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Ministerial Foreword

As a trade dependent island nation, Ireland’s commercial seaports play a vital, yet often unheralded, role in facilitating economic growth and prosperity. 

The core objective of national ports policy as outlined in my Department’s Statement of Strategy 2008 – 2010 is “to ensure investment in ports meets port capacity requirements and to facilitate the availability of commercial port services which are effective, competitive and cost efficient”. 

The Ports Policy Statement, published in 2005, set out national ports policy in a single document for the first time. Major reforms had been introduced when the State owned ports were corporatised under the Harbours Act 1996. 

The Policy Statement provided a timely evaluation of these reforms and proposed a number of changes. Since 2005 it has provided a guiding policy framework for the operation and development of our ports. The Harbours (Amendment) Act 2009 enacted many of the legislative changes proposed by the Policy Statement. 

Five years on, it is now appropriate to carry out a review of this policy framework. The commercial, technological, and regulatory environment in which Irish ports operate is changing rapidly, both domestically and globally. Since 2005 our ports have experienced both record traffic volumes, peaking in 2007 and, more recently, sharp declines. This makes for a very challenging environment for our ports, and it is important that the policy framework within which they operate helps them address these challenges.
This consultation document provides an overview of the changes that have occurred since the Ports Policy Statement and indicates what the challenges and opportunities ahead may be. The consultation process gives all stakeholders the opportunity to input into shaping future ports policy and I encourage maximum participation from all concerned.

Noel Dempsey TD

Minister for Transport

August 2010

1. Introduction

During the decade of unprecedented economic growth between 1997 and 2007 total tonnage handled at Irish ports grew by approximately 49%
. The ports sector was also transformed during this period with the establishment of the ten commercial State port companies in place of the outdated structures of the past.

Corporatisation and an increased commercial focus helped the ports to respond rapidly to increased traffic volumes. This period of unprecedented growth in Ireland’s international trade was facilitated by the ports with little or no disruption to trade. The port companies, and the many other service providers in our ports, have provided a competitive service and sufficient capacity to meet the needs of our importers and exporters. 

Our seaports are vital economic gateways to the world and it is estimated that almost 99% of the volume of goods traded into and out of Ireland are handled at our ports.
 The State’s biggest port in terms of total tonnage handled is Dublin, which in 2009 handled approximately 44% of total tonnage in the State. The next two biggest ports, Cork and Shannon Foynes, handled 19% and 18% of total tonnage respectively in 2009. 

Appendix I contains details of total tonnage handled at Irish ports in 1998 (the first full trading year as commercial companies for the majority of our ports), 2007 (the year of highest volumes handled at ports) and the most recent figures for 2009.

Shipping operates in a highly liberalised global market environment. Irish ports have worked closely with shipping companies to develop the market for maritime transport services in and out of Ireland. Customers are now offered more choice and frequency in accessing the global market place. Ireland now has one of the most extensive short sea networks in Europe, with multiple operators and various alternative modes of shipping available. 

The services are frequent and highly competitive, as demonstrated by the frequent changes in routes and operators. The last decade has seen a 68% increase in the amount of freight capacity services serving the Ireland to UK and European markets
. The Irish Maritime Development Office (IMDO) continues to support the ports and shipping companies to improve maritime links. The volcanic ash disruption of air travel highlighted the importance of these maritime links, particularly for passenger transport. 

The last two years have witnessed all port companies experiencing significant declines in traffic volumes with an overall decline of approximately 23% in total tonnage handled in 2009 when compared to 2007
. However, the most recent figures do provide some room for guarded optimism, as indications are that the rate and pace of the decline continues to ease. Recent economic forecasts are for a return to modest economic growth in 2011 and that this growth will be export led
. It is clear that our ports will continue to face considerable challenges over the next number of years. 

However, it is also important that the ports are in a position to facilitate the return to economic growth when it occurs. While the most recent analysis pushes out the timelines within which substantial additional port capacity will actually be required, it is still the case that new capacity will be required in the medium to long term, and this needs to be planned for now.

In April 2010 the Joint Oireachtas Committee on Transport published its “Report on the Ports’ Sector”
, which included a number of important findings. The report is very timely in light of this Ports Policy Review. It provides useful input and recommendations, which are taken account of in this consultation document.

To support engagement with the public consultation process, a number of questions are posed at the end of each section. A two-month consultation period is scheduled with the subsequent consideration of responses received feeding into and informing the overall review of national ports policy. 

2. The Development of the Irish ports sector

2.1 Ports Policy Statement 2005

The Ports Policy Statement outlined the history of public ownership of all the main ports in the State. The governance framework for these ports has evolved from centrally controlled, not-for-profit, local harbour authorities to commercial State owned companies. 

The Policy Statement pointed out that, while the majority of the port infrastructure in the State remains under public control, much of the superstructure and service delivery in the ports is provided by the numerous private companies that operate within our ports. Many of these companies have a very long history of providing services in the ports, be they stevedoring companies, shipping agents, terminal operators, warehousing and logistic companies etc. The situation differs widely from port to port and indeed between terminals within the larger ports. The landlord model of port governance has existed to varying degrees for many years and since corporatisation there has been a trend toward increased private sector involvement.

The Policy Statement also recognised that the ports are essential pieces of national infrastructure and as such have a strategic role in facilitating both national and regional economic development. This is one of the main justifications for the ports remaining in public ownership. Continued public ownership of the ports has to be reconciled with the commercial freedom bestowed on the port companies and the policy goals of promoting competition and avoiding monopolistic conditions.

With regard to the possibility of increasing private ownership in the ports sector, the Policy Statement maintained an open mind on the matter and outlined the complex policy considerations both for and against. The Policy Statement called on the port companies to maximise private sector investment and participation within the existing structures.
2.2 Update

Future challenges

The commercial, technological, and regulatory environment in which Irish ports operate is changing rapidly, both domestically and globally. Key trends impacting on port operators in Ireland and around the world include:
· The expansion of global trade volumes and growing multi-polarity of trade flows, in particular the emergence of China as a major centre of production;
· The continuing trend toward larger ships requiring deep-water ports, and the reduced availability of ships to serve smaller ports;
· Increasing integration of maritime transport into the door to door global logistics and supply chain, blurring the traditional division of tasks within the logistics chain;
· The emergence of the concept of port-centric logistics as a key driver for future port development;
· Consolidation and vertical integration in the ports and shipping industry with economies of scale putting pressure on smaller operators;
· The emergence of a small number of global port terminal operators, in particular for LoLo
 traffic; 

· Intensified inter-port competition due to improved landside hinterland connections, even among more distant seaports;

· A move from multi-cargo, common user ports to specialist terminal-based ports, such as LoLo and LNG
 terminals;

· Marine technology advances, in particular linked to the logistics of containerised trade and information technology; 

· Growing importance of maintaining a high environmental, security and safety standards in order to comply with regulations and maintain community support for port developments;

· Increased commercialisation of port governance models and a shift towards a landlord model with increased private sector investment and service delivery.

Like all sectors of the economy it is important that the ports sector is in a position to address these challenges in the interests of the country’s overall competitiveness. 

Port Governance Models

In terms of how we govern our ports, Ireland is generally in line with the dominant port governance model in Europe. This is one of publicly controlled port authorities with high levels of private sector involvement in the provision of infrastructure and services. The exception to this dominant model is our nearest neighbour, the UK, where most of the ports were privatised in the early 1990s. Notwithstanding this, a number of important UK ports remain controlled by public authorities, in particular in Northern Ireland where four of the five commercial ports are controlled by public authorities.

Four principal port business models have emerged over time. These range from full service publicly owned ports where the infrastructure, superstructure and most services are delivered by a single public undertaking to fully privately owned and operated ports. In between these two models are tool ports, where some of the services are outsourced to private companies, and landlord ports, where the land and infrastructure is leased to private companies.

The trend for many years has been a move toward more private sector involvement. This trend is evident in Ireland over the past few decades. However, one model does not fit all and Ireland’s ports remain very diverse, in terms of their size, the types of goods handled and their business models. 

The largest port in the State, Dublin, has evolved into a landlord port. Our estuary ports (Cork, Shannon Foynes, Drogheda, Waterford/New Ross) are more in line with tool ports, where a number of port installations, both private and publicly owned, are geographically dispersed within the estuaries. Rosslare, Greenore and Dundalk are more akin to full service ports. Greenore is a 50/50 joint venture between a State owned port company, Dublin Port and a private company, the One51 Group.

Public/Private Mix

In economic terms ports produce both direct and indirect benefits. They generate direct economic benefits through their operations, as well as additional indirect socio-economic benefits in the form of national competitiveness, trade facilitation, and the provision of public amenities and coastal protection works. It is in the public interest that a degree of public control over our ports continues to be exercised to ensure that these wider socio-economic interests are protected. The public/private mix within our ports has proven to be an efficient method to ensure they are commercially successful businesses, while protecting this public interest.

While most of the ports are State owned, there are no legislative barriers to private ports. There are privately owned quays and jetties within the jurisdiction of many Irish ports, and Greenore port is a 50/50 public/private joint venture.

Increasing private sector port ownership could take the form of the privatisation of State owned ports, public/private partnerships or the construction of new privately owned ports. The recently established Special Group to Examine State Assets and Liabilities will include the State port companies as part of its review. Its terms of reference include an examination of the potential for asset disposals in the public sector and to assess how the use and disposition of such assets can best help restore growth and contribute to national investment priorities.

All Island Perspective

Clearly it makes sense to examine ports policy in an all-island context. Significant volumes of port traffic cross the border in both directions. The 2006 National Seaport Capacity Study 
 took account of relevant port developments in Northern Ireland, and concluded that the port capacity north and south was complementary of each other. 

Intertrade Ireland’s Freight Transport Report for the island of Ireland 
 published in 2008 highlighted the all-island context of freight movements and contains interesting findings in relation to port capacity and port connectivity. The report is a useful overview of the challenges facing the island as whole in relation to freight transport.

The Ports and Public Transport Division of the Department for Regional Development in Northern Ireland is responsible for policy and legislation in relation to seaports. For many years the two Departments have cooperated closely and maintain regular contacts in relation to matters of mutual interest.

	Questions

Q.1 Are Irish ports in a position to address the challenges created by the rapidly changing environment in which they operate?

Q.2 Is the current port governance model and legislative and regulatory framework within which ports operate appropriate or does it require further development in some areas?

Q.3 Should increased private ownership and investment in ports, either in terms of service delivery, partnerships or outright ownership be encouraged and if so, how should this be done?

Q.4 Is there scope for further enhancing North/South cooperation in the ports sector?


3. Planning Seaport Capacity

3.1 Ports Policy Statement 2005

The provision of adequate and efficient port capacity into the future was clearly stated as a strategic objective in the Ports Policy Statement. It also acknowledged that the long lead times required for the construction of new port capacity meant that long term planning was required. Previous capacity studies undertaken by the Department were outlined and the Policy Statement proposed a further capacity study. 

The Policy Statement outlined the crucial role of ports in facilitating the movement of goods from sea to road and rail transport. A commitment was also given to ensure more effective integration of transport policy and planning across all modes.

3.2 Update

Capacity Studies

Following the publication of the Ports Policy Statement in 2005, the Department undertook a National Seaport Capacity Study
. The purpose of this study was to analyse proposals for new seaport capacity in the period up to 2014 and beyond in order to assess whether they would be adequate to meet forecasted demand growth. 

As part of the study the following ports outlined various proposals for increasing capacity: Greenore, Drogheda, Dublin, Waterford, Cork, Shannon Foynes and Rosslare. The study concluded that these proposals were sufficient to meet expected LoLo traffic volumes in the short to medium term (0-5 years), although it did identify potential shortfalls with regard to RoRo
 capacity. It also noted that ports in Northern Ireland had capacity available to help alleviate any emerging constraints.

Since publication of the study in 2006 a number of the smaller scale projects have been completed at Dublin, Cork, Rosslare and Waterford, all of which have created additional capacity. The larger scale proposals have also progressed since 2006. The proposed development of a new deepwater port at Bremore is still at the pre-planning stage, as are proposals to further develop facilities at Greenore Port. 

However, planning applications in relation to the two large proposals in Cork and Dublin have been turned down by An Bord Pleanála under the strategic infrastructure planning process. In June 2008 the Port of Cork was refused planning permission for its proposed development at Oyster Bank, near Ringaskiddy. Since then the company has carried out a Strategic Development Plan Review, the outcome of which has recently been announced. Recently Dublin Port was also refused planning permission for its Dublin Gateway proposal and the company is considering the implications of this decision.

The most recent study into medium to long-term traffic volumes at Irish ports is provided in the Dublin Port National Development Plan Study, published in 2009. This study took account of the economic downturn and the uncertainty over when the economy would return to growth. The Study concluded that the sector would face renewed capacity constraints from approximately 2025 onwards. These capacity constraints will be such that the development of a significant additional capacity project, in addition to other smaller scale projects, will be required. It concluded that nothing should be done at a policy level to hinder the progress of these projects.

While this analysis pushes out the timelines within which substantial additional port capacity will actually be required, new capacity is still required in the medium to long term, and this needs to be planned for now. In addition to the need for new capacity, ongoing investment in port infrastructure is also important to improve services, avail of technology advances and provide more modern facilities to accommodate larger ships. 

As outlined below significant investment in port infrastructure continues to take place under the Ports Sub-programme of the NDP 2007 to 2013. The Department continues to monitor port capacity developments closely and envisages carrying out further demand forecasting as required. Such forecasting provides analysis of current and future traffic demands at a national level and helps the ports better plan for their future development. 

Origin and Destination Studies

Data relating to the origin and destination of the traffic through Irish ports is important for planning future capacity. A number of the ports have carried out origin and destination studies themselves. However, there is limited data available at a national level. The importance of such data, in particular in relation to maritime transport, is recognised in the Department’s Data and Statistics Strategy 2009-2011
. The Irish Maritime Development Office has undertaken some feasibility and scoping work with regards to an origin and destination study in cooperation with the CSO. 

Some industry stakeholders have previously raised concerns regarding the commercial sensitivity of the information required for a comprehensive origin and destination study. Such concerns would have to be overcome to ensure full participation in such a study.

Ports and Energy Policy

There is an important link between port capacity and national energy policy. In terms of energy supply Ireland is one of the most import dependent countries in the world. Most of this energy is imported by sea in the form of solid and liquid fuels. Changes to our future energy mix have important consequences for ports. 

This fact was recognised in respect of oil supply in the “Review of the security of Ireland’s access to commercial oil supplies” carried out by the Department of Communications, Energy and Natural Resources in 2008
. The review contained a number of significant findings with regard to port capacity. 

With regard to current oil importation capacity at the State’s ports, it notes that the ports do have sufficient capacity to cope with current demand. However, the report found that there are significant risks to Ireland’s ability to physically access commercial oil supplies due to the fragile nature of the links in the infrastructure for importing, storing and distributing oil. The report also highlights the strategic importance of Dublin Port to national oil supply with some 45% of the State’s transport and heating fuel imported through the port.

The importance of the ports to energy supply is further demonstrated by the proposed development of Ireland’s first Liquefied Natural Gas terminal in the Shannon Estuary. Very significant proposals are also under development in relation to ocean energy, in particular offshore wind, and this is an area that is set to grow substantially in the coming years. New deepwater port sites may be required to service this industry. The IMDO is currently working with the Sustainable Energy Authority of Ireland to examine the potential of Irish ports and shipping companies to meet the demand for future offshore energy projects. 

Ports also play an important role in servicing the offshore oil and gas exploration industry. While capacity needs in general are identified and catered for, there may be important emerging niche markets such as these that are not being adequately planned for.

Integrated Transport Planning

The integration of maritime transport functions into the Department of Transport in 2006 was an important step toward better integrating transport policy. The nature of large port infrastructure requires medium to long term planning over a 20 to 30 year timeframe, similar to other large-scale transport infrastructure. 

In February 2009 the Government’s Smarter Travel policy was launched
. It sets out a framework for achieving a sustainable transport system and has close links with planning policy and practices. Aligning spatial planning and transport is a key theme throughout the policy document and there is a commitment for the Department of Transport to work closely with the Department of the Environment, Heritage and Local Government and local authorities to ensure better integration between sustainable land use and transport planning. The full value of transport infrastructure investments can only be realised where they are accompanied by supportive land use policies and practices. 

The Department is therefore anxious to see increased use of planning instruments, which facilitate the preparation of comprehensive land use and transport plans for the development of local areas. The use of these instruments should allow for the principles of good planning, including phasing, sequential development, mixed use development etc. to be effectively applied. 

In the Greater Dublin Area there is also a legislative requirement for consistency between Greater Dublin Area Transport Strategy, currently being developed by the National Transport Authority (NTA), and the Regional Planning Guidelines. 

Planning for future port capacity falls into the planning hierarchy under the Planning and Development Acts working down from the National Spatial Strategy and Regional Planning Guidelines, to the County and City Development Plans and local area plans. All stages of the hierarchy are subject to public consultation, which allows port companies and all other stakeholders, including the Department of Transport, to provide input. There is a strong argument that locational indications regarding future port developments should be provided within this hierarchy. 

It is important to emphasise that it is not the purpose of current ports policy to be prescriptive in terms of when or where new port capacity is developed. The view is that commercial port operators are best placed to make decisions about such investments. The role of ports policy is to create an environment in which such investment is facilitated and encouraged. All ports are encouraged to generate viable port capacity projects to ensure the availability of adequate modern facilities and to promote competition between ports. To date this market driven approach has responded well to demand. 

Hinterland connections

Ports combine networks of rail tracks and roads that connect them with their hinterland. Goods are transferred from sea to rail and road and vice versa. The European Commission’s Communication on a European Ports Policy
 highlighted the importance of reliable and sustainable hinterland connections as part of an integrated transport chain. 

Since the publication of the Ports Policy Statement, the Department has conducted two surveys of hinterland access priorities, which have helped inform Departmental consideration of transport projects. The continued development of the Major Inter Urban routes, scheduled for completion in 2010, will represent a significant step forward in terms of road access to our major ports. 

Port Master Planning

Like all major infrastructure projects, the development of additional port capacity can unfortunately place strains on the relationship between a port and the community within which it is situated. The European Commission’s Communication on a European Ports Policy
 states, “the relationship between cities and their ports remains one of interdependency and should be ruled by long term strategic vision and planning”. 

There is a perception that port development and environmental protection are mutually exclusive goals. It can be that while ships and the benefits of shipping are appreciated in the community, the need for port infrastructure to support them is not readily accepted or understood. All port development must be mindful of its obligations under both national and European environmental legislation and ensure that port efficiency and capacity gains are not achieved at the expense of our environment.

As referred to earlier, planning for future port capacity and development falls into the planning hierarchy under the Planning and Development Acts. The input of ports and other stakeholders into the development of local and regional planning guidelines is a positive example of the benefits to be gained from an open and inclusive approach to future development.

The development of port master planning in other jurisdictions is seen as a transparent method in aiding the engagement of local communities in the long term planning of ports. Many Irish ports already engage in such a process. In Britain and Northern Ireland guidance documents on the development of port master plans have been published in recent years
. While not mandatory, these guidelines set out a best practice framework to master planning to ensure that an informed and balanced approach is taken to future port development. This is an approach that might be worthy of consideration in the Irish context.

Ports and urban development

While the international trend toward ports moving downstream out of city centre locations is evident for many years in Ireland, many Irish ports are still located at strategically important waterfront city centre sites. There are numerous examples around the world of dockland sites being successfully redeveloped, the Dublin docklands being the most noteworthy example in Ireland. Various proposals have also been put forward for the development of other dockland sites in Cork, Galway, Limerick, Drogheda and Waterford. Proposals have also been put forward for alternative uses for Dublin Port’s estate. 

While the current state of the property market has impacted on any such proposals, these sites present important opportunities for urban development and regeneration for the future. Such developments can provide a win-win situation for both the ports and the cities involved, by freeing up important sites for regeneration, whilst at the same time helping to fund new more modern port facilities within the region. From a ports policy perspective it is important that the need to provide replacement port capacity is taken account of as part of any dockland development plans. The ports need to work closely with all stakeholders in this regard, in particular the planning authorities, port users and local communities.

Strategic Infrastructure planning

The strategic infrastructure provisions of the Planning and Development Acts 2000-2010 provide for a streamlined planning consent procedure for strategic infrastructure developments, whereby such planning applications are made directly to An Bord Pleanála. The system has been in place since 2007 and is well established now. 

The Acts set out the classes of transport infrastructure developments for which strategic consent procedure applies. A ‘harbour or port installation’ is defined as such a class. Decisions regarding three important port related developments have been made to date; in relation to Port of Cork’s Oyster Bank proposal, Dublin Port’s Dublin Gateway proposal and the Shannon LNG terminal. The first two were refused permission and the last one was granted. These decisions provide useful guidance and lessons for future port related applications, a number of which are at a pre-planning stage.

An amendment introduced to the Planning and Development (Amendment) Act 2010 expands upon the current definition to include harbour/port related facilities amongst the existing classes of projects for which strategic consent procedure applies. The amendment brings the definition of ‘harbour or port installation’ in line with the approach taken in the definition of an airport in the Planning Acts.
Foreshore Administration

Foreshore administration is vitally important for the ports sector. All investigative work and development on and adjacent to the foreshore in ports require permissions and leases under the Foreshore Acts. In addition, ports require permission to carry out both capital and maintenance dredging of their navigable channels. Delays and uncertainties in relation to foreshore have caused considerable problems for port developments for many years. 

Significant resources have been applied to the landside planning and development system in recent years and important changes have been made to planning legislation. However, the seaside planning system under the Foreshore Acts has not kept pace with this and is in need of modernisation. Overall responsibility for certain foreshore functions, including those in relation to ports and harbours, has recently transferred to the Department of Environment, Heritage and Local Government. 

Following this transfer, it is the intention of the Minister of the Environment, Heritage and Local Government to review and modernise the current foreshore consent process.

The aim of this review is to ensure a modernised foreshore consent process and to address the interface between the planning and foreshore codes and support the development of strategies and processes to support a more integrated and coordinated approach to planning for and managing the coastal zone.

Following this review it is hoped that there would be a new model for the foreshore that has a single consent process, with clear provision for the scoping of potential environmental, marine and ecological impacts at pre-application stage, public consultation at the application stage, greater certainty of timeframes and consultation with prescribed statutory consultees at all stages. 

The review will seek to address the possible interface between the planning and foreshore codes. The ultimate objective will be to ensure a more integrated and coordinated approach to the planning and management of the foreshore consent system and coastal zone as well as the introduction of a marine spatial plan.

However, this will take time and require legislative change. Therefore the review is being approached on a phased basis.
Environmental Sustainability

Ports are subject to increasingly stringent environmental regulations in order to ensure that they are operated and developed in an environmentally sustainable way. The 2009 EcoPorts Port Environmental Review
 identified the following issues as the top ten environmental priorities for European ports:
1. Noise

2. Air quality

3. Garbage / Port waste

4. Dredging: operations

5. Dredging: disposal

6. Relationship with local community

7. Energy consumption

8. Dust

9. Port development (water)

10. Port development (land).

The environmental regulations relevant to port operation and development are many and complex. Most of these regulations stem from European environmental law. Some of the more important pieces of legislation impacting on ports are: 

· Strategic Environmental Assessment Directive 

· Environmental Impact Assessment Directive

· Birds and Habitats Directives (Natura 2000 sites)

· Shellfish Directive

· Water Framework Directive

· Bathing Water Directive 

· Physical Agents (noise) Directive 

· Low Sulphur Fuel Directive

· Port Waste Facilities Directive

The European Commission has acknowledged the difficulties that may arise on the implementation of these directives with regard to port developments
. In particular the Commission notes the legal uncertainty in relation to the Birds and Habitats Directives. 

The Commission has already published several guidance documents to support Member States in implementing the environment directives. The Commission’s Communication on European Ports Policy in 2007
 committed to it issuing specific guidelines on the application of the Community environment legislation to port development. However, the fact that such guidelines are still awaited is an indication of the complexities involved. Such guidelines should help clarify outstanding interpretation problems with the present legal framework.

In relation to the Strategic Environmental Assessment Directive, because current ports policy is not prescriptive in terms of the location of port capacity, this Ports Policy Review and the outcome thereof does not constitute a “plan or programme” as defined in the Directive and such an assessment is not being carried out. 

	Questions
Q.5 What impediments currently exist for the planning and provision of future port developments?

Q.6 How can integrated transport policy between maritime transport and other transport modes be further improved?

Q.7 Is the current policy of encouraging port companies to develop capacity projects independently appropriate to ensure future demand is met?

Q.8 Is further action required to plan for specialist niche requirements, such as offshore wind? If so, what actions are envisaged?

Q.9 How could the development of a port master-planning process be facilitated in Ireland? What benefits would arise from the introduction of such a process?

Q.10 Are regular capacity requirement studies at an all island level useful to the industry? 

Q. 11 How can detailed Origin and Destination Studies be developed that both respect commercial sensitivity and provide useful indicators as to current and future freight movements to and from our ports?


4. Ports and Smarter Travel

4.1 Ports Policy Statement 2005

Sustainable transport is a vital element of integrated transport planning. The Policy Statement outlined that EU transport policy is focused on an integrated transport network, with short sea shipping a priority to decongest roads and minimise environmental impacts. Ireland has been fully supportive of this approach. 

With increasing European trends towards charging for road use (e.g. tolls, vignettes, congestion charges), the Policy Statement recognised the importance of developing short sea shipping routes and highlighted the key role ports had to play in exploiting opportunities to promote such new routes.

4.2 Update

The Government’s Smarter Travel policy seeks to change our current unsustainable travel and transport habits with a view to enhancing communities, improving our environment, making our economy more efficient and competitive and adding to the quality of life of citizens. The Government’s commitment to the Smarter Travel agenda is underlined by the delivery of increased funding for sustainable travel initiatives.

Encouraging modal shift is an important element of the Smarter Travel agenda. Compared to road and air transport, rail and sea transport are both regarded as more sustainable modes and in both cases ports have an important role to play. Opportunities for the use of rail freight in the country will more than likely involve one of the ports. Short sea shipping both domestically and with the rest of Europe also has the potential to reduce the environmental impact of transport. In addition to environmental concerns, the transport by road of bulky heavy materials on HGVs results in significant maintenance costs for the road network.

Movement of Goods

Action 29 of “Smarter Travel- A Sustainable Transport Future” states that the Ports Policy Review should be carried out “with a view to maximising efficiency in the movement of goods and in light of the review of the freight sector referred to in Action 10”. The review of the freight sector as outlined in Action 10 calls for the establishment of a freight forum to examine inter alia the realistic potential for rail freight, scheduling of deliveries from the ports to avoid peak use of networks as far as possible and developing key logistics centres.

Since many of the freight issues are common both north and south, it was decided to establish an All-Island Freight Forum. An initial meeting of this Forum was held in Dublin Castle in January 2010 where a number of priorities were identified including international connectivity, involving ports and shipping and alternatives to the road for domestic transport, namely rail freight and coastal shipping.  This review of ports policy will provide some important inputs into the ongoing work of the Forum.

Rail Freight

The overall percentage of rail freight handled at our ports remains low, however, there have been some positive developments in this sector at ports such as Waterford and Dublin. The aforementioned All-Island Freight Forum will examine the potential for rail freight within the island of Ireland 

Short Sea Shipping

In relation to domestic short sea shipping i.e. the transportation of goods by sea within the island, the available data is limited, but small amounts of containers and oil are transported this way. In recent years the ‘Freight by Water’
 initiative in the UK has successfully promoted domestic sea transport there and schemes are in place designed to help increase the amount of freight transported by water. There may be scope for similar initiatives in Ireland.

Ireland has extensive short sea shipping links to the UK and mainland Europe. However, opportunities may exist for improving these links in a way that reduces the overall environmental impact, for instance direct services to France, Spain and the Mediterranean that have the potential to reduce overall transport by road.  The European Union, through the Marco Polo and TENs programmes, has incentives to encourage intermodal connections at ports involving rail and short sea shipping between Member States.

Passenger Transport

The recent disruptions to air travel arising from volcanic ash highlighted the importance of alternative international connections such as ferries for passenger transport.  Existing passenger ferries to the UK and France have the potential to offer low carbon alternatives to air travel.

	Questions
Q.12 How can ports contribute to the delivery of the Smarter Travel agenda?

Q.13 How can greater use of rail freight to and from our seaports be encouraged? What measures to encourage such usage could be introduced?

Q.14 Should rail freight facilities be planned and developed at strategic ports i.e. ports handling very large volumes of bulk and container traffic?  If so how should such facilities be realised?

Q.15 Should policy measures be introduced to encourage greater use of domestic sea transport? If so, what measures could be introduced?

Q.16 In the context of EU transport policy, how should greater use of short sea shipping between different countries be encouraged?  

Q.17 Are there further measures that could be taken to improve connectivity for both passengers and freight with mainland Europe?


5. Funding Seaport Capacity 

5.1 Ports Policy Statement 2005

The Policy Statement outlined the significant co-financing that had been provided by the Exchequer and the EU in the 1990s and under the National Development Plan 2000 - 2006. This investment led to major improvements in the State’s port infrastructure.

Having provided central funding for these improvements to be made, the Policy Statement outlined that from then on the port companies, as commercial entities, were expected to fund both operational and investment activities from within their own resources. Such own resources include retained profits, borrowing, the disposal of non-core assets and private sector investment. 

While not ruling out public funding in all circumstances, it was made clear that this would only be considered as a last resort, and in full compliance with State aid rules. The potential for sourcing funding through the EU Motorways of the Sea and Marco Polo programmes was also highlighted.

5. 2 Update

In line with the Policy Statement no further Exchequer funding commitments for commercial port infrastructure have been made since 2005 and the Department does not envisage a departure from this policy. The Port Sub-Programme of the current National Development Plan 2007 – 2013 does not provide for any Exchequer funding of port infrastructure developments. 

The Department of Finance’s recent report on Infrastructure Investment Priorities 2010-2016
 concurs with this policy. The Review concludes that future port capacity can be funded through user charges, and so, in terms of satisfying anticipated infrastructure demands, there is little or no role for Government funding.
Port Sub-Programme of the National Development Plan 2007-2013

The Port Sub-Programme of the NDP estimates that between €300 million and €600 million of non-Exchequer expenditure will be invested in commercial seaport infrastructure in the State over the period of the NDP. This is to be funded by port companies’ own resources, such as retained profit, borrowing etc., and private sector investment.

In the first two years of the sub-programme, estimates of capital investment were broadly in line with projections. Unsurprisingly the level of investment has fallen off somewhat in the current economic downturn. The Department’s monitoring of the sub-programme shows that some €130 million has been invested to date, with further investment budgeted for 2010. This expenditure relates to numerous relatively small port infrastructure projects around the country. 

The Department recognises that the funding environment for port infrastructure is difficult at present. The fall in property values has certainly reduced the funding available to some of the port companies from the disposal of non-core assets. Similarly the availability of funding from borrowing and private sector investment is constrained. However, the financial markets still regard ports as a sound long-term investment and good business cases should still be capable of attracting sufficient private funding.

Return on Investment

The State expects to get a reasonable rate of return from its investment in the commercial port companies. Such a return can take the form of cash dividend payments to the Exchequer, but can also be by way of increased asset values or indeed wider socio-economic benefits. Government dividend policy in relation to the commercial State companies provides a guideline figure of 30% of after-tax profits. To date the largest port company, Dublin, is the only port company to have paid a cash dividend. 

Each port company has adopted a dividend policy in light of the Government policy. While each company should aspire to paying a dividend in the future, dividend policy must take account of the overall financial circumstances of each company, a number of which are loss making in the current economic climate. Issues such as current and projected profitability, capital investment plans and pension scheme funding have to be taken into account. Where port companies are proposing to reinvest profits or windfall gains from the disposal of non-core assets into the development of the port, the Department expects that the return on this investment is clearly demonstrated and that the State, as shareholder, receives a share of the proceeds.

	Questions
Q.18 Are the funding mechanisms available to the port companies sufficient to ensure adequate and efficient port capacity?

Q.19 Is further action required at national level to ensure the port sector is capable of attracting sufficient funding, in particular private sector investment?


6. Competition and Cooperation

6.1 Ports Policy Statement 2005

The Policy Statement acknowledged the necessity for competition in the marketplace to promote efficiency, stimulate innovation and enhance overall national competitiveness. The existence of healthy competitive conditions in the sector was stated as a key goal of Government policy. Competitive conditions both within ports and between ports were examined, and in both cases it was determined that the market was sufficiently competitive to prevent monopolistic conditions developing. 

However, the Policy Statement acknowledged that certain ports, by virtue of their location or hinterland, enjoy a natural competitive advantage within the market. Reference was made to the need for high quality capacity provision at ports around the country to ensure vibrant competition between ports. It also acknowledged that a degree of surplus capacity was a pre-requisite for a competitive market.

The Harbours (Amendment) Act 2000 provided for the amalgamation of State owned port companies. The Policy Statement recognised that the possibility of amalgamation of certain port companies could be examined where economies of scale would allow ports to remain financially sustainable. Any such proposals would be subject to careful consideration of competition issues. The Policy Statement also encouraged ports to explore options to cooperate with each other to reduce costs and make better use of their resources.

6.2 Update

Competition

The promotion of a competitive ports sector continues to be a fundamental objective of Government Ports Policy. The market should be sufficiently competitive. The completion of the Major Inter-Urban Routes should promote greater competition between ports as hinterland access is improved between the major population centres. Competition has also been intensified by the surplus capacity that has been generated during the current economic downturn. Continued investment will be required to enable ports to compete for business and improve their services. 

Cooperation

While a competitive ports sector devoid of public or private monopolies is vital, there may be benefits to be gained from port companies cooperating on areas of common interest. The Irish Ports Association, which is part of IBEC, provides the sector with a common voice on important sectoral issues.

Since the enactment of the Harbours Act 1996 ten State commercial port companies have been established, each independently tasked with the functions assigned to it by the terms of the Act. Shannon Foynes Port Company was created in 2000 from the amalgamation of two previous port companies. However, no further amalgamations have taken place to date. 

The rapid and severe decline in traffic volumes over the last two years has brought the organisation of the sector under renewed focus. The Department is cognisant that the changed economic environment may result in a change in perspective with regard to the issue of amalgamation.

Benchmarking

The ability to measure performance is an important tool for the future development of Irish ports. Benchmarking the operational and financial performance of Irish ports has been mooted in the past. At present there is limited published information available describing the past, current and expected potential performance of Irish ports. The primary purpose of benchmarking would be to identify performance gaps and areas of potential.

Irish Maritime Development Office carried out a feasibility and scoping study on port benchmarking for the Department. It found that there are many performance indicators and analytical tools available; however the main problem is the diversity within the Irish ports in terms of physical nature and operational scale.

Benchmarking of Irish ports will only make sense if conducted in an international context. A European project has recently begun on this subject. The PPRISM project
 (Port Performance Indicators: Selection and Measurement) is aimed at identifying a set of relevant, feasible, and realistic port performance indicators to be implemented at EU level. 

It is the first systematic attempt at European level to determine a set of relevant port performance indicators widely accepted and commonly defined by the entire port sector and other relevant key stakeholders. Indicators will be identified across five different categories: market trends and structure, logistic chain and operational performance, environment, governance and socio-economic indicators. The Department proposes to examine Irish port benchmarking in the context of the outcome of this project.

	Questions

Q.20 Does available evidence indicate that the current market is sufficiently competitive and if not, what measures could be taken to help rectify this?

Q.21 Should formal benchmarking of ports performance be introduced and, if so, what would this entail? How would commercial sensitivity be safeguarded?

Q.22 What scope is there for further cooperation or shared services between port companies?

Q.23 Is there a case for amalgamation of some ports in light of issues such as the economic climate and recent enhancement of the road network?

Q.24 Is there a case for closure of some ports?


7. Port Company Corporate Governance

7.1 Ports Policy Statement 2005

In relation to port company boards, the Ports Policy Statement was clear in its position that twelve directors was excessive given the size of the companies and recommended the introduction of smaller, more focussed boards. It also outlined the potential conflicts of interest that arise from the statutory appointment of three local authority directors on each board and the continued practice of appointing port users to boards. 

The Policy Statement recommended the cessation of the practice of appointing port users to port company boards and recommended that directors should have the appropriate mix of competencies and skills to contribute to advancing the business and corporate governance of the company. It also recommended that a panel of appropriately skilled potential Board members candidates should be established and drawn upon to fill Board vacancies.

7.2 Update

Standards of corporate governance across the private and public sectors have been questioned in recent times and are under closer scrutiny than ever before. This makes it all the more important that public sector bodies, such as the State port companies, show leadership by displaying best practice in corporate governance. Best practice is outlined in the Department of Finance’s “Code of Practice for the Governance of State Bodies” and the port companies are required to comply with this. The Code of Practice was updated in May 2009
.

In 2008 the Department carried out a review of corporate governance arrangements in all State bodies under its aegis. Following this the Department introduced new procedures to strengthen existing governance arrangements, improve communications and set the relationship with bodies under the Department on a more formal footing. This includes more detailed reporting requirements and annual formal meetings with the management and boards of the port companies, at both official and Ministerial level. These new arrangements were welcomed by the port companies and have proved a positive experience for both parties. 

Corporate governance requirements for the port companies under the Act and Code can be onerous, particularly in respect of the administrative burden placed on the smaller port companies. The Code
 acknowledges that some State bodies may consider that certain requirements of the Code would have a “disproportionate effect on them because of the nature and scale of their activities, the resources available to them and their governing statutes.” In such cases, the Code allows the body or bodies concerned to reach agreement with the parent Department on the extent to which the particular requirement may be waived. This provision may well be relevant to some of the port companies, given their small size relative to other State bodies. The Department has indicated that it is open to considering such proposals.

The Harbours (Amendment) Act 2009 introduced a number of important changes to the composition of port company boards in line with the recommendations of the Ports Policy Statement. The Act has reduced the total number of directors on future port company boards to eight directors. It removes the statutory representation of local authority members on port company boards, standardises the number of employee directors to one on each board and precludes the future appointment of port users as directors. 

Neither the Companies Acts nor the Harbours Acts are prescriptive in terms of the competencies and skills required of a port company director. More recent legislation such as the Dublin Transport Authority Act 2008, the Broadcasting Act 2009, the Labour Services (Amendment) Act 2009 and the National Asset Management Agency Act 2009 list specific skills requirements for board appointees to other State bodies (NTA, RTÉ, FÁS and NAMA).

Section 30(7) of the Harbours Act 1996 requires the Minister to consult with relevant groups such as the Chamber of Commerce of Ireland and the Irish Business and Employers Confederation prior to making any Ministerial appointments. However, the Policy Statement’s proposal to advertise a public invitation for suitably qualified candidates has not taken place as yet. Such a process did take place in 2009 for the National Transport Authority board.

The boards of private companies would normally have a balance between executive and non-executive directors. Similar to most State bodies, port company boards only have one executive director, the Chief Executive Officer. The recently established NAMA board also differs in this respect in that it provides for two such executive directors. There may be a case for having more than one executive director in the larger port companies.

	Questions
Q.25 What proposals to reduce the administrative burden on smaller ports could be considered (i.e. use of shared services)?

Q.26 How might corporate governance arrangements be enhanced to further support the management and development of the port companies?

Q.27 Are current corporate governance controls appropriate or are improvements needed?

Q.28 Is the level of interaction between port companies and the Minister/Department appropriate and are port companies clear in their objectives?


8. Rosslare Harbour

8.1 Ports Policy Statement 2005

The Ports Policy Statement acknowledged the important role of Rosslare Harbour as the State’s second largest RoRo port. Rosslare is not a stand-alone port company under the Harbours Act 1996, but is still publicly owned and operated by Iarnród Éireann. The harbour has a complex legislative position and history. It forms part of the property owned by the Fishguard and Rosslare Railways and Harbour Company, a company established in the 19th Century. Responsibility for the management and operation of Rosslare Harbour today resides with Iarnród Éireann.

It was also noted that the Department of Transport was looking at modernising the legislation governing the status of the port and that further consideration would be given to the most appropriate future ownership/management structure for the port.

8.2 Update

While considerable investigative work was undertaken around the time of the Ports Policy Statement in relation to modernising the legal status of Rosslare Harbour, no further action has been taken since then. The legal issues are clear, but are also complex and would take time to resolve. Legislation in both Ireland and the United Kingdom would be required, owing to the historical origins of the original company. Such legislation would be a precursor to any change in the current ownership of Rosslare. 

Options could include granting Iarnród Éireann full ownership of the port, establishing a Rosslare port company under the Harbours Act 1996, or amalgamating it with one of the existing State port companies. Clarifying the legal status of the port would also facilitate any future possible sale of the port out of State ownership. 

In the interim, Iarnród Éireann has continued to invest in the harbour and it remains significant in the context of overall tonnage handled, with 2.3 million tonnes handled in 2009, making the port the 4th largest in terms of overall tonnage on the island.

	Questions
Q.29 What changes are required to facilitate the future development of Rosslare Harbour?


9. Regional Harbours

9.1 Ports Policy Statement 2005

The Ports Policy Statement outlined the view that the continued operation of the smaller regional harbours under the outdated provisions of the Harbours Act 1946 was unsustainable on the grounds of good governance. The Policy Statement proposed that these regional harbours would best fulfil their potential through transfer to a relevant local authority or, in cases where significant commercial traffic still existed, then transfer to a relevant port company should be considered.

9.2 Update

Since the publication of the Ports Policy Statement in 2005 considerable progress has been made with regard to the transfer of regional harbours to relevant local control. In total seven harbours have successfully transferred to local authority control and one harbour, Dingle, has been designated a fishery harbour centre.

The Department continues to pursue the policy to transfer the five remaining harbours to relevant local authority or port company control. These proposed transfers are at various stages and the Department continues to liaise with all relevant parties.

As outlined in the Ports Policy Statement, in those regional harbours where significant commercial traffic exists, consideration is being given to transferring those harbours to the control of a relevant port company. Such a transfer has the potential to facilitate their future development by providing access to the best regional port management expertise and marketing skills in order to further their commercial potential.

The Harbours (Amendment) Act 2009 introduced an enabling provision into legislation to allow for the transfer of Bantry Bay Harbour Commissioners to Port of Cork Company and Tralee & Fenit Pier and Harbour Commissioners to Shannon Foynes Port Company. Such a provision is in addition to the existing provisions common to all regional harbours contained in sections 87 and 88 of the Harbours Act 1996.

The 2009 Act also provides that any transfer of Bantry Bay or Tralee and Fenit to port company control will be preceded by a public consultation period. This statutory consultation will allow all relevant issues to be discussed and analysed prior to any final decision being made as regards the future management of the two harbours concerned. Consultation on this will be undertaken as a separate exercise.

	Questions
Q.30 What measures should be taken to expedite the transfer of those remaining harbours, whilst remaining cognisant of the processes provided for in the Harbours Acts?


Summary of questions and return of responses

The Development of the Irish Ports Sector

1. Are Irish ports in a position to address the challenges created by the rapidly changing environment in which they operate?

2. Is the current port governance model and legislative and regulatory framework within which ports operate appropriate or does it require further development in some areas?

3. Should increased private ownership and investment in ports, either in terms of service delivery, partnerships or outright ownership be encouraged and if so, how should this be done?

4. Is there scope for further enhancing North/South cooperation in the ports sector?
Planning Seaport Capacity

5. What impediments currently exist for the planning and provision of future port development?

6. How can integrated transport policy between maritime transport and other transport modes be further improved?

7. Is the current policy of encouraging port companies to develop capacity projects independently appropriate to ensure future demand is met?

8. Is further action required to plan for specialist niche requirements, such as offshore wind? If so, what actions are envisaged?

9. How could the development of a port master-planning process be facilitated in Ireland? What benefits would arise from the introduction of such a process?

10. Are regular capacity requirement studies at an all island level useful to the industry?

11. How can detailed Origin and Destination Studies be developed that both respect commercial sensitivity and provide useful indicators as to current and future freight movements to and from our ports?

Ports and Smarter Travel

12. How can ports contribute to the delivery of the Smarter Travel agenda?

13. How can greater use of rail freight to and from our seaports be encouraged? What measures to encourage such usage could be introduced?

14. Should rail freight facilities be planned and developed at strategic ports i.e. ports handling very large volumes of bulk and container traffic?  If so how should such facilities be realised?

15. Should policy measures be introduced to encourage greater use of domestic sea transport? If so, what measures could be introduced?
16. In the context of EU transport policy, how should greater use of short sea shipping between different countries be encouraged?  
17. Are there further measures that could be taken to improve connectivity for both passengers and freight with mainland Europe?
Funding Seaport Capacity

18. Are the funding mechanisms available to the port companies sufficient to ensure adequate and efficient port capacity?

19. Is further action required at national level to ensure the port sector is capable of attracting sufficient funding, in particular private sector investment?

Competition & Cooperation

20. Does available evidence indicate that the current market is sufficiently competitive and if not, what measures could be taken to help rectify this?
21. Should formal benchmarking of ports performance be introduced and, if so, what would this entail? How would commercial sensitivity be safeguarded?

22. What scope is there for further cooperation or shared services between port companies?

23. Is there a case for amalgamation of some ports in light of issues such as the economic climate and recent enhancement of the road network?

24. Is there a case for closure of some ports?
Port Company Corporate Governance

25. What proposals to reduce the administrative burden on smaller ports could be considered (i.e. use of shared services)?

26. How might corporate governance arrangements be enhanced to further support the management and development of the port companies?

27. Are current corporate governance controls appropriate or are improvements needed?

28. Is the level of interaction between port companies and the Minister/Department appropriate and are port companies clear in their objectives?

Rosslare Harbour
29. What changes are required to facilitate the future development of Rosslare Harbour?

Regional Harbours
30. What measures should be taken to expedite the transfer of those remaining harbours, whilst remaining cognisant of the processes provided for in the Harbours Acts?

The Department undertakes to use its best endeavours to hold confidential, any information provided by you in any submission subject to the Department's obligations under law, including the Freedom of Information Act, which came into force on 21 April 1998. Should you wish that any of the information supplied by you in any submission should not be disclosed because of its sensitivity, you should, when providing the information, identify same and specify the reasons for its sensitivity. The Department will consult with you about this sensitive information before making a decision on any Freedom of Information request received.
Responses may be returned via email or post and should be returned by 29th October 2010
email: portspolicyreview@transport.ie
Postal Address: Maritime Transport Division, Department of Transport, Leeson Lane, Dublin 2. Please mark envelope “Ports Policy Review Consultation”

Appendix I

CSO Statistics of Port Traffic 

‘000 tonnes

	
	1998
	2007
	2009

	Total Tonnage-
	39,954
	54,139
	41,880

	

	Arklow
	219
	-
	-

	Bantry
	478
	1,402
	933

	C’townbere
	2
	20
	9

	Cork
	8,895
	10,098
	7,968

	Drogheda
	958
	1,035
	555

	Dublin
	13,240
	21,801
	18,606

	Dún Laoghaire
	240
	61
	14

	Dundalk
	233
	371
	222

	Galway
	599
	945
	723

	Greenore
	456
	790
	390

	Killybegs
	48
	68
	87

	Kilrush
	3
	1
	-

	Kinsale
	127
	144
	143

	New Ross
	1,020
	729
	515

	Rosslare
	1,693
	2,926
	2,328

	Shannon Foynes
	9,869
	11,072
	7,577

	Sligo
	44
	46
	53

	Tralee Fenit
	24
	19
	17

	Waterford
	1,592
	2,253
	1,631

	Wicklow
	158
	221
	73

	Youghal
	57
	138
	26


*Figures taken from CSO Statistics of Port Traffic 1998/2007/2009

1998 figures for Shannon Foynes Port Company are the combined figures for the then Foynes Port Company and Shannon Estuary Port Company
� Based on figures taken from CSO, Statistics of Port Traffic 1998 and CSO, Statistics of Port Traffic 2007


� Department of the Marine and Natural Resources (2002); Report of the Task Force on Transport Logistics in connection with Ports; pg. 1


� Review of Irish Shipping Services, IMDO, (2008)


� Based on figures taken from CSO, Statistics of Port Traffic 2007 and CSO, Statistics of Port Traffic 2009


� ESRI Quarterly Economic Commentary, Summer 2010


� http://www.oireachtas.ie/documents/committees30thdail/j-transport/reports_2008/20100430.doc


� Lift On Lift Off containers


� Liquefied Natural Gas


� “Information Paper based on Report of Fisher Associates consultants regarding future seaport capacity requirement for unitised trade in Ireland” - http://www.transport.ie/upload/general/8411-0.pdf


� “Freight Transport Report for the island of Ireland”- http://www.intertradeireland.com/module.cfm/opt/29/area/Publications/page/Publications/down/yes/id/415


� “Information Paper based on Report of Fisher Associates consultants regarding future seaport capacity requirement for unitised trade in Ireland” - http://www.transport.ie/upload/general/8411-0.pdf


� Roll On Roll Off trailers


� Department of Transport Data and Statistics Strategy 2009-2011 http://www.transport.ie/upload/general/11400-0.pdf


� http://www.dcenr.gov.ie/Energy/Oil+Supply+Division/Review+of+the+Security+of++Access+to+Commercial+Oil+Supplies.htm


�“Smarter Travel- A sustainable transport future” http://www.smartertravel.ie/download/1/NS1264_Smarter_Travel_english_PN_WEB.pdf


� (COM 2007/616) 


http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2007:0616:FIN:EN:DOC


� (COM 2007/616) 


http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2007:0616:FIN:EN:DOC


� “Guidance on the preparation of port master plans”- http://www.drdni.gov.uk/index/publications/publications-details.htm?docid=5526


� ESPO / EcoPorts Port Environmental Review 2009 http://www.ecoports.com/ContentFiles/EnvironmentalReview2009_Brochure1.pdf


� (COM 2007/616) 


http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2007:0616:FIN:EN:DOC


� (COM 2007/616) 


http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=COM:2007:0616:FIN:EN:DOC


� http://www.freightbywater.org


� http://www.finance.gov.ie/viewdoc.asp?DocID=6403


� http://pprism.espo.be/


� http://www.finance.gov.ie/documents/guidelines/codepractstatebod09.pdf


� Section 1.1 of the Code of Practice for the Governance of State Bodies http://www.finance.gov.ie/documents/guidelines/codepractstatebod09.pdf
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