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BCONOMIC SURVEY QF THE PORT OF MIAMI

INTRODUCTTION

The City of Miami owne and coperates the existing port facllities fronting oo
Biscayne Bay. It has long been felt that these facilities should be overhauled and
expanded to take care of the present and future traffiec, and other economic needs of
the area.

A series of studies have been carried out to analyze existing facilities as well
as for suggesting ways and means of improving and enlarging the Miami port. Thess
studies have dealt primarily with the problem of additional physical facilities to be
erected, their location and their investment requirements, The number and size of
recommended improvements are considerable, and the cost of such installations is
therefore high.

Most reports dealing with the improvement of the Port of Miami have dealt
egsentially with the physical aspects of the problem. The economic aspecta have so
far been considered only superficially, in spite of their relevant importance in
determining the need, size and nature of any of the physical improvements.

This study attempts to fill this existing gap, by providing the proper econcmic
background upon which to determine the nature of the desired physical improvements.

Our survey, therefore, has been carried out strictly from the economic stand-
point, and relates only to the physical end engineering aspects only insofar as it
would help to determine such facility requirements. The detailed nature of such
facilities as well as their location is an engineering problem to be considered apart.

Ooe important aspect is that of location. Whether the facility requirements
dictated by the economic analysls are placed in one location or another is immaterisl
to the objective of thiszs atudy,. However, the City of Miami, which sponsors this
economic study, has decided to reallocate the existing facilities at Dodge Island,

We have therefore, made use of this fact throughout our discussion and worked under
the assumption that this economic study would help dictate the nature and silze of
the facilities to be erected at Dodge Island.

OBJECTIVES OF THE STUDY

This etudy has twe primary cbjectives, First, it is designed to help indicate
the size and nature of the physical facility requirements on the light of future
trade traffic which they will be expected to hendle.

Second, 1t is designed to indicate the need for these port facilities; In terms
of the economic benefits to the area served by the port facilities, from the trade
movement in the same. These benefits accrue largely to the City of Miami and Dede
County. As part of cur objective an effort has been made to establish thelr relative
shAaTe .
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QUITLINE OF STUDY

The stody consists of fiwve sections. The first one provides an econcmic analysis
of freight traffic by lnguiring into the trade wvolume, the nature of trade, the trends
and projecticons of the same as well as the origin and destination of both imports and
exports.

The second section ineludes an economic analysis of passenger traffic, and will
discuss the total volume of passenger traffic, its nature and future development, its
seasonality, and also the origin and destination of this traffic.

A third section consists of an estimate of the facility requirements at the
projected Miami seaport. These estimates are based on the knowledge about freight and
passenger trade and their potentials, as discussed in the previous two sectioms.

A fourth section attempts to list and estimate the total benefits to the port
gerved area from the existence of the Miami sea port. The objJective here is to
determine the valus of the port to the people of Greater Miami.

The fifth and final section tries to establish a breekdown of these benefits
insofar as they accrue to elther the City of Miami or the remaining sections of Dade
County. An effort has been made to give an Indication of the relative share of each
on the total benefits derived from the sea port operations.
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PART I - ECONOMIC ANALYSIS OF FREIGHT TRAFFIC

1. Total Volume of Trade -

It is customary in port trade statistics to include local movement of
freight. For our purpoees this loecal movement of cargo can be disregarded entirely.
This local movement takes place in considerable quantities within Biscayne Bay and
the Miami River, and is largely composed of bulky commodities such as sand and
gravel, Since this movement has no direct bearing on the port facilities (inasmuch
a8 these cargoes do not touch the city port) there is no need to take them into
account ,

Port facilities thus relate to the freight movement entering or leaving
the harbor. This may be classified as domestic or foreign, and the total wvolume of
these cargoes moves through existing port facilities at Miami Harbor.

In Table I below; comparative tonnage figures are listed for the years

1938 and 1945 to 1954. The corresponding figures for nearby Port Everglades are also
included.

TABLE 1

FEEIGET TRAFFIC*- MTAMT HARBCOR AND PORT EVERGLADES
1930 AND 1945-1954

Miami Port Everglades
(in thousands of tons)
1938 801.0 Lko.s
1545 B66.8 1252.4
15h6 42,3 10k2.8
1947 T28.k 1739.0
15448 650.5 1458.8
1545 650.1 1428,5
1950 B20.7 1621.8
1951 917.7 1975.3
1952 876.4 2022 .2
1953 1011.8 EGEE.S
1554 1028.1 2529.0
Projected
1960 1707 .4 ha79.9
1965 252%.1 5889,3

* Does not inelude local trade tonnage.

Source: The Board of Bngineers for
Rivers and Harbors
Corps of Enginsers, U.B. Army
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It may be Been from the preceding figures that trade at both ports has been
expanding since 1950, This expansion may be readily visualized in the chart where
the tonnage figures in Table I are plotted.

Port Everglades is presently handling over twice as much trade tonnage as the
Port of Miemli. BSince 1950, its rate of expansion is roughly similar to that of
Miami, Under prevalling trends one may expect that both ports may handle considerable
additional tonnage by 1960 and 1965. The projections for these two years appear both
in Table I and its related chart. These projections for total tonnage are the sum
total of individual projections made for separate commodity categories. The
individual projections for Miami appear in the appendix of this report.

The possibility of either port realizing this trade potential would, of course,
depend on their ability to improve their present facilities for handling additional

CATEO.
2. Cammodity Characteristics of Trade -

It is an important characteristic of both ports, Miami and Port Bverglades,
that the bulk of the trade mowves into the area rather than from the area. Foreign
imports and coastwise receipts annual average for the five year period ending 1954
was 863,176 tons for Mimmi and 1,801,647 for Port Everglades. The annual average
for the same period for foreign exports and coastwise shipments was 67,790 tons far
Miami and 245,266 tons for Port Everglades

TABLE 1L

TRADE MOVEMENT
MIAMI HAKBOR AND PORT EVERGLADES

Annual Average 1950 - 1954
Miami Port Everglades
000's toms % Total Trade 000's tons % Total Trade

Foreign Imports 267.6 28.7 323.4 15.8
Coastwise Receipts 345 & .0 1478.2 T2.2

Total ggj.l Wi 1801.6 8380
Foreign Exports 555 &.0 108.7 5.3
Coastwise Shipments 12.3 1.3 136.6 6.7

Total 67 .0 Te3 05 .3 12.0
Total Trade =530.09 100.0 2046.9 100.0
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The Port Everglades outgoing picture is somewvhat misleading inasmuch as most
of this tonnage congiste of transhipmente of molssses and oll products which are
temporarily stored at that port.

In terms of commodity groups ome epcounters a definite pattern whereby Port
Everglades 1s a highly specialized port and Miami is considersbly less so. The bulk
of Port Everglades trade movement consists of oll products, molasses and cement.

All three commodity categories are handled in bulk with the aid of special install-
atione. The extent to which these three commodity groups comprise the Port Everglades
trade movement is indicated in the following chart. It may be seen from the chart
that the remaining commodity trade is relatively small in the gverall picture.

In contrast with the Port Everglades picture we find that Miami tends to
attract trade of a miscellapeous nature, uwsually small volumes of each commodity.
The pattern of the Miaml trade is indicated in Appendix I where toanage for the
major commodity groups is listed.

Cme should note that Miami does not handle any molasses. It does handle some
cement (in bags) and the harbor has some special installations for oil products.
Most of these oll installations ere zoow located on Figher's Island. Belcher 011
Company, however, does have some improvements in that part of the port presently
operated by the city.

The plans for the new Dodge Island port do not provide for any special
installations for handling oil products. The present movement of these products will
therefore be shifted somevhere else, either to Fisher's Islsnd or Port Everglades,

The movement of cement (in bags) through the Port of Miami reached its peak
in 1951. Since then it has been declining rapidly. The decline may be attributed
largely to the special inatallations provided at Port Everglades for handling that
product in bulk. There &rs some recent indicetions that the cement trade movement
hes incregsed st Mismi in recent momths, This is doe largely to the followlng
reascns. There is presently a shortage of domestic produced cement which has
stizmmlated imports. Because the special facilities for handling cement inm bulk at
Port Everglades are operating at capacity the incredased imports have been coming
to a large extent in bags. Miami, therefore, has been able to attract additicnal
tonnege. This situantion, however, may be regarded as temporary in mature. The two
new cement plants to be built in Dade County will increase the supply of domestic
cement eliminating the existing shortage, and therefore reducing the need for imports.
At the same time it is poasible that expanded facilities for handiing bulk cement
cargo may become avallable in the future. Since the Dodge Island port project does
not plan to include any such facilities one should not antieipate wvery large movements
of cement at Miami in the more distant future. In all probability the volume handled
at the Clty of Miami port will decline considerably by 1360 and 1965,

Because the Dodge Island port will not be handling oll products or molasses,
and only limited guantities of bagged cement it would seem as if the room for competitlion
between this port and Port Everglades will be considerably small. All indications are
that the two ports will tend to complement each other and only in mincr ipstances
would they be competing for cargo between themselves.




Port Everglades — Commodity Distribution of Freight Traffic 1939 and 1945-1954
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In 1954% Port Everglades handled 2,529,011 tons of cargo. Of this total 2,331,125
or 92.24 corresponded to petroleum products, molasses and cement, leaving 197,886 tons
nr?.ﬁﬁ for other general cargo. Even the residual figure is misleading for two items
lunber and rolled steel products account for 101,351 tons Only 96,535 tons or 3.0%
of total cargo as of that year was distributed among & miscellanecus number of
commodlties.

For 1554 the Port of Miami handled 1,088 075 tons of cargo of which oll products
accounted for 681,358 toms, leaving 346,717 tone for dry cargo. Unlike the case of
Port Everglades this remsinder is not concentrated in a few items,; but tends instead
to be distributed among a large number of commodities. The list appearing in Appendix
1l indicates the general nature of this trade by commoditles or commodity groups. It
1s significant to note that the volume for the category "commodities not elsewhere
classified"” amounted in 1954 to 29,712 tons for Miami, while the corresponding figure
for Port Everglades was 8,632 tons.

All indications are that the future will see & continuation of the prevailing
system together with a stronger tendency for specialization at Port Everglades and
diversification at Miami. Moreover, the elimination of oll shipments &t the Dodge
Isiland port proposal would greatly increase diversification at Miami.

L1 Composition of Imports

It has been Indicated abowve that imports and coastwise receipts comprise the
bulk of the trade movement at Miami. They amounted to 92.7% of total trade over
the five-year period 1950-1954. (See Table II)

Within this import movement the largest concentration took place in the oll
products category. 011 products amounted to about two thirds of all imports during
the 1950-54 five-year period.

Dry goods imports revesl less concentration. Nevertheless, there exists within
them a certain amount of concentration among commodities of related nature, which
might be grouped under two major categories: construction materimls and foodstuffs.

The very large amount of building activity in the Miami aresa generates a
large demand for the products required in constructlon. Thus import items such as
lumber and shingies; rolled steel mill products; glass and glass products; and
building cement consist essentially of products utilized in the bullding Industry.
These four items mmounted to 11.9% of total imports over the 1950-54 five-year
period.

Among imports there exists a very large number of various items which might
be classlfled; in general, as foodstuffs. This grouping consisting of elght items
appearing in the Appendix 1 to this study amounted to 10.7% of the total isports over
the 1950-54 five-year period.

Table III indicates the volume and relationship of these major import categories
to total imports for the 1950-54 period as well as the year 1954 alone. It may be
geen that the remaining commodlity items not falling within any of the first three
major groupings constituted only 11.54% of total imports in the 1950-Sk five-year
period.
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TABLE TIT

PORT OF MIAMT
COMPOSITION OF IMPORTS#*
BY MAJOR COMMODITY CATEGCORIES

Annusl
AVET e ﬁ ﬁ:
1950-54 Distributicon lEE& Distribution
Tons Tons
0il Products 570,531 66.0 661,882 To.L4
Construction Materials 102,425 11.9 85,808 9.6
Foodstuffs g2, 784 10.7 Bg, okl 9.6
Other Commodities 97 436 11.54 98,520 105
Total 863,176 100.0 o0, 24 100.0

* TImports - Forelgn imports plus coastwise receipts

k. Composition of Exports

Exports at the Port of Mlami are considersbly less important than imports 1ln terms
of volume. Thelr composition i= also different whereby the major export items tend
to be of a different nature from that of imports.

il products, which as indicated before constituted such a large share of imports,
tend to be negligible in the export picture. Only inscfar as occasional shipments
take place do they tend to be of any significance. These occasional oil products
exports are sometimes large, as for example in 1954 residual fuel oil shipments amounted
to J.B,G.IB tons or 20.54 of total exports# However, slnce thelr past history Indicates
that they are sporadic in nature one cannot attach too much significance to them.

Bacause oll products are less significant in the export plcture, the degree of
concentration 1s considerably less In the export plcture as agalnst that of imports.

Upon grouping commodities of related nature we have obtained some general
indication on the composlition of exports. From Table IV we may see the important
role played by several types of manufactured products. Five groups of manufactured
products while not very significant by themselves tend to comprehend & relatively
large shere of totel exports when consldered together. For the five-yesr perilod
1950-54 these five groups of manufactured products comprised 37.5% of total exports.

# Bhipwents from Miaml of all other oil products for 1954 amounted to 1,458 tons
or 1.6% of total exports




PORT OF MIAMI: COMPOSITION of IMPORTS & EXPORTS
by Major Commedity Categories, Annual Average, 1950-54
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The ispertance of manufactures In the export plcture 1s greater than the above
percentage indicates. In the "Other Commodities" grouping we have included a large
number of unclassified commodities which in 1954 alone amounted to 16,586 tons or
19.1% of total exports. Undoubtedly, within this unclassified group are included a
large number of miscellansous meEnufactured products.

Aside from manufactures it is possible to detect some important concentrations
in the two major categories mentioned before in the case of imports: Construction
Materiales and Foodstuffs. For the 1950-54 five-year period Construction Materials
and Foodstuffe comprised 15.9 and 10.7% respectively, of total exports.

In conclusion it must be pointed out that Miami's exports tend to consist mainly
of finished manufactured products, together with shipments of construction materials
and foodstuffs. These export shipments, however, are limited in volume and even
as a vhole have not amounted to very significant figures. Also, some occasional
relatively large shipments of oll producta take place, and because the total volume
of exports is so limited they tend to have a considerable effect on the nature of
exports whenever they occcur.

TARLE IV
PORT OF MIAMI

COMPOSTITION OF EAPORTS*
BY MAJOR COMMODITY CATEGORIES

Annual
Average % %
1950-5k Distribution 1954 Distribution
Tons Tans
Manufactured (Selected Ttems):
Papers and Wood Products T, 465 11.0 &,185 T
Chemical Products 3:375 5.0 2,739 3.2
Metal Products 3;532 De 9 BaT
Machinery & Equipment 6,658 9.9 6,892 7.9
Motor Vehlcles, Watercraft, Rallwey
Equipment and all parts and
accessories 4,533 6.7 4,513 5.1
Manufactures (Selected Items) Total 25,563 37.8 25,167 29.0
Construction Materials 10,729 15.9 12,648 4.6
Foodstuffs 7,240 10.7 7,579 8.7
Other Commodities Eh;EEE 35.6 Lo, by L7 ek
67,790 100.0 87,831 100.0

¥ TIncludes forelgn exports plus domestic shipments.

#% Tncludes large export of 18,018 tons of residual fuel oil for 1954. These
shipments are not recurrent in nature.

B
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5. 'Trends and Projections of Commodity Volumes-

Freliminary investigation of our projection requirements suggested that expected
tonneges for 1960 mnd 1965 should be projected on & commodity cr commodity group basis.
Commodity projections would make for more accurste estimates than s total or overall
tonnage projection. Moreover, In order to estimate the pattern of destination of
commodities for 1960 and 1965, it was necessary to have available the individual
comecdity projections.

The commodity projecticns for 1960 and 1965 eppear in Table V below and in Appendix 1
are based on the continuation of existing trends. One major assumption underlying them,
however, is that there will be ample port facilities for handling the projected tonnages,
particularly in the case of open storage and liquid storage for oll products. To the
extent that these faclllitles are not provided for, the expected tonmage would be reduced.

We may thus regard these projectlons as traffic potential which might be realized
only if the proper facllities were available at the time.

In some particular instances it was considered that the trends established during
the past ten year period would not hold for the future because of new developments
in the trade picture, or becsuse of bottlenecks resulting from the inadequacy of
existing facllities. The effects of these changing clrcumstances have been taken
into account iIn arriving at our final estimates, whenever a particular commodity or
comadity proup was involwed.

TARLE V¥
PURT OF MIAMI

TRATE MOVEMENT PROJECTIONS
BY COMMODITY GROUES

1960;1965
Imports Exports Total
IN TONS
1 Fruits; Fresh
195k Lk, boT 1,248 5,655
1960 3,800 1,200 5,000
1965 3,800 1,200 5,000
2. Vegetables, Fresh
1954 5,676 S0l 6,180
1960 5,000 200 5,200
1965 5,000 - 5,000
3. Bananas, Fresh
1951" 311%’? = 31;2-:27
1960 30,000 - 30, 000
1965 35,000 - 35,000
4. All Other Refrigerated Items
1954 28 622 650
1960 - 260 260
1965 - 170 170
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I TABIE V (Con't)
PORT OF MIAMI
TRATE MOVEMENT PROJECTIONS
I BY COMMIDTTY GROUPS
1960 ;1565
Immorts Exports Totel
IR TONS
l 14, Motor Fuel and Gasoline
195k 57323 267 575590
I 1560 50, 000 1,000 51,000
1965 7 , 000 1,000 LE, 000
15, Gas (11 and Distillate Fuel
I 041
195 123,528 2l 123,772
1960 139,000 - 139,000
I 1965 162,000 - 162,000
16. Keroserns 1
I 1954 2,698 3T 132
1960 2,000 - 2,000
1965 1,700 - 1,700
I 17 Residusl Fuel 011
155k heo Lol 18,018 k70,512
1960 880,000 - 880,000
l 1565 1,500,000 - 1,500,000
18. Petroleum Asphelt
1954 22,703 L5 22, ThE
1060 o8, 500 - 28,500
1965 Lz, 000 = L2, 000
l 19. Petroleum FProducts
Liquid Form 2
195k 3,136 865 i, 001 |
I 1960 3,100 300 3,400
1965 2,500 300 2,800 |
20, Building Cement .
1554 28,076 2,280 30,356
1960 15,200 800 16,000
I 1365 132,000 500 13,500
21. Glass and Glass
Products
l 1954 9, The 266 10,008
1960 27,000 - 27 , 000
1965 39,500 - 39,500
i FEg
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l TABIE V (Con't)
PORT OF MIAMI
TRADE MOVEMENT PROJECTIONS
I BY COMMODITY GROUPS
196031965
I Imports Exports Total
IN TONS
I 22, Iron and SBteel Scrap :
1554 236 2,526 2,762
1960 = 2,500 2,500
I 1965 - 2,500 2,500
23. Rolled Steel M1l
Products _
I 1954 29,202 5,800 35,002
1960 101, 000 2000 103, 000
1965 152,000 2 , 000 154,000
I 2, (Other Metal Manufactures
1954 k,617 k,938 9,555
1960 9,500 11,500 21,000
1965 8,000 20,000 28,000
25. Construction Machinery |
l gnd Perts :
1954 g 1,853 1,935 |
1360 - 2500 2 500 .
l 1965 - 2,250 2,250
26. Other Machinery
1954 2,028 5,039 7,067
I 1960 2,500 14,000 16,500
1965 3,000 19,500 22 500
l =2T. Fertilizers and
Materiels
1954 336 1,605 1,941
l 1960 300 2,600 2,900
1965 300 3,300 3,600
28. Other Chemicel
I Products
1954 5,308 1,134 6,2
1960 3,800 900 k,700
I 1965 2,900 TOO 3,600
i s
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TABIE V (Con't)

FPORT OF MIAMI
TRADE MOVEMENT PROJECTIONS
BY COMMODITY GROUPS

1960; 1905
Imports Exports Total
IN TONS
29. Non-Metallic Minerals
Dry Form
195k 3,593 Tk b, 307
1960 2,200 Loo 2,600
1965 2,100 100 2,200
30, Motor Vehicles, Watercraft
Railway Equipment and All
Parts and Accessories _ |
1554 1,153 L,413 5,566
1960 1,300 k,050 5,350
1965 2,000 3,800 5,800 |
3l. Sand, Gravel and
Crushed Hock
1954 1,018 1,025 2,043
1960 1 = i
1965 - 5
- dities, NEC
g J 1554 13,126 16,586 29,712
1960 13,000 18,000 31,000
1965 13,000 19,000 32,000
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It may be peen from Teble ¥V thet larger volumes of certain commodities will mowve
in the projected years, while smaller total trade volumes miy be expected for some
other coes. In some cases the total trade volume is anticipated to show but & small
change. In order to wisualize their behavior more effectively, we have proceeded
to group the different commodity groups within each one of the three possible fluctu-
ations, ag indi{cated below:

(2) Commodities which will increase in volume -

l. Bananss, fresh

2. Frults and vegetables, camned or container
3. Ligquors and wines

4. Standard newsprint paper

5 Pepere and manufactures

6. Lumber and shingles

7. Wood manufactures

8. A1l other vegetable products (inedible)and textile fibres
0., Gas, oll and distillate fusal oll

10. BResgidual fuel oll

11. DPetroleum asphalt

17. Glass and glass prodocts

3. HRollad steel mill products

1k, Other metal manufactures

15. Construction mechirery end parts

16. Other machinery

1T rtilizers and materisls

(b) Commoditles which will show little chenge in volume -

« Fruliis, Iresh

« Apimm] feeds

« ITon and gteel sorap

« Motor wvehioles, watercrafti, rallwmy equipment and
gll peris end accessories

5., Commodities, NEC

B =l W

(e) Commodities which will decline in volume -

l. Vegetables, fresh

2, All pther refrigerated food items

All other non-refrigerated food items
Motor fuels and gasoline

Kerosene

Petroleum products, liquid form

Building cement

Chemical products, other than fertllizers
Non-metallic minerals - dry form

Band, gravel and crushed rock

O AND O] O L

=i

From the above list, one may eee that a larger mumber of commodities or commodity
groups fall within the category which is expected to increase in wvolume as against the
ones that ere expected to decline. DMoreover, the ones in the increasing category are
generally more lmportant in the trade movement, and thelr expected expansion In volume
is considerably larger than the reduction foreseen for the declining group. The net
effect to be expected, therefore, is a wvery large expansion of owver all trade movement,
that is, provided that the port facilities amilable at the time can handle it.

=0 1R
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From Table VI below it may be seen that the sum total of these projections point
to a total trade expansion by 1960 or 66% over 1954, and by 1965 of 1468 over 1954,
TARIE ¥I

PORT (OF MIAMI
FROJECTED VOLIME OF TRATE

1060 and 1965
In Short Tons
Importes Export Total Trade
Torne _Tons _ Tons. Tndex No.
All Trade
1954 0, 2lehy 87,831 1,028,075 100
1960 1,620,650 86,760 1,707,410 166
1965 2,419,600 105,520 2,525,120 26
Iry Cargo Trade
1954 278,362 68,355 346,717 100
1960 518,050 85,460 603,510 17k
1965 654 , 400 105,220 769,620 222
% Note: The 1954 export flgure includes residual oil shipments of

18,018 tons. Previous history of these shipments indicate
that there ie no definite pattern to the oceurrence of these
shipments (See Appendix 1). 3Secause of that we have made
no provisions for future shipments of this nature. It is
for this reason that the total tonnage for 1960 exports
reveals a slight decline from the 1954 figure, which in
reality if residual oil shipments were excluded from the
1954 export total the 1960 projection would reveal a
definite increese, as indicated by the dry cargo figures.

If 1iquid cargo is disregarded we find that dry cargo could possibly expand by
Thd in 1960 and 122% in 1965, over 195k,

One may note that a more rapld expansion may be expected in the 1954-60 peried
than in the 1960-65 time interval. The difference is explained by the fact that
there is a trade potential which is not now realized because of the inadequacy of
existing port facilities. Upon assuming that the present bottleneck is corrected by
1960 and particularly that space for open storage becomes availsble, we may then
expect to realize a rapld and immediate gain which would not be repeated in the
second five=year period.




Port of Miami:

Total Trade & Dry Cargo Trade, 1954 and Projections for 1960 & 1965

Tons
{in millions)

1962

Projected
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The projections in Tables V and VI may be regarded as gquite accurate estimALes.
However, like any other projection into the future they are subject to such deviatlons
as may result from unforeseen developments. Fluctuations of the business cycle,
technological developments in the transportation field, and the like may result in
offsetting whatever prediction might be possible from our known elements upcn which
our projections are based. Ordinarily in making projections and because of the
impossibility of estimating these effects, such elements are assumed as neutral or
constant.

In the realm of unforeseen developments, however, there is one Ilmportant con-
sideration pertinent to our problem, and that is the emergence of new export products
resulting from the econcmic growth of Miami and the rest of the Caribbean area.

It was indicated in a previous section that the wvolume of exports is considerably
smaller than that of imports. While imports may be projected with relative assurance
the same is not the case where exports are concerned. So far Miaml has had little
experience in selling in the Caribbean markets. It is questionable that Miami may
be able to do so to any considerable extent within the next ten years. On the other
hand Miami's location with respect to these areas and the rapid growth of air carge
trade with the Caribbean point to & possiblc development of this trede.

We have provided in our estimates for future expansion of foreign trade for those
commodities now exported. We have not, however, been able to provide for new procucts
which may in the future enter the export trade to any significant extent. To the
extent that this happens our projections will therefore, fall short. Upon interpreting
our projections for 1960 and 1965 one must then regard them, therefore, as being
somewhat on the conservative side.

One should not expect, however, any very extensive export trade development
with the Caribbean within the next ten years. Southeast Florida's industrial
growth, although impressive is still limited in scope. Moreover, most of the
manufacturing enterprises developing in the area are of the light industry type. A
similar and somewhat parallel development is teking place in the major Importing
countries of the Caribbean. Generally speaking, their demand for those products
which Florida would manufacture will most likely be satisfled from their own newly
developed industries. The room for complementarity is likely to remain small in the
near future and it will not be until further specialization takes place in both areas,
that any important or sizeahble trade of manufacture goods may develop between the two.
Such develcpment, however, should not be expected to take place for some time yet,

= 16 =
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6. Origin of Tmports

From Table IT it may be seen that for the five-year period 1950-1954 the annusl
average of seaborne imports for Mismi was 863,100 tons. Of this total 595,500 toms or
69% originated from domestic sources* and 267,600 tons or 31% corresponded to foreign
1mports.

Domestic imports originate lergely from three sreas: Texas, the northeast of
the United States (New York, Philedelphia and Baltimore) and California. An
indication of the commodity movement from these three sreas 1s given in Teble VIT
which gives a detailed breakdown of commodity imports by origin for 1953.

The origin of domestic imports from these three aress is determined largely by
the type of products moved. The pattern 1s quite clear cut. BShipments from Texas
conslst almost entirely of oll products while shipmente from Califernis consist
largely of camned frufts and vegetsbles, and wines. The Atlantic ports supply in
addition a wide range of other types of commodities, and as a source of dry cargo
ieporte 1s by far the most important suppllelr.

Although the volume of domestic imports both in total tonnage and Individual
commadity tonnege may change in the future thers is no reason to believe that their
geographicel origin will change. The present pattern will most likely continue to
prevall, with the same commodity groups moving largely in the manner described above
from each cne of the three areas mentioned.

Miami's forelgn impeorts originate madnly from three areas: the Caribbean,
Canads and Europe. Impocts from the Caribbean consist largely of bananas, fresh
fruits and vegetables and cement. Ocecaslonally, however, oll products are shipped
from the FHetherland Antilles, but there is no regularity to this movement. DBananag
are shipped from a rather large number of islands and countries bordering the
Caribbean but Colombis ies the major supplier of this commodity. Cement, on the other
hand, is shipped exclusively from Puerto Rico.

Prectically all the tonnage originating from Capsda consists of standard
newsprint peper and lumber. Lumber shipments, however, are of & more recent
development snd as such ere not reflected in Table VII. In 1954 lumber shipments
from Caneds amounted to about 22,000 tons. All indications are that these shipments
will econtinuc in the future, as well as grow in volume.

Unlike Caribbesn and Canadian imports there 1s less concentration in a few
items among European imports. The two mejor items are cement and steel mill products.
Nevertheless there is s variety of other items such &s glass products, liguors and
wines and other manufactured commodities which when combined add up to fairly significant
tonnege. Most European imports origimate from the Netherlands and Belgium.

As in the case of domestic imports we may safely assume that, although both
total tommage and individusl ccommodity tonnege mey change in the future, the existing
geographical origin for different types of commodities or commodity groups will
continue to prevall.

# Tneludes Puerto Rican shipments elsewhere classified as Caribbean trade.
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T Destination of Immorts

The problem of ascertaining the destination of imports proved & difficult onme.
The way different cammodities are handled the number of brokers and intermedleries Iin-
volved and lack of records in some cases ralsed considerable obatacles to determining
a perfect plcutre of import destination. Nevertheléss, we have been able to put to-
gether a feirly reliable pattern picturing the destination of the goods imported at
the Port of Miami.

In establishing the plcture for import destination we heve made use of certain
eriterias or gulding prinheciples, as follows:

(1) The destination of imports wes catalogued into three areas: (&) within
the limits of the City of Miemi, (b) within the limits of Dade County, but excluding
those going to city limits, and (c) outside of Dade County.

(2) Commodities were treced insofer as possible in their initisl movement from
within the port limits to any point within the desigmated arcas ia (1) above., No
attempt was made to trace further movement of commoditles once they were delivered
at any perticuler destinatiomn. For instence, 1f a shipment of bananas was moved from
the port to & werehouse located in the City of Miami, the latter wes recorded as the
destination of that lwport. The final destimatlion or end use of those bananas is a
secondery movement not reckoned with in our distribution of imports.

{3} Ho attempt was made to uncover the destination-of oil products. Bince the
Dodge Island Port will not handle these commodities 1t was considered that it would
not be worth while to go through the laborilous wndertaking invelwved.

(4#) Ready availabiiity of data was a determiring factor in esteblishing the
relative volume going to each one of the three areas for each commodity group. These
proportionz were then applied to incomlng tonnage for the year 1954 the last year for
which a complete commodity breakdowm was avallsble.

(5) Because destinaticn data when available waz voluminous, it was necessary to
rely on samples, Particular care was taken to meke sure these samples were reliable,
especially for major import items.

(6) When data was unevallable, or if so it was in such fashion as not to indicate
2 true destination pieture in accordance with (2) above, we have made use of three
different ways for arriving at the relative distribution of the imports concerned.
This happened more often in the case of foreign imports where the commodities are often
imported by a broker whose address or location had no comnection whatewver with the
commodity movement from the port. :‘J:l,f' In such cases the procedure use for determining
destination was as follows: First, the importers concerned were interviewed as well
as any other people concerned with these commodity movements in an effort to determine
if the destination corresponded to that of similar domestic shipments. If it did, the
reletive distribution errived at for the domestic shipments was spplied to the
corresponding foreipn ones. Second, 1f no corresponding domestic shipments existed
or if in the opinion of the people relatad to the foregoing shipments under considerstion
there was no similarity between the two, it was necessary to base the relative diatribu=-
tion on concensus of informed opinions of these people.

_l__}' Tt was not unusual to find foreign shipments under the name of import houses with

& New York address. Obviously the commodity movement from the port in such cases
had no connection with the importer.

- 20 -




FIRST RESEARCH CORPORATION

Finally, iu some cases, such as (1) frult apnd vegetsble imports from the Caribbean;
52} lumber and relled steel mill products; and (3) the miscellanecus commodity group
commodities not elsewhere classified) it was impossible to establish s distributiom
between the city and the rest of the country from our interviews. Thege cocmmodities
are deliversd from the port to a large number of individuals or firms spread out through-
out the county. We tlerefore decided to base their distribution on the basis of popu-
lation for (1) and (3), ani construction activity for (2).

At may be seen from the above, the composite pleture cannot be regarded as
perfect, yet it may be looked upon as & falr indicator in which the mergin of error is
not so great as to make the plcture undependable. We had enough reliable informetion
for making & relatively accurate distribution of domestic imports. In the case of
foreign imports, the lack of accurate information usually applied to smaller shipments.
The fact that the two major items, neweprint and banenss could be traced to their
warehouse locations in the ecity where they move in toto, reduced considerably the margin
of posslble error.

The distributive pieture, by destination appears in Taeble VIII.

PORT OF MIAML
ESTTMATRED RETATIVE DISUALBUTION OF
IRY (MRG0 IMPORTS, BY JICOTTNATION

Parcentage Distribution

1554 1560 1965

Forelgn Imports - Total 1000 100.0 100.0
City of Miami 6.1 3L L4 T
Dede County (exeluding city) 3.2 56.2 5T.1
Qutside Dade County 17.T 9.4 8.2
Domestic Tmports - Total 10,0 100.0 1000
City of Miaml 1.8 43.9 k.5
Dade County (excluding city) LE.6 50.5 50.3
putside Dade County 9.6 5.5 5.2
Totel Imports (Forelgn and Domestic) 100.0 100.0 100.0
City of Miami .6 36.T 3T+l
Dade County (excleding eity) 0.3 54.9 55l
Outside Dade County 15.1 8.4 T.5

-2 -
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It may be seen from the table that in 1954 the distribution of imports between
the city end rest of the county is fairly even, whereby the city tock im only %.3%
more than the rest of the county,

In terms of foreign imports the city appeers as taking a larger share, in 1954,
mainly because newsprint and bananas, the two larger items, move practiczlly in toto
directly to points located in the city.

For domestic impoxts the opposite seems to be true whereby the county takes a
lerger share. There is8 no outstanding concentration in this case of any particular
major commodity item going in bulk to either the city or county as is the case of
fTorelign lmporis. The picture, however, should be regarded as quite relisble since
statistical information was more readily available in the domestic group, and the
conclusions thereof are based largely on actual figures or records.

Upon applying the same relative or percentage distribution used for determining
the 1954 commodity volume breakdown to owr commodity projections for 1960 and 1965,
we mey obtain & general idea of how the city and the remsining county will share in
the futwre traffic. The estimated breakdowns appear also in Table VIIT, and it may
be acen that the tendency is for the remaining county area to increase its relative
shere from k0% to something like 55%.

These projected shares are, of course, based on the assumption that the pattern
of destination by commodities will be similar to that used for the vear 1954. It is
passible that this pattern may change in the future for one may visualize, for instance,
that firms operating warchouses in the city may shift or expand thelr facilitles to
locations in the county outside of city limits. In such cases the clty proportion
would be further reduced and the remaining county proportion would be correspondingly

incressed ,

Since & shift of warshousing location is most likely to take place from the
clty towsrds the county rather than vice versa, we may look upon the projected
distribution for 1950 and 1965 as somewhat underestimating the county's share, while
overestimating the city's share,
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8. Destination of Exports

The general composition of waterborne exports was indicated shove in Tehle IV.
in general, there exists some degree of concentration among commodities of a related
nature, whereby finished manufactured produsts, comstruction materials and food-
stuffs constitute an important share of total exparts.

It may be seen from Table IX that this trade movement consists of domestic

shipments to Atlantic ports and export shipments to the Caribbesn. Shipments to
other arees are insignificant.

As indicated by Table IX, shipments to other U.S. Atlantie ports include a

series of commodities among which the more important are oil products, cement,
chemical preducts and metal products.

Exports to the Caribbean constitute the larger share of Mlsmi's shipments.
A considerable portlon of this trade is destined to Nassau and Cub=. Miami acts
a8 a wholesale center for Nassau providing the latter with foodstuffs, construction
materials and & considerable amount of menufactures or generzl cmrge. It also
supplies a varieiy of carge to nearby Cube, partieularly automobiles,

Purchages from the remaining islands and cowuntries bordering the Caribbesan
amount to amall quantities In each case, and tend to be concenirated in the finished
manufectired commoditles groups. MAs a genersl rule these remaining aress, as well
as Cuba, tend to supply themselves directly from the U.S. northesstern ports
(notably New York), New (rleens, and in the cese of the Eurcpesn possessions or
colonies, directly from their mother countries. Tmports from Memi constitute but
& sma'l share of thelr toftel imports. Also in the case of the more removed areas,
such ag Puerto Rico, there 1s a tendency upon supplying themselves from Miamd to uge
alr transportation, reducing thus Miami's volume of waterborae shipments to them.

4t 15 likely that In the future Miam!i may incresse ite exports to the Ceribbean
countries, However, it is impossible to ascertain at this time how successful will
Miami be in competing with such other ports ss New York and New Orlesns for supplying
Caribbean imports from the United States.
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9. Origin of Exports -

Like in the case of lmports, the immediate movement from any inland point to the
port was taken as an index for classifying origin. Previous movements to that final
one were disregarded, inasmuch as the work entalled in tracing back those commodities
would have been an almost impossible task. Also, origin was classified from the point
of view of (1) City of Miami, (2) Dade County (execluding City of Miami), and (3)
outside Dade County.

The reasons for exporting at Mlaml relate generally to three condltlions:

(1) Miami acts as a port of transhipment for commodities ordered by firms and
individuals in the Caribbeen.

(2) Miami acts as & wholesaler for southeast Florida, and as a wholesaler
is in & position to supply certain products needed in the nearby Caribbean area, and

(3) Miamli has & certain amount of manufacturing enterprises some of which |
find an outlet for their products in the nearby Caribbean markets.
|

As g port of transhipment Miaml exports most of the construction material
purchazed by the Caribbean countrles; as well as some heavy mechipery and appliances.
These exports thus tend to originate outsilde of Dade County.

Az & wholegaler, Mlami exports most of the foodstuff purchased by the Caribbean
countries through Mlami; as well as the sutomobliles and miscellanecus groups of
coamodities., Where foodstuffs are concerned, these are handled by distributors
located within city limits. The automobliles and miscellanecus commodities flow to
the port is less recognizable, but the consensus of opinion of people in the trade
ig that the bulk of them originate within city limits. These correspond largely
to purchases made directly to the larger distributing concerns located at the city.

The origin of manufactures presented the more complex problem. The export
of manufactures originates in all three forms: transhipment; wholesale and retaill
distribution; and from local manufacturing concerns.

The first one, transhipment, relates mainly to the more bulky and complex type
of products such as bulky mechinery and equimnent and transportation equipment.
Miami does not produce important quantiities of this type of product, and moreover
because of their limited demand and high earrying charges, they are not usually
carried in stock for wholesaling in the ares. Thelir movement tends, therefore, to
be one of transhipment. The one important exception is that of automobiles where
Miami has become an important market for used cars.

Among the light manufacturing group the flow originates at either the warehouse
of & distributing firm, or from a local manufacturing plant.

A total of 255 manufmcturing firme in the locality were interviewed. Theas
firms were selected from the following finished products categories:

lumber and wood products

paper products

chemical products
primery metal products |
fabricated metal products |
machinery

electrical machinery !
traneportation equipment.
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As may be seen the selection corresponded to those concerns whose products
reflected a close similarity to the compesition of Miami's export of menufactured
products.,

A copy of the questionnaire used appears in Appendix 2 of this study.

The results of the field survey enabled us to establish with relative ACCUracy
what are the exported manufactured products which originate out of plante in the
Miami area, against those which are either wholesale or transhipped. Also, for the
Products originating from local manufacturing establishments the sample provided us

with & representative percentage breakdown between city and county as point of
origin.

In Table X,we have summarized the estimated relative distribution of dry cargo
exports of Miami, by origin. As indicated by the table the county contribution is
limited essentially te the manufacturing group. In this group, hovwever, a larger
percentage originates from the outsilde; the city's contribution is relatively small.

In the overall picture for exports, the clty contributesz the largest share. As
a distributor for foodstuffs and miscellaneous commodities the eity provides a con-
siderable amount of all shipments. Together with the smaller contributions from
manufacturers they amount to practically one half of all exports. The county, on
the other hand, contributes only about 15%, while approximately 35% originates
from other areas. As already indicated outside Dade County shipments correspond
to transhipments of heavy manufacture goods as well as construction materials.

Upon apzlying the same relative or percentage distribution used for determining

the 1954 commodity volume breakdown to our commodity projections for 1960 and

1965, we may obtain & general idea of how the clty and the remaining county will
share In the future export traffic. The estimated breakdowns appear in Table XI,
and 1t may be seen that the tendency is for the remaining county area to increase
its relative share from 15% in 1954 to something 1ike 28% in 1965. The city's
share, on the other hand, would tend to reduce its relative share from 50% in

1954 to something like 37% in 1965.

The projected shares assume, of course, that pattern for commodity origin will
remain the same in the future, and only take into meecpunt chenges in volume for the
different commodity exports as projected for the future years. There is no reason
to assume that the pattern for commodity origin will remain the same, and, like in
the case of import destination, the same mey vary most likely to the benefit of the
county. We may, therefore, lock at the projected distribution for 1960 end 1965
as somewhat underestimating the county's share while overestimating the clty's share.

The survey also provided us with related information on the use of the port by
the industrial community of Dade County. The tabulated results of the survey appear
in Tables XII, XIIT and XTV.

Of the 255 firms interviewed only 22.8% reported shipments by water. Of these
the majority belonged to three categories: Fabricated metsl products; Chemical
products; and Lumber and Wood products,

Also, in terms of tommnage shipments the metal, chemics) and wood product indus-
tries reflected the more important volumes.
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TABLE X

PORT OF MIAMI
ESTIMATED HEILATIVE DISTRIBUTION OF IRY CARGO EXPORTS
BY CRIGIN 1954

Dade County Jutslide
City of Exe. Clty Dade
Total Miami of Miami Count
Menufacturers (Selected Ttems#*)
Tonnage 25157 3899 9063 11305
Percentege 100 15.5 39.6 4,9
Constructlon ?atrh_rrri!.ﬂ.::
Tonnage 12648 - - 12648
Percentage 100 100
Food Stuffs
Tonnage 1373 T579 - -
Percentage 100 100 = =
Other Commodities
Tonnage 22961 22961 - -
Percentage 100 100 - -
Tonnage 68355 3eh3z 9963 23953
Percentage 100 50.54 4.6 35.0

¥ Includes Paper and Wood Products; Chemical Products; Metal Products; Machinery and
Equipment; Motor Vehicles, Water craft, Reilwsy Equipment and all parts and
accessorles.
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IABIE XTI
I ESTIMATED FELATIVE DISTRIBUTION OF DRY CARGO EXPORTS
BY ORIGIN
' Percentage Distribution
1954 1960 1965
l Total hxports(Foreign and Domestic) 100.0 100.0 100,0
- ] - %
. City of Miami 50.4 k1.5 T -0
I Dade County [E::-:ulu.‘.i::.;; clity) 14.6 23.1 27 .6
I Qutside Dade County 35,0 35.4 35 .1
A - A N
‘ o
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TAELE XITI
ATER MIAMT
REPCRTED SHARE OF WATER TRAKSPORTATION SHIPMENTS OF TOTAL OUTPUT
Humber of
Respondents
Total number of manufacturing concerns
interviewed 233
Number of respondents reporting water
shipments 55
Percent of total output reported shipped
by water:
1-1% ho
11 - 20% 3
21 - 30% 1
31 - Log -
b1l - 508 1
0o arnswer 5

Source : FIRST FESEARCH CORPORATION SURVEY
My, 1956

TABLE XIV
GREATER _ MIAMI
REPORTED ANNUAL VOLUME OF WATER SHIPMENTS

Number of Hespondents
Actual Anticipated

Number of msnufacturing
concerns interviewed 255 o55
Number of respondents

reporting watershipments 58 85
Tons
L=20r 22 14
21-4o & L
41-50 b 2
61-80 1 3
81-100 3 3
101=500 8 11
S0L=1000 - e
1003 -2000 1 1
2001~3000 - o
No Answer 13 L3

Source: FIRST RESEARCH CORPCRATION SURVEY
My, 1956
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Fractically all the firms reporting weter shipments disclosed that these
shipments amount to small percentages of their total output. Not one of the
reporting firms indicsted water shipments of 50% or more of totzl output.

It may be concluded from this thet the exports of these manufasturing concerns
to the Caribbean constitute gemerally but & small share of their total business.

The survey, however, revealed that the industrial commnity anticipates s
more active use of the port in the futwre. OFf the firms interviewed, & larger
number anticipate shipments by water, whereby about one third of the reporting
firms would fall in this category against the 22.8% reporting as presently shipping
by water. Also the anticipated tomnege volume is considerably higher, whereby the
reporting firme indicated an anticipated volume over three timesg as leoepes ag thedir
present one. The anticipated water export volume distributicn among the different
industrial groups remained sbout the same, pbinting once more to & concentration

in the chemiecnl , metal and wood products group.
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PART II. ECONCMIC ARALYSTS OF PASSENGE. TRAFFIC

l. Total Volume of Pﬂﬁsmﬁer Traffic

The movement of passenger traffic at Miaml Harbor is presented in Table XV,
below, where lnbound errivals for the year 1938 as well as from 1945 on are stated.

It may be seen from the table that Miami had & reliatively important passenger
trade movement previous to World Wer II. This movement practicelly disappeared
over the war years and in spite of 1ts recovery in recent years it is still below
pre-war levels,

The slow recovery is largely explained by the natuwre of the pre-war pASSENger
trade and the emergence of afr travel during and after the war years. Passenger
travel in the pre-war years consisted largely of an independent cne way movement
vhere business travel tended to predominete. Mlami as a gateway to latin America
wee able to develop &En important wvolume of the same. This type of travel has
tended to shift &lmost in its entirety to air trEnsportation and there are no
Indicatlons of its er reverting back to ooean travel again.

The imnediste post-war yeers therefore smw ocean passenger travel at Miamd
reduced to an insignificant movement &8 indlicated by the figures on Table LY
corresponding to the years 194547,

TABIE XV

PURT COF MIAMI
ASRIVAL OF PASSENGERS FROM POHEIGN COUNTRIES
BY VEOORL, 15938, 1045 - 1955

Humber of
Pagsengers
Year hrri‘-'igg
1938 66,450
1945 2,325
1946 2,480
1947 2,530
1948 39,212
1okg 30,565
1550 32,589
1951 33,046
1952 39,462
1953 Lo,356
195k 37,676
1955 53,356
1st Quarter 1954 8,968
1st Quarter 1955 14,581
1st Quarter 1956 22,854
Low High
Projected 1960 80,000 100, 000
1965 130,000 200, 000

Source: TU.5. Customs
- 34 -
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The year 1548, however, pointed out o & sudden and relatively impertant re-
covery in this trade. The new development was based not on a recuperation of the
old type of traffic lost to the airplanes, but rather on the crestion of a new
traffic movement consisting of pleasure crulses. While ship travel cannot compete
successfully with alr travel for business traffic, it can do so to & certain extent
in the field of pleasure travel. Florida's successful tourist industry and permanent
population gain of the post-war years, coupled with increased interest for visiting
the Caribbean Islands permitted the creation of the pleasure cruise type of travel
between Miami and Caribbean Ports.

This new movement emerged successfully in 1948 and after some set back resulting
lergely from the 1948-49 economic recession it gradually has gained in momentum,
particularly since 1955%.

The behavior is indicated by the figures for vessel passenger arrivals at the
Port of Miami from foreign countries. In a pleasure cruise type operation it is
customary to purchase a round trip ticket, so that the volume of outgoing and incoming
traffic differs only slightly. We may therefore rely on arrival figures, which are
more clearly recorded, az & good index of vessel passengers traffic behavior at Miami,

It may be said that Miami has but barely begun to realize its potential for this
new type of traffic. The rapld growth of this trade within the last year and a half
point to an inereasing popularity of Caribbean cruises among both the tourist coming
into Florida, as well as the residents of the state and of the ports of call of the
crulee ships in the Caribbean.®*

Barring economlec recessions, which seem to have a pronounced effect on the
volume level of this trade, one may visualize s possible rapid expansion in the
volume of this trade in the years to come.

The future of this volume expansion, however, will be greatly affected by the
facilities to be provided. Up to now the public has not had at its disposal the
more pleasant and lworious facilities, both at the port and in the vessels, usually
demanded for this type of cperation. If at a later date such high class facilities
become available their effect on the volume of this trade may be quite significant.

It should be pointed out that there is currently taking place & very rapid
expansion of high clase passenger vessel facilities in the transatlantic trade,
catering largely to the highly active U.S. - Eurcope summer trade. The reduced
winter traffic permits a shift of some of these facilities to the Caribbean route
where tourist activity reaches it peak at that time of the year. So far the main
point of departure for these pleasure crulses has been the city of New York.

* It asppears, Judging from the drop in volume in 1954 as against 1953, that the
slight econcmic recession taking place in 1954 was consequential in curtailing
this traffic movement during that year.

**% As will be seen on the followling pages, there are already a large number of
Cubans who take advantage of these facilities.

= 35 =
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However, because of the lnereasing popularity of the Miam! - Caribbean cruises,
it wowld not be wilikely, that some of the future expanded capaciiy at the European
run may fird its way to service the Miami - Carihbean trade.

A further possible development is that of new passenger trade route between
Meami and Europs. Passenger ship service between the U.5. and Europe iz handled
almest entirely by U.B5. northeast ports and Canada. Conscquentiy U.S. passe=gers
arlgineting Iin the southera areas of the country ordimarily travel to the northern
ports to take thelr ships. The development of a southeastern port such as Miami
wouwld allow to funnel thiz traffic more convenfently and perhans as a result
stimolete 1ts volume. Already there has been an interes: oo the part of trans-
atleptic liners to make Miami a port of call. The Companhia Colonial de Kavegaras,
& Portuguese concern which operates passenger ships from Furcpe to the Caribbean
porte has recently been actlve in securing vermiesion to include Mlami in its
regular runs to the Carlbbean. The major obstacle has been the fact that the
Carlbbean ports form part of the Southern Atlantic Conference, while the port of
¥Weni has been considered as belonging to the Northern Atlentic Conference.® Thia ob-
giacle has been overcome in the case of this Portuguese concern, so that its ships
are now-free to come to the port of Miami .

This actlon, therefore, opens an entire new vista to & possible development of
M ~loopean pacsenger trade.

In view of all the poessible development which may teke place in the future
alfecting the volume of passenger traffic at Mlaml, it becomes somewhat diffiecult
to wroject this traffic volume into the future. In doing so, therefore, we find
1% mye zcourate o rely on possible future minimum and maximum figrres of passenger
volunes which may be realized,

The miaimum fizure relatzs to a continuatlion of the prevalling trend of crulse
Masiaenger travel to the Carlbbean utilizing facllitles similar to the existing cnes
wivipes egaels e conoerrned. The max]mom fiE.'-:"E relates to & :;I'.}ba_hl:rr volume which
Ay e realized 1 new freilities of a more luxurious type should come into operationm,
az wi.l as 1f a Miam{-European trade becomes & realization., This maximum figure
should be regarded only as a rough estimate, inmsnmuch as there is no past kistory
on which to base it. It iz not possible to estimate with precizion the effect of
new developments of the +type described above.

The projected figuwres are indicated in Table XIV. For 1960 a low of 80,000
and & high of 100,000 passenger arrivals; and, for 1965 a low of 130,000 and a
high of 200,000 passenger arrivels.

These projections also appear in the accompanying chart where the volume of
paBserger arrivals at Miami has been plotted for the years 1048 to 1955. As may
be seen they point out to a considerable growth in this type of trade business.

* DBy common agreement steamship companies have distributed among themselves
gzographical areas for providing their services. Those compenies which service
partlicular areas or routes belong to a certain "Conference" and cannot enter
the territory of enother "Conference"

## A2 this report hae gone into print it has been reported that the two Portuguese
liners, the Banta Marla and Vera Cruz, will not be able to come to the Port of
Miamd because the port chanmel does not provide the required depth. Presumably
these boate will go to Port Everglades.

e
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2+ Season M1ty of Miami's Ocean Passenger Traffic

It was mantionad in our discussion above that the existing Ocean passenger
travel at Miami is sssentially of the pleasure cruise type.

This type of traffic tends to be seasonal in nature, whereby volums peaks
take place at one or two periods during the year, The seasonal pattern of the
Miami movement is clearly indicated in the accompanying chart.* It may be seen
that thers are two peaks to the Miami pattern, one taking place during the winter
months reaching its highest point during the months of February and March, and
another occourring during the summer months whan it reaches its highest point
during the months of July and August.

In general, this pattern coincides with the seasonal nature of Florida's
tourist industry. PFor the tourist induatry both February and March mark the
highest leval of activity during the winter seascon, while July and Augmet mark
the hipghest lavel of activity during the summer season.

There ias, therefore, a close relationship between tourist activity in Florida
and ocean passengers travel at Miami, indicating that the latter draws many of its
custoners from the tourist population,

Howavar, upon comparing the seasonal pattern of the tourist industry with that
of ocean passenger travel at Miami, one finds one important difference. In the
tourist pattern the winter peak reaches considerably higher levels thin the summer
one. In the ocean passenger travel pattern the opposite appears to be Grue: the

summer peak reaches a higher lewel of activity than the winter peak. The explanation

for this inverse order of setivity liss in the faect that Florida's permanent
population contributes heasvily to the ocean traffie, By custom Floridians have a
tendency to trawvel more during tle summer months and therefore concentrate their
contribution to this trade daring that pericd, PFurthermors, there is also a
smaller but important number of Cubans who take advantage of the crulse facilitlies,
Like Floridiana, the Cubans tend to take their wvacations during the summer months
and therefore add to the wvolume of ocean passenger activity during that period

of the year,

Thus, while the winter ocean passenger traffic relies heavily on the tourist
population, the swmer traffic relies, in addition, on the permanent population of
Flerida (particularly the Miami area) and Cuba. The result is therefore a
higher lewel of activity in the summer months than takes place in the winter.

# The chart also indicates tha highes wvoluma levels of the more recent years
pointing to the rapid expansion now prevailing in passenger trade activity.
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3- Qrigin of Pu;s:c-&grs

In gorder to eptablish with precision the origin of pessengers moving through
the Port of Mlaml; First Research conducted a survey R the major concerns
cperatling passenger ships 1o the Miamd area. Because of the large number of
passengers involwed, the survey was limited to the yesrz 1955 and 1954%. A detailed
investigation was mede of the first year, and this was :-mpnleren ted by spot results
for 1554. The latter indicated only very small variations from the 1955 distribution
pointing to & consletency from one year to the next.

Tahle XVI below summarizes the distribution of passenger origin. The table
indleatzs that I1n 19;5 about 25% of all passengers were Floridians. Of this 25%
slightly over one half originated from Dade County.

Another 9% of the 1955 passengers originated from Cub=. Doth Florldians and
Cubans may be regarded as traffic generated from the permarent population at the
areas directly served: these two together accounted for about one third of all
passenger traffic.

The remaining two thirds may be looked upon as traffic generated from the
tourist population of Florida other than Cuban. Within this two thirds and as
indicated in Table XVIT below, 1t may be seen that there tends to be a greater
tendency among those tourlsts origineting from the southern and western states to
pake use of crulse facllities st Miami. Although the neoethern states cootribute
substantially to cruise passengers, this contribution is consilderably less than
their gverall contribution of tourists to Creater Miami,

TABLE XVI
PORT OF MIAME
CORIGIN OF PASSENGER TRAFFIC, 1955

Humber of Percentage
Pasnengers i gtribution
T 2,965 Gt
Dade County (Excluding Clty of Miami) 3,800 Tl
Florida {E:{cluding Dade County) 5,960 1.6 .
Total Florida 12,735 24T
Boutheast United States {exc Florida) 72313 1k.2
Northeast inited States g, 7oe 18.8
Mid-West Taited States 7,760 15.0
Other United States 6,561 12.7
Cubs L, 600 8.9
Cenads 1,809 3-5
Other Forelgn 1,112 2.2
Totel Foreign 7,531 14,6
Grand Total 51,520 100.0
Unaccounted for {origin unknown) 1,736
Total Passenger Traffic 53,35

Mot :

Boutheest United States includes:; Maryland, Delawsre, West Virginia, Virginia, District
of ﬂc:nlum];lia., Eentucky, Tennessee, North Carclina, South Coooilna, Georgla,; Alshamns
Miasisaippl, Loulsiana

Hortbeast United E.,a e8 inecluvdes: Maine, Vermont, New Humpehire, Massschusetts,
Connecticut, Rhode Island, New York, Pennsylvaris, How Jersey

Mid-West United States includes; Wisconsin, Michigan, Ilifngig, Indiana, Ohio

- 38 - Bource: Firct "“i::..-:.-a.:'-.:h Corporation Swuvey
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TARTE XVII
MLAME

ORIGIN OF VESSET, PASSENGER TRAFFIC
AS _COMPARED TO ORIGLN OF TOURISTS AT GREATER MIAMT

Origin of Origin of

Tourists Passengers#
Southeast United States (exc. Florida) 12.3 21.3
Northeast Unlited States 35.T 25.0
Midwest United States 29.9 22.6
Other U.8. & Foreign®* 19.1 I

(Cansda) (5.3) (5.3)
100.0 100,.0

Note: Data for Origin of Tourilsts related to the period December 1, 1952 to
Jrozary 15, 19533 and data for Origin of Vessel Passengers relates to
Gite year 1955.

* Because Cuban ftourists come to Miami larpely durirng the sumer or off
season monthes the Origin of Touwrist survey excludes them. For purpose
of corparison they have been excluded from the Origin of Peasengers
percentage computation. The origin of Passengers percentage computation
aloo excludes thoee origineting from Florida. |

Sources: For Tourists: Survey conducted by the
Bureau of Business and Economic Research,
Univeraity of Miami
For Vessel Passengers: First Research
Corparation,

L, Destination of Passengers

Tt has been mentioned above that vessel passenger trede at Miami is constituted
almost In ite entirety of pleasure crulses going from Miami to the Caribbean aresa.
As a general rule these cruises are of short duration end go only to those islands
closer io Miami. Pleces of call are ususlly Hassan, Cuba, Jamelca, Haiti and more
recently the Dominicen Republie.

So far these cruises have not tried to reach the more distant places in the Caribbean
such as Puerto Rico, the Virgin Islands and the rest of the smaller islands to
the east of the Ceribbean Sea nor the countries on Centrel and South America
bordering the Caribbean. It may well be that as the popularity of these Mimmi-
Ceribbean crulses develcp and larger and faster ships come into operation, the
radius of activity of crulse travel in the Caribbean inecrsases.

- 35 =
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FART ITI. ESTIMATE OF FACILITY REQUIREMENTS AT PROJECTED MIAMI SEAPCRT

1. Basic Decisions and Facts -

Cn the basgle of the pature and volume of future traffic potential of freight
and passenger trade as outlined In the previous sectlons of this report, 1t 1s
possible to glve an indication on the size and type of facllities required for
hand]l ing trade,

The City of Miaml, which sponsors this study, has made an officisl expression
of 1ts plans to reallocate the cityvia port facilities at Dodge Island, and pre-
liminary plans for such move have glready been mede. In estimating the port's
facllity requirements we have, therefore, attempted to relate them to the Dodge
Island new port proposal.

FPresent plans for the Dodge Island seaport establishes & framework upon
which to fit facllity reguirements. This framework should not be regarded as
rigid inasmach as it may be subject to future or final changes. It constitutes,
nevertheless a series of Important declisions and facts greatly affecting the
type of development plannad. These beslc decisions and facts are as followa:

(1) The commercial freight port will be located on Dodge Island south of
MecArthur Casuewsy and wlll cover an eres of approximately 100 acres, extending
1100 feet dorth and south and 3500 feet sast and west.

II:E} The pacsenger terminel will be located on the south and southeast side
of Watson Island, between the pressnt bulk-heading and the highway.

(1) All handling of petroleum products, inm bulk will be shifted either
to Port Bverglades or be eccomplished at enlerged installations on Fisher's Island.
This will probably be A private development and the city will not provide trans-
portation facilities for these installations. No oil products, in bulk, will
be handled at the Dodge Isiand port.

(4) A new bridge and causeway will be constructed to provide rail and motor
transportation to the freight terminsl.

(5) The intent of the City of Miami iz to provide facilities for a frelight
terminel with short-term warehousing avallable, and it does not intend to provide
for any long-term warehousing.

(6) The present privaie sea freight terminals notably Albury's will
continue to operate. They are now operating at capacity without room for expan-
gion.

{(T) The intent of the City of Miami is to comstruct, immediately, terminals
With minimum but adequate facllities yet which will be capable of gulick and
econcnical expansion to provide for unforeseen needs and shipping growth.

(8) The new port shall be so planned and constructed that it shall satisfy
docking and warehousing needs as projected to 1965 without further development
after initial completion.

- B0 -
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(9) The City of Miami will not provide for the handling and warehousing
of bulk shipmenis of such commodities as frozen foods, cement, or perishable
commodities, although i1t is possible that if the demand dewvelops, the Clty of
Mismi will be empowered to lease land at the terminal to private enterprises
desiring to develop some such warehousing.

(10) The growth of the new Port of Miami will not be based on the
assumptlon that it will attract trade from Port Everglades to any appreciable
extent, but will result, in the main, from the attraction of additional
freight and passenger traffic due to the improved port facilities and the growth
of Bouth Florida as s whole.

2. Description of Existing Port Facilities -

The present Port of Miami consists of three pilers #1, 2, and 3. These
piers provide for approximately 6,000 feet of docking space in three slipe and
pier heads; 308,227 square feet of covered warehouse space; 37,020 square feet
of cfrice space; and 5,800 feet of raliway track facilities...on a total square
footage of 810,344. Limited passenger facilities and 9,848 sguare feet of cold
storage lockers are included in the above office and warehouse area.

There is no practical provision for unprotected, open storage.

One private oll company has almost exclusive use of 330 feet of docking
space at the end of Pler #l.

These facilities handled approximately 251 674 tons of sea-borne carge in
1954k. This figure does not include approximately 93,000 tons handled at the
Albuwry terminal, nor any bulk petroleum. Also 2,043 tons of sand and gravel
shipments in and out of Miami Harbor in that year are not included.

The warehousing facilities of the present port eguals 1.58 square feet
for each ton of the above freight.

The Albury terminal, which is operating at capacity, with more diversified
trade than the City terminal and providing open or unprotected storage, which
can be regarded as indicative of the type of freight the new port will handle,
has 1.1 rconse fant of covered warehousing pzr ton handled.

The plans for the new port presupposes the elimination of all the present

Fort of Miaml facilities as well as the adjoining private installaticns for
handling bulk shipments of oll products.

- k1 -
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3. Anticipated Volume and Nature of Future Traffic -

Trends and projections of future commodity volumes of trade for 1960
and 1955 were presented and discussed in Part I, Section 5. Table VI shows
1954 trade volume by commodity groups as well as their projected volumes
for 1960 and 1965.

As Indicated, the total volume of traffic through the Port of Miami 15
inereasing and will continue to increase for the next ten years, if the
facilities are awmilable for handling it. Nevertheless, although the net
result is one of an overall increase there are certain commodity trade
movements that are tending to decline or remain stable. The relative compo-
sltion of the future trade volume wlll be therefore somewhat different.

For our purpose of determining future facility requirements it is
important to establish with precision the expected behavior of commodity
movements, poth as to imports or exports¥® for the year 1965 as compared with
the prevailing movement in 195k,

# JIn this section and unless otherwise specified, the term import includes
foreign lmports plus coastwlse receipts, while the term exports includes
foreign exports plus coastwise shipments

- 42 -
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Some items are maintaining a steady level of volume, notably:

Ol Ela [ =

Fresh fruit exports

Fresh wvegetable Imporis

Non refrigerated foods - export
Iron and steel scrap exports
Fertilizer - ilmporis

Nonclassifled commodities - imports

Some items are decreasing in volume, notably:

Fresh fruit imports

Fresh vegetable exports

ther refrigerated ltems - exports
Animal Feeds - axports

Canned frults and vegetables - exports
Non-refrigerated Toods - 1mports
Paper manufacturers - imports
Building cement - import and export
Glagz and glass products - exports

- Rolled steel - exports

Yariocus chemicals - lmports and exporis

» Hon-metallic minerals - lmports and exports
« Motor vebicles and misce, machlirnary - export

Traffie in the following items ig incressing:

-1 o L T
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103,
11
12,
13.
1k,
15.
16.
1br

l l

Bananas - lmports

Animal fesds - INOGTEE

Canned frults & vegetables - lmports
Liguors & wipes - lmports

Hews Prints - lmports

Paper Manufactures - export

Wood manufactures - import and export
Hon-edible vegetables & Tibres - import and export
Lumber - import and export

Glass and glass products - Iimports
Rolled and mill steel - imports

Other metal products - import and export
Construction machinery - export

Other machinery = import and export
Fertilizer - export

Hon-claegsified commodities - export
Motor wvehleles - Import

- b3 -

Tonnage
1954

1,248
5,676

Tonnage
1965

1,200
5,000
2,500
2,500

300

13,000

3,800
170
1,200
5,900
2,200
13,500

3,600
2,200
3,800
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The total projected dry cargo volume for 1965, in tons, is 769 620. The
dry cargo volume for 1954 from the above figures is 343,988 tons.¥

In 1954 the Albury terminel handled approximately $3,000 tons of dry cargo.
With its present faclilities the Albury Terminal has the capacity to handle
approximately 110,000 tons of dry cargo. This optimum capacity was reached in |
1355. |

If the Albury trade volume is deducted from the above figures we may say
that the City of Miami Terminal handled approximately 250 988 tons in 1954, while
its trade volume potential for 1965 would be around 659,620. This would represent
a 163% inerease.

Of the items indicated sbove the following need refrigerated storage:

1. Fresh frults

2. Fresh vegetables

3. All other refrigerated items

Total volume of trade 1954 ; 12,485 tons
Projected total volume of trade 1965: 10,170 tons

The following iltems are classifiled as needing covered and protected storage:

Tonnage Tonnage
1554 1965
1. Fresh frults 5,655 5,000
2. Fresh vegetables 6,180 5,000
3. Other refrigerated foods 650 170
L. Canned and container frults & vegetables 29,9858 80,000
5. Liquors, wines & beers 8,295 22,000
6. HNon-refrigerated animal foods 573 G, 000
T« All octher non-refrigerated ltems 0,955 8,400
8. News Print 60,117 100, 000
9. Paper and paper products 8,393 14,500
10. Wood products 1,844 2,900
11. HNon-edible vegetable products & fibres &, 06L 12,000
12. Glass and glass products 10,008 39,500
13. Miscellaneous machinery 7,087 22,500
1k. Perzilizer 1,941 3,600
15. Building Cement 30,356 . 13,500
16. Chemical products 6, kL2 3,600
17. HNon-metallic minerals k,307 2,200
18. Non-classified commodities 29,712 32,000
Total tonnage for protected storage 1965: 372,870
Total tonnage for covered storage 195k ; 232,547

Increase : 140,323 tons or 60%

* The 1954 figure does not ineclude sand and gravel shipments, nor other minor
unimportant items not classified above.

- b -
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Of these items, newsprint, liquors, wines and beers account for ovwer one-
third of the incresse in the need for covered storage. All of these move quickly
and either are, or will be, warehoused in private weirehouses. Both of Miami's papers,
the largest users of newsprint, have formlated definite plans for storing that
which they consume. This is also true of many of the other items on the list. For
them, the Fort Authority will not need to provide storage other than temporary, to
permit transhipment. Thus, in 1965, warehouse storage must be provided for the
followlng maximum amount of tonnage:

Total projected need for covered storage: 372,870
legs amount needed for newsprint and

liquors; wines and beers: 122,000
Net tonnage needing covered storage: 250,870

Part of thi=s tonnage will find its way to the Albury Terminal where covered
storage facilities are available. The tonnage requiring covered storage in 1965
at the city terminal would therefore be less than the 250,870 tons figure given
above .

It is evident from the above figures that by 1965 it will not be necessary to
increase provisions for new storage over that which is provided for today.

h. New Methods of Transportation -

The present port traffic on shore is handled by truck, a smaller portion by
rall freight. The present trend is towvmards an Incresse in truck and tractor-
truck shipment to the decrease of rail traffic.

However, there are two newly-developed methods of land and sea transportation
which are geining in volume.

The first is the method whereby unbroken tranghipments are made by trailer,
the shipment being brought to the terminal by tractor-trailer, the traller being
loaded on & specially adapted cargo ship, and transported complete with load to
the polnt of destinetlicn. This is gaining wilde acceptance and 1t is Indicated
that much of our coastwise trade will be carried on with this method.

The second is the development of the "plgzy back" reilroad car now widely
used in the North. This has gained rapid acceptance and it is indicated that
this method will soon be universally used throughout the nited States.

It iz impossible to predict; st this time, how fast the use of these two
methods of transportation will incresse and when the Port of Miami wiil be handling
frelght in such mannery, However, 1in plamming the new port, provislcn must be made
for them and rajilroad; trailer parking speces, and means for loeding trallers
ocn both vessels and frelght cers must be provided.
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5. Facilities for New Fort

1. The present volume of marine freight handled by all agencies in Miami,
with the exception of Albury is approximately 250,988 tons. The projected
amount of tonnage, which the port can expect to handle in 1965, iz approximately
659,620 tons. MNeither of these figures includes any petroleum products as these
will be handled at Fisher's Island separate from the new port or at Port
Everglades. The percentage of increase from 1954 to 1965 is approximately 163%.

2. The total square footage avallable, at present, under control of the Port
Authority, covers approximately 810,344 square feet. The total sgquare footage avail-
able, when the future port is completed, will be approximetely 4,356,000 square feet -
or 100 acres. This is approximately five times the present operating area. This
does not include approaches.

This area can easily be expanded to the east, west; and if necessary,; south,
to provide for almost unlimited expansion.

It is evident that 100 acres of new port is sufficient to take care of the
needs of the new port until at least 1065.

3. The existing dockage is about 6,000 feet. The projected dack&§§, at
the new port, is approximately 8,000 feet. Much of the present dockage iz either
unusable or unavailable. The new dockage will be both available and usable.
Therefore, it is indicated that the projected dockage will be sufficient to take
care of the needs of the port until at least 1965. Like the acreage, this can
e i yrarranAnA:  T: fu seEinatad FEat-at Tacat: 4, 600" faet ahould be wals
avallable for deep-water ships. This will permit 9 vessels to load and unload
slmultaneously.

Lk, Present protected storage avallable 1s 398,000 square feet. This
amounts to about 1.6 square feet for each ton handled per annum. Much of the ware-
house space is either not usable; due to structwral weaknesses, or loading and un-
loading difficulties, due to poor initial planning. A considerable part of the
warehousing is used for goods that can be stored temporarily without protectlon.
However, the Port Authority, through efficient management, has been able to handle
the present volume with the present facilities.

Although the figures gathered by this survey show a tremendous inecrease in
volume in the next 10 years, they also indicate that muich of the increase in tonnage
iz in goods not needing protective storage. HNewsprint, which now takes up an
entire warehouse on Pler 3, will not be stored at all. This is also true of several
other items. It is indicated that the policy of the new port will not permit long-
term storage and that tonnage entering or leaving the port will be transferred as
rapidly as possible. Coupled with this, is the development of new types of trans-
portation as mentioned above. Warehouses,; at the new port, can be efficlently
degigned and so placed that a much greater volume of trade can be handled than i1s
now possible at the present installation. Therefore, it is recommended that the
new port be equipped with 300 000 feet of covered storage lm crder To take care of
the needs until 1965. Due to the large amount of open space available at the
new aite, this warehouse space may be readily expanded if needed.

LA
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5. The existing port provides for 9,848 square feet of refrigerated ware-
housing. This is contained in the total warehouse area figures. The present
plant has a capacity of 105 tons. Ome-third of this space is rented to a shipping
company on an annual besis. A small proportion of the remainder is used for goods
shipped on water-borne carriers. In the main the space 1s rented out for storage
of goods not passing through the port 1ltself...such as citrus products, meats, and
like foodstuffs..The present coperation is om & profitable basls.

It is obvious that some refrigeration must be provided at the new port. It
is gquestionable whether an installation, involving less than 100 tons of refrigera-
tion, would be economically profitable. Much of the present equipment can be re-
installed at the new site. Therefore, it is recommended thet approximately
10,000 square feet of refrigerated space be installed at the nev port and that the
new installmtion De run in & manner simllar to the present LOCKers. THLIE would
more than take care of Lhe needs of the port until 1905.

. The existing nort provides for 37,020 square feet of office space. As these
are used to capacity at present, it i8 recommended that office space be increased
to 50,000 square feet at the new port. A separate bullding, with an area of
25,000 square feet of office space per floor, 1s reccmmended. There is plenty of
gpace avallable to increase these office facilities in the future,

-

T. Rumill transportation must be provided, regardless of the present trend
towards trailer freight. It is recommended that facilitles for railroad loading
be provided at each warehouse and that a small but adeguate sorting yard be
provided on the new Isiand.

8. Oue specially-designed berth muet be provided for loading and unlecading
traller-carrying sbios., It 18 recommended that this be located on the northwest
corner of the new site and alzo that a la:ggg amount of traller parking area bt

rovided.

e

9. Several local stoamship agencies have made arrangements with trans-
atlantic oteamshlo commanies to have combination freight and passenger liners
dock regularly in Miami. Although the number of passengers, which these ships
are expected to carry is comparatively small, passenger facilities must be
provided for them at the new freight terminal. Due to the fact that these ships
are primarily cargo ships, it will not be feasible for them to dock at the new
passenger terminal on Wetson's Island. It is estimated that they will not carry
over 200 passengers. Therefore, it is recommended that provisicns be made for this
number .,

10. Of the 100 acres reserved for the new seaport, the necessary installations...
such as warehouses, office bulldings, TO foot dockside aprons, ete... will cover
approximately 10 acres. Therefore, about 90 acres will be aveilable for open storage
and future expansion.

- BT -




FirsT RESEARCH CORPORATION

6, Passenger Terminal

l. This is to be a separate terminal located on Watson's Island. It is
planned to provide bulkhead docking space along the southwest and south side of
the island extending from MacArthur Causewsay southeast and east to approximately
the present location of Chalk Airways.

2. This passenger terminal will be designed, primarily for the use of
ceruise ships...such as the 8.5. Florida, 5.85. Evangeline, and the 5.5. Queen of
Nassau. These vessels are primarily passenger ships and carry little or no freight,
other than automoblles. Except for the handling of the automobiles and ships'
services, such as laundry, provisioning, etc., it will be necessary to provide only

passenger facllities at this locatlon.

3. At present, these crulse ships are cpermatling at near capacity. They CAXTy
between LOO and 600 passengers aplece. If the present trend is continued, it would
appear that, by 1965, additional vessels will be used in this service. Therefore,
it is recommended that berthing space be provided for four such vessels, demanding
the use of approximately E,EEE Teet of bulkhead Bpace .,

k. It is estimated that Customs, Immigration, passenger and luggage facilities
be provided to take care of 1,000 pagsengers simultanecusly.

5. The present port has provided one warehouse as a garage for the storage
of cars belonging to the tourists taking trips on these vessels. It is recommended .
that a garage, housing 300 cars, be provided at the new termimal. |

The above recomrendations are based on reasonable needs to be required by |

trade and passenger activity in the oot too distant future. The lmportance of
flexibility has been stressed throughout. |
|

In general, the gulding pelicy has been that facilities should keep somewhat
ahead of trade, in order to stimulate trade or to prevent choking it. HNevertheless, |
one should bear in mind thet facllities should grow with traffic, for only then |
may waste be avolded. Expenditures in what later may become wnused capacity l
should be avoided. Adding whenever necessary and as indicated by trade, would |
be considerably less expensiwve than trying to provide too much at once.

Our estimates on required facilities above are therefore, if any, on the
conservative side. Particularly for facilities which may be added guickly. (For
instance, it is only a question of a few months to adding more warehousing space,
if the land area is available.) In this way, we may expect & more efficlent
utilization of the investment than otherwlse.
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e Re-location of the Port =

It was indicated above that in suggesting port facility requirements as
dictated by Miami's future ocean traffic potential the same have been related
to the Dodge Island port proposal. The selection of Dodge Island or any other
site in the harbor does not fall within the intended scope of this study.
However, one thing is evident from the facts and fipures of our previous
discussions: it would be illogical to try to maintain the Fort of Miami in its
present site.

It is obviocus that the existing facilities would not permit the handling
of the expected traffic potential. To recondition the present port for future
neads would require: (1) modernization of the present lay-out along the lines
suggested above, and (2) a considerable extension of the present port area in
order to provide for all the faeilities called for by the projected traffic po=-
tential for 1965, plus provisions for additional increases later on.

The modernization of existing facilities may possibly cost more than the
erection of new ones at a different site, Moreover, it would tie up facillties
during the period of time required for reconstruction which, in the face of
rapidly expanding trade volume, would be seriously needed. Business lost on this
account may be difficult to recapture at a later date,.

The main problem would ba, however, the required additional area for port
usage. It has been indicated that the great neesd for the future is esasentially
apan Storagfe Space,.

The main bottleneck at the present port is the lack of space for open storage.
Cur projections for the future indicate that the nature of the traffic to be
realized would require a considerable amount of open space. To provide the open
space requirements at the present site would entail the acqguisition of additional
land, adjoining the existing port. This would be diffieult and expensiwve. Real
estate along Biscayne Boulevard in this neighborhood is very high priced. To
requisition such expensive real sstate to be used for open storage would not appear
to be a very sensible way out.

One of the most important elements in providing future port facilities
is the necessary flexibility for future growth and expansion. Flexibility
at a BEiscayne Houlevard location would be a difficult thing to achieve. Again
the difficulties and expense of acquiring adjoining land would be a serious obatacle.
If in the future more land is required, ons may expect the indecisions and controversies
which have hamperad the Port of Miami in the past to be renewed, jeopardizing thus
its development to the detriment of all concernad.

= LT =
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PART IV - THE ECONOMIC SIGNIFICANCE OF THE FORT OF MIAMI TO THE CITY AND DADE COUNTY

Among the many ways in which the economic impact of the Port could be meas-
ured, we have selected the one which appears most pertinent at this tims, Firat,
we assume that what is required i=s not the total gain currently accruing from the
Port, but rather the gain that would be lost to the area if Lhe Port mmg_tn'“'EE‘Inst..
Accordingly, attention 1s directed, for example, not to the total number of people
who are directly or indirectly employed in processing goods now received through the

Fort but rather in the number who would presumsbly have to seek employment elsewhere
if there were no Port.

Secondly, we have not thought it sufficient to express the economic advan-
tages in broad terms, such as "the maximum economic development of the area requires
the maximm in transportation facilities." While there are many advantages (and
some disadvantages) that cannot be expressed in reliable dollar figures, it is of the
greatest importance that advantages be stated in dollars wherever reasonably reliable
estimates can be obtained. In dealing with such factors as personal expenditures and
payrolls, it is obvious that precise data cannot always be cbtained and that this is
a particularly true whera one is forecasting such factors over an extended peried of
time. We have been at pains to seek out information not previously gatharaed that
will throw light on what the commnity can expect from the Port, to gather these and
other data from the most reliable sources available and to forecast future develop=
ments with care. Thus, while there can be no suggestion of decimal point accuracy
in each figure, each does represent the best available estimate and at no point is

the probable deviation such as to affect the usefulness of the figure for the purposes
of this study.

Finally, for the purposes of the study it has be thought desirable that wher-
ever there is a difference in estimates, to select the most conservative of the fig-

ures, This has resulted in the totsl gain for the commnity being perhaps moderately
but% deliberately understated.

The sconomic advantages of the Port can be conveniently grouped:

(A) Revenue to the government of the Clty of Miamd from Fort
operations, and,

(B) Direct and indirect income to city and county residents and
companies, clearly attributable to the existence of ths Port,

(A) Revenue to the government of the Clty of Miami from Port Operations

The City received #,09,58L.00 from users of Fort facilities in 1955.% Looking
to the future: On the basis of the estimates of passengers and tonnages made above
and after allowing for increased Port charges recently effected, the Port should
generate about £710,000.00 in 1980 and 15‘5% ,000,00 in 1945,

(B} Direct and Indirect Income to the Dade County Area

(1) Lower Transportation Costs

Tt is estimated that the Port is currently saving this area asbout 41,197,000.00

* This, of course, is gross income. Net income, after all expenses, is relevant to
problems of financing the Port but is not a measure of the incoms gensrated by the Port,

MusEbL
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annually on dry cargo now handled through the Port and affecting this area. This fig-
ure will approximate £1,580,000.,00 by 1960 and $£2,060,000,00 by 1955,

The two major components of these estimated savings are the tonnages consumed
and the savings per ton. These were derived as follows. For each significant com=
modity group handled we determined the course of action that would be taken by Port
users if thers wers no Port here. Almost without exception we were advised by users
thet they would continue to buy from the sources they now use, transport by water but
bring the goods into Port Everglades.

Accepting Port Everglades as the most likely alternative for the great part of
the tonnage carried by the PFort, it was then necessary to compute the per ton differ=-
ential between delivery to a typical Miami user from the Fort of Miami as opposed to
delivery from Port Everglades. Typical differentials between the common carrier rates
fer the two services range from a 1aw ﬂf about 90¢ a ton to a high of a .
deapending upon the type of product. Weighting for the respective tonnage of am:h type
of commodity, the total differential between laid-down costs in Mlamd of a Port
Everglades delivery as cpposed to Port of Miaml delivery was approximately $1,197,000.00
in 19553 the welghted average per ton differential being $3.L1.% This fipgure should
probably be considered a maximum, however, since there are carriers (unlicensed for
this operation) who allegedly carry for less than the scheduled charges but it is not
clear as to how they affect the differential [ as opposed to the absolute levels of the
rates ). The diffevential dropas to £2.98 a ton in 1960 and £3.02 in 1965 as a result
of anticipated shipta in types of products carrled. Thus computed the saving will rise
to £1,580,000,00 in 1560 and §2 5060,000 in 1965,

10 these should probably be added the following approximate savings in petroleum
products (at an approximate 8L¢ per ton differential)s 1955, $512,000.00; 1960,
$830,000,00 and 1565, §1,355,000,00, although it is not entirely clear as to who bears
this additional cost.#s

There is ancther important but more nebulous effect of the Port on transpor-
tation costs, By permiiting effective water competition the Port undoubtedly has
foreed rail rates and {¢ some extent probably truck rates, on some commoditiss, to
lower levels than would partain in the absence of such water competition. In the ab-
sence of a Port thers is adequate reason to believe that rail rates (and, possibly,
but certainly to a lesser extent, truck rates) would rise. It is much easier to recog-
nize this contribution, however, than it is to assign a dollar value to it. This
vaguenesss exists both as to the per ton savings and the number of tons to which the dif-
ferential should be applied. As to the per ton saving: water transportation is only
one factor comtrolling rail rates., To what extent lower rail rates should be credited,
say, to the Port as opposed to trucks as opposed to economic conditions, no one can say
with real confidence. TFurther, if the Port were removed, there would remain the formi-
dable competition of water to Port Bverglades and truck to the Dgde destination. Ac=
cordingly, it is difficult to see how the Port can be credited with a saving of more
than the £3.L1 per ton weighted current average differential between using Fort
Everglades and the Port of Miami.®## The actual saving might be substantially less than
this depending upon other competitive factors.

# Inoluding additional costs of exports.

## To these should be added a modest percentage allowance for additional mileage
invelved for some ships in travelling the additional distance to Port Everglades to
unload. The fipures exclude bunker oil.

it Tf the rall or truck product mix should preduge a different per ton average
differential, this $3.L1 figure would be moderately high or low.

- 5] -
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As to the tomnages to which this figure should be appliedt thare i3 no feasi=-
ble way of accurately determining the total tonnage of goods imported or exported by
this area by rail and truck nor is there any practicable way of ascertaining the origin
of the imports or the precise ultimate destination of the Dade aexports, both of which
would be necessary if we wish To know to what extent they would be affected by tha
inerease in rail and truck rates that might follow the elimination of the Port.

It is quite clear, therefore, that the impact of the Port on rail and truck
rates cannot be measured with any reasonable degree of accuracy. Most authorities
would agree, however, that there is such an impact and that it is of substantial sig-
nificance to this area. The significance of the impact is perhaps suggested by such
rough calculations as the following. In 1955, there were apparently just under 125,000
cars brought into Miami. Assuming that these carried about 16.5 tons each, about
2,000,000 tons arrived. Assuming that, say, half of this (1,000,000 tons) would have
been subject to the higher rates of £3.L1 per ton if thers were no Port, the area would
have saved about $3,0L10,000,00, To this would have to be added the truck tonnage fig-
ure, for which no acceptable estimate is available, and the savings in rail and truck
exporta, Rail exports were apparently slightly in excess of 500,000 tons and assuming
again that perhaps half of this (250,000 tons) might have been subject to the £3i.41 per
ton differential, this area may have saved as mach as $852,000,00

There is no implication that the combined figures of 8L,262,000.00 (§3,L10,000.00
on rail imports plus $H52,000,00 on rail exports) does more than marely sugpest the
magnitude of what the Port may be saving the area in rail transportation charges. Simi-
larly with the futwre: by 1960 we should see about 3,1L,2,000 tons carried. Again as-
suming that half would move at the average differential per ton of £2.98 (used for the
1960 water-borne goods comparison) we would see a saving of $1,,680,000.00. For 1965,
the corresponding figures would be half of 3,911,000 tons, at the 1955 per ton dif-
ferential of $3.02, for a possible saving of about $5,90L,000,00, Whan the unknown
differential for trucks is added to these, it becomes even more obvious that this indi-
rect eontribution by the Fort is of substantial significance, even though it is not
satisfactorily measurable,

(2) Employment Resulting From Port Traffie

(a) Longshoremen

Handling of Fort cargoe for the import and export trades reguired longshoremen
wages of $1,200,400.00 in 1955, This figure would, of gourse, be totally lost to the
area if traffic were to be shifted to Port Everglades, By 1960 this figure should ap-
proximate §1,810,000.00 and by 1965 £2,340,000,00, on the basis of forecast tonnages.

(b) Pilotage and Towape

Data provided from reliable sources indicate that in 1955 these operators
received no less than about £272,000.00., Again, this income is directly attributable
to the Fort. For 1960 and 1965, the appropriate fipures approximate £340,000,00 and
$1,20,000,00 respectively, but there is no accurate way of forecasting this, Accerdingly,
the 1955 fipure is used in the minimum estimate for those years,

(¢) 8hip Crews (Dade Resident)

types of crews are relevant to this study: those whe live in this area and
may be assumed to spend the bulk of their earnings here and those who live alsewhere,
but spend part of their earnings here during stopovers. The latter proup are treated

L
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below in Section (3).

The Dade resident group is estimated at 139, with wapes and salaries totalling
about #830,000,00 in 1955. If the port wers not here, it is fair to assumes that the
bulk of this personnel would find it more convenient to live slsewhera.

Since there is no way of accurately forecasting crew requirements, this fig-
ure is also used for the 1960 and 1965 minimum estimates. Tt is clear, however, that
as with (b) above, this is an understatement since the inersase in import and export
tonnage, as well as the increase in passengers, will certainly raise the requirements:
figures of $1,015,000,00 for 1960 and £1,355,000,00 for 1965 would probably represent
fair approximations.

(d) Office Payrolls of Port Users

If one assumes that without a local Port the shipping companies and the vari-
ous types of agents would relocate, either totally or in significant part, this area
would %o that extent lose the incomes currently paid office personnel. This amounted
to approximately $896,000.00 in 1955. This figure is also used for 1960 and 1965
since there is no reliable way of computing increased office requirements as tommages
nandled increase. Actually, an estimate of $1,115,000,00 for 1960 and $1,371,000.00
for 1965 would probably be reasonabla,

(e) Ship Maintaining and Repairing Labor

This area has an important industry involved in ship maintenance and repair.
At this point, we are concerned only with the sector involwed in handling ships
which use the Port, as distinguished from those dependent on the marina. Careful
research indicates that the total payroll for these jobs was in excess of $£02,000,00,
in 1955. This will doubtleas rise gubgtantially by 19680 and 1965 tut since there is
no way of determining a ratio between increased repairs and increased traffic, the
1555 figure is also used as the minimum for the later years. Nevertheless, an in-
orease to §750,000.00 for 1960 and $888,000.00 for 1965 would probably represent a
reasonable expectation.

(f) Labor For New Ship Construction

Roughly $321,,000.00 was paid their labor by shipbuilding companies for new
construction in 1955. There is some question, however, as to the precise extent to
which such new construction is indebted %o the existence of the Port and it is,
therafore, not included in the minimum estimate. Further, available data are not
adequate to permit 1960 and 1965 projected increases for this account; accordingly,
the 1955 figpure is used for all three years.

{3) Other Expenditures by Port Beneficiaries

(a) Ship Maintenance, Repairs and New Ship Construction

The minimum estimate of expenditures in this category creditable to the Port,
excluding that portion paid for labor and raw materials, was about $730,000,00.
Again, there is no established ratic between increased traffie (cargo and passengers)
and increased expenditures for these items, and we have, therefore, also used this as
the minimum for 1980 and 1965. After including an allowance for the new ship con-
struction, about which there is some guestion as to its dependence on the Port, a rea=
sonable 1955 figure would be approximately $8,9,000,00; a further allowance for an

=53 =
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axpacted growth in expenditure as traffiec inereases would raise 1960 to $1,026,000,00
and 1965 to $1,272,000,00, making the fipures for the three years much more reasonable
than that of $#730,000.00,

(b) Provisions, Operating Supplies and Laundry

Most of the larger shipping companies have supplied us with their 1955 expend-
iture data. Reliable estimates can be made for the others and for the smaller companies
from data received from other sources,

These items totalled about £71,8,000.00, after deducting the suppliers! costs
of goods sold., By 1960 they should reach roughly £99L,000.00 and $1,,28,000.00 in 1965,
based on anticipated inereases in cargo and passengers,

(e) Local Expenditures by Passengers and Nen-Dade Crews#

This category includes several types of expenditurest

(a) Visitors who stop over on trips originating and terminating here,
and,

{b) Commercial shipping crews who are not Dade residents®

(a) Although the total expenditure of these visitors is patently substantial,
there are two serious problems involved in any attempt to measure it. First, no ac-
curate data are available as to typleal per capital expanditures, BSecond, it is not
clear as to what would happen in the absence of the Port; l.e., how many would continue
to vislt Dade even though the ship docked, say, at FPort Everglades?

There 1s no way at this time of estimating what percentage of the passengers
take a Caribbean trip as an incident in a Miami visit and to what percentage the Miami
vigit is inecidental to a Caribbean trip. It would seem fair to assume that for thea
substantial majority the trip is incidental but that there are doubtless some who
would not be in Miami if trips did not originate here, BEven if this figure wermas-
sumed to be as low as 10% of all those taking Caribbean trips, or about 5,500 persons
in 1955, their Dade expenditures must be significant in total.#* For example, for
each person spending 2l hours prior to embarking and 2, hours after disembarking (which
iz probably a low average), a minimum average expenditure would presumably not ba lesas
than say, £35 to #40. These arbitrary estimates would alone vield incomes (after de-
dusting suppliers' cost of goods anlﬂ{ a total of roughly £155,000,00 gross income for,
1955. Projected to the 1560 expected minimum figure of 80,000 persons, this might rea-
sonably be £225,000.00 and to 1965, #368,000,00, for the expected 130,000 parsons,

(b) Similar problems arise in estimating expenditures of orews, but minimm
approximations may be useful., Of the 1,636 dockings in 1955, it is estimated that
76,949 separate shore visits by non-Dade crews were involved. Average expenditures

# Dade resident crews are treated separately in 2 (e) above.

## That this would be a falr minimum estimate is suggested by the 11.6% ratio of Florida,
non-Dade, Caribbean travelsrs to total. For the majority of this group, Miami is prob-
ably largely incidental to the trip; to most others, it is 1iKely that the trip is the
more Incidental.
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wollld ba less than for passengars not only because of ingome differences but alse ba-
cause of shorter leaves and the living accommodations provided aboard ship while in
port. Again, it is probably reasonable to assume that the minimum average expsnditure
would not be less than, say §10 per visit, yielding a potential of roughly £574,000.00,

Since it is not possible to predict ecrew numbers for 1960 and 1965, this fig-
ure will also be used for those years although an understatement is apain involwved,
Reascnable approximations for those years would perhaps show about 95,500 shore visits
for 1960 and about 121,000 for 1965, producing gross incomes of about §719,000.00 and
§90L ,000.00 for the respective years,

(C) Other Considerations

The minimum measurable advantages from the present pert and an adequate fu-
ture one, have been set out above, topether with a more reasonable estimate of the
magnitudes. There are, however, several factors which have not been included, prima-
rily because it has not been possible to make reliable estimates, that should be
considered in assessing the contribution of the Port to the economic welfare of this
arcdd .

I Real Estate Values

There are those who feel that the Fort of Miami is unaesthetic and createas
serious congestion; that it thus depreciates the surrounding properties and detracts
in general from the economic and soclal value of the commnity. It has not been fea-
sible to attempt to measure these slements but we have, in measuring some of the

aconomic advantages of the Port, provided a rough standard with which such possibla
disadvantages may be comparasd,

5ti1l others feel that, while a Port may be desirable, the proposed new
location on Dodge Island will depreciate values of nearby residential properties.
Again, it is not possible to estimate, realistically, the dollar fipure that should
be attached to such depreciation, if it should occur. Against such possible depre=-
clation mist be weighed, however, an important consideration.

As part of the present thinking on financing the new Port, the City mxpects
tc sell the present port land, after substantial filling from the new dredging
operations, for about £10,000,000.00. It is also anticipated that large holders of
adjacent properties would also sell thelirs., The combined land would then be suitable
for first class residential or hotel construction and the city estimates that the net
additional tax revenues from such construction would be, very roughly, perhaps no less
than #1,500,000.00 a year, which the City and County Governments would shars about
evenly. This figure might have been included among the 1960 and 1965 advantages ac-
cruing from the plamned relocation of the Port or deducted from the advantages of the
present Fort (in the sense that if nc Port were there, such properties might similarly
be sold). To the $1,500,000.00 figure should be added a substantial, but indeterminate,
allowance for the improvement in the walue of real estate and businesses adjacent to
the present site if the Port should be removed or relocated and the present properties
converted to residential or hotel sites,

ITI Other Expanditurest

Attention has been focussed upon expenditures by major users of the Port. In
the proceas, it has not been possible to obtain data from all such companies and many
smaller ones have been missed whose total contribution would doubtless have besn of
interest, For example, to the total should be added such companies as the ship agents,
payments to stevedoring companies in excess of the lengshoremen and office payrolls

)
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that are included, and smaller and specialized repair services and the burkering trade
(after allowing for their expenditure on shipping and raw materials, which cannot be
sonsidered net income to the area).

Their contribution is in part included in estimated office payrolls and the
balance would not be sufficient, in cur considered opinion, to affact the owverall pleture
in any significant fashion. Their omission should, nevertheless, ba recognized as
underlining the faect that the presented figures are modest estimates,

IIT Miami's Status as a Distributing Cantre

This 1s an important wholesale distribution centre. In the building of this
distributing trade, the Port has almost certainly played an important part, and can be
reasonably expected to play an even more important part in the future as South American
trade develops. Again, it is not possible to assess this contribution in dollars and
cents. We have assessed the additional costs if the Port were not here but the ad-
ditional status given this area through the facilitating role of the Port, is not
measurable,

(D} To Summarize:

A reasonable appraisal of the economic advantages aceruing from the Port is
indicated in Table XVIII.

Deducting the estimated totals shown in the lower half of the Table would
leave the following "minimum™ gains: 8,228,000 in 1955; £10,028,000 in 1980 and
$12,415,000 in 1965. It is our opinion that the gains are much more likely to approxi-
mate the "reasonable" estimate totals of $12,933,000 in 1955, $16,091,000 in 1960 and
£20,951,000 in 1965,
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TAHLE XVIII
ESTIMATED RENEFITS FROM THE PORT OF MIAMI
1955 1980 1965
in thousands of dollars
Operating Revenues of the Port: $ lLao. 4 710, & o8
Direct and Indirect Income
(1) Transportation Savings
Water-Borne Dry Cargo 1,197. 1,580, 2,060,
Water-Borne Fatroleum Products al2. B03. 1,355.
Induced Lower Rail Rates Lhs262. 680, 5,%0L.
(2) loymant
Longshoreman 1,200, 1,810, 24340,
Filots and Towage 272. 3L0. L20.,
Ship Crews (Dade Rasidents) 830. 1,015, 1,355,
Office Personnel 896, 1,115, 1,371,
Ship Maintaining and Repairing Labor 602. T80, 888.
New Ship Construction Labor 32k, 320 32lie
(3) Other Gross Income-Producing
Expenditures by rort Users
Ship Maintenance, Repairs and New
Ship Constructionss 8lig. 1,028, 1,276,
Frovisions, Laundering, Opearating
Supplies, ete. 7L8. 99L. 1,h28,
Local Expenditures by Passenger and
Non=Dade Crews T3l. Pl 1,272,
An appraisal of the minimum economic advantages of the Fort mipght make the
following reductions in the above Tables
1955 1960 1965
Tnduced Lower Rall Rates $ L,262. $ 1,680, $ 5,90L.
Pilots and Towage No change 68, 148,
Ship Crews (Dade Resident) No change 185, 525,
Of fice Parsonnsl No change 219, LT5.
Ship Maintenance and Repairing Labor No change 1L8. 286.
New Ship Construction Labor 32L. 32)1. 320
Expenditures on Ship Maintemace, Repairs
and New Ship Construction 119, 296, 5.
Ship Crew (Non-Dada) Expenditures No change 1L3. 328,
$ L,705 $§ 6,063 § 8,536

# But see Page 55 for "Other Considerations"™ supporting the position that the statement
of "minimm™ advantages undarstates the contribution of the Fort.

## Excluding Labor (included above), Parts and Raw Materials,

Py
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FART V = DISTRIBUTION OF PORT BENEFITS BETWEEN THE CITY OF MIAMI AKD
TALNIN EAS OF DADE COUNTT

In the previous section an effort was made to measure the benefits to the
Dade County area from the port. After considerable analysis reparding the components
of these benefits, and careful investigation to determine their walues, a total of
$12,533,000 was estimated as a reascmable “ipure for 1955, of which an undisputable
minimum amounted to $8,228,00, Corresponding figures for 1960 and 1565 were projected
at $16,091,00" »nd $20,951,000, respectively, of which a minirum of economic advantages
would be $10,028,00 and $12,l15,000, respactively.

This section attempts to break down the total benefits in terms of the City
of Miami and the remaining areas of the county, in order to give an indication on
how the two areas benefit from the existence of the port, separately. Like in the
previcus problem of estimating total benefits, it is impossibla to make a complete
or 100% accurate breskdown, The results must therefore be regarded only as close
approximations, Newvertheless, the percentage of error is not so important as to
affect the validity of the conclusions therefrom.

The distribution of port benefits has been done on the basis of its major
components, as stated in Part IV. An analysis of each one of these components
determined the best possible basis on which to distribute their shara, AMAlso,
whenever a recipient was involved, either an individvual or a firm, his or its
locaticn in either one of the two areas, clty or remaining county, was taken as
the basis for allocating the distribution, The fact that the received paymant may
in a second or future instance affect the income of other individuals or firms in
other localities was disregarded. Such more comple te measurement would have bean
next to impossibla.

1. EBEagie Criteria for Allncating_?nrt Banafita:

The basis for distribution of each one of the separate contributions
made by the port are as followss

(1) Port Revenues:

This is rewvenus generated at the port from the ships making use of its
facilities. These revenues are pald to the City of Miami who owns and operates
the port, The total of this figure is therefore assigned to the clty.#

(2) Lower transportation costs:

These are savings accruing to the area in the cost of transperting goods
in and out of Dade County. These savings accrue from two sources, (a) from the
gestimated saving in cost resulting from handling waterborne trade at Miami instead
of at Port Everglades, and (b) from the estimated saving in rail freipght rates
resulting from the competition by the Port of Miami.

(a) Savings in the cost of handling waterborne trade -

The allocation of savings for dry cargo trade tonnage has been done
on the basis of the percentage distribution of destination of imports and origin
of exports as arrived at above in Part I. The percentage distribution of destination

# Port revermes at locations other than the City Fort are not included above, The
same are relatively small and have been partially included under other benefit
components, such as office payrolls,
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of imports appears in Table VIII, the percentage distribution ef origin of
exrerts appear in Table XI. The combined percentage distribution for des-
tination of imports and origin of exports is as follows:

195k 1960 1965
City of Miami LS. B% 37.L% 37.1%
Dade County (exc. City of Miami) 352 B0 Gl.6
Outside Dade County 19,0 12.2 11.3

Inasmuch as transit trade, i.e. imports destinsd for outside Dade County,
and exports originating outside Dade County, does not contribute to the savings to
the community from handling water-borne trade at Miami instead of Port Everglades,
it has been excluded from the benefit calculation. It mmst also be excluded from
the percentage distribution figures above in order to make the correct allocation.,
By eliminating them we cbtain the following result:

1954 1960 1965
City of Miami 56,5 2.6 L1.8
Dade County (exc, City of Miami) L3,5 57l 58,2

By applying the above percentage distribution to the savings for dry
cargo tonnage for the years 1955, 1950 and 1965 stated abowe we obtain an idea
of the share of these two areas in the benefit from these savings.

It may be noted that we are applying 195L percentage distribution to
1955 savings, Because there is no statistical commedity breakdown as yet avail-
able for 1955 it is impossible to calculate a percentape distribution for the
latter year. However, since the two vears follow one another, one may safely
assume that the percentage distribution for 1955 should have remained pretty
close to the one prevailing for 195L.

Cur next ecaleulation relates to oil tonnage., 01l trade relates to ship-
mants of oil used for bunkering steamers coming to Miami Harber, for use of the
Florida Power Company, and for miscellaneous number of users. In calculeting the
freight savings from this trade in the previous section the oil trade resulting
from bunkering uses was disregarded. Savings resulting from that shrre of oil
imoorts consumed by residents of the area belong to the last two users:Florida
Fower and miscellaneous users. Of this total Florida Power consumed about
5% in 1955. Florida Power has three power plants in Dade County. One Flant, the
Cutler Flant, is located in the somthern area of the county, and is by far the
Targest of the three, Another plant is located at Miami Beach, and a third one is
within the limits of the City of Miami.

For allocating the savings resulting from the oil imports consumed by the
Florida Power, we may take the share of oll consumed at the City of Miami Plant
location as determining the City share of the savings, and the share of oil con-
samad at the two plants in the remaining county areas as determining their share
of these savings.
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Our investigation revealed the relative use of o0il by the three plants
to be as follows:

Cutler Plaat (South Dade) 12.8

Miami Beach Flant 9.l
Total County Areas 82,2
City of Miami Plant 17.8
100 0

For the remaining 15% accrulng to miscellanscus customers, there is no
accurate index for distributicon. The number of customers is considerable and
their locations are not concentrated in either of the areas. By using population
distribution between county and city as an index, we may sprroximate the dis-
tribution of this part of the oil trade. For 1955, the percentage distribution
of population was 37% for the City of Miami and 63% for the remaining county.
Thus, of the 15% one may assign 6% to the city and 9% to the remaining county,

If the proportion of Florida Power oil trade and miscellaneous oil trade
iz maintained for 1960 and 1965, and if we contimue to allocate the Florida Power
trade on the basis of the relative conswmption of oil of its plants, and the
miscellaneous 15% trade on the basis of relative population distribution for the
two areas y’, then the allocation of estimated savings resulting from the oil
trede would be as followa:

1955 1560 1965

City of Mismi 21% 19.5% 18,5%

Dade County (Exc., City of Miami) 79% B0.5% 81.5%
{b) Savings in rail freight charges -

These savings arise from the lower rail freight rates that result because
of the competition provided by water carriers.

Rail trade 1s essentially a dry cargo movemant and its composgition is
gimilar to the water-borne dry cargo trade.

In the absence of more accurate information relying the origin and
degtination of this trade, one may take the percentage distribution applicable
to water-borne incoming and outbound dry cargo trade as approximating the dis-
tribution of the rail trade,

(3) Employment -

These benefits from wapes and salaries paid out to: (a) dock employees,
(b) pilots (including labor used in towing), (e) crew mermbers of boats coming
into Miami who are residents of the area, (d) ship repairing lsbor, and (e) office
staff employess in shipping concerns.

y The projected population distribution for 1960 and 1965 are as follows:

1960 1965
City of Miami 308 23
Dade County (exc. City) TO% 778
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Our investigation regarding the place of residence of these peocple, dis-
closed that for the first two, dock employees and pilots, practically all resided
within the City of Miami limits. Consequently, their entire income figure has
been allocated to the City for 1955 and projected years.

Regarding the remaining threes categories, resident crew, ship repairing
labor and office staff personnal, there appears to be no evident concentration in
any one area, ITheir income ha= thus been allocated on the basis of relative
population distribution between City and remaining county for 1955 and as estimatad
for 1960 and 1965,

(L) Expenditures -

These benefits relate to axpenditures by shipping concerns for (a) ship
building and repairs (excluding laber) and, (b) ship provisions and supplies.
The tulk of these expenditures acecrue to concerns located within the City of
Miami limits. In allocating these expenditures we have assigned the total of
these banefits to the City of Miami.

(5) Passenger expenditures -

Theze expenditures were estimated as the minirmm expendltures to be sxpectad
from the number of passengers who come to Miami with the object of taking a crise
to the Caribbean, These were based on an estimated average 2l hour stay before
boarding the ship and another 2! hours stay after disembarking,

Under such circumstances it is natural to expact that these people will
saek hotel accommodations in close proximity to the port, and we may, therefore,
asgume that their expenditures will be made largely in the immediate viecinity.

(&) Crew expenditures -

Vigiting crew use their ships as living gquarters. As in the case of tha
passenger expenditures above, thers will be a tendency for the bulk of crew expen-
ditures to take place in the immediate vicinity of their headquarters.

Ships coming to Miami Harbor dock at either the City Fort, Albury or
Fishar Island. We nay assume that the crew of those boate coming to the City
Port tand to lesave their expenditures within the city, while those coming to
Albury or Fisher Island would have a stronger tendency to leave their expen-
ditures in county areas other than the Gity of Miami, namely Miami Beach.

We may therefore approximate the distribution of these expenditures on
the basis of the relative distribution of ship crew visits® to either one of these
three dockape locations. The relative distribution of ship ecrew visits for 1955
was a followss

Relative Distribution of Ship Crew Visits

City Port 93.0%
Albury Sl ) 5.s
Fisher Island i i

B Ship crew visits relates L0 Lhe number of ship arrivals muiltiplied DY the size
of their crews.
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2. Distribution of Fort Banefits:

The estimated distribution of port bensfits betwsen the City of Miami and
the remaining areas of Dade County appears in Table XIX,. This distribution has
heen elaborated on the basis of the different criteria stated above for allocating
gach one of the different major components making up the benefits from the port.:
T+ may be seen that for 1955 the City of Miamni's share of the total amounted to
.0 million or 65%, The projected City of Miami shares for 1960 and 1965 are
agtimated at $9.6 and $12.1 millions, or 59% and 58%, respectively, of total benefits.

Becavse of the difficulty in making a precise measuring of these benefits,
it is possible that the estimated figure for 1955 and the projections for 1960 and
1965 may vary from the given totals appearing in Table XIX. Actual figures may be
gither lower or higher than the gliven results,

In order to aveid any misleading conclusions from possible lower results,
we heve also calculated port benafite on the basis of the most conservative possible
agsumpotions. In this way one may point out to certain minimum or undisputable
benafits to accrue from the port.

The distribution of the minimum benefits, as estimated from Table XVIII,
by both City of Miami and the remaining areas of Dade County, appear in lable XX.
mgy be seen that on this basis the benefits to the City of Miami in 1955 total
7 million or 70% of all benefits. The corresponding figures to the 1%60 and
S projections are $6.8 and $68.3 millions or &BE and EIE, respectively.
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SUMMARY

A. Frelght Traffic -

Trade activity in both the Port of Miami and Port Everglades ij is presently under-
going an important expansion. Thie expansion of trade seems to be in direct response
to the rapld growth the areas served.

Port Everglades now handles about one and & half times more trade than the Port of
Miami. This port igs a highly specialized port whereby over 90% of its trade corresponds
to oil products, molasses and cement. OFf a total of 2,331,125 tons in 195k only T7.5%
corresponded to general cargo other than the three commodities already indicated.

The history of the Port of Miami points out to considerably less concentration
in particular comiodities. Nevertheless, in 1954 out of a total of 1,028,075 tons
of cargo handled, 681,358 tons consisted of oll products. Dry cargo for that year
amounted to 346,717 tons, consisting of a wide number of commodities.

In a sense, therefore, these two ports tend to complement one another, whereby
Port Everglades tends to be a highly specialized port largely dependent on three
commodities for its volume of cargo, and the Port of Miami 1s considerably less so,
handling a wide wvariety of general cargo.

Both ports are essentimlly ports of importation. Import tonnage (including domestic
receipts) for both ports averaged spproximately 90% of total trade annually, during the
five year pericd 1950 to 195k,

Although imports at Port of Miaml comnprise a larger number of individual commodities
it is possible to group a considerable amount of these under three major categories:
oll products, construction materials, and foodstuffs. For the five year perlod 1950 to
1954 approximately 90% of Miami's import tonnage consisted of products belonging to
these three groupings. Exports, on the other hand, are less easily grouped. However,
they consist largely of finished manufactured products, construction materials and
fopdstuffs.

The majority of Miami's water borne imports originate from domestic sources. For the
five-year pericd 1950-1954 the annusl average sea borne imports was 863,100 tons. Of
this total 69% originated from domestic sources and 31% corresponded to foreign imports.
Domestic imports originate from Texas, the northeast of the United States (New York,
Fhiladelphia and Baltimore), and California. Shipments from Texas consist almost
entirely of oil products, while shipments from California consist largely of canned
fruits and vegetables, and wines. The Atlantic ports supply in addition a wide range
of other types of commodities, and ag a source of domestlc dry cargo imports are by
far the most important suppliers.

Foreign imports originate mainly from three areas. The Caribbean supplies bananas,
fresh fruits and vegetables, and cement; Canads supplies standard newsprint paper and
lumber; while Europe (largely the Netherlands and Belgium) supplies cement, steel
mill products and a variety of other items.

if Port Everglades is located in Broward County to the north of Dade, about 20 miles
from the Port of Miami.
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Cutbound water borne shipments from Mlami are destined to the Caribbean and other
U.5. Atlantiec ports. Exports to the Caribbean countries constitute the larger share
of Mlami's shipments, and considerable porticne of this trade is destined to Nassau and
Cuba.

Tonnage projections by individual commodities revealed that the Port of Miami may
expect an ilmportant increase in trade tonnage potential for the future. The total trade
tonnage in 195% amounted to 1.0 million. By 1960, trade tonnage potential is estimated
at 1.7 million, and for 1965 at 2.5 million, representing increases of 665 and 146§ for
1060 and 1965, respectively, over the volume handled in 1554.

Total dry cargo trade tonnage in 1954 amounted to 346.7 thousand. By 1960, dry
cargo trade tonnage potential 1s estimated at ©03.5 thousands, and for 1965 at
769.6 thousands, representing increases of Th% and 122% respectively, over the
volume handled in 1954. Although both dry cargo import and export trade potentials are
expected to increase, the import or inbound trade reveals a stronger tendency towards
expansion.

The above projections should be regarded as traffic potentiel which might be realized

only if the proper facilitles are avallable at the Miamli harbor at the time.

Our inquiry into the relative distribution of dry cargo trade by destination of
imports and origin of exports, for 1954 and projected years 1960 and 1965, produced the
folloving breakdown:

195k 1560 1965
City of Miami Ls .04 27.544 37.1%
Dade County (Exeluding City of Miami) 35.2 50.L 51.6
Outside Dade County 18.0 12.2 1l.3

B. Passenger Tralfic -

Since 1948 Miami has developed & relatively important passenger traffic movement
in the field of pleasure cruises to the Caribbean. This volume may be measured in
terms of number of passenger arrivals, amounting to 53,3156 in 1955.

The movement 1s highly seasonal drawing an important volume of its customers from
Miami's tourist population. However, because of the contribution of Floridians and
Cubans to this trade, & higher volume of activity is reached in the summer as compared
vith the winter peak.

Crulse passenger traffic appears to be highly sensitive to fluctuations in income
and general business activity. Both the 1948-L9 economic recessions and the 195k
decline in income and employment resulted in a reduction of passenger traffic from the
previous years. Aside from such minor set backs, the general trend is cne of a
steady increase in volume, with a particularly rapid expansion within the last year and
a half.
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It appears possible that in view of the increasing popularity of these Caribbean
cruiges, high class passenger vessel facilities may be ipntroduced to servicing this
trade. The introduction of the more pleasant and luxuripus variety of vessels at a
later dete mey have gquite significant effects on this trade.

A further possible development 1s that of a new passenger trade route between Miami
and Europe by lnteréested European concerns.

Projected figures for the volume of passenger arrivals as of 1960 indiecate a low
of 80,000 and & high of 100,000. 8Similar projections for 1965 point to & low of
130,000 and & high of 200,000 passenger arrivels.

C. Estimated Faecllity Reguirements -

From the existing trends in water borne shipments, three main considerations
appear evident regarding the Port of Miami: (1) considerable cpen space for open
" storage and traffic uses will be reguired, (2) sdditional bulkheading space, to the
amount now available within existing port facilities, will be needed, and (3)
provisions should be made to take care of the new trend towards trailer frelght
transportation.

The main bottleneck at the present port facilities iz the lack of cpen storage
space. Because of it; the existing port facilities have falled to realize the
maximum of the port's trade potential. DMorecover, the prevalling trend towards the
use of trallers for carrying freight from its point of origin to its point of
destination without unloading the cargo, will demand considerable areas for open
storage of these trailers in the future, as well as for their freedom of movement.

Taking the above three considerations into account and under the light of the
expected nature and volume of trade potential anticipated as of 1965, the following
recommendaticons are made regerding facllity reguirements at the proposed Dodge Island .
Port. -

FTEiEht Terminal Requirements:

{1) The 100 acres to be available at Dodge Island would be sufficient to take care
of open storage space needs until at least 1965. |

(2) Approximately 8,000 feet of dockage will be reguired to take care of the needs
of the port until 1965, of which at least L,600 feet should be made avallable for deep-
water ships. This will permit 9 such vessels to load and unload simultanecusly.

(3) The new port should be equipped with about 300,000 sguare feet of covered
storage. Due to the large amount of opeén space available at the new site, this ware-
house space may be readily expanded, if needed.

(4) Approximately 10,000 square feet of refrigerated space should be installed
at the new port, and the new installation should be run in a manner similar to present
lockers. Much of the present equipment can be reinstalled at the new site.

(5) About 50,000 square feet of office space should be provided for at the new
port. A two story bullding with a 25,000 square feet floor area per floor is recommended.
Like warehousing, these facllities way be readily increased in the future.

(6) Pacilities for railroad loading should be provided at each warchouse, and a
emall but adequate sorting yard should be provided on the new lsland.

ITI
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(7) Ome specially-designed berth must be provided for loading and unloading
trailer-carrying ships. This berth should be strategically located in the island so
as to permit (a) considerable future expansion of this type of facilities, (b)

a large amount of trailer parking area adjoining it, as well as an expansion potential
for such area in line with future additions to berth facilities, and (c) ease of
traffic movement for trailers entering and leaving the port area.

(8) A minimum of passenger facilities should be provided at the new freight
terminal, to hendle not more than 200 passengers, wWhich may arrive in combination
freight and passenger liners.

Fassenger Terminal Requirements -

(1) Except for handling of automobiles and ships' services, such as laundry,
provisioning, ete., it will be necessary to provide only passenger facilities at
thie terminal.

(2) It is recommended that berthing space be provided for 4 vessels, of the
existing Caribbean cruise type, or approximately 2,000 feet of bulkhead space.

(3) It is estimated that Customs, Immigration, and passenger and luggage
facilities should be provided to take care of 1,000 passengers simultanecusly.

(4) A garage for car storage, capable of housing 300 cars, should be provided
at the new terminal.

(5) It is recommended that enough flexibility for expanding the above facilities
after 1965 should be allowed for.

D. Econcmie Slgnificance of the Port

The Port mekes two major contributions to this area. First, and of the lesser
importance, fs the revenue to the City Government from the operation of the Port.
Second, is the direct and indirect income to the residents, generated through the
existence of the Port.

In presenting these contributions, we first set forth the 1955 figures, followed
by reesonable estimates for 1560 and 1965. The latter group are essentially based
on the sbove forecasts of cargo and passengers. For each significant item is shown
both the minimum that can be credited and, where feasible, an adjusted figure showlng
what might be & more reascnable estimate. We have not, however, presented the possible
maximum figures, believing that no useful purpose would be served. It 1s stressed that
any assessment of these data should recognize that they are understated to the extent
that they include the contributions of many smaller firms whose figures are unavailable
and that they glve no special welght to the way in which the Port facilitates the
development of the area as & distributicn centre {other than by providing econcmleal
transportation). In brief, the emphasis has been in providing a statement of the
probable minimum gain, extending this to include probable gaine from the Port, and
Avoiding the maximum but less probably advantages.

The findings are conveniently tabulated on Teble XVIIT but may be summarized here.

Reasonable estimates for 1955 show & total probable gain of $12,933,000. Assuming an
adequate Port, this figure should reach $16,091,000 in 1960 and $20,951,000 in 1965.

v
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Of these totals: Port operations generated $410,000 in 1955, in the form of
revenues paid the City by Port users; this should rise to $710,000 in 1560 and
$958,000 in 1965,

Savings in transportation costs totalled about $6,000,000 in 1955. Of this,
$1,800,000 represented savings on water shipments (against bringing these goods in
through Fort Everglades, the alternative that would have been used by most local
concerns if the Port had not existed.) The remainder, about $4, 200,000 represented
vhat may have been saved on rall rates through the existence of low-priced water competi-
tion. The corresponding figures for 1960 should show & total saving of over $7,000,000:
about $2,400,000 on water shipments and almost $4,700,000 on rail rates. For 1965,
the total rises to over $9,300,000: about $3,400,000 on water shipments and about
$5,900,000 on rail rates.

Euployment directly traceable to the Port totalled over $4,000,000 in 1955. It
should reach about $5,300,000 in 1960 and $6,600,000 in 1965. This ineludes such
items A8 longshoremen's wages, ship crews, office payroll and ship repair labor.

Finally, Port users provided firms in this area (in addition to the employment
included abowve and after further deductions for what such firms had to pay for the
raw materials uséd or the wholesale prices of the goods scld) with just over
$E,3ﬂﬂ,ﬂﬂﬂ in 1955. This includes such items as new ship construction, operating
gupplies; provisicons and the multiplicity of 1ltems bought by passengers and crews. By
1960 this should total Just under $3,000,000 and by 1965 just under $k,000,000,

The minimum, in contrast to the probable estimates, totalled $8,228,000 in 1955,
$10,028,000 for 1960 and $12,415,000 for 1965. These reductions were obtained by
dropping certain items where the magnitudes could be subject to debate, such as the
$4,262,000 credited in 1955 to water competition's effects on rail rates; other items
where some part of the gain might be obtained without a Port, such as in commerciml
shipbuilding, and, where there is no established ratioc between inecreased Port traffie and
the items under considevation {f&r example, 1t cannot be proven that 1if traffic doubles,
expenditures on ship repairs will rise any specific percent), we have assumed that only
the 1955 figure will be maintained. BSuch a procedure cbvicusly understates the growth
to be expected but does provide a sound basis for estimating the very least that can be
anticipated.

E. Distribution of Port Beneflis between Clty of Miaml and Remaining Areas of Dade
County -

In order to indicate how the two aress; l.e. Clty of Miaml and remaining areas
of Dade County benefit from the existence of the port; we have distributed the total
gains from the port as estimated in D above, between the two.

A separate distribution was made for each one of the major components contributing
to the total pgains. Each conponent was allocated under separate basis or criterium,
determined by an analysis of the same. The results are conveniently tabulated on
Table XIX, but may be summarlzed here in the following mantmer;

G,




Actual Distribution:

City of Miaml

Dade County (Execluding City of
Miami )

Total Dade County

Felative Distributlon:

Mty of Miami

Dade County (Execluding City
of' Hium;]

= - ™ = e -
Total Dade County

- VI
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AFPENDIX I
MIAMI'S WATER-BORNE FREIGHT THADE, BY COMMODITY CGROUES

FRUITS, FRESH (FEEFER)

Total In-::::.“n']la l'}'|,|_;E"-::; j_nE

Year

1938 52T L85 b2
1?'4-_".-' 20, 226 14 3 950 .; ? ElE:'
1946 G,T4d 6,822 1,926
1947 a,276 6,899 L, 37T
1ghE 2,570 1,258 1,312
1945 2,156 1,045 1,107
1950 7,039 5,827 1,212
1951 2, Tk 1,728 1,016
1952 3330 2;219 1,111
1953 5,257 4, 601 656
195k 5,655 by , b7 1,248

Frojection
1960 5,000 3,800 1,200
1965 5,000 3,800 1,200
VEGETABLES, FRESH (REEFER)

1938 28,950 1k, &k 14,256
1945 31716 9,977 1, ?61
1946 16,00 7,743 8,262

19h7 1&,;:6 L,212 5,80k
1948 5,793 2,268 3,525
1549 3,006 Lgly o, 602
1550 5,726 4,353 1,373
1951 |JJfG 6,266 1,410
1952 JrJf L_Cﬁﬁ 1,430
1553 |J| 6,910 GEL
1554 6,150 5,676 50k

Projection
1560 5, 200 5,000 200
1965 5,000 5,000 -




Year

1938
1945
15h6
1547
1948
1549
1950
1951
1952
1953

195k

Projection
1960
1965

1938
1945
1946
194T
1948
1549
1950
1951
13952
1953
1554

Frojection
1960
1965

AFPENDIX I (Con't)
MIAMI'S WATER-BORNE FREIGHT TRADE, BY COMMODITY GEROUES

FIRST RESEARCH CORPORATION

BAMANAS, FRESH (REEFER)

Total

L ,809
121, k25
1k5, 662
154,320
126,487
109,715

B4, 573
59,736
35, 20%
43,700
31,227

30,000
35,00

Incamigﬁ

!’1559
121,425
145, 662
154,320
126,L8T
109,71

ek, ST

59;73?

35,504

43,766

31,227

Qutgoing

ALL OTHER REFRIGERATED ITEMS (INC. MISC.) REEFER

1,816
2,920
L5
230
2,03
I, 5¢
505
1,619
1, 1E]
549
650

1,651
1,867
20k
52

5T

69
ot
)
LT

28

260
170

165
1,061
151
178
1,977
L8z
k36
1,525
1,129
8oz
22




FIRST RESEARCH CORPORATION

APPENDIX I (Con't)
MIAMI'S WATER -BORNE FREIGHT TRADE, BY COMMODITY GROUPS

FRUITS AND VEGETABLES CANMED (R CONTAINER (NON-REEFER )

Year Total Ineoming Outgoing
1938 30,755 26,304 by, 451
1945 5y lleh 363 5,081
1946 8,473 5,72k 2,755
1947 T:32 7,092 229
1944 14,578 1k, bk 164
1949 15,952 15,451 501
1950 15,724 15,018 TOB
1951 17,204 16,063 1,231
1952 23,196 22 Los TOL
1953 26,598 25,7 830
195k 29,968 29,457 531
Projection

1960 56,000 56,000 -
1965 80,000 80,000 -

LIQUORS, WINES AND BEER (NON-REEFER )

1934 34,812 34,557 255
1945 T,T34 6,622 1,112
1946 662 350 a2
1947 b, Ll 2,400 2,080
1948 1,831 1,172 659
1549 3,693 3,488 205
1950 5,016 4,966 S0
| 1951 2,122 2,035 87
| 1552 3,606 3, 504 102
1953 g,L6d 9,413 55
1954 8,295 7,965 330
Projection
1960 1k, 000 14,000 -
1965 22,000 22,000 -
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APPENDIX I (Con't)
MIAMI'S WATER-BORNE FREIGHT TRADE, BY COMMODITY GROUFS

ANTMAL FEEDS ( NON-REEFER )}

Yeary ;:.'-::-t.EL'_ Incoming D'utEiEE
1938 20,465 20,168 297
1945 ThE - T4E
1946 274 - 27h
1947 3,543 429 3,114
1948 - = e
1949 2,901 2,803 98
1950 4,782 4,670 112
1951 310 86 ool
1952 k,132 4,033 93
1953 2,035 1,67k 361
1954 54573 3,871 1,702
Projected

1950 b , 500 3,700 800
1965 &,000 4,800 1,200

ALl OTHER NON-REFRIGERATED ITEMS

1938 26,997 26, 502 kg5
1545 13,k01 5,27k 8,127
1546 10, 92k 7,510 3,414
1547 13,676 10,348 3,328
1548 21,824 75512 1h,312
1949 12,100 8,852 3,248
1950 10,590 7,526 3,064
1951 T 4296 5,007 2,289
1952 T:366 L,392 2,97k
1953 10,251 7,515 2,736
1554 9,955 T:»313 2,642
Frojected
1960 9,000 6,400 2., 600
1965 8,400 5,900 2,500
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APFENDIX T (Con't)
MIAMI'S WATER-BORNE FREIGHT TRALDE, BY COMMODITY GROUPS
STANDARD NEWSFRINT PAFER

Total Incoming RDutEgoing

1938 13,157 12,333 8ol
1945 8,081 7,849 232
= 1k, Gofl 14,579 49
1947 21,931 21,906 25
1949 h3,687 k2,868 819
1950 2,730 k2,719 1

1951 Lo, 726 Lo, 643 83
1952 51,20° 51,151 =
1953 56,356 56,349 i
1954 60,117 60,107 10

Projected
1960 80,000 80,000 -
1965 100, 000 100, 000 -
PAFERS AND MANUFACTURES
{INCL. MISC.
1538 3,541 2,560 981
1545 311 - 311
1946 304 1k 290
1947 TO5 289 416
19458 L,037 3,425 51;
1949 5,588 3, 50k 2,08k
1950 6,552 L,198 2,354
1951 12,186 2,431 9,755
1952 8,00k 1,500 6, 50U
1953 6, Gl 2,976 3,968
1554 8,393 3,654 L,739
Frojected

1960 12,000 2,600 9,400
1965 1k, 500 2,200 12,300
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APPENDIX I (Con't)

I MIAMI'S WATER-BORNE FREIGET TRADE, BY COMMODITY GROUES

l LIMEER AND SHINGLES

l otal Imnminﬂ Dutg-&iﬁﬁ
1938 6,452 Loz 6,030
1945 2,098 - 2,098

I 1946 6,049 25l 5,795
15k7 6,309 2,121 4,188
1948 3,855 109 3; Th6
1949 3,254 30 3,224

. 15950 4,106 228 3,878
1951 5,194 162 5,032
1952 T4 245 2hls 7,001

l 1953 b, 679 8oz 3,877
1954 26,080 21,7758 L, 302

I Projected
1960 140,300 133,000 T, 300
1965 169,200 160,000 g, 200

WoOD MANUFACTURES

l 1938 T 2457 5,831 1,666
1945 226 226 -

I 1946 623 86 53T
15k 1,382 T3 1,309
1548 1,878 2 1,876

I 1949 2,152 2T 1,875
1950 1,626 296 1,330
1951 1,773 Lk 1,329
1952 3,201 1,214 2,007

I 1953 2,509 T03 1,806
1954 1,844 398 1,46

I Projected
1960 2,600 T50 1,850

I 1965 2,300 900 2,000




FIRST RESEARCH CORPORATION

APPENDIX T (CON'T)
MIAMI'S WATER-BORNE FREIGHT TRADE, BY COMMODITY GROUPS

ALL OTHER VEGETABLE PRODUCTS (IREDIBIE AND TEXTILE FIEFES )

Year Total Incoming Qutgoing
1938 5,326 L,ohé 380
1945 Tek L5l 273
1946 208 208 -
1947 81k 142 672
1948 1,291 121 1,170
1949 3,009 1, 604 1,405
1950 5,124 2,578 2,546
1951 4,590 2,568 2,022
1952 6,520 4,192 2,328
1353 6,838 L, 716 2,122
1954 &, 06k 3,96k 2,100
Frojected

1960 10,000 7,000 3,000
1965 12,000 9,000 3,000

MOTOR FUEL AND GASOLINE

1938 291, 367 289,606 1,781
1945 107,638 107, 247 391
1946 228,771 228,339 432
1547 97,038 96,271 TET
1945 78,295 77, k1 a5k
1549 87,855 85,613 2,046
1950 87,301 86,418 883
1951 78,691 TT, Blk 1,047
1952 58,861 5T, 3608 1,473
1953 6l 110 63,075 1,335
1954 5T » 590 57,323 267
Frojected
1960 51,000 50,000 1,000
1965 L8,000 47,000 1,000
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APPENDIX I (CON'T)
MIAMI'S WATER-BORNE FREIGHT TRALDE, BY COMMODITY GROUPS

GAS OIL AND DISTILIATE FUEL OIL

I Year vhal Incoming Qutgoing
1938 10,698 10,608

l 1945 75,615 72,33 3,.2?'5
1946 21,337 51,00k 2h3
1547 13,026 13,026 -

I 1948 ‘3'3, 36 25,536 -
1549 b6, 104 Ll , 950 1,154
1950 48,712 LT.104 1,608

I 15951 88,420 87,017 1,403
1952 *E‘“, 290 198,504 386
1953 J.r:.»h,,&.:_; 162,833 192

I 1954 123,772 123,528 2l

Projected

195’:' l .-F'l_, .-u:' 139}mﬂ -

I 1965 162, 000 162,000 -

I KEROSENE
1938 1h,362 1k,340 22

I 1545 &, 007 6,007 -
19546 17,410 17,300 80
1947 8,272 8,225 4T
1948 6,507 6,058 i.!ig

l 1949 2,022 1,553 69
1950 2,19 s £ ;k.n 210
1951 2,755 2,670 85

I 1952 L, 107 3,992 115
15953 3,595 3,507 88
1954 2,735 2,698 E1)

I Frojected
1960 2,000 2,000 -

I 1965 1,700 1,700 -




1949
1950
1951
1 9.‘.\.-".
5
l I

%
_.-.-

-l'-'l.l\J

L

l._

Projected
1960

Frojected
1960

1965
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E.‘__.:':.'l:.':'T;.'.":.: T |"".'~'.~'1-:l:|
MIAMI'S HATHH—H"jﬂf FREIGHT TRADE, EY COMMODITY GROUPS

= IDUAL FUEL OIL

Total Tncoming
e ™

.i'i-:l -.-:\:_.I:_I =
205,331 193,243
195, ek 192,168

22,057

-_ (= i i i
=28, ML 228, 2k
199, 5Tk 198,613
o ==L I

Uy 25l 310,231
3 11 5 IC . 216
_|_.-.'_|._: o o g:l.-":ljlt‘:
= =

*'.:'.._} B"F:-
..:".:J,._'__. -|-1 3 9:5,1
'.-\..':_-_-.:.-.:.I —.-:_-;'-I—

880,000 880,000
. | '“"l W | B W
1, 508, 000 1, B0, D00
FETROLEUM ASPHALT
1,387 1,387
12
w1 o
41 -
'I'u. =
., *1 =
1.5 1,149
, 201 3,13k
1 E =] Ml )
By LG 16,204
1,:#ﬁ 11,720
Ly ."-‘+-r 131 |‘I!|-|-
2o, ThB 22,703
28,500 28,500
42,000 k2,000

Outgoing

ok, 699
12,088
1,354
60,5483
202
Q61

EI:r I L?
12,876
18,018

125
B
b1
Th

T

174

268
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APFENDIX I (CON'T)
MIAMI'S WATER-BCORNE FREIGHT TRADE, BY COMMODITY GROUPS

FETROLEUM FRODUCTS - LIQUID FORM
(Including Lubricating 0ils and Greases
and Products N. E. C. )

Tear Total Incoming Outgolng
13938 5,796 5,710 86
1945 602 214 3
lEhE Ej EE"E' J'5:2'5-']'. ?ﬂg
1ok 3,725 2,982 743
1948 15,212 14,538 674
1949 7,090 T+ »356 T3k
1950 15,474 .'I.ll-_, 352 1,122
1951 8,47 7,831 616
1952 By ill.::l L, Loo alg
1953 8,270 7,430 840
1954 L ,001 3,136 865
Frojected
1960 3,400 3,100 300
1965 2,800 2,500 300
BUTLDING CEMERT
1938 20,736 20,687 4g
15L5 5:531 - 2,531
19k6 2,17k g 2,27}
1547 9,113 58 9,015
1948 12,671 E, 323 ﬁ, 48
191"9 10,972 ": IlI'J- D,! 231
1950 65,498 62,363 3,135
1951 106, 292 1c1+J 017 2,275
1952 9,031 9l,952 2,079
1953 45,'.'54 39,637 1 127
1554 30, 356 28,076 2,280
Projected

1960 16,000 15,200 800
1965 13,500 13,000 500
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APFENDLX I [ (Con't)
MIAMI'S WATER-BORNE FREIGHT TRADE, BY COMMODITY GROUP

GLASS AND GLASS FRODUCTS

Year Total Incoming Qutgolng
1938 13,373 3,062 10,331
l';l-l-i E-:'.: '?:'TE i 5.! DTE'
19h6 LOG 206 200
1947 1,119 31 gog
1948 1,116 854 262
1949 1,843 1,211 632
1950 4,162 3,788 3T
1951 5,417 5,009 348
1952 4,730 L, 296 3k
1953 7,572 , 395 2TT
195k 10,008 9,742 265
Projected
1960 27 , 000 27,000 -
1565 39,500 39, 500 -

IRON AND STEEL SCRAF

1938 4, 622 - 622
lS‘Jrj - - =
1946 56T 201 366
1947 5,602 “,'l 239 lrhl'a
1948 1,190 1,176 1k
1049 - - -
1950 o i i
1951 1,302 1,302 =
1952 5,612 3,130 2,482
1953 1,772 20k 1,568
1954 2,762 236 2,526
Projected
1960 2,500 - 2,500
1965 2,500 - 2. 500
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AFPENDIX I (CON'T)
MIAMI'S WATER-BORNE FREIGHT TRAIE, BY COMMODITY GROUP

ROLLED STEEL MILL PRODUCTS (FINISHED AND
SEMI -FINISHED)

Year Total Incomin Outgoing
19 jE 5471 23 471 B
1945 - - -
1946 = - -
1947 - - -
1048 -, - =
1949 11,31t 10,312 1,002
1950 21,650 21,366 28
1951 25,011 oly Liy) 570
1552 21,826 20,526 1,302
1953 36,501 35,865 636
1954 35,002 29,202 5,800
Projected
1960 103,000 101,000 2,000
1965 154, 000 152, 000 2,000
OTHER METAL MANUFACTURES
1938 11,318 10,708 £10
15h5 671 - 671
15L& 1,230 41k 816
1547 1,314 83 1,231
1948 17,533 15,239 2,20l
1943 3,562 1,756 1,154
1950 20,871 18,070 2,801
1951 16,739 13,251 3,488
1952 5 : 177 :'-'.r EL.:.II. E_; A 70
1953 70,000 3,438 3,562
1954 9,555 b,617 4,938
Projected

1960 21, 000 11,500 9,500
1965 28,000 20,000 8,000




FirsT RESEARCH CORPORATION

AFFENDIX I (CON'T)
MIAMI'S WATER-BORNE FRBIGHT TRADE, EY COMMODITY GROUP

-

CONSTRUCTION MACHINERY AND PARTS

Tear Total Ineoming I:lut_g-:-i':.-E
1938 = = i
1945 - £ -
1946 - - 2
1947 - & £
1948 B 5 !
1945 ) - G949
1950 929 - 929
1951 ,010 < L,010
1952 1,627 - 1,627
1953 2,141 [ 2,135
195k 1,935 82 1,835

Projected
1960 2,100 - 2,100
1965 2,250 - 2

OTHER MACHINERY

1936 1,122 = 175
1945 L 30 b5k
1946 2,337 50 2,247
1947 2,264 51 25213
1548 2,753 04 2,h4kg
1949 2,693 621 2,052
1950 b, TOT 2,087 2,710
1951 8,066 2,169 5,067
1952 76 k980
1953 5,682 1,573 4,109
l?ﬁ‘l'l' s "':lé.l: = 028 :7:‘..1 039

Frojected
1960 16,500 2,500
1965 22,500 3,000 19,500

F-
=
Sa




FIRST RESEARCH CORPORATION

AFFENDIX I (CON'T)
MIAMI'S WATER-BORNE FREIGHT TRADE, BY COMMODITY GROUP

FERTILIZERS AND MATERTALS

Year Total Incoming Outgoing
1538 2,847 2,254 593
1955 1,297 - 1,297
19456 1,459 130 _h_,,_._u
1947 765 Th 651
15h8 1,400 195 1,205
1949 1,099 127 a72
1950 1,290 299 9oL
1951 2,0k g8 1,946
1952 2,062 47 2,015
1953 1,529 389 1,140
195k 1,541 336 1,605
Projected
1960 2,900 300 2,600
1965 3,600 300 3,300

OTHER CHEMICAL PRODUCTS
(INCL. MISCELLANEOUS)

1530 9,359 9,095 26k
1945 232 23e
1946 731 ETH 56
1947 3,405 2,360 1,045
1948 5,306 h,339 967
1949 1k ,330 13, 040 1,290
1950 15,T7s 14,&;3 1,164
1951 12,667 10, 691 1,976
1952 T,123 5,613 ﬁ,;l”
1533 10,395 6,99ﬁ 3,396
1954 6,442 5,308 1,134
Projected
1960 b , 700 3,800 SO0
1965 3,600 2,900 TOO0




FirST RESEARCH GCORPORATION
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FIRST RESEARCH CORPORATION

AFFENDIX I (CON'T)

%

MIAMI'S WATER-BORNE FREIGHT TRALIE, BY COMMODITY GROUPS

SAND, GRAVEL AND CRUSHED RO

Year Total Incomin Outgoing
1538 26,048 26,039 T
1 |__ e s ol &

o2 i St
J___-;'l-.u = j-l- - T
1547 aly 3 oly3 E

=
LT Y
ho |
fled
]
1
I

- . o
1953 l,Lh; 40 [ 1
1954 2,043 1,018 1,025
Projectad
190 = = =
Fay.
1965 - - =
COMMODITIES NOT ELSEWHERE CLASSTFIED
™ — | I- -'l. -~y ..:_...
1934 80,130 Sk, 62 25, 668
3 L= e - ; ]
1945 45,730 *“3'!“ 50 29, 670
P - i 12,
1646 20,160 |'__,-|_21 5,5;.-]'
2 P o [
1 ||: E 3 :,'_,,__:3:‘: ?_,J_-_,_Z'E.!_'b J = ﬁ”.
1948 25,102 260, 900 5 L2

1949 25,796 2k ,108 688
1950 30,445 28,333 112
1951 27,660 1E!. sk8 9,112
1952 1l,316 u,:.:-." -J-,‘:'.-+j.
lEEJ Eﬂ,lﬁl lEJET, f:ﬁLf
195k 29,712 13,126 16,586

2 P b T
o=k

Projected
1960 31,000 13,000 158,000
1965 32,000 13,000 ;9,950

* Includes Intrensit Carge 13,750 11,000 2,750




Job #719

1.

FIRET RESEARCH CORPORATION

APFENDTX II

Do you SHIP your FRODUCTS out of Dade County by water?

(IF "WO", SKIP TO QUESTION 3)

A. (IF YES) VWhat percentage of the products you manufacture
are shipped out of Dade County by water?

E. What would this represent in tons per year?
Port of Miamd

Port Everglades
Both

Do you ship your products from

A. If both, please indicate percent of total
shipped from each port? FPort of Mliaml

Fort Everglades

Do you FECEIVE any of your MANUFACTURING
materials by water?

(IF "RO", SKIP TO 5)

A. (IF "YES") About what percent?
B. ¥What does this emount to in.tons per year?

Port of Miami
Port Everglades

Please indicate percentages recelved from

Do you anticipate meking any future shipments by water?

A. (IF"YES") What percent of your shipments?
B About what would this represent in tons per yeary

Would the improvexments of the City of Miami Port
be sdvantageous to your operations?

PLEASE COMMENT

Yes
[

1]

Lo

m
1O0S

H

rons

E-23

Tons

Yes
Ko 7]

Hame of Company

Name of Respondent

Address

(Person completing form)

Title (Position)




