
Geelong Port-City: Key Issues and
Opportunities
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Geelong was founded primarily because of its port and indeed, up until the 1850s was in fact the principal port of Victoria, overshadowing Melbourne. The city and the port share a long history of interdependence.
But global best practice suggests that the mere presence of a port in a city alone does not maximise its potential: thorough planning and investment strategies are required to protect and grow the port in a way that meets community expectations. For the best
outcome, the city has to see the port as central to its
future. It needs to understand the port’s prospects and challenges and work with the port to maximise
success. In turn, the city needs to build a valuable service sector on port success. It also needs to balance port development with urban amenity and the environment: the expansion of port activities should be carefully planned to maximise growth but also to protect the city’s aspirations. The city also needs to understand what other parts of the world trade with its port, and nurture these important trading relationships.
In more detail, some of the key issues that face Geelong in becoming a world-leading Port-City are listed below (in no particular order):

The  Port of  Geelong is  likely to face an increasingly competitive and entrepreneurial national ports sector in the future
The Port of Geelong is growing as a competitive bulk commodities destination. But this growth occurs in an increasingly competitive environment for port services: Geelong might be the destination for some goods today, but long-term growth cannot be taken for granted in a competitive environment. Recent events in New South Wales – where the Ports of Sydney and Kembla were sold to a superannuation fund investor for over $5 billion – suggest that there is strong interest in private capital investment into port infrastructure.
Port user feedback to this report suggests that some grain trade in particular has in the past been lost to
other ports due to such constraints as channel depths.

If continued improvement occurs at rival ports to
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Geelong itself, the city may suffer accordingly with the competitive advantage that new investments elsewhere will bring. In this respect, the City of Greater Geelong needs to work with the port to understand some of the key planning and investment matters that will shape a competitive and successful port city for the long-term.
In turn, Geelong’s port and landside freight task itself
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candidate.
commodities port
Freight and logistics for bulk commodities – which
from economies of scale – that is, where costs per unit of output fall as the scale of operations increases. Economies of scale can come through higher freight volumes: higher volumes pay for better infrastructure, which costs less per unit of goods moved to operate. Geelong can look to increasing the scale of its operations in order to
out-compete its rivals by offering the best freight rates for goods imported to and exported from Geelong.
Scale issues are likely to be of particular importance to the future grains and fertiliser import and export trade, where the east coast of Australia
– which produces millions of tonnes of hard grains
annually - might be expected to want to reduce the number of seaport destinations and concentrate on fewer, larger, higher-productivity grain export ports. As Geelong is already the largest bulk port in Victoria, it is well placed to become the pivotal
grain export port for southern Australia, but this will
only happen with a dedicated port-city planning and investment effort.
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Higher productivity vehicles and vessels can and should serve the port, safely and sustainably
The same economies of scale apply to the ships, trains and trucks that service the Port of Geelong.
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Today’s ships together with the current order book of new vessels are bigger than before5 and can move more goods more cost effectively, but to remain
competitive, the port needs shipping channels and berths that are deep enough and wide enough to accommodate these new vessels. If the port loses its competitiveness for shipping, the Port-City objective is fatally compromised.
Equally, longer trains and the latest high productivity trucks towing a longer trailer or extra trailer represent
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port’s future success relies on ensuring that the key road and rail arteries of the port are at the leading edge of vehicle productivity.


The  whole supply chain is  important to
Geelong, not  just the  port facilities
In previous decades, the success of Geelong’s port depended mostly on the port infrastructure itself – its berths, shipping channels, tug and pilot vessels and wharfside infrastructure.
In 2013, success depends also on a growing emphasis on the adequacy of road and rail infrastructure that

bring the Port of Geelong’s commodities to the port itself. In some cases road and rail infrastructure vital to the Geelong port freight task can lie hundreds of kilometres away from Geelong, but its role in the success of Geelong’s port is just as crucial as the roads, shipping channels or rail tracks that go into the port itself.

A major example of this is the road and rail linkages into northern Victoria and southern NSW around Shepparton and the Riverina. Geelong’s future grain and fertiliser growth can come substantially from this rich cropping region, but both the Port and City of Greater Geelong will need to realise that this region’s road and rail freight infrastructure is a key piece of their own port supply chain. This presents the opportunity for Geelong to work constructively with these regions, their state and local governments and rail and road operators to make the future supply chain requirements a reality. Geelong's port success is tied to this regional infrastructure.
This focus on city/port/regional cooperation is a feature of leading global port cities according to the Organisation for Economic Cooperation and Development, and it is one Geelong will need to emulate.
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Geelong's labour market appears to  be  in transition
Geelong is a city in economic transition: some of its traditional major employment sectors are declining. While many of these sectors are not directly related to
[image: image5.png]Port of Geelong traffic this opens up space for new




opportunities. Geelong as global port-city is a key opportunity for the future.
It is important for any city to take these productive opportunities when they present themselves. The best available labour forecasts for Geelong indicate that – all other things being equal - health care services will become the dominant employers in Geelong³. Local
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positively so that port and logistics and their service sectors become a larger share of the future workforce and economy. But this involves making active and entrepreneurial choices now about how the port is planned and developed for the future.
The  planned relocation of  the Port of Melbourne can  offer direct growth opportunities for  the Port of  Geelong
In the coming two to three decades, the Port of Melbourne, which is currently Australia’s largest container port, is expected to move in at least large part to a new site, away from its current home, which occupies around 500 hectares of land in the central- west of Melbourne.

Port of Melbourne Corporation (PoMC) container operations are likely to reach capacity in the mid to late
2020’s and growth throughout the port precinct will be restricted by the available land footprint and pressure from a developing city.
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port although the trade will continue at PoMC.
The port capacity for other trades will be continually under pressure as has been the case with many
city-based ports around the world.

The port of Geelong provides a substantial alternative to PoM in the future for bulk and break bulk trades in
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trades more suited to Geelong’s future growth and
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The move and change will be as a consequence of capacity issues at the current site: put simply, the present location will not accommodate the likely
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size that Melbourne and Victoria’s economy is expected to generate in the decades ahead.
Present planning solutions to this growth challenge would see Melbourne’s predominant container trade being moved to a new container terminal development at Hastings, south east of Melbourne. However, the considerable amount of bulk commodities in Melbourne are not planned to be accommodated at the Hastings site for the long term, all of the available space of which will, it is understood, be required for container operations.
This situation represents a trade growth opportunity for Geelong in the longer term. Geelong will be a compelling long-term destination for many of the
non-containerised trade tenants on the Port of
Melbourne site, provided that Geelong can put in place the right facilitating infrastructure, land planning and nearby logistics infrastructure, this scenario could see bulk operations with greater economy of scale at Geelong, with much of the Port of Melbourne’s former bulk commodity sites liberated for remediation and use as inner-city residential developments, in a move that would also reduce the very considerable heavy vehicle
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contributor to Melbourne’s road congestion overall.
This scenario forms a major part of the Port of Geelong growth strategies that follow. By planning to create the right commercial and operational setting for these bulk trades in Geelong, the Port and City allow the State Government to reorient the bulk sites at the Port of
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Melbourne for higher-value land uses. In any event, these bulk trades offer further complementary scale to such operations as are already at Geelong and align with the port’s objective of becoming the dominant bulk port in south eastern Australia.


As the port grows, negative impacts of that growth need  to be  reduced
On the physical level, a growing Geelong port needs space – both at its ship berths and in terms of its land freight corridor connections, warehousing and distribution land nearby. As a port grows, freight operations become more intensive.
But this extra activity, even though it brings greater
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activities of Geelong: truck and train noise, pollution, environmental challenges and especially road safety
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if not planned appropriately. These matters have been addressed directly in this plan (see below), with a recommendation that higher productivity vehicles operate only within a restricted network to service the Port.
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noted that future infrastructure solutions aligned to these are provided indicatively. Such future solutions will be subject to further detailed planning study, consultation and business case assessment.
Road  freight should be  more actively limited and  'pathed' to  protect the community
In particular, communities in and around the port - and in the suburbs that approach the port which are used frequently by trucks going to and from the port - can have their land values and community safety eroded when growing road freight throughput in particular is simply allowed to ‘happen’ rather than being planned and managed actively.
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need to plan their port development more actively and to give a clearer and higher-productivity network for transport to and from the port. The network used by these higher productivity vehicles should be controlled resulting in reduced truck activity in most places, but
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designed, special higher productivity corridor, away from other transport users and the community.

This approach is known as seeking the [image: image17.png]least financial



 and economic cost pathway for freight, and it will need to be a high priority in Geelong’s planning goal of becoming a leading port-city of the future.

Higher volumes of  freight in  future
means access arrangements to  maximise capacity usage will need  to  be  practical and  transparent
As the Port of Geelong’s operations grow in volume and intensity the port and its customers will need to have a clear approach developed around commercial access to key infrastructure. Maximising the use of capacity will become more and more important. For example the Geelong Grain Loop (GGL) at the port of Geelong – a rail line which currently services the grain facility close to Corio Quay and allows rail wagons to unload close to Corio Quay South - is a piece of critical infrastructure. It is in the interests of all parties to maximise usage levels of this loop before new and potentially expensive new rail loading investments are considered. Feedback suggest that current access arrangements work quite well, with the managing party

– GrainCorp – organising access for third parties as
necessary.

This informal coordinated access process is far preferable to a regulated outcome. But when larger volumes, new commodity types and greater infrastructure usage levels are anticipated for the future, there will be room for improved supporting structures around the port of Geelong’s current third party access arrangements. Best practice approaches to this sort
of infrastructure would normally suggest that a simple
independent and suitably transparent coordination process be developed to ensure that capacity usage is maximised on existing infrastructure, so that amongst other things, upgrades to existing infrastructure can then take place in a more timely way, on a more reliable user pays basis. This offers a reliable and durable

alternative to formal regulation and feedback from port users is that this sort of coordination approach to managing growing capacity is the preferred approach for capacity management of key infrastructure at the port of Geelong.
New  commercial road access arrangements for more productive heavy  vehicles, operating on limited routes, are a key strategy for driving sustainable growth for the  port of Geelong
As volumes of product being moved to and from the port of Geelong grow, it will become ever more
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movements. This is particularly the case for Geelong, which at least at present, is a road freight dominant port: many of the freights moved to and from Geelong
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viable (although this might change in future, particularly as volumes and operational certainty for some trades increase, and the corresponding density functions around rail freight might be expected to improve).

At the present time, new higher productivity commercial road freight access arrangements are becoming available to state road agencies – where larger, more productive vehicles (such as B-triples and
‘Super B doubles’, which are the same size as B triples but which can carry 2 x 40-foot shipping containers at once, or 4 x 20-foot shipping containers) can gain better access to key freight facilities like ports.
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commercial road access arrangements
Infrastructure Australia has led policy thinking in introducing these higher productivity road freight vehicles under commercial arrangements, where those operators and customers that wish to access the
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‘user pays’ basis – utilising third party access and

improvement arrangements under Australia’s Competition and Consumer Act (previously the Trade Practices Act). This innovation in road freight
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Geelong’s port task. Geelong stands to be an early adopter of this commercial approach, which is currently being considered for the Hume Highway between Melbourne and Sydney.

Port and city have  the  opportunity to forge a closer, more allied future
For the port to thrive and for the city to thrive with it, both need to link themselves together more closely. In particular, the city has a role in developing the service sectors around the port to make Geelong a leading source of expertise for its freight and port activities; the city can also assist the port in negotiations with major potential customers or investors, or state and federal governments.
The OECD has highlighted this challenge in its Global
Port-Cities project :

The challenge for Geelong as an aspiring leading way to use the port cluster as an asset for a wider

urban economic development and a more high value- added services economy’, such as headquartering arrangements for the port customers, and offering partnered courses, research and development in its


tertiary institutions that can build on the port’s presence and offer commercialised spinoffs to the port’s
activities.
A new  structure will be  needed to facilitate the Port-City partnership
It will also be necessary to consider a formal structure for coordination of port, port user and operator and investor matters with other levels of government. In this respect, there are lessons to be learned from port and hinterland freight coordination model such as the Hunter Valley Coal Chain coordinator, which is a forum for capacity planning, management and investment in the coal trade of the Hunter Valley and the Port of Newcastle – the world’s largest coal port.
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the early years of a Geelong port-city plan. It is important that all parties, including new trades at the port, have a single forum supported by city planning and research.
This structure will also offer the city and its port and port users a single body with which to discuss the port’s development objectives with state and federal governments and other potential infrastructure investors.
The City of Geelong and the Port, along with other major port users and the Victorian Regional Channels Authority, already hold Port User Group meetings on a regular basis. This forum is an excellent beginning that can be built on to keep structure, process and governance to a minimum but offer the right forum for dealing with the opportunities ahead.

Some  best practice Port-City examples are  close to home
The port of Gladstone in Queensland is regarded by Infrastructure Australia as a best practice example of a global port-city, where the economic development of this major global port and the city’s own development objectives are very well aligned. Gladstone remains a
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relationship lies in its close partnership with the city in all aspects of sustainable planning and trade development: the port has published and maintained a

50-year development plan for many years now and the
city works closely to support all aspects of sustainable and sensitive port development, and to act as a trade ambassador for port business. Geelong therefore has ready-made Australian examples to follow in setting out to be a leading Port-City.

A changing industry profile means Geelong has  land planning opportunities ahead
Part of the requirements for the port of Geelong’s expansion is for more land for the warehousing, distribution and value-added activities that greater port imports and exports will need. Geelong needs to be able to provide this ‘back-end infrastructure’ if the port is to market itself successfully as a sustainable destination of choice for bulk and break bulk commodities in particular.

The changing face of Geelong’s manufacturing sector
– much of which is adjacent to the port - will mean that at least some land is likely to become available in the future. It will be important for Port-City objectives that the long-term requirements of the port are considered and planned for when considering alternative uses for such sites– such considerations might be made in conjunction with the departing tenants, in some cases.
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