S&,
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issues certificates for seamen upon the completion of 
training programmes pursuant to BICW Convention, 197S. 
In these training programmes, ARPA Radar, Standard 
Radar,active and passive simulator, personnel compu­
ter,HF wireless receiver-sender are being used. Up to 
now, '126 seamen have been trained and given centifica 
tes in 10 different branches,

.2.4 Fleet Activities

Turkey has not ratified the UNCTAD Convention on 
the Code of Conduct for Liner Conferences, but has 
bilateral agreements with some countries related to 
maritime transport and Turkish ships are involvesd in 
cross trade. In Turkey, no cargo reservatiovi measuires 
are taken or flag preferences are given. All cargoes 
are subject to free competition. As me^ntioned earlier, 
there are some bilateral agreements which sometimes 
give the equal rights for carrying cargo between the 
concerned(related) parties on a 50 to 50 basis.

There are two exceptions related to cargo carri­
age in Turkish waters; one is all cargoes has to be 
carried by the Turkish natio’nals, which is called 
cabotage, and cargo as well in this respect.The second 
exception is that all government cargoes is encouraged 
to be carried by national carriers.

Before dealing with the maritime transport done 
by the Turkish Merchant Fleet,the author would like to 
mention the protocol and agreements were made between 
Turkey and Yugoslavia, Romania and Italy related to 
cargo and passenger transport, Turkey has also made 
bilateral agreements with Fas,S.Arabistan and Albania.



On the other hand, Turkey is a member of the 
Islamic Conference Organization and there has been a 
great effort made between conference countries on pro­
motion of the maritime field, and a committee " Ship­
ping Enperts Group" has been established between Tur­
key, Iran and Pakistan within the Economic Co-operation 
Organization.

When looking at the development achieved after 
1980, the expansion of the foreign trade with the 
improvement of maritime transport can be found in 
parallel line. In the 1980-1986 period the carriage of 
foreign trade cargo has relatively increased. Foreign, 
trade was 28,2 million tons in 1980, it reached to 
48,9 million tons in 1986, accordingly sea transport 
increased from 22,8 million tons to 42,4 million tons- 
In 1980, 81 % of the foreign trade was transported by 
sea and in 1986 this proportion had reached to 86,6 % 

of the foreign trade.

At this period, while the foreign trade and the 
fleet have increased, the amount of the foreign trade 
carried by the Turkish fleet increased from 7,2 mil­
lion to 17,6 million tons. The percentage of the Tur­
kish fleet was 31 in 1980 and 41 in 1984, however the­
re has been big fluctuations in the carriage of the 
proportion of the Turkish fleet< See Graph II).

On the other hand, in 1987 there were some indi­
cations showing that the Turkish fleet share in sea 
transport is rising again. In the 1986 Turkish fleet



share in carrying export-import goods was about 41,6 % 
and this amount was increased to 45,5 % in the first 
nine month of 1987«(Table III and IV).

2.3 SHIPBUILDING INDUSTRY

As could be seen earlier, maritime sictivities and 
particularly the shipbuilding industry have been 
given priorities and great importance starting from 
the 1960s with the introduction of a development plan 
in Turkey. All these years a great effort has been 
made and some particular targets have been accomplis­
hed.The Turkish shipbuilding industry has been dealing 
with steel, wood, fiberglas and aluminium. In thra 
19S0s with thej introduction of new technology and 
relativ£3ly qualified personnel employed in this 
industry, Turkish shipyards have reached to a capacity 
for building up a ship about 170,000 dwt and repair 
and drydock as well.

2.3.1 Present Situation of the Shipbuilding Industry

The shipbuilding industry is situated in the 
Black Sea,the Marmara Sea,the Agean Sea and the Medi- 
tarrenean regions, and particularly Istanbul and Izmir 
provinces. All shipyards are belong to both the 
government and the private sector. In this regard,the 
Turkish Naval Forces Command has 2, the Turkish Ship­
building Industry Inc, has 5 and the private sector 
has as a whole 28 shipyards, altogether 35 shipyards 
are involved in the shipbuilding industry.



2.3.1.1 Turkish Naval Forces Command Shipyards

The Turkish Naval Forces has two shipyairds, one 
is in Golcuk (Ismit), the other one is in Taskizak 
(Istanbul:), and are primarily building ships for mee­
ting the naval forces' needs and requirements. But 
they are also involved in shipbuilding and repair 
demands of government and private sector in using 
their extra capacity.

2.3.1.2 The Turkish Shipbuilding Industry Inc.<TGS)

As an Economic State Organisation with a legal 
identity, autonomous in its operations with a limited 
responsibility regarding its own capital which is TL, 
F30 billion entirely belongs to the state. Its head­
quarters is in Istanbul and under the? auspice^s of the 
Mi ni stry of Transport.

The objectives and areas of activities specified 
in the Articles of the Association are as followss

a. To build, repair and dock ships and all kinds
of marine? craft, with or without engines.

b. To establish shipyards and improve and expand 
existing ones.

c. To manufacture ships, engines, machines, all 
kinds of equipment and tools; carry out their 
maintenance and repair; manufacture, repair and 
enlarge every type of crane, winch and the like 
which will be used in this field of activity;to 
to engage in every type of steel construction.



d. In ccDnnection with all the aims and areas of 
activities mentioned in clauses b and c, abo­
ve, to engage in export, leasing; to enter into 
local or foreign partnerships; to establish such 
partnerships; and to conclude all types of 
agreement.

The Turkish Shipbuilding Industry Inc. has five 
shipyards and one ship engine factory which are the 
foilowing:

- H a 1 i c S h i p y a r d D i r e c t o r a t e (I s t a n b u 1) .
- Camialti Shipyard Directorate (Istanbul)..
- Istinye Shipys^rd Directorate (Istanbul).
- Alaybey Shipyard Directorate (Irmir).

F̂ endik Shipyard and Heavy Industry Works 
D i r e c t Q r a t b (I s t a n b u 1) .

- Flngine Factory Directorate (Istanbul).

At these above mentioned shipyards, ships can be 
built up to 75,000 dwt (207 m in length), ships can be 
docked up to 35,000 dwt C200 rn in length, and 27 m in 
width) and ships can be repaired up to '150,000 DWT(270 
m in length).

Once the second phase of the Pendik Shipyard and 
Heavy Industry Works project, which also consists of a 
dry dock,is completed in 1988, it will be passible to 
construct and dock ships up to 170,000 dwt.

The Turkish Shipbuilding Industry Shipyards,with 
their infrastructure, stocks and dock (floating and 
dry) capacity, their experienced technical staff and 
workforce, are capable of building and equipping bulk
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oir dry cargo and container shipis; coasters; LPG, acid 
and oil tankers; tugboats; RO-RO ships; passenger 
liners; ferryboats; naval ships; floating docks; f loa~" 
ting winches and shipyard cranes; and to carry out the 
maintenance, repair and modification of ships; and to 
engage in all kinds of steel construction. Meanwhile, 
under Sulzer licence (Polish), Sulser diesel engines 
up to 35,000 bhp will be manufactured at the Pendik 
Engine Factory starting this year,

.3.1.3 Private Sector Shipyards

In Turkey, after 1980 the private sector has been 
dealing with shipbuilding and nowadays there are 28 
shipyards owned by the private sector.

The imbalance of demand for and supply in the 
shipbuilding sector in recent years, has resulted in 
the fact that most of them are having difficulties in 
finding firm offers to build ships. These shipyards on 
the other hand, are not having high technological 
standards compared with the rest of the shipping 
world. These shipyards are capable of building ships 
up to 30,000 dwt.

The Turkish Naval Forces Command,the Turkish 
Shipbuilding Industry Inc. and the private sector 
shipyards, have a 368,060 dwt shipbuilding capacity 
annually and the biggest ship can be built 75,000 dwt. 
Table V shows the capacity of the above mentioned 
shipyards-

Finally, keeping in mind that, shipbuilding as a 
capital intensive industry requires high- skilled



workforce, engineering and technology and needs sub­
stantial industries nearby. The development of the 
shipbuilding industry depends on demand and incenti­
ves which are vital for the future of the industry.

2.3.2 Shiprepair and Scrapping

In recent years, ships can be docked and repaired 
in Turkey, because of the improvement of existing dry 
docks and repair yards and the availability of the 
technical staff workivig in thi.s spesific areai.

2.3.2.1 Shiprepair Industry

It has been said that, Turkey has the shiprepair 
capacity and the technical staff, because mainly the 
Turkish Naval Forces and Turkish Shipbuilding Industry 
Inc. shipyards are dealing with maintenance and repiair 
works for the fleet owned by the State. But they also
deal with repair demands and dry dock work from pjriva-
te sectors..

Istinye Shipyards which belongs to the Turkish 
Shipbuilding Industry Inc. , is the most important- 
repair yard and maintenance place for the Turkish 
merchant fleet. It has the capacity to dock ships up) 
to 35,000 dwt and 400 ships can be repaired annually.

These repair yards above mentioned altogether 
have the annual repair capacity of 800 ships among
which the biggest is about 170,000 dwt and 270 m in
length . In addition to that,the private sector 
repair yards deal with small repairs and maintenance 
work. But, still some of the big ships are repaired



in foreign shipyards because of the special require­
ments are demanded for their repair^

2.3.2.2 Scrapping

Research carried out 
scrapped tankers and dry 
715,815 dwt and it was equal 
This makes Turkey one of 
nations in the world.

in 1986 has shown 
cargo ships were 
to 255,648 light 

the largest ship sera

that 
about 
dwt. 
pping

As far as world ship scrapping 
cerned; in 1986 Taiwan scrapped 
South Korea 4,6 million dwt, China 
India and Paikistan 1,1 million 
coming after these five countries.

industry is con-
13 ,8 mil 1 ion dwt,

4,4 mill ion dwt,
dwt and Turkey is

The scrapping industry is important, because it 
meets the needs of scrap for the shipbuilding indus­
try. It also provides a little amount of aliminium, 
nickel and similar metals.

There has been a special scrapping area establis­
hed in Aliaga near the Izmir province where all the 
ships can be scrapped according to the established 
orders of the area. No one is allowed to scrap ships 
beyond this zone. The Aliaga Ship Scrapping Zone pro­
vides 1/8 of the shipbuilding industry's demands, the 
rest is fulfilled by other domestic and foreign sour-
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2.4 PORTS

It is a fact that , there is a close relationship 
between the existence of ports and prospects for eco­
nomic development. Firstly, ports are not only the 
determinant factor of economic development, but a 
decisive factor, and secondly, there is not a one-way 
casual relationship between the existence of ports and 
economic development. To make it deeper? ports inf­
luence economic development, but at the same time 
ports are influenced by economic development. This 
means that the? structure and the speed of development 
of a national economy largely depends on the existence 
and especially on the quality of a transport system.

Transport has the function of a "formative power" 
of economic growth, in other words, if there are no 
transport facilities than there is no economic develop­
ment and social progress. In this connection ports are 
recognised as very important to the neitional economy 
and social dev€5lopment. Ports have several important 
functions,namely:

- a trade function,
- a transport function,
- an employment function,
- an industrial function,
- a foreign currency function,
- a political function.

Having adequate port facilities influence trad­
ing activities of a country, because a port provides 
direct access to the wprld markets and regional trade 
diversification policy. Ports are connecting points
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between sea transport and all forms of inland trans­
port and an efficient port has to provide quick, safe 
and economic links to the inland transport. Ports not 
only provide employment to nationals but also cause 
industrial development in the vicinity of the ports, 
such as shipbuilding and repair industries. Ports pro­
vide foreign currency to the national economy through 
activities Cloadings unloading of cargo, being a tran­
sit centre for the foreign cargo, dues, charges etc..' 
and political power in the case of having a land-loc­
ked neighbouring country. Due to their different func­
tions, pjorts can be considered a principal force in 
economic development of an entire viation. To achieve 
this point, however, a certain qualitative standard of 
port operations is necessary. As far as developing 
countries are concerned, co-operation with traditional 
maritime nations would be an important element of 
their effort to reach thctt required standard in order 
to gain all possible benefits from port operations.

.4.1 Administration of the Ports

Turkey has a 8,833 km seashore line and 69 ports 
including 21 main ports which handle export-import- 
transit cargo, 32 small ports and quays and 6 private 
ports and quays are run by the private companies them- 
se1VBS.

The 21 main ports are owned by the state and run 
by the two main maritime organizations namely the Tur­
kish Maritime Corporation General DirectorateCTDII and 
the Turkish State Railways General Directorate(TCDD). 
The other relatively small ports and quays are run by 
the municipals or local authorities.



Fishing ports and quays,generally small in sine, 
are run by the fishing cooperatives» With regard to 
the fishing ports, the Ministry of Agriculture,Fores­
try and Rural Affairs is responsible for giving licen­
ces,control ling ,suspending and cancelling the licences 
when the need arises- This ministry is also responsib­
le for announcement of fishing periods,putting limits 
and quotas and defining the fishing net sizes etc.

Turkish ports are handling a great amount of the 
foreign trade including export-import and transit car­
goes, Generally speaking, Turkish ports have been 
established for serving conventional ships but in 
recent years they have haid difficulties in competing 
with changes in the shipping scene, such as access to 
big ships, container ships, time spent in port,cargo 
handling facilities etc.

Starting in the late 197Qs some efforts have 
been made for the improvement of the present ports and 
their facilities. In this connection, a Transport 
Master Plan (:i983-1993;) was made in cooperation with 
11 the related Ministries and the State Planning 
Organization, including priorities and policies regar­
ding the improvement of present port facilities and 
focussing on future targets. The main objectives of 
the Master Plan's are to promote safety of life and 
security of cargo,to meet the rising demands of every 
kind of transport, to decrease transport costs, to 
expand the maritime,rai1way,road and pipeline trans­
port capacity, to follow technological changes in the 
transport sector,to promote the foreign currency gai­
ned from international, transport activities, to reach 
more efficient operational levels and so on.
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In the last 15 years a much closer relationship 
has been reached between related organizations regar­
ding the transport sector, its present problems and 
several alternative solution proposals. In this res­
pect, as stated in the Transport Master Plan 1983-1993 
Hopa, Trabzon, Samsun, Haydarpasa<Istanbul), Izmir, 
Mersin and Iskenderun were defined as "container 
ports", so a great effort has been made for achieving 
this goal. In doing so, an agreement was made between 
Turkey and the World Bank on 29 May 1985 which is cal­
led " Third Ports Rehabilitation Project" which has 
the value of US$ 134,5 million ,the aforesaid credit 
was provided to Turkey for the development of the some 
port facilities, training programmes for port workers, 
especially container handling operations. This credit 
has been used for these purposes and some of the axmed 
targets have already been achieved. The author would 
like to give some exampless

In Izmir Port, a 140(3 m quay and a 24,000 m2 ra­
re ramp are being completed. In Trabzon Port, a 580 m 
long container quay and ro-ro ramp are under construc­
tion and will be completed by 1988. In Hopa Port, a 
200 m container quay and ro-ro ramp are being comple­
ted. In addition to that, 4 container cranes, 2 light 
t;35 tons each) container winches, 10 transtainers, 50 
lifter and trailer and 18 forklifts will be provided 
and used. By 1989 Trabzon Port will be one of the 
important container terminal in the Black Sea region.

Another point which has to be mentioned here is 
that, all main Turkish ports have reception facilities 
and others are on the way to have them installed very
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soon, hovewer,Turkey is not a party to the MARPOL 
1973/78 Convention and the Protocol related thereto.

2.A.1.1 Ports Operated by the State

As mentioned earlier, the 21 main ports are ope­
rated by the Turkish State Railways General Directora­
te and the .Turkish Maritime Corporation Genera^ Direc­
torate. These two authorities are given the following 
tasks in the ports which are run by them as a 
monopo1y:

■- To load , discharge , transf er atnd handle the cargo and 
to establish necessary infrastructi..ire and run them,

-- To provide water , bunker , discharge, transfer the car­
go to and from ships and establish necessary organi­
zation ,

— To establish antrepot,depot,silo, open storage areas 
near the sea or its vicinity and build passenger 
saloons and run them,

— To deal with storaging of all kinds of oil, dischar­
ging , loading , transf erring and establishing necessary 
facilities and running them,

- To establish buoys etc. and maintain them,
- To deal with pilotage ,towage and so on,

2.4.1.2 Ports operated by the Turkish State Railways 
General Directorate

Among the 21 state-owned ports, 6 of them are run 
by the Turkish State Railways General Directorate na­
mely, Haydarpasa (Istan.bul) , Samsun, Mersin , Iskenderun, 
Derinoe and Bandirma ports.



Haydarpasa Port mainly deals with passenger traf­
fic, export-import cargo handling and accomodation of 
heavy TIR traffic. Haydarpasa Port is the one end of 
the Istanbul— Kostence (Romania) ro—ro line.

Samsun Port is meeting the demand of export-im­
port and transit cargo handling needs.

Mersin Port is one of the biggest ports in Tur­
key, which is capable of handling export-import and 
transit cargo, accomodating ro-ro ships , container 
ships and ferryboats, Hersin is a multi-purpose port 
and at the same time it was defined as a " free zone " 
in 19S6.

Iskenderun Port is capable of handling a big 
amount of export-import cargo and accepjting transit 
cargo in port areas from time to time.

Derince Port is specialized in handling general 
and bulk cargo.

E3andirma Port deals with general and dry bulk 
cargo handling. All these ports above mentioned have 
railway and road connection with the rest of the 
country.

In 1986, these ports were called by 5425 ships, 
6,660,659 tons of cargo were loaded, 10,745,787 tons 
of cargo were discharged, 3,141,726 tons of transit 
cargo loaded-unloaded and altogether a total of 
20,548,182 tons of cargo were handled. Haydarpasa, 
Mersin, Iskenderun and Samsun ports handled 20” and 
40” of 88,888 containers full and empty.(Table VI).



2.4.1.3 Ports operated by the Turkish Maritime 
Corporation General Directorate

The Turkish Maritime Corporation General Directo­
rate as a state-owned organization is operating 13 
ports and quays namely Antalya, Sal ipazari CIstanbul, 
Izmir, Trabzon, Rize, Hopa, Giresun, Ordu, Kusadasi, 
Tekirdag, Gulluk, Dikiii and Alanya.

Among these 13 ports and quays, Izmir, Antalya, 
Trabzon, Tekirdag and Giresun are the most important 
ports regarding the capacity and cargo handled as far 
as the export-import and transit cargo is concerned. 
These ports are capable of handling general cargo, dry 
bulk cargo and container as well. Whereas Salipazari 
( Istanbul) Port is being specialized in passenger 
ships, Dikili, Gulluk ports are handling general cargo 
and iron ore and yacth tourism especially. Alanya and 
Kusadasi are small ports and deal with passenger ships 
and their special attention has been given to the 
yacth tourism in recent years. Finally the only port 
which is dealing with cabotage carriage is Ordu.

These 13 ports and quays have IS,688 million tons 
of cargo loading-discharging, 19,522 ship access and 
14,496 million tons of storage capacity including clo­
se and open storage facilities. In 1986, in Hopa,Trab­
zon, Giresun, Istanbul, Izmir, Tekirdag and Antalya 
ports 1,578 million tons of cargo were loaded, 3,135 
million tons of cargo were discharged altogether 4,713 
million tons of cargo were hand led.(Table VII).

\
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2.4.1.4 Other Ports

As stated before, 32 small ports and quays and 6 
ports are operated eithesr by municipals , local autho­
rities or industrial companies. These ports and quays 
are generally dealing with the cabotage carriage and 
handle general cargo, dry bulk and liquid bulk cargo. 
They have the? average of 10 to 20 m. water depth a\nd 
limited cĉ rgo handling facilities and storaige areas. 
Among these ports BOTAS, Dortyol , Aliaga, and Tupraxs 
are specialised ports in liquid bulk cargo C such aas 
crude oil and LFGl and the others are dealing with 
general cargo, dry bulk , mineral ore and they are 
busy with cabotage carriage.

IVI the last decavde, greavt attention has been paid 
for improvement of thca existing port facilities, such 
as berths, cargo handling equipment, storage areas, 
including refrigrated storage facilities, personnel 
travining etc. In all the big ports, gene?rally work has 
been done by three shifts each of them covering 8 wor­
king hours.

B.efore concluding this chapter, it should be men­
tioned that,in all important ports reception facili­
ties are being installed and most of the work has been 
finished, according to the MARPOL 1973/78 Convention 
and the Protocol related thereto.

Ports are operated by the Turkish Maritime Cor­
poration General Directorate and the Turkish State 
Railways General Directorate using the same tariffs 
and dues, and the other ports which are operated by 
municipals or the private sector are using the
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tariffs and dues which are approved by the Ministry 
of Transport.

2.4.1.5 Comments

As a developing country, Turkey has been trying 
to get benefit from shipping and related maritime 
activities. Regarding its international character, 
capital intensity, high technology and well trained, 
highly qualified personnel requirements, something 
should be done in order to be able to compete with 
other maritime nations in very competitive manner. 
For doing so, first of all, the iurkish fleet has to 
be made younger than its present situation. Secondly, 
our fleet has to be managed in a manner to compete 
with others in free competitive areas. Thirdly, good, 
efficient and low cost shipping companies should be 
supported by the government by using tax exemptions, 
incentives and the like. Last, the Government should 
take all necessary actions to prevent bureaucratic and 
time constraints on the new project proposals and 
encourage the private sector iviitiatives,

Ports are another point which has to be reconsi­
dered carefully. All Turkish ports including the ones 
which are operated by the State agencies have to be 
studied carefully. After having studied, the result, 
deficiencies, ineffectiveness, needs and causes should 
be analysed, then the solutions have to be decided by 
a competent joint commission where all the related 
authorities are represented. Then the priorities 
should be given and the work has to be followed by 
this commission.
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