
Report 2 - Port Infrastructure and Governance 1Pg.

January 2018

Report 2
Port Infrastructure 

and Governance

TRADE FLOWS AND  
THE DEVELOPMENT  

OF WESTPORT



Trade Flows and the Development of Westport2Pg.

CONTENTS

New Westport governance structure5
Example of a typical port development11
Is the Government or private sector best 
positioned to develop infrastructure projects?

12

Private sector participation in ports13

Comparable ports17
5th generation port20
Configuration/intermodal transfers21

Port configeration international case studies24
Infrastructure corridors26

Port configurations considerations for 
containers

23

CUSTOMER CENTRIC PORT 
INFRASTRUCTURE

3

PORT COMPETITIVENESS17

GOVERNANCE AND REGULATION5

REVIEW OF THE WTC RECOMMENDATIONS31

WESTPORT MODULES FOR DEVELOPMENT47

APPENDIX 1 - SUMMARY OF WTC PRIORITIES51

EXISTING PORT INFRASTRUCTURE35

DISCLAIMER49

Vessel dimension forecast26

Climate change29
Existing freight network to and from Kewdale27

Fremantle inner harbour is constrained35
Kwinana Bulk Terminal36
Kwinana Bulk Jetty36
Private37
AMC39
Industrial Parks39

Development priorities46

Western trade coast economic development 
authority

43

Fremantle Ports, as a key member of the Kwinana Industries Council, 
took up the opportunity to provide factual information to assist with this 
study but wishes it to be known that the interpretation, analysis and 
conclusions reached in areas of this report do not reflect Fremantle Ports’ 
understanding of and position on a number of important matters. 
While acknowledging that consultation has been undertaken, Fremantle 
Ports also believes that the report represents a relatively narrow range of 
views on this complex planning task.
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CUSTOMER CENTRIC PORT INFRASTRUCTURE

Foreign customers and stakeholders ultimately drive successful export port/
supply chain design and infrastructure operating parameters as they underpin 
WA exports. This reflects an export focused economy that in Report 1 was 
suggested as the economic goal of WA. Local counterparties or businesses are 
best placed to interpret foreign customers’ and stakeholders’ current and future 
requirements as this allows the maximum economic benefits to be captured.  
A port is only an access point in the supply chain and needs to be nimble, flexible 
and responsive to continually changing international trade conditions and 
customer requirements.  This approach is in stark contrast to existing traditional 
planning and development approaches that are more domestically focused, are 
heavily engineering centred and constrained by funding limitations. 

Below is a diagram that aims to show that the customer drives this process.  
Ultimately it is about price, scale, quality and reliability of products delivered to 
foreign customers (export scenario) rather than local political considerations.  
For WA’s trading partners, scale is essential as the customer base is massive 
and scale provides the volumes they need as well as reducing the per unit costs.  
Increased volumes can also overload existing supply chains as can be seen in 
metropolitan road and rail freight issues. For the planning and development of 
the Kwinana Outer Harbour port to be successful at capturing the maximum 
economic benefits available, the traditional planning mechanisms in WA perhaps 
need to be modified to be more commercially driven by current and future 
customer requirements and not what the government chooses to deliver for the 
funds available. Traditional government planning has not prioritised foreign 
customers, international supply chains and networks, future global developments 
and, in many cases, business requirements. Comments from local businesses are 
that increased responsiveness to developments in international markets could 
improve, and this most likely would increase competitiveness and exports. 

Cost, insurance and freight (“CIF”) per unit at the point of destination, as well 
as quality, volume and reliability are key differentiators to other competitors in 
global trade.  While WA is competitive in some areas, such as resources, carrots, 
grains, seafood etc., there are many more opportunities to expand.  

Although, the focus should be customer centric, the sustainability of the 
port also needs to be central to the design and operations.  Sustainability and 
the balancing of the dimensions of social, economic and environmental are 
discussed in the Main Summary report.



Trade Flows and the Development of WestportTrade Flows and the Development of WestportTrade Flows and the Development of Westport

GOVERNANCE AND REGULATION

Pg. 4



Report 2 - Port Infrastructure and Governance 5Pg.

GOVERNANCE AND REGULATION

InfraNomics believes the creation of a dedicated and specialised taskforce 
focusing on the development of Westport is an essential step for the following 
reasons:

 ▪ Due to the size and complexity of the project;
 ▪ The need to engage with the community effectively.  Public and private 

sector engagement from the beginning is essential for the port, defence, 
industrial park and logistics configuration;

 ▪ The expected requirement for external financing means international 
standard corporate governance and expertise.  Does the Westport structure 
meet international corporate governance expectations or local political 
requirements?

 ▪ Demonstration of the transparency and ability of the government to 
collaborate with the private sector on infrastructure projects; and

 ▪ Existing transport resources are likely to be strained due to other priority 
projects like Metronet.

There are many precedents for delegating development powers to specialised 
groups focusing on specific projects. 

NEW WESTPORT GOVERNANCE STRUCTURE
It is clear from a recent presentation from the Department of Transport, 

and also directly from the Minister (Hon. Rita Saffioti), that the Kwinana Outer 
Harbour will remain in public ownership1. Land ownership will also be public. 
However, the operations and the construction of the infrastructure will likely be 
tendered to 3rd parties through various Expression of Interest processes. 

Government and Cabinet

Stakeholder Group

Independent Peer Reviews

EPA

Minister for Transport,  
Planning and Land

Westport Taskforce  
Steering Committee

Westport Taskforce  
Project Office

Workstreams

Port Planning Staging and Commerce

Land Use and Transport Economic Development

Communications and Engagement Environmental Planning

1 http://freightandlogisticscouncil.wa.gov.au/documents/meetings/27-July-2017-FLCWA-Meeting-
MAJOR-PROJECTS-PRESENTATION.pdf
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On the page prior, is the Westport project structure chart: Port and environs 
strategy governance structure released on 12 September 2017. The Terms of 
Reference and the objectives have recently been released and published in line 
with project transparency commitments.
Taskforce composition

Ideally, the taskforce would be expected to include private sector involvement 
and expertise in projects like this2. The purpose is to benefit from the private 
sector’s expertise and working knowledge, in particular, user/customer 
representation, project financing expertise, port planning and knowledge of 
foreign markets and supply chains. As stated in Section 1 of this report, the 
requirements of foreign customers, international port networks and stakeholders 
should be central to the design and operation of the future port as they are 
essential to maximise the commercial benefits i.e. exports. As local businesses, 
and not government, are the local counterparties, business viewpoints should 
ideally be represented on the steering committee. Although there is a reference 
group that includes local business, it remains to be seen how involved this 
reference group will be with the planning. A Declaration of interests should be 
completed by all Taskforce members to avoid individual agendas and to ensure 
all participants are acting in accordance with the government’s policy. This 
would assist to improve the integrity of the process and that there is a measure of 
accountability for participants. 

The Port of Rotterdam (“PoR”) group structure is widely considered 
international best practice for corporate governance3. The people on the PoR 
steering committee are well respected leaders of industry with extensive 
expertise of ports, international trade and are elected to be apolitical. There are 
no heads of government departments as this may invite political intrusion into 
commercial and trading decisions. Does the Taskforce have sufficient expertise 
in port design, international business, exports and foreign customers? The focus 
is to move from a domestic focus such as ‘what is best for the government and 
the users/customers to maximise the opportunities presented’ to an export 
focus ‘what is best for the users/customers and the government to maximise the 
opportunities presented’.

WA Citizens

Shareholders
& Banks Defence

Local 
Customers

International
Customers

Community
Groups

Logistics
Companies

Government

Operators

Management
& Staff

Stakeholder reference group
The stakeholder reference group ideally should be 

an active part of the structure as it is important that 
the project incorporates the interests of stakeholders 
from unions, environmental groups, businesses, local 
councils, residents etc. Importantly, the government is 
just one stakeholder and not the stakeholder. The Scope 
objectives must be made clear at the beginning of the 
project, in particular, the need to integrate with foreign 
supply chains/ports, foreign customer demands and 
sustainability if a successful internationally competitive 
port is to be the outcome. The key stakeholders in the 
project are illustrated in the graphic adjacent.

2 As of the date this report was written the Terms of reference and composition of 
the taskforce was unknown. 
3 UN International best practice sustainable and clean port program
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Early engagement with the stakeholders is considered essential to avoid issues 
such as those that emerged during the previous government’s Perth Freightlink 
project. Regular meetings with all these diverse groups are essential to gauge 
the operating and development parameters, and to appropriately address any 
identified issues.  Critically, the stakeholders need to be central to the project 
development and not just a forum through which to disseminate information.  
That is often cited as being the reason the Western Trade Coast Industries 
Committee became irrelevant and failed. It was ultimately disbanded by the 
previous government after three wasted years. It is hoped the project’s key 
performance indicators will be clarified as part of this process and published.
Project office

The constitution of the Project office is currently unknown although it can be 
speculated that it will consist of existing government employees seconded from 
other departments.  It remains to be seen whether or not there will be expertise 
with an understanding of the requirements of foreign customers, who ultimately 
pay for this project.  Similar to the steering committee, the project office will need 
to include suitable expertise such as:

Key skill groups for the task force
 ▪ Project Director  
 ▪ Project management
 ▪ Local Government
 ▪ State & Federal Government
 ▪ Port and marine engineering
 ▪ Terrestrial engineering and infrastructure
 ▪ Industrial Parks
 ▪ Planning
 ▪ Industry engagement
 ▪ Logistics and transport
 ▪ Environmental
 ▪ Financial modelling
 ▪ Financing
 ▪ Aboriginal Engagement and Heritage
 ▪ Community engagement
 ▪ Legal & regulatory 

Additional comments regarding the taskforce structure
It is virtually impossible to obtain consensus on projects like this due to the 

complexity, variety of interests and entrenched opinions.  There have to be 
compromises, and the absence of a clearly structured transparent method of 
evaluating options, making informed decisions and achieving milestone targets 
can delay the development of the project.  These issues can be addressed by clear 
transparent objectives, publishing meeting minutes, and detailed Project Plans 
with milestones described and responsibilities allocated.  Adequate monitoring 
and accountability are required for achieving the agreed milestones.

There does not seem to be a project audit function reporting independently to 
the Minister or to the Cabinet.

Traditionally, the advisers to the Department of Transport have a strong 
eastern States focus and aim to introduce approaches, structures and views from 
these regions.  For the outer harbour to be successful, it must take a different, 
internationally focused path as that is where WA’s export focused economy 
customers live.  
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It may be argued that international advisers, that are independent and have a 
strong operational port background, multiple port development knowledge and 
experience with WA’s trading partners, may be suitable to support the Taskforce 
and the Department for this critical infrastructure project.  In recent years there 
have been many unsuccessful port related projects around WA.  These outcomes 
can be attributed to process, misunderstanding of objectives, questionable 
strategy and a poor choice of advisers.  This is the opportunity to refresh the 
planning and development approaches of the past.

The Kwinana Industrial Council (“KIC”) will advocate for proper project 
management processes, procedures, accountability and transparency, to 
be applied to the project.  Apart from having the relationships with foreign 
customers, industries including KIC members will also be paying for the 
development through port fees and thus are highly incentivised to ensure the 
Westport development meets industry requirements and standards.  Having 
access to project team members with extensive knowledge of organising and 
developing large scale infrastructure projects can only be an advantage should 
the government wish to draw on this pool of knowledge.
Diversity

Reflecting on the Westport structure chart, diversity is not just about gender 
diversity.  Diversity is also about differing thought and alternative points of 
view stemming from gender, race, religion, sexual orientation, age, culture, 
socioeconomic background, etc.  Bringing together people of various backgrounds 
with different life experiences can generate ideas or perspectives that others may 
not have ever considered or been aware of.  Although it may be argued that the 
Stakeholder Reference group is supposed to provide this diversity, the Steering 
Committee is the responsible body and ideally could be representative of all 
stakeholders, rather than just one: the government.  This is especially important 
as the government is not known to have a strong hands-on understanding of the 
requirements of international trade and foreign counterparties.

Diversity and independence are important because the 
best collective decisions are the product of disagreement and 
contest, not consensus or compromise. James Surowiecki

The development of the Kwinana Outer Harbour will be complex with many 
different viewpoints and agendas that need to be resolved.  A traditional top 
down development approach is unlikely to be successful by itself in the world 
of democratic social media. A top down approach incentivises all groups to be 
parochial and fight for their specific interests rather than being an open forum 
to discuss and understand other parties’ viewpoints. Again, compromises will 
be required and the key skill is to understand and manage the viewpoints of 
all these different groups. Ultimately, experience in stakeholder management, 
operations, engineering and large-scale financing will be the core skill groups.  
The outer harbour will require new ways to develop the infrastructure with 
more engagement from the bottom up especially from the community and 
industry. Whether the proposed structure can incorporate these viewpoints is 
questionable. 

“These major 
greenfield port 

facilities will 
be of strategic 

importance to the 
State presenting a 

unique opportunity 
to ensure the 

long-term 
competitiveness of 

the international 
container 

supply chain by 
synchronising the 

planning of the 
new port facility, 

the land transport 
corridor and nearby 

industrial lands to 
release synergistic 

land uses.  This 
integrated land 

use and transport 
planning approach 

is vital within the 
metropolitan area 

given that land 
for freight and 

logistics purposes 
is becoming 
increasingly 

limited.”

Department of 
Transport - Perth 
Freight Transport 

Network Plan 
Transport @ 3.5 

Million
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Groupthink
InfraNomics suggests that many of the strategic issues around the port that 

are currently being grappled with are due to a culture of groupthink and a lack of 
diverse ideas and opinions.  

Groupthink strives toward achieving consensus within groups by minimising 
conflict. In this environment, minimising conflict becomes the primary goal 
rather than producing concrete results. Groupthink often arises when an 
organisation becomes ingrained in its thinking, individual thought is suppressed 
and innovation is a casualty. As a result, organisations often fail to see or respond 
to developing market trends or adopt emerging technologies. This atmosphere 
often pressures dissenters to toe the line in conforming to majority opinion, 
important aspects of a situation are often not adequately considered. It means 
that once the group makes a decision, it is very hard to change, even though the 
facts or the world around it has changed. 

The taskforce, industry and the government must make a conscious effort to 
break from the past and focus on the objectives that are required to deliver an 
internationally competitive and sustainable port for the State of WA, and perhaps 
even designate a devil’s advocate to challenge existing thoughts and approaches.

The devil’s advocate should be positive and constructive to bring issues to the 
surface rather than identifying flaws and trying to kill development. It is about 
guiding the process as opposed to points scoring.
Port of Rotterdam – world’s best practice corporate governance

Below is the organisation and advisory structure for the latest Rotterdam 
port development. The main differences between Westport and the Rotterdam 
structure are Rotterdam is very business focused, has clear objectives and 
timelines, is driven by detailed market forecasts and is quarantined from day to 
day stakeholder interference. 

Shareholder Committee

Audit Committee

Sustainable Development Advisory Group

Tender BoardUser Sounding Group

Supervisory Board

Project Board

Project Management

Project Office

Business Development Environmental Affairs Port Development 
 and Construction

Stakeholders and  
Communication

Advisory Members

4 World Economic Forum’s ‘The Global Competitiveness Report 2016-2017’ 



Trade Flows and the Development of Westport

The Rotterdam model is widely seen as world’s 
best practice for development, in particular for 
sustainability4. The government sets the broad policy 
objectives, and the business community gets on 
to plan, deliver and operate the project within the 
defined policy position.

The Port of Rotterdam Authority established 
a Project Board especially for the project, with 
a Maasvlakte 2 Project Director who would be 
accountable to the Port of Rotterdam Authority’s 
Board of Management. A Tender Board consisting 
of external tendering experts would provide advice 
on the call for tenders and contracting. An Audit 
Committee would advise the Supervisory Board of 
the Port of Rotterdam Authority about the project.  
A Sustainable Development Advisory Group, 
consisting of leading specialists in this field, would 
examine possibilities for building, furnishing and 
operating Maasvlakte 2 in a sustainable way.  There 
was also a User Sounding Group, which included 
representatives of the Port of Rotterdam Authority’s 

clients. This group would proactively advise the 
project organisation on the logistical and industrial 
requirements of future users.
Stakeholder Reference Group

Ideally, the Stakeholder Reference Group should 
play an active role and be central to the process.  
Rather than separating the competing interests, 
aim to combine them.  From this group should come 
disagreement and contest but within a structured 
problem-solving environment. Ground rules establish 
processes and procedures for determining timelines, 
objectives and resources. Regarding the Stakeholder 
group composition, have only representatives from 
each group, then workshop the issues. Detail the 
concerns and the outstanding points. Then, have 
the taskforce address and resolve these issues, or 
at least bring items to a decision point where either 
the stakeholders or the Minister can regularly decide 
on specific points. The point is to have continuous 
project momentum that does not stop when complex 
or seemingly intractable issues are encountered. 

Trade Flows and the Development of WestportPg. 10
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Decisions have to be made continually so that the project can continue.  
Not all decisions will be right as there will always be some information missing. 
However, the aim is to make the best decisions based on the information 
available, and keep future options open and flexible in cases of local or 
international changes.
Best practice guidelines

The way to achieve a constructive outcome is to follow the best practice 
principles for the development of infrastructure assets and incorporate good 
quality corporate governance principles. There is plenty of documentation on 
this topic, especially at the Australian federal level.
Engage truly independent expertise with international knowledge in 
developing ports 

As international trade is rapidly evolving, engaging international specialists, 
ideally with multiple port development experience, would assist in providing 
the guidance in building the new port components and resolving development 
issues. Operational hands-on expertise, as opposed to theoretical management 
consulting expertise, will deliver practical and timely outcomes, thus supporting 
the port development process.

EXAMPLE OF A TYPICAL PORT DEVELOPMENT
Below is a graphic from the Port of Rotterdam detailing the steps in the design 

of a typical port project. As many years of work has already been completed on 
the Kwinana Outer Harbour, it is expected that development will be swifter than 
comparable greenfield projects. Westport maybe considered a brownfield project 
considering the existing infrastructure, local business and facilities available.  
The first step, the Market forecast, is shown here. However, there is a wealth 
of detail available for each section. Report 3 in this series details the Market 
forecasts for the new outer harbour.

Step 1 – Identification of business opportunities

10

Strategy

Conceptual Design

CAPEX/OPEX ± 30-40%

Stakeholders

Masterplan

Location study

Market forecast

Business Case

Finance

Institutional

Preliminary design

E(S)IA/Permits

Yes/No

Basic Design Phase 1 Site investigations

CAPEX/OPEX ± 20%

Tendering

Construction

Output:
• Trade and traffic forecast
• Design vessels
• Required number of berths and size of terminal 

areas

Input:
• Trade and traffic statistics
• Interviews with shipping agents, liners, existing 

terminal operators and other relevant parties
• Infrastructure developments

Procurement strategy

Site investigations

Question: What could we get?
Activity: Use market data and analyze existing port 
activities and future cargo flows and calculate the 
required infrastructure for the handling of the cargo
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There is a history and incentive for government departments to jump straight 
into engineering, environmental, geographic information systems (“GIS”), 
port and logistics studies as soon as possible without clarifying the strategy 
or objectives. In the past, these studies did demonstrate that something was 
happening, but they were expensive, they avoided external (industry) stakeholder 
engagement, consumed time, and were based on the historically strong 
relationships between ports and a cadre of preferred firms. These firms are also 
wedded to previous commitments, decisions and strategies.  By completing the 
strategy, objectives and concept plans first, it is hoped the Taskforce can avoid 
these common mistakes. Perhaps the cadre of long-term advisory firms can be 
refreshed for port planning, engineering, environmental, logistics etc to generate 
new ideas and challenge existing positions?

IS THE GOVERNMENT OR PRIVATE SECTOR BEST POSITIONED TO 
DEVELOP INFRASTRUCTURE PROJECTS?

One of the main arguments, particularly from Treasury, is that as Government 
financing is cheaper than the private sector, it is better for Government to develop 
infrastructure projects.  This assumes everything else is the same, which clearly 
it is not.  The private sector is widely recognised as being better at understanding 
user requirements, project management, risk mitigation, construction, operations, 
innovation, staffing etc. The benefits of private sector involvement generally far 
outweigh the small differences in financing costs. A recent rail project in the 
eastern states showed that private sector involvement improved Value for Money 
to the State by 23%, far outweighing differences in interest.

As is also clear in WA, Government financing has its limits. Why should 
economic development in WA be limited by Government debt issues, as this 
has been a constraint in recent years?  Many infrastructure projects that 
could be funded by the private sector, from rail lines, water, power, roads, 
port berths, etc., in the past were purposefully not released for private sector 
development. This has meant that State economic development potential has 
been limited by Government policy5. Other countries utilise private funding 
infrastructure development to maximise economic and social benefits. Without 
both government and private sector financing, infrastructure development and 
international competitiveness are impacted. This has made WA less competitive 
and resulted in a weakened State.

Of course, the private sector has issues as well and the focus (contractual 
performance indicators) should be clear in that if the private sector fails in a 
project, then the Government has the option, but not the obligation, to pick up the 
development at a reduced price, de-risking and justifying public sector value for 
money.

One of the election promises of the new Government is for Infrastructure WA 
to publish a list of projects.  Some of these projects may attract private sector 
investment and development. The ability for the Government to negotiate 
suitable contracts that balance risks and rewards is an area still being developed.

Trade Flows and the Development of Westport

5 There is no published infrastructure priorities list and this has been highlighted by WA Labor prior to the election 
as well as CCIWA.  It is one of the priorities for Infrastructure WA.  

Pg. 12



Report 2 - Port Infrastructure and Governance 13Pg.

PRIVATE SECTOR PARTICIPATION IN PORTS
The Fremantle container terminal may be considered an example of a Public 

Private Partnership (“PPP”), where the Fremantle Port Authority is the ‘landlord’ 
and private companies are the stevedores. This landlord port model approach 
is widely recognised as being an effective method of managing port operations.  
Different port management structures are used worldwide, but in the majority of 
large and medium sized ports the landlord port model is used (85–90% of global 
ports are landlord ports, which account for about 65–70% of global container 
port throughput)6. In this model, management responsibilities are delegated 
to the private sector, while the title in the land and assets remains with the 
government.  These ports benefit from the operational expertise of the private 
terminal operators, experience of staff, and access to capital, systems, processes 
and customers. 

In recent years PPPs have emerged as the preferred model to harness greater 
private investment participation in port development and most importantly, 
to access specialised skills, innovation, new technologies associated with 
infrastructure development, operations and maintenance7. The increasing 
technical, systems and financial demands have been driven by the increasingly 
prominent role of the private sector, both as a source of finance and provider of 
services required for the successful operation of ports8. This has had an impact 
ownership and operating structures.

In a typical landlord model, the government or State-owned body owns and 
manages the port land and infrastructure, including common facilities such 
as breakwaters, shipping channels, inland access (road, rail and so forth).  The 
private sector usually has a term concession and is responsible for terminal 
operations and related investments such as superstructure, equipment, cranes 
and wharf expansion. Concessions are generally awarded on a leasehold basis for 
20 to 50 years (plus option) and may include the rehabilitation or construction of 
infrastructure by the concessionaire. Concessions permit governments to retain 
ultimate ownership of port land, responsibility for licensing port operations and 
construction activities, as well as safeguarding public interests. At the same 
time, they relieve governments of the substantial operational risks and financial 
burdens.  Private investments tend to range from minimum stakes of between 
20% to full financing, depending on the host country and port authority9. 

In some cases, the port authority fixes a minimum guaranteed throughput 
to encourage the lessee to market the facility and optimise terminal and land 
usage. Failure to meet this obligation may incur a penalty or liquidated damages 
to be paid by the terminal operator. Throughput guarantees are considered a 
powerful governance tool, enabling more effective land management and land 
productivity. Performance targets incentivise better terminal utilisation  rates 
and optimise the use of space within a port10. 

Between 2000 and 2016 approximately US$68.8 billion of private investment 
was committed across 292 port projects globally. Areas covered include port 
infrastructure, superstructures, terminals, channels for containers, dry bulk, 
liquid bulk and multipurpose terminals. Most of the investments were related to 
greenfield and brownfield projects, representing 58% and 38%, respectively, with 
the residual being a small number of management and lease projects11. 

6 Drewry Maritime Research, 2016
7 Review of Maritime Transport - UNCTAD 2017
8 Holman Fenwick Willan, 2015

9 Holman Fenwick Willan, 2011
10 MDS Transmodal, 2017
11 Worldbank 2017
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The majority of port projects are based on build–operate–transfer (BOT) 
concession agreements. Under these agreements, a private consortium 
or company builds a facility, operates it for a specified period of time and 
transfers it to the government at the end of that period.  Below are the leading 
global port investors between 2000-2016 according to the Worldbank (excludes 
superannuation and pension funds investing in their own country). 

Reference - Worldbank 2017

Global Investor Country Investment 
(US$ millions)

Number of 
Projects

AP Moller–Maersk Group Denmark 12,425 43

Port of Singapore Singapore 5,064 18

Hutchison Whampoa Hong Kong 4,558 17

DP World UAE 3,922 27

Bollore Group France 3,301 11

Marubeni Japan 2,541 5

International Container 
Terminal Services Inc. The Philippines 2,029 21

EIG Global Energy 
Partners USA 1,858 3

Mediterranean Shipping 
Company Switzerland 1,419 4

Hutchison Port 
Holdings Hong Kong 1,276 3
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There is usually significant legal 
complexity associated with PPPs, as 
a number of operational issues and 
procedures are involved, requiring 
an understanding of local conditions 
by the private sector. Therefore, if a 
government is focusing on a port PPP, it 
may need to conduct a comprehensive 
review of the legal and regulatory 
framework governing the port sector 
in order to determine whether 
amendments to existing laws may be 
necessary or whether new legislation is 
required. 

Achieving efficiency gains, a key 
objective of PPPs, depends on how risks 
and responsibilities are transferred 
between the public sector to the private 
sector, according to the principle that 
risks should be borne by the party best 
able to manage them. Detailed risk 
analysis and appropriate risk allocation 
between the public and private sectors 
are paramount to achieve a win-win 
partnership for both parties.

A limited PPP model already exists 
in Kwinana. CBH, Alcoa, BP already own 
and operate port and land facilities in 
Kwinana under State agreements. These 
facilities are vertically integrated and 
include significant amounts of land that 
are integrated with the port facilities. 
A variation on this model (to minimise 
the use of State Agreements) could 
be extended for other facilities and 
upgrades.
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COMPARABLE PORTS
The World Economic Forum’s ‘The Global Competitiveness Report 2016-2017’ 

ranked the Netherlands as the best port infrastructure in the world for the 
fifth consecutive year.  Singapore was second and the United Arab Emirates 
was third place. Belgium was sixth position, Germany was eleventh, Canada 
was nineteenth, New Zealand was twenty first and Australia was thirty fifth 
(2017/2018). A conclusion may be that Australian ports are not internationally 
competitive and that competitiveness is deteriorating. This has an impact on the 
international trade and therefore export potential.

“The role of ports is to support trade by facilitating the 
efficient movement of cargo across the land sea interface 
at internationally competitive costs”  Rod Nairn – Shipping 
Australia. 

Below is a chart from September 2015 showing the costs of doing container 
business in Australia compared to major trading partners. As shown, port costs in 
the four major ports in Australia are higher than the main trading partners. This 
also may have an impact on competitiveness and export potential.

PORT COMPETITIVENESS
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Source - Shipping Australia and Maersk Line (2015)
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The new Kwinana Outer Harbour port must strive for world’s best practice, 
as just achieving Australian best practice is not good enough for WA’s export 
customers. The Global Competitiveness Report ranks current Australian 
port infrastructure as mediocre. Previous strategic reviews by the previous 
Government’s consultants/advisors, mainly from the eastern states, 
recommended a course of action that was discredited at the election and 
would have stunted economic growth in WA for decades. These consultants 
mostly gained their experience from the eastern states, import focused ports 
that globally are ranked as mediocre. The outer harbour needs to be more 
internationally focused to meet export customers’ requirements and integrate 
with WA’s real trading partners. The strategy and the vision for outer harbour 
should be international, rather than domestically, focused.

WA has always been a maritime society and it is critical that the State is as 
competitive internationally as possible, and linked in with international freight 
and logistics networks. According to Lloyd’s list12,  Fremantle ranked 138th in 
container traffic volumes in 2014, behind Auckland 124th, Cape Town 115th and 
Montreal 92nd. Inner harbour restrictions on ship length, depth, volumes etc 
means the new modern container vessels are unable to dock in Fremantle let 
alone future larger vessels. Significant infrastructure upgrades are required for 
the Fremantle inner harbour and, through no fault of Fremantle Port Authority, 
these investments have been delayed due to the government-driven port sale, 
government imposed capital constraints and uncertainty over leases that the 
process created. The Fremantle Port Authority Annual Report 2017 details the 
developing need for channel deepening, larger cranes and increased towage 
efficiency to meet changes in international trade. This requires significant new 
investment, and so the question is whether this money is better spent on a 
modern port in Kwinana, rather than a further upgrade of the existing Fremantle 
Inner Harbour, as would other Australian ports. These investment requirements 
flagged by the Fremantle Port Authority need to be thoroughly reviewed to 
justify that the limited available investment capital is allocated to the assets 
that provide the greatest long term economic and social benefits and avoids 
short-term political considerations. In addition to Fremantle Port’s disclosed 
requirements, more investment will be required for freight corridors, berth 
upgrades and industrial land availability.

The Kwinana Outer Harbour needs to be comparable to the best global ports  
(1.  Netherlands, 2.  Singapore and 3.  The United Arab Emirates), or at least 
to WA’s main trading partners. The port can be benchmarked on the Key 
Performance Indicators that hold those operators to account for their productivity 
with these trading partners. The goal is to develop an internationally significant 
and competitive port, with related infrastructure that can facilitate economic 
trade as both the gateway to the Indian Ocean/Asian region and to provide a 
suitable environment for local companies to develop secondary processing 
and manufacturing enterprises. These Key Performance Indicators should 
also be defined early on in the project for economic, social and environmental 
performance, as they provide the strategic objectives to be achieved.

Overleaf is a table summarising the key issues and port focus for recent global 
port developments. The ratings for each section are based on research into each 
port, discussions with industry specialists and available advisory reports. 

12 Lloyd’s List World Port Rankings 2014
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Key Issue
Maasvlakte 

2, 
Rotterdam

3-4 Pasir 
Panjang, 

Singapore

Liverpool2,  
UK

Petkim, 
Izmir, 

Turkey

Westport 
and 

industrial 
park

Environmental 
Sensitivity ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓

Community 
Sensitivity ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓

Job Creation ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓

Secondary 
Processing ✓ ✓ ✓ x x ✓ ✓ ✓ ✓ ✓ ✓

Land 
Development ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓

Industrial 
Development ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓

Structure Public/
Private

Public/
Private Private Private TBD

Trading Focus ✓ ✓ ✓ ✓ ✓ ✓ x x x

Imports ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ 

Exports ✓ ✓ ✓ ✓ x ✓ ✓ ✓ ✓

Containers ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓ ✓

Resources x x x x ✓ ✓ ✓

Defence x x x x ✓ ✓ ✓

Liquids ✓ ✓ ✓ x x x ✓ ✓ ✓

General Cargo ✓ ✓ ✓ x ✓ ✓ ✓ ✓ ✓ ✓ ✓

Summary key issues and recent international port developments
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Figure 4 shows Kwinana Bulk Terminal and 
Kwinana Bulk Jetty incurred delays due to the 
unavailability of berths. Berthing delays at Kwinana 
Bulk Terminal exceeded target by 24.7%, however, 
some of the delays were caused by vessels arriving 
before their nominated time for berthing. The 
Kwinana Bulk Jetty was in excess of target at 
33.1% mainly due to the higher than average vessel 
numbers for seasonal imports of fetilisers in the latter 
half of 2016-2017. 

Figure 5 shows that the average hours of delay to 
the unavailability of berths at Kwinana Bulk Terminal 
and the Inner Harbour container berths were within 
target. Kwinana Bulk Jetty exceeded the target for 
the average hours of ships delayed due to higher than 
average vessel number in the latter half of 2016-2017. 

The above key performance indicators from 
the Fremantle Port Authority 2017 Annual Report 
indicate the lack of capacity (unavailability of 
berths) at Kwinana Bulk Terminal and Kwinana 
Bulk Jetty. This is consistent with comments from 
industry that the bulk dry goods and liquids berths 
are at capacity and need upgrading to facilitate an 
increase in imports and exports. In 2014 there was 
an Expression of Interest relating to the Kwinana 
Bulk Jetty. Essentially these performance indicators 
suggest significant infrastructure upgrades and 
operational improvements are required. Although the 
taskforce has a planning horizon of two years, there 

is an argument that the development or upgrading of 
the Kwinana Bulk Terminal and Jetty should occur 
in parallel to the planning process to maximise the 
economic benefits sooner rather than later. 

5TH GENERATION PORT
Ports are strategic supply chain nodes that 

facilitate the international flow of goods as a part 
of an extensive logistics network. To assist in the 
categorisation and development of ports, the UNCTAD 
introduced the concept of multiple generations of 
port development and they are structured into four 
levels (1st, 2nd, 3rd and 4th generation).

1st generation ports focus on the transport goods 
between land and sea and vice versa, through a local 
or regional hinterland (area near the port that serves 
as a route for goods sales and distribution), unrelated 
to the socioeconomic environment of the territory 
where it was located. 

The 2nd generation ports begin to be seen as a 
transportation hub and a centre of industrial and 
commercial activity. Services are limited to ships 
and goods but in its vicinity processing industries are 
located. These are industrial ports. 

The 3rd generation ports incorporated 
logistics functions related to the distribution of 
goods in services, data processing and use of 
telecommunications systems, and help to generate 
added value.
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4th generation ports are characterised by communication networks that 
connect different port areas as well as improving the collaboration with other 
ports to internationalise and diversify their activities. These are network ports 
and are integrated into the international transport logistics chains, door to door 
services with other logistics operators working in several geographically nearby 
ports. 

4th generation network ports offer new opportunities for companies to 
communicate with their partners, and the use of technology to increase 
efficiencies.  This facilitates the improved handling of goods and passengers, 
making more efficient their loading, unloading and distribution.

Recently there evolved the concept of a “5th generation port” which revolves 
around the model of a ‘customer centric community-focused’ port13. The main 
focus is on sustainability, reduced emissions, increasing economic development 
around the port, improved customer/ community awareness and increased 
international competitiveness. The development of the outer harbour ideally 
could aspire to become a 5th generation port.

CONFIGURATION/INTERMODAL TRANSFERS
Intermodal terminals are critical in facilitating the efficient movement of 

freight. Trade entry/exit points act as hubs. Just as the Perth Airport is a hub for 
freight, so to it is with the new Westport. 

Ideally, the rail and the road freight associated with Westport should be 
separated from general traffic, so it moves seamlessly to its destination. The 
main destinations are the ‘spokes’ around the hub that are currently planned to 
be Bullsbrook, Kewdale and Mundijong, and all are interlinked with rail. 

At each location are the options to transfer to and from trains or road freight. 
This also allows for the faster turnaround times for ships, trains or trucks. Ships, 
like planes, trains or trucks, earn money when in transit, not in dock. 

Adjacent is an example of a new 
berth configuration being developed 
by Grid Logistics in Los Angeles. Their 
Superdock aims to move containers 
seamlessly and autonomously between 
ships, trains and road. The high-
stacking allows for reduced land usage 
and more efficient operations.

The Superdock, then connects with 
various feeder terminals (refer to image 
below) away from the port. These feeder 
terminals allow fast, automated transfer 
from rail to local trucks.

The entire supply chain, 
infrastructure and regulations need 
restructuring around the goal of 
“delivering premium quality raw 
and processed goods reliably and 
sustainably to global customers at 
internationally competitive prices”.  

13 Flynn et al. (2011) 
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Adjacent is a map of the major ports, 
airports and truck feeder terminals in 
WA that need to be considered as part of 
holistic supply chain planning.

This map shows the airports, 
ports and intermodal terminals. 
It is expected that the areas north 
of Gingin to Geraldton and east of 
Bunbury will develop into major high 
density agricultural regions where 
there are sufficient water resources.  
These locations are away from urban 
encroachment, are low cost land, close 
to export focused supply chains and 
mitigate biosecurity issues.

Interestingly, the Metropolitan 
Intermodal Network Development 
Assessment14 states that “Any new 
terminals at Bullsbrook and Latitude 
32 MUST maintain capability to 
accommodate 2kms long interstate 
trains”.  New port facilities at Kwinana 
could allow direct interstate rail 
optionality, whereas Fremantle is 
restricted to 690m post the 2014 North 
Quay Rail Terminal upgrade.  

This topic is sensitive and complex 
and needs to be reviewed in more detail 
as part of the Westport planning project.

Map Reference - Infranomics 2017

14 Department of Transport - Metropolitan Intermodal Network Development Assessment 2016 Refresh
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PORT CONFIGURATIONS CONSIDERATIONS FOR CONTAINERS
InfraNomics have completed initial standard modelling on the configurations 

for the container terminal. Processes for arriving, berthing, loading and leaving 
have been considered. From comparative analysis, the number of cranes has a 
significant influence on quay length. Cranes are expensive and are roughly the 
cost of 125m length of quay, 20m deep. In most ports, cranes are located along 
every 100m of dock, although in busier ports like Singapore it can be only 90m.  
Results from simulations show that on average 1mil TEU requires approximately 
550m of quay space and six cranes15. 

Based on comparative port projects, 1mil TEU requires approximately 23Ha of 
storage and lay down areas based on a depth (storage width) of approximately 
440m. 

Worldwide there is a significant amount of innovation in port and quay 
designs, an example being floating quays. As this is outside the scope of this 
report it is not reviewed in depth, however should be considered for future stages 
of the project.

The Fremantle Port Authority in the 2017 Annual Report stated that additional 
investment is required for future vessels.  In particular to deepen harbour to 
increase draft capability from current 14/14.5m to potentially 16.5m if required, 
introduce bigger cranes (height and reach) and increase towage efficiency (type 
and size)16. This indicates the inner harbour is restricted to current vessels and is 
currently unable to service the latest or future vessels.   

More research and analysis is required in the next stage of the project. 

“There is a need to 
ensure the primary 

freight gateway to the 
State can continue 

to support economic 
growth.  Further 

extension of the Inner 
Harbour is not viable.  

Road access to it is 
heavily constrained 

and the rail 
connection requires 
further investment. 
Development of the 
new Outer Harbour 
presents significant 

jobs growth 
opportunities with 
regard to industry, 

transport and logistics 
as well as additional 
trade opportunities. 

Development of 
the Outer Harbour 
also provides the 

potential to relocate 
activities from the 

Inner Harbour, 
reducing the freight 

task on congested 
road and rail links to 

the Inner Harbour, 
and potentially 

unlocking enormous 
opportunities for 

precinct development 
and amenity 

enhancement in 
Fremantle.” 

Regional 
Development Australia 
– Driving Change 2016.

15 Comparable reference Jebel Ali Master Plan 2016.
16 Fremantle Port Authority Annual Report 2017 page 54
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CONTAINER FACILITIES EXMPLE
In 2012, the Busan New Container Terminal (BNCT) received its first vessel. The BNCT is one of the world’s 

most advanced container terminals with vertical-automated terminal design and the latest technology. The 
initial capacity is 1.2mil TEU, a suitable target for the new port in Kwinana, and has achieved key performance 
indicators for productivity, safety, truck turnaround times, lay down efficiency and environmental 
benchmarks.  

This is a very modern, efficient port and should be considered by the Taskforce in their review of Westport.  
Other ports to consider are Rotterdam, Jebel Ali, Lisbon, Copenhagen, Hamburg, Antwerp among others.

BULK RESOURCES FACILITIES 
WA is a recognised world leader in exporting raw resources.  Although Utah Point doesn’t have a train 

line or conveyor, it is a very efficient multi-user resource berth in Port Hedland.  The loading facilities can be 
improved and in general it is an excellent use of available land, is sensitive to the environment and exports 
significant volumes for a limited operation.  

PORT CONFIGURATIONS - INTERNATIONAL CASE STUDIES

BUSAN PORT

UTAH POINT
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PORT CONFIGURATIONS - INTERNATIONAL CASE STUDIES

Utah Point is a multi-user bulk mineral berth with a total capacity of approximately 18-20Mil MT per annum 
(KBT approximately 6Mil MT per annum).  

It caters for small Capesize vessels up to approximately 120,000DWT (KBT 55,000), berth draft of 14.5m (KBT 
12.2m), has a 7,500MT per hour load rate (KBT 1,500MT per hour load rate) and exports products such as iron 
ore, manganese, chromite, ilmenite, titanomagnetite.  (KBT iron ore, silica sands, bauxite, clays, coal, cement 
clinker, gypsum, nut coke, granulated slag etc )17. 

This could be a reference point for the KBT upgrade.

COLD STORAGE FACILITIES  
The cold storage facilities in North Charleston are an example of a modern refrigerated warehouse 

suitable for agricultural exports.  Unlike in Fremantle, the cold storage facility is located dockside to ease the 
movement of cargo to and from ships.  It boasts fully automated loading, unloading and warehouse operations, 
and transloading of containers, trucks and/or rail, distribution services and break bulk with 24/7 operations.  

The facility has dedicated ship berths, 26 truck platforms, 2-car private rail siding, and 41,500 m2 
refrigerated cold storage more than ten times larger than local facilities.  Dockside blast freezers can freeze 
meat products to 0 ° C within 24 hours and the daily freezing capacity at target 550 metric tonnes, over ten 
times more than Fremantle Cold Storage.  Growth has been over 38% since 2011.  

This could be a reference point for future Westport developments, if a major expansion in the agricultural 
protein market is envisaged.

NEW ORLEANS - 
NORTH CHARLESTON

17 KBT information from the Fremantle Port Authority 
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INFRASTRUCTURE CORRIDORS
Due to WA’s geographical situation, the focus on resources, agriculture and 

immense distances, the economy depends on the efficient movement of long 
distance heavy freight. The Department of Transport is well aware of this and 
planning focuses on concentrating freight movements on higher capacity routes 
and carried by larger vehicles to intermodal hubs. From these distribution points 
light vehicles can disseminate these goods.  

Infrastructure corridors to allow the concentration of freight movements, 
such as dedicated rail and road freight between ports, airports, intermodal and 
distribution points, must be protected particularly from the WAPC-sanctioned 
urban encroachment of recent years. Consistently choosing residential over 
industrial development has long term negative consequences for jobs, the 
economy and the State.

The Department of Transport is committed to the development of the future 
container port facilities at the Kwinana Outer Harbour including “the upgrade and 
southern extension of Tonkin Highway to create a heavy vehicle outer bypass 
of the city in the longer term (Rowley and Anketell Rds)”18. As MainRoads has 
completed significant work on this extension, there is the incentive to progress 
with this project sooner rather than later as it would improve the supply chains 
for the existing Western Trade Coast industrial areas, and deliver a major 
infrastructure project to assist with economic stimulation.

“Freight corridors need to be identified and adequately protected before urban 
development renders them permanently inefficient. The efficient operation of the 
landside freight task must be planned and optimised. New ports must be planned 
as part of broader industrial precincts that minimise the likelihood of similar 
conflicts occurring in future. The metropolitan port master planning process 
currently underway in Western Australia is taking into consideration both port 
and greater landside planning.”19

VESSEL DIMENSION FORECAST
Vessel dimensions are determining the factors for port design that influence 

navigation channels, turning circles, draft depth, etc.
By 2018 several large shipping lines will likely operate ultra-large container 

ships (ULCS) of 10,000 – 12,000 TEU capacity in the Far East trade routes with 6-10 
weekly frequency deployments20. 

By 2030 most shipping lines are expected to be operating ULCS21. For the 
outer harbour to handle ULCS it may be argued that the design vessel for future 
container terminals should have the following indicative characteristics:

 ▪ Vessel size: 10,000 – 12,000 TEU
 ▪ Vessel Length Overall (LOA): 370 – 397m
 ▪ Beam: 50 – 56m
 ▪ Draught: 16-17m.22 For further study by the taskforce. 

These details need to be confirmed as part of the design and planning process.
It should be noted that economies of scale incentivise an upward trend in 

container ship sizes to reduce costs. It may be by 2030 that vessels may be larger 
than ULCS and this means flexibility in terminal design is required. 

18 Perth Freight Transport Network Plan Transport @ 3.5 Million
19 WA Transport submission to the National Freight and Supply Chain Priorities 2017
20 Jebel Ali Master Plan – 2016
21 Jebel Ali Master Plan – 2016
22 dnvgl 2017 ULCS. The next generation Suezmax. 



Report 2 - Port Infrastructure and Governance 27Pg.

Of course, ports have the option 
whether they want to be competitive 
internationally or to remain as (or 
become) regional ports. The decision 
naturally impacts import and export 
potential. Port infrastructure is highly 
capital intensive with low rates 
of return and this attracts certain 
investors. Governments need to 
consider the wider economic, social 
and environmental benefits of port 
development.

There are other demands from 
bulk resources and liquids users 
for significantly larger vessels than 
currently planned by the Fremantle 
Port Authority. As these users have 
direct contact with customers 
and international markets and are 
sensitive to pricing, it is more likely 
the customers are correct. Very Large 
Crude Carriers (“VLCC”) for liquids and 
Very Large Crude Carriers (“VLBC”) for 
resources, essentially these are in the 
Capesize class. Considering where WA 
is on the globe, being able to accept 
Capesize vessels on the way from Cape 
Horn to Asia would be an advantage 
and has historical significance. The 
increased size of the ships has cost 
advantages and the international trend 
is towards larger ships calling less 
frequently.

EXISTING FREIGHT NETWORK – 
TO AND FROM KEWDALE

Below is the Kwinana freight network 
from the Department of Transport 
Perth Freight Transport Network Plan 
Transport @ 3.5 Million.  As can be seen, 
there are multiple issues that need to be 
resolved by the taskforce to ensure an 
efficient, fit for purpose freight supply 
chain.

Long single track section needs 
replacing with double dual gauge 
heavy freight line. Remove 
congestion.

Approx 750m terminal 
requires trains to be split 
into two and shuttled. 
Requires rail loop.

Single unloading 
facility.  At capacity.

Long single track section needs 
replacing with double dual gauge 
heavy freight line. Remove 
congestion.

Narrow gauge 
conflicts with 
standard gauge. 
Needs double 
dual gauge heavy 
freight line

Single grain unloader 
operating at close to 
capacity

Map Reference - Department of Transport

Possible future 
rail line on 
reclaimed land 
connecting future 
berths. 
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The Department of Transport is well aware of the rail freight issues between 
Kwinana and Cockburn and Forrestfield/Kewdale, and these are detailed in the 
recent freight network plan. There is a question of how these upgrades and rail 
reconfigurations will be paid for.  

There are high traffic sections where network performance is impacted by long 
single-track sections with no passing bays and compounded by train movements, 
shunting, loading/unloading etc. The Kwinana Triangle is the meeting point 
for rail freight train traffic to and from the south and north directions across 
different gauges to and from a number of port terminals and bulk siding facilities.  
The western part of the Triangle is mostly dual-gauge double-track. The north 
section services the Kwinana Bulk Terminal and in the south the rail connects 
with the CBH terminal.   

The mainline network performance is constrained by available capacity at the 
rail terminals and sidings that form part of the rail freight supply chain. Some 
siding and private sector lines are already at capacity. The whole network needs 
to be reconfigured to enable the efficient servicing of the new port.

Ideally a dedicated dual gauge, double line, heavy freight line that can service 
all of the KIA and connect with Forrestfield and Kewdale is required. The Public 
Transport Authority is already asking about using freight lines and this should be 
restricted as much as possible as passenger trains will always get priority. This 
dual-use thinking will inevitably impact on the operating efficiency of supply 
chains.  Freight and rail lines should be separate to avoid operational issues.   
It will require ongoing forward planning by the Government together with Arc 
infrastructure to prepare for the future freight demand and to secure investment.  
Another option is for a consortium of local users, including companies from 
the Kwinana Industrial Area, to collaborate and build out the freight upgrades 
necessary in the region. This option would be cheaper to build than under Arc 
Infrastructure, it would reduce supply chain costs and may even generate a new 
source of revenue for those companies in the consortium. It is important that 
the rail network retains competitive tension to avoid negative monopolistic 
behaviour.

Trade Flows and the Development of Westport

“As Perth grows 
the amount of 

freight to be 
transported and 

the increasing 
distances 

involved in its 
distribution will 
place significant 

pressure on 
road transport 
infrastructure, 

congestion and 
road safety…

Although rail has 
been historically 
the most efficient 

modal choice 
for moving bulk 

product and 
containers over 

long distances, it is 
also increasingly 
being recognised 
as an alternative 
for shorter haul 

container freight 
movement with 

benefits such 
as reducing 
congestion, 
improving 

amenity and 
enhancing road 

safety.”

Perth Freight 
Transport Network 

Plan Transport

Pg. 28
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Characteristics of the Inner Harbour
 ▪ No industrial hinterland for 

businesses to expand. Industry is 
elsewhere. 

 ▪ Community angst, with pressure to 
remove pollution, dangerous goods, 
animals, noise, trains, trucks, etc.

 ▪ Pressure for urban encroachment.
 ▪ The rail and road links are 

suboptimal. 
 ▪ Limited options to reduce import/

export options costs and times.
 ▪ Needs major investment in 

infrastructure & systems. Currently 
stopped due to uncertainty about 
outer harbour transition.

 ▪ Primarily an import port with 
import growth linked to population 
growth.

 ▪ Limited growth opportunities.  
 ▪ Needs to transition to a modern 

supply chain model.
CLIMATE CHANGE

As ports are operational hubs for the 
logistics supply chain, it is appropriate for 
ports to consider the impact of climate 
change in planning and development 
processes. While climate change may 
impact ports locally, a greater impact 
is forecast to be to the supply chains 
and local infrastructure that compound 
disruptions at the actual port. 
 It has been recognised that there are 
barriers to climate change adaption 
including inconsistency is planning 
timeframes (5-20 years) compared with 
climate projections of 100 years+ as well 
the uncertainly of climate projections. 
Various scenarios with risks and impact 
assessments need to be considered 
during the planning stage.23

Map Reference - Department of Transport

23 Bulk ports review BITRE 2013

Limited weekday mornings 
and afternoon operations 
over Fremantle bridge due 
to passenger trains. Freight 
traffic restricted over 
shared section. Need 
double dual gauge freight 
rail. 

Urban encroachment. Voluntary 
reduction in night operations. 
Noise and residential issues. 

Long single track section 
needs replacing with 
double dual gauge heavy 
freight line. Remove 
congestion.

Tourist areas, level 
crossings, historical zone

Heavy traffic. Capacity 
constraints.. Voluntary 
reduction of night time 
operations.
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REVIEW OF THE WTC RECOMMENDATIONS

As part of this report, InfraNomics was asked to update the recommendations 
from the WTC integrated Assessment 2013. This assessment is in Appendix 1 and 
should be read in conjunction with the information below. 

Current status: H = High, M = Medium, L = Low

Item WTC Priorities Current 
Status

1 PORT INFRASTRUCTURE

1.1 Remains a high priority. Previous Government planned to legislate this. H

1.2 Still to occur. Uncertain. Part of the planning process. Complex issue. The 
approach by the previous Government stalled. The status with the current 
Government is unknown. 

H

2 BUFFER ZONE

2.1 Linked to port planning. H

2.2 Managed urban encroachment is not being addressed and the situation 
is deteriorating.  This has an impact on the new port as it would sterilise 
areas for economic development.

H

2.3 Partially completed.  Container storage is available at Coogee chemicals.  
Part of the port planning.

H

3 ENERGY COST AND CAPACITY

3.1 Gas costs have decreased and is no longer such a sensitive point for 
business.

L

3.2 Microgrid development would significantly reduce energy costs. M

3.3 Options for wind and solar.  Could fit into a microgrid. L

4 WATER SUPPLY

4.1 In progress H

4.2 Some progress and is related to the MAR.  KIC & DSD is following this up. M

4.3 Happens as needed. No additional attention at this time. M

5 ROAD AND RAIL INFRASTRUCTURE

5.1 This process was stalled under the previous Government and it is 
unknown the status under the current Government.  The department 
of planning is implementation new sensitive land uses around these 
corridors and is a growing problem.  Is having a material impact on the 
industrial and development possibilities for Westport and Fremantle Port.

H

5.2 Relates to level crossings. There has been no change in level crossings 
and no progress.

H

5.3 No progress. Must be part of Westport development. H

5.4 Occurring through KIC as needed. M

5.5 Part of port planning M
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Item WTC Priorities Current 
Status

6 HUMAN RESOURCES AND PROCUREMENT

6.1 Resolved L

6.2 Resolved L

6.3 More work could be completed in this area about local content.  
Department of Commerce could improve this.

L

6.4 Occurs when needed. L

6.5 No appetite. L

6.6 No appetite. L

6.7 Natural development based on increasing opportunities.  No action 
required at this stage.

L

7 LAND USE, MANAGEMENT AND AVAILABILITY

7.1 Move towards an Industrial Park model to speed up the planning process 
and increase flexibility.

H

7.2 Reduce numbers of people living in the non-conforming land use zones. H

7.3 Some progress has been made by LandCorp.  Becomes more important 
through the development of the port.

M

7.4 No additional action required at this stage. M

7.5 LandCorp owns the corridors where the pipelines run.  Governance of 
the pipelines should reside with the local Governments.  Centralised 
database with the Department of Planning

M

8 ENVIRONMENTAL PERFORMANCE

8.1 KIC is attempting to simplify the process with significant influence of the 
Government.  Not making progress.

H

8.2 KIC is currently satisfied with current community engagement. Perhaps 
this could be part of the future industrial park. No one else is responsible 
for WTC.

H

8.3 Part of the port planning.  Responsibility of the Fremantle Port Authority. H

8.4 No progress. No appetite. L

8.5 Good process. Continuing. L

9 ECONOMIC CLIMATE 

9.1 No one is maintaining a relationship between the State Government and 
business. Area of concern.

H

9.2 In process.  DSD is responsible for this. H

10 AMC LAND AVAILABILITY AND WATER ACCESS

10.1 Port related H

10.2 In process H

10.3 In process M

10.4 In process M
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Item WTC Priorities Current 
Status

11 AMC INFRASTRUCTURE, UTILITIES AND TRANSPORT

11.1 Part of port planning H

11.2 Part of port planning M

11.3 Microgrid development to proceed H

11.4 No progress L

12 AMC HUMAN RESOURCES

12.1 Department of Commerce L

12.2 Focused on defence contracts L

13 AMC MISCELLANEOUS

13.1 AMC L

13.2 AMC L

14 LATITUDE 32, DEVELOPMENT AND PLANNING

14.1 Funding is constrained.  Slow development.  LandCorp issue L

14.2 Buffer zone issue H

14.3 Sand and rock for port development.  Port development M

14.4 Local police issues.  Needs more activity L

15 LATITUDE 32 INFRASTRUCTURE, UTILITIES AND TRANSPORT

15.1 Buffer zone issue H

15.2 Port planning M

15.3 Port planning and LandCorp.  Commercial opportunity.  Service station 
on Rockingham road.  Need motel, food outlets.  Around it.

M

The main points identified above have been addressed in this review.



Trade Flows and the Development of WestportTrade Flows and the Development of Westport

EXISTING PORT INFRASTRUCTURE

34Pg.



Report 2 - Port Infrastructure and Governance 35Pg.

EXISTING PORT INFRASTRUCTURE

FREMANTLE INNER HARBOUR IS CONSTRAINED
In the Perth Freight Transport Network Plan Transport @ 3.5 Million the 

number one priority is the “Generational Step-Up in Metropolitan Port Capacity”.  
This plan will need to be updated as it was premised on the sale of the Fremantle 
Port, the construction of Perth Freightlink (Roe 8 etc) and the need for an efficient 
Fremantle Inner Harbour over the long term.  

There is continuing discussion in the press about sufficient capacity at 
the Fremantle Inner Harbour and this is discussed in Report 1. Unfortunately, 
international competitiveness and trade has little to do with Fremantle capacity.  
It has to do with the quality, scale, reliability and the cost per unit delivered at the 
destination. Economic development also has little to do with the Fremantle Inner 
Harbour capacity as the economic development opportunities are in Kwinana 
and elsewhere in the region. 

From interviews with business, Fremantle is constrained because:
 ▪ Fremantle has no industrial land around it anymore to expand or for 

businesses.
 ▪ The rail and road connections are suboptimal with expensive short-term 

solutions.
 ▪ Imports/exports expensive and slow.  Limited options to improve.
 ▪ Needs major investment in infrastructure & systems.
 ▪ There are double handling and additional costs.
 ▪ Industry is located elsewhere.  Not enough scale for international trade.
 ▪ Urban encroachment pressures.
 ▪ Pressure to remove ship pollution, animal odours, noise, transport of 

dangerous goods etc.
 ▪ Not able to reach international competitiveness benchmarks.

The Department of Transport provides for a future container and general 
cargo port development at the Kwinana Outer Harbour. The corridors have been 
identified and the land use and infrastructure requirements are being considered 
by the Westport Taskforce.  

Only an outer harbour at Kwinana can be a modern port and provide the scale, 
cost reductions and efficiencies necessary to be internationally competitive and 
allow industry to grow.  Kwinana can provide:

 ▪ Room for a modern, efficient and integrated port.
 ▪ Provides the space and infrastructure for international scale that means 

being competitive.
 ▪ Diversifies the economy.  Increases State security.
 ▪ Existing industry in the region can boom and create new jobs and property 

development.
 ▪ The freight logistics and supply chains can be upgraded.
 ▪ A Special Control Area can protect industry and the port from urban 

encroachment for future generations.
 ▪ There is room for a Special Economic Zone to allow for industrial 

development and secondary processing.

“Freight 
growth and the 

overall trend 
towards larger 
ship sizes will 
translate into 

larger cargo 
transfers per 
ship visit and 

therefore a 
significant 
increase in 

peak periods of 
high intensity 

landside 
transport 

operations.  This 
will underpin 

the need for 
larger lay-

down areas 
for handling, 

storing and 
distribution.”

Perth Freight 
Transport 

Network Plan 
Transport
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KWINANA BULK TERMINAL
The Kwinana Bulk Terminal is an import/export 

terminal in Cockburn Sound, and moves various 
bulk products such as cement clinker, mineral 
sands, silica sands, coal, iron ore, bauxite, gypsum, 
nut coke, slag and various other commodities. The 
Kwinana Bulk Terminal (KBT) is 498 metres in 
length with a berth length of 268 metres and has a 
design depth alongside of 12.19 metres. The berth 
has two unloaders. The maximum grab discharge 
rate for unloader No.4 is 400 tonnes per hour, and for 
unloader No.5, 1,200 tonnes per hour. The conveying 
system has a maximum loading rate of 1,500 tonnes 
per hour24. Existing and potential customers indicated 
a willingness to bring in larger ships to increase 
volumes and reduce costs. Very Large Bulk Carriers or 
Very Large Ore Carriers are subcategories of Capesize 
vessels that aren’t able to berth at KBT. This would 
require deepening the channel and berthing pocket 
to potentially 20m or deeper. As mentioned in section 
3.1 the berth unavailability performance indicators 
suggest more berths are needed for bulk goods. 
Upgrading the bulk terminal is listed as a priority in 
this report. Ideally the bulk terminal could have the 
capacity to import other bulk products from around 
the world countries to support the development of 
industries of the future. 

KWINANA BULK JETTY
The two berths, Kwinana Bulk Berths 3 and 

4, operated by Fremantle Ports, are designed to 
accommodate ships unloading bulk products such 
as fertiliser and sulphur. Both berths also provide 
facilities for various types of liquid bulk commodities, 
including petroleum.

The combined length of Kwinana Bulk Berths 3 
and 4 is 480 metres and, depending on operational 
requirements, vessels of up to 275 metres can be 
accommodated. The berths have a designed depth 
alongside of 13.4 metres*25. Existing and potential 
customers indicated a willingness to bring in larger 
ships to increase volumes and reduce costs. Very 
Large Crude Carriers currently aren’t able to berth at 
KBJ. This would require deepening the channel and 
berthing pocket to approximately 18-20m.

Trade Flows and the Development of Westport

Image below: Kwinana Bulk Terminal Image below: Kwinana Bulk Jetty

24 http://www.fremantleports.com.au/SiteCollectionDocuments/Fremantle%20Ports%20Profile%20
Kwinana%20Bulk%20Terminal.pdf
25 http://www.fremantleports.com.au/SiteCollectionDocuments/Fremantle%20Ports%20Profile%20
Kwinana%20Bulk%20Jetty%20.pdf
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PRIVATE
BGC

James Point Pty Ltd (JPPL) (private facility - project discontinued)
The James Point 2000 Operating Agreement allowed a consortium led by the 

Buckeridge Group of Companies (BGC) to build and operate the port at James 
Point.  Dr Chris Whitaker, who was the Chairman of James Point, confirmed 
what is public knowledge that the contract was terminated and a $1billion claim 
against the State Government for damages was launched in 2011. In taking 
this action, James Point Pty Ltd abandoned all its rights under the Operating 
Agreement to develop the port.

There is little additional information publicly available on this point as there 
are confidential agreements in place. InfraNomics staff that have previously been 
involved are covered by confidentiality agreements and cannot discuss the latest 
developments. The last information available was in December 2013 where the 
situation was described as follows by JPPL:

“18 December 2013

Recent negotiations and a private mediation with the WA Government have been 
unsuccessful, and the matter will now be dealt with in the Supreme Court.

The Board has determined that the James Point Port will not now proceed, and has 
directed that all work on the James Point Port proposal ceases immediately.

The proposal has already been developed to the level of a Bankable Feasibility Study, and 
it is therefore a matter of profound regret and disappointment to JPPL that its vision for an 
essential piece of port infrastructure will not now be delivered, to the considerable detriment 
of the State’s economy and the importers and exporters who wanted to use the James Point 
Port.”26 

As of November 2017, there had been no judgement by the Supreme Court. It 
may be that this issue is settled directly between the parties or possibly even as a 
negotiated settlement as part of the development of Westport.

26 http://jamespointport.com.au/
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CBH 27

The Kwinana Grain Terminal is operated by 
the CBH Group and is used for the storage and 
exporting of bulk grain.  The CBH Group is owned 
and controlled by the grain growers of Western 
Australia.  

The length of berth is 291 metres with a design 
depth alongside 16.8 metres and maximum berth 
displacement of 75,000 tonnes.  The equipment 
consists of four bulk loaders and belt conveyor 
system with a capacity of 5,000 tonnes per hour.  
The capacity of the facility is more than a million 
tonnes of grain and ships more than half of the 
State’s export grain to foreign markets. It averages 
approximately 130 ships per year. Storage includes 
144 key storage cells with a capacity of 2,350t and 
104 star cells with a capacity of 500t. There are also 
two horizontal storage units capable of holding 
285,800t and 120,400t and four bulkheads.

CBH are satisfied with their facilities. Additional 
developments could include additional berth 
facilities, hardstand and other facilities to cater 
for 3rd parties. Exporting unprocessed grain is 
coming under increasing pressure from Russian 
and Ukrainian production. The quality, price and 
volume of competitors in the market are putting 
increased strain on the existing CBH model. As 
the new CEO recently stated (November 2017), 
CBH needs to concentrate more on secondary 
processing of grains. This can occur either 
locally in Kwinana or overseas at CBH’s flour 
mill facilities. The main point is that there is an 
increased focus towards secondary processing and 
value adding.
BP 28

BP operates its own jetty for petroleum and crude 
imports.  Maximum draft is 13.7m and maximum 
tonnage displacement 150,000MT. Ideally BP 
would like to bring in Very Large Crude Carriers as 
this would significantly reduce costs. This would 
require dredging to approximately 18m. Other 
comments from BP are confidential, however, the 
findings are included in this report.

Trade Flows and the Development of Westport

Map Reference - http://www.fremantleports.com.au/SiteCollectionDocuments/
Fremantle%20Ports%20Profile%20Private%20Facilities.pdf

27 Fremantle Port and CBH
28 Fremantle Port and BP
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Alcoa 29

Alcoa operates its own berth to accommodate ships unloading bulk caustic 
soda and loading refined alumina or bauxite. Maximum draft is 11.6m and 
maximum tonnage displacement 50,000MT. Alcoa is constrained and would 
like to arrange additional berth capacity. Other comments from Alcoa are 
confidential, however, the findings are included in this report.

AMC
The Australian Marine Complex (“AMC”) is a world-class centre for excellence 

for manufacturing, fabrication, assembly, maintenance and technology servicing 
the marine, defence, oil and gas, and resource industry.

The AMC has been developed to enhance the opportunities created by the 
clustering of industries and is home to the largest marine industry in Australia.  
The AMC has established international credentials for the repair, maintenance 
and construction of naval and commercial vessels, as well as infrastructure for 
the fabrication and assembly of offshore oil and gas modules.

In discussions with AMC, it was also stressed the need to deepen the channel 
to allow for larger naval vessels, and the US Navy requires two channel access for 
security and redundancy reasons. Deepening the channel and berthing pockets 
for naval vessels to between 16-18m would address the current limitations.

INDUSTRIAL PARKS
The Kwinana Industrial Area (“KIA”) is the ONLY place between Adelaide 

and Darwin that is suitable for heavy industry, petrochemicals and industrial 
manufacturing.   

What makes the KIA so unique are:
 ▪ It is the only place between Darwin and Adelaide with a refinery,
 ▪ Directly connected to a major natural gas pipeline,
 ▪ It has a deep water international port with capacity,
 ▪ Direct connections to main rail freight and road networks,
 ▪ Intermodal optionality,
 ▪ Existing world class companies in relevant industries,
 ▪ Direct access to the airport and other distribution centres,
 ▪ Close to a major city,
 ▪ A pool of highly trained workers and specialists including international 

quality universities,
 ▪ Excellent infrastructure, water, power, gas etc,
 ▪ Space to expand,
 ▪ Synergies with local businesses, and
 ▪ Centralised point for numerous raw materials.

The proposal is for a minimum 500 Hectares (ha) adjacent to the new port 
facilities to provide ‘Plug and Play’ opportunity for business. Plug and Play means 
utility connections on site, preapprovals for business development activities, 
and the option to lease tailored facilities. Tenants of industrial parks also benefit 
from purchasing at increased economics of scale and in Europe this benefit has 
seen recognised cost reductions of 20%+. 500ha is small by world standards, for 
instance in Europe Industrial Parks are usually around 1,200ha, and one of the 
latest Industrial Park in Shanghai China is 3,800ha. 

29 Fremantle Port and Alcoa
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They are always placed in strategic locations (logistics, raw materials, close to 
population centres etc.). This indicates the importance other countries place on 
Industrial Parks.

Interestingly, it is no longer possible to build comparable Industrial Parks 
in Sydney or Melbourne as suitable land has already been sold or developed 
for other uses, so the opportunity is lost in these cities. Pernicious urban 
encroachment has eliminated the industrial park precinct in Sydney, costing 
tens of thousands of ongoing jobs and losing tens of billions per year in economic 
earnings. Sydney’s main airport is now in danger of becoming a stranded asset 
due to urban encroachment and the lack of surrounding industry. Queensland 
has Gladstone as a heavy industrial precinct although this is limited. The 
Eagle Farm Industrial area near the Port of Brisbane is the only other possible 
comparable site, however, it lacks some of the advantages of the KIA, making the 
KIA the premier location in Australia.  
Kwinana Industrial Park

The Kwinana Industrial Area is geographically isolated from other major 
industrial centres and resource hubs and has developed independently into 
a unique industrial cluster with a wide variety of activity and industries.  The 
number of connections in Kwinana makes it one of the most intense industrial 
synergy regions in the world and comprises a range of by-product and utility 
exchanges30. For instance, in the 2014 Integrated Assessment report it identified 
over 158 industrial exchanges compared to 30 in Kalundborg, Denmark. 
Kalundborg is regularly cited as an example of a world leading industrial cluster.   

Kwinana also has ample room for expansion, up to 4,000Ha according to the 
City of Kwinana, Indian Ocean Gateway report. With a port and supply chain 
upgrade it would be expected that additional investment into the region will 
occur.

The aim is to offer a Plug & Play area for industrial services and utilities for 
defence, chemical and industrial materials across a secure site ideally at least 
500Ha in size.  The industrial park would have all utility infrastructure already in 
place as well as strategic assessment clearance already obtained to enable quick 
decisions for companies committing to the area.  Benefits include:

 ▪ Prime location in WA’s premier economic zone;
 ▪ Plug & Play can result in up to 20%31 CAPEX reduction;
 ▪ Existing development cluster providing a multitude of synergies;
 ▪ Access to 5 universities providing technical knowledge;
 ▪ An industrial environment that is well experienced with scaling up new 

technologies; and
 ▪ All feedstocks, utilities, industrial services, gasses and chemicals available 

in bulk.

The approach to have the industrial park integrated into the port similar to 
other locations such as Rotterdam and Singapore and provides the opportunity 
for secondary processing of raw materials, for example, lithium.  Japan, Germany 
and Holland are recognised worldwide leaders in the specialist area of Industrial 
Park development and many lessons can be learned from these locations.

30 Bossilkov, A.; van Berkel, R.; Corder, G.  Regional Synergies for Sustainable Resource Processing: A Status Report; 
Centre for Sustainable Resource Processing: Perth, Australia, 2005.  
31 Port of Rotterdam https://www.portofrotterdam.com/en/business-opportunities/setting-up-a-business-in-the-port/
plug-play-for-bio-based-industry
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Unsolicited or prospective tenants cannot be overlooked. The port should 
consider whether or not they want the company in the industrial park. When an 
approach takes place, the port asks itself if this prospective company, or product 
or specialty, is or should be part of its DNA. Put another way: ‘Would this fit with 
what we want our port to be a decade from now?’ Sometimes potential tenants 
contact a port after a visit from a port’s marketing staffer a year or two or five 
earlier, and now that prospect is ready to examine the local opportunity to site 
a facility at that port.  It should not be underestimated the importance of the 
prospective tenants in reshaping short-term forecasts for ports and focusing 
their approaches.  Ports then focus their development efforts on the interests 
of prospective tenants.  Such port reviews start as responsive: ‘How does this 
prospective tenant’s objective mesh with our port’s long-term goals and our 
job-creation mission?  In the short-term, the port considers whether it should 
embrace this element of its future growth, as securing it and getting it approved 
will take considerable time in the near term for both the commission and the 
staff, and the port’s outside consultants and lawyers.”

In comparative industrial parks around the world there is dedicated 
management, like the AMC, that also identifies and aims to attract industry 
both domestically and internationally to the Industrial Park.  This can also be 
the source of new industries and additional processing. Currently this function 
is nominally performed by the Jobs, Technology, Science and Innovation 
Department, however, interviews with business do not consider them to be 
the right party to develop an Industrial Park. Business considers a dedicated, 
commercially focused and experienced team of key experts, like the AMC, would 
be suitable to develop a Facilitated Industrial Park.
Special Economic Zones 

If a Special Control Area can be created, it could be utilised for (at least in part) 
a secured Special Economic Zone (“SEZ”). A SEZ is a port or an area of a port in 
which imported goods can be held or processed free of customs duties before 
re-export. SEZ’s have become common in recent years after the first one was 
established in Ireland in 1959. They exist around the world (EU, Middle East, 
throughout Asia) and highly incentivises increased activity and production in the 
zone. There is an abundance of evidence that SEZs create increased employment, 
particularly higher skilled staff, as there is a strong value adding emphasis. All 
quarantine and customs are provided within the secured zone. There is a positive 
knock on effect for logistics and operations due to the increases in throughput 
and volume movements – which Fremantle Port Authority and LandCorp receive 
a fee.  

SEZs are located within a country’s national borders, and their aims include: 
increased trade, increased investment, job creation and effective administration.  
To encourage businesses to set up in the zone, financial and regulatory incentives 
are usually introduced.  For instance, the authorities act as a one-stop shop, 
cutting related red tape and simplifying administrative procedures.  There 
are other incentives provided by Governments, such as foreign ownership 
rules, special labour laws and fiscal incentives.  The SEZ should target a wide 
assortment of economic sectors, including commercial and manufacturing 
activities and professional services, such as warehousing and trans-shipment.  
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Additionally, companies may be offered tax holidays, where on establishing in a 
zone they are granted a period of lower taxation32. 

The creation of a SEZ by the host country may be motivated by the desire to 
attract foreign direct investment.  The benefits a company gains by being in a 
special economic zone may mean it can produce and trade goods at a lower price, 
aimed at being globally competitive.

An underrated aspect of SEZs is that they allow local companies to sell freely 
to other countries, as once the threshold into the Port precinct is crossed, goods 
are effectively exported, simplifying many of the procedures and paperwork.  
This expands local companies’ customer bases and leads to new products and 
services and the viability of investing in innovation.  This is particularly true for 
small businesses as they no longer have to worry about absorbing the costs of 
tariffs and other barriers to market entry and can sell their products freely. SEZs 
allow:

Trade Flows and the Development of Westport

Increased 
 ▪ Economic activity
 ▪ International competitiveness
 ▪ Manufacturing and jobs
 ▪ Diversity & synergies
 ▪ Quality infrastructure access
 ▪ Productivity
 ▪ Integrated transport

Reduced 
 ▪ Regulation
 ▪ Costs
 ▪ Bureaucratic interference
 ▪ Approval times
 ▪ Urban encroachment
 ▪ Customs interfaces

Jandakot
Jandakot City is Perth’s newest master planned and fully serviced 

commercial/industrial precinct.  150Ha in size, it is located near Jandakot airport, 
15 minutes from both the Perth CBD and Fremantle.  It has been successful in 
attracting new companies to the precinct including Aldi Distribution Centre, 
Caltex, General Electric, Halliburton, Schlumberger, Spudshed and Super A-Mart.  
This is a very successful model employed by the developer, Ascot Capital.  
Essentially Ascot builds what tenants want and then leases it to them.  This 
ensures all land remains leasehold but also produces long term income streams 
that underpins other investment.  This model could also be suitable in Kwinana 
or in a facilitated Industrial Park.
Perth Airport Precinct development.  

Similar to Jandakot, Perth Airport Corporation is developing commercial 
precincts around the airport. Currently there are offices, remote mining control 
centres and factory outlets, however, in the future, hotels and more diverse 
industry are expected. Perth Airport is a success story as there is substantial 
investment leading to improved services. It is highly unlikely the Government 
would have sufficient resource to develop Perth Airport as the private sector 
has. The development of the port precincts again deploys funding for property 
development on a scale that would be comparable to Kwinana. This model, based 
on the Airport Act, could be suitable for a legislative framework for the Kwinana 
Outer Harbour development.

32 Wikipedia

Pg. 42
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WESTERN TRADE COAST 
ECONOMIC DEVELOPMENT 
AUTHORITY

Further to the previous section 
on Special Economic Zones, it may 
be suitable that the entire Western 
Trade Coast is incorporated into a new 
Economic Development Authority.  See 
the adjacent map from the Kwinana 
Industries Council Annual Report 2016.

WA Labor’s Plan for Jobs from 2016 
states on page 72 that “the Industrial 
Lands Authority will be created using the 
powers of the Industry and Technology 
Act 1998 and be vested with development 
approvals powers.  This will ensure that 
there is a single agency responsible for 
the management of our industry and 
technology hubs.  These changes will ensure 
a streamlined process to secure approvals 
for land, prevent land banking and align land 
tenure with future projects and will be done 
in conjunction with local governments.”

“By streamlining the approval and 
investment process, a McGowan Labor 
Government will set into motion a change 
that will create thousands of manufacturing 
jobs and attract investment in the marine, 
defence, mining, oil and gas engineering, ICT, 
health and research sectors.”

The Western Trade Coast is the ideal 
location to put this policy into action to 
maximise economic development and 
jobs. 

There is the opportunity to establish 
a Western Trade Coast Development 
Authority (WTCDA) - a statutory 
authority of the government of Western 
Australia.  

Map Reference - Kwinana Industries Council Annual Report 2016
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This could encompass all the land contained within the red protection area 
line on the above map. The mandate could evolve from the existing Australian 
Maritime Complex mandate, with professional management dedicated to 
economic development and job creation.

Objectives 
 ▪ Maximise job creation and improve career opportunities;
 ▪ Develop and broaden the economic base of the region;
 ▪ Identify infrastructure services to promote economic and social 

development;
 ▪ Provide information and advice to promote business development;
 ▪ Seek to ensure that the general standard of government services and 

access to those services in the region is comparable to that which applies 
in the metropolitan area;

 ▪ Actively promote, facilitate and monitor the economic development of the 
region; and

 ▪ Proactively identify and encourage international companies to open 
businesses in the Western Trade Coast.

Functions
 ▪ Promote the region;
 ▪ Facilitate coordination between relevant statutory bodies and State 

Government agencies;
 ▪ Cooperate with representatives of industry and commerce, employer and 

employee organisations, education and training institutions and other 
sections of the community within the region;

 ▪ Identify the opportunities for investment in the region and encourage that 
investment;

 ▪ Identify the infrastructure needs of the region, and encourage the 
provision of that infrastructure in the region; and

 ▪ Cooperate with: Departments of the Public Service of the State and the 
Commonwealth, and other agencies, instrumentalities and statutory 
bodies of the State and the Commonwealth, and local government 
authorities, in order to promote equitable delivery of services within the 
region.

More importantly a WTCDA could focus on the development of the Kwinana 
Outer Harbour and work in parallel with the taskforce. As the taskforce 
is focusing on planning, the WTCDA could focus on development and 
implementation, especially for critical infrastructure requirements like KBT, KBJ, 
Vehicles (RoRo), essential road & rail interfaces, containers, etc. The WTCDA 
could also be marketing the new port facilities to the world in advance of them 
actually being constructed in acknowledgement of the long lead in times future 
investors/customers/industries need.

This would align with achieving the Industrial Lands goals outlined in the WA 
Labor policy paper.
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Land development focus 
In comparable international ports 

the development of the port hinterland 
and the integration of the industrial 
park or parks into the port facilities 
is an essential component of a 
successful economic region. In the 
recent Fremantle Port sales process 
the hinterland was not included in 
the sales package and the port and 
marine facilities were separate. The 
land behind the port is inexorably 
linked to the success of the port. 
Investors, superfunds and industry seek 
to encourage and or expand efficient 
vertical supply chains and develop 
property and businesses around these 
transport funnel points. The land 
development is where the value is and 
the larger the land parcels the more 
interest there will likely be from major 
international and domestic investors. 
This has been confirmed with Perth 
airport investors and other large scale 
infrastructure investors. As these larger 
investors bring with them capital, 
strong corporate governance, systems, 
experience and generally a long term 
investment approach, their involvement 
would likely be positive for the overall 
region. From the taskforce’s perspective 
this means considering large scale land 
allocations together with port berths/ 
facilities and related infrastructure in 
one package. Comparative projects are 
Jandakot airport, Perth Airport, BP and 
Alcoa.
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DEVELOPMENT PRIORITIES
Without doing proper businesses cases, which are outside the scope of this 

report, it is not possible to prioritise different development projects. The most 
likely business cases need to be prepared and then compared to determine which 
offer the best overall returns. However, from the market review so far, we have 
prioritised three items which are further discussed below. 
Vehicles – Roll on Roll off

As previously mentioned, the Fremantle Port Authority ran an expression of 
interest process in 2014 for vehicles or Roll on Roll off vehicles.  This process was 
terminated due to the Fremantle Port sale.  There is still a need for a solution to 
Roll on Roll off that needs to be considered in the Master Planning for the South 
Quay and Victoria Quay development.  This is a low value import business that 
uses strategically important land for low value uses.  There is a strong argument 
to relate vehicle importation to the outer harbour or Bunbury, depending on 
the best overall commercial solution.  This would also free up the Fremantle 
South Quay for redevelopment creating significant opportunities for additional 
economic development and jobs.
Containers 

Containers should be a development priority because:
 ▪ It is essential to have a modernised container port to improve the 

international competitiveness of exports as well as providing greater 
speed, volumes and expected lower costs;

 ▪ Better integration with the WA’s economic zone in Kwinana;
 ▪ Greater space to expand in Kwinana.  Industrial land development occurs 

around container terminals;
 ▪ Cheaper supply chain costs;
 ▪ Move freight movements to Kwinana, along Rowley & Anketell Roads and 

connecting to the Tonkin Highway, avoiding residential areas.  Reduce 
congestion on Fremantle roads;

 ▪ Increase the use of rail from Kwinana;
 ▪ Reduce pollution due to increased rail and electrification in the WTC;
 ▪ Containers provide a reliable revenue stream for investors;
 ▪ Removal of dangerous goods from the inner harbour;
 ▪ Significant investment is required for the next upgrade of Fremantle 

Inner Harbour such as more dredging, bigger new cranes, increased 
towing efficiency.  Rather than spending this money on a strategically 
limited inner harbour (due to urban encroachment, lack of industrial land, 
congestion and freight issues etc.), would it not make better economic 
sense to redirect these funds towards a modernised port in the outer 
harbour without the limitations; and

 ▪ Generate economic development and new jobs.

Bulk commodities 
From the interviews and additional research there is significant demand for 

additional bulk export access and for larger ships to reduce per unit costs.  The 
main bulk terminal, KBT, is at capacity with bulk goods also being unloaded 
through KBJ.  A modernised bulk commodities berth seems to be a high priority 
to improve capacity while developing new revenue streams.
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WESTPORT MODULES FOR DEVELOPMENT

Below is a table of modules or facilities that together could make up the outer harbour or Westport 
development.  The taskforce will decide the appropriate timings and locations for these facilities.  The main 
point is that they each have different economic drivers and development timings.

Item Facilities Current 
Location

Future 
Location

New or 
Upgraded 
Facilities

Development 
Lead Times

1

DRY BULKS – GRAIN, COAL, IRON 
ORE, SULPHUR, CEMENT CLINKER, 
ALUMINA, BAUXITE, SILICA SANDS 
AND SPODUMENE.

KIA KIA Upgraded Medium

2 SPECIALISED GRAIN TERMINAL N/A RIZ New Medium

3 LIQUID BULKS RIZ RIZ Upgraded Short

4 CONTAINERS Inner harbour KIA New Medium

5 LIVESTOCK Inner harbour RIZ/ Bunbury/ 
Geraldton New Short

6 AUTOMOTIVE & ROLL ON ROLL OFF Inner harbour RIZ New Short

7 COLD STORAGE – PROTEINS N/A RIZ/ Bunbury/ 
Geraldton New Medium

8 DEFENCE AMC AMC Upgraded Medium

9 GAS – LNG, LPG KIA KIA Upgraded Medium

10 BUILDING MATERIALS Inner harbour KIA New Medium

Reference. KIA : (Kwinana Industrial Area), RIZ :  (Rockingham Industry Zone).  AMC : Australian Marine 
Complex 

The development of these modules and facilities as well as the timing will be determined by the taskforce.  
Master planning should be dynamic and flexible to respond to changes in international trade. The above 
modules and facilities are based on existing trade flows, however, as these will change in the future, design 
and infrastructure options should be maximised to improve future operational and capital efficiencies.

The impact of climate change and increasing sea levels and conditions are an integral part of the designs.
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DISCLAIMER

This report is a confidential document 
that has been prepared by InfraNomics 
at the request of the Kwinana Industries 
Council, in InfraNomics’ capacity 
as a consultant for the report on the 
development of the outer harbour.  

The information, statements, and 
opinions (together Information) 
contained in this report have been 
prepared by InfraNomics from 
material provided by companies, the 
State government and a variety of 
relevant sources. No verification of the 
Information has been carried out by 
InfraNomics or any of its respective 
agents, directors, officers or employees 
and in particular InfraNomics has not 
audited and does not provide assurance 
as to the quality or completeness of the 
information supplied or made available 
during the course of the engagement.  
Where InfraNomics has expressed an 
opinion or provided an interpretation, 
this does not constitute legal advice and 
should not be relied on as such in any 
way.  

InfraNomics has based its report on 
information received or obtained, on the 
basis that such information is accurate 
and complete. InfraNomics and its 
respective agents, directors, officers and 
employees make no express or implied 
representation or warranty as to the 
accuracy, reliability or completeness of 
the Information. InfraNomics ‘s liability 
is limited in accordance with the 
provisions of the Terms and Conditions 
of Engagement.

Copyright notice

© Kwinana Industries Council (KIC) 2017

The report, maps and other outputs remain the intellectual property of KIC 

and may not be on sold, nor disseminated to third parties, or for any other 

commercial purpose whatsoever without prior permission in writing from KIC. 

KIC may distribute or allow the distribution of such reports and documentation 

by any means and to any extent that it requires.
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APPENDIX 1 - ES4 SUMMARY OF WTC PRIORITIES

Reference - ES-4 Summary of WTC Priorities – SKM report 2014
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