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This project was initiated in March 2013, in part being a collegiate response from the port, its users and the city to a recommendation from Infrastructure Australia in
2012 that Geelong should seek to develop a long-term

plan for the future of its port.

This project, which sees the port, its customers and tenants, the local government and the wider business community working in alliance, has involved several distinct work areas and phases. The following sections
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•
Project inception;
•
Analysis phase;
•
Future modelling; and

•
Development of growth scenarios.
Project Inception
An initial round of meetings was conducted with clients and other interested parties and arrangements were agreed for the consultancy’s coordination with the City
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The project since this time has in effect seen the city work as a member of the consultancy team, seeing the issues develop and having direct input into trade and infrastructure analysis and development of new growth and planning scenarios for the Port. This places the city
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this respect, which at this point is generally acknowledged to be the [image: image4.png]



[image: image78.png]yathway



. This plan sees city and port in lockstep in terms

of planning, investment, managing port operations and working to attract new business.

Analysis Phase
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operating arrangements
The existing operations of the port were interrogated:
what trades now, in what quantities, berth utilisation,
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road and emerging trades and opportunities as they were viewed by the owner and tenants and through the wider market research conducted by the consultancy.

Current port infrastructure arrangements
Berths, channels, road and rail approaches that underpinned the current operations at the port were examined. Landside availability and major vehicle access approaches for road - (principally: Bacchus Marsh Road; Cox’s Road; Western Ring Road; Shell Parade; Latrobe Terrace) and rail (Gheringhap loop, GGL and CIGL, other rail spurs easterly), were examined, with both broad gauge (i.e. Victorian passenger trains and freight network) and standard gauge (i.e. the national rail freight network) alignments and train pathing arrangements considered. (Refer
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Current planning and zoning arrangements affecting the port
Consideration was given to the availability of land for port expansion and prospects for land parcels becoming available in future that might need to consider port activity as highest and best use, if the aspirations of trade growth were to be realised at the port.
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Current access arrangements affecting the port
Freight operators and the port and its tenants were interviewed to appreciate what size of trucks had access to the port, what size of trains, access restrictions, the arrangements for third parties obtaining effective access to the essential infrastructure of the
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port (such as the Geelong grain loop on Corio Quay south).

The preferred pathways for entering the port from the port user perspective were considered – this equates
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simply: what made the most money for the freight sector and customers.
These current or industry-preferred outcomes were then compared with possible alternative arrangements that might best manage the impact of port operations on environmental and public amenity – road safety, noise, pollution, etc. This is known as the least cost economic pathway for freight.
The two pathways were compared to each other for analysis of overlays that would inform better freight infrastructure pathing and infrastructure decisions for the future development of the port.
Potential future trades for the Port of
Geelong
Analysis was undertaken on the full range of port trades available to Geelong (both prospects for expansion/closure of existing trades and new entrants), realistically, into the future. In several cases, the
relevant industry personnel in potential future trade categories were interviewed for their views on the likelihood of trade relocation to Geelong, including what infrastructure and planning issues might need to be addressed.

Analysis of necessary new  infrastructure for new  trades
Time was taken in consultation with industry – especially freight operators and the port tenants – to examine the roads and rail and berth and channel investments or land use arrangements that would potentially satisfy and accommodate the different new/ expanded current trades in the port into the future.
This consultation might be expected to be continued by a port-city management structure in future, but discussions to date have offered good insight into key issues and opportunities. These being subject to future investment certainty, consultation and planning study.

Current hinterland arrangements for  the  Port of Geelong are examined
One of the limitations of traditional state government port plans is that thinking about the port’s trade connections tends to stop at the state border. To avoid this shortcoming, the assessment of infrastructure vital to the growth of operations at the Port of Geelong was extended to take into account key pieces of road and
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growing areas of northern Victoria, southern NSW, north west Victoria, the mineral sands product supply lines from northern Victoria and coal and other product line supply chains from regional Victoria and Gippsland.
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Future Modelling
Input-Output Model Quantitative Economic
Model for  Port and City developed
This model represents the likely outputs that port activity generates for the economy of the City of Greater Geelong. It is a recognised basis for making public policy decisions around infrastructure funding or planning.
A model of unprecedented depth and accuracy was developed for port and city thanks to the close support of Asciano and the port users, which offered great assistance in providing input data. The resulting model allows the economic impacts of different port growth scenarios to be developed to a plausible degree of accuracy.

Channel and berth activity modelling
A review of previous ship simulation studies related to the existing port channels and port operations model outputs conducted by the VRCA was undertaken in conjunction with the development of a new port model (by the consultant) to understand the infrastructure limits that are met under different trade and growth scenarios, and what this means for the facilitating channel, berth, road and rail infrastructure in terms of timely and prioritised upgrade options.

The new port model developed as part of this study considers and estimates future berth requirements (by commodity type) and vessel movements for each scenario.
Development of Growth Scenarios
This phase of work involved looking at the plausible potential trade growth at the Port of Geelong from worst case scenarios to best - out to the year 2050, examining the likely impact on the city from increased trade under each scenario and cataloguing the sorts of
freight infrastructure and planning requirements that are

likely to be needed to make each scenario happen. This analysis offers leaders of city and port alike the growth potential available to Geelong and what sort of infrastructure is likely to be needed to unlock constraints on growth. Importantly it also models a

scenario of no or very low growth – thereby highlighting
the dangers of doing nothing (i.e. the worst case scenario).
Trade Growth Opportunities
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This report involved consultation with the Geelong Port, major port users such as GrainCorp, Midway, Incitec Pivot, Terminal Pty, Shell and many others, as well as Geelong road, rail and shipping freight providers, to identify two main sources of realistic growth opportunities for the Port of Geelong. A list of consultees is given at the end of this report.
Existing Trades – these are commodities that are already traded through the Port of Geelong at some level, and which might be better protected or grown for the future

Emerging Trade Opportunities – these are trades that, based on feedback from interested parties, have realistic prospects for future location (either whole or in part) at the Port of Geelong that can deliver new lines of trade growth to the Port-City
These trades are summarised below. They have been
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assessed to inform the economic impact analysis for the Port that follows in the next chapter:
Existing Trades
•
Woodchips
•
Timber
•
Logs
•
Fertiliser
•
Grain including wheat, Soya bean, Canola, Barley
•
Steel products
•
Aluminium products
•
Crude Oil
•
Petroleum products / Bitumen
•
Chemicals
•
Mineral sands, Gypsum, Cement

Emerging Trade Opportunities
Exports
•
Mineral sands

•
Brown coal
•
Black coal
•
Iron ore
•
Grain (including new supplies and existing PoM
share)
•
Soya Bean Meal / Oil
•
Copper concentrate
•
General cargo (steel, construction products etc)
•
Pulp
•
Containers – Tasmanian based service

•
Containers – coastal shipping service to Hastings
•
Bio fuels
Imports
•
Fertiliser
•
Automotive units (vehicles)
•
Containers
•
Cement
•
Sugar
•
Chemicals
•
Petroleum products (including Bitumen and LPG)
•
General cargo
This indicated breakdown of trade values by type is provided in the Annex to this report.

Infrastructure Barriers and Solutions to
Trade Growth
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To achieve the potential trade growth on offer and become a long-term destination of choice for more

bulk and break-bulk customers, the stakeholders must address some infrastructure constraints. However, doing so can be inordinately expensive if attempted all at once.

The parties to this project have been in clear agreement that new infrastructure investments at the port should not be considered on a speculative basis, but only on the basis of a clear sight of future trade growth as a means of paying for each new infrastructure development.

New  infrastructure investing should be on merit
With the clear objective being the development of cost effective new infrastructure, it is very important to
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barriers to growth might lie, but also in what order or with what size of opportunity these constraints should be attended to, in order to unlock smooth and untroubled trade growth at the port in an affordable fashion. The merits of this approach apply equally to whether the funding comes from the private sector (where return on investment has always been a foremost consideration) or the taxpayer (where demonstrated value for money is increasingly important in an era of scarce taxpayer funding).
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further growth at port of Geelong
The key constraints and challenges are listed below, and are described further in Table 1.
•
There is no recognised heavy freight operations zone around the port.
•
High capacity vehicle access to all port precincts from the Princes Freeway is limited. Port exit routes for trucks heading west are different to those for trucks heading east.

•
Truck access to/from the port through or around

Geelong is not managed and there is no

recognised (dedicated) heavy vehicle route across the city of Geelong.
•
There is a lack of third party commercial access models to achieving infrastructure improvements.
•
Rail access and volumetric capacity (by rail) to port berths is limited, there are no long term high- capacity rail solutions planned for the port precincts.

•
Access to Standard Gauge rail is complicated. The port does not yet connect easily to the national standard gauge network in an operational sense, despite its very close proximity to this infrastructure.
•
Port zones suitable for stockpiling dry bulk materials appear to be limited especially when combined with rail connectivity shortcomings.
•
The port has limited transport connectivity with the GREP Industrial Area; this has the potential to restrict growth in fertiliser / grain-based industries and future intermodal operations.
•
The port navigation channel depth and breadth limits the maximum size of vessel that can service the port.
•
The port has berths and infrastructure that are nearing the end of their service lives.

(i) this further limits the maximum size of vessels that can safely access the port; and
(ii) it restricts the operations that can occur across the berth.
This project has examined the road, rail, berth, land zoning and shipping channel challenges. Key shippers (current and potential) infrastructure owners and managers have been consulted to understand where the infrastructure barriers lie.

The project considers that solutions to these infrastructure barriers can be arranged in a broad logical chronology if the market for each new or augmented trade is consulted on what infrastructure barrier(s) is most important to securing their future trade.
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trade growth have been developed drawing on expert road, rail and portside engineering and operational
[image: image15.png]expertise. In addition, the analysis has benefittea from




[image: image89.png][Icliency
1 find it



the different trade volumes being simulated through a model, to assess where the different trigger points for new berth and channel capacity arise vis-à-vis growth in new and augmented trades through the port.
These projects are linked to the growth scenarios in this report. Embarking on these projects in a timely fashion, under commercial demand driven arrangements, offers Geelong the opportunity to pursue a dominant role as a regional bulk port. Ignoring these projects is very likely to lead to other ports establishing an irreversible competitive infrastructure advantage over the port of Geelong in the longer term, leading to far lower growth prospects for the port and the city:
Road infrastructure growth projects for  the port and city
By the nature of its task, Geelong relies heavily on
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the port, for example, is harvested within 400kms of the port, making rail densities and distances more challenging to be commercial on such short distances (in rail economics terms). However, looking ahead,
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continuum: the more volumes that can be brought to Geelong, the healthier the economics for eventual large aggregations of commodities on rail.
Road freight in Geelong can move cost-effective trade
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the introduction of more modern, safer and higher productivity truck-trailer combinations, operating into and out of the port and extending on key networks like the Princes and Hume/Goulburn Highways to extend the trade footprint of the port much further north in future. At the same time, these higher productivity vehicles should be actively ‘channelled’ by city planners

into a single port access and egress route, reducing the number of trucks moving in and around Geelong and interacting with passenger vehicles.
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Geelong stands to become a leading example of how dedicated heavy road freight improvements can both lower the cost of freight and reduce the prevalence of heavy vehicles across the public road network.
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Higher Productivity Vehicle freeway/highway linkages are  essential for Geelong’s growth
To become the principal bulk port of South-Eastern Australia, it is essential that Port of Geelong takes advantage of the latest opportunities in high productivity road freight on a limited but core freight network connecting the port to its hinterland.
Vehicles such as the B-triple and Super B-double
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Port of Geelong. Particularly in the grains sector, the presence of a major fertiliser hub at the port of Geelong means that high productivity road freight can bring
large amounts of grain in from the hinterland and return
to these regions with the next season’s fertiliser loads. This puts the load ratio of these trucks at optimal
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an extremely attractive proposition in a competitive market for grain ports.
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modern High Productivity Vehicles on a regular urban highway service – the B-triple combination has run between Ford Geelong and Ford Broadmeadows
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future, this network will need to be linked directly to the Port and extended to a number of key hinterland connectors to grow the Port of Geelong to its
optimum:
•
The route from the Riverina (i.e. Numurkah, south via Shepparton bypass on the Goulburn Valley Highway to the Hume/Western Ring Road/Princes Highway/Port is the most critical high productivity vehicle network for the Port of Geelong’s future.
•
The eventual extension of High Productivity Vehicles on to the Princes Highway duplication to Colac and back to the Port of Geelong is a second emerging route supporting port growth; it can take advantage of the Geelong ring road to avoid transit through Geelong, moving to and from the port via a dedicated Port Heavy Vehicle Zone.

A Port Heavy  Vehicle Zone  (PHVZ) is required
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High Productivity Vehicles such as the B-triple are vital
Geelong through the competitive freight advantage they would offer to this port. But these vehicles need dedicated infrastructure in order to operate effectively in urban areas. A straightforward and comprehensive solution in this respect involves creating a dedicated Port Heavy Vehicle Zone – in essence the road that follows the port coastline and services the main port precincts and recognised loading points, given over to
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for greater opportunity and operational safety to be achieved.
Under these arrangements, vehicles would need a permit to enter this zone and the interface of port and
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managed. In a similar fashion to the mining sector, safety arrangements in this zone would be increased: speeds could be expected to be reduced and various safety technologies would regulate the movement of vehicles and pedestrians in this precinct .

Importantly, this concept has been developed in conjunction with council land use and planning objectives in mind. It is not anticipated that the proposed arrangements would create access and
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vehicles in transit through this area (eg parents taking children to the Geelong Grammar school.
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follows:
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Weighbridge i nfrastructure improvements at Lascelles precinct.
Midway site access improvements and siding extension.
Potentialadditionalrail loop extension between Corio Quay & Midway.
1,000
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Figure 4  Key Infrastructure Improvement Options  identified in the Study
(Note: feasibility  is subject to further study, consultation and assessment)
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•
Entrance and use restricted to permitted port heavy vehicles and other port vehicles only
[image: image98.png]leads 1o furtner Inetficiency.



In effect, this zone would be closed to all other at a desktop stage to assess the impacts on
although it will require further more detailed planning consultation of assessment. The key principle is to separate the largest heavy vehicles in an intensive operational zone from other forms of
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other operational areas are segregated for safety and productivity dividends.

•
Reduction in heavy road freight on Latrobe Terrace, Cox s Road and Bacchus Marsh Road
Land values, public amenity and safety for the Geelong community are lessened by the presence of many large heavy vehicles on these key community roads. By offering trucks servicing the port an opportunity to upgrade to a higher productivity vehicle such as the B triple in return for only accessing the Port via the Geelong Ring Road or Princes Highway, very considerable amounts of
[image: image28.png]heavy vehicle traffic would be reduced on Cox’s




and Bacchus Marsh Roads and Latrobe Terrace in particular. This outcome would achieve Infrastructure Australia’s stated best practice in
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pathways for freight operators and customers while also creating the least economic cost pathway of freight for the wider community. It might be expected that not all heavy freight will be removed
from the Bellarine peninsular might seek a different opportunity to gain access with better freight
vehicles on a more limited route will encourage
much road freight away from these thoroughfares.

•
IPL weighbridge and safety/operational issues The import and distribution operations through Lascelles wharf are extremely constrained by the
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fact that there is only one weighbridge currently in the port precinct. For IPL, this limits the utility of the truck weighbridge sites at the port and means that the port must maintain constant road sweeping operations to manage grain or fertiliser spillages on these roads. A PHVZ would unlock
[image: image31.png]significant operational efficiencies for this major port




user and allow for higher productivity vehicles to operate at this site without risking community interaction with cars, motorcycles and pedestrians.
•
Maximise use of Midway site
Midway’s forestry products site is another major user with the capability to expand its operations and (potentially) consider sub-tenancy
arrangements. However, the lack of a PHVZ means
that the entrance and exits to the site can be
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tenancy use of the site and have limited turnout opportunities for heavier vehicles. A PHVZ would resolve this situation and allow for works to make this site accessible to the highest productivity road freight in a location that maximises the value of the land.
•
Maximise HPV access to GrainCorp site The present alignments for truck access to the GrainCorp elevator site could be improved on and realigned to create a new High Productivity
entrance for trucks within a PHVZ that is away from
the adjoining public thoroughfare of the Princes
Highway.
•
Open new road freight servicing options on other sites in the Geelong PHVZ
Work with City of Greater Geelong planning and strategy staff shows that there are other sites in and around the port that could be unlocked for servicing by High Productivity Vehicles under a PHVZ arrangement. This offers considerable expansion drivers to the wider land in and around the current main port user tenancies.

•
A PHVZ can link the maritime freight task with

Geelong s logistics and distribution zone At present, Geelong’s main logistics and distribution zone at Heales Road (GREP) is not linked to the Port by a route that is direct and/or suitable for high productivity vehicles. A PHVZ

which was extended to uniquely connect to Heales Road in effect offers Geelong a seamless berthing and hinterland logistics capability using the highest
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PHVZ linked to Heales Road that is connected to the Princes Freeway, would mean that the Port of Geelong could service customers in the west of Melbourne, regional Victoria and beyond directly at
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potentially combine bulk, break-bulk and container commodity trades through a common logistics platform.
•
New Shell Parade truck access/egress arrangements to the PHVZ
The entrance to the Port Heavy Vehicle Zone would
be from Shell Parade, which links to the Princes Freeway at Corio (or via Heales Rd and Bacchus Marsh Road). This route would require some upgrade to allow for the route to be dedicated to heavy vehicle port operations whilst also still
[image: image35.png]servicing local passenger and general traffic




effectively. A logical solution for this outcome would involve local road improvements and the removal of the existing roundabout on the junction of Shell Parade and School Road, and its replacement with
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thereby allowing passenger vehicles to interact more safely with heavy vehicles using the port.

Rail  infrastructure growth projects for  the port and city
Geelong is already served by both the Victorian broad gauge rail system and the national standard gauge freight system. It is important to understand the main difference: the national standard gauge freight system connects into other states, linking Geelong’s port with Perth, Darwin, New South Wales and southern Queensland. The broad gauge network is limited to Victoria, and this network is also Victoria’s passenger
passenger train operations are usually afforded priority on the network. Some parts of the port are serviced by dual gauge (i.e. a third rail that allows both gauges to be accepted).

There are a number of rail constraints both at the port of Geelong and ‘up country’ in the hinterland rail connections to Geelong that if addressed would allow a much more viable and heavier tonnage rail freight service to be considered into Geelong. As pointed out in the roads discussion (see above), this is likely to occur as a continuum, with heavier road freight introducing some new trades and greater tonnage to
Geelong, and volumes eventually becoming viable for a more cost effective rail solution. In other cases, such

as mineral sands and ore's, rail is practically the only viable transport mode in any case for bringing some trades to the Port of Geelong.
Key infrastructure treatments to unlock constraints on growth in rail operations at Geelong are as follows and
•
Signalling constraints for trains accessing the
CIGL and Geelong Grain Loop Geelong’s rail infrastructure has two main approaches to the Port: from the east, via what is known as the Corio Independent Goods Line (CIGL), and the Geelong Grain Loop (GGL).
The existing train signalling infrastructure between
the CIGL and the main broad and standard gauge lines limits the access for trains to access the port and requires manual controls. Railtrack authorities in Victoria are already considering an automated technology solution to this issue through what is known as the North Geelong C-Box signalling project. This project is already funded and will optimise design for future rail access within the GGL and CIGL.


Figure 5a
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(Sb) Midway siding extension.
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(Se) New siding extension to the west of the existing mainline rail tracks, bulk materials transfer solution to port required.

(Sc) Rail loop to 'One Steel' to service Lascelles or a loop to the Graincorp bunker site. (As contemplated by Fig Sa)
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(Sf) New rail loop to the west of the existing mainline
rail track, bulk materials transfer solution to port required

(Sd) Rail loop extending through the existing CIGL. (Grade crossing exemption required).
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(Sg) New rail loop to service Lascelles wharf. Bridge crossing required across existing mainline.
Figure 5b to 5g 
Rail Infrastructure Options for GeelongPort
•
Grain Loop rail extensions to accommodate multiple operations
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GrainCorp land and through GrainCorp unloading facilities restricts the use of this section of rail track for alternative products, primarily due to AQIS controls relating to the potential for grain contamination but also in relation to train length.
•
Construction of a series of additional rail turnouts or sidings within the existing loop would allow rail wagons to bypass the Grain unloading infrastructure as and when necessary and facilitate multiple train use, increasing the operational rail
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includes berths at Corio Quay South and the Bulk Grain Piers of Geelong Port and GrainCorp (noting that GrainCorp has 12.3m alongside depth).
•
In addition, (and as contemplated within the C-Box signalling design) a new rail loop extension could
be considered around to the nearby GrainCorp
bunker grain storage site that exists further to the

[image: image43.png]North of the Corio Quay port precinct (figure 5¢).




•
Midway rail siding extension

The Midway forestry products company is another
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upgrade to its rail capacities. The Midway site currently contains a dual gauge rail siding that is served by the CIGL, but its short length  (ie only
[image: image45.png]200m) restricts the operational efficiency of trains




that can access the site.

A potential improvement would be extending these sidings to 400m in length and consider a further extension towards Corio Quay Grain Loop that in turn could provide a further rail loop capacity solution for the
[image: image46.png]Corio Quay precinct (figure 5b).




•
Rail loop to service Lascelles wharf [image: image47.png]via



 CIGL
[image: image48.png]The shipping berths at the refinery pier and




Lascelles wharf currently have some of the deepest berths available in the the Port of Geelong, but
there is at present no opportunity to export goods
via rail from these facilities. Rail access to the Corio
Independent Goods Line is currently undertaken
[image: image49.png]via inefficient train ‘run arounds’.




These berths could be opened to rail access through a range of options, combining either:
- rail sidings/loop and new stockpile zones for dry bulk material on land to the west of the main rail

[image: image50.png]ine that is currently owned by Shell (see figure




5e or 5f). This solution could be considered in conjunction with temporary structures and conveyor/pipe based infrastructure;
- rail sidings/loop and zones for material
stockpiles on land to the east of the main rail line that is currently adjacent to the Terminals site
(this option requiring a rail bridge connection
[image: image51.png]over the existing mainline) (figure 59).




- A potential new rail loop around the 'One Steel' site, with connection to the existing IPL rail spur or future Graincorp Bunker loop (NB) this may require an application for an exemption for an 'at grade' rail crossing within the port precinct
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- An elevated ‘stockpile to berth’ conveyor arrangement as seen in other ports (notably the Port of Newcastle NSW) which would be considerably less expensive than building new
rail alignments into and out of the berthing areas.
•
Rail does not yet connect from the Port to Geelong s main logistics precinct (GREP) The Geelong Ring Road Employment Precinct (GREP) is considered by the City of Greater Geelong as the principal warehousing and
distribution centre for Geelong’s future. It is in close proximity to the Princes Freeway and the main rail lines, but this industrial park is currently not connected to the main rail line, although provision exists to do so. This limits the opportunities for
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for Geelong’s port to attract new trades to the port with available berthing, but it is another matter to retain long term customers: the latter achievement will require a transport system that links logistics facilities to the port seamlessly. Provision exists for
[image: image54.png]this connection to be made (refer figure 4).




Shipping channel and berthing infrastructure growth projects for the port and city

Geelong’s port is depth and breadth constrained, as

are other parts of Port Phillip Bay, but the extent of constraint appears to have been overplayed in policy thinking to date: a clear example being the recent channel deepening project that provides for vessels up to 14m draft to access Port Phillip Bay but proceed only to the Port of Melbourne.
32 | July 2013 | Geelong Port-City 2050
An examination of likely bulk vessel ship sizes into the future for the sort of trades that Geelong will command and interviews with customers in these trade sectors, combined with feedback from the Victorian Regional Channels Authority and the Port Phillip Sea Pilots, suggests that there is a more manageable and staged series of approaches that need to be considered to address channel capacity. Berth capacity and new berth development has similarly been considered by way of industry consultation, port modelling and
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congestion levels that different anticipated levels of trade will have on the port’s existing berths.

A notable exception to this lack of depth constraint is the grain sector: this fundamental trade for Geelong
is at present constrained to operate less than fully- loaded Panamax bulk carriers, where fully-loaded Panamax vessels are immediately desirable. This is a
sector at Geelong. Dredging options are discussed below but there appear to be a range of other shipping channel and berth developments that offer value to building some trades through the port.
A range of plausible infrastructure development priorities have subsequently been developed in this respect:

1. New berth(s) at Lascelles wharf
The three berths presently in operation in the Lascelles precinct reach operational capacity during peak periods, to the extent that the amount of additional cargo that can expect to be shipped through the berths is extremely limited. This is a key factor when considering this project’s plausible trade growth
scenarios. The designation of Lascelles berths 1 & 2 to fertiliser operations, the proximity of storage sheds behind Lascelles berth and the number of cranes restrict performance.
capacity for the Lascelles precinct are presented in a. Lascelles berth 4, as a linear extension to berth 3

providing a new quay in front of existing port land;
b. Lascelles Berth(s) 4 / 5 / 6 developed through creation of a basin that is formed from the installation of a new berth on a perpendicular alignment from
the end of berth 3, with berths 5/6 running parallel to
[image: image56.png]oertn 3 to create the basin as a new finger jetty.




Indicatively, berth 5 would be located inside the basin, with berth 6 being located on the outside of
[image: image57.png]the Jetty finger. The jetty finger could be aesveloped
as a dedicated export finger pier or multipurpose




berth as necessary.

[image: image58.jpg]



c. Consideration could be given to the conversion of
[image: image59.png]refinery pler pertn (4) to a dedicated export pier,




connected to the shore with a trestle and conveyor loading system, which might complement a rail stockpile to berth elevated conveyor system. Such a solution would allow this berth to become a dedicated export berth serviced by long trains on the national standard gauge network. These options could be considered in conjunction with A and B above. Under this scenario, consideration would be
[image: image60.png]given to the neeqds and use of Refinery Pler perths 1,




2 and 3, in case this upgrade is required to ensure no loss of liquid bulk handling capacity.

2. Additional berths at Corio Quay

The existing berths at Corio Quay restrict the amount of additional cargo that can be shipped through the port. They are depth constrained, in relation to the channel and vessel capacity, and also constrained in
[image: image61.png]terms of thelr age ana conaition. 1gentified options 1o




provide more berth capacity at Corio Quay precinct are
[image: image62.png]llustrated In figure 7 ana Incluge:




a. The extension of Corio Quay South to the east as a linear extension to berth 1, with additional land areas created behind the berth using dredged spoil;
b. Corio Quay berth(s) 5 through extension of the existing northern jetty to the north of the woodchip loading berth parallel to the coastline. This could be created as a dedicated export pier, connected to the shore with a trestle and conveyor loading system to the Midway site that would again take advantage of an elevated conveyor stockpile to berth arrangement from the standard gauge eastbound railhead.
c. the creation of a new berth along the western end of
[image: image63.png]the Corio Quay basin and/or modification of existing




berths and assets in Corio Quay to accept new trades and vessel types (e.g vehicle carrier vessels).

d. The creation of a new grain export pier to the south of Corio Quay either as a new berth alongside the existing Graincorp facility or through refurbishment / replacement of the redundant pier adjacent to this location.

3. Restricted navigation channel - implications for bulk carriers
The dredged depth and width of the channel at the entrance to Port Phillip Bay limits the maximum vessel draft to 14m and constrains accessibility for some vessel types. This is an overarching conditioner of depth potential and vessel size for future shipping
[image: image64.png]orofiles and trade flows considered for Corio Bay. For




future bulk commodities (and international containers), it might be expected that the priority for unlocking constraints on access to Port Philip Bay would involve
[image: image65.png]2 focus on modaifications 1o adaress vesse|




manoeuvring requirements (e.g [image: image66.png]wigening



 the entrance) over and above deepening aspects. The rationale being that depth aspects are most aligned with growing sizes of container vessels, while larger bulk carriers, which typically have less powerful engines
than container vessels, will correspondingly need more room to manoeuvre through this dynamic entrance.
4. Restricted navigation channel
The existing Geelong port channel (width and depth) limits the maximum size of vessel that can service the port. The channel depth restricts vessel loaded drafts to between 10.8m and 11.7m (tide dependant), while the channel width restricts vessels to 45 maximum beam. This by degrees acts as a barrier to attract new
[image: image67.png]port users and offer efficiency gains to current users




and is expected to be a growing constraint as larger vessels enter the market. This is most important for future trades, in particular alternate and new trades. As time progresses, more users will seek larger Panamax style carrier access and this will necessitate some dredging. If this were not to occur Geelong would
[image: image68.png]surrender efficiency parity to other south eastern




Australian ports such as Kembla, Melbourne and
Portland.

A solution to these issues is therefore to widen and/or deepen the main channel servicing the Lascelles and Corio Quay berths to a minimum that will meet the future needs of the port. Currently, this is expected to include Panamax vessels of up to 14m draft, however the depth requirements may be more if port users and/
[image: image69.png]or commodity types require greater efficiencies.
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Figure 6  Example berth infrastructure solutions for Lascelles Wharf and Refinery Pier

100       200
400
Me1res
Source.DSE Imagery & V1cMsp 2013
Figure 7  Example Berth Infrastructure Solutions for Corio Quay
5. Local deepening of the Midway berth and
CQN (3)
The woodchip loading berth at Corio Quay North and the adjacent Corio Quay North (3) and Corio Quay basin are shallower than the adjacent navigation channel. This limits the depth and size of vessels that can be loaded on these berths. Midway would like to be able to load 60,000 DWT capacity size vessels.

Additionally, this acts as a trade attraction constraint for
new tenants on the Midway site. A local dredge could resolve this by making the berth depths match the
[image: image73.png]channel depths agjacent, but In the first instance a




structural assessment of the existing berth infrastructure would be necessary.


A solution to these issues is therefore to locally deepen the berth pockets and quay basins to match the adjacent channel declared depths. The restructured depth of some berths restricts berth utilisation and

[image: image74.png]



[image: image75.png]1ne following tables summarise the challenges and constraints, options to aadress the challenges, net benefits




and indicative cost estimates that result.

The Cost Estimate has been prepared for the purpose of ‘order of magnitude pricing’ only and must not be used for any other purpose. The Cost Estimate is an indicative estimate. Actual prices, costs and other variables may be different to those used to prepare the Cost Estimate and may change.
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