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4  Port of Melbo‘urne — overview

4.1 Background

4.1.1 Trade overview

Trade summary by cargo type

Total trads 85.6 million revenue tonnes -1.6%

Containers 261 milion TEU 26%

New motor vehk:!es 4.8 million revenus tonnes +3.6%
{370,527 units

Liquid bulk 6.5 million revenue tonnes +2.6%

Dry bulk 4.4 million revenue tonnes +4.4%

Break bulk 4.7 million revenue tonnes -5.2%

Figure 4.1 Split of PoM annual TEUs (FY13)
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Container export trade includes miscellaneous manufactured goods, cereal grains, paperboards and
fireboards, dairy products, fruit and vegetables, beverages, psper and newsprint, pulp and
wastepaper, stockfeed, and meat.

Container import trade includes miscellaneous manufactured goods, furniture, electrical equipment,
fruit and vegetables, paper and newsprint, clothing, machinery, metal manufactures, vehicle parts,
and toys and sporting goods.
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41.3 Port Capacity Project - Webb Dock Development

PoMC has embarked on g $1.8 Biliion project {inclusive of private sector investment) to develop a
third intemational container terminal at Webb Dock East with assumed capacity of 1.4m TEU, and a
consolidated automotive terminal at Webb Dock West including.a pre-delivery inspection facility. Both
terminals are expected to be operational by late 2018/early 2017. The Bass Strait terminal at the
northern end of Webb Dock East will remain active in the short to madium term, however as
discussed in section 3 there is en opportunity to relocate the Bass Strait and coastal trades from
Webb Dock East in the longer term to increase international container capacity further,
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4.3  Historical & forecast financials

4.3.1  Summary financial performance

Set out in Table 4.3 below is the summary financial results and forecasts for PoM.
Table 4.3 Summary of PoM finencial results and forecasts

Charges on cargo ; ‘ 226 236 249 264
Chann; E; cherges 47 61 54 57
Rentsl and licence fees 47 52 50
] Other revenue 20 23 24 25
Total ;w.nu' . 340 382 377 408
EBMDA 28 268 267 306
 Operating cash flow 282 264 260 308 |
Capital expenditure (57) {164) (471) (263)
Cash fiow (pre finaneing and tax) 228 116 {211) 42

Note: Eamings edjusted to exclude the port licence fee expenses of $75 million p8r ennum
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4.3.2 Balance sheet summary

Table 4.4 sets out the PoM balance sheet summary &s at 30 June 2013.
Table 4.4 PoM balance sheset summary (30 June 2013)

($m) 30 June 2013

Cash 50

a;rant Racaivames;;n;l_omer 3 22 ]
Land 804 =
Other fixed assets 1,684 |
Future Income Tax Benefit 17

Total Assets N 2411
Current payebles end provisions o 68 j
Current income tax payable 8 l
Shcnt_e?m—dabt 45

_Non-current provisions 2 i
Deferred tex lisbilities 341 Wk
Long-term debt 349 i
Total Liabilities B14 "'j
[ Net ssests e8|
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4.4 Productivity and opportunities for performance
improvements

4.4.1 Productivity factors outside of PoMC and stevedore control

The PoM has traditionally been the strongest performing eontainer port in Australia in terms of
productivity, primarily through its position as the largest throughput port, as well as it's relatively
small imbalance between imports and exparts. More recently Port Botany has seen marked
improvements through a range of factors, including the introduction of the Port Botany Landside
Improvement Strategy (PBLIS).

Table 4.5 Comparison of productivity metrics

;hrﬂdd_;ﬂ'tu- per hour) -
Crane rate 438 463 | 448 | 3% 3% | 0% |
| Elapsed lsbour rate 60.3 672 | 638 | 12% 1% 6%
‘Shiprate 728 843 | 838 | 20% | 7% 5%
Throughput bpm 1041 | 1716 | 1407 | 78% | 8% | s2%
le:laTd—; = L
Containers per truck 1.7 1 1.4 l 1.5 6% 14% 7%
TEUs per truck 26 | 20 2.3 4% 20% 4%
Truck Turnaround time 36.1 348 | 318 | -16% | -12% | 4%
(mins)

| Average container 21.1 256 | 207 | -10% | 26% | 8%
turnaround time (mins) 5120 )

Port throughput and in turn productivity is influenced by numerous factors, each of which may form
the “weakest link” in the system and be the capacity constraint. The following list describes the key
factors influencing productivity at the PoM, as well as the party (POMC as the landlord, the
stevedores or external) that will have the greatest influence on each factor.

4.4.2 Productivity factors outside of POMC and stevedore control

The following factors are generally outside of the control of PoOMC or stevedores:

¢ Fleset spectrum - in future years, the median vessel size of the flest calling at Melbourne is
forecast to increass, driven by the “cascading” of large vessels onto the routes servicing
Melbourne from the major trans-Pacific and trans-Atlantic routes. At the same time the total
number of vesselsis expected to increase each year. As the median vessel length increases the
likelihood of quay length restrictions will also increase

* Vessel crane allocation limits — this is a physical limit to the number of cranes that can be
effectively used to work any particuler vessel based on the length of the vessel and the stowage
pattern of containers onboard. If all containers on a vessel destined for Melboumne are stowed
within a few hatches or bays then it is physically not possible to engage more than 1-2 cranes on
that ship

. Averége TEU exchange per vessel - the number of containers lifted off and onto each vessel
expressed as a ratio of the vessel's total capacity. If a vessel is completely unloaded and then
reloaded at a particular port (i.e: full transhipment) then this is expressed as 200% exchange. The
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e Truck Turnaround Times ~ the PoM has generally maintained relatively low average time bstween.
truck arrival at the port gate through the loading/unloading bays and back on to the public road
network, howeaver as throughput and subsequent truck demand increases the stevedores may
need to work more closely with PoMC and the DTPLI to manage peak demand and provide more
truck queuing and marshalling space

4.5 Constraints

The existing PoM draught and length limitations for each berth are provided below in Table 4.6
Table 4.6 Summary of limits by terminal

Limits
Terminal Berth(s) Tradels) Commodityls)
Draught
: Bresk Bulk
B,C&D 10. 250
& Adiiigtives General Cargo 1
Applston D s
o E Break Bulk (Tas) | Genersl Cargo 101|126

F | Dry Bulk Grain 108 228
Gellibrand Pler Liquid Bulk Crude Oil 14.0 274
Holden Dock : Liquid Bulk Refined Petroleum Products 12.1 200
Maribyrnong 1 Liquid Bulk Chemicals 9.4 180
South Whar! 26 and 27 Dry Bulk Cement 104 2156

Inner East Ferry 10.3 186

Outer East 10.3 240
Ststion Pier — Passenger —

Inner West Cruise 8.2 106

Outer West 10.3 306

Eest 1,2,3,4 ; 14.0 300
Swanson Dock3 Container International

West 1,2,3,4 14.0 300

East 1 ‘ 6.4 185

.Container (RoRo) | Tesmanian/Cosstal i

East 2 64 150

East3 Bresk Bulk General Cargo 9.4 185
Webb Dosk
(Exdating) East 4 Contziner Tasmanian/Coastal 11.8 250

East 5 Automotive Automotive 11.9 260

West 2 Automotive Automotive 8.5 200
Webb Dock East Container International 14.0 300 J

? Will relocate to Webb Dock West by 2018
? Post Panamax Constraint
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Limits
Terminal Berthls) Tradels) Commodityls)
Draught LOA
(Future)s i Waest J Automotive Automotive l 140 | 300
] 5 Sugar f 8.8 180
Yarraville [ | DryBuk Gypsum o = |
‘ 6 I Fertiliser ’ 9.6 180

45.1 Depth constraints

Most of the PoM terminals with vessel draught limits less than 14 metres can potentially be
deepened to enable larger vessels, however there is unlikely to be the demand as most vessels aside
from the container, some grain ships and crude oil ships are not draught limited.

The existing maximum declared depth in the PoM (15.5 metres) (equivalent to 8 maximum draught of
approximately 14 metres) is unlikely to be increased due to several constraints: i

e Itis unlikely that new environmental approvals for further deepening of the Entrance Channels
into Port Phillip Bay could be obtained following the 2008 Channel Deepening Project (CDP)

« The River Yarra Channel is constrained by the utilities including sewer and gas pipelines that lie
south of the West Gate Bridge. While it is possible to lower these services, it would a very
complex and costly exercise

« The River Yarra Channel is heavily contaminated and further dredging beyond the CDP design
depth would be costly and difficult to obtain environmental approvals

« The Westernport/Altona/Geelong (WAG) ethane pipeline that runs through the Port Melbourne
Channel (south of Station Pier) constrains further deepening of all berths unless it is replaced with
a deeper pipeline.

4.5.2 Width constraints

Swanson Dock's capacity is limited by the “Post Panamax Constraint”. Due to the width of the dock
(approximately 200m), it is not possible to berth more than three post-panamax vessels (beam
greater than 32.2 metres and less than 42 metres) at any one time.

Most other berths in the port are not limited by width, however even once constructed Webb Dock
East will not be able to handle super post panamax vessels (beam greater than 42 meters) dus to
berthing load limits.

45.3 Length constraints

The main vessel length constraint at the PoM is the Swanson Dock Swing Basin which limits all ships
that use the berths north of the West Gate Bridge to 300 metres length. As-currently designed the
Webb Dock Swing Basin will cater for vessels up to 300 metres, however greater lengths may be
achievable through further dredging to expand the swing basin.

Aside from the swing basin constraints, all vessels entering Port Phillip Bay are limited by the difficult
manoeuvre into the Bay and the tight turn into the South Channel off Portse, however there is no
“hard limit" published for this constraint.

4 Webb Dock redevelopment
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4.5.4 AirDraught constraint

The West Gate Bridge across the lower River Yarra Channel limits the height of vessels to 50.1
metres (47.5 metres during bridge maintenance) from the waterline to the top mast. This limit will
constrain some container vessels in the future, and most cruise ships.

455 Yard constraints

Container throughput through East and West Swanson Dock is limited by yard area (the space

available for container storage prior to loading on to a vessel, or landside transport to the end user),
operating systems and work practices. Both container stevedores have approximately 40 hectares
available on either side of Swanson Dock, and operate | i i i
movement and stacking of containers,

s allow for a much higher stack density and consequently higher

roughput per hectare of yard.

4.6  Port of Melbourne, operator strategy & viability

The topside facilities of the container and motor vehicle terminals and the equipment needad to
operate the terminals.are owned and managed by the stevedores. In the case of the international
container terminals, investments in the latest quay cranes can be over $10 million per crane with
further investments needed for multiple sets of semi fully-automated yard equipment such as
straddle-carriers, Rubber Tyred Gantries (RTGs) and ASCs. A combined fully-utilised six berth
operation could require up to 20 Quay-gantry cranes or around $200 million of investment plus yard
equipment. Given the current and project volumes at PoM the stevedores are likely to required a
period of 10-15 years to recover this investment in enhanced capacity.

4.6.1 Container stevedores

The international container operations at Swanson Dock (West and East) are run by DP World
(formerly P&O Ports) and Asciano (Patrick). Both stevedores also operate terminals in the Ports of

Brisbane, Botany and Fremantle. As a major global stevedore, DP World also as over 65 terminals
around the world.

The stevedores typically require a minimum 500,000 TEU/ear operation to be viable although
exemples exist where a lower throughput is operated (e.g. the Port of Adslaide container terminal
which was operated by DP World at around 200,000 TEU per year and the Port of Fremantle (with
two stevedores at a combined total of 670,000 TEU per year). DP World and Asciano have around a
50/50 market share at PoM, i.e, each handling in excess of 1 million TEU per year, but these market
shares are dynamic based on shipping line decisions.

The future viability and the long-term interest of stevedores in the future PoM international container
operations will be closely linked to the various strategic options for the PoM and Hastings. Some of
the relevant structural options could include:
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4.6.2 Automotive stevedores

The motor vehicles trade is currently operated by AAT (Australia Automotive Terminals), a
stevedoring joint-venture which includes Asciano {Patrick).

The need for topside terminal investment by the automotive stevedore is less
than for & container stevedore due to the Roll-on/Roll-off operation of ships and wheeled movement
around the terminal. However, an important difference with containers is the need for on-dock
vehicle storage and pre-delivery inspection (PDI) requiring an extra foot-print if relatively expensive
multi-storey type car-parking is not used when space is constrained.

As the automotive trades have lower capital and operating costs, they also have a lower volume
threshold to achieve commercial viability than the minimum volumes required by container
stevedores.
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