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Currency

Country ' Average Exchange Ralq
Argentina Argenting Peso ¥l Us$1.00
Australia Austratian Dollar AS10 US$7.45
Belgivm :Belgiuni Franc BIL100 US$3.39
Brazil Real RS1 US$1.03
Canada _Cém'adiafl Doklar cs10 | US$7.36
Chile Chilean Peso Ch$1.000 US$2.38

" Hong Kong Hong Kong Dollar HK$10 US$1.29
Indonesia Rupiah Rp.10,000 US$4.31
Italy Lira Lit.10,000 Us$6.26
Japan Yen ¥100 Uis$0.97
Korea Won W.1,000 Us$1.29
Mataysia Ringgit RM.10 Us$3.90
Mexico Mexican Peso N§10 US$1.33

' Singapore Singapoie Dollar $$10 - US$7.09
South Africa Rando R.10 Us$2.73

" Above exchange rate figures were calculated from the actual purchascs of the currencies
-made by the Study Team members during the visits to those countries edncemed

in the period between June 1995 through March 1996.
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Summary and Recommendations

The i issue on transporl unprovemems consists of two sub-issues: Container
(ransportation systems development; The devclopmem of trunk routes between Argentina
and Brazil/Chile, both of which are essential to support industrial development and trade

promotion in Argentina,

Concerning the first issue in the above on Container Transportation Systems
Development, the study focuses on assessing what is needed to modemize existing -
facilities, better container handling _operations and managcment, upgraded ihformation
flow, and methods for financing their development, which are basic measures for trade
promotion, particularly with East Asian markets. The study refers to the experiences of
East Asian and Pacific ports, which are now vigorously pursuing the new concept' of the
roles of ports in the 21st century and leading the world's trend of containerization.

On the second issue, related to the Development of Trunk Routes between _
Argcntma and Brazil/Chile, Ihc study assesses the requirements for unprovemems to lhe _
transport mfrastmc{ure and better transport services and analyzes various transport _
dcvelopmcnl issues. The development of Argentina - Brazil/Chile trunk routes will create
transcontinental corridors connecling the MERCOSUR countrics along them and both the
‘Atlantic *md Pacific oceans, and will open up new ccononnc opporiumnes for countncs
‘and regxons along those routes. The sludy refers to the experlences of coordinated
transport system improvements in the Europe'm Union, which devised the Connnon
Transpont Policy, cross-border controls and cabotagn, opcratlons and dcvclopcd common
land lransport networks. Thcy will be good precedents for prepamlg the common : |
transpoit’ pol:cy for MERCOSUR countries.

1. Development of Container Transportation Systems Issues

.1 Issues

Since ihe bcgmnmg of the 1960'5 contamcrs have broughl about l‘undamcnml
changes in the international economy trade, partlcul'\rly in the concept, dcmgn function,.
and activities of world transport systems, including the shipping industry 'md_ poits.
Before 1h{3 introduction of container lranspoﬂalioh sysleins, the port was a pl:icé o
conduct fixed activitics limited to the functions of loading and untoading cargoes.
Containerized (rans'porlélion systems were immediately recognized as the most effective
- and efficient cargo handling system. They were expanded all over the world (o support
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-global economics and growlh through international cargo tradc offermg quick and umuzed _
' dehvcry '

“The port changed its concept and function to perform a wnder variety of
‘operations. In addition to the traditional role of loading and unloading cargo, the port
experienced a closer relattonship with transport and business partners, functioning as the
"dynamic knots” within the intemational production and distribution network. Activities
and services were spcc:ahzcd and mlegrated including industrial, commerc&al
environmental, administrative, and logistic services. Ports arc considered to be the cores
of regtonal deve]opment The leading porls in Asian couniries, Europe, and USA have
vngorously promoted the provision of these serviees9Tnot only the trans-shipment of
cargo, but also information supply services and mlegrated intermodal transport services to
deliver cargoes from the origin to the final destination.

Since Argentina has traditionally exported bulk commaodities such as the
agricultural producls of wheat, maize, €tc., to the European and North American markets
~ along the Atlantic Ocean, the ports of Argentina have been mainly built along the Parana
- and the La Plata rivers, with producuon areas connected to the Alianuc Ocean !hrough
rclauve}y shallow and narrow navigable waterways This situation has obstructed the -
development of container transportation systems.

" However, in order to develop and promoté trade with East Asia as a new market,
| ll’ is essential that Argentina develop the infrastructure and software ncccssary for
‘containerized ransport systems of sca and land, and realize the following advanlagcs of

containerized lransport to the national economy and mdustncs
- Time- -saving and convepnience by umlzzed cargo delivery offcrmg door-to- door
service;
- Minimized sea and land cost for long distance transportallon
- Minimized damages and loss of cargoes during transport between the origin and
" thé destination. '

1.2 ‘Trend of World and Regional Containerization

(1) Increasing trend in world container fraffic

The volume of container traffic on a globai scale reachéd more than 100 raillion
TEUs (twenty-fool container equivalent units) in 1992 through ’150 portsin the world
and it continues to be rapldly in¢reasing. This trend towards a rapld increase of -
containerized transportation has been lcd by the Asian region. Since Asian cconoinies are
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situated in the archipelago, sea lr’ansporlalion is an essential and indispensable means of
comnumicalioh. Singapore, Hong Kong, Taiwan, and Malaysia are all geogeaphically
located at the trans-shipinent points of key regional focations along the intemational
shipping r'qutcs. The traffic volume from/to the Asian region represented 60% of the
global container traffic vohime in the year 1993-1994. Of world's top 10 ports handling
containers, 6 are located in Asia.

(2) Trend towards changes in container ship size

- 'The size of ships operating through the main international shipping routes, such as
Japan/North America and Japan/Europe; have golten bigger, The post-Panamax type (40-
50,000 DWT carrying 4,500 to 5,00 TEUs) became the average size and the predeminant
type of container ships along these routes. The previously engaged smaller ships of the
20-30,000 DWT class were transferred to serve as feeder and secondary routes, The ship
companies plan to procure bigger ships to carry a large volume of containers with a
minimum number of trips, to cut down on the sea transportation cost.

Along the Japan/South Anierica route, if port facilitics are apccplablc for container
carrying vessels largcr' than 2,500 to 3,000 TEUs, shipping companies would like to put
these vessels in service to lhe'Port of Santos or other main ports in this region. But the |
present traffic congestion at Santos, due to the poor port opcrauon and mefﬁcxcm
services, prohibits shipping companies from putting their prel‘cm,d size container ShlpS in
this port, The port facilities and channel and quays:dc depth at Buenos Aires cannol
acconunodate vessels of this size. ' ' '

1

' (3) Requ'ire;d fa'\ci.liliés for the :mlodefni'zéd:‘conlainér' térininéli

A modernized container terminal intending to handle 1.5 to 2.0 million containcts
per year should be equipped with the following facilities:

- The port have sufficient depth of the access channel and alongside of the wh:uf
w:lh calm wave conclmons o accommodale full oceangoing contaimr shlps The :
major container (crmlnals in the world have a water depthof -13 1o 14m (39 {t.to -
42 {1.) to accommodate Panamax- -type container ships. ‘Some have a greater water

| depth in anticipation of receiving Supcr Panamax class ships. .

- The wharf length should have sufficient length to berth full oceangoing container
ships (generally the tength of the wharf is 350m, minimum 250 to 300m).

- - There should be sufficient areas directly behind the wharf to store containers.

- Gcneréily‘ the area required is a length of 400 to 500im behind the wharf.
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- The gantry cranes should be instatled on the apron of the wharf, il'simlly 2-3
cranés for each becth, suppoiting transtainers (3 - 4 units per oti¢ gantry ctane),
straddle careiers or forklifts in the container yard with 25 - 40 tons éapacity; and a
number of trailer chassis for transporting containers.

- The tenninal should be equipped with facilities for lighting the yard operation,
clectrical outlets for reefer containers, a mechanical workshop to repair dammaged
container boxes, equipment and a computer information systeni at the tnick gate,
an administrative control buitding, and a contah'e‘r frefghl station (CFS).

- To support a smooth and efficient terminal operation, there should be land area
equivalent to the conlainer yard for cohélrh'cling access foads to the main pubiic

- roads, and a depot for stockihg the containers. : '

1.3 Re(juiréd Scheme for 'Deveiopment of Containerized
Transportation through Argentine Ports

(1) Forecast of container traffic demands through Argentina

'The port of Bucnos Aires handled 540,000 TEUs of containers in 1994, which is
moré than 97% of the total container volume in the country and a 54% increase over the
last two years' total. According to the Study Teamy's forccasl of container volumes to be
- handled through Asgentine potts, a totat of 966,000 TEUs of containers will need to be
handled in the year 2000, 1,355,000 TEUs in 2005, and 1,730.000 TEUs in 2010.

i (2 ) Required scale of Argentine container terminal

* Tn order to meet Ihc fuluu conlainer traffic demands lhroughout Argentma the
ab;hly to accommodate the larger-snzed container ships is required. The shlppmg
companics presently connecting Asia with Argentine want to engage larger full container
- ships. They are currently providing for semi container ships operating between Latin
America and Asia averaging 20-30,000 DWT, and have to arrange for a suilable size and

“type of ship depending on the physical constraints of the terminals of call. Théy want the
major ports of Latin American countries, like Santos, Buenos Aires, and Valpataiso,
equipped with deeper dnfls in the access channe} and quaywall and larger handlmg cranes
to 1ccommodatc the hrger -sized full container ships.

(3) Required schemes for developing containerized transportation

Based on the Study Team's forecast of container volunies to be handled at
Argentine ports as stated above, and the shipping companies’ requests to intzoduce full
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containet ships to the Latin America/Asia routes, i111pf0ving the cusrent container
terminals at Buenos Aires ports is essential and of the highest priority. The following
developmient schemes should be considered sequentially to meet the demands of
containerized (ransportation in Argentina:

1) The optimum utilization of existing facilitics at Buenos Aires port as a start
towards further development of the current container terminals.

2) The development of container terminals at other ports in Argentina {other
than Buenos Aires), such as Bahia Blanca, Quequen, aind Rosario poss.

3)  The development of a new secondary port or artificial off-shore island
terminal.

4) Optimmli utilization of cxisting facilitics of Buenos Aires Porl

According to the above demands forecast we estimate that the port will receive
about 1.2 million containers by 2005. The maximum possible container héndling
capaciiy, under the present arrangement of the terminal facilities operatéd by five private
companies, is about 1.2 million containers, provided that the following measuies are
conducted as the first step toward improving the current conditions at Buenos Aires port:

- Utilization of railway facilities for inlang (ransportation of containers;
- ‘Modemization of comamer-handlmg equipment and nnprovement in handling
efficiency; ‘ -
'~ Integrated terminal arca development by land reclamation, and
- improverents to the infomialion flow system

1.4 . Measures to Improve the Qunllty of Port Serv;ce l‘m
Container Transport in Argentina

(1)  Review of current plans for Bl_wnos Aires pert development

The terminal operations at Buenos:)\ires port are hﬁndicapped under physical

" restrictions and constraints, such as! (1 f\hallow draft of the access ch'mnel basms |
around picrs and atongside the depth of the berths (2) narrow access chantiel width to the
north and narrow basin in front of each berth of the north and south termmals, a_nd 3)
limited land area for stockyards and future éxpanéion limited by the power p!a'nt' facility,
grain silos, railway mar‘shalting yards in the middle of the stock yard, old maritime
authority buildings in the north and oil tanks and slnp repair dock in the south. The
terminal area is divided into many concessions rather than together in an integrated
terminal arca. The previous land use plan of the port area must be reviewed; an updated
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and integrated plan wiih an impicmentation program must b'e'prcp'ired which includes
'{cchmcally JllSllﬁCd mclhods for uhhzmg the rcmaimng part of the land available to the
port.

(2) Conducting nationwide containerization study

The Buenos Aires port's conainer handling capacity will be saturated in the near
future unless further physical developments are undertaken soon. The major ports in
neighboring countries have already begun to develop 'contéi'hcr terminals with deep drafts
and some of them are equipped with watetfront facilitics and handling equipment to
accommodate Panamax and post-Panamax container carriers (40-50,000 DWT with drafts
of 11-¥2m) to meet the global containerization trend. Considering the cargo transport
situation and the user demands, we suggest conducling a "Nationwide Containerization
study" and establishing a long-term master ﬁlan for nationwide container teriinals
development,

(3) In'troducing the port sales coneept

We rccommendcd that the Argentine port management expand the concept of poit
sales which introduce port-based business opporlunmes to poit users and private
~ investors by providing information and publications on the port. Estabhshmg the concept |
of port sales will help port management's knowledge regarding the quality and
tcomp{)silion of the port facilities, invite future business opportunities, and subsequently
Epf‘oxilote necessary i=nfra$lntcttlrc de\;fclomncnt. The port will be able to encbumgc private
investors who have s.frorig and growing \#ishés to participate in port-related activities,
‘which will furthef encourage rcglonal economic activities for lhe remote areas of the port.
The first slep in promoling the concept of port sales is Lo prov:de adequate mformanon
and publxcahons about port statistics and data on the facilities and services available to
port users. These publications and statistic data will be useful to port administration in -
devéloping new port clienls as i@'eii as markel rescarch.

S (4) 'Upgradin'g the quality of port services as the third generation port

Based on the UNCTAD classification of port development stages in three genérations,
Buenos Aires and other major ports in Argentina are funclionihg as the trans-shipments of
cargo for export and import and can be classified as a second generation level port. In
order to develop these ports into third generation ports and meet the demands of port
users, it is essential to develop not only the port infrastructure 97by deepening the channel
and constructing deeper draft berths but also the land transportation network, especially
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the railway system. The pott is required to cooperate and coexist with the city's cconomic
and social activitiés while attracting people from the cily and surrounding regions. For
these purposes, a third gencration port must have convention centers, hotels, and other
types of accommodation facilities, business centers, shopping centers, restaurants, and
waterfront recreational centers for people from the city and surrounding regions.

(5) ‘Development of a secondary container port and/or deep sea port

Considering thé physical constraits of the port of Buenos Aires and the Study
Team's forecast of the number of containers to be handled in Argenting, under the present -
arcangement the port will be saturated by 2005. To face this situation, possible alternative -
policy measures are: (1) to develop container terminals at the poits of Bahia Blanca and/or
Quequen and/or Rosario as secondary container port(s) to Buenos Aires; (2) to use the
deep sea container ports of neighboring countries such as the ports of Santos or Seputiba
or Rio Grande or Montevideo; and (3) to develop a deep draft sea port through an actificial
off-shore istand port on the Atlantic coast. Since pott development takes time and the year
- 2005 is not in the distant future, the government's decision to proceed with an alternative
measure should be made soon.

2. DéVelopmeﬁt of Trunk Routes between Argentina and Brazil/Chile

2.1 Neh‘vo.rk

- Since the start ol' MERCOSUR, the volume of trade betwcen member coun(rics is
increasing rapidly along with the lrafﬂc volumes between them, pamcutarly those
~ between Argentina and Brazul in both dlrecuons T h:s increase is observcd not only in -
marine traffic volumes but also, and more acutcly, in land teaffic. T his i mcreasmg {rcnd in
land traffic volumes belwcen Argcntma and Brazil will continiie further as the cconoriic f
links grow between the two countrics. However, the land transport infrastructure across
the border from the two countries is presently restricted to the Paso de los Libres -
Uruguayana rail and road bridge (one lane for eftch dircction) and is experiencing acute .
capacity shortage. '

The Argentine mland ruglons along the Andes mountams repn,scnt hmntauons to
the economic potentials, becausc of the long distance to the domestic markets and poits
for export. The rcccntly amprovecl diplomatic and economic relationships between
Argcmma and Chile has w:dened the development potentials of the long-awaited surface
lnks bétween both countries across the Andes, which will open up direct access to the
Pacific 97not only for the Argentine regions along the Andes but also for other regions of
: Afgentma and neighbormg countries, including Bolma. Paraguay, Brazﬂ. and Unuguay.
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The existing network connecling Argentina and Brazil/Chile consists of the
following three trunk routes (from the Pacific to the Atlantic):

(1) Northern corridor -

- Iguique/Arica/Antofagasta - Pasos de Jama/Sico/Socompa - juj_uylSalta - (Natiorial
Route 16/Belgrano Railway) - Resistencia - Conicnlé_slPo:sadas - Paso de los
Libres - Uruguaiaia - Porto Alegre/Rio Grande - Curitiba/Parahagua - Sao Paulo

(2} Central Corridor

Valparaiso/San Antonio - Santiago - Paso Cristo Redentor - Mendoza -

)] (National Route 7/BAP Railway) Buenos Aires - Montevideo

2) Cordoba - Santa Fe Parana - Paso de los Libres - Uruguaian'a - Porto
© Alegre/Rio Grande - Curitiba/Paranagua - Sao Paulo

(3) Southern Corridor

o Concepcion'(Talcahuanbfolher ports) - Victoria - Paso dé Pino Hachado
* -Zapala/Néeuquen - (National Route 22/Ferrosur Roca) - Bahia Blanca/Quequen

2.2 Characteristics of Each Corridor

, (1) 'Northern Con_‘ri(l;)r'

- The Northérn Corridor will secure the surface link to Chilean ports at the Pacific
coast and open up the development poteatials of agricullufe. niining; and other productive
- seclors in the North Western Region of Argentina. The Corridor will also serve as
© Brazil's altémalive access route to the Paciﬁc, which will be impoﬂém for the southern
-~ states of Brazil and as an allernative route to sea ports for Bolivian and Paraguayan
cxlemal teade.

The present s{atc of thc transport infraslructure for Argcnuna -Chile, lmks is not yet
sufl ficient, but upgradmg the roads which do’ not experience much snowf*\ll and are
passable almost all year and the construction of bridges connecting the two countics
should be completed by the end of 1996. However, the poris in Nosthern Chile require
substantial upgndmg or new construction in order to serve as r:,hable facilities for
external trade with other countries.
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- The Belgrano Railway Line connectmg Salta and Antoﬁgash via Socompa is
underutilized because of limited traffic demand. The capacity of the line is also limited by
its obsolete facilities and rolling stocks, which receive insufficient maintenance. In
addition, the Belgeano Railway and the Mesopotamico Railway are not directly connected,
scparated by the Parana River at the Resistencia/Barranqueras - Corricutes section.

The existing link between Argentina and Brazil on the Northern Corridor is roufed
southward to the Paso de los Libres -- Uruguayana Bridge because there is no other
bridge over the Unuguay River connecting the two countries. The planned construction of
the Santo Tome - Sao Borja Bridge will relieve the present congestion of traffic at the
Paso de los Libres - Urunguayana Bridge. The Paso de los Libres - Umguayana Bridge

~ alone is not sufficient to handle the increasing Argentina - Brazi! land traffic and,
therefore, the planned project isbe cconomically justificd.

(2) Central Corridor

The Cenitral Corsidor, which passes through Paso de Cristo Redentor and directly
connects the economic centers of both countries, handles more than 80% of the Argentine
- Chile border crossing traffic and trade by land transport. However, the Paso is
unreliable due to closures caused by winter snowfall. The length of closure is differcnt
each year according (o the volume of snowfall; in 1994 it was u]nvaﬂablc for 12
consecutive days, but in 1995 has caused minimal problcms '

Comparmg Valparaiso with San Antomo pons in Chllc. lhe latter has mose
developmem potenuals for handling comﬂmcr.s, although lhc existing facilitics of boih
potts are insufficient to handle the p0551bly large-scale cxport of Argentine products
through Chilean ports.

There is a tunnel project at a low-altitude site; however, the prcsenl traffic volume .
would not Jusnfy the huge investment for its construcuon Some alternative mcasurx,s -
must be sought, such as cons{ructmg roofs aver snow-covered sccuons of road, whuch is
much cheaper than tunnel construction. '

Presently, almost all tand traffic between Argéxltina and B.razil'passes.a'cross'lhe
Paso de los Libres - Uruguayana Bridge. The capacity of the bridge, whichis a two-lane
road and rait bridge, is 100 near saturation to increase the road traffic. For cargoes
- originating from and going to Brazil through Rosario do not have a direct land link to the
city. The Rosario -Victoria Bridge Conslmcuon Project will serve that purpose. '
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“The planned construction of Bucnos Aires -, Colonia Bridge will eleviate not only
the traffic between Argentina and Uruguay bit also between Argenting and Brazil. The
construction of the bridge may create the possibility of using the Montevideo port of
Uruguay and Rio Grande port of Brazil for Argentine cargoes in the future when the
Buenos Aires port is saturated.

(3) Southern Corridor

The region atong the Southern Corridor is rich in oil, gas, agriculture, and tourisin
resources on the Argentine side and fbrcslty, fishing, and tourism resources on the
Chilean side. The Southern Corridor connects the Pacific and the Atlantic by the shortest
distance among the three corridors, witha possibilily of road and rail connection, and is
also connected to Pampa Humeda and Buenos Aires by road and rait from Bahih Blanca.
Both ends of the Corridor are served by deep sea ports.

Thfz Chilean ports near Concepeion, maludmg Taleahuano, San Vucntc and
Lirquen will need substantial improvements before Inndhng a possibly large quantity of
Argentine export/impor cargoes in the fulure. Thiey have the development poteatial for
handling them.

*The Chilean side of Paso de Pino Hachado is not improved yet and preséntly,
during snowfall season, the Paso is closed for 'tbom four months. The Argenting s'idc of
_lhc Paso is wdl devdoped and only the final 10 ki is not yet paved, bul is passable lo
the border atl }'L(ll' Further down to the south, P'uso (‘1rdun'l Zamon, is passable all year
'bcca:usc road m:_un_lmancu during the snowfall season is regularly conducted at both sides
of the border.

There is a rail link project idea between Zapala (Argentina) and Lonquimay
(Chile), the remaining unconnected seciion is only 170 ki on both sides of the border.
The Argentine side has started construction of its first 14 ki section from Zapafa.

‘Chile is not interested in the connection from the Pacific to the Atlantic, but rather
' the southern connection of Chilean tereitory passing through Paso Cacdenal Zamore,

. going south through National Route 40 of Argentina, and passing Pasos Coihﬁiquc,
Huemules, and Integracion Austral to Panta Arenas. -

10
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Policy: Mcasures For Possible Future Expansion of Traffic
Between Avgentina and Brazil/Chite

The three corridors have individual objectives and functions, and each corridor
should be considercd as an independent route rather than an alternative route to the
others. Therefore, all three corvidors should be developed, at least in the medium

~and long-term perspective.

The three cotridors are presently considered fo be infrastructure development
projects. They should instead be considered from a regional development
standpoint, ander the new economic opportunities resulting from the
establishment of MERCOSUR, as a gateway (o the Pacific for Argentina and to
the Atlantic for Chile. A "Comprehensive Regional Development Study” shoutd
be conducted for cach region along the three corridors prior to assessing the
feasibility of a specific mode of transportation. The study should cover the

following items:

- Development potentials of agdcultural, industiial, mining, forestry,
tourism and other sectors; _

- Analysis of the potential domestic and international markets of these
sectors. o

When iniplemcnlcd the following three bridge p‘rojccts'.will relieve c.ﬁisling and .
future bottlenecks in transportation within lhe MERCOSUR countries: -
Rosario - Victoria bndgc

Santo Tome - _S’l_O Borja

Colonia - Buenos Aires

Since the lack of consistent and updated information on reliable ll‘aﬁspb:1 facilities
and data on MERCOSUR countries has made the planning of future iraﬁspmt
nelwork difﬁcuh. a "MERCOSUR Transport Study” should be implemented as
SO0 a8 posmbh, The study should cover not only the MLRCO‘BUR Lounims but
also other ncnghbonng countries suchas Chile, Bolivia and Peru.

The upgrading of cargo trans-shipment facilitics from cail 16 rail of different
guages, from rail to road, and at ports is urgently required. They should be better

laid out and operational procedures should also be improved. Since an extensive

railway network has alrcady been constructed in the MERCOSUR countries, it

“should be exploited.
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(6)

‘The experiences of the EU with a smooth cross-border traffic system and

regulatory process would provide some insight. Particulaily, following issues are
impaoitant:

- EU's Comunon Transport Policy, which wull be a usefut guideline for the
preparation of Mercosur Convmon Fransport Policy;

- EU’s Trans-Tluropean Transport Network, which supgests the designation of
Mercosur Trunk Roules; and

- BU’s development of Combined 'Tr'anSpon System. Among various
'lllLln'lll\c systems, (he modernization of container lr'mspoﬂ sysluns would
have the highest priority in Argeatina and Mercosur.
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Introduction

“Since Argentina has an extensive land area and the locational distribution of
produciion and consumption centers all over the country, the supply of an efficient
transpoit service is vital to the dC\-'clopmcul'of cconomy. The transportation costs to
different origins and dcslmanons of cargoes are dominant factors (o the economic growth
potentials of cach region. Accoulmg to "La Politica det Sector Tmmpom hup:uui by
the Secretariat omenspon Ministry of Econoimy and Public Works, the transport sector
is estimated to have the sizable shares of 5.19% of total GDP and 34 % share of energy
consumption.

However, the transport sector has 50 far made light of its importance for quite a
long period until the end of 1980's. This caused the deterioration of both transport
infrastriuctures and quality of services. The seclor's dcvclopmcnt had been hindered by
burcaucratic procadurcs and various direct and indirect subsidies, which damaged the
competitiveness of the sector. The m’umgcmml of teanspoit systeins were centralized and
opemln,d by qmle~owncd enterpr |sa,s For mepic the Argentine Railways (Ferrocary iles
| Argentinos; FA), which had the monopoly i in radl transport service and ran anctwork of
35,000 kilometers of track lengths, had ot able to meet the needs of users and faced the
decrease in aumly Tevel sinee 1960's and an operational deficit of 845 milkion doflars at a
peai-. in 1988.

The pn,scnt government took the gcncral polu,y of cwnnmu, (iLnglllalIOII and .
 directed the liberalization of the out ol date controls-and luglslauons since 1989. In order
to recover the wmpclllm,mss and raise the pmduchvny of activitics of those state- owned
enterprises, the govunment streamlined and pr] ivatlized lhcm dcruguhk d the obsolete
controls and regulations, which hindered an efficient operation of those enterprises, and -

decentralized some of rail and port activities to provincial authorities.

Further sumu!ahon to the transport su:tor was made by Mercosui. Since the
signing of the Asuncion Tre aty on 26th march 199! the pnpamuon for an mlegmtu.]
transport system of Mercosur has commenced and the Worki ng Sub- Group Number 3 on
Land Transport adopts the Mercosur Resolution No.8/92, the Rpgulauon of Trafiic and
Road Safety” in 1992. The official hn of Mercosur since Ist January 1995 fusther
accclerated this process.
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However, there are still rooms for further improvemenis of transpont
infeastructures and operation of transport services when the comparison is made with the
current practices in most developed systems of the world.

The Phasc 2 of the present Study consists of two sub-issucs:

1) Container transporiation systeins development: and

2) The development of trunk routes between Argentina and Brazil/Chile,
both of which being éssenlidl o ‘;uppdﬂ industeial development and trade pro’nmlion in
Arg;nhm the first sub-i issuc being, required to make further dwdopmcm in comparison
with the ongoing cantainer handling systems in the world, and the sccond sub-issue
being needed more concerted development effoits of Mercosur member cotntries and,
possibly, of Chile in oukr o matunlm, the best results of cconomic integration in
Southern South Amcnm

Concerning the firstissue in the above on "Container Tr'ansporlmion Systems

- Developinent”, the study focuses on the assessment of needs for the modcrnizat_ioh of

- existing facilities, better conthiner htmglling; operations and management, upgraded nieans
of information flows, and methods of financing their development, which are basic
measures for the trade promolibu Ipanicufnrly with East Asian nmrkclts._ The study refers
o lhc.cxpcricnccs of Easl Asian :md Pacific ports, which are now vigorously pursuing
the new concept on roles of ports in 21l centory and léadin’g the wend of conlainerizalion
i l_hc world. | | ‘

On the sc:,ond issuc u,hled o I)c,\'dopnknt of Tr unk Routcs between Argentina
and anl/Chxic" the s(udy a';scsscs uquuumms for tmmpon mﬁaslruuum
nnpmvcmmls and better lmnspori 8¢ rvucs  and 'uml}J ses: v'mous lr'mspoﬂ dwdupmenl
issues. The dwdopment of .f\lg:.nnna Brazil/Chile irunk rountes will n,aha, trans-
conlmcnhl corridors connecting Mercosur counirics along them and oceans of both the
Allfmtu, and the Pacific. They will open up new cconomic Oppcmumms for countrics and
mglons 1long those routes. T he study refers to the ucpcncmus of coordiml:.d lmnspon
"systems nnpmvumnts in lhc Fmopcan Union, which has devised the Comuion '
-Tr‘mspou Poh:,y, r:ased Cross- bordcr u)nirols promoted Lomblmd transport opcr*mons
'md ploposcd trans-European transport. nclworks They will be good pree cedents to
pre p;m, the LOII]II]OI!:II_HIISPOH policy for Mc [COSUr countrics.
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1.1 Introduction

1.1.1 B‘a(::k'gm'und of the Study

(1) The necessity for container transpottation study

As seen from the Figure VIi-1-1-1, the Argcnnm, porl counts as one in 50
: Tocatmns spread out along 3,500 km of sed shore and 2,000 km of navigable waterways.
“The annual totat lmfﬁc volume handlcd (hrough these ports ranged from 75 to 80 million
‘tons, mdudmg liquid cargoes out of which 90 % of these cirgocs were handled through
‘the comparatively important ports like Bucnos Aires, Bahia Blanca, Quequen, Rosarion,
‘Santa Fe, La Plata, Mal del Plata, Ushuaia. Table V3il-t-1-1 and 2 show the cargo
vélumc excluding liquid cargoes handled through the poit of Argentina from 1990 1o
1993.

Table VII-i-1-1 Export Volume rhmugh Major Porls of Argettina, From 1990 (o 1391
{Unil: (ons)

.Nome of Port _ 1990 1991 1992 of 1993
BahiaBlanca. .| . 4211340 . - 4286908 - 5,416,280 6,251,260
Barranqueras : ~13sgef o g8l o 184381 1569)
Buenos Aires 5,800,711 4,190473| . 2,945,444 3,462,058
Campana 994484  1L,150.571) 10567201 . 1.167,301
C.Rivadavia 496,829 378080 1,028,285 791,761
C. del Uruguay A48 C 326,504 494800 .  L33L210
Deseado, Pl | 48,080 SS,048) 4733 - 496,496
[Diamante .- 191,650 156,522 329,322] _ 264240
| Formosa 150} N " 91,754 - 72,191
La Plata o T3A64200) 2.534,652] 0 3,145186) - . 2,8694%7

Madoyn Po. . 249080 - - 203,728] 193.054] - - 266,638
[ Mar del Plata _ . 148,730 o 2s5050s) - 26193 - . 167,702
| Quequen © 2,990,662 3,159,124} 340935 1t 2,665,124
- |Rosario - | 3380996 o 383401) 4845453 0L 4,491,335
“|San Antonio Este 320,611 . 282,5181 C 393,393 360,409
Sanlorenzo 9763411 11,848,734 12899911 12210248
San Nicolas ' 22372411 1,948,894 LhM2an o sosaTt
San Pedro © - 331,034 621,7714] 184,306 338,711
Santa Cruz N 519 S 1,548 5476 anni
Sante Fe - o 19.418) 172769 _ 130,003] - 217,961
Rio Gallegos - 420,057 i 242,306 . 218,754 272157
Rio Grande ) 170,275 293781 - 332364 910,823
V. Constitucion ~1,027,173 869,824] 562,001 - 459,556
Ushuaia__ 3N 414 17,382 24,966 50,302
TOTAL - 26,817,304 36,841,030 - 39,960,918 38,848,843

Source:’ INDEC
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Tabje VII-t-1-2  Export Volume 'lhrough Major Poris of Argenlma,

From 1990 to 1993 .

" (Uniy;

1ons)
. Name of Port 1990 1991 1952 1993
Bahia Blanca 42,981 ' 50,332 110,077 160,064
Bamanqueras 254200 2,488 . 309381 20,872
BuenosAires | 1,098885} 2.583.867) - 4.365,782 5,266,253
Campana 880,152 8371327 655,696 767,674
¢, rivadavia 4,678 1,837 4,164 4,050
C. del Uruguay ] .8 3,047 - 2972
‘| Deseado, Pto 1,850 1,343 1197 2,114
Diamante N i L : ‘ e
Formyosa N e e :
La Plata 127,543 122,167 . 526,187 199,534
Madryn Pro. 227,501 369,353] 272,877 321522
Mardel Plata " 814 5410 e 14,443
| Quequen _ 21482 24,783 99,402 113,776
Rosatio _1240s] 42,347 224,898 143,136
San Antonio Esle Y . | ] 1303 .0
San Lorenzo 80,264 61,371 15,561 116,202
San Nicolas 2,384,098] 1,712,356 3440132 3,152,758
SanPedra . s k1 267 735] 1,704
Sarita Cruz 369 202 4 1,697
Sante Fe B _an '8,039] 19002 18067
[Rio Gailegos | ~ 0 o 0] 4610 - 6078
Rio Grande 8,959 12,809 28,232 . 28,743
v. Constitution 934,630| LI28] 821,281 981,262
Ushuaia 12,498| 21,286 49,158 54,140
TOTAL 5,865,045 6,868,720 10,746,333 11,383,060
Sovrce: INDEC

Argentina have used to export agricultural products and import industiial products

- with European, North Am'cn“can and neighbbring’ countries,

}lowwcr lhc govcrmnenl have set the econoinic policy to develop and proniote

cxport and impost trades with Asian countrics ° as a new mmku, and gurcmt; the

cconoimic suslainability. In order to accclerate the lradc with Asian colintrics, it will be

- essential lo develop the necessary infrasteuctures for containerized system of sea and land

lmnspoﬂatlons and 10 promote the following advantages and benefits of containerized

transport to the national economic and industrics level.

- Unitized cargo delivery by door-to-door service,

- Mmumze the cost of sea and fand transpoit for longer distance

- Minimize damages and loses of cargoes between origin and destination

Since the beginning of 1960's the international 'sea transportation began to

containerize. Cargoes nowad'\ys are generally transported by containers on the global

scale.
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The containerized transportation system have been extended to all comersof the
continents of the world to further enhance the global economic activitics and growth of
international carge trade in large unitized and quick delivery seivicés. It has developed
~and been recognized as the most effective and efficicni international mode of transport
system.

The current trends of containcrization in the global sea transpoit is found as

follows:

- The 'ship size becomes :biggcr to 50,000 DWT with :dccpci_' draft (-14m depth
alongside berth and whar{ length per one berth of 300~350 m) are built.

- - The cargo h‘aﬁdling équipment becomes larger with bigger lifting capacity and faster
rate in handling operation. :

- Information system have developed to faster service and communicated on line to all
over the world.

~ However (he infrastructures to cope with such containérized transpostation system
in Argentina has just begun at the port of Buenos Aires.

(2) Restructuring Argentine ports system

‘The privatization and deregulation programs of the port and harbor sector \yefc B
 implemented in 1993 by the Decree 817 “Ports Law" passed in 1992 with the objective of
improving the operative conditions of the plt.ll’ll‘iCS ruduung OPLT‘\lIﬂg costs and make
pou services more efficient and support service more ﬂCleIL P

In pursuant to Dccn.c 8171’92 some u.lcvanl labor, opu‘\uon and mmngumnl
deregulatory measures were mlroduccd \‘-’]'IIIL some obsolete mguhuons which caused
port operating costs artificially expensive and well over international levels, were
removed. -

Due to the 1992 Port Active Law, 1992 the Argumnc port qyslcm has hun
ch’mgcd as follows;

‘There are 64 public ports, and 22 private owned terminals. The management
responsibility Of 59 comparalive small scale. pouts were transferred or in the process ‘of
being transferred to the provinces government contsol. The cargo handling operation of
selected wharves of some ports wércgivén to the private companies on contract basis.

17
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- S strategically important ports (Buenos Aircs, Bahia Blanca, Quequen, Rosario,
Santa Fe) were formed into independent pott authority of non-state private basis, that
would be responsible of the managerinent and development of cach respective port.

These authorities were organized by the representatives of all those private sectors

interested in the port activities including the provinee and municipatity.

The decentralization of the national port system was implemented during the same
process of privatization since 1993 so that the strategic ports:could become sufficiently
autonomous to provide an efficient operation and 0 conduct a rational productive and self
sufficient management system. This policy has been complemented by the transference of
all the ports administered by the Ceatral Government Institution (o the corresponding
provinces, with the exception of the poit of Buenos Aires, which remaln under the
administrative jurisdiction of the Central Government,

The other ports are being transferred to their respective municipalities as follows:

The ports of Baradero, Ramallo, Carmen de Patagones and Olivos will be
transferred to their respective municipalitics. San Isidro will be privaliz_ei as well as the
ports of San Nicolas, Zarate, Campana, Olivos, San Isidro, Tigre, La Plata and Mar del
" Plata and the provincial government will only be respons'iblc' for external auditing.

'1.1.2  Issues Discussed in the Report

(l) Study flow

~The Study had been conducted in the following flow chart Figure VII-1-1-2. Each
subject at the respective stage of the activity is explained af the relevant chapter and
sections in this report as indicated in the rectangufar frame.

- For contributing to improve the coritainerized transportation system in Argentina
under the lranSfcrl‘cd_sl'agc of porl opérzilioxi aid management, the study tcam had
conducted reconnaissance survey to observe existing conditions of container
transportation at Buenos Aires Port and other major ports in Argentina including
container terminals development at major ports of neighboring countries. The study team
also visited major poits of the teade route of shipinent between Asian and Latin Amierican
regions for comparing the situation of container terminals.
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‘Figure DIL-1-1-1 |
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Figure VH-1-1-2 Study Flow Chart

i1 Background and necéssily of
containen zod Transportation Study

- Nevessity of Conlainerization Study
- Restructuring of Argentine Port System

1.3 Trend of Glohal Containcrired
Transportation and trends of development of
containcr terminat facilitics of

neighbor countries {(Brazit, Chile, Uruguay)

- Traffic volume in the workd, Asian and
Pacific regions

- Teeminat facilitics

- Handling equipment

- Ship sise

- Conucept of modern containes terminal and
treads of development thereof

122 Anmalysis of present conditivins of
Buenos Aires, Dock Surand
other main ports

- Part Operation

- Conlainerisod Transport

- Intermodal Transport

- Privatization of Port Opesalion
- Container Teeminal Facilities
- Navigable Watcrway

- Chonnc Dredging

- Marilime Conlsol for Safety

Navigution

Y

1.2.6 fdentify issues to be impraved
for development of containerization
al Bucnas Aires pord

- Physical fostriction and conslriction
- Possible capacity of conlaincr
handling

1.4.1 Trallic Dcm&nd Forecast of
Containes Handlings a1 2016

- Worldwide
- Latia region
- Argenline |

1.4.2 Reguired Schemes for Development
ol Container Tenminal at Argentine ports

- Imimediate scheme
- Shart sod Tong i scheme

1.4'3 Referende cdse fromother countries for
intcgrated container tenninal devehoprent,
utitization of railwoy fnr mtcmmdal
USA cale ! ‘

-2 South Africa case

- Singapore case

- Malaysia case

- Japancase

2.4.4 For financial arrangement of sich
development

L USA vase -

- Japan case

Y

1.4.5 Asimmediate scheme for Development
of contaider lenminal

- Optimun utilization of existing
facititics a1 Bucons Adres port

- Railway Facilitics as intermodal
Leanspoit

- Integrated derminal arca (}L\dﬁpm(‘nl
al Bucnos Adres port

- Suggestion for improventent of

Maritime Control_

- Short {erm measures
Institutional development of porl service
Upgrading the quality of pocl service

- Long term measures

1.5 As short and long tcrm moasures fnr dc\ciopnmm of containerized transportation in Ar;,cmma

Secondary port development besides the Buenos Aires port
Container terminal development at Bahia Blanca, Quequen, Rosario porls
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‘Figure VlI-I—lE-%'shoxvq the main shipping routes connecting Asian and Latin

American countrics. ‘Main poits referred to in this report arc those whcn, the siudy team:

visited (o collect rdevant data and mformatmn for llu, study.

Bascd on the findings, the study team l)l‘oi'idc the useful examples and opinions

of the following highlightcd points for guidance to the future course of the container

terminal developrinent of Argentina.

- How far the infrastructurc of container terminal have been dwclopui in porls of

Asian countries, USA, nughbor.coun!ncs and ports located on the main shipping

“routés connecting between Asian countries aind Latin American countiics,

- How the financial requirements arc arranged for the development project

implementation from the case of USA, Japan.

- How the railway is utilized as intermodal irané;)di't for comtainer transpoit from the
case of South Afiica, USA.
- The measures of containerized transportation to be developed in Argentina.

The following main issues in relalion with container transportation system are

discussed in this report.

(2)

a.

Issues discussed in the report

The existing condition of the container terminal facilities, equipment and other
supporting facilitics in Argeinting porl mainly through the sea transportation and
its related mode of transport, like navigable waterway and railway. The existing’

- conditions of channel dredging, Hidrovia project and maritime control, which are
* related to the container transportation by sea.

lmpads to port service by privatization,

“Estimation of the pmmblc capauly of container h'mdlmg at thic Bucnos Aires port

under the present condition of the facilities arrangement utilization and physical
constraints.

. “Trends of containerization transport in the world, particulaly in Asia and Pacilic
‘region, regarding the scale of container (erminal supporting facilities, cargo
‘handlingc(;uhnnchl, size of container ships, and information flow system.
‘The concept of modern container terminal facilities and trends of development
thercof in the world,

- The current progress of container terminal developmient in the neighboring

countrics.
The taffic demands forecast of container haudlmg lhrough the wortd sea
lmnspmt and to the Argentina aunmg at yeftr 2010. '
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h: The required sehemes for developrient of container terminals in Argeatin to micet
such demands. For immcdiatc‘séhemc; optimum utilization of available facilitics
at Buenos Aires Port for integrated lcr:minal arca developinent.

i. Theexamples of financial arrangement for the project impluncnmﬁnn of the other
ports in Asia, USA, ctc.

§.  Short and long terin- measurces for improvement of post services and operation
through the Argenting ports.

k. Institutional dév'clopmcm_and upgrading the qualily of port service and secondary
port devclbpmént_ for coittainer transportation beside the Buenos Aires port.

23
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1.2 Present Situation of Port Operation and
- Container ’l‘ranspmtalion in Argenlina
1.2.1 Profite of Port and Harbor as lnanspm tation Sector
of Argentina

(t) Profile of poﬁ élld harbor sector

In pursu'am with the pmvi'sio:_ls of Dccié{: N(S!'_HQQ; lhé Hew org"anizat-ipn for
ports coordination was implemented in 1993 by cs_'lab'li_sh.ing sub secretariate of Port and
Navigabte for coordination and supervision of {5 main provincial and autonomy ports
under the Secretary of Transportation, the Ministry of Economy and Public Works and
Service. The Administration General de Puertos (AGP) will be reorganized and renamed
as Sociedao Administradora Pucrto Buenos Aires to be responsible of the management of
the Buenos Aires port and Concocium de Puerto Argentina (CPA) for coordinating all the
provincial poxts development planning relative (o technical and administrative aspects.

The sea transportation sector has been deregulated in 1992 and these measures
*include as follows;
- The dissolution of AGP and the decentralization of port administration
- The establishiment of legal regime for private poits _
' "The deregulation of port operation and the dissolution of previous respective labor
'“tgree:mnls - ‘
- The privatization of mrgo handling 'md slomgc opt.ratlons w:thln a competitive
‘ fmmcwork throu gh com.cssnons _
. Fhe derogutanon of pilotage and low:@gc
- The deregulation of sca and river transpout.

“ Since Buenos Aires port is the gateway port of the Argenting and had handled
- about 97% of total container Lommg to the Argentina, the improvement of the Buenos
Airés port is considered |mporl’m| issue in the development of costainerized
transportation in Argcnlma._ln this section it is focused on the present situation of
conlainer haﬁdling opcr:ition'iliclluding the possibilil)} of intcrmodal transport through
Buenos Aires port and other major ports for handling containers.
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1.2.2  Buenos Airces Port
(1) Character and function of the poit service

The port of Bticnos Aires is located about 250 km west from the mouth of the La
Plata River and considerced the gate of the capital city of the conntry. The port have been
developed to function as transshipment port for handling export and import cargoes.

The import cargoes are distributed to industry and agroindustey located within the
radius of 40 ks from the post. Thc export cargoes are also collected from these areas by
railway and trucks and loaded to vessels through Buenas Aires Port.

Specially regarding container traffic, the port have handled nearly 97% of tolal
national traffic. Under such traltic flows and demands the road and ratlways have been
developed to connect from the Buenos Aires to different corners of the countries.

The traffic volume in 1993 was .11 million tons of which some 1.45 million -
tons are general cargo, 1.824 mil ton of liquid bulk, 1.433 mil of solid bulk cargo and
3.398 m:lllon ton of containerized cargo which has been growing mpldly and had -
handled 448.219 TEUs in 1993 (246.665 of inpot, 189,340 of export 1!1(] 12,205 of
transit).

Buenos Alrés pon with its 20 to 30fl dr'\fl of bmhmg hultucs lS lhu hrgcst
gunml cargo and container poit in Argmlum o . o '

To strcamline administration and cnnoumge puvah, sauor mvcslmcnl in lhe port
opt,ranon ‘the porl ‘of Buenos Aires has been divided mto three mdupzndcnl areas,
namely as fo!lows (as shown Frgun, ViI-1 2 ). Such division has been nndu on lhy
basis of geographical and jurisdictional features and to cnhance compeiitiveness among
these ports.

a. Pucﬂo Nuevo; In 1992, the Government decided that this port be 1d|mn|stralcd
by an mdcpcndent Poit Authority organized with mcmbel of mprcscnialms from
port users of prl_valc sectors, All the cargo handling and storage operation will be |
handled by the private sectors. ‘There are 6 container and multi-purpose terniinals,
which are opérated by 5 privatc'cdmpnnics from September 1994, | .

b. Puerto Darsena Sur; as parts of the Puerto Madero area which were constiucted
“abotit 100 years ago and to be of fered as a long term concession for devefopment
of commercial port service including mariner and ferry service, The remaining
parts of Pucrto Madero (Rique 1 1o 4) were transferred to the municipality of
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Buenos Aires in 1989 for renovalion to the city business and office activitics
cehter. '

¢. Puerto Dock Sur; An indcpcndénl Port Authority is established for the
dcvelopménl of this arca including Riachuelo-Boca basin and canne} area under
the jurisdiction of the Bucnos Aires province,

(2)  Privatization of port opération

a. Ba‘ckgrmmdlof privatization
Before the privatization of the port operation at Bucnos Aires port, the port
service were provided under the following conditions:
1) There are many unnceessary infrastructures and facilitics in he port arca
2} Too complicated documentation for export and import cacgo handling process
3) There is no clear definition of responsibility and authority of port operation between -
the national level and provinciat level, resulting to a lot of confussions 10 implenent
the improvement programs |
4) The equipment for cargo h'!ndlmg and railway facilities and other walerfront facilitics
had been already worn out.
5) Thcrc are no invesiment for development and maintenance of infrastructure even
under the central govermment control of the port opcrdtion
- 6) The container handling were camicd out by using old ei]uipmcnl without competitive
- concept and, :

7) The h'mdhng wsi have got too hlgh nnd the fariff have gol too complicated and
unclcan.d

: The prwahzauon and dt,n,gulauon programs of tho pon and hﬂrbor sector were,
'umed al the lll]pl’OVClllCl‘ll of the operative conditions of the preinises to ruducc operating
costs and to make port services more efficient and support services more flexible.

© ‘This will bring a genezal reduction in the sea transportation costs of impoit and
expoil cargocs, thus optimizing the operational efficiency, fostering the competition,
f pronioting the private scctor investment for poit operation, preventing monopolized
practices, improving the quality of the services and reducing pori costs and simplificd the
tacff structure,

b. Privatization of cargo handling at the port of Buenos Aires

The privatization of cargo handling operation at Pucito Nuevo in the North of
Pucito Madero, !icrcin called "The Port of Buenos Aires” had béen proceeded with the
following conditions. |
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The lcrmiml operators will have the nghls to;

1) Equip and use the terminal with its buih and stor‘\gc arcas comlduud adequate.

2) Determine the modifications to the supeistructure on the basis of the operational and
conventional scheme to be selected.

3) Define the sector of the market for general cargo, multipurpose, conlainer, or butks
handled. |

4) Establish the levels of the rates charged for cargo services and for ship stay within a
cotnmon steucture or basin area to be defined by the port aulhbrily.

In returiy, the operators will be responsibie of ;

1) Payment of a lease amount as assel charges and cargo handling chérgcs as port due to
the port authority.

2) Maintain and sehabilitate the infrastructures warchouses, ¢ argo handling equipment,
pavement, damaged quaywall, in concession for the usc in their opcrfmon.

3) Invest for development of infrastructures and procurenent of equipment

1) Mamt'un the safety of trafiic and cargo operational responsibility

5) Providing a human resources develepment training.

6) Abstention from cconemic and commercial relations with other terminals.

7} Compliance with applicable laws and regulations, in p’!lilCllhI those refating to safety
and protection of the environment.

Based on the above conditions the tender had been advestized for terminal
opcrauon Five (5) private contractors were awarded in 1994 for respective terminals to
opcra(c cargo handling wnh CONCession of 20 to 25 years.

Thc opera(or musl prm'ldc ncccssary cargo h'mdlmg cqmplmnl for containers 'md
| gcmral cargo, au’mgu for lhc ruqum,d labor forcé for stevedoring and carcy out
| rdmbxhlanon / repair, reconstruction of the existing wharf and inside port road including
~ demolition of existing warchouse and sheds. The operator started the terminal operation
from September-October 1994, The port authority (currently, AGP) is responsible of
: maintenance dn,dgmg to keep the channet and basin in front of the wharf at the specified
'Q draﬂ of 31 fu.

Thc case of Dock Sur Arca

Untill 1992, this arca was paits of the port of Buenos Aires under the control of
" AGP. The control and operation of the part of the Dock Sur at the west of the Riachnelo _
River were transferred 1o the Buenos Aires Provinces in 1991 and was also authorized
for a private terminal operator to utitize the facilitics as container terminat by concession
through the provincial government in 1994,
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The present condition of the Dock Sur area are shallow water depth and many
bulk industries like oit storage tank yards, chiemical plants, shipbuilding dock are
established and operated. The waterfront facitities were old and worn-out.

The new authority will prepace the master plan to convert this arca for industrial
port facitities as well as container terminals and atso presesving the historical monument
and sites for the tourist altraction spots for the city of Bucnos Aires: The renovation and
infrastructure developinent of port facilities atong with the Riachero and Matansa rivers
cleaning and development project will be conducted jointly by the privaie investors.

The Dock Sur is located at the mouth of Riachgm and Matansa rivers. The
cleaning and development project of the rivers are essential for mainrtaining the port
operations efficiently.

d. Difference by Privatization of Poit Operation
The following differences are reported before and afier the privatization of port
service and facilities development by the implementation of the above new policy.

The Goverament policy had enforced the port sector to turn out in the decrease of
costs in port services. Costs redictions have contributed to the growth factors for some
sectors of the economy and permitling to enter foreign markets. o

‘fable_VIL1-1-2-1 The Dilicrence Before and After the Privatization of Port Operation

No. . Description in 1991 |  in 1994/95 Remaks
1 Volume of Cargd handled . ] - -
1-1 | -General Cargo (1,000,000) : 4.2 . 6.0
1-2 | Container (TEUS) : . 240,000 525,801
2 Qpecation Areas (ha) P ' 65 95F .
3 Number of Héavy Equipment . ! - 3 units i3 units | Gantry ¢ranes
4 Infrastructure Iavestment (M3l US$) iy Nil 135 | Container Terminal
5 Average Stay Period of ships HE I
S-1 | -for general cargo ships {(days) ' 6.2 ’ 3.1
3-2 | -for container ship (days) 2.5 .5
6 Reduction of handling cost (US$/box) 440 114 | tuport containers on
. ‘ : apron
7 Productivity (ton/personfyear) | - 667 2,040 ]
8 Capacily of contairier handling (16U} © 400,600 ] 1,200,000
9. Pori Charges - ‘ - '
8.1. | -impord cargo ships {USS$fton) 6.69 3.00
8-2 | -Expoit cargo ships {HS$flon) 210 - 1.50

Souree: AGP

e. Beneficial Ef: fects in Poit Operation by Privatization
The impacts by the deregulation’s and privatization of post operation is enumerated as
follows;
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1} The cargo hnndlmg cost such as the Lont'\mu handling on lhc wharf was reduced
from around US$600 / container, now to US$200 which w:ll be further reduced by
the private terminal operator to around US$150.

2) The cheaper freight of about 12 to 30 % of major bulk carga such as whnal coal and
stonc by raifway arc provided previously by truck transport duc to heavy
competition, but subsequently traffic volume of bulk cargo have increased in the
railway. ' o

3) The r'ulway companics are allowed to-develop new markels (o transport trucks on
wagon tith riew technology and to promolc new custoniers of wheat collectors at
production arca by creating a conﬁdcnc«, 10 the customers that their cargoes are
dclwend in nme with required quanhues al cheaper cost,

4y The rallw'ly company started and plan new projecis to construct truck collechon
teeminal in the suburb of Buenos Aires city to deliver bulk carge like cement and
stones, eic to the destinations wilhin the city without asking customers to collect such
cargo from Lheir stations or production factorics and aveid interference to heavy city
tralfic congestion. : _

5) The pilot services and tug boat service ate provided with reasonable cost and time
because 'lhé government introduce the free competitive market to users of pilot and tug
boats for s'u!mg the Parana - La Plata tivers

L6 T he custom clearance procuduu are simplificd and faster at the port since they ae

“allowed to introduce the computer network system connecting customer office,

-shlppmg agents and cargo cons;lgnet,s All paper works can be dssposcd by lht,

compukr network and no nced to visit number of dbSkS in the customer's ofti tice.

f. [Ivaluauon of Privatization of Poit O[)LI{IUOH .
%  The 1bovc differences and impacls by privatization of tlu, port operation and

* services are evaluated on preliminary basis af this stage after 2 years of implementation as
follows:

1) Changes in por operation

Previously the port is operated i |n a LOIIII)]OI] user's public berth operation with
prwatc stevedore LOI]][J{II]ICS which was changed into privately opcmltd and spt,cmh?ed
“container and multipurpese terminals under the terms and conditions agreement with the
‘Bucnos Aires Port autonomous company (cursently AGP). -The)privalizﬁtion and
‘modetnization of poils services are required in the process of national cconomic
adjustment, facing market globatization with trades and growth of competition among
ports. | :
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Fhe terminal operators take over the exclusive responsibility for a designated arca
and given the right to carey oul an integrated operation of cargo handling and storage
under their sole, complete and direct responsibility.

The pricing and tariff aspects of cargo handling services are left to the concept of

free competition with an anti monepoly procedure.

The terminals are defined wilh their berths, water areas, present utilized length
and alongside depth and location. The necessary repairs and rulnblhtatmn of the
waterfront and Tand facilitics to be carried out by the potential terminal optralora are
defined.

The terminal operators are required to provide professional training to achieve a
transformation of traditional stevedore workers into a qualified industrial workers.

The terminal operators are auvthorized to charge wharfage on behalf of the port
authority with a simplified and economic admiaistration tanif{T. '

In the transformation process, the previously high prices with inefficient port
services were no longer deened polmcally acceptable. From the short term expericace of
the privatization of port operation, such process prcs:..med one of lhb concrete
opportunitics to make ports more efficient.

The modcrm?ed :morpomlron of tec hnology and the mamguuuu anu,llorauon"
* derived from the active pqrnc:muon of private sector: m lhc port aumucs hav»

contributed not only to the increase of produchvny, but also to lha, unprovunun ‘of the

- service quality and ef’ ficiency in the achicvenent of the sutm 5 ohjcclwcs The procass :
of privatization and modernization were accompanied and drm,n by port useis.

Since implementing the privatized container handlmg at Buenos Alru; po:t new
demands for developmeit of accommodating arrival of full targer container vessels are
cnvisaged to be served in the regular ship;‘)ing opcmlion and handling operation of 1or?
days stay at port. Such changes in the efficiency of the port operation will reveal a quite
favorable situation for the port and shipping companies and national economic growlh by
increasing export and import trade volu:m by lhc agro-industrial sector.

- 2) Cosl structural changes of COmainertrans'porl
With all the regulations affecting port operation, the final price of carge handling
on the wharf amounted to US$ S50 to 600 per ton and the excess of workers in stevédore
gangs was about US$ 110 with a six hours shift for one longshoreman before the
| deregulation and privatization. However, after such policy of dercgulation and
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privatization onc of the tesninal opcralor has s his typtcal applicable ptice of coni'unu
handling charges as follows;

*  Transportation of expoil container from the client to the container yard is US$ 70 per
box

* Gencral handling cost from stock area to marshaling area in thc container yard is US$
_ 200 per box, in case of storage of containers for two days U‘§$70 per box and for
five days US$ 100, (more than 3 days, 300 US$ per container)

*  Handling charges from apron to ship by cranc is gencrally US$ 80 to 100 per
container, but special discounted rate is given to the customers with fixed guaranteed
quantity of containers

* * For the cargo tax, US$ 3/ton for import cargo aind US$ 1.5 per ton for expoit cargo
are paid to the port authority

* For Port due, US$ 0.3/ton is paid to the p'or_l authority and berthing fee of USS$
0.70!/dayfen is paid as the terminal operation to the port authority.

3) ‘fraffic of containers and ships
Table VII-1-2-2 shows the cargo traffic of 1994 for the whole year and (he same
argo from Jamsary to August of 1994 and 1995 for comparison through the Buenos
© Aires pon .

_ Thc _i_ra_fﬁg volume of co:itainqrs have iricreased snbstaﬁliqlly from 1992 lo 1995 -
“al the Buenos Aires port by the privatization of the terininal operation as shown in the:
Table VII-1-2-3.

~ The port had handled 448,219 TEU comtainers in 1993 which was 6 2 %
increase (170,094 TEU) from the volume of 1992 and eslimated to handle 532,681 TEU
in 1994 which was 17.3 % incredase ( 84,462 TEU) from the volume of 1993..

In addition to the above volunie of containers the terminal operator at the Dock
Sur started the operation from March 1995 and its traffic up to August 1995 @vas 62,094
TEUSs. The volume upto Augus._t 1995 is estimated 340,191 TEUs including the volume
throngh the Dock Sur terminal and by the end of the year, the ports of Buenos Aires area
will reach around 600,000 TEUs,
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Table VII-1-2-2 T)pc of (,argoes volume of Buenos Aires Port in 1994 and 1995
Between January o August

[ Deseription | - 1994]  Jan-Aug of 1994| Jan-m.g of 1995] ~  Difforence (%)
|Caigo ‘Throughput (ton) . ' ‘ . .
Géneral Cargo < 1,440,608 I,D37.297 664,384 -39.95
By Containers 4,029,765 2,509,033 2,775,330 +10.61
Licuid Bulk 410,326] - 371,087 218,530 -24.94
Diy Bulk Cargo 953,908 739,921 945,694 +27.51
Total ° 6,834,608 4,657,338 4,603,917 +0.14
Impor/Expont __— ~ ' .
Jmpoit Cargo 4,411,711 3,101,353 2,105,706 -32.10
Export Cargo 2,321,656 1,504,777 2,500,987 +66.20
" Transshipment 101,241 51,208 57,24 +11.78
I Total 6,934,608 4,657,318 4,663,937 +0.14
Container (TEU} 532,681 128,056 340,191 +3.69
Cargoes in Impol afid Export for fan-Aug l994 and 1995 .
General Cargo (ton) | Import 776,470 420,968 -45.78
' Export 251,945 238,065 - -5.50
Transshipment . 8,882 5,352 -319.74
By Container (ton) | Import 1,608,846 1,433,860 -10.87
Export . 857,861 1,289,578 +50.32
Transshipment 42,326 51,892 +22.60|
Liquid Bulk (ton} - | Import 341,831 171,821 -49.73
~ | Export 29,256 106,709, +264.74]
: - | Transshipment 0 0 0
Dry Bulk Cargo | Import 374,206]. 79,058 -78.87
(tom) .
Expoit 365,715 866,636 +116.97
Transshipment 0 0 0
Total 4,057,338 4,663,937 +0.14

The general trend of containers handled through the port is, 70% are of 20t

containers and 30% are 401t and there is a trend toward having more containers of 40 ft.
in near fulure. Conccming’ the export containers, out éf 10 cbﬁhinéré 5.6 containers:
teave the port emply and 4.4 leave it full, while on nnpon c,out'uners out of ten:
containers, 8.8 enter full while 1.2 enter empty. -

In total teaffic of conlainers, 349 of the traflic {(exports and imports) were empty
and 66% were full containers.

Table VII-1-2-4 shows the details of n,spncmc tcrmlm% operators arid volume of
conlamcrs handled by them between January to August I999
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Table Yil-i-2-3 ~ Volume of Containers Through Buenos. Aires Por!

from 1980 to 1994

Year Cbmport] - Export] Transit Tom] in D:I'fercnccm Rate of Increase/
Container| © Container] - Container TEU TEUs from Durmse (%}
. . © previous year

[ 1980]  71,438] 51,217 n.a, 122,655 +72,791 .
11 S 81,384 10,846 0.4, 152,230 $29.5751  #24.1
1982 50,110 44,940| - na, 95,050 -57,180 -62.0]
1983] 65273 54,900 nal 120,173 $25,123 +26.0]
1984 _ 68,739 51,206 n.a. 120,035 =106 .
1985 56,296 53,619 n.a, 109,915 -10,085].- 9.2
1986 3310 67,017 nag 140327 +310.409 _421.6
1987 91,991 96,614 n.a. 138,605 48,278 . 4344
1988 94,645 101,103 n.a 195,748 +7,143 +3.7
1989 105,342 107,793 n.a 213,135 +17,387 +9.2
| 1990 107,915 110,537 na.| 218452 +5,317 +2.5
1991 125,715 122,030] n.d. | 254,745 427293 +12.3
1952 167,576 174416] nal 341,992 +32,781] +13.3
1993 245,260 229,25 o) 474512 +169,693 +60.9
1994 295,203 230,598 6,880 532,681 +84,462 +18.8

Souree: Comamcr Intecnational Yeur 1993 and AGP -

Table VI-t-2-4  The Delails of thé Respective Coﬁlainer Terminal Opérators at
- Buenos Aires Porls and Their Traffic of 1995 (Jan - August)

Descriplion

Terminal 1&2 Terminal 3 Terminal 4 Terminat § Terminal 6
Name of Terminal Rio de | Termisals DNAC” BS.AS, fnlefenta de
teeminal la Plaia SA Porlvarias Cabeceraand - { Container Buenos Afres
aperator Asgentinas SA | Lado Norde | Termisal

. . . . SeIvices. ‘
Annual fee S USE2.66 0,000 USES 105550 | USSLIIS000] USSERI37RE| USSR 254,000
oftered (0 port : -
avthoriiy ) . :
Annuat fee US$2,500,0001 USHEH50,600 USESSH000 | USS2,600,000 US%-750,000
roguested by :
port_authority : ¥
Length of berth 1,813m C 1L E60m 449m 669m 585m
Number of 7 : 8 2 4 B
berths : : : : : ' :
Number of total 10 units - | toiak. 22 units lotal 3 vnits tolal 9 units - | tonal 6 wnits
erancs and 20/30ton - 5 | 3ton - & wnits 6.4ton - 2 610 1205100 - | 64on - 6
handling : | uaits S.4on 2 12 12.510n - | 3 _ ' '
equipment 6125100 -3 - | 27510041 : 45ton - 3
‘ J20m510n - 2 0 FA03ASten < F 80ton - 3

Depth 2M 280 2811 2811 220
alongside berth : . o
Nember of 341 ships 163 ships 92 ships 193 ships 169 ships |
ships Uan-Aug, 1995) . :
Nomber of 125000 box { 43,505 box 11,230 box 82,870 hox 28,420 box
conlainers {Jan-Aug, 1995} :
handiced ‘ . ‘ :
Noember of 803 persons | 187 persons 174 persons 260 persons 550 persons
workers ' P . :
Source: AGP

Table VII-1-2-5

Buenos Aires poit between 199010 1994,

(3)

at Buenos Aires and Dock Sur Terminals

KERS

shows the nuinber of vessels and export/import cargocs through

Existing conditions of post facilitics, and operation after the privatization
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=‘i‘-inbl': Vil-1-2-5  Number of Vessels and h\porl!lmporl Cargo Through Buenos Aires
~__Port l}cl\wen 1990 to 1994

" Year I ' Ves»z,ls . Cargo Volunm (x1, OOOton)

L © Impori - Export “Totnl
1985 1,322 1,227 6,808 8,015
1990 1,666 1,258 7,636 3.804
1991 1,508 2,465 5,206 7,671
1992 . 1,624 3.560 4,307 71,867
1993 with Dock Sur 2,049 4,503 3074 - 1971
1993 without Dock Sur 1,655 3.867F 2,684 6,551
1994 ‘ 2,145 4,412 2,322 CYAL
1995 for 6 months - - 633 1,523 1,804 3,327

Source: FAEM

Private terminal operators had taken over the premises of respective areas of the
port facilities and commenced handling service and operation in October $994.

The conditions of port facilities are summarized as follows:
- Terminal No 3 specializing for exporting grain and sub-products for which a
- concession has already been awarded to the private company.
- The basin in front of the terminal were dredged up to -10 m ( 31 ft ) by A.G.P which
is applied to all the terminals.
- The infrastructures inside the port road and wharf, warchouses and transit sheds were
" deteriorated and worn out in many parts which are not suitable for the container
handling opération. The terminal operators arc requirbd to rehabilitate or reconsiruct
such parts for ef! ficient and safe handling operation. a
- There are nol cnough space available on the land side for pxpanqlon of container y‘\rd
then conhmers are stocked everywhere of the porl road arca. It is ‘observed that the
prcsenl 'umngcmcm of the port facilitics for containers oerahon will be salumtul
- The pilot services are provided lhrough lhe p:lot assouanon and lug bmls are_

(

' prowdcd by the prwatc COMPAnics.

The tcnnmal mfmsuuclun, development, handling cosl opcranoml eﬂlcwncy and -
issues required to be improved arc briefly described from the cases referring to the
terminal operators 1 & 2, 5 and Dock Sur who arc active in container handling and

observed to be successlul.

a. Case of terminal operator of Terminat 1 & 2 (Rio de La Plata Co.)
The operation of Terminal 1 & 2 were started on November [, 1994,

The present terminal have 6 berths and accommodate 150 m long vessels with
“draft of -10 m and nimber of barges for inland waterway transport through the Parana
river to Paraguay.
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) Infmstruclu re development
- The company commlued to invest US$126 million for dcvélopmcnl of terminat No.2
and demolistied cargo warchouse for converting into container open stock yard with
pavement and drainage. ' '

- The damaged quaywall and apron were repaired for deepening the depth along side
the wharfup to - 10 m. '

- Thc fixed cranes without mlway owncd by the AGP m,n, duuollshed and PC piles
were driven (0 support the 500 tons crane rail foundation.

- In 1995, 2 gantry cranes were installed on terminal No. 1 and in August 1995
pavement of terminal No.2 ar¢ completed arid all buildings thereat were demotished.

2} Development plan
- It is ptanned to filf the basin between terminal 1 and 2 to develop one container stock
yard. The basin in front of the terminal No. | & 2 of 40 m distance from the
bréakwm_cr will be dredged by AGP's dredger up to - 10 m. The waterfront side
facing to the waterway basin is planned to develop a new quaywall and install 2
ganley crancs. '

- ltis ptanned to develop reefer ierminal by demoli'sh'ing the existing coast guard office
arca in 1996. They estimale the stocking capacity of reefer terminal at 720,000 TEUs.

- Shipping line who is using this tcmiinal plan to develop an'infand depot and to deliver
the in-coming containers smoothly from the terminal area so as to utilize the limited
. area in thc full capacily. ' :

1) Trafﬁc \olumc ‘

The company estimate li'nt the handling Cap'lcuy will be increased to 380,000
TEUs per year aftey compicllon of the p'wuncnl works of terminal No.2 and procurement
of 7 units of new rubbu type lransmncrs {4 units for terminal No. 1 and 3 units for
t lenmml No. 2).

- ‘The comp:iny'éslinmtc the handling volume of 650,000 TEUs per year through
- terminal No. 1 &2 in next five years and the traftic volume of 750,000 10 800,000 TEUs
~ by the year 2000. The maximum size of ships will have capacity of 4,500 TEUSs.
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4) Information and documentation system -

The company have adopted the custom clearance documentation system called
"Maria® dé\"clo'péd by the custom authority to meet the following objectives,
- to deliver cargo efficiently through the néw custom clearance system.
- deliver the containers through the gate in ard out in 35 minutes as the targeted period and,
- to simplify the delivery documentation.

All the other opcratof’s. at this poit also :idop'led' this custom clearance system.

5) Operation and management aspecls

The productivity has increased and the services become compelitive. The
operalion service provide for 24 hiours for 6 working days a week.

The maxinuun handling rate by good cxpeuenced operator is 40 units per hour
and in average 25 units per hour.

6} Handling cost-
The average handling cost is around to US$200 pec box which include all
expenses fron the ship along the wharf through the yard to the gate of terminal,

b. C'\sc of tcrminal opemlor of Tcrmmal No. (BATCSA) _ .
~ The company stmited the operation of!hc, wharf No.5, having 4 beﬂhs with drafl
~of 3Lt in Octobcr 1994. ' '

1) lnl'mﬁlmclurc devdopmcm o
3 gantry cranes were installed zmd their handlmg ratc is 30 box per hour The
container handling system in the yard i is by usc(i lranst'uncr :md mobllc c:ancs (I8 ton

capacily each).

The company have constructed the Container Freight Station (CES) and a new
building to be used as a canteen for fabors to have foods and shower: Since the terininal
area are scattered, such as a power plant is lccalcd behind the bcﬁh of terminal 5 and a
m:lway yard between the berth and opeiy sloragc areas. The company or. g:\nuut the slock ;
area of containers depending on their purposes, wherein, the import and cmpty conmmera.

“are stocked in the back yard area behind the railway yard and ¢xport are stocked behind
the berth. i

2) Development plan
Since the terminal area at llu water front in the port is not large, the campany plan
to get stock yard arca from the existing lallw_ay yard for inland depot as short term plan.
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The berths were designed for comp'lra[wcly smaller siz¢ of container ShlpS or n,s{ru.led
draft of larger ships entering to the port. '

3) Traffic volume

The traffic of 14,000 10 15,000 containers cquivalent to 17, GOO 1o 18, 000 TEUs
per month on the average were handled. 2 to 3 container ships per day cafled this
terminal, which go to the porls of Chile, the port of Valpalaiso and other ﬁons hTOng the
Pacific Qcean. Under the present arrangement of the stock yard ‘arcas and facitity, the
company estimate 1o accommodate containers about 18,000 TEUs per ménth and
220,000 TEUs per year.

4} Information and documentation

The company have their own information system to trace containers and plan to
instatl such system shortly through a new gate to make on line system between clients of
cargo, ship lincs and terminal administration office.

_ 1t is planned to adopt "Maria” as custom clearance computer system commonly
* applied to port vsérs.

5) Operation and management aspects

Accarding to the comments of the port users, "Mitui O.8.K. Lines, Ltd." using
this terminal the port opcrallon and handling scrvices had improved as follows; Their
o ShlpS have sailed lhrough the route of Japan-Singapore-Durban (South Afrzca)

1 Montcvldco-Bucnos Aires- Samos Durban- Japa_n, to trade between Asian and Latin
~ Ariterican: wglons ' L :

. Bcforp lhc prl\r'\llmtuon of pou operatmn lhc berth is spcuﬁcd by the port
: '1dm|mslrauon and the ship agents make a contract with teeminat operator of the
~ port administration office every time when ship come to the port who arrange

cquipment and stevedoring co. including labors supply for cargo handling. Afte

- the privatization the ship agent made long term contract in lanip suim basis for

~exclusive use of the speciticd berth with ';)i'fvatc tersninal operator who arsange

cquipniénf, labors, The ship agpni can ot us¢ the previous Slcvcdoﬁng company.’

* . Thé same cost of wharfage is charged according to the existing port tariff and
have ho; been changed. The handling rate are reduced about US$200 per one
container, because the privale terminal operator desired to retain the users. The
previous handling rate were composed of the costs of equi pmenl.’_stan'd‘hy time
of equipment and labor, actual number of labor and their working time. The
present handling rate is c!ear and snnphﬁcd on lump sum bms mcludmg all the
expenses for handlmg from ship to yard
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* The efficiency of handling have impmvéd substantially and maintain punctuality

cargo dehvuy The lcrmuml Op&,l’d[()l\ have the know-how of cortaincr operation:

and provide appropriate services for containers Imndlmg in the yard and on the
apron.

* To conclude a contract with the terminal operator for bewth priority, the shipping
line have to guarantee the minimum volume of cargo and number of ship calls to the
terminal. They receive fixed day service (fixed time arrival and departure basis)

6) Handling cost

The company manage to handle containers from the gate to loading to ship around
US$200 per one box. The terminal operator alfow to steck import container free for §
days in the yard and export for 7 to 10 days.

¢. Case of terminal operation of Dock Sur, (Exolgan)
The provincial govermment plans to develop the Dock Sur area under the separate
authority l() be established jointly with the province and municipality of Buenos Aires

“government rcprcsenliili\.'es. '

l) Infrastructure dcvclopmcnl
The company have received the land area as concession from the Buenos Ams

province.

"The company developed infrastructures and utility supplics to be used as
containcr terminal, such as water and electsic power supplies and’ access road
rchabilitation and yard pavement including rcinfOICC|i101i! 61'l_l‘anialaingr‘ruim'in'g linesin
the yard area. o ' o o

_ The company dcvulopcd the wharf lcnglh of 500 m wuh IO m depth 'md 180 m.
wuh depth of 8 m and instatled iwo (2) gantry cranes and numbcu of yard crancs
{transtainers).

2} Traffic volume : ‘
This terminal hfmdled '\bout 35 % of the total COlll"llIlCI'b( 12, 0()0 T EUs pt..l'.
monlh} through the Buenos Aires portin 1995, The share of containers h"lS been Lh'mgul _
from 1993 to 1995 as follows: ,
30 % of expoit, 45 % of import and 25 % of empty in 1993 were changed into
40 % of export and 45% of import and 15 % of cmpty in 1995.

23 vessels had called this terminal in August l995 with average size of ships
“carrying 1,200 TEUs containers. The maximum size of ship was 20,000 10 25,000 DWT
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. carrying about 2,000 TEUs. Thc container lmfﬁc durmg March to August 1995 was
62,094 TEUS

3) Informalion and communication system

It is planned to install a new gate at the entrance of the present tenninal with new
computer system called "Navis" system which was devetoped by the company integrated
on line system with ship, container yard, CFS, container terminat administration.

4) Developmenl plan

It is planned to extend the berth for 250 i with 10 m duplh for one more berth of
container shlp and install additiona} gahtry cranes,

There ase 2 gantry crancs at present and one additional crane w:ll be mslailcd shortly.
The operator plans to expand the handling capacity to about 800,000 TEUS per year by
development of additional berth and yard and new information system through the gate
operation. |

It was also planned to transport containers by using the railway, FERROSUR,
Co. and to collect export cargoes in containcis from north west part of Argentina,
Mendosa areas and import cargo carrying between Cordoba, Rosario and Bucnos Aires.
* The necessary infrastructure investiment will be worked out by two companies jointly.

5) Dredgmg w oﬂ\s

The présent draft of the access channel at lh(, South Channel to the Dock Sur of
| Buenos Aires is 28 ft, but the provincial government of Buenos' Aires commiitted to
- deepen lhe draft to 32 .

+ 6) Handlmg cost .
o Tnnsport cost from the cllcnl to the yard is US$70 per export conlainer and storﬂgc
‘fees is US$70 for 2 days and US$100 for 5 days. General handling charges i in the yard is
US$200 - per unit, while handling charge on the apron to ship is US$100 to 120 .

(1) Comainer 'ha'ndling cquipment systein at the Buenos Aires Port

a H’mdhng cquupmcnl :
Actuall;, .Tenmn'xl No 1&2 5, and Dock Sur are adoptmg the transtainer
operation Systun

Rubber tired transtainer in the stock yard handling opcrauon is more flexible for
changes of terminal lay-out in future.

The container tenminal at the Cape Town port has now faced difficulty 1o expand
and adjust the container stocks due to the railed transtainer system pont. -
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" The curcent arrangement of container handling equipment of the respective

terminal operators at the Bucnos Aires port are tabulated below:

Table VII-1-2-6

{as of Qct. 1995%)

Handling Equipment. 8ystem by Respective Operators

Terminal

Container Handling Equipment Working

Nanme of Operator

[ Ferminal 172

4 Portainer, 11 Franstrainers, 20 Tractors,
33 Chassis
16 Constackers:

P& O {Australia), Murchison S.A.
(Argeniina)

Teriminal 3

2 Mobile crancs of 200 tons, 3 Cranes on
rail of 6.4 tons

3 Cranes for container yand, 3 Constackers,

20 Tractors & chassis

Auto Transportes Antartida {ATA 5.A.),
Mi Jack Products Inc. {UUSA) _
Aipetro S A Rogge Marine Consulting
GMBH {Germany}

Terminal 4

2 Mobile Cranes, 2 Reach stackers,
10 Folklifts

3 Traclors & chassis

Gabrict SRL., Empresa Guillermo
Martinéz, Graneles Portuarios S.A.
Platachart S.A.

Terminal §

3 Portainers, 3 Mobile cranes,
5 Transtainers, S Reach stackers. -
28 Tractors, 22 Trailers

H. Brouzas y Cia S A., lntcrmhoml
Container Services Inc,
Exolgan S.a., HPC de Hamburgo

Terminal 6

1 Portainer, 4 Mobile cranes, 6 Wharf
cranes on rail

Maritinia Buenes Aires SRL, Tenanco
S.A. Ferry Line as Argéntinas 5.A.

Do’ck Sur

2 Portainers, 6 Transtainers

Exolgan S.A., HPC de Hamburgo

FFor efficient container handling in the yard by transtainer operation which fixed

thie location of container 10 stock, the combination of | Quay crane (Gantry crane}, 2

‘Transfainers, 8 chassis ar¢ advisable combination of equipment. Some additional

cquipments like top-lifters, folklifts, Constackers are required.

Terminal No.5 having scparale storage yards apait from their marshaling yard at

the whaif area necd additional terminal chassis and top-lifters,

between mc wharf and yard arcas.

ete. for carrying containers

b. Optimum combmahon of cqmpmem oh apron and )"\l’d

The space of cach terminal in Buenos Amas Port is not amp!c duc, rbslnctt,d finger

type berth in shape. The mininum space bciwu:n 15

o 20 m undcr quay crane is’

required for the crane Opcrziiion. Marshaling yard space and container storage space are
limited. To cope with increasing containers volume the operation witl be forced to stack
containcrs higher and higher in the apron '1Ild stock yard. At prescat No.% u,rmlml and
Pock Sur are stacking not only cmply Lonhmcrs but also loaded LOI]II\!IIQI’S upto 4 fiers.
Terminal No.1&2 are stackmg unpiy containers up 10 5 ticrs and the rubbier tired
* transtainer operation system is deemed more suitable under the pn,swl condition.

© At present Tcrmln'll No. 'md 4 are mainly using the mobile cranes for handling

containers.
¢. Handling cost and comments before and after privatization

1) Reduction of handling cost by privatization

41



Vol. VI {Chapter 1)

As scen from the Table Vi-1-2-1, thc hnnd!mg costs per box of import container
in 1995 has been reduced under pnvatuallon system.

It is repoited that in 1990/91 the customs import documentation clearance took
about ten days. Processing an export operation tequired 27 different steps at 17 separate
windows and took at least a whole week.

Since the custom age‘miy introduced new computerized on line system catled
"Maria" in 1994 the processing become sitmplified, subsequenily the time and cost have
been réduced, which appears to be reasonable.

But impacts thereof to the total cost reduction of the container handling is not yet
substanitial, because the capacity of container per one vessel is limited and comparatively
smail,

2} Comparison of handlinchsl of containers ainong Bucnos Aires, Santos,
Seattle, Singapore and Nagoya. .

The handling cost of container per 200 FCLL (Ful! Container Load) at the poit of
Buenos Aires after privatization of tenninal operation was compared with relative costs at
~ Santos, Seattle, Singapore and Nagoya in the following manner;

The average handling charges at réspective ports are estimated by applying their
: respeclive port tariff for'ccmsignee, shjppcr, pon user, ete as shown on Table VII-1-2-7..

The Compamuw, study of container handlmg coslt per 20ft FCL is conduued on
‘lhe b'ms of the followmg three cases at poits which can accommodate oplitmum size
‘shi ps dependmg on the avmlable mfr'v;lruaurus The handlmg cost per 20ft container is
worked out by dmdlng the accumutated amount of port charges qpphmblc depending on
the size of ships and total handling cost of containers with the number of containers
handled per ship.

‘It is assumed that the rt,spcuwc size of shlps and numbcr of mntamers handled is
' csllmatc:d at each port dcpcnd on the capacity of port facilities.

- Buenos Aires Port (Case 1) .
‘Assumiing that the port can accommedate 16,000 DWT max size ships having 9.5
m draft, ca_rryilig 1,500 TI3U containers, the ships stay for 20 hrs in which 140
units of 20/ full load containcrs, 70 units of 20ft cinpty containers, 70 units of
40t full loaded containers, 35 units of 401"[ empty container are handled. -

- Santos Port (Case 2)
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Assuming that the port accothmodate 21,000 GRT size ship having 10.50m draft,
carrying 1,800 TEU contairers.: The estimated number of container handling to
work out the andling cost is shown on the Table VI1-1-2-7.

- The ports Seatite, Singapore and Nagoya (case-3). Assuming that these ports can
accommodate average size of ship 42,0(}0 GRT, having 11,50m draft, carrying
2,600 TEU, containérs. The number of container handling (o work out the
handling cost is shown on the Table VII-1-2-7,

According to Jap'ancs'e shipping lisic calling al Buenos Aires Port the handling charge
thereof was reduced and became nearly half of (he charge before the privatization such
that the container handling charge at the Buenos Aires seems to be competitive.

The heavy port charges including pilot and tug services charges are génemliy the
cause in the increase of the handling charges per container, but such charges are easily
compensated if the port can accommeodate such larger vessel that can cai‘ry big cargo
volume of container per ship. Therefore ship carsiers must use large container vessels
size in services that could be suitably accommodate at such port.

Table VII-1-2-7 Compafisonhl Port Chaa‘gc's and Projected Handling Cost

per Container Among the Ports of USA, Neighbor
—and Asian Counirics :

Description Fortof Bucnos | Santos Port | Seattle Post [ Singapore ] Naguya Fuorl

: . : Aires : ~Pont )

B Vessel Type ) - . I ‘ ‘
I-1 JLength - - o 155 m C180m 250 m| 250m 250m
-2 |GT 16,000 21,000 42,000 52,000 : . 42,000
1-3 { Poct Stay Period - 20 boyrs 20 hours . 20 hours 20 howvrs & 20hours
{-4 § Numbcr of Containerin ship 1,500 TEU 1,80 TEU 2,600 TEL 2,600 TEU 2,600 TEL
2 JPort Charges in USE . K . . '

2-1" { Pilotage 8218 i 4,500 $,590 .o 1,25% 13,5817
22 1 Tug Boat Service - 11,360 10,000] . 10,800 4411 182
2-3 | Line Handling ' _ 500 750 el 1S : 1223
2-4 1 Dockage o 1,200 4,800 . B598 . R96) P ‘ 7.631

]2-5 | Others . 3,600 s 4500 nal S22 [N D UOU

12-6 | Total of Port Charges - 24,878 i 24,550 0008 . 14,927 : ) 31,102
3 Containcr Handling Charges in 1153 ; N B : Transhipin 43 hrs .

1 | 20 0P 145-185 163 ool ot 08 c2l 155
3.2 | 200t Emply 95 ] I L. IR ] N 21
13 40 a vl F65-205 M L 200 ; 152 07 13
13-4 |40 Enpiy 9% 106 e i &5 -~ 85 L2
] Remacks AGP Charge, ‘

: 38 /ton binpont

i 1%/ 1on Export

5 [Number of Contasner [ handic ] ) . : o )
5-1 2011 full 140 teh R 1. 400] . ] ©400
5-2 12001 Emply 70/ 50 200 - )| : CX0
5-3 400 Ful : ) i) 100 &0 ¢ s : S 800
54 J40nEmpty: . a5 50 400 : 400 : i 400
6 | Total handling Charges in US§ 46015 59,880 360,000] 210,600 160, 200 “312,600
T I Costin USS pec 20 N Containce 5% 235 193 K 33 - 207

In case of Si.ngapore port, the handling cost is remarkable. Addition to the regular
standard handling cost, the handling cost for the transshipment conlainer are applied
about 30% reduced charge. Addition to this 60% reduced charge for transshipment
container within 24 hours, 55% within 48 hours, 45% within 72 hours are applied. The

»
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Singaporé Post intends (o bccorlmc_biggesl hub poit in East Asia arca in competing with
neighbbri_pojrt's by providing such tariff and efficient operation.

d. Handling efticiency before and after privatization

Terminal No. 5 operator are commitling their productivity of 30 units x 24 hours
hy 3 cranes on the agreements with users, who guarantee to handle 720 units pcr'day. in
other WOI‘dS, vessels presently 'cfdling at Terminat No. § can sail in and out on the same
day because the average number of container carrying by 0n¢ ship is less than 500.
Tenminal No. 1 &2 operator traincd new crane drivers to improve the productivity to keep
more than 25 units per hour

Before privatization, shipping lincs could not make their accurate fleet schedules,
but now the shipping lines are keeping on their schedules. The flect operation of
shipping lings become simple and operation cost at port got cheaper than before.

¢. Information Flow System for Containerized Transpoﬂalion
_ Conlainerized trausportation S)stcm.mquims tremendous information éxchanges
among concerned agencies and paities. The establishiment of Electric Data interchange
(ED1) system for such information cxch’tngc is a "must™ for efficient container
transportation. In Buenos Aires Posl some terminal operators have just started to
~investigate and install their EDI systems, which facilitate communications with agents,
“ship owners and transport companies. In addition 10 this EDI systems independent and
compatible terminal data exchange systems are required by these operators.

Unl'orluamtcly in the poit of Buenos Aires, information exchanges are ‘still
conducled nnnually being an uncompulr.nud container terminal.

H The fol!oWing information are quircd'lo be cxchangcd for container terminal
“operation among the agencies; | '

1} Between Shipping Co.& Consignee, Forwarders and Container
Tcrmmal( hmport/Expont):
" Booking Information, Shlppmg Order(S/0), C'ugo Manitest, Conl'um,r
Loading List{CLP), Container Discharging List, Declaration for Expon or
~Impost, Bay Plan, Dangerous Cargo List, Reefer Container List, Defivery
Order, Equipment Delivery(B/D), Dock Receipt{D/R), Ship Schedule

2) At gate of container terminal - :
- Dock Receipt (D/R), Equipment In/Out, Weighing, Instructions (_)fCOnIainct-
Iocation, Container Inspection Repont,
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3 In container terminal
_ - Ship ScthItilc, Booking Information, Estimate Loading (Discharging) Summary,
Final Loading (Dischiarging) List, Dangerous Cargo List, Bay Plan, Yard Plan, Ship
Stowage Plan, Tally Sheet, Delivery Information

To simplify information flow of container movements, the system could be
divided into two paits, namely outside container terminal and inside container terminal as
shown on Figure Vil-1-2-2 to 4.

For efficient and effective container flow, all necessary information should be
timely exchanged at each stage but most of information exchanges are presently done by
manual at tefminals in Buenos Aires Port as mentioned here in above.

The eslablishment of this informations exchange system is the key for
improvement of current container terminal operation for Acgentina. Actually miost
container terminals in the world have developed or are developing their own Electrical
Data Interchange (EDI) systems and computerized terminal operating systems for efficient

tenininal operation.

_ Even container lermlmk in the developing countrics arc eager (o dwdop lhcu
system to cope up with modemization of container opcranon

{5) Physical restrictions and constrams for dwulopnu.m of container terminal
ﬁcalmes

-As seen from Figure VI-1-2-1, dcspiie of the existing Sh“ipé df ﬁngér Lype o'f‘six
-~ piers at Buenos Aires port and one finger berth at Dock Sur sm,h hulmes wcn, convuted |
- to the container and multnpmpose (erminals. The terminal operation of both! pons an, bcmg
“adversely affected under the following physical restrictions and constraints, '
- shallow draft of the access channel and basins around the picrs and along Sldb the
berths, | '
- narrow width of the access channcl to the nonh and soulh parts of tcmmnls
- narrow width of basin in front of cach berth of north and the south texminal,
- limited tand arca for port expansion at lhb Buenos Aires area by city dcvclopmcm
towards the port and raitway marshaling yards |
- Yimited lang space for expansion al the Dock Sur area by the adjacent industrics,
-faclories, ship building yard and oil tank yards
- open space for stock yards provided to tersuinal operators at Buenos Aices under the
~ concession are not iﬁtcgmted in one terminal area with berth, but scattered due to the
power p!ént facility, grain silo facitities and railway marshaling yards located in the
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middle of the stock yard, and old brdnbh office bililding of the maiitime duthority in
the north and oil tanks and shi p repair dock in the soith, o

insufficicnt intermodel |r'msp0rl conticelion with cach terminal to inland depots by
raitway and trucks

heavy congestion of trucks lranspo'rt on the access road through the city for
teansfersing containers between the terminals and railway station around the Retiro
station area

This situations will cause additional time for transferring containers from- port

terminal arcas and will encounter difficulty for handling large volume of containers.

(6)

Estimation of possible capacity of container handting at Buenos Aires

Based on the information and data obtained from the terminal opémto‘rs working

in the Buenos Aires port and Dack Sur the maximum possible handling voluine are

approximately estimated based on the following assumption as follows.

a. Dock Sur conhmcr termisial

t)

. 115,428 TEUs were h'mdlcd through 23 vesscls that called at the pont during the same

The existing whart length is 500 mwith 10 m depth and 280 m with depth of 8 in and

“itis planned to extend for 250 m with 10 m depth for one more beith,

There are currently 2 gantry cranes operational and will bave one additional onc

shortly.

The compfln) h'mdle aboul 670 TEUs on the average per ship (in August 1995,

:pcrlod, on the average 670 TEUs per ship) and about 2 days stay time for loading and -
unléading by (wo cranes, handling rate of 20 boxes per hour.:

"The volume of handling capacity under the preseat arrangement of facilities are;

3)

4)

'= 365 days / 2 days x 670 TEUs x 2 berths x 0.85 = 207,867 TRUs

In case one additional berth with one additional csane the volume are expanded, the

'lnndlmg capacuy will be; '{GS d'\ySIQ days x 670 TEUs x 3 berths x 0.85 = ?l 1,802

TEUs.
Thereis a potemiai increase in the handling capacity by imiproving the crane efficiency
and providing additional yard cranes and beth facilities.

In case the depth of access channel is deepened from 10 (o 11'mand made navi gable
for 25,000 to 30,000 DWT ships carrying 1,200 TEUs per one ship, then the
handling capacity of this terminal wilt further increase to around 560,000 TEUS.
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Figure U11-1-2-2
Container Flow - Export

1.

_{Containar Haulage)

An order for hawlage is received lrom shipper
(or torwarder, shipping compay).

. The tucking €9, contacts 2nd requests the

shipping Co. 10 delivar empty containers,

. Ang receives the Equipment Despateh Grder

(EDQ) from the shipping Co.

. The lrucking Co. gives one copy of the E00 |

ta the container terminal (CT) aad in exchange
receives one copy of équipment recelpt (ER)-out,
conlainer delivery slip and seal, then ceceives an
emply container,

. The emply canlainer is havled (o the despatching

warehouse or [sctory, logether with the container -
detivery ship and the seal.

. Afier vanning, the loaded container delivery ship

accurately filled in with riecessary itams
(SHIF'S NAME, DESTINATION, elc ) is to CT.

. Upon arrival, the container delivery sbp and capy

of ER are turned overlo the CT. CT inspects the
cootainer and in exchange gives the ER {in) to
the trucking Co. - -

figure Ull-1-2-3.

Container Flow - Import
{Container Haulage)

1.

2.

An ordec foc haulage is received from a consignes

Concuriren'lly,:the_ trucking co. receives the
approval and Delivery Order (OD)

_ The lrugk'ir':g <o, gives the doci:mem# o the

shipping co, and receives the EDO

. And turn over the cofy of EDO tCT.

. In exchange, receives copy of the ER (out) and

© the loaded cordainer at the CY,

. Hauls the conlainer with ¢2rgo lo the receiving

Warehouse o¢ Faclory.

. After devanniag, hauls the mply container back

tothe CT.

i

. Upon handiing over the copy of the ER {ouf) 1o

the CT, has the container checked agains! i -
and receives the copy of the ER (in), and
delivers the erply containes to the CY.
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b. Bucnos Aire s’cont'\incr leeminals

There are 27 berlhs provided to the pnvate operators, bul {8 berths out of lhcm

will be capable for berthing 20,000 DWT class container ships in the § terminals.

There are 2 gantry cranes at the terminal 1&2, one crane each at the terminat 3

and 5 respectively and other terminal handle containers by mobile cranes with ship gears

crane.

'|)'

The terminal 1&2 handle about 4(_)0 TEUs on the average per one ship (in 1995 from
Jan to August 125,000 TEUs were handled from 341 ships that called at the p'ort _
during the same period, on the average 367 TEUs per ship) and about 1.5 days stay
time for toading and unloading by crane lmn’dling rate of 25 boxes pér hour.

There are 6 opemuonal berths, but out of them 4 besths arc uscd for container
operation and others are allocated for barges ber{hmg and two cranes are working
thercon

The handling capacity under the present amangement of faciliiigs are;

" =365 days/1.5 days x 370 TEUs x 4 berths x 0.85 = 306,113 TEUs

2}

3)

4)

The terminat 5 have 4 operational berths and handle about 427 TEUs on the ni'emge‘ |
per one ship(in 1995 from Jan to August 82,870 TEUs were handied from 194 ships
that called at the port during the same period, on the average 427 TEUS per ship) and

~about 1.5 days stay time for Imdmg and unloadlng by crane handlmg rate of 20°

hoxcs per hour.

'_ The handling capacﬂy under the pn,senl '\rr'mgunem of hu!lues 'm,
‘=365 days/I. 5 days X 427 TEUS X 4 bcﬂhs xO. ss = 353 271 r!-Us

The terminals 3, 4 & 6 have 8 out of 16 berths operational for container handling and’
handle about 195 TEUs on the 'iveragx, per one ship{in 1995 from Jan 10 August
83,155 TEUs were handled from 425 ships that called at the port durlng the same
penod on the average 195 TEUs per ship) and '1bout 1.5 days’ sl’ty nmc for loading | )
and unloading by the mobile crane handling ratec of 1210 15 boxes per hour. :

Thelr capacity are;
=365 d'tysf 1.5 d'iys x 195 TEUs x 8§ berths x 0.85 = 322,660 T1EUs

Under _the present ar_mngcincnt of terminal facilitics, nuinber of operational betth

~ available, number of cranes operation and handling rate by cranes and yard teansfer

: system, the estimated handling éapac_ily will bc'appmx'inmlcly 1,293,846 TEUs.
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In casc the dqnh of access dmnncl is dupcmd for 1010 II m and made
navigable for 25,000 to 30,000 DWT ships carrying 1,200 TEUs' per one ship, then the
traffic capacity will be able to further inicrease: '

The summary of estimatton is tabulated on the following Table VII-1-2-8.

Table VII-1-2-8 The Summary of Estimaie of Contalner Randling Capacily

Dock Sur Port ; Buenos Aires Port
Existing " Existing | Extension | Terminal | Terminal | Terminal
. - : C1, 2 . .5 3L, 46
Working days ‘ : 651 365 - 365 165 365
Handling day per ship- ‘ 2 c2 o 1 1.5 1.5
Number of container per day handled 670 670 ey i 427 195
Number of bérth operational ‘ G2 3 : ‘4 4 8
Efficiency = . ' 085 . 085 0.85 0.35 | 0.85
Handiing value 207,867 4§ 311,802 306,183 F 353,271 | 322,660
Handiing rate per one crane per hour 20 boxes | 20 boxes | 20 boxes | 20 boxes 12- 15
. : ! C boxes
Number of cranes 2 3 4 6l 5

Source: The Study Teani estimale

1.2.3 Other Poi‘ts
(1 introduction

- The Argentina occupies an arca of 3.7 million squarc. kilometers, includ'mg
964,000 sq.km. of continental Antarctic tersitory and (heé South Adantic Islands. The
country has a 4, 000 km ocean coast line oxlcndmg from the moulh of the River Plata to
~T|um del l*ucgo '

- As wcll as lwo blg navigable rivers, the Parana and the Uruguay, hoth runnmg
"through lmpmmnl mdusmal and agmullu ral productmn arcas Accordmg to lhc Nauonal
Censor of 1991 the total popuhuon of Argentine was 32,6 ihillion, with an average
growth ratc of 1.5% per year. '

"a. Character and function of other poris
There are two types of poris: river po_rlé located along the river banks from Port
Igiiazu to the poit of La Plata; and sea poits that are located f rom Poit of Mar del Plata in
* the Province of anos Aires (o Port of Usuahia in Tierra det Fuego, The traffic volume
" through lhc nnm ports from 1990 1o 1993 are shown in Table Vi-1-1-1.

M‘ain conunoditics for export are grains and by-products which is 68.8% in 1993,
crude oil, petrochemical products 23.7% and industrial products are onty 9.5%. The
poris of Bahia Blanca, La Plata, Qucqucn and Rosario are mamly handling butk (argm,s
On the conltrary most of import cargoes are general cargoes and more lh:m 9(}% of lhem
are handled at Buenos Aires and 97% of container cargo are h'mdlu!
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b. Privatization of Port Operation

The strategic ports including Buenos Aires, Bahia Blanca, Quequen, Rosario, are
in the process of privatization and modernization of cargo handling system to meet such
global container movement and fo provide punctual and regular shipping service by
efficient cargo han‘dling and port service for large volume of containers delivered by
targer size and fully containetized ships.

One of the considerable changes in other major ports by the new policy have been
- the reduction of handling cost as follows;

The stowage service cost for fishery in the Port of Ushuaia expericnced a 77%
decrease froin US$120/on to US$26/ton. In Puerto Madryn, this same activity showed a
60% reduction. A 50% reduction has been registered in Queguen and Descado ports

“while in Bahia Blanca and Mar del Plata the decrease was 15% only.

The findings on the present situation of port operation and contaitier
“transportation aclivitics in the other major ports are described as follows.

(2)  Existing conditions of port Facilities and operations at main ports
beside the Buenos Aires

The existing condition of port facilities and operation of major poits beside the
‘Buenos-Aires port are briefly described hercinalter, '

a. The Port of Bahi_a Blanca

1) Ch'mcu:r and 0 unulon ‘of port ‘

CThe port has largb hinterland of grain products wnh good 'u,Ct,ss of rmlway
networks to transport grain. About 40% of the cargo handled through the pon were
transported by the railway. S '

Owner of the port facilitics is the Province of Buenos Aires: Rcéponsiblc_inslilulion of
port aperation and management is Consorcio de Gestion del Puerto do Bahia Blanca,
Accommeodatable ship size is 60,000 DWT (Panamax) with draft of 401 for grain canier.

The port authority have sent a mission of port sales representalives to Brazil for
exporting grain and lo Chile for exporting fruits and others products from Rio Negro
province to the Pacific region through Chile port (Talcahuano poi:‘l). The raifway
connecting between Rosario and Bahia Blanca have collected wheal and grain from the
plain land areas along the raifway linc for shipment through Bahia Blanca pon, since this
port can accotmmodate larger gean cariers.
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2} The lowlton and hahucs

- The port of Bahia Blanca is located about 98 ki west from the Attantic Ocum |

and composcd of various facilities sprnad over 25 km along “the noithera coast of the

Bahia Blanca estuary. This porl features several wharves used for handling of grain, by-

product and general cargo and liguid and gascous fuel. The important main parts are
Ingeniero White Port, Galvan Port, and Cangrejales area. '

Access from the ocean (o the Bahia Blanca port is madu, through an access channc!
of the width of 190in and a leagth of 98 km. :

tn 1976 the channel was dredged to 40 ft and since then, the outer channel has
been maintained at the depth of 11.8 m (40 f1 ) and inner channel at 12.8m (43 ft) with
the width of 190 m, thus enabling access to ships up to 45 feet draught;

The maintenance dredging had been carried oul at the cost of US${0 miillion
annually to dredge 3.8 niillion cum in average. |

Because of the decper depth of the access channel and organized road and railway
connection to the pott, this port becanie the main Argentine overseas port and gave the
incentive to the private sector investments to the port activities.

‘ “There are two main berthing facilities, one IS at Inguucro Whm, focated east side
port for handlmg grain, by producls and gt,ncral cargo and the other is Galvan post for
handling grain, by product and fucl, located west side with a {JISI’N]C(‘ of 1,350m from
‘ -lngemero wh'uf as descubcd below. :

: Infzcnu.ro Whltc Po:1

: lngCnlero White Porl huhucs were constructed in the years 1900's and are
- composed of two areas for the loadmg of grain and by- products, which are operated by
specialized terminal operator. '

- Originally, the area designated for gCIiéfal cargoes was developed for the handling
~of n,eﬁ,r and frozen cargocs which are mainly fruit and fish cargoes: This arca also has a

qmysu]c ratlway Lonnu,tmg to infand and large paved area for the storage of goods and
parkmg of grain trucks. -

‘Galy van Port

Galvan Pori was built at the tura of the cenlury by the Pacific Railway to be used
as a grain terminal. - Within its premises there is a terminat speciatized in handling grain
and by-products operated by Oleaginous Moreno Hnos. SA. Furihermore, the port has
an area assigned to handle general cargo, berth No. S and No. 6, thus enabling aceess (o
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ships of ugi to 230'm long. This beeth is equipped with two clectrically powered gantry
cranes with a 35 tons hoisting capacity.

3) Cargo Traffic and Ship Calls
The number of vessels calling at this pont is steadily increasing year by year from
$990 and the cargo votume handled at this post is also increasing as follows;

- Table VII-1-2-9 Torl of Bahia Blanca . : ,
Year |Teominals |- Vessels Carge Yolume (2 1,000 tons)

. : | Argenting Allicn Tolal]  Tmport]  Esportf SubToid Shifl Toty
1985 white Y] i 24 C 22 4,870 4892 25 4987
Galvaii 0 56 56 251 ne 444 914 1358
Bclgranu .. .5 i) HE 4 4 3 7

Total 18 288 306 Al 5293 EREL 69301 1227

1950] Total 1 258 2581 46 4,376 4,423 7.361 11,783
1991 Tutal [ 36 3 L) 45588 4634 - 99161 14,550
19931 Total {295 296 15t 54925 6076 18961 T 13973
1591 Total 0 [ I 261 6,782 6513 1,131 13,614
1591 Topal 0 [} 476 A7 6U37 735017 A 135] 13494

Source: Bahia Blanca Poit Aulhority

The cargo volume for international trade in 1994 was 7,359,078 tons with an
- increase of 13% of the volume from previous year. 1t should be pointed out that on 1994
the cargo volume for international traffic surpassed it for domestic teaffic and recorded
54.54% of the whole traffic. |

4) Cargo handling equipment at the port - | oy

The cranes located a1 Berib No.5 of Galvan Port are suitable for ]Hﬂld!illg small
containers and have grabs of 8 m3 capacity for loading bulk cargo (mm&.r‘tls by- '
: products, efc). The pon has mobile cranes of up to 50 tons Lﬁ})'\tlly

5y Db\’b]()])l'ﬂ(‘lll plan of container lcmmmi : _
~ The aulhon!y has prepared and reviewed lh{, prcwous m'\siu’ pl'm for :
developinent of the general cargo and container (erminal at "Cangrcjalcs arca. This arca
has approx. 140 ha and with 1,800m of beithing space along the port's internal channel
connecting the White port and Galvan port. When the access channel was dredged, the
"Ca‘ngrejn!cs’" area was filled with good qualil}" of dredged soil. Furthermore, with a
“view of building new terminal facilitics, this dock areas in front was also dredged down
to 45 feet deep.

At present the port handle only 700 container boxes in 1994, It is cmisidch:d that
the port has potential 10 handle containers due to geographic conditions and its proximily
to the ocean and large land arca availzjblc for colilainer terminal, as well as good access

‘connection by rail and road to the hinterland of the poit.
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The port authorily plan (o duclop lhc tand available of I4(} ha bum:cn the Whltc
port and Galvan poit as follows; (Refet to the dr'uwmg Figure Vii-1-2- S)
- 35 haand 75 ha for industrial comple\t
- 17 ha for Ist phase container terminal with wharf for 2‘30m to 300m lcngih \Vllh 4%
{t. depth.

The taigeted volume to handle and years {o complete are not yet formulated. The
remaining area is used for railway line and inside port roads connection.

This development plan was prepared in 1994 jointly with the municipality and
port authority. It is platined that about 80% of the total above area will be provided and
devcloﬁed by the private investors. At present 4 investment groups expressed their
interests (o parlicipate for such development.

The port has wide land area within (he port complex including under water areas
along the access channel of 98 km toward the ocean which would be potential for further
development. The port facilitics have been developed to be industrial supporiing port and -
bulk cargo exporting pott to handle grain and wheat and peiro chemical products. -

It is considered timely arrangement (o develop the generat cargo and container
terminal al the arca between the White and G'lh’ﬂl] to scrvice the products from the
hinterland of the port.. The present general cargo handling wharf may bc further
tdevelopcd to provide casicr mancuveriig 'ﬂongs;de the berths.

- After the :privﬁlimlion of miiw*ty opémtion' the cargo :ra‘ns’pon' arca were
exp'\ndcd by the rmlway company "Ferro Bxprcso Pampt,ano who are suslmmug the
confidence from the cuslonmre, by ensuring that cargoes were delivered in time with
required votume and cheapcr freight cost than trucks.

b. The Port of Queguen

1) Character and function of the port o

: On the Atlaniic Coast this post is located at the mouth of Qucquen dver 530 km
- South of Bucnos Aires. T he Qucqucn city is on the east side and the Necochea on the
west.

Owing to the deep depth of access channel this port atso functions as exporting
~ port for Argentine farming products and like Bahia Blanca it is accommodating the
- 60,000 I)'WT'(Panamax size) wiith the max. draft, 46{t, 230m length of ship. Export
© cargoes are giains and by-product like wheat, inaize, sun-flower, sun-flower pellets, soy
beam-pellets, soybeam-oil, and fresh fish. lmpbﬂ cargo is mainly fertilizer.
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_ The port had been developed under the sphcn, of the AGP atong with the growth
of traf fic volumes. The Quequen port is usually ctosed to incoming ships for about 120
days a ycar on the average because of its narrow enlrance and not sufficiently pmlcucd
against high waves from the outer sea.

Due to the deeper depth of the access channel and organized road and railway
connection to the port, the port could be developed as the main Argentine: |)i)r( for
accommodating deep draught ships provided adequale protections are done for the in-
coming and out-going ship through year round. That will give incentive 10 encou rage to.
the private investments to the poit activitics.

2) Existing condition of terminal facility

There are 11 terminals on 1,750 m long of the wharf (5 for grain & sub-product,
- 1 for vegetable oil, 4 for general, 1 for fuel). Grain Terminal 'Sl'orage have a total capacity
of 187,700 ton. |

The berth have beam extended over approximately 1,400 meters on both sides of
the river. On the left Quequen side, there are loading facilitics 'c_)f grain praducts for
- shipment, while on right side there are wharves for handling general cargoes, fishing
products and fuel. One of the most significant advantage of the Quequen Port is ils
proximily to the Atlantic Ocean. In fact, the depth alongwide the wharf is 46 fect, and
‘which is available at the distance of 1,500 meter from the entrance of the channel.

Th¢ dredging work along the access channel was deci)ciicd to 40 ftdraftand 120
m width by. the National Direction of -Port Construction and Watcr\w.%ays. Two
‘brLakWalu‘s were ‘cti)llslriwicd of 1,764 m in total, one is in the south side arm with 1,192
m [ong, lying from NW to SE, and the other is in the casterly anm 572 m long and lying
from North/South, which turnéd the port into nmrly whole year operationat condition.
Last year about 12 days the port was closed to incoming ships.

_ The maintenance dredging of the access channel and basin had been carried out on
" the avcragc of 500,000 te 600,000 cum per year. The port has envisioned to request the
: provmcml and federal government to subsidize the cost of construction of breakwater and

‘ nmmtcname dredging.

s "p!anncd to extend the south side of breakwater to 2,000 m long $o as to make
" the port open atl round the year and the access channel will be deepencd to allow
navigable of vessels up to 45 ft draught ships.
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3) Traf ﬁc (Cargo and ship)

Traflic volumc of 1994 was 2,952 million tons {2 781 nnlllon tons of ex port and
0.17 mitlion tons of 1mporz trade as shown in Table VII-1:2-10; out of which 2381
million were grains and by products.

4) Development plan of container terminal

The poit has sufficient capacity for handling export of the required volume of
grain, and large hinterland of grain products with good access of railway networks to
transport grain.

Table VI1-1-2-10 _Traffic_Volume of Pori of Quequen

Year Vessels Cargo: volume {ton x 1000) Grains &
Subproducts

. Argentina Allien . Total Import Export Total Total -
1990 4 199 | 203 68 | 2903 2,971 2,355 |

1991 | 7 238 | 245 | - 49 - 3,222 32711 2,624

1992 5 243 - 248 1 L3420 3,521 2,927
1993 1 9 194 198, | 122 | 2637 2,759 2,216
1994 8 198 - 06 | om0 2,81 2,952 2,381

1995 ' 203 177 2,842 3,019 2,470

Source: Quequen Port Authorily, 1995 dala is only (st semester.

The port authority plan to develop container terminal at the entrance part behind
the north breakwater (refer to the Figure VIE-1-2-6), but has not yet prepared the
envisaged practical plan for container terminal,

There are the physual con%lmmts to be solved for dewlopmem of commncr
terminal as follows; - : : |
* !nsnde hasbor area have no enough land arm for container tcrmm'ﬂ yard :
* They have about 25-40 days per year that pon is close due to rough *md hlgh wmus 5
 which could be solved by extending the existing south side breakwater.

Tt witl be difficult for hrgh vessel under the strong wind during the winter seasen to
make turn at the turnmg basin of the harbor. Turning basm bclwcen two bu,al\wntur
is not sufficient as turning area for Panamax type vcsscl ' :

The pont, ‘however have potcntlal to devdop com'uner lermmal b-:,cause of the
following advantages comp'lred with the other ports. ‘
* This port is located al the shortest distance of access channel from the ocean w:lh lhc
“depth of 46 fect, which will be able to accommodate the large container ships. »
* The port have good access and connection of intermodat cail and road lranépor(ation
tothe hinterland. They will not be interfered by the city traffic. '
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c. The Port of Rosario

1} Character and function of p{m

Rosario is one of the most important ports in Argentina for the export of grain and
by-products. The post is located about 420 km north west from Bucnos Aires atong the
Parana River and situated at the central location of the cargo flows among the Mercosur
countrics by the various mode of transport.

Geiierally at this port, the ship toad grain around 34,000 ton which is only 2/3 of
ship capacily due to the timited depth of Parana river. Subsequently, the ships load the
remaining capacity at Bahia Blanca or Quequen ports.

After the deregulation of the port management and establishment of authority it is
planned to develop this port to multipurpose and transshipment port of cxport and import
cargo for:neighbor cointries, considering advantages of its geographical location and
well organized intermodal transport neiworks of the hintectand of the port.

All the ship going (o Brazil, Bolivia,_ Paraguay ar¢ loading/unloading cargo here
* o adjust their draft according to the depth of the channel. Inside the pori the railway aré -
connected to Bclgmno-S.A., Nuevo Central Argentina, and Ferro expreso Pampe'qno
Railway. Manganese and steel raw materials arc imported from Bolivia and Brdzil o
through the port, then transported to Mcndor\ There are auto industries at Cord0b1 city
atca and they import their spare parts in container through this port.

~ Owner of the port facilitics is the Province of Santa Fe while the rcspbnsiblc‘ 3
institution of Port Operation and Man'\gcmcnt is the Ente Ad:mmslmdor Puetto Rosmo
{(ENAPRO). Access caml have 26 feet deplh and thc dcplh alongmdb lhc wharf‘ 1s 28
feet. :

2) Existing condition of terminal facility
Total port area is 100 ha (includes 40 ha reserved area) with the following main
teeminal facilitics like the pier length of 5,000 i and 7 terminal clevators. | :

3) Tmfllc S

The traffic volume of Cargo and number of ships caﬂ have increased from 1990 0
199‘5 n 1994 this port handled 1. 175 million tons (920,000 tons of export and 255,000
tons of impont) of which 60% of the commodities are grains and by-products and 40%
are oil.

‘The cargo volume of grain handled at this pon has been decrt,asmg l‘rom 1985,
~ since many private exporters and collectors ofgram had constructed their own clevators
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and storage silos along lhc Par'\na River around llns poit. The private pons Are now
expoiting grains and by products callected by lhcmsd\. CS. '

4) Development plan for container terminal
The port authority has prepared the revised master ptan to develop a multipurpose
terminal by renovating the existing facilities considering the following;

- Itis planned to provide an intensive promotion in the hinterland served by the railway
lines and highways accessing to the pon or immediate connection, so as to dttract

~investments of industrial projects.

- Ini the master plan prepared with city municipality jointly it is ptanned to develop the
multi purpose facikilics at a specific area out of total 4 km distance by private investors
as done at the Bucnes Aires Port. Then gradually the areas is extended for further
development depending on the results of pri'valizalion and considering that the
implementation of facilities development should be flexible to adjust’according to the
impacts of tratfic demands. Once ail the arcas are given (o private sectors with fixed
concession for longer term it will be difficult to adjust the iinplementation of
development program and further developinent to meet the changes of traffic demands
and port users. '

- §) Container transport
 The port have handled about 20 boxcs of containers (20 feet size) in 1994 “The
port handlcd containers transported to Paraguay from Buenos Aires lhrough the Parana
river by Barges carrying 1,000 to 3,000 ton called “convoy system”. It has the industriat
complex in the hinterland around Cordoba, and expected that the raw materials and parts
ln:quircd for siwh a_ul‘o-inobilllc'in_dustric"s arcto be cb:{laincrizcd for transpont shortly.

. The port plan has specific and sufficient arca at new wharf to develop container terminal.

The target volume is to handle 50,000 TEU in a first stage and subsequently 100,000
~ TEU once the development has been completed

" d. ‘The Port of Santa Fe

1) Chamcler and function of port
The port facilitics was constructed in l‘)ll as grain export port, ’I he pon have
functioned of handling export producls from Bolivia and Paraguay and as collec_tor port
of cargoes from the river ports located along the Parana river for export, The graih
~ carriers load up to 20,000 ton at this port, then reload to full capacity at Bahia Blanca or
Quequen ports. :
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~ The pottis situated on the Santa Fe River (1rihm:iry of thic Panama), 585 ki from

‘Bucnos Aires. Entrance (o the port from Parana River is by access channel of 6,085

meter long and about 60 meter wide with depth of 24 feet. The port has an arci of 70.8
ha in total.

‘Fhe port facilitics is owned by the Province of Santa Fe and the sesponsible
institution of port operation and management is the Santa Fe Port Managing Body (non
State public entity).

'2) Existing condition of termiinal facility
The port have the following facilitics;
*  Grain Terminal: Annual throughput capacity: 800,000 T. The depth alongside the
wharf is more than 24 feet.
* Stora'ge"l‘ank Capabity: Total - 88,800 m*.
* ' Janer Harboir | - 2,600 m of granite and reinforced concrete
Wharf 1/2 : 680 m/580m Pics: 120 m
% Inner Harbor 18~ 3,000 m natural Stope
Wharf 34 : . 710 m {elevator berth ) 7900 (noi operating) _
*  There are 6 pices with depth of 24 ft io handle raw matcrials, containers, grain, etc.
Ist pier; 180 m lohg, 2nd and 3rd picrs; 580 m long in total 4th to 6th piess; 710 in
~ long in total.
* Sheds: 4 Sheds of 105x 15 m - 7,875 m? each of capacity for slor'\gc -
§ Shed of 185 x 19 m - 14,000 m? capacity for storage
_ 10 Sheds of different size - 22,280 m? |
X * Yards for Containers : 1 Sector of 12, GOO m? and 2 SLL[OFb of 4, OO() m?
* :Parkmg !ol 200 vehicles, Paved Foads: 36, 00() m2 Slockyard area 4100 m?

3) Traf] ﬁc (Cargo and sh;p) ,

The traffic volume of cargo havé been decreased and wssds have been increased
between 1990 te 1994, Since the regional cconomy had been changed w0 export of
woods, colton, and sugar which products volume have rcdhcéd. C

it is expected lhat container h'mdlmg volume through the pon wtll be 3 000
X 000 TEU i in 1996 and grain wilt be 800,000 ton in 1996. Ro-Ro slup lrauspor( {,500
vehicles per month.

The port promote mduslnes 'md agncultural farmers in the Cordoba and northern
provinces to handle 'md collect agricultural products like beams, tobacco and orange for
‘export from this port.
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4) Development plan of container terniinal

"The port aulhonly prepared to further dcvclop the uusnng f‘lCIll%lCS in lhn,c
sta'gcs. N
* Iststage dredging of access canal of 6.1 kin distance to 24 feet

(in progress) to 35 feet.
*  2ndstage Renovating the terinal for general cargo and containers.
| ' The target volume to handle 40,000 TEUfyear for the year 2000
* Jrd stage B Development of Inner Harbor I area for multi purpose terminals,

¢. The Port of Ushuaia

1) Character and funcnon of port
The port was developed in 1884 as transshlpmem port for ships sailing belwcen
the Atlantic and Pacific Oceans, particularly trades belween Argentina and Chile.

The port is located at the capital of Tierra del Fuego "Ushuaia” which is the ‘most
southern city of the country and around 1,930 miles from Buenos Aires. The provincial
govermnent developed the trade industrial zone behind the port. The port kad handled
containers around 22,000 TEU per year in last three years of imported raw material for
industrial inani:facluring, par{icﬁlnrly electronic industiy and exporling their products.
“Ushuaia port is situated at the north west section of the Ushuaia Bay, which is a wide
intet on the northern coast of the Beagle Channel, west of Punta Segunda. |

*The port became the second largest in the container handling volume in Argentina
after the Bucnos Aires, which come from Asian countrics through the Pacific Ocean. The
port also bécome second largest of handling volume of fishery products after the Mar del
iPlaia Poit. ‘The port facilities is owned by the Province of Tierra del Fuego / YPE.
Responsible institution of port operation and management is the Direction Provincial de
Puerto / YPF

'2) Existing condilion'oftennin_ai facilitics

E'T'he:re are two pier, one is governinent comercial pier, tocated on the north west
corncr of the b‘ly, other is YPF fuel pier, located on the norih-east extending from the
© commercial pier.

‘ ‘3) Traf fic (Cargo and ship)
The vessets that called to the port in 1993 were 291 in total: 74-Passenger, 124-
Fishing and Refigerated, 82-General Cargo, 11-Various, and in 1994 were 385 in total:
82-Passenger, 109-Fishing and Refrigerated, 136-General Cargo; 29-Various. *
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“The port is handling cbmaincrs_ of about 22,231 TEUs (equivalent to '15,130
boxés)_in 1993, 22,071 TEUs in (994, The container traffic volume in 1995 is estimaled
at 800 to 900_ boxcslmomh'u ptlo August. The fishery products was 50,000 ton in 1993
and general cargo of 1,800 ton.

- Container 1993 1994
Tmport 11,335 11,086
Export 14,896 110,985
“Total 22,231 22,071

4) Development plan of container terminal

The extension of (he existing pier for other 220m have been planned by filling the
existing dolphin area and by widening the cxisting picr which will allow berthing of
cargo vessels of 40 feet draught.

The government requested the financial assistant for such development project
with the Inter-American Development Bank (IDB).

The extended piers will be used for multipurpose berths of general cargo,
container and fishery terminals. It is planned to commence the project from January
1996.

f The Port of L Plata

1) The characteristics of the poit

The port is located on the left bank of the eslumy of the Rwer Plau, from smward
30 miles south of Buenos Aires. It is the capnal of the Province of Bucnos Alrx,s and
rapidly becommg industrialized. The area is characterized by the lmffn of w,ssels
opera{mg with nauoml oil company’s tankers, general cargo shlps of steel’ mchl plant
and several other industries, mostly related to petrochemicat producls

The port of La Plata was built before the porl of Buenos Aires and started to
operate in 1890. It has been used to function as an industrial bulk cargo handling pori,
but at present the port aclivities are irregular and current handlings oscillate between 5 and
6 million tons per year. Overseas ships c'lllmg at this port average 130, while coastal
ships avcmgc 150 per year. Opcr'mon however is mainly duc to YPF's huge n,ﬁncry_
'md Propulsom Slderurgu:a s steel plant and rolhng mill. '

' The govcl-nlnclil of the Province of Buenos Aires is working on a project called
““Zone Franca La Plata” (La Plata Free Zone) with the aim of activating the La Plata port
and its surroundings. The area covers 50 ha and have already developed more than
- 40,900 square meters. This development will be implemented on a concession basis (o
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the private scctor for the exploitation of a commercial, industrial and service free zone
with its own port terininal for containers and general cargo. '

The porl management was-transferred in 1992 from AGP (o the provincial
government of Buenos Aires according to the Port Law of 1992 along with all power and
authorized right regarding building, administration and operation of 5 pots (San Nicolas,
‘San Pedro, Zarate, Campana ahd Mar del Plata) located in the Buenos Aires provinge.
The port administration is under the control of the government of Bucnos Aires provinee.
The cargo handling oper'atioﬁ are camied out by privaic stevedoring companies.

The port handied 4,908,000 ton in 1994 consisting of 210,148 ton of import,
2,450,840 ton of expdrl and 2,247,880 ton of domestic trades. The generat cargo and
containers handled through the port were negligible small quantity. The share of totat
volume of cominodilies throughput does not show substantial difference among them
since 1987.

The number of ship call to the port were 977 in 1993 and 992 in [994.

2) Dcvclopment plan of the poﬁ

Since the following developiment programis were proposed around the port area
by regional demands, the provincial government plan to conduct the engineering study to
prepare the master plan of the port for the long and short term development considering
" the follbwing;

“about 6,000 ton of cakes per day or 45,000 ton per month are delivered to the coat

.eprrting compaﬁy in the port by train wagon, about {,600 wagons pér month from

‘Mendoza, o

¥ the de\rcloplmnt plan of Free Tr’tdu Zonc of La Plata at Astlllcro I"tbncnuon Naval

“Argentina of Ensenada ( ship building company yard) is just behind the west side of -
the La Plata port including the container terminal inside the Frée Trade Zone area,

8. Thie Port of San Antonio Este

I) Characleiistic of the poit .

The port of San Antonio Este is located on the north side of Villarino Pomt in the
:GuI:F of San Matlas, about 480 km south from the Bahia Blanca and is the galeway port in
province of Rio Negro, the .Palagoniém region. The fesponsibility of port opéralion and
management was transferred to the provincial govcrnmcnt from AGP in 1992. The pott is
located on the routes by railway and roads connecting from Patagonia, fruil production
areas of Argentina to the Chilian potts by crossing the Andes. '
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2) Facilities
The causeway to the pier extends fmm lhc coast in notth west direction for about
287 meter with 12 m wide. The eid whacfis 200'm long and 30 m wide accommodating
2-115 m long ships. The water depth along side the berth reaches 407, but due to a
“neighboring sand bank the port can only accommodate ships of up to 27" draft. The tidal
range at the port is 18f1.

Eacilities include three warehouses, a parking place for trucks and a concrete yard
for storage of containers.

The port facilitics was constructed in 1983 for anchorage of small fishery boats
and now is owned by the Rio Negro Province by the Port Law in 1992,

3) Traffic

In 1994 the port handled palletized cargo 246,000 units, fish 10,548 ton, 'md
containers of 205 units of 20 feet and 38 units of 40 feet. - These containerized
commodity are fruits and [ruits' juice, which are collected from the Rio Negro aid
Neoken provinces, and exported to Brazil. These cargoes are handled only January to
June during the fruit season. '

Before the fruil season, empty containers were delivered (o the port. Fruits and
its juice were coltected from farmers located in the radius of 400 to 450 km in the
hinterland of the port. These commadities are packed in the containers at the poit. There
are reefer container stock yard with electric supply facilitics.

After July the stuffing of ﬁshcry producls are camcd out in the LDHIHI!]L’I'b
68 000 TEU were cxpomd in 1992 to Isracl and or European 'md olher countries. - '

I is observed that the port haVc potcnha\ to handle moge conlamcrs by',cxpanding
the business ficlds such as collecting containerized cargoes from the hinterfand and/or
constructing cold storage to stock fruits and ils products within the port aréa to be
cxportcd by container after the season. There will be large dcnmnds of such products in
Pacific regions, and neighbor countries as well. ‘

1.2.4 Navigable Waterway .
(1)  Present c'ondit_i.ons of channel dredging

~ a. Backgrouad of pnmt;m(mnof channel dredging
The govemment office in charge of construction of dnmuls and pont facilities is
" Director Nacional de Construcciones Portuarias y Vias Navegables (CPVN) (National
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Direction of Port and Navigable Wau;ni'ays Construction Work) under the control of the -
Ministry of Economy and Public-Works and Service. Consteuction of port facilities and -
channel dredging had been undertaken by CPVN for the last 20 years. At present alimost
all the works are carried out by the private scctor on contract basis. |

The CPVN formulates an annual dredging plan each year o mmnlmn the rcqumd
channel depth. But the actual maintendnce dredging had not been carried out mllsﬁclonly
mainly for the following reasons
- Shortage of crew, which makes it impossible for the dredgers to operale
~ Mechanical defects and related faikures of dredgi ng'eduipmcnl

“Under such conditions, the government decided 1o Cond(lct the maintenance
dredging and improvement of navigation aid facitities along the Parana river by the
privale sector giving concession 1o collect the tolt from ships through the channel for
compensation of invested dredging cost. All the ships shall pay the toll according to their
ship size (Net Registor Ton-NRT).

La Plata river proﬁidcs important access channels to a number of river ports:
located along the Parana for the major grain expori shipthent. It is also the access to
Uruguay aind the Buenos Aires. Owing to the heavy sedimentation flow from Patana, the
La Plata lose its depth and if no maintenance dredging had been carried out, at once it
will cntail enormolis cost of dndgmg Itis really a heavy ﬁmncnl burden lo maintain the
channel depth decp cnough to accommodate the larger bulk carriers to mect the sea
transport demands.

The nnmmum “draft for shtps to be able to enter o ihe Buenos Aires is 321t
(9 8m) and hwc only 23{1 (8.5m) nawgablc depth on the Ml(fb Ch1nncl This means ihat '
fully lmded largc—quc slups of more than 10 0 m draft aré not allowed to enter the -
" Buenos Ams pon. The Parana river has restricted the maximum dlaught of 28 ft { 8.5m)
and the channel had been maintained for oceangoing ships navigable up to Rosario and
~ San Lorenzo.

The maintenance dredging of the ihain channel thri)ugh the upstream rii*crs is the
: n,sponmblmy of the CPVN as mentioned abové, but the maintenance dn,dgmg of the
'1cccss channel to the por is the responsibility of each port.

" Channel dredging of the Parana de Palmas tiver will be deepien‘ to 281t up to

" Rosario and Sta Fe as first stage and subsequently to 32ft at the second stage between

Buenos Aires and Rosario by private companies. - The decpening of the navigable
waterway shall improve the access of targer vessels. :

66



Vol. VH (Chapter 1)

It is estimated that when the dredging up to Rosario is made to 321t draft, those
. ships that are now calling the poits with only 26,000 tons shall be able to carry 34,000
tons. This shall derive a significant savings in cost of export products particularly grains
which has been estimated around 60 to 80 million dollars annially.

The expected cargé to be transporied will be cotton, grain, soya beans, won ore,
fuel oil, general cargo and their total volume is estimated at 7 million tons after § years
time and by 10 years time around 15 to 17 million tons will be moved through this

waterway.

The traffic volume of gencral cargo, grain, and oil by sea transport between
Argentina and Brazil during 1990 to 1994 arc shown as follows; '

Table VII-1-2-11  Traffic Volume for 1990 to 1994 by Sea Transport

Between Brazil and Argentine :
(unif: lon)

Type of Cargo “Year 1590 1991 1992 ] = 1993 - 1994
Grain, bulk solid cargo Export 75,6651 1,090.824 897.805 | 1,480,373 | 1,243,786
Immport 76,297 285,536 744,922 476,820 780,401
Total .. 828,962 | 1,376,360 1,642,727 1,957,193 | 2,024,187
Gerieral cargo Export 74,644 27,898 45,713 101,651 154,128
: Import 33,644 654631 - 1060478 201,972 284,179
_ Total 128,288 93,361 152,191 303,623 418,307
Freezod cargo Export 12,315 637 1,193 4,877 19,501
' - [ Impont - - - 188 1,470
Towd - 12,315 637 1,193 5,032 20,971
Oil, liquid cargo Export 172,718 135,44} 109,431 9,709 197,810
' frport’ 92,075 103912 ) 144,573 184,125 240,508 §:
: Total - 264,793 239 155 254,004 273,8M 438,318 |
| Total - ' Export 1,012,342 1 1,254,802 | 1,065,142 |- 1,676,610 | 1,615,225
Import 222016 454911 995973 863,072 | 1,306,558

Tolal 1,234,358 | 1,709,713 | 2,050,115 ] 2,539,682 2,921,783

+

Source: FEAM

b Hidrovia Wafterways {Parh'guay - Parana Watcrway) :

i) Background

The proposal of developing the Pacana river for inland \hterway transport system
as l’ngOIIal development scheines were agreed by both govurnments (Argentina side
desires to develop the routes from north o south along the Parana rwc r and Brazil side
desires to devclop the route from east Lo west along the Tiele nver 1round Sao P'u:!o n
the southern parts). '

2) Cargo teaffic (Ships and cargo including container)
~ The major cargoes transported by thc_dcirick :la\'igaiion system is basically of
.soya'a_nd minerals. Soya origined and produced in Paraguay is transporied by barges to
the ports of Rosario-San Lorenzo aceq, (o liséobar (Argentina) and to Nueva Palinira
(Urugbay). The iron and manganese nﬂuetais, both originated from Brazilian resource
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- are also transpoited by this means of transport in order (o reach their destinations in San
Nicolas (Argentina) and Nueva Palmira (Urugeay) respectively.

The containers with general cargoes are mainly pards of auto mobiles and
manufactured electric products from Argentina side are transported with small quantity
through this water way from Buenos-Aires for Paraquay.

1.2.5 Maritime Control

In this sccuon the summarized finding on maritime control regarding the container
transportation of the Buenos Aires and Bahia Blanca Ports are bmﬂy explamcd

Function and present condition of facilities of the maritime control authority is
described below;

(1 Functions of maritimé control to port service

Prefectura Naval Argentina (PNA-Argentine Coast Guard) is the responsible
institution under the Argentina maritime contro! autherity to perform the following
functions;

a. To perform police functions in the fields of safety of mvngauon and public
enforcement within the jurlsdlulon'll watenways ang ports; _

b. For the Argentine Maritime Authority to enforces international LOI]VCI][IOIIS on S'ifely
of hunan life at sca;

: ¢.” To enforce pollution control as well as rciata_:dtcchniéﬁl' and tegal maters;

d .Fi_ag' State and PQrt: Stale Controf functions involving vessel r¢cords and controf of -

: :shjip safety conditions pursuant to the brOvisions of related laws, regulations and

‘relevant intemational agreements. 7

{2}  Eavironmental control supervision

The evolution of navigation and the conslantly increasing size and tonnage of
shi ps made it nécessr{ry to stud:y, at the international level, the most effective way to face
-the problems of ship-derived pollution. ‘Important legal instrument, completed in 1990,
was the Tnternational Convention on Oil Poilution’ Preparedness, Response and
Corporation (OPRC/90).

_ The OPRC/I0 took measures Lo clean up when a spilt has accuried. PNA must
deal with Jaws forbidding water pollulion{in rivers, lakes and seas) through oil or other
“noxious substances. The laws by which Argentina approved relative to thé above-
mientioned conventions, consider Prefectura as the enforcenient authority of the tistes.
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Thc;peng\lly'syslcm'_an'd'thc measures concerning the testoration of the harmed
envitonmént are stated in the National Act No. 22190 on "Prévention and Control of
Pollution frony Ships and Naval Craft”.

With regards to restoration of the damaged environment, Prefectura cleans
polluted waters. This task is performed by its salvage, fire-fighting and pollution controt
service and the different specialized units located along the river and sea shores.

(3)  Traffic control through maiit channel to ports and coastal ports

As mentioned above PNA {Argentine Coast Guard} is responsible for providing
safety of navigation and (o safeguard human lives and goods in seca, river and lake
waterways, as well as for directing navigation of traffic to ports.

To this effect, the Communications Service for safely in navigation {called
"SECOSENA™) has been created through a network of coastat stations dislributed along
the sea and river shores in the country. '

The traffic and security control system (called "CONTRASE") is a :
compicmentary system to SECOSENA established and ruled by the PNA, that provides
control of nioverticnt of vessels as well as the exchange of information between a coaSlaI
station and vesset and, if necessary, regulates its imovement so as Lo strengthen the safety
in navigation and faster and efficient flow of traffic, especially in heawly congcsted area,
‘in difficult zone for navigation or when there exist dangerous foads.

~“This traffic ‘and security control system isfpgrformcd'af PNA's radio stations:
mmnly by radio comimunications network without adV'lIlLCd eqlupmculs tike shon, b"lSCd
radar system traffic separation scheme, etc. AV S
a. Buenos Aircs Port

At Buenos Aires Prefectura, the control is being cardied out by using a big panel
board on which ships' positions are indicated with colored pins after confirming their -
position and characteristic by VHF or radio communications with ships. '

Radars are used but more advanced shore based radars should be used at traffic
control centers in international channels and those radars have vessel dala processing
system and show on a graphic display marks with identification codes and bars of
heading and speed.
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b. Bahia Blanca Port _ -

At Bahia Blanca Prefectura they have developed their traffic control system of PC.
computer which can show vessels' position on the display. The system help and enable
thein to control entering and sailing vessels on display for giving orders or ditections of
waiting, proceeding or anchoring.

1.2.6 Issues for 'De'velopment of Containerized
Transportation in Argentine Ports

Based on the analysis of the existing situalion of poit operation, navigable
walefway and conditions of facilities at Buenos Aircs and other main ports, foltowing
issues are identified for further development of containerized transportation in Argentina.

(1) ° Physical restriclion and constraints at the Buenos Aires port are as detailed in
section 1.2.2(S). There are fimited land space and shallow draft of channe! to the port for
accomumodating the large container ships.

(2).  NMationwide intermodal transportation 'milway and road have developed by the
centealized way to the Buenos Aires. ' '

3) The main ports like Bahia Blanca, Quequen, Rosario and Santa Fe have been
'dcvéloped as bulk cargo exporting ports, but currently there are demands from the
- regional communitics for development of multipurpose tepminal within the port area to
handle general cargo ain{! containers as detailed in section 1.2.3.

‘1) - Maritime safely control system along the access channel 1o Buenos Aires port and
‘other main ports are conducicd by obsolete means of communications which needs to be
amodernized by applying a current electronic technology.
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