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PORTS AND URBAN SYSTEMS: FRAMEWORK AND RESEARCH
NEEDS IN RESOLUTION OF PORT-GENERATED CONFLICTS

PETER J. RIMMER and ANTHONY TSIPOURAS'

A framework is provided within which academics and professional
can grapple with the locational conflicts generated by the impact of
rcgn urban and marine systems. It specifies the nature of conflicts,
ines. the system of interest by detailing the activity structure and the
g of the actors engaged in the conflicts, outiines a planninag approach,
Caxamines the nature of policy objectives, identifies the variablies amenable
to.planning and policy-making and indicates the policy instruments available.
pttention is then drawn to the need for others to test this framework in )
al conflict situations before raising the vexed question of institutional
responsibilities.

THE NATURE OF CONFLICTS

The central issue confronted is a planning problem involving
the strategy of port growth, changing shipping techmology,
land transport access, conflicting land-use patterns, and
strong community opposition to some of the jmplications of
present and future...activity. The failure of the various
interest groups involved (public authority, private, community)
to achieve their own particular objectives (or to reach an
acceptable compromise) has strengthened the degree of opposition
between those concerned.

Centre for Environmental Studies (1976:xxi)

he Titany of Webb Dock, Balmain and Port Botany is sufficient to conjure up
isions of a series of conflicts generated by existing and proposed port
‘developments in Australian urban areas. Rather than become enmeshed in
sparticular situations the purpose here is to focus on the possibiiities of
‘esolving port-generated conflicts in the urban system relating primarily to
heé human environment. However, there is a need first to identify the wide
zrange of locational conflicts stemming from the external fmpacts of major port
‘facilities in order to develop a general planning framework. This process in
urn will indicate the context within which solutions are to be found, and
:5Uggest the means whereby the necessary understanding of the scale and nature
of the impacts involved may be obtained.

- Peter T. Rimmer is Senior Fellow, Department of Human Geography, Research
Schocl of Pacific Studies, The Australian National University, Canberra,
A.C.T, and Anthony Tsipouras is Director, Cities Branch {(Iransportation and
Comnunications), Commonwealth Department of Enviromment, Housing and
Community Development
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9. private cars and pedestrians) which stem from the con-
centrated nature of port traffic rather than its

volume which is rela-
tively small by urban standards.

(¢} Zand use lactivity structype) eo

port-generated activities and traffic on the physica]‘and human environ-

ment (e.q. ajr pollution, noise, water pollution, visual intrusion,
blight, community severance and dislocation, disturbance of recreational
activities and natural systems).
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Such goals are too narr ow for-mitigating port-generated conflicts, Thus,
this paper follows King (1975) and seeks to develop a general framework aimed
at the maximisation of social welfare (subject to available technology) by
focusing on the objectives of economic efficiency ang environmental quality.

urban systems. This activi e can then be used to indicate the
Tocation of potential confiicts, Such i
tifying the roles played by the act
shipowner, Tand transport operator
impactee, After identifying the
functions of Government (Federal,

cussed, We are then in a positio

ors in these conflicts: port operator,
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attitudes associated with these roles the
State and Local) and port planner are dis-

n to consider the variables decision-makers
can change and tg indicate how they can be used tg develop new policies,

However, a necessary prerequisite top such a discussion ig the delineation of
a ‘minimum regret’ planning approach.  When this is outlined we can proceed

to examine the relative feasibility of alternatives and the nature of policy
instruments for resolving conflicts,




ies on Aystralian 2. THE SYSTEM OF INTEREST

antal Studies, 197s6:

. By sea, the containers come and go, ralatively cheaply, in
:ation and timing of . rvelatively few large container ships. By land, they converge
on or radiate from [the port] in a multitude of relatively
small and relatively expensive container trucks, nearly all of
which pass through built-up residential areas...on thelr way
in or out (Centre for Envirommental Studies, 1976:x).

ed vehicles and
stem from the con
e which is rela-

Such a description emphasises the essential components in the interchange of
n the impact of _ontainers between origin and destination: the container ship, the port at
ind human environ- the land-sea interface facilitating the exchange of containers between ship
tT intrusion d-shore, the Tand transport system, the importer-exporter and the urban

‘e of recreaéionai sident. Yet, at best, it is an oversimplification of the system of

' terest affected by port-induced traffic because it excludes inland groupage
pots where Tess-than-container Toads are stuffed or unstuffed. In addition,
‘completely excludes passengers and bulk cargoes from consideration. Also
no-mention is made of the impact of port-generated traffic on the marine
system.  Thus, if we are to fully understand the impacts of ports on urban
systems and marine systems we have to widen our system of interest to the
unds shown in Fig 1 — a framework that also highlights the relationship of
ports to the world and national economies and the need to consider conflicts
between competing ports offering duplicate facilities (cf. Forward, 1970).
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_ Within this wider system of interest urban conflicts occur between
):'the land transport system and either the port activities or activities at
the -import-export depot, {ii) port-generated traffic and the other modes —
vehicles and pedestrians, and (iii)} impactees affected by port-related land
use (i.e. port, import-export depot and connecting transport links). Variants
of these land-based conflicts also occur in the marine system {see Fig 1).

appropriate
and exports .
as a whole

propriate: ) A i - s . . .
tganisation Such conflicts are of immediate concern due to technological innovations in
2al goals ipping, altered cargo patterns, improved understanding and changed percep-

'fjons about the marine environment and agitation. As a result port-induced
conflicts are now firmly on the agenda of institutions and must be considered
in a rational manner.

cts.  Thus,
framework aimed
ichnology) by
ental quality.

_ If we are to understand the nature of port-generated traffic impacts

on urban and marine systems, develop predictive capability and improve the

nal decision we need to extend our existing channels to collect different

pes of information. It is no longer adequate to rely on aggregate statis-
cs pubTished by port authorities on the volume and composition of cargoes
ssing through ports. We need to go further and gauge the strength of each
~link in the transport chain by obtaining performance data by origin, groupage
dépot, transport link and berth. These demands suggest a scaling down of
existing port information systems and the development of new systems oriented
to monitoring the impact of port-generated traffic on the urban system to
establish thresholds for determining when unacceptable 1imits are reached.

The monitoring would include regular checks on noise and air pollution to

avoid undue reliance on custom-made recordings undertaken for particular
Environmental Impact Statements. These levels of pollution generation have

to be related in turn to changes in socio-economic indicators reflecting what
the Planning Research Centre {1974a) classifies as regional economic processes,
.Social response mechanisms and institutional interactions. The socio-economic
indicators are key variables monitoring the urban system itself.
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Fig 1 The system of interest




There is also a need to open up fresh information channels to gauge
the effect of socio-economic indicators on the marine system The Planning
pesearch Centre (1974a2 suggeststhe minimum needs in this respect involve an
appreciation of shoreline processes, flora and fauna produced, meteorological
phenomena and geochemjca1 cycles — a requirement highlighted by the impact of
“port-related reclamations on natural systems. Qur interest in this respect
-on incidents in the marine system which impinge on the urban system (e.g.
i spills and beach polTution).

The production of information alone, however, will not resolve port-
duced conflicts.  The ultimate effectiveness of the extended information
-hannels hinges on Government and port planmers becoming more fully aware of
the viewpoints of the actors from which the changes to the port's activities
“and the port's activity structure will be considered. Attention, therefore,
“hag to be centred on the expected behaviour (or plans of action) associated
with the actors engaged in the port-generated conflicts. Interest here is
confined to the task of identifying the actors and defining their usual roles
“ip.a society within which problems are not always resolvable by consensus.

ROLES

The task of identifying the actors affected by port-generated traffic
ifficult because socio-economic organisations differ in the range of
ctions they perform. A conglomerate transport company, for example, may
- be an importer-exporter, land transport operator and shipowner. This dilemma,
aused by the muttiplicity of roles, is resolved by recognising that the system
ffected by port-generated traffic consists of a number of interTocking sub-
-$ystems each revolving around the role performed by an actor at a particular
Jocation or within a bounded area. As a result the set of interrelated,

artly inconsistent, functions performed by individuals and organisations
.affected by port-generated traffic are divisible and can be allocated to one
ofisix distinctive roles: shipowner, port operator, Tand transport operator,
mporter-exporter, traveller and impactee.

An importer-exporter, therefore, with an ancillary fleet of pick-up
hd delivery vehicles would be recognised as fulfilling two roles — importer-
xporter and land transport operator. It would be possible to examine intra-
organisational conflict stemming from a company's multi-role activities but
-such a topic is beyond the interest of this paper. Also it would be feasible
to-explore the substructure of roles by examining the degree of co-operation
etween management and employees in fulfilling a role's mission (e.g. port
anagement and wharf labouvers). In addition, it would be possible to examine
:the role's organisation for lobbying Government. However, attention is con-
‘Tined here to the use of the role concept in comprehending port-generated
onflicts. Thus, fnterest is centred, with the aid of Table I, on highlight-
Ing the distinctive attributes, objectives, constraints and options of each of
he: six roles (see Rimmer, 1974, 1975) — an ideal checklist for determining
At a1l parties are represented in an Environmental Impact Statement.

The shipowner’s objective, coastal or overseas operator, is to
maximise the ship's earnings by varying the scheduling and routing
of vessels in the short-term or changing the fleet's composition

in the long-term within the constraints posed by the port operator.

The port operator's objective, whether public or private, is to
maximise throughput; periodic congestion may be overcome either
through software soTutions such as scheduling the arrival of ships
and land transport vehicles or hardware solutions such as building
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new terminals and land reclamation -— options constrained by the
- availabitity of navigable water, investment priorities and changing
community attitudes.

. The land tramsport operator's objective, road or rait, is to maxi-
mise the vehicle fleet's earnings by varying the scheduling and
routing of units in the short-term or the composition of rolling
stock in the long-term within the constraints imposed by port-
generated activities and activity structure.

The importer-exporter's objective is to minimise perceived costs in

. despatching/receiving goods by tailoring loading/unloading facilities

i to speed pick up/delivery of goods so that maximum advantage can be
taken of arrival and departure of shipping. .

Medify perception
unions, publicity

[Migration
Jlnsuiat1nn

N

{

{Lﬂbbyiﬂg, appeais to

|
I

 The traveller's objective is to move at the Teast perceived cost

i from one place to another to engage in trip-end activity — a

. journey that may be frustrated by deTays and congestion occasioned :
by port-generated rail or road traffic.

/

.. The impactee’s objective, as representative of the community at

. large, is to either minimise disruption or maximise benefits from
. port developments; a role that may be associated with Tobbying or
demonstrations to emphasise a sectional interest.

pment

We are now in a position to indicate that activity confiicts involve

port operator and shipowner, (ii) port operator and land transport

‘operator and (i11) Tand transport operator and impor ter-exporter. Vehiele

conflicts concern efther (1) shipowners and other waterborne craft or ({1}

nd transport operators and private cars and pedestrians (i.e. travellers),
I use (or activity struciuve) confliets encompass (i) port operator and

impactee, {11) importer-exporter and impactee, (iii} land transport operator

and impactee and (iv) shipowner and impactee (e.g. pollution of beaches).

A of these conflicts involve 'differing individual preferences, conflicting

cepts of equity, and conflicts about the ethics of means' (King, 1976:8).
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- The participants in these conflicts can adapt by implicitly changing
their aspirations or explicitly altering the Tocation and timing of activities,
the nature of their technical {transport)aids, or the activity structure. For
example, the effect of port developments on impactees could force them to Tower
their aspiration levels; it could also produce a change in leisure activities,
gration from the area or attempts to subvert the anticipated impact of the

w development by lobbying and appeals te trade unions.  However, none of

€ plans of action or expected behaviour associated with a specified role are

Change prices
Change facflities
Relocation

ganisation in such a way that they co-operate in initiatives to improve
Conomic efficiency or promote equity. Such a decision-making task belongs
to the political process in which Government and port planner also take part.
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GOVERNMENT AND THE PORT PLANNER

As shown in Fig 2 Government (Federal, State and Local) fulfils a dual
This embraces the allocation of resources to different sectors of the
including transport and also the establishment of operational norms
at, how, when and where) controlling port-generated traffic so that the
rticipants are sensitive to changing resources and standards for Jjudging
tvices, In fulfilling this task the Government has, according to Vickers
65:23-5), to promote a level of satisfaction, either in their own terms or
hose to whom they are accountable, while simultaneously maintaining a




FIRM INSTITUTION

Lobbying

IMPORTER-EXPORTER

GOVERMMENT

Controls/Incantives

Raw materalg

Prioritieg

A
&
° | sHirownEr
a

FACILITY COMMUNITY

Fig 2 Functional interdependencies hetween role players




UTION

IMENT

TIONTes

TY

rs

ynamic balance in a budgetary sense between other claims on scarce resources.

re the situation s out of 1ine with expressed objectives the Government
forming this satisficing-balancing role can intervene in the port-generated
onflicts.  Such intervention involves (i) varying the opportunities avail-
bte for conducting activities, (i1} changing the regulations governing the
peration of vehicles and (i11) altering the activity structure of the urban

a In controlling these variables much emphasis is placed on advice from
he port planner to decision-makers.

P

: Criticisms of traditional port planning methods have prompted sugges-
tions that the port planner should fulfil a wider role by recasting his rela-
jonship with Government and those actors affected by port-generated traffic.
It has been suggested that, as a subset of the urban planner's role, the port
planner's responsibility would be to provide information on the cost, feasi-
bility and Tmpact of port development alternatives to both decision-makers and
actors (cf. Voorhees, 1975).  Particular emphasis is placed on mutual assis-
tance between actors and the port. planner in specifying problems, alternative
‘plans and relevant evaluation issues. The function of Government in the .
revised planning process would be to take action on the basis of recommenda-
tions from role players {(which reflect their relative value positions} and
technical advice from the port planner. Where multi-level Government is
invoTved an institutional problem may have to be resolved by specifying the
functional domains of Federal and State Governments and Local Authorities {who
have most to do with accommodating the physical impacts of port developments),

It takes }ittle imagination to see that the need for a forum through
which it will be possible to explore policies of co-operation in attempting to
-resolve apparently conflicting interests could be provided by a Tand use gaming
mulation exercise developed by the Planning Research Centre {1974b}. Port
affic could be generated by interacting role players and its effect on
aggregate behaviour and the environment simuTated. It is, however, more
pertinent to take the suggested revamping of the port planner's role a step
=further by recommending a planning approach more attuned to our Tevel of under-
standing of the impact of port-generated traffic on urban and marine systems,

3. THE DESIGN OF ALTERNATIVES

There are moments of history when we simply must act, fully
knowing our ignorance of possible congequences, but to retain
our full rationality we must sustain the burden of action
without certitude, and we must always keep open the possibilicy
of recognising past errors and changing course.

Arrow (1974£:29).

_RationaTity and foresight, according to Arvow (1974:29), occasion doubt and
‘delay; so does conscience, respect for others and for distant and unforeseen
-Consequences that we may worry about. These variables are apparent in the
_Increasing time lag between the initiation and completion of major port pro-
-Jects (e.g. government decision to develop Port Botany was taken in 1969) —
the inherent danger in such delays is that port planners may select a novel
“'solution’ whose consequences are not known. These delays in implementing
.Major port developments are Tikely to be compounded by heightened uncertainty
‘tn the variables considered by port pTanners.
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As instanced by King (1976) port planners are faced with a daunting
set of imponderables.

fa) How will the overwhelming importance of the 0il industry in the port
trade be affected by escalating prices of the product in real terms,
future government policies invelving the pricing of petroleum and
other fuels, future government policy vegarding alternative energy
sources and the split between energy sources?

i

st

(b} What will be the effect on the close association between ports and
heavy industry of changes to Australia's share and control of indus-

trial development and its benefits in the Tight of government poiicies
about the regional distribution of industry?

{c) What will be the impact of the declining growth of general cargo on
urban goods movement in the light of revised population estimates,
changes in consumer demand and revised opinions as to the desirability
of current methods of moving goods within the city? '

(d) How will changes in differential subsidies to particular moaes affect
the declining importance of coastal shipping in port trade?

{e) What will be the effect of reversing the concentration of shipping
on fewer ports and making regions more self-sufficient by preventing
port operators and state governments pandering to increases in the
size of ships used in the Australian trade.

Permutations of responses to these questions would generate a range of
scenarios for investigation — a counter to the practice of only considering
the build/no-build situation and assuming that port development, once commenced
is an inflexible Tinear function. The need to adopt incremental, 'minimum
regret’ strategies in designing alternatives, is further strengthened by the
inherent uncertainties in the relationships between shipping and ports.

3.1 MINIMUM REGRET APPROACH

The incremental pilanning approach is conceived by Etzioni (1973) as
being preoccupied with the search for realisable, short range and low capital
projects as a counter to the conventional port planning approach which :
generally restricts policy options to cathaT -intensive recommendations. - In
developing alternatives attuned to a 'minimum regret’ p]ann1ng approach it is
pertinent to follow Hensher (1975) in abandoning Etzioni's short-term/long-

term dichotomy and assessing policy options in terms of their certainty of
"success'.

Under the proposed planning approach options are graded from the
relatively certain, non-capital, filexible, short-gestation period projects
through to the relatively uncertain, capital-intensive, inflexibTe, and ]ong4
gestation period projects. This grading system permits the adoptlon of a. 7
planning approach which begins at the certain end of the uncertainty- certa1nt
continuum and works towards general projects involving greater uncertainty:
The application of such a planning approach in a situation of uncertainty wil
emphasise realisable projects which make more efficient use of existing tech:
nologies and promise early improvements rather than capital investments in .
plant, equipment or technology. However, the latter options are not exc]ude
provided they meet the criterion of re?at1ve certainty.




ad with a daunting _ Such an approach is apposite for examining the key issues in major
evelopment for it provides a measure of flexibility in accordance with
ing needs. As it is difficult to obtain complete information on changing
d¢ in advance there is a high risk in allocating resources to improvements
the basis of hazy planning and implementation horizons. Much research and
avelopment is still necessary to comprehend the pattern of changing port needs
w time as part of the defermination of longer term planning objectives.
ong term changes result, according to Hensher (1975:99), from the complex
ntaractions of variations in transport activities and alterations in transport
':nfrastructure and many other influences. Once we recognise the relative
riorities in planning in a manner that permits us to make ongoing modifica-
‘tigns in accordance with changing port needs we are ready to consider policies
sivolving the impact of ports on urban systems — the task according to Wilson
-(1972:32) of goal setting (and revision}, the evaluation of alternatives,

implementation and decision.
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4. POLICY
lar modes affect -
trade?

Consider firstly a single port with one major investment project
which it wants to evaluate. From the point of view of the port
itself, this involves predicting the stream of costs and revenues
which would result from the investment and carrying out a dis-
counted cash flow analysis...If the viewpeint is to be wider,
then the flows to be considered are flows of social costs and
benefits rather than simply the port's costs and revenues...What
is more interesting is to consider the cost-benefit analysis
from the national viewpoint, where several ports are competing

for investment funds.
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Wilson (1972:38).

As polices flow from the objectives of decision-makers it is important to have
a-statement of their aims. When these objectives are known, attention can be
iven to the policy variables available to the various levels of Government.
nce the array of possible changes have been canvassed interest can be focused
n ‘the set of policy instruments available to decision-makers for effecting

tzioni {1973) as
je and Tow capital.
~pach which
ymmendations.  In-
ing approach it is"
short-term/Tong-
v certainty of

41 OBJECTIVES

The main objectives of a port impact policy are directed towards the
eduction of generalised social cost {Hicks, 1975). In this context general-
Tsed social cost incorporates both internal and external costs.

ded from the
eriod projects
exible, and long-
adoption of a
ertainty-certainty;
er uncertainty, .
T uncertainty wills
of existing tech-
investments 1in v
5 are not excluded:

i A reduction of community costs incurred in the provision and operation
of ports (by government in assuming responsibility for activities best per-
formed by a public authority) can only be achieved through a better knowledge
of internal costs. We need to know, for example, what preferences ports
enjoy in raising loans in money markets, to what extent port charges cover
costs and if they pay rates at the current market value for the land they
occupy.  Costs (and benefits) determined by this exercise should, in turn, be
distributed by actors {i.e. importer-exporter, land transport operator, ship-
Owner, traveller and resident} to gauge the project's impact on the income
distribution within an urban system already experiencing what King (1976)
describes as 'differential disequilibrium'. In other words, we need to know
what iz the exnected sncial rate nf vefurn when compared with other Australian
ports and who is advantaged or disadvantaged by the major port development.




The balance sheet of a major port development must go further and alsg
encompass external costs which include noise, air pollution and vibration
stemming from port activities, delays caused by transport to travellers,
personal and property damage and psycho-soc1a1 disturbances in individuals.

If these costs outweigh any benefits {e.g. views of ships) and are suffered by
residents without compensation they represent a subsidy from this section of

the community to the beneficiaries of port-based activities. Hence, we also
need to know who are affected {i.e

. by income group and status in househon)
Qnd to gauge these differential impacts.

If possible we should express these
impacts fn dofTar terms using such partial indicators as shadow prices (i e

real or inferred market values) and the value of travel time lost by portQ
induced congestion and, where inappropriate, in non-dollar terms. We also
need to know the costs of amelioration in total and by incidence. We then

end up with a balance sheet which indicates the nature of the external costs
and their importance to individuals.

In this way we can avoid Stretton's
{1976:221-2) charge that we talk only:

about conflicts between vehicles and pedestrians, or between
rival land uses - as if conflicts of class interest were not'
[our] business. In fact the structure of cities distributes

costs and benefits as drastically as the structure of income
does.

This baTance sheet of internal and external costs allocated by indi-
viduals will need to be continually revised because the perceptions of
fmpactees and their valuatfon of outcomes are themselves in a continual state
of flux. if

Such shifts may, for example, result in resistance to Port Botany
being mitigated by the need for jobs.

At best, the balance sheet is a means by which port p]anners can trade. |
off their desired project against competing claims for land in the vicinity of =
ports by other instrumentalities {(e.g. power station, roads, bridges and rail- '
ways). A1l of these projects may not be possible as the community has a i
limited capacity for absorbing spatial dissonance. Hence, the need to comple--i
ment the balance sheet with an information system monitoring the activities of.:
other instrumentalities -as a means of gauging community tolerance and achiev-.
ing the object of reducing generalised social cost., The possibility of |
reducing the total commitment of resources to ports and their impacts prompts
an investigation of the elements that can be controlled by decision-makers.

4.2 CONTROLLABLE ELEMERNTS

Policy-makers engaged in port developments are, according to
Higerstrand {1974}, able to alter the wariable constraints in the decision-. .
making environment {see Rimmer and Hicks, 1977). Such constraints comprise -
the hierarchy of activities, vehicles and activity structure, which is
reflected in the three types of conflicts. In the short-term vehicle types .
and the activity structure are fixed and the policy-maker 1is only able to
alter the scheduling and routing of activities. However , this important .
option is often neglected by those wishing to ameliorate the impact of exist--
ing port-induced activities. In the medium-term the policy-maker can alter ..
the vehicle mix and bring about & switch in mode by, for example, increasing. :
the carrying capacity of the railway for moving containers and banning their..
movement by road transport. In the long-term the policy-maker is aiso able -
to make substantial changes to the activity structure by changing the nature
of ports and transport links to effect, for instance, the development of _
container depots at suburban locations to disperse the impact of a major port
davelonment involving container movements. Policy changes involve a
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In general, however, the policies that take Jonger to implement are
Tess easy to control (unless bureaucrats are determined to make them into self-
o FiT1ing prophEC1e§); such an observation prompts a review of the policy
instruments that decision-makers have at their disposal for making more
smediately realisable changes.

43 POLICY INSTRUMENTS

Six main policy instruments are available to decision-makers for

" financial involving either disincentives or incentives/compensation?,

S, 0r between
rest were nor
38 distributesg
ire of ipcome

ﬂIreguZatiOns that cover land use zoning, traffic control, vehicle design,
noise and air poliution, )

ingtitutional which could include either a two-tier port authority or
public ownership,

s allocated by indi-
perceptions of

N a continual state
tance to Port Botany

mitigating action using, for example, insulation such as double glazing,
procedures such as scheduling, and
':f) planning involving such strategies as port specialisation.
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hese instruments will rarely involve a reduction in all elements of social
osts simultaneously. There must always be a compromise in which increases

n certain costs will be accepted to get an overall reduction in costs (Hicks,
-1975). Such trade-offs illustrate the basic nature of the various conflicts
which have to be resolved by government policy.

bR In resolving the differing conflicts it can be assumed that each role
player is capable of assessing his needs and capabilities and taking action to
achieve these objectives. At least, there can be no doubt that each actor
tries 1o do so.  The system in operation is the combined result of their
efforts. Only by the greatest coincidence will these unco-ordinated efforts
~result in a port system which is desirable from the wider community viewpoint.
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o It is this omnipresent conflict of interests and activities which

- presents the major government policy problem. Virtually whatever action the
- Government takes, some actor perceives his own interests to be harmed. There
:: is an obvious temptation for Government te minimise its involvement. Yet,

- without further knowledge, we cannot be sure of how many areas there are in

- whi¢h government activity would yield useful results.

- 2 Compensation should be used to ensure that low income, blue collar house-
holds — the principal sufferers of port developments — are adequately
reimbursed by those creating the negative externalities. Such compensa-
tion should dissuade some instrumentalities from choosing the least line of
resistance in locating their activities in such areas in preference to more

volatile higher income areas.




A start to resolving some of the complex issyes stemming from the
f maj pments involves the development of 2 two-tier
ith a new central authority ang the existing port authoritiag
as indicated py Wilson (1972:47).

Such 3 Procedure would have to be augmented hy mergin
With internpa) Costs and benefits {see Butlin, 1976:93),

5.__THE AGENDA

in terms of confliets
neither the port planners nor

urban/mar ine systems. Instead, the study has focused
basic ingredients of d planning framewor k — the systenm
of alternatives and policy. Having achieved this objec
hess is no longer warranted and the framework myst be te
situations by others,

A primary constraint on undertaking such a task ig raised by Rendel &
Partners (1976:19) who, in the Course of studying the interaction between ports:
and yrban systems, found that -

the subject. ..
scope of most

peripheral relevance ag
in the Australian context,

They go on to fecommend a program of research directed to real applications
and oriented towards the development of cal solutions and management
policies (Rendel & Partners, 1976:20-26) This includes:
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nterest, design
' continued aloof-
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» be of
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applications
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ne conversion of a port and urban system interaction checklist,
‘dentified in the course of the study, into an operational guide for
rt and urban planners;

detailed study of the impacts of port operations on an urban community
in order to reduce them through the modification of port planning

“processes;

he establishment of a hierarchy of industries requiring port area
geations for use by planning authorities in the allocation of land
nd in providing for flexibility in port development;

the quantification of the effects of container systems on the urban
nvironment through the use of case studies to provide guidelines on
<locational and operational criteria for container terminals and
“decentralised depots;

Y the observation and analysis of the processes by which port develop-
ments interact with urban systems before and during a period of major
. change to provide an understanding of the processes involved and
resulting impacts, an indication of the associated threshold levels

o of port activity, and an assessment of the viability of various port
. development planning policies in reducing fmpacts; and

. investigation of the scope of a national approach to port impacts
reduction by determining the extent to which the Tandbridge concept
- can mitigate such impacts compared with the costs of modification
required to the physical infrastructure.

“u.  The need for such a program of research was confirmed at a recent
seminar on the subject of ports and urban systems organised by the Common-
ealth Department of Enviromnment, Housing and Community Development {DEHCD)

n co-operation with the Commonwealth Department of Transport (DOT) at which
shipowners, port operators, Tand transport operators, importers and exporters,
Government (Federal, State and Local)}, port planners and community groups were
“represented.

_ Other constraints to the testing of the planning framework presented
‘have also been jdentified. It has already been stressed that the efficacy of
‘government policy instruments that can be applied to port-generated conflict
situations has yet to be demonstrated, and the range of such instruments

s remains to be established. The fundamental reguirement for developing infor-
~‘mation systems oriented to monitoring the impact of port-yenerated traffic on
i the urban system has also been highTighted.

gy Finally, King {1976) has emphasised the need (i} to examine the

- assumptions underlying port planning, and {ii) to undertake a comparative
canalysis directed to gauging the impact of port-generated traffic on urban

- systems.  The first proposal involves assumptions about such significant
p1anning parameters as energy use and technology, distribution and control of
industrial development, levels and forms of future consumption, attitudes to
 transport subsidies, and centralisation or decentralisation; such a study

“- Would enable a broader range of port development options than currently avail-
able to be examined before decisions are taken The second proposal is for a
comparative analysis of Melbourne (and Westernport) and Sydney {and Port
Botany), two areas which would allow us to examine what Butlin {1976:95}) terms:




the aggregate effects on the enviromment and to project

some of the characteristics of the fofwl enviromment arising
from Port development that will induce major manufacturing,
distribution, transport and storage expansion, together with
increases in shipping, rail and road transport movements

While King goes on to suggest that bothk of these studies could usefully gener-
ate Green Papers for discussion by States and participants in the port system
the main thrust of research should be directed at the second proposal

Given that a research program into the interaction of ports and urban
systems is reguired, i1t is necessary to determine the context within which it
should be framed. Rendel & Partners {(1976:14, 187) suggest that:

the causal forces at work (in the port and urban systems inter-

action process) have a much greater spatial extent that

the
localised effect.

It follows that solultions or strategies to
lessen or control impacts must recognise the nature and spatial
extent of the various systems and linkages which lead to urbam

area impacts...[Thus] local strategies which do not take account
of the role of ports in regional and national systems are not

likely to be successful, and soclutions will be of a regional or
natignal nature.

They go on to discuss three possible strategies. One is illustrated
by Perth where industrial and transportation planning has been integrated in
the total context of the urban and regional system. Another regional
strategy demanding the same degree of planning co-ordination is the Western-
port case where additional port facilities are deveioped remote from the
metropoiitan areas of the major cities. A national strategy suggested is the
landbridge concept which fnvolves the centraiisation of cargo on a single
terminal port {2.g. Fremantle) and the use of rail to distribute and collect
freight to and from other centres {see Bureau of Transport Economics, 1975)

The view that port development should be evaluated in a regionail and
national context was also stressed at the DEHCB/DOT Seminar into the inter-
action between ports and urban systems.  Such a process will ensure that
port planning takes account of impacts on both the nature of land use and the
guality of 1ife in the immediate hinterland. This implies that assessments

of port investments and functions must be made in the context of urban,
regional and national development policies. -

The research task outlined and the approach proposed raises the -
guestion of institutional responsibilities. Clearly, this is a very sensi-- :
tive issue both within and between governments and is 1ikely te remain so. o
The need for a national perspective in port planning and development has been
articulated by Bird (1968 228-34) and others sirice. That the Commonwealth 0

Government has a role in this area is beyond doubt following the verdict of the
High Court confirming the validity of the Seas and Submerged Lande Aet 1973;
this view is bolstered by the Report of the Botamy Bay Port and Envivowment
Inguiry (Pariiament of New South Wales, 1977:80-1, 141-2, 144).  The defini-
tion of the Commonwealth Government's role is a thorny problem although the
framework of 'co-operative federalism' provides an appropriate context for
resolution {see Sawer, 1975:7134)}. One would hope that an element of this

role would be national assistance ~— of & professional as much as a financial
kind — in the development of information systems to monitor port-urban/marine
system interactions. Equally important is the recognition that other actors
have significant parts to play in reducing the impacts of port developments on
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