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improvements.
	
	Constraint
Title
	Constraint
	Options to unlock constraint
	Basis for change
	Indicative
Capex ($)

	access for higher productivity trucks than can presently service the port
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	1
	Inadequate
The current entrance to the Midway site is separate
Develop a combined entrance / exit on either the
entrance/exit to 
from the exit. This limits access to large vehicles and
Esplanade or Corio Quay Rd. New entrance to be
x 
x 
x 
x 
$ 150 k
Midway site
options for the sub lease of the site for alternative
designed for Super B double truck access. uses.

	2
	Truck access

to Graincorp
Access for trucks from Mackey Street, pushes trucks
a) Consider  an alternative truck access route into
GrainCorp
out onto the Princes Highway, and the turn into
GrainCorp from McLeod St or b) access from Langdon St
x 
x 
x 
x 
$ 1 M
facilities is
remote from the
across the existing rail loop via an at grade crossing.
Port

	3
	Oyster Cove
The shortest route from Lascelles to Oyster cove is not
a) Consider  zoning a section of the port precinct as a
/ Lascelles
used following an accident 2 years ago. IPL also have
dedicated heavy freight zone (PHVZ) to restrict non-port
connection
to have a street cleaning vehicle permanently working
users and allow higher capacity vehicles to operate; b)
x 
x 
x 
x 
x 
$ 510 k
improvements
to clear roads.
consider closure of this road and connect adjacent land
areas with Lascelles wharf. (see also Rail options)

	4
	Additional 
The single weighbridge at Lascelles can delay
Consider the provision of a new weighbridge either a)
weighbridge at
the departure of trucks from the berth leading to 
x 
x 
$ 280 k
Lascelles
congestion.
corridor to Oyster Cove (see 3 above); c) at Oyster Cove.

	5
	Road alignment
safety
The alignment of the road at Wharf Rd is not suitable
Local safety / road alignment improvements to the road
improvements on
for the regular transit of large trucks.
bends.
x 
x 
x 
$ 60 k
Wharf Rd

	6a
	No dedicated
Higher productivity freight vehicles cannot currently
Upgrade the Shell Parade route from the Princes Freeway
heavy vehicle
service the port 
to the Port. Remove the existing roundabout at the School
x 
x 
x 
x 
x 
$ 8 M
access route

	6b
	Transport linkage
Westbound access for trucks onto the Freeway from
Provide a new road connection between Rennie Street and

to Heales Rd and
Shell Parade, and/or direct access to Heales Rd from
Heales Rd / Forest Rd by way of a box culvert or bridge
x 
x 
x 
x 
x 
$ 80 M
Shell Parade does not exist..
crossing.

	7
	Hinterland
Upstream locations associated with the Origin and
Undertake road infrastructure assessments and upgrades
constraints
destination of goods may be constrained with respect
to unlock HPFV constraints
x 
x 
x 
Not Costed
to access for Higher Productivity Freight Vehicles.
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Port precinct rail improvements  to provide rail based (high volume capacity) transport connections to port facilities and/or Heales Road.

	
	Constraint Title
	Constraint
	Options to unlock constraint
	Basis for change
	Indicative
Capex ($)

	
	[image: image3.png]oleA PUk]
aseaIOU|






	1
	Signalling constraints        The existing signalling infrastructure between the CIGL                                                                                                                                                                                 Signalling for trains accessing           and the main BG and SG lines limits access for trains       Implement the proposed rail infrastructure improvements that are                                 x        x       x             Already the CIGL and Geelong      to the port and requires manual controls.                          being contemplated under the 'C-Box' signalling design.                                                                                      Funded. Grain Loop

	2
	The routing of the GGL through the Graincorp
Consider additional rail turnouts or sidings within the existing
Grain Loop rail
unloading facilities restricts the use of the rail track for
loop to allow rail wagons to bypass the Grain unloading
x 
x 
x 
$ 3.5 M
extensions.
alternative bulk products, due to AQIS controls.
infrastructure. Consider a new rail loop extension to the
Graincorp Bunker storage site.

	3
	Midway Rail siding
The siding length restricts the length of trains that can
Extend the rail siding within the Midway site to accept longer
extension
access the site. Access to DG siding requires use of
trains. Consider a further extension back towards Corio Quay to 
x 
x 
x 
$ 0.5 M
additional rail sidings to the North.
provide a further rail loop solution.

	4
	Provide rail infrastructure in combination with conveyor transfer systems. Options comprise a) rail sidings  / loop and zones for

Rail loop to service

material stockpiles on land to the west of the main rail line. b) Lascelles and mainline
There is currently no opportunity to export goods
rail sidings / loop and zones for material stockpiles on land to
rail connection to/ 
without vehicular intervention. These berths have the
the east of the main rail line (this option requiring a rail bridge
x 
x 
x 
$ 11 M
from the CIGL from the
connection over the existing mainline). c) consider a rail loop
North
greatest alongside depth of all berths in the Port.
around the 'One Steel' site, with connection to the existing IPL
rail spur or Graincorp Bunker loop (this may require exemptions for an 'at grade' rail crossing).

	5
	The Heales Rd precinct is currently not connected to 
Install rail sidings to the mainline rail, consider the connection in
Rail to Heales Rd
the main rail line, although provision exists to do so.
association with (4) to provide better rail access to the Port from
x 
x 
x 
x 
$ 1.5 M This limits the opportunities for intermodal operations.
the North.


Depth constrained channel and ageing berth infrastructure limit the maximum size of vessels that can access the port.
Constraint
Title

Constraint 
Options to unlock constraint 
Basis for change
Indicative
Capex ($)
1
New berth(s)
at Lascelles.
Additional
2
berths at
Corio Quay


The three berths presently in operation in the Lascelles precinct reach operational capacity during peak periods. The designation of Lascelles berths 1 & 2 to fertiliser operations, the proximity of storage sheds behind Lascelles berth and the number of cranes restricts performance further.

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 terms of their age and condition.

A.
Lascelles berth 4, as a linear extension to berth 3;
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 berth 3, with
C.
Option B (as above) could also be considered in conjunction with an area of connected to the shore with a trestle and conveyor loading system, which might
complement a rail stockpile to berth elevated conveyor system. This options could be considered in conjunction with A, B and C above.
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 (i.e in front of the Port of
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 the Corio Quay basin and/or
vessel types (e.g vehicle carrier vessels).



x 
x 
x 
x 
$ 50 M
x 
x 
x 
x 
x 
$ 250 M
New export

3
berth (single)
- CQN


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.


x 
x 
x 
x 
$ 40 M
Restricted navigation
4
channel
entrance

Restricted
5
navigation channel


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
Bay.

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 acts as a barrier to attract


Widen and deepen the entrance channel to Port Phillip Bay. For future bulk commodities,
it might be expected that the priority for unlocking constraints on access to Port Philip Bay widening the entrance) over and above deepening aspects.
Widen and/or deepen the main channel servicing the Lascelles and Corio Quay berths to a minimum depth that will meet the future needs of the port. Currently, this is expected

to include Panamax vessels of up to 14 m draft, however the depth requirements may be


x 
x 
x 
x 
Not Costed
x 
x 
x 
x 
$ 321 M
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Local deepening of

6
the Midway berth and CQN (3)

The woodchip loading berth at Corio Quay North and the adjacent Corio Quay North (3) 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.
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Locally deepen the berth pocket to match the adjacent channel. Structurally assess and refurbish CQN (3), for local deepening.



$ 450 k

(dredge)
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As outlined in the methodology  (see above) the future trade prospects for the Port of Geelong have been arranged into a series of different scenarios, as set out below and in the following tables. In turn, these scenarios have been subjected to economic impact analysis to show what the effect of different scenarios will be on the Port and the City of Greater Geelong economy.

	Scenario
	Description

	1
	Business as usual, considering no change to existing operations and growth at a ’medium’
rate.

	2
	Low volume outlook, considering the loss of Shell and Alcoa based operations, with no other changes at the port.

	3
	Moderate change outlook, considering business as usual, medium growth with Shell operations reverting to a ‘Terminal’ model.

	4
	Moderate change outlook, considering business as usual, medium growth with Shell operations reverting to a ‘Terminal’ model and additional custom arising as a result of the implementation of some local port precinct improvements.

	5
	Moderate change outlook, considering business as usual, medium growth with Shell operations reverting to a ‘Terminal’ model and additional custom arising as a result of the implementation of a PHVZ takes hold.

	6
	Moderate change outlook, considering business as usual, medium growth with Shell operations reverting to a ‘Terminal’ model and additional custom arising as a result of rail improvements being implemented.

	7
	Moderate change outlook, considering business as usual, medium growth with Shell operations reverting to a ‘Terminal’ model and some additional custom arising as road and rail constraints are unlocked, and new dedicated export berths are provided.

	8
	Moderate change outlook, considering business as usual, medium growth with Shell operations reverting to a ‘Terminal’ model and some additional custom arising as road and rail constraints are unlocked, and new import berths are provided.

	9
	High change outlook, considering business as usual, medium growth with Shell operations reverting to a ‘Terminal’ model and some additional custom arising as all port constraints are unlocked with new import and export berths being provided – bar the main channel being deepened.

	10
	High change outlook, considering business as usual, medium growth with Shell operations
[image: image4.png]reverting to a " lerminal” model and significant aaditional custom arising as all port constraints




are unlocked.
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Model Scenarios Considered
	Scenario
	Description
	Existing goods
	Growth case
	Lost Trade
	Additional Trade
	Transport constraints unlocked

	
	
	
	
	Crude products
	Aluminium products
	Mineral sands

(refer note 2)
	Coal
	Iron Ore
	Grain / Fertiliser
	Cement (refer note 3)
	Refined Petroleum products
	Port of Melbourne

Trade (see note 1)
	Containers
	Port precinct improvements
	Heavy Freight

Truck Access
	Rail capacity increased
	Additional Port berths
	Deepened channel

	1
	Business as usual (BAU)

Med

	2
	Low volume outlook
	
	Low
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	

	3
	BAU + Shell as a Terminal

Med


(ST)

	4
	BAU + ST + port precinct improvements
	
	Med
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	

	5
	BAU + ST + HFVP

Med









	6
	BAU + ST + local Rail access
	
	Med
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	

	7
	BAU + ST + PHVZ + Rail +

Med












export berths

	8
	BAU + ST + PHVZ + Rail +

import berths
	
	Med
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	

	9
	BAU + ST + PHVZ + Rail +

Med













new berths

	1
0
	BAU + ST + PHVZ + Rail + Berths + channel
	
	Med
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	

	
	1.
POMC trades include 25% of future automotive forecasts, existing bulk forecasts and chemicals. Allocation across scenarios 4 to 10 varies. Source: Feasibility Study
BAU = Business as usual;

for relocating Vehicles to the PoG; PoMC PDS 2009.
ST = Shell as a Terminal;

2.
Mineral sands volume includes prospects from Iluka Resources, Australian Zircon and Astron Ltd as defined on the DPI website. The allocation of volume stream
PHVZ = Port Heavy between scenarios varies.
Vehicle Zone

3.
Cement volumes in scenarios 4 to 7 considers a 30% Victorian market import share at Geelong, scenarios 8 to 10 consider a 100% Victorian market import share.
4.
Existing Goods and growth forecast source is ‘Economic Impact of the Port of Geelong’, EconSearch Pty Ltd, 2010.
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The economic effects on the port and the city of the various trade scenarios outlined above were, as outlined in the methodology section earlier, examined
[image: image5.png]througn an Input output analysis wnicn benefitted from




close cooperation with GeelongPort and the Victorian

Regional Channels Authority.

To gain insight into the broad economic effects of the possible expansion in port activty under the different trade scenarios, results from the trade scenarios were used to calculate the percentage increase in ship visits to the port of Geelong under each scenario compared to a “business as usual” scenario.
The calculated percentage increase in ship visits were then analysed using input output multipliers expressed on a per ship visit basis. The multipliers related to 2011 costs and GeelongPort activity levels.

Before considering the results generated it is important to understand the limitations of input output analysis.
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Such analysis provides only a broad indication of the

effects modelled. Technological change is assumed to remain constant over the period analysed. In addition, no account is taken of any economy wide effects of the

[image: image6.png]scenarlos modelled. ['nis may be a significant factor in




the current study as quite large increases in port activity are indicated in some scenarios evaluated in this study.

While techniques are available to account for the economy wide effects of large changes in activity in particular sectors, the use of such techniques in the current project was not possible given the available project budget.
Bearing these reservations in mind the analysis indicates that Geelong’s port could grow its annual tonnage throughput from 12.5 million tonnes in 2011-
12 to around 50 million tonnes (with a peak perhaps
[image: image7.png]20% higher still) by 2050 if all of the nominally identified




trades were captured and retained in Geelong.
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The scenario with the greatest increase in trade through GeelongPort indicates that ship visits to the port could expand by approximately 155 per cent in
2050 compared to a business as usual scenario.
To put the calculated increase in port activity into perspective, similar percentage increases in 2011 activity at GeelongPort were evaluated using the input output multipliers.
It is important to understand what the economic effect charts (overleaf) represent. They are long-term impacts (year 2050 impacts) of the trade scenarios modelled, but expressed as 2011 port costs and port activity levels.
Thus the results provide a very broad indication of the relative long term economic effects of the alternate trade scenarios evaluated.
For example, of the 10 different likely trade scenarios developed, the greatest increase in trade through the port was recorded in scenario 10. Under this scenario total trades available would see tonnage through the Port of Geelong grow from 12.5 million tonnes in
2011-12 to 50-60 million tonnes in the decades ahead.
In 2050 the expansion in trade would require a 155 per cent increase in port activity, compared to business as usual activity. To put this gain in perspective, a 155 per cent increase in 2011 activity at GeelongPort was calculated to:
•
generate approximately 1,800 extra jobs for the
City of Greater Geelong;
•
generate approximately $300 million extra in value added, or approximately $1,400 per person in Geelong; and
•
add approximately an additional $100 million in household income for the Geelong community, or approximately $500 per person.
There are almost 800 ship visits to Geelong per year now. Every additional ship visit to Geelong generates approximately a further $560,000 in economic output and every hundred ships generates approximately 170 jobs for Geelong.
Indicators  of the relative effects on City of Greater Geelong of alternative development outcomes  for Geelong Port
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[image: image68.png]berths 5/6 running parallel to berth 3 1o create the basin as a new finger jetty. The
jetty finger could be developed as a dedicated export pier or multipurpose berth.
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[image: image73.png]Mmodification of existing berths and assets in Corio Quay to accept new trades and
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45 I July 2013 I Geelong  Port-City 2050
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Indicators of the relative economic effects on City of Greater
Geelong of alternative port development options (per capita,
2011 values and population)
[image: image8.png]Making growth-enhancing infrastructure investments in a timely way: a likely time profile of




volume growth available at Geelong)
[image: image9.png]NOt all of the trades Identified are availaple today: there Is a time factor assumed for the necessary Infrastructure to




be put in place to attract and retain or build on these trades, and indeed, in the case of products such as mineral sands, some of these trades are themselves only at the development stage. Nevertheless the trades appear
[image: image10.png]plausiole to plan tor. A Key aspect of developing the port and landsiae Infrastructure IS financing. 1he Key 1o
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timely and cost-effective fashion. The following charts offer this project’s view of an indicative time scale for different volumes grown and attracted to the port of Geelong, as well as berth utilisation in this respect and vessel numbers:
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[image: image11.png]Profile of cargo prospects by scenario in 5 yr time steps (excludes containers & automotive)
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This chart simply describes the volume of cargo (trade) that is potentially attracted to the port over time under each scenario. The chart is intended to highlight the relevant opportunities that exist and the importance that the 'unlocking' of transport constraints has for the port. It can be seen that the provision of new export berths and/or a deepend channel has the greatest import potential.
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This chart describes the estimate of future berths that may need to be provided under each scenario. It demonstrates that effective planning for future capacity needs to commence now, so that berth capacity is not a future constraint.
[image: image13.png]—scansrio2
- scaros
e scanarios
- oscemiat
e scanarios
S,




This chart describes the estimate of future vessel visits, and is intended to help inform the economic modelling assessment and demonstrate how future planning of the channel infrastructure needs early consideration.

Next Steps
[image: image14.png]This document 1S intended to be the first iteration of an
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ongoing plan to steward the maximum growth of the port of Geelong while also improving the public amenity of the city.

Independent assessment of this plan  by
Infrastructure Australia
[image: image15.png]IN the Tirst iNnstance it 1S unaerstood that the document




will be presented to Infrastructure Australia, which laid down the initial challenge to the city and port to develop such an approach. This approach will seek Infrastructure Australia’s independent professional opinion on:
•
its alignment to best practice infrastructure planning objectives.
•
the merits of the proposed facilitating infrastructure investments contained in this plan as they link to
[image: image16.png]Identified trade development opportunities.




•
Guidance on securing High Productivity Vehicle commercial access for the port.

•
Suggestions for next steps in the development of this approach, including means of securing greater support from government and private investors in delivering on the plan’s objectives.
Subject to receiving this feedback, the following appear to be logical next steps in implementing this port-city
[image: image17.png]plan ana its identified opportunities:




A [image: image18.png]Port-City Coordinator



 should be developed, which is a structure rather than an
individual, need  not  be costly or complex and can  grow out  of the current Port User  Group structure
[image: image82.png]Economic effects on the greater city of Geelong of
alternative port development options (per capita,
2011 values and population)
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A coordinating structure should be agreed to facilitate this plan – one that recognises that the port is made up of commercial interests, sometimes in competition with each other, but where on some matters a forum for planning on common ground is worthwhile. Key planning discussions between the port and its current and future tenants, users and potential investors, and

the City of Greater Geelong, businesses and community groups could be managed through this coordination function, which would be a structure rather than an individual, and need not involve much expense – the current Port User Group meetings and membership forms a sound basis for further development. A Port-City Coordinator might involve a two-tier structure allowing for strategy, planning and trade expansion matters to be considered at executive level and an operational coordination group might manage more day-to-day and expert matters of the port as it seeks to expand.
Newcastle’s coordinator will be a good source of knowledge for getting this private commercial/public coordination balance right for the  port and city
This structure would not manage all aspects of port operations and it will be important to recognise and respect the need for commercial interests to be allowed to carry out their own business at the port. A good source of managing this balance effectively will be found in the Hunter Valley Supply Chain Coordinator, which balances private commercial interests with a joint coordination function very successfully in managing the world’s largest coal export port at Newcastle.
Do more to explain the  port and its economic importance to its community
Building on examples from leading port-city relationships elsewhere, a stronger engagement strategy for the port with the community could be developed, to make the community more aware of the port’s importance to Geelong and to educate the public on how amenity matters can be improved while
also increasing port operational intensity. The Victorian

Regional Channels Authority already runs a very popular high school-level education and engagement program of port visits and this might be extended to the wider community.

[image: image83.png]to reflect how Geelong's port as a lead sector for the
city has its future development potential best reflected
in zoning and especially in the identification of key sites
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Port and city to open  discussions with the
Victorian and Federal Governments
The City will play a vital role in helping the commercial actors at the port in advocating the trade, planning and investment objectives of Geelong. This role can be
[image: image19.png]expected 10 be made easier by first allowing




Infrastructure Australia to consider the merits of this plan.
The port is seen by Geelong as a lead business sector for securing a prosperous future. In this context, the city should consider engaging with the Victorian Premier and Ports Minister, in their roles as owners of the port of Melbourne, to outline the bulk trade relocation aspirations for the port of Melbourne’s bulk trades. The Port-City Coordinator should aspire to work with the state government and the bulk trade tenants at the Port of Melbourne on facilitating an effective solution for this relocation.
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Geelong and its port to engage with the Victorian

government as the owner of the port of Melbourne on
[image: image21.png]the prospect of maintaining sufficient port capacity and




liberating this port of Melbourne real estate for higher value uses, If a relocation of these bulk trades to Geelong were to be seen as desirable by the Victorian government, and assuming that facilitating infrastructure was in place or in the process of being developed for these trades to relocate, the Victorian
[image: image22.png]government mignt, on the evidence of benetit cost




analysis, consider assistance payments or liquidation of leasing arrangements to the affected trades to facilitate a smooth commercial transition of these trades to Geelong in a staged manner, supported by the necessary infrastructure investments at Geelong.
Equally, the city might be expected to begin discussions with traditional tenants that might be exiting from current Geelong operations to consider how any of their land that might be in the port zone could best be developed productively to assist the port’s growth.
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Ensure that the  port’s land  use  development aspirations are represented and protected in local government and state government plans
The future of the port lies in part on the landside space afforded to its further development: if options for sustainable expansion and consolidation for further
[image: image24.png]efficiencies are taken away, the long-term growth of
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Geelong as an effective Port-City is put in question. The City of Geelong and the state government both need to ensure that their plans for the port, its zoning and state freight and transport plans are duly updated
This review of the city plans as they relate to the port might begin with an agreed layout being prepared of the port as it is now and the port and its land use footprint as it would look with the proposed facilitating
infrastructure arrangements outlined earlier imposed on the port zone. Key sites adjacent port operations that might become available in the years ahead for port use

[image: image25.png]should pe welgnhed for thelr efficiency In achieving a




highest and best economic use as port related infrastructure, before wider commercial disposal actions are taken; this might best be achieved with sympathetic local government planning arrangements
[image: image26.png]IN the first instance.




Incorporate environmental and amenity aspects of port development in wider city plans
Greater trade volumes through the port of Geelong and the facilitating infrastructure investment and higher operational tempo involved should be guided by a clear environmental and community amenity plan for the
port. This does not appear to require the development

of any new plan, but simply for these aspects to be fully expressed in current City of Greater Geelong and state government plans. Much of the necessary


information already exists through various City of Greater Geelong and Victorian Regional Channels Authority research and policies and many of the regulatory aspects will be enshrined in state legislative
[image: image27.png]requirements. | ne igentification ana preservation of
least financial and economic cost freight corridors will




be an important aspect of this plan.
Access arrangements surrounding the  port
[image: image28.png]should be reviewed and clarified to maximise




capacity use in a transparent and collaborative manner
Geelong’s port appears open to considerable growth in the range of trades and volumes of product moved. Capacity management will become more important in the future.
The users of the port appear comfortable that provided they remain transparent and non-preferential, the arrangements for maximising current capacity and accessing key infrastructure should remain informal
and based on transparent negotiation arrangements, rather than becoming burdened by complex and time consuming formal regulation.

The several land, transport infrastructure and export interests and the investor interests will require both guiding principles and authoritative sounding out of requirements.
Thus it is recommended that the Port-City Coordinator
(growing out of the current Port User Group) consider:
•
[image: image29.png]an initial igentification of the ownersnip and controls



 over the port land and road and rail services to the port, including over their development.
•
[image: image30.png]an initial, general, 1dentification of exporters,



 infrastructure operators and investors with a present or potential interest in the port and the rail and road services to the port. State and possibly
other government plans or commitments in relation
to the operation or development of the port would be located, for possible detailed later consideration.
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•
[image: image31.png]an initial iIgentification of schemes for development



 of the port and the road and rail services to the port from the hinterland and for supply chain
management and control from the hinterland to the port, to be used as guides or models for the Port User Group to draw on in managing increased capacity as trades grow. The application of open access to road development, including immediately around the port, and to the possibility of rail routes serving the port from the hinterland being under the control of the port may need examination. The
large international grain traders, which now own the eastern Australian grain export terminals, will need to be considered for their requirements and their appetite to invest.
Private investment structures should be
[image: image32.png]developed to assist in the flow of capital In




pursuing trade growth at the port of Geelong
Given the shortage of taxpayer funds for infrastructure projects, it will become increasingly important in future that developments such as port and freight infrastructure can be easily invested in by private capital.
In any event, the port is not an item of State monopoly infrastructure which only the State government can determine the future of. The multiplicity of commercial interests have to be recognised. This will condition how the State government considers future planning for the Port of Geelong in its state-wide freight strategies.
The process for arriving at what development takes place needs to be authoritative and commercial in order to attract investors; a discretionary process will deter interest.

Geelong would be well served to consider developing a structure for considering these sort of investments
[image: image33.png]through its Port-City Coordinator in the first instance,




perhaps with state government assistance where necessary. Such a body could undertake a more detailed and commercial sounding out of the above matters, where in the future commercial investments such as channel dredging, new rail or conveyor alignments or landside freight infrastructure developments on the approaches to the port were
[image: image34.png]Identifled. [ he sounding out and the expressions of




interest would relate to both the guides and models developed and to investors’ or users’ own plans.
Deakin University and Gordon TAFE should consider research and development complementarity with the  port and its operations
The value-added service sector is known to be a

[image: image35.png]significant complement to well-functioning global port




cities. Evidence elsewhere, such as in Newcastle NSW
and through the OECD’s European Port-City case
[image: image36.png]studies, suggests that the Port-City can benefit further




when its education and research capabilities start to offer complementary research and expertise to port operations that can be commercialised to form a supportive service sector for the port in the longer term. With this in mind, Geelong’s leading education institutions might consider opening discussions with the port and the Victorian Regional Channels Authority
[image: image90.png]and may change. Unless as otherwise specified in this



[image: image91.png]actions identified in this report. GHD and Juturna does



research and development, with a view to establishing operations and which might contain later commercial
opportunities.
Major Port-City sister ports and supply
[image: image37.png]chains should be identified and engaged




The port of Geelong trades with the world, but Geelong as a Port-City does not have a clear understanding of which ports in the world represent the key trading partners with the port of Geelong. The Port-City Coordinator should make this knowledge gap a priority to resolve: a report could be commissioned to examine where the current and emerging partner ports are for
the port of Geelong and its customers. The City of Geelong could then develop a broader relationship with these places internationally as a more practical basis
for trade development generally.

Geelong should engage with other experienced Port-City exemplars
Some involvement with acknowledged leaders in Port-City planning is to be encouraged, such as with the port of Gladstone and the port of Newcastle, both of which have highly-regarded and sophisticated structures for coordinating the port supply chains and ensuring that the city and public amenity matters are at

the forefront of port development. The port of Newcastle and its Hunter Valley Supply Chain Coordinator would be a good source of knowledge for the Geelong Port-City Coordinator to learn from, as well as to drawn on Newcastle’s experience of private investment in port and freight operations.

Develop feasibility studies to gather evidence
evaluate and consider potential opportunities and and project rates of return to be prepared. These
studies may be guided by the Port-City Coordinator and port or port users as appropriate. The studies should seek to analyse data, develop concepts, cost
[image: image38.png]estimates and appraise 10eas Iin detail. 1he finaings of
these studies would be used to refine the Port and




Land Freight infrastructure plan.
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Scope and Limitations
The services undertaken by GHD and Juturna in connection with preparing this report were limited to
[image: image40.png]those specifically detailed In the report and are supbject




to the scope limitations agreed between GHD, Juturna and CoGG.

Alcoa and potential cruise shipping matters not considered in this report
At this point Alcoa Geelong has not been interviewed, as the current focus of port development operations has been on infrastructure at and around the Lascelles and Corio Quay sites and the approaches to this area, rather than the self-contained Alcoa port facilities at Point Henry. This omission should not be read as passing comment on Alcoa’s operations, which are assumed to be ongoing.
Additionally, the prospects for cruise shipping and its infrastructure requirements were not considered in this report, as it was acknowledged that separate work had already been commissioned in this respect, and in any event the nature of that infrastructure and cruise
[image: image41.png]operations did not Impact significantly on the




operational expansion of core port of Geelong infrastructure.
[image: image42.png]1he cost estimates provided reflect only direct




construction cost components and therefore exclude:

[image: image43.png]professional fees, risk factors, profit and other




commercial factors. They are provided for “order of magnitude” purposes only and should not be used for any aspect of business case planning.

Disclaimer
This report has been prepared by GHD and Juturna Consulting for The City of Greater Geelong (CoGG) and may only be used and relied on by CoGG for the purpose agreed between GHD, Juturna and the CoGG as set out above.
GHD and Juturna otherwise disclaims responsibility to any person other than CoGG arising in connection with this report. GHD and Juturna also excludes implied warranties and conditions, to the extent legally permissible.
The opinions, conclusions and any recommendations
in this report are based on conditions encountered and information reviewed at the date of preparation of the report. GHD and Juturna has no responsibility or obligation to update this report to account for events or changes occurring subsequent to the date that the report was prepared. Further discussion of the agreed limitations of this report is set out at the end of the document.
The opinions, conclusions and any recommendations
in this report are based on assumptions made by GHD and Juturna described in this report. GHD and Juturna disclaims liability arising from any of the assumptions being incorrect.

GHD and Juturna has prepared this report on the basis of information provided as part of the Tender for these services and others who provided information to GHD and Juturna (including Government authorities), which
[image: image44.png]GHD and Juturna has not independently verified or




checked beyond the agreed scope of work. GHD and
Juturna does not accept liability in connection with
[image: image45.png]such unverified iInformation, InCluding errors and




omissions in the report which were caused by errors or omissions in that information.
GHD and Juturna has as part of the services, prepared an indicative cost estimate (“Cost Estimate”) using information reasonably available to GHD and Juturna; and based on assumptions and judgments made by GHD and Juturna. 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
report, no detailed quotation has been obtained for not represent, warrant or guarantee that the relevant
works can or will be undertaken at a cost which is the
same or less than the Cost Estimate.
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List of Consultations
The following parties were interviewed either in person (usually on site) or via teleconference. At this point Alcoa Geelong has not been interviewed, as the

current focus of port development operations has been on infrastructure at and around the Lascelles and Corio Quay sites and the approaches to this area, rather than the self-contained Alcoa port facilities at Point Henry. This omission should not be read as passing comment on Alcoa’s operations, which are assumed to be ongoing. It is intended that consultation on this report through the accompanying recommendations now be expanded to a much wider group of interested parties.

•
Asciano Geelong (Port of Geelong)
•
GrainCorp Geelong
•
Incitec Pivot Limited
•
Midway
•
City of Greater Geelong

•
Committee for Geelong

•
[image: image47.png]ohell (Refinery Corlo)




•
Boral
•
Terminals Pty Ltd
•
Wettenhalls

•
Riordan Grains
•
Clearwater Transport
•
Vicroads

•
Department of Transport Victoria
•
Golden Plains Shire Local Government Association
•
Deniliquin Freighters
•
Barlow Agricultural PL
•
Port Phillip Sea Pilots
•
Victorian Regional Channels Authority
•
Iluka
•
Infrastructure Australia
•
Victorian Farmers Federation (initial discussions)
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