GOVERNMENT REVIEW OF EXPORT POLICIES AND PROGRAMS
PORTS AUSTRALIA SUBMISSION

1.
Introduction
1.1 Ports Australia welcomes the opportunity to make a submission to the Review of Export Policies and Programs.

1.2
Ports Australia is the national peak body representing port authorities and marine regulatory authorities.  Its core business is firstly, to represent the interests of ports to governments, and to market the importance of ports in the country’s national economic life, to both governments and the community, and secondly, to advise members on regulatory and policy developments and to facilitate the exchange of information and best practice between members on matters of policy, operational and regulatory significance to ports.

1.3
The membership of the organisation is listed at Appendix A.  The membership 

includes all Australian ports of significance and accordingly embraces both publicly and privately owned ports, and ports involved in container, bulk and break bulk trades.
1.4
Ports Australia strongly supports the approach of the Government in framing the terms of reference to this review to encompass “a strategic, whole of government approach”. We view this as consistent with, and complimentary to, the approach that it has also embraced in other economic portfolios including Infrastructure and Transport, which is directed to enhancing, and removing impediments to overall supply chain efficiency, to support improved export performance and competitiveness. 
2.
Ports Australia Submission – Our Approach

2.1 Australia’s dependence on the performance of its transport services, and the sensitivity of our competitive advantage to transport costs, is well documented.  A recent study undertaken by the Australian Logistics Council, which was supported by a robust methodology, demonstrated that the value added by the Australian Transport and Logistics Sector is equivalent to approximately 14.5 per cent of GDP. 

2.2 The key issues paper prepared and circulated in the lead up to the Inquiry notes that there has been a “marked deterioration in the performance of Australian exports”.  It seems likely that there is no one single explanation for this trend but what we can observe is that our container ports are now experiencing double digit, or close to double digit annual growth, and that bulk ports are anticipating and gearing up for substantial increases in volume, sustained by strong demand from the Asian economies and by high international commodity prices.  Emergence from drought conditions in some regions means also that the pressures on ports and associated infrastructure will be compounded by a recovery in volumes of agricultural exports.  
2.3 The efficiency of landside logistics and its supporting infrastructure and regulatory settings, impact substantially on the costs of trade to and from this country and are accordingly fundamentally important to Australia’s export performance. 

2.4 A renewed interest in the revitalisation of dedicated coastal shipping services at both the commercial and policy level, with its communicant environmental advantages, will place additional pressure on port infrastructure.
2.5
Our assertion is that the success of the Government’s initiative in addressing supply chain issues, including through its establishment of Infrastructure Australia and through the Auslink program, is imperative as a pre-condition to enhanced export competitiveness.  These initiatives must form an integral part of any serious examination of Australia’s export performance, not only because of their inherent importance in supporting our export trades, including by addressing input costs, but also their considerable merit in illustrating a close  nexus between government initiatives in both the trade and transport sectors respectively.

2.6
In this submission Ports Australia has provided an overview on four particular points of interest which we contend are fundamental to any comprehensive review of trade performance.  Our intention is to secure a focus for these matters and subject to the views of the Review as to their significance in the context of the terms of reference, we would be pleased to provide further details.  They are:
· Infrastructure requirements to support port efficiency and growth.
· Regulatory impediments to timely investment in expanded port capacity. 
· The development of an Australian maritime capacity.  The coastal shipping inquiry is in part directed to determining a way to promoting a greater Australian presence in the coastal trades.  Ports Australia has supported this goal, in part on the basis that it has a strong strategic interest in the development of a larger skills base in this area to support port development.
· Delays in the introduction of transport productivity measures in road and rail freight transport such as super B Double access.

3.
Planning and Funding of Port Access (Infrastructure)

3.1
The robust growth in international trades has for some time drawn attention to both the infrastructure and regulatory issues that need to be addressed to avoid prejudice to our trade performance.  The report prepared by the Taskforce on Export Infrastructure presented to the then Federal Government in May 2005 incisively conveyed that there was no national infrastructure crisis as such, rather that there were localised infrastructure issues that had not been addressed through a mixture of policy and regulatory failures, and that if they did not receive attention our export performance stood to be compromised.

3.2 
More recently a report by the then Standing Committee on Transport and Regional Services tabled in August 2007, issued a similar note of warning.  Its report titled The Great Freight Task recommended a $3 billion national fund, separate to Auslink, for critical port infrastructure projects, including in the main road and rail connections and intermodal terminals. (In the port context this usually means a terminal away from the immediate port precinct to facilitate the exchange of containers between modes to accommodate more efficient port access).  In the report the Chairman of the Committee, Mr Paul Neville MP noted that “What we discovered, as we moved from port to port, was a pattern of logistics or infrastructure failures in the access to, or the operation of, ports – a missing supply link, a lack of rail capacity, a need for a bypass or ring roads, road and rail loops, and the functionality of channels to cater for larger…..vessels”.

3.3
Ports Australia had previously expressed concern that Auslink did not deliver on port access and indeed that the freight corridors designated under the program excluded some of the most strongly growing export regions.  Likewise it has recognised that State Governments and their agencies need to develop clearly articulated plans covering road and rail corridors, terminals, buffer zones and other land requirements to pave the way for successful investment in port access. 
3.4
Ports Australia has engaged with the Minister for Infrastructure, Transport, Regional Development and Local Government, the Hon Anthony Albanese MP on this matter and is encouraged that the Rudd Government’s policies are being formulated around total supply chain efficiency.  Ports Australia will be utilising the opportunity afforded by the national infrastructure audit that is to be carried out by Infrastructure Australia to secure a higher priority for underscoring long term port viability through improved provision of port access infrastructure.  This will include impressing upon Infrastructure Australia the need for resolute government action on the planning of road and rail corridors, terminals and port precinct land use.
3.5
The recent IPART report (NSW) and Eddington report (Victoria) envisage a stronger role for port authorities in managing the logistics chains within the catchments of their particular businesses.  This trend from a landlord to a strategic model for port authorities presents opportunities for improvements in the efficiency of the interface between the many players in the port logistics.  For example truck queues at terminals, and the under-utilisation of trucks in conveying containers in and out of ports, is but one example where there is still considerable room for productivity gains.  There is also room for considerable improvement in the systems currently utilised to convey cargo information between the various parties in the port container chain, such as shipping companies, agents, transport companies and freight forwarders, stevedores, shippers and port authorities.

4.
Regulation

4.1
The establishment of balanced and predictable regulatory regimes is likewise fundamental to the timely provision of additional port capacity, whether it be by way of channel deepening, the provision of a new berth, or the provision of an intermodal terminal. 

4.2
The reports referred to above identified the inhibiting impact of complex and increasingly draconian regulatory processes.  The experience of the members of Ports Australia is that approval processes are becoming more lengthy and uncertain, and that, as a general rule, the bar is lifted on each occasion that major investment in capacity expansion is proposed.  Further there is duplication between jurisdictions.  As with uncertainty in planning, overly onerous and uncertain regulation also stifles funding opportunities, including those involving the private sector.

4.3
Ports have gone to some lengths, and consider it as necessary and commercially prudent to establish sound environmental credentials with industry and the community and expend considerable resources in doing so.  However, some of the processes to which they are now subject are at odds with their vital trade facilitation role.  Governments need to have a clear vision and policy on this matter to ensure the ongoing viability of ports, including their ability to deliver capacity and sustained access for the maritime industry in keeping with demand. 

4.4 Ports Australia is strongly supportive of a national framework for regulations in relation to strategically significant infrastructure, including those that apply to dredging.  It is equally important that such regulation is carefully balanced between industry and community expectations, and do not simply represent an opportunity for all jurisdictions to go to the highest common denominator.  This does not necessarily mean centralised regulation but a real commitment to harmonisation and simplification, accompanied by certainty of process.  We observe that this matter also lies within the brief of Infrastructure Australia and the current COAG agenda and is being addressed by the Government at a number of other levels.  Notwithstanding this resolve, progress in this area will require incisive action on the part of all governments.
4.5 In this context we note that at the meeting of the Australian Transport Council of 2 May 2008, Ministers resolved to move to a nationally based approach to maritime legislation  covering commercial vessel survey, certification, crew competencies and some operational practices.  Ministers further agreed to put in place a single national registration and licensing scheme for heavy vehicles by July 2009.  These sorts of aspirations have been expressed before at both COAG and ATC level but these recent decisions are iconic in that they have been accompanied by firm deadlines and by a resolve that processes should be closely overseen by Ministers and accorded appropriate priority at agency level.  This hopefully represents a departure from previous experience where such initiatives were relegated to inter-jurisdictional committees where they became stultified by a pre-occupation with third and fourth tier issues.
4.6 A further encouraging development to emerge from the recent ATC meeting was the expressed willingness of the Federal Government to partner the States and Territories in tackling the sustainable growth of cities including addressing urban congestion.  It has been the contention of this Association that while there has been something of a pre-occupation in transport policy terms with the relative line haul performance of road and rail, by far the most substantive transport policy issue on the menu (but not as yet fully confronted by governments) is the safe and efficient movement of freight through cities and communities.  We accordingly strongly support the Government’s stated intention to move on this subject (including hopefully the previously political no-go zone of congestion pricing) including its announced intention to establish a Major Cities Unit within the Department of Infrastructure, Transport, Regional Development and Local Government. 

5.
Maritime Skill Base
5.1
Ports Australia regards this issue of strategic importance to long term port viability.

5.2 The ports industry is heavily reliant on recruiting people with maritime experience such as harbour masters and port operations managers, pilots, tug masters and other port vessel handlers.  The industry accordingly supports opportunities to develop maritime skills of Australians so that a greater pool of skilled employees is available to take up shore based positions in the ports industry.  Skilled personnel with maritime experience are in short supply (not least because of competition from the offshore resources sector), and notwithstanding that alternative training pathways are being developed in some areas, the availability of sea time is still an essential component to much of that training.

5.3 For this reason we have supported the development of policy settings on the part of the Federal Government to promote a stronger Australian presence in our coastal trades, most recently in the context of the House of Representatives Standing Committee inquiry on coastal shipping.

5.4 We further observe that since new investment in Australian-flagged and owned shipping increased in the late 1980s, in part because of government fiscal initiatives, it has subsequently considerably diminished and what remains has become one of the oldest fleets in the world.  This has had a direct bearing on the opportunities now available for Australian-flagged (and/or owned) shipping to support both our coastal and international shipping task (which is about the fifth largest in the world on a tonne/kilometre basis), and to facilitate the promotion of a maritime skills base in this country.  We note also that “the net annual shipping services deficit increased by 7.5%, or by $302.3 million, to $4.3 billion in 2005/06, as a result of a 6.7% increase in outlays to foreign shipping.  The annual (positive) contribution from Australian shipping to net services declined by 8.8% to $175 million in 2005/06 ... the role of Australian-flag shipping in servicing Australia’s imports and exports continues to decline, equating in 2005/06 to 5.7 billion tonnes or 0.8% of Australia’s external seaborne trade”. (ASA 2008).
6. Transport Productivity

For some time the National Transport Commission has been developing a regime of nationally uniform regulation for the road and rail freight industries, including making recommendations to the ATC on pricing systems that ultimately secure a position of competitive neutrality between the two modes, consistent with its statutory responsibilities.  Again, the Federal Government has demonstrated considerable resolve to accelerate the pace at which nationally uniform regulations are adopted by the various jurisdictions.  The pace until now has been slow however because state and territory agencies have been tardy in adopting and implementing the recommended reforms, with the result that increases in transport productivity has not reached anything like its full potential.

These measures have a close bearing on port efficiency and include such matters as improved access for B-doubles and super B-Doubles, full implementation of increased axle mass limits, facilitating development of PBS vehicles, standardizing communications systems for rail freight trains, and better train path management.  Full details of these measures can be obtained from the NTC and from the Australian Trucking Association and the Australasian Railways Association.
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Attachment  - Ports Australia’s Members

· Albany Port Authority
· Broome Port Authority
· Bunbury Port Authority
· Cairns Port Authority
· Darwin Port Corporation
· Dampier Port Authority 
· Esperance Port Authority
· Flinders Ports South Australia
· Fremantle Ports 
· Geraldton Port Authority
· Gladstone Ports Corporation 
· Mackay Port Authority
· Port of Melbourne Corporation
· Newcastle Port Corporation
· Port Hedland Port Authority
· Port Kembla Port Corporation
· Port of Brisbane Corporation
· Port of Portland Pty Ltd 
· Ports Corporation of Queensland
· Sydney Ports Corporation
· Tasmanian Ports Corporation Pty Ltd 
· Toll Ports and Resources - A Division of Toll Logistics
· Townsville Port Authority


Marine Authorities

· NSW Maritime Authority 
· Maritime Safety Queensland

· Victorian Regional Channels Authority 

· Victorian Department of Infrastructure

· Department for Transport, Energy & Infrastructure, SA

· WA Department for Planning & Infrastructure


Associate Members

· Port of Hastings Corporation

· Royal Australian Navy

· Australian Hydrographic Service (RAN) 
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