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Introduction’

Indonesia is one of the largest maritime nations of the world and the total length of its coasts can span
the entire world. In such a vast archipelago ports are of crucial importance: when we consider the sea as
the thread between the isles, we must regard the ports as the knots.

Tanjung Priok, near Jakarta, is nowadays indisputably the national and intemational main port of
Indonesia. Next year it will be 125 years since the construction of the harbour works of Batavia began.
The Dutch colonial authonities hoped that a new modern deep sea harbour could restore the position of
Batavia —the name of Jakarta during the colonial era— as port ¢ity in Southeast Asia. Established by the
VOC, the Dutch East India Company, as its headquarters in the archipelago, Batavia had been a thriving
port city for almost two centuries,” but in the nineteenth century it gradually lost its prominence, not in
the least to Singapore, the big ‘rival port’ founded in 1819 by Sir Thomas Raffles.’ Batavia's harbour
facilitics were outdated, and did not meet the new standards of shipping, that had been set by the
breakthrough of steam powered shipping. Morcover, the expanding trade flows increasingly followed
new routes and went through Singapore. Therefore the issue of port rehabilitation for Batavia was not
only economically inspired, but also politically and ideologically.

“The harbour works for Batavia are destined to open a new era in the construction of grand
works in the Netherlands Indies™, wrote the editor of a leading yournal, at the start of the construction
works, deliberately referring 1o a famous phrase by the founder of Batavia in the seventeenth century.’
After 8 years the port construction was completed, although the port had been in operation already for
several years.

In the last quarter of the nineteenth century the Dutch colonial government, in the spint of
‘modern imperialism’, made a serious effort to bring the various island of the archipelago into a coherent
political and economic system, not seldom by military force but also by more subtle economic or
mantime regulations, such as the opening or closing of ports for foreign ships, or the layout of shipping
of routes with buoys and coast lights (Taghacozzo 2000). Three kind of changes occurred at the same
time and reinforced one another: a shift of orientation in economic transactions towards a new regional
centre in Java, an active economic policy on the pant of the colonial government and an enlargement of
productive capacity conditioned in part by a massive inflow of factors of production (Houben and
Lindblad 1996:4),

' The research for this paper has been conducted within the rescarch program “The Java Sea in an Age of Transition
1870-1970" in which Vrije Universitent Amsterdam, Universiteit Leiden and Universitas Diponegoro cooperate. | am
grateful to Alex Claver and Simone de Groot for their comments and assistance with this paper and to Gerry de
Graaf for processing the statistical material.

? The VOC was established in 1602. After almost two centurics, the VOC went bankrupt in 1799.

' Raffles had been governor to Java during the British rule in the early nineteenth century, He also wrote a book on
the history of Java. After 1816, when the authority over the colony was returned to the Netherlands, Raffles travelled
to the Malay area and founded a few years later the port city of Singapore.



The construction of Tanjung Priok, as new port for Batavia, coincided with a process of colonial
state formation. It is my assumption that the creation of a port network has made an indispensable
contribution to these developments. In the historiography of Indonesia the ports in the 19th and 20th
century have been underexposed. It is one of the aims of the project “The Java Sea Region in an Age of
Transition, 1870-1970" to appreciate the functioning of the main Java Sea ports in the socio-economic
transformation of the archipelago. In this paper | will present some of the findings of my research on
Tanjung Priok between 1870 and 1942, and I will give a histoncal account of the development of
Tanjung Priok and its functioning as a central port in the Netherlands Indies. What function did the port
serve, and what is the hinterland it is connected to? What was its position in the mantime system of the
archipelago and of the whole of Southeast Asia? How did it respond to national and international
competition? Who were the key players in the port? What was its relation to the trading city of Batavia?
These questions are central to this paper, coming down to an assessment of the port’s functioning. Was
the port to meet the high expectations of its planners?

First 1 will give a brief overview of the development of the discussions on and construction of the
port Tanjung Priok. Then | will descnibe its hinterland and foreland, followed by a section on the
shipping traffic. Next I will make a incursion into three themes of port functioning: port operations,
harbour management and dock labour. Finally | will return to the general theme of the emergence of a
port system in the Netherlands Indies.

The Batavia Harbour Issue

In 1879 the ‘Koning der Nederlanden’ was the first steamer to leave Tanjung Priok, the new port of
Batavia. Only two years before, construction had started of the first deep-sea harbour of Java, after years
of vehement debates, in which the need for better port facilities was not contested, but the location and
the scale.

The existing harbour of Batavia consisted of a roadstead, the Reede, and a harbour canal, the
Havenkanaal, formed between two long piers at the estuary of the Ciliwung river.” Ships had to anchor at
the roadstead in front of the niver mouth, because the sea was very shallow at Batavia, as it was on the
entire northern coast of Java. Sandbanks hampered the entrance of the harbour canal and smaller boats,
lighters or prahu ferries as they were called in Batavia, had to transfer the goods between the ships on the
roadstead and the warchouses ashore. The transfer onto prahus’s was a laborious and precanious process,

* 1P Coen: “Daar werd iets groots verricht”.

* The piers, comstructed in 1634, were the first man-made harbour works for Batavia, and were financed by citizen
contributions. They were made of coral stonc and had a length of 800 meter. The Havenkanaal, formed between
those piers, is nowadays known as Sunda Kelapa and is still used as a harbour for interisland shipping, mainly for
timber vessels.



and during the monsoon season it was often hazardous or even impossible for the prahus to sail between
roadstead and town (Bruining 1852; De Meijier 1893; Knaap 1996: 20).

Lighterage has ofien been mentioned in connection to ‘primitive ports’, but this system was also
applied in large and well-equipped ports as London, Colombo and Singapore, mostly in combination with
the loading and unloading on the quays (Bird 1958:68-9; Dharmasena 1980: 81-2; Dobbs 1999). Batavia,
however, was fully dependent on the lighterage, which was in the hands of a few prahu ferry companies
owned by the city's large trading companies. Loading and unloading was expensive and slow and, having
an oligopoly, the lighters were not urged to adapt to the new requirements of the maritime sector since
the breakthrough of steam shipping. Steamers were less hindered by weather conditions and operated all
year round, many of them by a fixed schedule, and thus operation speed was essential. Furthermore
shipping companies preferred fixed berths for their steamers, and ports had to be adjusted to the new
style of shipping, meaning deeper harbours, longer quays and mechanical facilities 1o secure efficient
loading and unloading of the ships.

As the Batavia harbour did not meet any of these requirements, various plans were made for a
new port. The Chamber of Commerce of Batavia opted for a port, just next to the existing harbour canal.
This would be a simple solution, but it was feared that the new anchorage would silt up rapidly, just as
the harbour canal. Alternative plans were to relocate the harbour either westwards or eastwards in the
Bay of Batavia. On the west side of the bay a harbour could be made near the island Onrust, where the
government operated a shipyard.” This plan was developed by the private railway company NIS, that
wished to connect the new port and the city by a 20 kilometre railway. The third option was to build a
new harbour at Tanjung Priok, nine kilometre east of Batavia. This plan was submitted by the director of
the department of Burgerlijke Openbare Werken (BOW, Public Works), Van Raders. He claimed that
Tanjung Priok offered the ideal conditions for a modern port.

The dispute, known as the Batavia Harbour Issue, reigned for years, having its cause in a clash of
interests between the Batavia business establishment, new private enterprises and the engineers, mostly
young professionals with increasing influence in the colony. The Batavia business had much to lose: a
new port outside Batavia would result in a rapid decline of the profitable lighterage. It was feared even
more that a rival trade centre would develop around the new port, surpassing the old Batavia,

Construction

In 1877, after various investigations and expert advice, the administration concluded that Tanjung Priok
would be the best location. The new harbour works were ambitious in scale and design and would cost 20

“The VOC already established a shipyard on Onrust. In the nineteenth century the island remained a centre for ship
building and repair., operated by the colonial govermment. In 1849-1850 a dry dock was constructed. Since 1864



million guilders, making it one of the largest infrastructure projects of the century, The new pont
consisted of an outer harbour, embraced by two piers, and an inner harbour basin. Ships could moor at
the western quay at the inner harbour, load and unload their cargo with the help of cranes, and store it at
seven large go-downs. At the eastern quay mooring stages were constructed, especially for the unloading
and stonng of salt, tin and coal. A 4000 tons floating dock, leased from the navy shipyard in Surabaya,
would provide some repair facilities, until a dry dock was established by the private Droogdok
Maatschappi) Tandjong Priok in 1891, Being located at a remote location, good connections with Batavia
were crucial: railways, a land road and a shipping canal for prahus were all leading directly to the
commercial centre in downtown Batavia.

The harbour was constructed by the public works department: no private contractor had been
willing to carry out the project, as they estimated the risks being too high. The original budget was set at
20.000.000 guilders, but in the end the construction costs only amounted to 17.100.000 guilders
(Encyclopacdic 1919; 69)."

The building of the harbour took six years and was hindered by a constant lack of workers, due
to the hard and dangerous nature of the labour and unhealthy circumstances, like the threat of malana.
Most construction workers were recruted among the itinerant labourers from West Java, but chronic
shortage of labour even necessitated the employment of convicts in the last years.”

Colonial port

Tanjung Priok was in its essence a bureaucratic and technocratic creation and an example of a late-
colonial port. Colonial ports were symbols as well as immediate instruments of the grand colonial
influence in Asia.'” Colonial ports often were part of a new maritime and inland infrastructure, grafted on
and diverting already existing pattemns of trade and transport. It is argued that the colonial port and port
city must be studied as a separate analytical and conceptual category, because colonialism was its ‘raison

merchant vessels were not allowed anymore to dock at Onrust, as the government hoped to stimulate the
establishment of private docks. Onrust is nowadays known as Pulau Kapal (Ship Island).
’Theecoutrmmnndcabidfmdnma.TmcmmnieslbeFmﬁDtmudu\dﬁnAnglo—Dmch
combination Lee & Van Hattum, were too expensive and morcover they shifted most operational risks to the
government. The third firm, the unknown London-based LeFevre and Sons, made the most promising offer, just
wilihin the budget of 19.000.000 guilders. Screening by the London ambassador learned however that LeFevie was a
‘band of swindlers'.

Algemeen Rijksarchief (ARA), [national archive of the Netherlands), Mimstry of Colonial Affairs ( MiKo) 2917,
OV 13/9/1876, no 8; MiKo 2922, OV 289/1876, no 40. Letter ambassador Van Bylandt to Burcau A3, Ministry of
Colony, London, 9 Scptember 1876, MiKo 2926, OV 1 1/10/1876, no 44,

* The construction costs: outer harbour 7.900.000 guilders, inner harbour 7.200.000, port facilities 2.000.000. Costs
for the docking facilities amounted to 1.600.000 guilders, shipping canal and land road 2.200 000 and the railways
1.200.000.

* Mandverslagen Bataviaasche Havenwerken (MBH), 1877-1885,



detre’, the driving force. Processes related to trade and urbanisation, but also to colonialism come
together in these ports, Especially the extraction of commodities by a dominant European power
differentiated an Asian colonial pant from its Western counterpart, (Kidwai 1992: 30-34), However, a
specific theoretical model has not yet come from the discussions although Broeze, McPherson and
Reeves have developed a working grid of useful concepts and approaches in their highly influential
Brides of the Sea (Broeze 1989). The port city is then focus for the analysis, formulated as *an urban
settlement which has a set of specific charactenstics denved from maritime functions of exchange,
enterprise and transport, which on the one hand set the settlements apart from its surrounding regions and
on the other, determine the physical, economic and social configuration of the settlement’. (Reeves et al,,
in Kidwai 1992: 26). A port city can develop in vanous stages from landing site to market place to
expanded harbour and market place with transport, financial and industrial functions. The port city can
even oulgrow its port character, although this is contested by Murphy who claims that a port city always
remains different from other cities, just because its development relied on its water connections and the
port structure remains visible in its morphogenesis. (Reeves et al.; Murphy in Kidwai 1992: 26-28).

The development of a port has often been discussed on the basis of the *Anyport-model” by
James Bird, in which the histoncal evolution of a port is described by the development of port facilities
from rudimentary storage and handling facilities and a quay or jetty, to the development of large quays
and deep berths to receive oil tankers and other bulk carriers (Bird 1971). This model, denived from the
British experience, 15 often used and modified 10 specific conditions elsewhere in Europe, America or
outside the
Western World.

Vigarie proposed a four-stage model based on economic cycles and commercial practices and
noticed a shift of the port from its original site 10 a location, suitable for deeper berths. Only a part of the
urban organisation moved along with the pon, as far as it was physically possible, The new port, secking
for more depth and land, finally was completely separated from the old harbour site (Kidwai 1992: 11-
12). From the perspective of urban planning and design, Meijer composed a similar model in which he
described that a port in four stages physically moved away from the city, as the transport and the market
function were increasingly separated (Meijer 1996: 21-22).

These models can indeed be useful to understand the case of Tanjung Priok. The choice for this
site outside the city reflected —perhaps only with hindsight— a more general pattem in port
development. The existing harbour was problematic as location for port expansion, because of a lack of

' The following section draws heavily on the excellent overview of theoretical and conceptual discourses on ports
and port cities by A H. Kidwai, in . Banga (ed.), Ports and their hinterlands in India 1700-1950 (New Delhi 1992),
chapter 1, pp. 7-43.



decp water and free land, but Tanjung Priok did fulfill these requirements. A precondition however, was
a good system of connections with the city and the hinterland.

Hinterland and foreland

The hinterland is a diffuse concept often described, formulated and reformulated. In this paper | just use
Birds typology of hinterlands to delineate Tanjung Priok’s ‘umield” (Bird 1971). The immediate
hinterland was obviously Batavia. The city was the political and burcaucratic centre of the archipelago,
but trade was a key function in its economic life Many of the large trading companies had their colonial
headquarters in Batavia and directed their activities from here. (Batavia 1937; De Vietter, e.a 1997).

The primary hinterland of Tanjung Priok 1s West Java, and in particular the mountain area
Priangan. Export crop production in the Priangan used to be monopolised by the colonial government,
but after 1870 the area was opened up for private enterpnise, Large tea estates were founded to produce
tea for the European market. Railways and new roads were to facilitate the transportation of the export
crops to the port over hundreds of kilometers. The goods were transported by hand car or horse carriage
from the inland estates to the nearest railway station and from there taken by train to Tanjung Priok. A
seemingly more obvious option would be to bring the tea 1o the ports on the southern or eastern coast of
Java, but these harbour could not compete in port facilities and moreover could not be used during
several months of the year due to climatic circumstances. So in fact, the higher costs of transporting the
tea to Tanjung Priok were compensated by better accommodations and storage, safer loading of the cargo
and higher availability of shipping space."’ Tea from the Priangan proves to be a significant export
product shipped through Tanjung Priok: in 1913 the export of tea amounted to more than 20 mallion
guilders. Although in 1918 the export in tea declined to 16 million guilders, it still was the most
prominent Java produced commodity exported via Batavia. Other important commodities from Java were
copra and quinine (bast),

With regard to imports Tanjung Priok rendered goods and services to the western part of Java,
although in a wider area it also served as a distribution centre for imports of the various kinds of
industrial and consumer goods from overseas. Of course, much of the imports were directed to Batavia.
Manufactures formed the foremost import product both in 1913 and in 1918. Rice was also a significant
import commodity. The growing industrial sector in Java was responsible for the large part of won, steel,
(steam) machineries and factory mechanics in the imports (Cool 1920:28).

Tanjung Priok cannot be characterised as a specific import or export port, for the trading values
of incoming and outgoing goods are not diverging significantly in, for instance, the years 1913 and 1918,

" ARA, coll -Cool, 2.21.038, inv.ar. 58.



The ratio is not very different in 1936, when import values amounted to 80 million and export values to
72 million guilders (Batavia 1937).

The primary hinterland of Tanjung Priok was limited to the western part of Java and the port did
not expand very much into the rest of the island. and there was no hinterland overlap with Semarang in
Central Java and Surabaya in East Java. Sugar, for instance, was of no importance for Priok, contrary to
Surabaya or Semarang (Cool 1920:28), In this respect Batavia could never legitimise the size of 1ts port.
Three other factors however should be taken into account.

First, Batavia increasingly became the port of through-shipment from other areas outside Java,
Tanjung Priok became a stronghold for the (re-)exports of raw maternials like tin from Bangka, coffee
from Palembang and crude oil from several Outer Islands. Looking at the specific Tanjung Priok
statistics it can be noticed, that in 1918 tin actually had become its primary export product (Cool 1920:
28). Tanjung Priok fulfilled a role as transito port for the western part of the Indonesian archipelago,
while Surabaya in East Java was place of transhipment of goods from the castern islands.

Second, Batavia became an important coal and fuel station, not in the least by the establishment
of the Netherlands Indian Coal Trading Company (NISHM) in 1914, Aim was that international ships
navigating the Java Sea would take in coal at Tanjung Priok, in stead of Singapore, as they usually did.

Third, Batavia was the main entrance for passengers from overseas. For almost every newcomer
or visitor in the archipelago, Tanjung Priok was port of disembarkation, possibly travelling on later by
train, or to the other islands by boat again,

The *foreland’, defined as the arcas on the secaward side of a port, thus at the other end of the
‘marntime space’, consists for Tanjung Priok mainly of Europe. The Netherlands, obviously, hold a
dominant position, but also Great Britain, France, Germany and Norway are connected to Batavia
through ocean shipping lines. During the war of 19141918 shipping from Europe decreased, but
American and Japanese companics are on the rise, softening the economic consequences of the war for
Batavia.

Tanjung Priok was not the only port of significance on Java’s north coast. Semarang in and
Surabaya provided long-cstablished sea-gateways for respectively Central and East Java. Surabaya was
also a node in shipping routes from the eastern parts of the archipelago, as many inter-island shipping
routes converged in Surabaya. This pont city further had a large and productive hinterland. Semarang and
Surabaya had 1o wait very long for the improvement of their harbour facilities, as after the high
investments in Tanjung Priok the government refrained from new port projects, much to the annoyance
of the local people and companies. A new harbour canal was dug for Semarang, and in 1910 it finally got
a prahu dock." Surabaya obtained its dock-harbour, Tanjung Perak, only in 1919-1924." There was

" The comemporary deep-sea dock of Semarang was built after Indosesian Independence.
7



always a certan rivalry between the ports of Surabaya and Batavia, and for a long time the ports equalled
each other. In the 1920s however Surabaya is by the largest in cargo volumes, mainly due 1o the export of
sugar.

The city of Cilacap on the southem coast of Java had a natural deep harbour, but during several
months of the year weather conditions hampered its accessibility. Cilacap’s main drawback however was
its location outside the main shipping routes, as was also the case for smaller south coast ports as
Pelabuban Ratu,

When we leave the island of Java, several important ports must be mentioned. On Sumatra the
harbour of Padang, late 19" century ‘Emmahaven’, offered a gateway for the coal mines of Umbilin. In
the north of Sumatra a private run coal station was located near Sabang. In the north east the port of
Belawan, near Medan, was important for the export of tobacco. Main port of Borneo (now Kalimantan)
is Banjermasin, which was just as Belawan, strongly orientated to nearby Singapore.

In South Sulawesi the port of Macassar had a longstanding history as a mantime centre for
centuries. Macassar was and still is very important in the inter-island shipping and the Macassarese and
Buginese, also from South Sulawesi, are well-konown sailors.

Different ports commonly share their hinterlands and forelands to varying degrees, contesting
one another within them and interfering cach others coverage (Murphy 1989:228) Southeast Asia can
traditionally be considered as a “open” maritime system. The physical movement of goods, people and
information converged — via the networks of shipping routes, roads, telegraphs etc.— in the ports and
citics, as nodes in the system. These nodes in turn form a hierarchy, and Singapore had taken a dominant
position to which not only Penang was feeding, but also cities in the Netherlands Indies as Medan,
Pontianak, Palembang and Banjermasin (Dick 1993:2-5) The construction of Tanjung Priok was part of
government policy to attract some of the Singapore trade flows to Batavia. That way it would profit from
Singapore’s large trading volumes from the Malay hinterland, but also from the Outer Islands of the
Netherlands Indics,

Two development stages

The historical development of Tanjung Priok can be divided into two phases with a breaking point in
1910. The first phase, from 1877 to 1910, can be seen as the “establishing period’ in which the port found
its position in the maritime routes, In this period shipping increased both internationally as locally and
Priok providing the only deep sea harbour in Java benefited from this growth,

'3 Surabaya was also the navy base. The navy dock was in fact the first manmade decp-sea harbour of Java (1849),
but merchant ships were allowed here. Further the navy operated a large ship building and repair wharf (Knaap
2001:8).



During the first years of operation shipping traffic in Tanjung Priok did not develop as
expected: in 1885 only 487 steamers and 47 sailing vessels called at the new port, and duning the period
1886-1890 the yearly average was 587 respectively 56 (Encyclopaedie 1919: 70). The 1890s brought a
reversal of fortune. Shipping figures rapidly increased: between 1890 and 1897 the average number of
steamers entering Tanjung Priok was 797, and ten years later 1081 steamers called at the port. Sailing
ships only had a small share in the port’s traffic and this was constantly diminishing, from 53 vessels in
1892 10 40 in 1900."

The growth of Tanjung Priok can be contributed to the strong economic development of its West Java
hinterland (Cool 1920). Furthermore, it increasingly fulfilled a role as transito port for products from the
Outer Islands, just as the administration aimed at. At the turn of the century the harbour works already
proved to be insufTicient: the port suffered from a shortage of quay space and serious congestion.

The growth of shipping in Tanjung Priok was in line with general expansion in the mantime
sector in the Netherlands Indies. Between 1875 and 1911 international shipping in the archipelago
increased with 7 percent annually, measured in tonnage capacity. A major factor is the opening up of
several areas in the Outer Islands, especially Sumatra. The increase is also reflected in inter-island
shipping which reached a growth rate of 7,5 percent per year in the same period (Knaap 2001:5).

Port facilities could not keep up with the developing shipping technology. The problem was not
only the number of ships, but also their size, as the average volume of ships increased."’ The quays were
not built for these large ships, and the port needed renovation badly.

The second phase, between 1910 and 1942, can be regarded a process of professionalisation and
rationalisation, leading to the integration of a port system. In 1910 two Dutch port experts J. Kraus and
G.]. de Jongh were requested to draw up a plan for new harbour facilities at Surabaya, but they extended
their task to advise on all large ports in the Netherlands Indies. Their recommendations, both on
technological and on managenal aspects, caused a turnover in the thinking on ports in the Netherlands
Indics, For Tanjung Priok Kraus and De Jongh deemed an physical expansion unavoidable. A new basin
in was constructed, cast of the first inner harbour. The coal storage was relocated to the castern bank of
the second inner harbour, where the handling was fully mechanised. On the western bank of the second
inner harbour the large shipping companies established their own storage facilities. In response to an
*avalanche of requests for wharf space and port storage,”'* preparations were made for a third inner
harbour basin, again lying parallel to the east of the other two. Furthermore, during the renovations a
harbour for lighters was build, as well as lighterage canals next to the inner harbours. The raillway
connection with Batavia was improved and a new station was built at the southern verge of the port. The

" Verslagen over de werken der Burgerlijke Openbare Werken in Nederlandsch Indie over het jaar 1892-1941,
hercafter Verslagen BOW. The title was changed several times between 1892 and 1941,
" Ksaap 1989:72-79, wable 7.



report of Kraus and De Jongh was decisive in the development of the port Tanjung Priok and would
determine its ground-plan even up to the 1970s.

The management structure of the port was simplified. Many official institutions had been
involved in the port operation —the departments of Public Works, of Interior Affairs and of Finances, the
State Railway Company, the Health Service, and even a few more—, but now the port was organised in
an enterpnse structure, | will discuss this issue in the section on port management in this paper.

After 1911 growth rates in the shipping sector, both international and inter-island, were smaller
than around the turn of the century (Knaap 2001:5). The growth in Tanjung Priok nevertheless continued.
In 1915 3 million netto ton of goods passed through Priok, which meant that the tonnage figure had
doubled in a period of ten years. The value of exports and imports through the port had even quadrupeled
between 1904 and 1918 (Cool 1920:27). Between 1921 and 1924 Tanjung Priok suffered from the crisis
in trade and shipping and port activity slowed down, but i the second half of the 1920s the economy had
its hey days, including shipping and ports. In 1929 the world depression gave a severe blow to the port as
shipping traffic shrank dramatically. Dunng the 1930s, international trade was hampered by the
imposition of trade barriers and import regulating restrictions. After 1934, trade and shipping scemed to
recover slowly, but the upward trend was disrupted again by the outbreak of the Second World War in
Europe and later in the Pacific, involving the Netherlands Indies as well (Knaap 1989: table 7).

Shipping companies

To describe the shipping operations in Tanjung Priok a distinction is made between international and
inter-island or coastal shipping. The Stoomvaart Maatschappij Nederland (SMN, Steam Navigation
Company Nederland) was the first company to call at the new port, even before its official opening.
Indirectly, this company had given the incentive to the construction of Tanjung Priok, because its
honorary chairman Prince Hendrik of Holland urged the Dutch parliament not 1o linger anymore in
providing the Netherlands Indies with a deep-sea harbour.'” The SMN was founded in 1870, just after the
opening of the Suez Canal, which had shortened the route to the Asia considerably. For a regular contact
with Batavia the government in the Netherlands had made a contract with SMN, which would carry
commodities and personnel, and after 1875 the SMN served as packet-liner as it also contracted the
official government correspondence. In 1883 similar mail services were performed by the Rotterdamsche
Lloyd (RL), which was the result of a merger of various smaller shipping companies. SMN and RL
worked together to ensured a weekly mail serviced between the Netherlands and the Indics. Morcover,
they got the exclusive contract to transport third and fourth class government passengers (Knaap 2001:3-
4). For these companies Tanjung Priok was the main destination, although some ships sailed on to

% ARA, coll.-Cool, 2.21.038.
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Semarang, Surabaya or other ports. In the first decades of the twentienth centunies new Dutch-owned
shipping companies were established, for instance between Java, China and Japan (JCJ Line) or between
Java and Bengal (JB Linc), often instigated by the two “mails’ SMN and RL as extension to their own
service.

Traditionally British shipping companies had strong share in Priok shipping as well, and most
important was the Ocean-line. This was expecially established to navigate on the Indies, and was even
under Dutch management. At its SOth anniversary the port was attended by 25 international shipping
companies, from Germany, France, Norway, ltaly, the United States, China and Japan. During the
Interbellum, Japanese shipping lines, like Nanyo Yusen Kaisha, Osaka Shosen Kaisha and the Ishihara
Sangyo Kaium Goshi Kaisha expanded their activities to Southeast Asia and beyond (Post 1993).

KPM

In coastal or inter-island shipping the establishment of the Koninklijke Paketvaart Maatschappi)

(KPM, Royal Packet Navigation Company) was decisive. From 1891 the shipping company was granted
the contract for the transport of government mail and passengers between theislands of the archipelago,
This service was previously done by a British owned company, the NISM, but in imperialistic rhetoric of
the end of the mineteenth century this was felt by many in the Netherlands and Indies as a danger and
disgrace. You could not rely on a foreign company in times of political or economic crisis. Especially the
British were viewed with suspicion from Batavia as there was fierce Anglo-Dutch nivalry for cconomic
dominance in Southeast Asian region (Sulistiyono 1999).

In his study on the KPM J. a Campo has described how the packet shipping was used as an
instrument of colonial state formation. The expansion of the network of the KPM was 1o bring economic
development as well as the imposition of a stronger colonial authority in the various islands. Although a
private enterprise, the KPM had through its government contracts a semi-official character (A Campo
1986:225, 1992).

KPM bad its Indies headquarters in Batavia, Tanjung Priok was its home port."* Most regular
lines had Batavia as point of departure and arrival. The establishment of the KPM was partly motivated
by the slow start of the new port in the 1880s. The NISM, based in Singapore, had not been inclined to
use Tanjung Priok as new central port. A deliberate line policy of the KPM, much more under
government control, was to cause the reversal of fortune for Priok and the KPM substantially contributed
to the significance of Tanjung Priok as main port in the Java Sca,

'T ARA, coll. N.P.V van den Berg, inv.nr. 1; coll. Stoomvaart Maatschappij Nedderland (SMN), part 11, inv.nr. 576.
" The Boatd of Directors of the KPM resided in Amsterdam, *Batavia® was officially the main agency, but operated
in fact as daily management.



The company dominated the activities in the port as it consisted of 40 to 50 percent of total
shipping traffic. In tonnage its sharc was less, but still around 25 to 35 percent, because their vessels
were smaller than those of the imternational *‘mails’ (See Appendix). The KPM further operated its own
prabu services and stevedoring company, and had a nautic institute and a private repair wharf for their
ships. It 1s not surprising that KPM, both in formal and in informal ways, influenced port administration,
strategy and daily operation.

An important aspect is that the KPM had close connections to the interational mail companies
SMN and RL, which were even large shareholders. The companies closed contracts for the transfer of
cargo, and could therefore offer a reduced freight rates, which made it sometimes cheaper to send the
cargo through a longer way, for instance via Batavia in stead of Singapore. As the lines of SMN and RL
came together with those of the KPM in Tanjung Priok, the ports gained much benefit from these
contracts.

Towards a port network in the Netherlands Indies

In his article on the emergence of a national economy of Indonesia, Howard Dick argued that, beginning
in the late nineteenth century, the Outer Islands of the archipelago were gradually tied to Java, as in the
previous period they had been more orientated to other parts of Southeast Asia, especially Singapore.
This reonentation of the islands 1o Java was a slow process and only in the 19205 the firm gnp of
Singapore over their foreign trade was broken (Dick 1996: 32-8).""

In this political and economic integration of the Netherlands Indies not only the shipping
companies should be considered a factor, but also the ports. The expansion of the mantime network
however required a port system as well. The importance of a such system was, although still implicitly,
reflected in the reports by Kraus and De Jongh, but the concept was put to practice by the engineer
Wouter Cool, who was appointed as advisor for harbour matters in the Netherlands Indies. In a penod of
five years, 1915-1920, Cool made several tours along the ports of the archipelago 1o assess their physical
condition and study their hinterlands and possible contribution for the economy of the colony.™ He
envisaged an integration of the various ports within a archipelago-wide maritime network.

The ports were organised in large, medium and small ports. There were six large ports: Tanjung
Priok, Surabaya, Semarang, Belawan (ncar Medan, Sumatra), Padang (Sumatra) and Macassar
(Sulawesi). The larger ports were the gateways of the archipelago to the outside world, the medium and
smaller ports were mainly, bul not exclusively (1), feeders. The management of these ports was also
brought under the director of the nearest large port.

" Aceording 10 Dick the integration of 2 national Indonesian economy was only completed in the Indonesian
Republic after the industnalisation of Java (Dick 1996: 46.7).
* Personal collection Wouter Cool in ARA, inventory 2.21.038.
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Among the large ports Tanjung Priok and Surabaya were by far the most important. Both cities
rivalled each other in the importance of trade and shipping, but especially during the 19105 and 19205,
after the harbour improvements, Surabaya was most prominent in cargo figures, due to the export of
sugar.

The ports of Tanjung Priok and Surabaya, however were not real competitors, as their
hinterlands hardly overlapped. Tanjung Priok’s hinterland was West Java, particularly the rather
secluded zone of the Priangan., while Surabaya mainly denved its products from East and Central Java
(thus it was competing with Semarang). Also from in *mantime space’ the ports hardly conflicted, as
Tanjung Priok was mainly serving as gateway for the western part of the archipelago, while Surabaya
was the transport node for the eastern islands. In fact, one might argue that the port system developed
around two poles both at the Java Sea, Tanjung Priok and Surabaya.

However, from the perspective of the government Tanjung Priok was the most important, which
was for instance reflected in the hierarchy of port directors.”’ The proximity of the power centre,
politically and economically, added to the symbolic and ideological meaning of Tanjung Priok as ‘central
port’”.

Port management
In this part of the paper | intend to describe three themes of port operation: management, enterprise and
labour.

The form in which the port should managed was an issue of enduning debate. In 1883, the former
director of the Javasche Bank N.P. van den Berg suggested that the port should be privatally run.. The
government should issue a concession 1o a private company to operate Tandjong Priok on the basis of its
own rentability. The shipping companies and the Batavia traders, represented by the Chamber of
Commerce and Industry, seriously enticised this option, because they feared that private enterprise would
lead to high tanffs and consequently a deterioration of Tandjong Priok’s competitive strenght. They
argued, that the government should run the port as a facility for the development of shipping and trade.
Indeed, the government agreed with the commercial sector, and in 1885 the Department of Public Works
took on the administration of the port. In order to satisfy the grumbling trading and shipping companies,
and 10 lure their business activities to the remote new port, no retnbutions were asked for the general use
of the port, neither for use of the quays and go-downs dunng the first years of operation. After several
years, however, harbour duties were introduced in Tanjung Priok. Nevertheless, the port was still far from
self-supporting. In 1910, Kraus and De Jongh urged for a more efficient management of the main ports in

*! The port director of Tanjung Priok was the highest in rank, followed by that of Surabaya. Most of the times the
directors were engincers. A reconstruction of personal careers learns that ap engineer moved from smaller to larger
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the Netherlands Indies: the income from port duties, the renting of quay space and go-downs and the use
of port materials, like cranes, lighters or tugboats, should cover the expenses, but even in the hey days of
the 1920s Tanjung Priok could not reach break-even point, mainly due to the enormous yearly
depreciation of construction and maintanance costs.

At the same time, Kraus and De Jongh cniticised the management structure of the ports in the
Netherlands Indies, Before 1910, the division of authority in the case of Tanjung Priok was very
complex. Daily management was carried out by the harbour master, who also headed the port police and
the pilot services. He was directly responsible to the director of Burgerlijke Openbare Werken (BOW,
Department of Public Works). The Department of Finance was responsible for customs and the custom
godowns; the Department of Marine took care of defence, the coastal light and the beacons; the
Departement van Binnenlandsch Bestuur (Interal Administration) exercised some power on social
issues, hike housing and hygiene, as did the city council of Batavia, The State Railways had to take care
of the rail infrastructure, but on the docks itsclf the harbour master was again the highest in command.
Commercial interests were defended by the agents of the trade and shipping companies and by the
powerful Chamber of Commerce (Encyclopaedic 1919).

Kraus and De Jongh put an end to this diffuse organisation, which had often led to conflicts of
interest. In the new structure, which was similar to that of a private enterpnise and was implemented at all
sigmficant ports in the Netherlands Indies, most responsibilities were atinbuted to the port director, who
still was accountable to BOW. He was advised by a Commissie van Bijstand (CvB, Committee of
Assistance), that assembled every month to discuss the current affairs and the long term planning. In a
short time, the CvB developed into a powerful body within the port admimstration: the members were
representatives of the colonial government, shipping companies and agencies, the Chamber of Commerce
and Industry, and the railways (Kraus and De Jongh 1910: Cool 1920).

Enterprise in the port
Having discussed the shipping companies in one of the sections above, 1 now shortly refer to other
enterprises which together determine the port business.

Shipping agents operated as intermediates between the shipping companies and the trading
houses. They planned and arranged shipments, made contracts and linked cargoes between vanous
companies. Sometimes they also hired a stevedore and a group of dockers to load and unload the ships.
Specialised port storage companies, called Veembedrijven arranged the storage of the goods and their
services reached from just stocking to packaging and transport,

harbour, with Tanjung Priok at the top end. The next carcer move for a Priok director was often the directorship of
the harbour section of the department of BOW. Regeeringsalmanak voor Nederlandsch-Indie, 1885-1941,
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The lighterage business, or prauwenveren, had a strategic position in the old harbour of Batavia,
for they were indispensable in bringing goods from roadstead to shore. Also from Tanjung Priok, lighters
were still an intensively used, by taking in or discharging cargo from and to ships in the outer harbour,
After the port renovations the lighters could even sail up the quays, as special lighterage canals were dug.
From Tanjung Priok goods were transported via the shipping canal to Batavia. There were several prahu
ferries, the Bataviaasch Praauwenveer being the oldest. In the 1910s the KPM expenmented with its
lighter fleet.

Many trading companies, for instance ‘Intematio’ and Lindeteves-Stokvis, leased wharf space
and go-downs, which they needed for (short term) storage of their goods, but Tanjung Priok was by no
means the centre of trade. Deals were still closed at the head offices in the established commercial centre
around the Kali Besar. In this sense, Tanjung Priok did not meet the original expectations of the port
planners, who had thought a new commercial centre would develop around the port.

Finally, a port can attract non-port industrics, but this was rarely the case in Tanjung Priok. The
example which proved the rule was the opening in 1927 by General Motors of an assembly factory for
cars and trucks at the recently constructed third inner harbour. It was one of GM’s first plants outside the
United States, and i1t served as the distribution centre for Southeast Asia. However, the coming of GM
did not cause an industrial *take off” and Tanjung Priok remained mainly a transito port for products from
and to the Indonesian archipelago.

Dock labour

In the old harbour of Batavia the loading and unloading of ships had been the task of the specialised
crews of the prahus. The lighterage was a very arduous task: the shipper had to lay his prahu alongside
the ship on the roadstead and then the freight had to be transferred from vessel to vessel, The boatcrew
therefore had to be skilled and experienced, both in stowage and in navigation. Especially duning the
monsoon the proamen were put to the test as they had to pass the violent waves and the risky breakers at
the entrance of the harbour canal (Bruining 1852:201).

The opening of the new harbour works at Tanjung Priok fundamentally changed the loading
business, although proa ferries were still frequently used for transport to the commercial centre of
Batavia. But the difference was that ocean going ships could now directly load ad unload at the quays,
even with mechanical support. The specialised boatsmen were therefore replaced by harbour workers,
whose main asset was muscle power.

Information on the Priok dockers is unfortunately limited. The labour inspection for instance did
not survey the work in the docks. When the situation in the port was described, it was done in general
terms. One of the things that remains unclear is the size of the labour population in Tanjung Priok, of
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which no official statistics were kept duning the colonial era. The only figure available is from
November 1948: a report by the department of social alTairs estimated the number of persons working in
Tanjung Priok on 11.000 (Arbeidstoestanden 1949:3). In his article on the port strikes in 1910s and
1920s Ingleson mentioned that Surabaya had a 10.000 strong workforce (Ingleson 1983:457). As Tanjung
Priok was comparable with the port of Surabaya in size and through-put, it seems plausible to estimate
the number of workers in Tanjung Priok at 10.000, perhaps less during the economic crisis of the 1930s.

Labour in the dock area concerned not only the loading and unloading of the ships. Pont
operations involved an entire burcaucratic and techmical apparatus in which many workers were
employed: the Port Company (Havenbednjf, both port authorities and port operation), the Dry Dock
Company, the KPM workshop, customs and immigration, police, railways, the post office and the vemen,
storage companies, These workers formed the *steady labour force’ of Tanjung Priok. Most of these
workers did not live, however, in the Priok area, but in Weltevreden and Mr. Cornelis near Batavia
proper. They daily commuted with the special trains, running 1o and from the harbour.™

The labourers on the wharves, like the veem coolies, were better paid than those working on
board, loading and unloading the ships. The latter were day-wagers forming the floating workforce in
the port, at the bottom of the social hierarchy, The stevedonng work was organised by smaller
compamies and individuals. In contrast to most other ports, Tanjung Priok contended with an acute
shortage of labourers. In other harbours employers could easily choose from a surplus of workers, while
in Batavia the shipping companies competed heavily for available dockers. The labour issue was so
pinching that each additional effort of the workforce would result in a drawback in the following period:
when a crew of dockers had to work a night shift to handle a particular vessel, other ships suffered a
standstill the next day because of a lack of labourers.™

Dock workers traditionally oniginated from Banten (Bantam), a residency in West Java, ortoa
lesser extent from Tangerang, a district west of Batavia. According to the Census of 1930 it was
‘common knowledge that people from Banten and Tangerang work in Priok'**
They worked in the port for a few months only, and then went back to their villages again. At least 75
percent of these workers left Priok within one year (Rodenwald and Essed 1925). Circular migration was
an established way of life in Banten: mostly young men travelled to Batavia, Lampung, Palembang,
Bencoolen or Djambi to work, but they returmed for the nce harvests or religious holidays, or when they
had earned sufficient money to buy and cultivate their own piece of land or sawah,

# ARA, Koninklijke Paketvaart Maatschappij/Koninklijke Java China Japan Lijn (KPM), 2.20.35, inv. 198: VB 86
Batavia, 10-3-1917,

2 ARA, KPM, 2.20.35, inv. 201, Minutes Prick-meeting 21-1-1913.

* The figures in the Census showed that 12.424 people from Banten and 13.070 from Tangerang lived in the district
Batavia. A small group of harbour workers originated from Parungpanjang in the Bogor district. Unfortunately the
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The casual harbour workers were not employed directly by the harbour management or the
walterside companies, but indirectly through a mandor, a foremen, who was in turn enlisted by a labour
broker or sometimes a stevedore or shipping company, This system of ‘indirect employment’ was a well-
known practice in many world ports, and was also common to various industries in Java. For the
employers the system had the advantage that they did not have to deal with native labourers, but could
just address the few foremen.

The mandor was often village-bom or had strong tics with the arca his family oniginated from.
He used these networks to recruit labourers from his home village and region. This explans the
concentration of dock workers from one or a few areas: in Tanjung Priok the labourers came from Banten
and Tangerang, in Surabaya most dockers were Madurese and in Semarang the harbour workers were
attracted from Kudus, Demak, Joana, Kendal and Jepara (Ingleson 1983:457). Recruitment of new
labourers went through informal, but established channels. Family and fnends served as mediators and
propagandists for the mandor, who only occasionally visited the home region in person. The foreman was
very powerful as patron for the labourers: he arranged the jobs in the port, he received the money from
the employer and he distributed the payments over his crew, the “gang’. Of course, he first took his own
share, a commission up to twenty percent. Some foremen were directly hired by a shipping company, an
agent or a stevedoring enterprise, others were 2lso hired for one job at the time.

Around 1910 shipping traffic had developed to such an extent that the small scale organisation of
labour was not sufficient anymore, The Batavia port ran short on quay and storage space and the small
size workforce became an acute problem. Congestion was the result and the shipping companies were
driven into a strong competition for the port facilities and labour. In an attempt to overcome this problem
the main shipping lines in Priok —-KPM, SMN, RL and JCJL— established three cooperatives in 1911 and
1912: Kolenmaatschap (Coal Partnership) for coal business, Unieveer (Union Ferry) for lighterage and
transport, and Stuwaedoor Maatschap (Stevedore Partnership) for stevedonng (NISHM 1939; A Campo
1992).** The integration of these port processes indeed improved the handling of ships, but could not
solve the labour issue. The JCJL was the first to break the bond and hired a Chinese broker, the firm
Wing, for the coal handling of their ships. Wing attracted 200 Priok labourers by offering high payments.

Census did not specify numbers of dock labourers. Volkstelling 1930. Volume 1: Inheemsche bevolking van West-
Java. Batavia 1933: Landsdrukkenij,

** Forerunner to Unicveer and Kolenmaatschap was the Prauwenveer Tandjong Priok, established by KPM SMN
and RL, The idea was that KPM supplied the coal from the Umbilin-mines. In the outer harbour of Tanjung Priok the
coal was transferred into lighters, from which the steam ships could take in directly. The advantage of this method
was that no coal tax had to be paid because it was not brought ashore and 0o terrains had to be hired for storage.
Moreover the transfer involved less work when done directly from lighters. The Prauwenveer had no profit aim and
also serviced befriended companies for low taniffs. ARA, KPM, 2,20.35, inv. 201, Minutes Prauwenveer Mocting, 8-
12-191 1
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In a response, the three cooperatives also raised the wages and the competition for labour was thereby
intensified. ™

Another possible solution for the labour issue was hining Chinese workers, The JCIL ships
regularly brought labourers from China to work in the plantations of Deli (East Sumatra), but also for
dock work in Tanjung Priok. Chinese labourers were also recruted from Singapore. The advantage of
Chinese workers was that they did not leave the dock side at the busiest moments. In August and
September the Banten workers massively returned to their home region for the nice harvest, but in this
same penod shipping traffic was at a peak for the transport of the cultivation crops. Another critical
moment was the puasa (ramadan), when many of the Bantenese went back to their villages. Nevertheless
the hiring of Chinese dockers was not considered a permanent solution to the labour problem. The newly
amved Chinese seemed stronger than the Banten dockers, but they showed strong group solidanty and
they easily went on strike. Furthermore the immigrants suffered from the change of environment,
especially as the conditions in Priok were very difficult. Once in Batavia, the physical state of the
immigrants declined rapidly, and, in the words of the KPM main agent,

‘as a result they performed even worse than those skinny Chinese and natives, that

already worked in Priok and at least always went on, despite being weak, exhausted

and miserable."”’

Mechanisation of dock labour was another option to ensure the continuation of the loading and
unloading. It made port enterprises less vulnerable for fluctuations in the labour supply and ensured
faster handling of ships. Furthermore, experience in Europe had leamed that high wages and stnkes could
be avoided by the use of mechanical means. In Tanjung Priok some cranes, both on quays as on barges,
were available, but this was very limited. The ships themselves were also equipped with cranes or
winches with a lifting capacity up to five ton cach (A Campo 1992:420).

In the handling of coal the possibilities for mechnisation were promising. In Tanjung
Priok the handling of coal was a bottleneck, as it was still done by manual labour only. Long
rows of workers carried coal in baskets over the gangplank onto the vessels. The representatives
of the shipping companies, combined in the Priok-meeting, took into consideration various
opportunities for mechanical coal loading.

In the late 1910s the main shipping companies in Tanjung Priok combined forces in the founding
of a central labour pool: the Unickampong. The Unickampong (UK) was an answer to the enduring
problems with availablity of labour. The UK left its mark on the labour issue in the port, as it deliberately
broke through the traditional dock work organisation. Casual labour was gradually replaced by more

* ARA, KPM, 2.20.35, inv. 201, Minutes Priok-meeting 22-2-1912,
* Confidential Letter KPM, Koning to Hummel, 7-2-1912. (Cited in A Campo 1992:419)



standing forms of labour. This process of decasualisation, which took place in many other ports in the
world in the same period, involved centralisation of the labour market, disciplining and registration,
regular payment and guarantee of income, and improving of working and living circumstances
(Wemhauer 2001:582).

The UK broke with the existing patterns of recruitment in the port and affected the vested
interests of mandors and labour brokers. As only a small core of dockers remained for a longer peniod in
the UK, the goals were partly met. The majonity of the dockers were itinerant migrants, causing a
constant floating of the population. The UK did not succeed in obtaining the stevedore monopoly and
competition between port employers remained thus strong. The key issue was the control of the labour
market: whoever controlled the hiring of labour effectively ran the port's business. But as the labour
reserve for the main shipping companies, the UK had an established position in the waterfront labour
market and even nowadays the acronym *Uka® lives on as a distant reminiscence of the oniginal labour
pool.

Conclusion

In this final section 1 return to my onginal assumption that the histoncal development of Tanjung Priok
can be considered as part of a process of economic and political integration of the Netherlands Indies,
that commenced in the last quarter of the nineteenth century. The construction of the new harbour works
was a clear expression of the new government's attitude 1o the development of the colony into a coherent
system, centred around Java. As in an archipelago the sca is the connection between the islands, the port
obviously can have a crucial role as the interface between the land and the mantime infrastructures.

The backward condition of the existing harbour of Batavia in the nineteenth century became an
increasingly pressing problem with the rapid transformation of the maritime sector. The discussion on
harbour improvements went in three decades through vanous stages, in which the government’s policy
evolved from delaying tactics into technological developmentalism. Tanjung Priok can be considered a
bureaucratic and technocratic creation, a result of planning. Connecting to general developments in
which a port was increasingly separated from the original urban structure in its scarch for depth of berths
and frec land space, the design reflected the ambition and confidence of the new generation of colonial
developers, the engineers.

From an economic perspective the investments in Tanjung Priok port were seriously doubted, as
the Batavian port only had the small hinterland of West Java, The new port of Batavia, however, had to
serve other purposes: as port it had to facilitate the reonientation of the archipelago to Java, opening up
new hinterlands. It was hoped that Tanjung Priok could be the Dutch answer to Singapore, the British
stronghold in the region, that attracted much of the growing output of Sumatra, Borneo and other islands
of the archipelago.
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The slow start of Tanjung Priok in the first years suggested that the attraction of the new port
was overrated, especially as from many locations. Singapore was closer or casier to reach than Batavia.
With the establishment of the KPM, however, the colonial government, in close co-operation with private
capital, redirected the trade flows of the Outer Islands towards Java. The KPM had its home base in
Batavia, and most important lines were centred around the capital port. In Tanjung Priok the network of
the KPM converged with those of the international shipping lines, especially the two mail companies,
SMN and RL. The port of Batavia was thus a hinge between the inter-island and the international
manitime space.

In the history of Tanjung Priok | have discerned two stages of development, first a period of
establishment between 1877 and 1910, and second a phase of expansion, professionalisation and
rationalisation between 1910 and 1942, Breaking point were the advisory reports of the port experts
Kraus and De Jongh. From their broad approach they proposed a reorganisation and reshaping of the
ports in the Netherlands Indies and this was claborated upon by Cool, the general advisor for harbour
matters. He organised the port system, according to its size and capacity, hinterland and potential.
Tanjung Priok and Surabaya served as two poles: Tanjung Prniok was gateway for the western part of the
archipelago, Surabaya for the eastern part. Both ports relied strong on Dutch shipping, and it scemed not
that it could divert other trade flows to or through Batavia.

Tanjung Priok derived its importance not only from measurable commodity flows or ship traffic
figures, but also from its linking to the burcaucratic, political and economic power centre. The capital
function of Batavia gave Tanjung Priok the stimulus to grow above its oniginal hinterland potential,
Tanjung Priok was the “capital port” within the emerging colonial state of the Netherlands Indics.
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