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The Irish Exporters Association (IEA) perspective. 

The IEA’s primary mission is to articulate and represent the needs of its members all of 

whom are involved in exporting from the island of Ireland. The members of the IEA account 

for over 70% of all exported goods and services from Ireland, but they also account for over 

50% of all import volumes into Ireland.   

The IEA approach to the Consultation Process. 

The IEA has consulted widely with its membership on matters raised in the Review 

document issued by the Department of Transport as it had done also in preparing its 

response to the recent Department of Transport “New Transport Strategy 2011-2013” 

document. 

 

Introduction 

The recession has far less damaging than anticipated by most exporters. The ports 
sector managed to maintain the vast majority of its shipping services, and exporters were 
benefited from the  lower transport costs and better services for both imports as well as 
exports arising from the strong competition for market share, as total volumes for shipping 
declined . 

However, there are long-term trends in the Irish shipping and ports structure which have  
persisted for sometime  and these will pose the bigger threat to the ports sector over the 
next decade if not tackled . These trends are worth analysing from the point of view of 
positioning of Irish ports to meet the challenges of  adequate funding for port development  
and the most suitable  governance structure on an all-island basis  

The major international  trends which the IEA perceive to be  affecting Ireland, its exports, its 
imports and its ports are: 

 

Trend One: - The shift to Asia of a vast range of manufactured goods facilities. 

Europe is now China’s largest commercial partner with €300 billion in trade last year (25% 

ahead of trade with USA). 

However, China and Asia generally still only account for approximately  10% of exports and 

imports.  But the trend  is and will accelerate to greater trade with Asia. The impact on this 

trend will  be seen  in demand for larger vessels  and greater demand for specific  ports 

services to support the larger  ocean carriers . Short-sea shipping companies and  Irish ports 

will be affected . The Department of Transport must allow for this trend and it’s impact 

when devising a new Port Policy.  
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Trend Two: - Distribution centres for the European markets will replace 

manufacturing units  as key drivers of International Trade and the associated  freight 

transport requirements. 

              European distribution hubs have been rapidly growing in importance  as key nodes 

in the supply chain between US and Asia suppliers and the EU 27 and Asia. These 

distribution hubs will be attracted  to locations where integrated sea, road and air facilities 

are efficient. But also will be attracted to locations where a green foot-print exists  and 

where  customs, port  and trade systems operate highly efficiently. 

Ireland has been loosing out in the creation of these European Distributors Hubs and Ports 

and logistics operators need to collaborate to address the emerging opportunities . 

 

           Trend Three: - Environmental concerns and the EC’s  Europe 2020 strategy, will 

impact on transport routes and modes of freight movements. 

           For many years, all airplanes that fly in the EU skies were made responsible for the 

pollution of the air and paid their dues . Despite the fact that the Carbon tax had been 

planned  for both air and sea transport, shipping firms have so far escaped the burden The 

European Commission are very vocal  in their insistence that  long term investment - notably 

in knowledge- based  industries, low carbon emission projects and infrastructure projects – 

is crucial to meet the objectives of Europe 2020 strategy.Any new port policy must take this 
trend to green technology and carbon emission compliance  into account. 

The overarching guiding principles that the IEA recommend  to the Department when 
reviewing Port Policy to ensure future generations of exporters and importers are effectively 
and efficiently serviced in a sustainable manner is to ensure  support is given to the  creation 
of  world class Irish  ports capable of meeting the requirements of the 21st century. This may 
mean the concentration of  investment and  support services  into a limited number of ports , 
rather than spread limited resources thinly across a wide range of ports. 

 

IEA Responses to the questions raised. 

The Association has reviewed the specific questions detailed in the Ports Policy Review Consultation 

Document that relate to the achievement of the IEA goals. We hope that this approach will facilitate 

the Department in its appraisal of the  Development of Irish Ports sector. 
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Q.1. Are Irish Ports in a position to address the challenges created by the rapidly changing 

environment in which they operate?  

A.1. Irish Ports have broadly succeeded in meeting the needs of Exporters since the 

establishment of the current ports Governance model in 1995.The IEA were active in the 

creation of the new Governance model , and the IEA president at the time acted as the 

chairman of the industry committee. 

In looking forward , the Department are to be commended in their search to review current 

port policy and question whether Irish ports are positioned to address the challenges ahead. 

The  Irish and global economy has changed significantly since the establishment of the Port 

companies , and despite satisfactory changes made back in 1995 and again some two years 

ago , there is need for further change . The IEA have outlined the major challenges facing 

the export sector and the  associated  challenges facing the port sector. 

The State Owned port sector can meet the challenges , but must be assisted by; 

• Clearer Governance statement  to  support the maximum potential of the export 

sector in it’s hinterland  to expand competitively. 

• Supporting Policy guidelines to enable each port to reach a critical mass to ensure 

competitive services for the local industry. 

• Clearer guidelines on sale of port assets/ joint ventures with the private sector / 

return on private sector investment 

• Development of policy to encourage Internationalisation  

• Green tech/ clean tech support guidelines for port infrastructure  

Q.2.Is the current Port governance model and legislative and regulatory framework within 

which ports operate appropriate or does it require further development in some areas? 

A.2. In the interests of rational regional development, Ports should be enabled to co-

operate to economically appropriate levels without the need to await specific enabling 

legislation. 

Q.3. Should increased private ownership and investment in ports, either in terms of service 

delivery, partnerships or outright ownership be encouraged, and, if so, how can this be 

done? 

A.3.The IEA would have a concern about any development that would result in private 

monopoly situations either within ports or in ownership and control of ports that would 

raise costs and/or diminish services faced by Exporters. If Government were to pursue a 



5 

 

‘privatisation’ agenda then a Regulatory Body would required so as to ensure that the 

national interest was fully protected. 

 

 

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

A.4. It is not clear that this is required. What is important is that Ports, whatever their 

location on the island of Ireland should be free to compete with one another to provide the 

most efficient conduit for goods moving on and off the island. 

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

developments? 

A.5. The  Foreshore Licensing system is urgently in need of revision. The IEA expressed its 

concerns in some considerable detail to the way in which the recent “Dublin Gateway” 

decision was reached. What was crucially missing from the An Bord Pleanala document was 

a clear understanding of the future national need for one or more Ports that are capable of 

handling modern deeper and longer vessels than those currently in use of services to 

Ireland. These matters require urgent re-visiting. The IEA agrees with the Department’s 

assertion that the Foreshore licensing system needs fundamental review and integration 

with the Strategic Infrastructure Planning process. 

 

Q.6. How can an integrated transport policy between maritime transport and other 

transport modes be further improved? 

A.6. The IEA actively supports the development of rail freight connections into maritime  

terminals through which there is significant cargo flow. However, for rail to compete 

effectively with road transport on a wide scale an  incentive structure  will be required 

similar to  the type of financial incentives utilised across Europe .  The extensive investment 

in the  Roads Development programmes have materially improved the efficiency of access 

for cargo using that the road mode, to both sea and airports.  However, for an effective 

regional transport policy allowing the integration of all the ports , sea and air , across the 

island , national infrastructure planning must be central to all industrial trade policy .In 

addition, an integrated communications transport policy   initiated   by the Dept of 

Transport  by  promoting a  further upgrade of IT connections between Terminal operators, 

Shipping lines and hauliers could significantly improve the potential to selected the best  

multi-modal options   and reduce wasted time for hauliers ,  ship owners , and ports , as well 

as reducing costs to exporters  and  improve the national carbon footprint. 
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Q.7. Is the current policy of encouraging port companies to develop capacity projects 

independently appropriate to ensure future demand is met? 

A.7. In the  current  rigorous funding environment it is unlikely that ports will be able to 

develop projects to meet the capacity requirements  demanded  by the end of  the next 

decade. Advance funding ahead of the income stream to support the investment is 

essential. The Department will have to address this issue in an open minded way , and not 

be blinkered by the current state of Exchequer finances. 

 

Q.8 .Is further action required to plan for specialist niche requirements, such as offshore 

wind? If so, what actions are envisaged? 

A.8. The IEA supports the active development of the Port industry so as to enable the 

Economies on the island of Ireland to fully exploit new business opportunities. In this 

connection the Association welcomes the initiative through Sustainable Energy Ireland to 

work with the IMDO to develop a policy for Port facilities that will support the dynamic 

growth of the Irish Offshore Wind sector – though this should also incorporate all other 

renewable energy sources, the exploitation of Fish Farms and the economic importation of 

bio fuels.  Where a clear case is made for a specific investment, the state Agencies should 

take an active share in that development. The IEA is concerned lest specific developments 

are directed to specific Ports for reasons other than good National economics and/or 

integration with other Port facilities that will make a more viable package. 

 

Q.9. How could the development of a Port Master-planning process be facilitated in 

Ireland? What benefits could arise from such a process? 

A.9. This issued was discussed at length in the IEA submission for the New Transport 

Strategy 2011 – 2013 9 (section #4). The IMDO should be resourced so as enable it to play a 

key role in the Master planning process. 

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

A.10. The IEA supports an active study process carried out as a core function of a 

considerably strengthened IMDO.  The planning process should be similar to that adopted in 

Asian economies in which the horizon is up to 50 years. 

Q.11. How can detailed Origin and Destination Studies be developed that both respect 

commercial sensitivity and provide useful indicators as to current and future freight 

movements to and from our ports? 
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A.11. The IEA does not see this as a huge problem. The IMDO “Maritime Transport 

Economist” series has developed into a useful base document while much could easily be 

done with the Ports and an improved series of statistics via the CSO. Again, all of this should 

be under the management of the IMDO. 

 

Q.12. How can Ports contribute to the delivery of the Smarter Travel Agenda? 

 

 A.12. The recent “Ash Cloud” problems showed clearly the vulnerability of the island of 

Ireland to disruption in air travel and the use of air freight. Whilst ferry companies actively 

promote their services to their markets in a targeted way there is scope for Ports to support 

these efforts by ensuring that their own promotions compliment the ferry operators’ 

initiatives. More emphasis on the ease of connections from linked ports such as Holyhead, 

Fishguard, Pembroke and Cherbourg which could emphasise the speed of access to onward 

destinations would be desirable. The growth in Foot Passenger business throughout 2010, 

apart from the ash related traffic, is testament to the increased attractiveness of this mode 

of travel as airlines continue to reduce capacity and increase prices. Scheduled coach 

businesses, such as ‘Eurolines’ are now growing as they can aggressively market their 

products to their core base of budget travellers, along with Tourism markets, in the 

knowledge that capacity and frequency have never been better. In addition, there is also 

scope for Ports to support the ferry operators in their development of express freight traffic 

which is now a staple as the nature of volume and transit requirements continue to change. 

   Port websites setting out the main public transport connections from that Port with links 

to the partner ports for services, could be a useful low-cost start. The recent Dublin Port 

poster campaign for passenger traffic is also a useful example of what can be done. 

  

 

Q.13. How can greater use of rail freight to and from our seaports be encouraged? What 

measures to encourage such usage could be introduced? 

A.13. The IEA actively drives the IEA Rail Freight group. A major focus of this Group as also of 

EU Transport policies is to facilitate the active use of rail freight to move freight in and out 

of major Ports. Waterford is already rail connected while work is underway to install 

connectivity to the Dublin Port Quays. Projects such as the re-development of the line from 

Foynes Port to Limerick and into the overall network are clearly vital to the sustainable 

development of Foynes Port, a uniquely deep water port and well suited to handling of large 

vessels with bulk cargoes.  The cost of appropriate road development to service any new 

traffics would be far greater than that for rail, leaving to one side the environmental 

benefits of the use of rail. It may be necessary for a State Agency to actively support and co-

fund such a development using Grant Aid mechanisms already in use in the UK and 

elsewhere in EU.  Usage of Rail freight by exporters could be encouraged through a short 
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term incentivisation scheme that would enable the rail Freight service operators to run – 

say- daily intermodal services on main trunk routes and divert traffic from road. 

 

 

 

Q.14.Should Rail Freight facilities be planned and developed at strategic ports, i.e. ports 

handling very large volumes of bulk and container traffic? If so, how should such facilities 

be realised? 

A.14. The Department  should encourage, and facilitate, the re-use of redundant rail 

connections and facilities by new rail operators. Also any study of the economics of rail 

freight should take into account  the existence of non-port related traffic. The sharing of 

infrastructure and running equipment such as locos etc. could mean that volumes of either 

Bulk or Intermodal traffic need not be very high. Thus, a daily container service would have 

a weekly round trip capacity of approx. 360 TEU, less than one sixth of the capacity of a 

single container feeder vessel. 

 

 

Q.15. Should policy measures be introduced to encourage greater use of domestic sea 

transport? If so, what measures could be introduced? 

A.15 The potential traffic for such services is limited due to the relatively short coastline of 

Ireland.  However, a number of Lo-Lo services do make multiple calls at Irish ports on 

services from the Continent. The incentives needed to develop such services relate to both 

cost reduction(  relating to Terminal, Pilotage and other Port costs)  and equally  important, 

documentation simplification.  This latter matter is under consideration as part of EU Short 

sea promotion policy framework and strong Irish input is required there. The IEA are the 

Irish trade partner, and Nautical Enterprise Centre in Cork as the research partner  ,in the EU 

funded review programme of the Short Sea Shipping Promotion centres (PROPS), and has 

made strong recommendations on policy measures for greater use of SHORT SEA SHIPPING. 

The IEA can make these studies available to the Department. The cost reduction issue relate 

to Terminal, Pilotage and other Port costs.  

 

Q.16. In the context of EU transport policy, how could greater use of short sea shipping 

between different countries be encouraged? 

A.16. Besides the comment made at A15 above , the IEA are of the opinion  that  due to its 

island location Ireland has much to gain from actively supporting greater use of the sea 
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freight mode of transport around the EU 27.  EU policies that drive down bureaucratic costs 

inherent in use of the  Lift On Lift Off( LO-LO)sea shipping mode  should help the 

Competitiveness of Irish exports. However, the Port size restrictions (see A.5 above) will 

adversely impact on Ireland’s potential to use the most economical vessels. The Dept must 

ensure it’s new Policy   addresses the issue. 

 

Q.17. Are there any further measures that could be taken to improve connectivity for both 

passengers and freight with mainland Europe? 

A.17. There is growing demand by the EC and global  environmental bodies to drive down 

the CO 2 emission rates from freight transport . Ireland has recently committed to new CO 2 

reduction targets, as have all other EU countries. A particular exposure for Ireland is the 

high use of the UK landbridge to access continental Europe , which will undoubtedly put 

Irish hauliers  under pressure by way of Green Toll taxes, with consequent added costs to 

exporters.   

Hence ,  there is a strategic need to ensure the development of direct routes into  mainland 

Europe for both RO-RO and LO-LO movement of freight. 

Rosslare port , the second largest RO RO port in the country , offers the shortest sea route 

to mainland Europe , and as such should be supported for development further   as a key 

strategic route capable of handling the growing volume of larger ships , and positioned to 

attract mainland Europe shipping lines.  

 

Q. 18. Are the funding mechanisms available to the port companies sufficient to ensure 

adequate and efficient port capacity? 

A.18. The funding of Port companies must be reviewed , to ensure they are in a position to 

meet the capital funding requirements to stay efficient and capable  supporting the  latest 

vessels and of meeting  EU directive requirements .The competitiveness of many local 

exporters will depend on the ability of their local port and it’s infrastructure of terminals, 

shipping lines fright forwarders and road hauliers. 

In reviewing the ports funding capability now and into the future , cognisance must  taken of 

current income , value of port assets and their need to support the maritime activities of the 

port , as well as their current profitability .Ports who cannot ensure sufficient retained 

earnings to fund capital development must be assisted centrally by the Dept. 

In the current constrained economic circumstances , as satisfactory solution may be to assist 

ports to access EU funding for certain project developments . 
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The recent analysis by Forfas of the Port sector funding  demonstrates the magnitude of the 

challenge.  

Table 1: Mapping of State-Owned Enterprises, 2008 Annual Accounts 

  

Company Staff Turnover 

€ 

Profit/ 

Loss (after 

tax) € 

Dividends  

(Subsidies

) € 

Net Debt 

€ 

Value of 

non-current 

assets € 

Dublin Port 

Company 

166 70,597,00

0 

23,499,00

0 

5,108,000 -

33,655,00

0 

274,902,00

0 

Port of 

Cork 

Company 

126 26,295,91

1 

3,340,732 0  95,499,560 

Port of 

Waterford 

52 12,234,55

5 

3,002,260   47,519,049 

Dun 

Laoghaire 

Port 

42 10,974,74

2 

3,842,696 0 -

6,801,353 

67,739,768 

Shannon 

Foynes 

Port 

48 10,877,36

8 

938,682  -

16,691,13

3 

51,411,496 

Galway 

Port 

18 4,347,455 452,024 0 -595,411 12,571,519 

Drogheba 

Port 

16 2,463,451 -190,644 0  24,322,623 

New Ross 

Port 

Company  

10 1,338,072 135,577 0 -

1,729,129 

10,779,914 

Dundalk 

Port 

16 1,231,970 -576,493 0  5,478,565 

Wicklow 

Port 

3 231,547 -34,581 0  1,632,508 
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Source: FORFAS The Role of State owned Enterprises: Providing  Infrastructure and 

Supporting Economic Recovery (July 2010) 

 

 

Q.19. Is further action required at national level to ensure the port sector is capable of 

attracting sufficient funding, in particular private sector development? 

A.19 In the IEA view the major requirement here is “certainty” concerning policy and the 

timely ability of planned port developments to secure the necessary planning and related 

permissions to facilitate them. 

Q, 20. Does available evidence indicate that the current market is sufficiently competitive 

and, if not, what measures could be taken to help rectify this? 

A.20.  The current port Company structure, together with competitive Ports in Northern 

Ireland  currently ensure that the Port marketplace is highly competitive.   

Q.21.Should formal benchmarking of ports performances be introduced and, if so, what 

would this entail? How could commercial sensitivity be safeguarded? 

A.21 the IMDO could carry out such work and, due to the extremely competitive nature of 

the shipping industry it is likely that sufficient information on the main efficiency headings 

could be gleaned from regular interviews with the Shipping Lines and Terminal operators as 

well as with the Ports themselves. IMDO could structure the discussions so as to avoid 

commercial sensitivities. 

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

companies? 

A.22 Port Company expenditure that involves duplication of equipment such as Dredgers 

etc. with other Ports should be avoided by closer cooperation. Tourism related joint 

campaigns should be encouraged – Cruise Liner calls etc. - and joint promotion of passenger 

services 

Q.23. Is there a case for amalgamation of some ports in light of issues such as the 

economic climate and recent enhancement of the road network? 

A.23. The IEA would support the amalgamation of ports in a locality based on the 

achievement of greater operational and cost efficiencies for exporters in the region.  Such 
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amalgamations could allow the re-development of ‘redundant’ facilities for leisure, fishing 

or other income generating activities. This would ensure optimal use of resources. 

 

 

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

A.24. the IEA does not have the detailed knowledge to have a strong view on this. 

Q. 25 to 28 – Corporate Governance. 

A. 25 to 28. The IEA does not have a strong view on these matters which are internal to the 

Port Companies. 

Q.29.what changes are required to facilitate the future development of Rosslare Port?   

A.29. It is unclear to the IEA as to whether or not there is a need for change in the corporate 

structure of Rosslare Port. However, it is clear to the Association that the Port needs to be 

actively developed so as to be able to handle modern, larger ships supporting the economy 

of the South East and providing some competition for Dublin port, while also providing an 

alternative landing point in Ireland in the event of  disruption at Dublin. 

 

Q.30. what measures should be taken to expedite the transfer of those remaining 

(regional) harbours, whilst remaining cognisant of the process provided for in the 

Harbours Acts? 

A. 30.It is unclear from the documentation as to what is the role of fishery harbours 

including Killybegs and others in the whole Port capacity planning process. The IEA feels that 

these should be reviewed and that the development potential of each one identified. It is 

unclear that the transfer of any harbours back to Local Authority control will achieve any 

savings or rationalise Port provision. 

____________________________________________-- 

  

 END 


