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The committee tabled its report 'Warehouse to Wharf in April 1992
following an exhaustive inquiry into the movement of cargo along the
transport chain to the waterfront.
The report highlighted the benefits that could be achieved if
Australian firms better coordinated their services along the
transport chain.
The 'Warehouse to Wharf inquiry revealed an "appalling apathy,
ignorance and inertia on the part of users of waterfront services".
The Committee found that providers of transport were largely selfinterested and talked more about each other rather than to each
other.
Three and a half years on there has been little change, although we
have seen improvements in some areas.
Some service providers have shown a willingness to improve
communication and coordination between parties operating at the
port interface.
However, many of the problems which existed in the early eighties
and nineties are still evident today.
Outdated financial, documentary and logistic practices are
continuing impediments to Australian products becoming more
competitive abroad.
State Government financial policies for ports continue to impede
rather than facilitate trade.
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Many firms in the transport chain still claim that the blame for
interface problems always lies elsewhere.
As the National Transport Planning Taskforce1 noted:
To date there has been little success in developing
effective linkages between the modes. This failure is
due to the unwillingness of the parties involved to
compromise in the interests of providing coordinated
intermodal services that suit the needs of users. There
is a tendency to work around the problems.
And when it comes to transport and the waterfront it seems that
most importers and exporters are still in Rip Van Winkle land.
Despite years of clamour about waterfront related services, few
traders have any real knowledge of how to use port services more
effectively.
It appears that industry associations representing port users have
fallen under a trance self-inflicted by the mantra of their own
rhetoric about the waterfront.
Waterfront productivity is important. Yet efficient use of transport
services to the waterfront is even more important to exporters,
importers and Australia's international competitiveness.
Service providers and their customers must develop a team approach
to maximising the productivity and efficiency of port related services.
The re-establishment of the Federally sponsored Transport Industry
Advisory Council would provide an essential national forum to drive
this process.
I thank my committee colleagues for their ready support in the
conduct of this review.

1

The NTPT, a high level industry working group, was commissioned to report
on national infrastructure and operational improvements required to meet the
future needs of freight transport. The NTPT released its report "Building for the
Job: A Strategy for Australia's Transport Network" in December 1994.
X

Preparation of this report would not have been possible without the
professional assistance of consultant Mr John Jenkins and
Mr Robert Tranter of the Department of Transport. I especially
thank Committee Secretary Mr Malcolm Aldons and
Mrs June Murphy for their dedicated efforts.

PETER MORRIS MHR
Chairman
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Given that the performance of the
seaport/land transport interface is critical to
the efficiency
of the waterfront as a whole, the Government
is concerned to encourage continuing
efficiency gains in the operations of the links
between these modes.
Accordingly, the Government requests the
Committee to further inquire into and report
on matters addressed in its report 'Warehouse
to Wharf of April 1992.
While not limiting the scope of the
Committee's inquiries, the Government
requests it to address ways and means of
encouraging interface participants to take a
more direct interest in, and greater
responsibility for, the integration of their own
operations with those of the other participants
in the transport chain through the waterfront.
The Government intends this to be an ongoing
reference for the term of the current
Parliament and the Committee may report to
the Parliament from time to time.
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The House of Representatives Standing Committee on Transport,
Communications and Infrastructure tabled its report 'Warehouse to
Wharf on 2 April 1992. In looking outside the terminal gate, the
'Warehouse to Wharf inquiry focussed attention on the links
between the different means of transport at the port interface.
The report found that the absence of effective communication and
flexibility between transport operations at the port interface fostered
an unreliable operating environment, underpinned by uncooperative
attitudes, little interaction and a lack of coordination between
participants in the transport chain.
On 1 November 1993 the then Minister for Transport and
Communications requested the committee to review the
implementation of the 'Warehouse to Wharf recommendations. The
review inquiry sought to determine what progress had been made in
improving the movement of freight along the transport chain.

The committee found that coordination and communication among
some parties in the transport chain to the waterfront have improved.
Prime examples are the implementation of vehicle booking systems
at container terminals and the coordinated approach of industry in
promoting electronic commerce in the transport sector.
However, problems with truck queues, late delivery of cargo,
documentation and a mismatch in working hours between warehouse
and wharf operators are still evident in today's operations.
The committee believes that its proposed Interface Efficiency Council
model outlined in the 'Warehouse to Wharf report would provide an
appropriate mechanism to address these problems.
The committee is convinced that much greater progress would have
been made had Interface Efficiency Councils been established at all
major ports.
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Hence the committee recommends that
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In regard to Electronic Data Interchange (EDI), the National
Consultative Group has been successful in developing a common
approach to the promotion of electronic commerce in the transport
industry.
The implementation of EDI in the transport sector has been led by
the Commonwealth regulatory agencies, in particular the Australian
Customs Service. The tools now exist to enable Australian firms in
the transport chain to benefit from applying EDI to their business
systems. However, the progression of EDI into the mainstream of
commercial trading has been slow to materialise.
A significant impediment to the uptake of electronic commerce by
small business in all industries, not just the transport sector, is the
availability of cost effective EDI software. Australian software
houses have had considerable difficulties in developing suitable,
commercially viable software, given the relatively high development
costs involved and a small domestic market which has shown a
resistance to technological change.
Therefore the committee recommends that
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The fundamental barrier to the widespread use of EDI is the
established
conservative and unadventurous attitudes of
management who have shown a reluctance to adopt and adapt to
electronic commerce.
On the documentation side, the use of sea waybills remains limited,
despite the potential they offer for greater interface efficiency. This
has been due, in part, to the reluctance of the banks to make their
clients, importers and exporters, aware of the advantages of trading
with sea waybills.
The 'Warehouse to Wharf report recommended that the Bureau of
Transport and Communications Economics develop a port
performance indicator to monitor changes in interface efficiency and
assess whether the benefits were being passed to users. The
Bureau's performance indicator, published in 'Waterline', provides an
excellent basis on which the transport and trading community can
continue to assess the performance of the transport chain.
During the course of the review inquiry three important issues
emerged which were not specifically addressed by the 'Warehouse to
Wharf report: the quality of service provided by National Rail
Corporation, port authority charges and stevedoring performance.
National Rail has encountered a number of problems since its
establishment in February 1993 associated with the transfer of
interstate rail operations from State Government rail agencies. As a
result, services provided by National Rail have not met the
expectations of some of its customers. However, the potential for
improvement in service and reliability exists as new capital is
introduced, infrastructure projects are completed and service
arrangements with rail systems are finalised and bedded down on a
commercial basis.
In the port authority sector, State Government dividend policies
constitute a considerable impediment to further reductions in port
costs. Many review inquiry participants were concerned that the
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benefits of waterfront reform were being absorbed in excessive
dividend payments by port authorities to their State Government
owners. State Governments should (i) cease using port authorities as
defacto tax gatherers; and (ii) ensure that the primary task for port
authorities is to facilitate trade in their region.
Therefore, the committee recommends that
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Finally, the gains made in stevedoring productivity and reliability
under the waterfront reform program do not appear to have been
maintained over the past 18 months.
Given the importance of stevedoring as a link between different
operators in the transport chain, the continuing problems with
performance and reliability in waterfront operations are of great
concern.
However, by focussing public debate solely on the waterfront,
industry associations and governments risk ignoring the many
significant problems which remain in the transport chain to the
wharf
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1.1
The House of Representatives Standing Committee on
Transport, Communications and Infrastructure tabled its report
'"Warehouse to Wharf: Efficiency of the Interface between Seaports
and Land Transport" on 2 April 1992.
1.2
The 'Warehouse to Wharf report found that the absence of
effective communication and flexibility between transport operations
at the port interface had fostered an unreliable operating
environment, exacerbated by uncooperative attitudes, little
interaction and a lack of coordination between participants in the
transport chain.
1.3

In setting out its recommendations, the committee sought:
improved coordination and interaction along
the transport chain;
the establishment
consultative groups;

of

high

level

port

the promotion of electronic data interchange in
transport;
simpler and standardised trade and finance
documentation; and
improved performance of port related service
providers,
to
be
monitored
by
the
Commonwealth Government.
1.4
This report reviews the response by industry and government
to the recommendations of the 'Warehouse to Wharf report, and
examines other issues which have emerged during the course of the
review inquiry. The review specifically sought to assess the progress
made in improving the movement of freight between the warehouse
and the wharf.

Terms of Reference and Conduct of the Review Inquiry
1.5
On 1 November 1993 the then Minister for Transport and
Communications, Senator the Hon Bob Collins, requested the
committee to review the implementation of the 'Warehouse to Wharf
recommendations.
1.6
A subcommittee of five members was appointed to conduct
the inquiry. The subcommittee was Mr Peter Morris MHR,
Mr Stewart McArthur MP, Mr Graeme Campbell MP, Mr Ted Mack
MP, Mr Wayne Swan MP. During the course of the inquiry smaller
subcommittees were appointed to take evidence at public hearings.
1.7
The committee received three submissions, fourteen
responses to a request for information made in May 1995 and held
two public forums, the first on 26 September 1994 followed by
another on 13 October 1995. Inspections were carried out at the
National Rail Corporation freight terminals in Sydney and
Melbourne and at stevedoring container terminals in Sydney.
1.8
Details of the conduct of the review inquiry are at
Appendix 1.

Scope of the Review Inquiry and Structure of this Report
1.9
The review inquiry specifically focussed
on the
implementation of the recommendations of the 'Warehouse to Wharf
Report. This is examined in Chapter 2. While not specifically
addressed in the original report, three other issues which gained
prominence during the course of the review are also examined. These
issues are:
the quality of services provided by National
Rail Corporation;
port authority services and user charges; and
stevedoring performance.
1.10

These issues are examined in Chapter 3.

Coordination and Interaction at the Sea /Land Interface
2.1
The 'Warehouse to Wharf Inquiry found that the salient
problem with the sea/land interface was the lack of effective
coordination along the transport chain and the absence of real
interaction between industry participants. The committee concluded
that this was a result of several factors, including:
intense self-interest on behalf of industry
service providers;
unwillingness of importers and exporters to
participate in and contribute to the policy
making decision process;
failure of users to communicate their needs to
service providers; and
failure of service providers to offer innovative
services and pricing options to users.
2.2
The 'Warehouse to Wharf Report found ineffective
coordination and interaction manifested itself in several ways, the
most visible being truck queues, a mismatch of working hours
between wharf and warehouse operations and late delivery of export
cargo.
Has Coordination and Interaction at the Sea/Land Interface
Improved?
2.3
The response to the committee's May 1995 request for
information (RFI) indicated that coordination between parties in the
transport chain had improved. Inquiry participants cited a number

of examples of improved coordination at the sea/land interface
including:
implementation of EDI systems, in particular
the Australian Customs Service's Sea Cargo
Automation project;
establishment of vehicle booking systems in
Melbourne and Sydney;
integrated handling, storage and delivery
systems for motor vehicle imports and exports;
and
consultative and planning processes for port
infrastructure projects such as the South
Dynon road link in Melbourne and the Port of
Brisbane's Fisherman Islands development.
2.4
Large users of the port interface, such as the Australian
Wheat Board and BHP, who have actively sought better coordination
and communication at the interface, have benefited through greater
efficiency in the movement of their cargo. They state that they have
achieved substantial cost savings.
2.5
However, similar benefits do not appear to have been
realised by smaller importers and exporters who account for the vast
majority of traders. The committee is concerned that three and a half
years down the track, these users do not have the knowledge,
incentive, nor exhibit the inclination to negotiate improvements to
the transport services they utilise or reductions in the freight rates
they pay.
2.6
The committee's concern is that small users are not
participating at all in driving change. Industry associations can play
a stronger role in educating their constituents on how to get the best
transport deal for their dollar.
2.7
Despite the improvements documented above, it is apparent
that many of the problems that were evident during the 'Warehouse
to Wharf inquiry remain.
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2.8
The committee acknowledges that, in establishing vehicle
booking systems (VBS), container terminal operators have made a
real contribution to improving interface linkages. However, truck
queues were a problem in Sydney in early 1995, partly as a result of
congestion associated with clearing a large increase in cargo
volumes. While these difficulties have subsided, problems with
vehicle booking systems remain in Sydney due to the unwillingness
of owner-drivers to participate (RFI: 12).
2.9
VBS at container terminals in Melbourne, which have been
developed in close coordination with the port authority and road
transport interests, appear to have been more successful in
spreading the peaks in business and reducing congestion. Gate to
gate truck turn around times within Melbourne terminals now stand
at about 20 minutes each visit, compared with 40 minutes in early
1994(RFI:5).
2.10 Vehicle control systems offer the potential to address
interface problems such as the low rate of two-way loading of trucks
delivering and receiving cargo at container
terminals
(Transcript: 139-144). Vehicle booking systems have so far only been
implemented in Sydney and Melbourne.
2.11 Truck delays were also experienced at Fremantle in late 1994
as a result of inadequate coordination between terminals, truck
operators and port users (RFI:4).
2.12
There is a close link between truck queues and the mismatch
of working hours between the wharf and warehouse operations.
Wharf operators contend that they are a 24 hour-a-day operation.
But the warehouses further down the chain operate for only 8 hours
each weekday, and often less. This telescopes freight into congestion
peaks.
2.13
Throughout the review inquiry, service providers expressed
concern at the reluctance of importers and exporters to adopt more
flexible working hours (RFI:2,3,4,10).
2.14
The committee believes that substantial productivity benefits
could be achieved, through greater utilisation of road transport and
wharf infrastructure, as a result of better coordination of working
hours in the transport chain with warehouse practices.

2.15
With the competitiveness of road transport, small cargo
owners can influence the terms of carriage to and from the wharf if
they try.
2.16
However, there needs to be an adequate efficiency/savings
incentive for importers and exporters to exert this pressure and
extend their working hours. It appears that service providers have so
far failed to satisfy users with innovative services and pricing
options to trigger out of hours despatch/receivai of cargo to and from
the warehouse.
2.17
Late delivery of cargo from the warehouse to the wharf
remain a problem. Conaust advise that at least 25 per cent of export
containers are delivered on the last day before sailing at its
Melbourne and Sydney terminals (RFI: 1 l;Transcript: 154). The
terminals' view is that this is due to a lack of understanding of
transport operations on the part of importers and exporters (RFI:11).
Conaust have addressed this problem by imposing a discipline on
shippers to deliver cargo to the wharf on time through a strict
deadline scheme.
2.18 These problems lead the committee to believe that, while real
progress has been made, there is considerable scope for further
improvement in the coordination of the transport chain.
2.19
The committee shares the assessment of the National
Transport Planning Taskforce that failure to develop effective links
between the modes has been due to the unwillingness of the parties
involved to compromise in the interests of providing coordinated
intermodal services that suit the needs of users.
2.20
Improved intermodal coordination will only come about
through effective communication between the links in the transport
chain.
2.21
If communication and coordination between individual firms
is not forthcoming, the committee believes that the only way forward
will be a move towards strategic alliances in transport offering doorto-door services and a concentration of ownership in the industry.

Consultative Arrangements at the Port Level
2.22
To promote on-going dialogue between industry participants,
make policy and provide effective leadership in the transport chain,
the 'Warehouse to Wharf report recommended that:
Interface Efficiency Councils be established, initially in
Sydney and Melbourne, to facilitate the efficient
movement of cargo to and from those ports and to
formulate policy in relation to the port interface.
2.23 The committee envisaged that effective Interface Efficiency
Councils (IECS) would have:
senior (chief executive) representation;
membership from all links in the transport
chain, including on-going participation by
importers and exporters; and
the ability to make policy as well as solve dayto-day problems quickly, in an informal
manner.
2.24
A vital component of the committee's proposed approach was
the appointment of a port liaison officer, in effect the port's "troubleshooter", who would carry out the day-to-day functions of the IEC.

Implementation
2.25
Following the tabling of the 'Warehouse to Wharf Report in
April 1992, the then Minister for Shipping and Aviation Support
wrote to State Ministers with responsibility for ports to encourage
the establishment of IECs.
2.26
The
authorities
committees
information

general response from State Governments and port
was that they considered existing consultative
provided an adequate mechanism for exchange of
among port users.

2.27
With the exception of Melbourne, little action has been taken
to further develop the consultative mechanisms existing in 1992 to
reflect the recommended model in 'Warehouse to Wharf.
2.28
The Western Australian Port Operations Task Force, upon
which the committee based its IEC model, is widely regarded as
being a very effective vehicle for addressing interface problems. In
addition to providing a mechanism for on-going consultation, the
Task Force also employs a port liaison officer whose role is to fix
problems as they arise. In 1994 the WA Government reinforced
consultative arrangements in the state's ports by establishing the
WA Shippers' Council, which acts as a facilitator between shippers
and other industry participants, primarily shipping companies.
2.29 The committee heard evidence from a number of transport
operators that the Port of Melbourne's Cargo Facilitation committee,
chaired by the Port of Melbourne Authority (PMA), is also an
effective consultative forum. The committee was told that the PMA
has provided effective leadership in bringing together a wide range of
interests to address problems in the port.
2.30
However, during the course of the review the committee has
been advised that consultative mechanisms in other ports,
particularly in Sydney, are not effective (RFI:3,14). In part, this
reflects the fact that shippers do not take the trouble to raise and
pursue their concerns.
2.31
The consultative groups in ports other than Fremantle and
Melbourne are ineffective for the purpose of formulating policy and
solving problems quickly because:
committee members are often not of a sufficient
stature within their organisation to make
policy and ensure compliance with it;
the representation of shippers is limited or nonexistent; and
importantly, the groups do not have the
flexibility to enable a 'trouble-shooting' role.
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2.32
The committee believes, as it did in 1992, that the
establishment of IECs would significantly improve the efficiency of
the port interface by facilitating effective communication and being
able to quickly respond to port problems. The success of the Western
Australian approach demonstrates that IECs are an effective tool to
bring disparate transport interests together and address interface
problems.
2.33
The National Transport Planning Taskforce supported the
'Warehouse to Wharf recommendation on IECs and called for
effective consultative groups to be established.
Conclusion
2.34
In the time since we last reported, it is clear that
coordination and communication between service providers in the
transport chain to the waterfront has improved. However, many of
the problems identified in the 'Warehouse to Wharf report are still
evident today.
2.35
The committee has a strong view that its proposed approach
for consultative arrangements at the port level would provide the
most effective mechanism to address these problems.
2.36
The responsibility for establishing Interface Efficiency
Councils rests primarily with port authorities. It is clear that port
authorities can play a much stronger role in facilitating trade and
commerce in their region. One important part of this role is the
establishment of effective consultative groups at the port level.
2.37
However, in the absence of any initiatives by the relevant
port authority, port customers should convene IECs themselves, with
the emphasis on self-help.
2.38

Hence, the committee recommends that:
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