SUBMISSION NO. 4

THE ASSOCIATION OF AUSTRALIAN
PORTS AND MARINE AUTHORITIES
INCORPORATED ABN: 35 182 209 946

Level 16 PO Box N590
7 York Street Grosvenor Flace
Sydhey NSW 2000 Svaney NSW 1220

12 e
MIed 06/ /" / 03 Telephone: 02 9247 7581  Facsimile: 02 9247 7585

AAPMA Int: 61 2 9247 7581  Int: 61 2 9247 7585

e~mail: aapma@uaapma.org.au

3088.03 www-adpma.org.ai - g% November 2003

The Committee Secretary Secretary: AL
Standing Committee on Transport and Regional Services
Parliament House e : Bl
Canberra S E e e e 10 NOV 2383
ACT 2600 | o £ 07 7 BSTNTATIVES |

Inquiry into Privatisation of Regional Infrastructuret=gm —
Enterprises.

Dear Sir/Madam,

The Association of Australian Ports and Marine Authorities is pleased to make a submission to
the above enquiry. Our Association represents the interests of Australia’s Government owned
ports and several privately owned port corporations as well as State marine regulatory authorities.

1. Australia’s ports are predominantly State Government owned. They have been
corporatised or commercialised as part of the corporatisation process applied to many
GBE’s in the 1990’s. As part of this process, the Victorian Government sold Geelong and
Portland ports to the private sector. More recently, the South Australian Government has
also sold its ports to the private sector. In addition there are several resources industry
ports that are privately owned. The Western Australian Government retains ownership of

~ some smaller regwnal pm‘ts thmugh lts Deparmxent of Inﬁ'astructure and Planmng

Under the corporansatlon and commermahsatlon process a numbcr of port operatxons
previously carried out by ports were sold or transferred to the private sector through long
term leasing arrangements or other similar arrangements. A large proportion of the port
service requirements are therefore managed and operated by the private sector with the
port corporations/authorities largely remaining as landlords with a strong trade facilitation
function.

The corporatlsed/connnercmhsed ports have been given Boards of Directors, however,
they remain subject to adherence to a wide range of Government business, financial,
employment and other policies and processes which are often generic in their nature and
application.

2. Australia’s ports provide the entry and exit points for over 99% of Australia’s trade by
volume. They are part of the overall transport and }ogxstws chain bemg the essential
interface between land and sea transport modes




As a result ports have a significant economic impact on a regional and State basis and also
at a national level. The results of Economic Impact Studies that have been undertaken by
a selection of ports using an economic impact model developed by the Australian
Department of Transport and Regional Services’ Bureau of Transport and Regional
Economics are shown in the attachment.

. The land transport corridors for freight to and from ports are important strategic systems
providing access to distribution centres as well as direct access to end users/suppliers.
The cost and efficiency of land transport, as well as port costs and efficiencies, are
important elements in contributing to Australia’s international competitiveness.

Land access issues to ports at present and into the foreseeable future are most xmportant
strategic considerations as they can impact on the ablhty to provide the lowest cost service
to our exporters and importers : and can contribute in delays to meetmg shipping schedules.
1t is important that, if we are to maintain our international competitiveness, efficient land
transport corridors for freight are recognised by Government as essential infrastructure.
Planning schemes must be established that recognise the importance of these corridors
and the provision of capacity for expansion as well as suitable buffer zones for
environmental purposes.

Many of the major bulk exports through ports are of low value and are required to be
shipped long distances to their destinations. They are significant earners of export
revenue and major contributors to regional development. They therefore require the most
efficient, lowest cost infrastructure so that they remain internationally competitive and can
grow in line with international demand.

Government financial requirements on ports that are determined by Government
budgetary requirements can impede the timely and efficient meeting of market needs,
especially in relation to port infrastructure development. The adequacy of port
infrastructure such as the depth in channels and at berths to meet new and larger ship
requirements, the capacity of berths and loading/discharge facilities to meet current
market needs as well as growth in trade, are also important strategic issues that directly
relate to economic growth.

on of their infrastructure to meet

It is essential that ports are not impeded from exp:
timely growth of existing markets as well as ne
infrastructure so that the regional and national economics can grow. Australia is only one
of many nations, especially in the Southern Asian region, that compete to attract new
growth industries.

Ports are businesses and need to be able to move flexibly and quickly to meet changing
market needs and manage the range of issues that impact upon them for the benefit of
their stakeholders.

. Furthermore, Government owned ports are required to meet a range of Government micro
controls linked to strict adherence to Government employment, business, process etc
requirements as well as reporting requirements.

This adds a lay&r of costs to ports which normally have to be passed on to exporters and
importers. It is considered that these requirements, which are mainly genenc in nature, do
not add value to port operations or port management and are such that in a privately
owned organization they would not be incurred. The maintenance of our competitive

ndustries that will rely on port



position internationally, requires that all parts of the transport chain minimise their costs
as well as maximise efficiency in business operations and processes.

6. In capital city and other regional ports handling general cargo, the level of competition
between ports is increasing. Although still quite limited, such competition is largely the
result of more flexible and innovative approaches to land transport and }oglstlcs solutions
developed by the private sector.

In many of the regional ports, it is difficult to move product by land from its origin to
another port because of distance and resultant land transport costs as well as, in many
cases, the need for dedicated land transport and port infrastructure.

Port users focus closely on port pricing and over the last 10 years or so, since
corporatxsatmn/commermahsaﬁon them has been a general decline in port pricinginreal
terms. L

7. In making the above comments AAPMA is not advocating privatisation of port
corporations/authorities, However, we consider that where an economic benefit to
industry can be achieved, the corporatisation/commercialisation model should be applied
with flexibility, so that there is an elimination of those Government controls on ports that
do not add value to the port but essentially add a layer of costs that must be met by
exporters and importers.

Furthermore we consider that port corporations/authorities should be allowed to manage
their capital in such a way that much of the infrastructure requirements to meet market
needs can be met from their internal funds generation, possibly including direct
borrowing. However, if further privatisation were to be considered, then we would
advocate that it should only be done if it did not increase costs to exporters and importers
and was able to demonstrate increased efficiencies that will be of benefit to port users, the
facilitation of trade and enhance international competitiveness.

I would be pleased to expand further on these issues if the committee requires this.

Yours sincerely

7

John Hirst
Executive Director
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