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GLOSSARY

Term Explanation
A port is a location on a coast or shore containing one or more
Port harbors where ships can dock and transfer people or cargo to or

from land.

Port authority

The body with statutory responsibilities that manages a port’s

water and land side domain (De Monie, 2004).

Governance is all of the processes of governing, whether

undertaken by a government, market or network, whether over a

Governance family, tribe, formal or informa organization or territory and
whether through the laws, norms, power or language of an
organized society (Bevir, M., 2013).

Corporate Mechanisms, processes and relations by which corporations are

governance controlled and directed (Shailer, G., 2004).

Governance of the
port and
governance of the

port authority

The governance of the port corresponds with the external cluster
level whereas the governance of the port authority relates to the
internal firm level or corporate governance of the port authority

(De Langen, 2007).

Landlord function

The landlord function consists of a number of common elements,
1.e. the management, maintenance and development of the port
estate, the provision of infrastructure and facilities as well as the
conception and implementation of policies and development

strategies linked to the exploitation of the estate (Baird, 2000).

Regulator function

The regulator function port authorities ensures safety and security
of ship and cargo operations within the port as well as enforces
applicable laws and regulations (Baird, 2000; Baltazar and
Brooks, 2001; De Monie, 2004; Van Hooydonk, 2003).

Operator function

Port authority provides port services such as the transfer of goods

and passengers, nautical, and ancillary services (Baird, 2002).




INTRODUCTION

Port authorities became topical subjects of research in the early 1990s. Today port
governance has become a widely professed field of study (Pallis et al., 2011; Brooks and
Pallis, 2012). Port management bodies differ in management forms and legal frameworks, but
in most seaports around the world, port management is in the hands of a port authority, a body
which has the statutory responsibility to manage a ports water and land- side domain (De
Monie, 2004). The role of port authorities, management forms and legal frameworks has
changed considerably, mostly due to different forms of privatisation, investments from private
equity funds and bank syndicates in port infrastructure, political and socio-economic factors.
The diversity of port governance depends on how governments view the role of ports
(Suykens and Van de Voorde, 1998), in the Baltic States port governance has been aligned
with government and local municipality interests and this is reflected in port authority as ports
managing entitys legal form and management hierarchy. Author conducts an empirical
research to compare, assess and analyse current port governance models applied within the
Baltic States TEN-T network seaports and port authority governance compliance with good
corporate governance guidelines, assesses governance impact on port performance and
compares the results between the Baltic States ports to conclude with best performer within
the region. Author also analyses port governance discourse within EU TEN-T seaports and
explores the scope of EU and worlds best practices in measuring port performance.

By facilitating access to the port services market and introducing financial transparency
and autonomy of maritime ports, the ports will improve the quality and efficiency of the
service provided to port users and contribute to a climate that is more favorable to investment
in ports, thereby helping to reduce costs for transport users and contributing to the promotion
of a better integration of maritime transport with rail, inland waterway and road transport. The
Baltic States seaports are oriented toward transit cargo, the main challenge of these ports is to
attract and maintain cargo volumes on better conditions compared to neighboring ports, avoid
cargo shifts between ports and counteract competition. Port governance and port authority
performance is of a paramount importance for the Baltic States TEN-T seaports.

In the interest of efficient, safe and environmentally sound port management, the
managing body of the port should be governed following the principles of good corporate
governance, transparency, accountability and independency both financially and politically.
According to Denis and McConnell (2003), corporate governance comprises the set of
institutional and market based mechanisms that induce self-interested managers to maximize

the value of the firm on behalf of its shareholders. Independence is recognized as one of the
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characteristics of a good board (Fama and Jensen, 1983; Gillan, 2006) p. 14. Zayad. Members
of the board of directors are the representatives of shareholders and their responsibility is to
make certain that managers are working in the best interests of the owners (Liu and Fong,
2010). Corporate governance frameworks should ensure the strategic guidance of company
and the effective monitoring of management by the board (OECD, 2015; 2014).

Object of the research is a port authority.

Subject of the research is governance impact on port performance.

Question of the research: are the Baltic States trans- European transport network (TEN-
T) ports’ governance models developed according to good corporate governance guidelines

and how does port governance impact port performance?

Goal and hypothesis of the research
The research goal is to assess port governance impact on port performance.
The research hypothesis is stated, as follows: port governance directly impacts port

performance, this impact can be identified through port performance results.

The theses presented for defence

1. Port authorities which have implemented management structure in compliance with
good corporate governance guidelines deliver higher results.

2. Port authority financial performance factors are the most significant for shareholders
of the port authority.

3. Port authorities which are governed in compliance with good corporate governance
guidelines deliver higher financial performance results.

4. Port authorities governed according to good corporate governance guidelines deliver

higher port performance results.

Research tasks

1. Identify latest management theoretical concepts in port governance arena;

2. Identify port governance impact factors;

3. Examine the main trends of port performance in the Baltic States trans- European
transport network ports;

4. Conduct a research of governance impact on ports’ performance;

5. Develop improvement proposals for port governance according to good corporate

governance guidelines.



Research design and methods

The research consists of three main stages and review of the previous research. The
research evaluates port governance models applied within the Baltic States TEN-T seaports,
following the principle of commercially-oriented corporations in public ownership and with
the overall direction of independent port management for the landlord configuration ports,
and assesses the governance impact on port performance and measures the performance of the
port management entity and evaluates its governance in compliance with good corporate
governance guidelines. Irrespective of whether the port authority owns the port land or
manages it, the landlord function consists of the management, maintenance and development
of the port estate, the provision of infrastructure and facilities as well as the conception and
implementation of policies and development strategies linked to the exploitation of the estate
(Baird, 2000; Baltazar and Brooks, 2001; Van Hooydonk, 2003).

The first part of the thesis represents the theoretical framework and review of good
corporate governance discourse, port governance characteristics and models, port
governance impact on port performance. The international experience of port governance
models in EU TEN-T seaports is also assessed and governance development trends
analysed. Within this part, the literature review, efficiency assessment research and
identification of previous research gaps are discovered.

The second part of the thesis is an empirical section, which assesses the applied Baltic
States’ port governance models, and port performance assessment is conducted for the period
of 2006 to 2016. Furthermore, the governance impact on port performance is assessed,
concluding with extended expert survey findings which were processed by AHP research
methodology, as well as presented descriptively, when AHP is not applicable. The
methodology for choosing experts for the survey included the following steps: field research
of survey audience, identify commonly occurring categories important for selection, experts
rank according to the criteria of position within organisation (C level managers were only
questioned, including board members, general managers, directors or their deputies), the
required experience within industry was no less than five years and the minimum necessary
education was established as a master degree.

The third part of the thesis focuses on the direction of port governance improvements,
assessing the enhancement of governance policy and management practices, the future scope
of port management and governance in Europe, and the future prospective of ports in the
Baltic States. This part concludes with recommendations arising from the research topic to

the policy makers, industry members and scholars for reconsidering port governance

6



importance and following the good corporate governance guidelines in setting up an

appropriate management hierarchy with supervisory and management boards, and audit

committee’s within port authorities in order to further upgrade the ports' performance.
Following research methods were used in the research:

e Qualitative methods used in the theoretical and empirical parts of the thesis:
content analysis (medium and long term strategic planning documents,
financial and operational reports, legally binding laws and bylaws), literature
review, monographic method, in-depth expert interviews, data evaluation,
expert opinion method, market studies and examinations.

e Quantitative methods, used in the empirical part of the thesis: data analysis
techniques, correlation and regression analysis, data modelling techniques,

descriptive statistics, AHP and survey methods.

Assumptions and limitations

Following assumptions and limitations were set by the author for the purposes of

conducting the thesis research:

1. Research covers port governance and its impact on port performance in broader
area, but it is afterwards narrowed down to the TEN-T ports of the Baltic States.

2. Research papers on port technical developments, infrastructure, engineering,
terminal equipment and operations were not analysed due to distinct differences
from the present research field.

3. Port performance assessment focuses on governance model evaluation according to
good corporate governance guidelines and the correlation of these findings with port
performance results.

4. Macro indicators are considered to have an equal impact on port authorities, and

thus are not studied separately.

Research period

General research period has been set from 2009 to 2017, in order to assess the port
performance the research was conducted between the 2006 and 2016. The survey was
conducted in the period from September to December of 2016, reflecting the actuality of the
conducted report and delivering the most advanced results. The key stakeholders were
included, both on the operational and governance side, including board and supervisory board

members of the port authorities, port managers, port users and industry scholars.



Theoretical and methodological basis

The theoretical and methodological basis for this thesis is a combination of the
following modules:

1. Port governance trend from traditional structures characterized by bureaucratic control
of comprehensive public entities to business-oriented companies.

Port governance development in recent decades has experienced exaustive changes. The
ports in early modern Europe were managed through a strong public and local influence
(Bekemans and Beckwith, 1996; Konvitz, 1978), which changed with the advent of
industrialisation (Verhoeven, 2015). Academics have identified three geographically-based
traditions of port governance, the “Hanseatic” tradition of local, mostly municipal,
management, the “Latin” tradition with a strong influence of central government, and the
“Anglo-Saxon” tradition, which used to be dominated by the trust port (Goss, 1979). Within
the twentieth century, a port authority was assigned to a single legal body, who controlled a
port or several ports on behalf of the government (Van Hooydonk, 2007). This, in turn,
changed with introduction of containerisation in the 1970’s, as well as globalisation and
liberalisation processes, and gradually reduced the role of the port authority (Verhoeven,
2014). Within the twentieth century, port authority was assigned a single legal body who
controls port or ports on behalf of government (Van Hooydonk, 2007), which changed with
the advent of containerisation in the 1970’s, globalisation and liberalisation processes and
gradually reduced the role of the port authority (Verhoeven, 2014). Within the last two
decades, the port governance models have changed considerably from the traditional
structures characterized by bureaucratic (frequently inefficient) control of comprehensive
public entities (Airriess, 2001a, 2001b; Notteboom and Winkelmans, 2001a, 2001b;
Notteboom, 2009a; Notteboom, 2009b; Notteboom et al., 2009; Wang et al., 2004) p.6. Ng,
K.Y.A. and Pallis, A.A, 2010, to business oriented companies with shared key objectives:
efficiency, economic benefits through competition, minimizing bureaucracy, reducing
demands for public investments, enhancing management skills, efficient labour organisations,
and organisational re-scaling so as to facilitate economic coordination between different
social and spatial levels (Brooks, 2004; Cullinane and Song, 2007). By explicitly endorsing or
rejecting such recommendations (Brooks and Cullinane, 2007a; 2007b), policy-makers

gradually moved ports away from the direct public management.

2. The aim of port governance changes in most cases are directed at lowering transaction
costs.

Academics have provided an evidence that choices are restricted by institutional
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conditions, which lead to diversified outcomes and development trajectories (Airriess, 2001a,
2001b; Hall, 2003; Jacobs and Hall, 2007), p.7. Ng, K.Y.A. and Pallis, A.A. Transaction costs
theory (Williamson, 1985) suggests that bounded rationality leads the dominant policy-
makers to advocating the implementation of generic solutions, while Jessop and Oosterlynck
(2008) suggests that economic forces tend to deploy power to secure results. Governance
changes take place incrementally with notable characteristics, reflecting the remnants of pre-
reform setting (Denzau and North, 1994). This account is valid for organizational change and
competitiveness (Powell and Di Maggio, 1991; D’Aunno et al., 2000; Johnson et al., 2000;
Sminia and Van Nistelrooij, 2006), including public service organisations. Studies of changes
in (former) public sectors argue that public organizations are the major actors in exercising
institutional pressures, simultaneously being strongly affected by such pressures (Pouder,
1996). When moving service transactions to market environment the prominent role of the
regulatory framework and legitimacy is firmly embedded within distinctively social, legal and
economic environments (Fernandez-Alles and Llamas-Sanchez, 2008), p10 p.7. Ng, K.Y.A.
and Pallis, A.A., 2010.

3. Corporately governed port authorities have a higher performance and value.

The agency theory by Jensen and Meckling (1970), is proposed as the main approach to
investigating the relationship between corporate governance and firm performance, providing
a direct link between corporate governance and financial performance. To measure the impact
of governance on the performance of a port authority as an undertaking, the methodology of
Bilodeau et. al., (2006) is used through a measurable series of hypotheses that are translated
into performance indicators in combination with OECD (2014b) good corporate governance
guidelines and experts' survey, developing a new research model, which includes 21
qualitative and quantitative factors. Therefore, methodology of the thesis is designed to find
both qualitative and quantitative evidence of governance impact upon the port performance,
first of all, the corresponding questions were included in the experts’ survey, the findings of
which were processed in accordance with the chosen elements of AHP (Saaty, 2008), and,
secondly, a regression analysis was applied in order to maximize the relationship between
variables.

The secondary quantitative data includes the performance results of port authorities
directly collected from the institutions. The data concerning the good corporate governance
are collected from the annual reports, financial reports, compliance regulations, cabinet
regulations, laws and bylaws. To measure the impact of governance on the performance of a

port as an undertaking, according to methodology proposed by Bilodeau et. al., (2006) and the
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methodology of UNCTAD (2016) eleven KPI’s are introduced and analysed: the handled
volumes of cargo in millions of tons, EBITDA in million euro, net profit in millions of euro,
revenue to expenditure ratio, revenue to employee ratio in millions of euro, net profit per
employee in millions of euro, average turnaround time for ocean-going vessels in hours,
average turnaround time for container vessels in days, average operating margin, average
profit margin and number of dock worker strike days.

The literature review in the related research fields is based on the analysis of research
publications and institutional documents concerning port governance, port management and
corporate governance discourse. Sources within the literature review for empirical studies
include Science Direct, Scopus, Thomson Reuters Web of Science, Emerald, EBSCOHost
and JSTOR.

Scientific novelty

1. Thesis establishes a new research model, which includes 21 qualitative and
quantitative factors of performance measurement and empirically tests the various
factors, which influence the performance of a port.

2. The performance is measured not only on the port authority level, but also on the
shareholders' level, which is the main reference for the good corporate governance
discourse.

3. The empirical evidence that particular elements in the current governance system of
the Baltic States TEN-T ports are contrary to the interests of shareholders and
stakeholders with regard to increased port’s performance is provided.

4. The empirical evidence that the port authorities with a higher degree of good

corporate governance show better financial performance results is provided.

Theoretical significance of the research

The main theoretical importance of the present thesis is derived from its research design
and multifactor concept model, in particular, the research model is designed to implement a
concept model for the port governance impact assessment on port performance. The final
outcome of the performance assessment model is development of proposals for efficiency
improvement in each TEN-T port authority based on discussion of results and
recommendations derived from the findings at each stage of the factor concept model.
Furthermore, the theoretical significance can be extended to assessment of efficiency

demonstrated by port authority alliances and their correspondence within logistics chains.
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First of all, the thesis enhances the understanding of corporate governance in terms of
the agency theory in researched ports and defines the possible improvements within
governance discourse. Secondly, the Baltic States are considered as developed countries, thus,
the findings of this study may benefit many other countries with similar political, cultural,
environmental and economic conditions. The findings of study provide a window into the
prevailing situation of corporate governance in the Baltic States TEN-T port authorities,
which is of interest to investors, managers and academic researchers considering the role of

corporate governance and its impact on port performance.

Practical significance of the research

Practical significance of the research is mainly based on potential application of the
research results in regulatory improvement of port governance, as well as further development
of the research methodology for the efficiency assessment of port authority alliances and their
impact in local and regional logistics chains. In particular, the interested audience for the
practical significance are scholars and researchers within the thematic area of port
governance, who might use the present thesis as a foundation for their research in the field of
port governance impact upon the port performance, as well as further develop the factor
concept model for the performance assessment and port performance evaluation; secondly,
port authority shareholders and stakeholders; thirdly, public sector institutions and persons

affiliated to industry business.

Approbation of the most relevant results
The most significant results of the research have been presented and reviewed in eleven
international scientific conferences in Latvia and abroad:

1. Appropriate port management and its provision in Latvia. The 51 International Riga
Technical University Scientific Conference, “Scientific conference on Economics and
Entrepreneurship”, Riga, October 15, 2010.

2. Efficient ports governance and its insurance in Latvia. The 6 International Young
Scientist Conference of the Riga Teacher Training and Educational Management
Academy, Riga, December 2> 2010.

3. The changing landscape of port governance. The 4" International Scientific
Conference of the Riga International School of Economics and Business
Administration, “Changes in global economic landscape- in search for new business

philosophy”, Riga, April 28'-29, 2011.
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4. Legal framework competitiveness analysis of port governance models. The 5%
International Scientific Conference of the Riga International School of Economics and
Business Administration, “Information society and modern business knowledge
creation and transfer into new competencies”, Ventspils, April 26-27, 2012.

5. The dynamics of business model of the Baltic States port authorities. The 6"
International Scientific Conference of the Riga International School of Economics and
Business Administration, ‘“New business solutions for emerging future”, Riga, April
25-27,2013.

6. Challenges of the Baltic States port authorities. The 7™ International Scientific
Conference of the Riga International School of Economics and Business
Administration, “Challenges for emerging markets”, Riga, April 24-25, 2014.

7. Maritime cluster analysis on the Central Baltic region. SmartComp and Turku School
of Economics and Riga International School of Economics and Business
Administration, Finland, Helsinki, December, 2012.

8. Maritime companies and their business networks in the Central Baltic Region cluster
analysis on the Central Baltic region. Turku School of Economics and Riga
International School of Economics and Business Administration, Finland, Helsinki,
June, 2013.

9. Maritime sector developments in the global markets. Turku School of Economics in
collaboration with Riga International School of Economics and Business
Administration, Finland, Helsinki, October, 2013.

10. Advantages of transport sector in Latvia. SmartComp International Conference, “See
beyond the Sea — Baltic Sea Region Maritime Sector in the global competition”,
Turku, Finland, November 2627, 2013.

11. Governance impact on the Baltic States major ports efficiency. The 10" International
Scientific Conference of the Riga International School of Economics and Business
Administration, Scientific Baltic Business Management Conference ASBBMC,
“Sustainable organisations: Creating and managing in turbulent business

environment”, Riga, April 27-29, 2017.

Publications
The main results of the empirical research were published in 11 reviewed scientific

publications and conference proceedings:
1. Bolevics, V. (2010). “Appropriate port management and it's provision in Latvia.” The

51% International Riga Technical University Scientific Conference Proceedings,
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10.

“Scientific conference on Economics and Entrepreneurship”, ISBN 978-9934-10-294-
3, pp. 154-158.

Bolevics, V. (2010). “Efficient ports governance and its ensurance in Latvia.” The 6™
International Young Scientist Conference of Riga Teacher Training and Educational
Management Academy Conference Proceedings, published in “Collection of
Conference articles”, pp. 35-38.

Bolevics, V., Volkova, T. (2011). “The changing landscape of port governance: case
of Baltic States.” Journal of Business Management, No.4, ISSN 1691-5348, pp. 162—
169. Indexed in EBSCO.

Bolevics, V., (2011). “The changing landscape of port governance.” The 4%
International Scientific Conference of the Riga International School of Economics and
Business Administration Conference Proceedings “Changes in global economic
landscape- in search for new business philosophy (SCEE’2011)”, pp. 82—87.

Bolevics, V., (2012). “Legal framework competitiveness analysis of port governance
models.” The 5™ International Scientific Conference of the Riga International School
of Economics and Business Administration Conference proceedings ‘“Information
society and modern business knowledge creation and transfer into new competencies
(SCEE; 2012)”, pp. 35-41.

Bolevics, V., Spolitis, V. (2012). “Maritime cluster analysis on the Central Baltic
region. The Latvian Maritime cluster”. SmartComp Research report, Helsinki,
December, 2012, Vol. I, ISBN 978-952-298-007-6, pp.46-59.

Bulis, A., Bolevics, V. (2013). “Maritime companies and their business networks in
the Central Baltic Region. The Latvian maritime cluster”. SmartComp Research
report, Helsinki, Vol. II, ISBN 978-952-298-007-6, pp. 36-52.

Liuhto, K., Laaksonen E., Mikinen, H., Jouttenus, A., Gao, M., Bolevics, V.,...
Junnelius, J. (2013). Maritime sector developments in the global markets. SmartComp
Research report, Helsinki, October, Vol. III, ISBN 978-952-298-007-6, 121. p.

Liuhto, K., Laaksonen E., Makinen, H., Jouttenus, A., Gao, M., Bolevics, V.,...
Junnelius, J. (2013). Conclusions on increasing smart competitiveness in the Central
Baltic region. SmartComp Research report, Helsinki, December, Vol. IV, ISBN 978-
952-298-007-6, 26. p.

Bolevics, V., Sjolin, J., Volkova, T. (2013). “Governance models of Baltic port
authorities”, “Baltic Worlds”, Centre for Baltic and Eastern European studies,

Sodertorn University, Stockholm, 2013, Vol. VI:2, No 12, ISSN 2000-2955, pp. 29-
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32.Indexed and Abstracted in EBSCO and Directory of open access journals (DOAJ).

11. Bolevics, V. (2017). “The impact of governance on the efficiency of the Baltic States’
major ports.” Journal of Business Management, No 14, ISSN 1691-5348, pp. 7- 26.
Indexed in EBSCO, COPERNICUS.

Structure and volume of the doctoral thesis
The thesis consists of introduction, three chapters and 9 subchapters, conclusions,

recommendations, bibliography and appendices. The total volume is 187 pages of body text,
including 20 tables, 13 figures, 15 formulas and 9 appendices. The list of references includes
244 references to various sources, which have been used in the thesis.

The thesis has the following structure:
INTRODUCTION

1. CHARACTERISTICS OF PORT GOVERNANCE AND ITS IMPACT ON PORT
PERFORMANCE

1.1.  Port governance characteristics and its models
1.2. Port governance impact on port performance
1.3. International experience of port governance and its development trends

2. ASSESSMENT OF THE BALTIC STATES PORT GOVERNANCE IMPACT ON PORT
PERFORMANCE

2.1. An overview of the Baltic States TEN-T network port governance
2.2. The impact of port governance on port performance
2.3. Assessment of port performance impact factors
3. PORT GOVERNANCE DEVELOPMENT DIRECTIONS
3.1 Port governance policy improvements
3.2 The future scope of port governance in Europe
3.3. The role of port governance in ensuring ports' future development
CONCLUSIONS
RECOMMENDATIONS
BIBLIOGRAPHY
APPENDICES

THE MAIN CONTENTS OF THE THESIS

1. CHARACTERISTICS OF PORT GOVERNANCE AND ITS IMPACT
ON PORT PERFORMANCE

(Chapter 1 consists of three sections, 43 pages, 6 tables, 5 figures and 12 formulas)

Chapter 1 of the thesis represents the theoretical study and review of port governance
characteristics and models, and theoretical framework of port governance impact on port
performance. The international experience of port governance models is assessed and
development trends analysed. Within this chapter, the literature review and identification of

the previous research gaps is provided.

14



Port governance characteristics and its models

Governance is a historical term for the description, evaluation and comparison of state
governance, and has often been used as a synonym for government in the political literature.
In the 1970s, the concept of governance was revived in American business language through
the concept of “corporate governance” with the focus on corporate responsibility. The World
Bank introduced the term ‘“good governance”, thus coining this phrase (Wouters and
Ryngaert, 2005). Today, corporate governance defines the regulatory framework for the
management and supervision of companies, whereas the framework of corporate governance
is largely determined by legislators and owners (Spira, 2002), while the actual corporate
governance design falls to the supervisory board of the board of directors. The company-
specific corporate governance system consists of relevant laws, regulations, codes, letters of
intent, mission statement, and the habits of management and monitoring (OECD, 2010), p. 10,
Michelberger (2016).

The academic literature discusses “good corporate governance” and the improvement of
existing corporate governance. Good corporate governance should ensure and guide a
responsible, professional and transparent business administration in the interests of owners,
but also of external stakeholders, such as creditors, debtors, society and employees (Felo,
2011; Rose, 2016). According to Michelberger (2016), the characteristics of good corporate
governance are: 1) an appropriate risk management, 2) formal and transparent procedures for
the proposal and election of board members, 3) a functional management organization, 4)
management decisions focus on long term value creation, 5) transparency in internal and
external corporate communications, 6) safeguarding mechanisms to secure the interests of
different groups (stakeholders), and, overall, 7) a clearly defined management and control
structure (Passenheim, 2010).

The corporate governance discourse aims at defining a self-regulating system of
contracts to avoid agency problems resulting from distant or absent shareholders or owners,
who contract executives to act in their interests (Johnston, 2009). The problem of managerial
self-interest is widely discussed in the framework of managerial power theory with its basic
assumptions that management compensations are often excessive, do not correlate to
performance and the increase of the company’s value and thus of the owner’s investment
(Rappaport, 1981). The managerial power theory states that the executive will serve his
interests rather than those of an owner or shareholder. To avoid such issues, the principal has
to incur “agency costs” that arise from the necessity of creating incentives that align the

executive's interests with those of the shareholder, and costs incurred for monitoring the
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executive's conduct to prevent the abuse of owner's interests (Henry, 2010). Agency theorists
do not explore the conduct, relationships and attitudes that generate board effectiveness,
instead, they examine the effectiveness of various mechanisms designed to canalize the
executive’s self-interest so that he serves shareholder's interests (Firth and Rui, 2012). The
agency theory is highly influential in shaping the corporate governance systems reform in
terms of board-based mechanisms and external, market-based governance mechanisms
(Solomon, 2007). Governance relies for its effectiveness on the transparency of financial
information and the transparency of management decisions, so that external market
mechanisms can be effective through disciplinary effects on the company and, hence, on
executive performance (Berghe, 2012). The executive self-interest must be aligned with the
shareholders’ interests by value-based key performance indicator systems rewarding an
increase of the economic value added (Zarbafi, 2011), therefore, corporate governance is
understood in the context of institutional economics, which is to bring a balance of interests
between stakeholders, p. 10, Michelberger (2016).

The OECD defines a corporate governance as the system by which business
corporations are directed and controlled. The corporate governance structure specifies the
distribution of rights and responsibilities among participants in the corporation and spells out
the rules and procedures for making decisions concerning corporate affairs. By doing this, it
provides the structure through which the company objectives are set and the means of
attaining those objectives and monitoring performance (OECD, 2006). Corporate governance,
in other words, is a system whereby the representing companies are directed and controlled,
and within the scope of this research, the concept of corporate governance is applied to port
managing institutions or port authorities.

Increasing world trade, new technologies and greater private involvement lead to a more
complex industrial organization of the ports industry. Seaports are regionalized systems
(Notteboom and Rodrigue, 2005) that belong to wider transport networks and are embedded
in supply chains (Robinson, 2002). Ports have also developed as economic complexes,
wherein several industries operate (De Langen, 2004). These trends challenge the
conventional organization and classification of ports (Bichou and Gray, 2005), and pose port
policy questions. Privatisation and liberalisation have changed the traditional models of port
governance and ownership. Port authorities have become topical subjects in research
dedicated to port economics in the early 1990s and port governance has now become a widely
professed field of study (Pallis et.al, 2011; Brooks and Pallis, 2012). The origins of the port

governance sparks through the history of ideas and institutional and development progress.
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The ports in early modern Europe were managed through a strong public and local influence
(Bekemans and Beckwith, 1996; Konvitz, 1978), which changed with the advent of
industrialisation and nation-states (Verhoeven, 2015). Academics have identified three
geographically-based traditions of port governance and ownership: the “Hanseatic” tradition
of local, mostly municipal, management, which is dominant in ports around the Baltic and
North Sea; the “Latin” tradition with a strong influence of central government, which can be
found in France and Southern Europe and the “Anglo-Saxon” tradition, which used to be
dominated by the trust port, an independent form of public ownership, which was exported all
over the British Empire (Goss, 1979). Port management bodies differ in management forms
and legal frameworks, but in most seaports around the world, port management is in the hands
of a port authority, a body which has the statutory responsibility to manage ports of water and
land-side domain (De Monie, 2004). The role of port authorities, management forms and legal
frameworks has changed considerably, mostly due to different forms of privatization,
investments by private equity funds and bank syndicates in port infrastructure, political and
socio-economic factors. The diversity depends on how governments view the role of ports
(Suykens and Van de Voorde, 1998), in the Baltic States port governance has been aligned
with the interests of governmental and local municipal level, and this is reflected in legal
forms and management hierarchy of governance.

The term “port governance” can be distinguished in two levels: the governance of the
port and the governance of the port authority. The governance of the port corresponds with
the external cluster level, whereas the governance of the port authority relates to the internal
firm level or corporate governance of the port authority (De Langen, 2007). Seaports as such
possess characteristics of public utilities on the one hand and of private enterprise on the other
(Meersman et al., 2002). The term “port authority” implies a specific, i.e. public, form of port
management, but it is used generally as the generic term for the body with statutory
responsibilities that manages a port’s water and land-side domain (De Monie, 2004), p.24
Verhoeven, P. (2015).

Port authorities have traditionally assumed three typical functions, that of landlord,
regulator and operator (Baird, 1995; Baltazar and Brooks, 2001). These broadly correspond
with the legal status of port authorities (Van Hooydonk, 2003). Irrespective of whether the
port authority actually owns the port land or manages the land on behalf of national or local
government, the landlord function consists of a number of common elements, i.e. the
management, maintenance and development of the port estate, the provision of infrastructure

and facilities as well as the conception and implementation of policies and development
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strategies linked to the exploitation of the estate (Baird, 2002; Baltazar and Brooks, 2001;
Van Hooydonk, 2003), p.26 Verhoeven, P. (2015). Ports governed through a landlord
function are influenced by three factors: competitive pressure to invest in infrastructure; the
financial pressure and the competition for land use. The ideal port authority has to follow a
path of self-sufficiency, independent decision making and entrepreneurial competence, the
port authority's internal management structure, its personal system, budget process and

accounting system should be under the agency’s own control (Boschken, 1989).

Governance impact on port performance

Empirical examination of the impacts of political traditions and relevant frameworks on
port governance between (or within) nations has only recently attracted academic interest,
with Airriess (2001a; 2001b), Hall (2003), Jacobs and Hall (2007) examining Singapore,
Baltimore, Dubai and Los Angeles/Long Beach respectively. They provide evidence that
choices are restricted by institutional conditions, which lead to diversified outcomes and
development trajectories. Lee et al. (2008) observe that port evolution in advanced western
economies has been different from that observed in developing ones, while Ng and Gujar
(2009) highlight the danger of implementing “western solutions” in developing economies
without investigating fundamental regional differences. By arguing that contextual issues
might affect port evolution, these studies trigger the need for understanding such
diversifications. Most frequently, port policy reforms aim at lowering transaction costs. This
1s irrespective of whether they succeed to do so, or unintentionally create obstacles and inertia
hindering a further change. Transaction costs theory (Williamson, 1985) suggests that
bounded rationality leads the dominant policy-makers advocating the implementation of
generic solutions. However, in a cultural political economy analysis, Jessop and Oosterlynck
(2008) suggest that there is little scope regarding implemented reform as “de-contextualised
singularity”: when economic forces seek to (re)define specific subsets of economic activities,
such as subjects, sites, and stakes of competition and/or as objects of regulation and to
articulate strategies, projects and visions, they tend to deploy power to secure results. Still, all
these are developed within institutionalised boundaries and geometries, and temporalities in a
system of mobilised global capital, that can displace, defer or sustain inherent contradictions
and crisis-tendencies, p.8 Ng, K. Y. A. and Pallis, A. A., 2010.

According to governance discourse, well-governed port authorities should have a higher
performance and value. Friedman (1970) states that it is the responsibility of a company’s

management to use the resources to generate income and thus benefit the owners, because
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they are the stakeholder group, which in reality took over the risk. Due to taking risks, the
reward is the return on equity, to achieve which managers are employed by owners. Managers
are employed to increase the owners' profit (Friedman, 1970). In contrast to Friedman,
Drucker elaborates that the profit is not a goal but a measurement of how well the business
discharges its functions in serving market and customers (Drucker, 1993).

The agency theory by Jensen and Meckling (1970), is proposed as the main approach to
investigating the relationship between corporate governance and firm performance. The
agency theory is concerned with the interests of the shareholders by reducing the agency
problem, which will lead to increased value maximization. Agency theory provides a direct
link between corporate governance and financial performance. The overarching interest of
shareholders tied to value maximization. Both the corporate governance and the agency
theory provide a theoretical justification for the link between corporate governance and firm
performance and allow the testable hypotheses on the different corporate governance
mechanisms in terms of improved financial performance.

To measure the impact of governance on the performance of a port as an undertaking,
the methodology of Bilodeau et. al. (2006) is used, within which a series of hypotheses are
developed, that are translated into performance indicators. According to methodology
proposed by Bilodeau et. al., (2006) and the methodology of UNCTAD (2016) eleven KPI’s
are introduced and analysed between the Baltic States TEN-T network ports such as:

1) Handled volumes of cargo in millions of tons;

2) Port authorities (PA’s) EBITDA in millions of euro;

3) PA’s net profit in millions of euro;

4) PA’srevenue to expenditure ratio;

5) PA’srevenue to employee ratio in millions of euro;

6) PA’s net profit per employee in millions of euro;

7) Average turnaround time for ocean going vessels in hours;

8) Average turnaround time for container vessels in days;

9) Average operating margin and average profit margin of a port authority;

10) Number of dock worker strikes in days.

Previous studies (Short et al., 1999; Franks and Mayer, 2001; Rosser, 2003; Solomon,
2010) identified two main models of corporate governance: the outsider (or Anglo-Saxon)
model, which is used in US, UK, Canada, Australia and New Zealand; and the insider (or
Continental) model, which is used in Germany, France, the Netherlands, Switzerland,
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Sweden, Austria, Denmark and Finland. Characteristics of insider and outsider corporate

governance systems are available in Table 1 below.

Table 1

Characteristics of insider and outsider corporate governance models

Model Insider Outsider
Owners Insider shareholders Outsider shareholders
Ownership structure Concentrated Dispersed
Separation of .
ownership and control Little Separated
Control over Insider shareholders Managers
management
Ho.stl.le takeover Rare Frequent
activity
Protection of investors Weak Strong

Potential for shareholder by

Shareholders' rights

Potential for abuse of power

majority shareholders

democracy
Shareholder voting. Majority of Shareholders
Shareholders' voting shareholders tend to have more characterized more
voice in their investee companies by exit than by voice

Source: Solomon (2010)

The insider model of corporate governance is categorised by high reliance on bank
finance, weak legal protection of minority shareholders, weak disclosure, concentrated
ownership, a dominating part of the stakeholders in the ownership and management of the
firms and limited freedom to merge or acquire (Rosser, 2003). In contrast to the insider
model, the outsider model is characterised by high reliance on equity finance, strong legal
protection of shareholders (especially minority shareholders), dispersed ownership, a
diminished role of employees, creditors and other stakeholders, strong bankruptcy
regulations, substantial freedom to merge and acquire, and strong requirement for disclosure
(Rosser, 2003). Different researchers (Fukuyama, 1992; Hansmann and Kraakman, 2000;
Rosser, 2003) argue that globalisation has played a central role in merging the different
corporate governance models across the globe and assimilating them into the Anglo-
Saxon/outsider model. The research model of good corporate governance used within this

research depicted in Figure 1 is shaped according to OECD (2014b) methodology, which
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supports economic efficiency, sustainable growth, financial stability, transparency and
accountability. It facilitates companies' access to capital for long-term investment and helps to
ensure that shareholders and stakeholders who contribute to the success of the corporation are

treated fairly.

Board of
Directors and

Committees
— y

Policies and

Corporate
Governance

ftrateg
i Organisational
\Hierarchy

Monotoring
and Internal
!Ontrol

Figure 1. Good corporate governance principle used within research

Source: OECD, 2014b

According to OECD (2015) principles, the supervisory, regulatory and enforcement
responsibilities should be vested with bodies that are operationally independent and
accountable in the exercise of their functions and powers, have adequate powers, proper
resources, and the capacity to perform their functions and exercise their powers, including
with respect to corporate governance. The issue of political independence should be addressed
to the securities supervisor through creation of a formal governing body (a board, council, or
commission), whose members are given fixed terms of appointment. If the appointments are
staggered and made independent from the political calendar, they can further enhance
independence. These bodies should be able to pursue their functions without conflicts of
interest and their decisions should be subject to judicial or administrative review.

Port governance's impact upon port performance is furthermore investigated within
survey questionnaire, applying a methodology, by analysing the good corporate governance
factors and the port governance impacts on port performance results. The research model
combines 21 quantitative and qualitative factors, including the main aspects of prior research,
the research model is the author's contribution to the scientific field and it is further elaborated

in the following Figure 2.
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D Handled volumes of cargo in
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D Port authorities (PA’s) D Factors which influence port
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D Average turn around time for
ocean going vessels in hours

D Average turn around time for
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g

Evaluation of good corporate governance factors and port performance KPIs

Figure 2. Quantitative and qualitative factors research model

Source: Author's research

The literature review has allowed to identify the main governance characteristics
yielded by the prior studies within port governance and management area, which are included
in the research model shown in Figure 2. Since every country has its own governance system,
the cross-country approach is implemented and the differences among port governance
models assessed in the following chapters. The key performance indicators selected within
this research are applied to assess the port's operational performance and financial
performance of the port authority, and by analysing these calculations and operational results,
it is possible to obtain the assessment of performance shown by each researched port, and
recommend governance improvements. Performance measurement methodology has been
developed to measure the port authority's financial performance not only on the company
level, but also on the shareholders' level, which is the main reference for the good corporate
governance discourse. Conceptual research model is further elaborated within the following

Figure 3.
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Figure 3. Conceptual research model
Source: Author's research

Estimating the effect that the port governance has on the selected indicators, it is
suggested to evaluate performance over time; according to Talley (2007), there are several
factors, which influence port performance. It is essential to identify those cost elements, on
which a port authority can have a direct and/or indirect impact, an impact, which should in
theory be improved through port authority governance. Table 2 represents a range of port

performance cost elements, on which a port authority can have a direct or indirect impact.

Table 2
Indicators of cost elements

Cost element Indicator

de(port dues) Annual average port dues per unit of calculation

Csp(charges port authority) Annual average service charges of port authority per unit of
calculation

Cqs (charges service Annual average service charges of service providers per unit
of calculation

providers)

Toc(time ocean carrier) Annual average time ocean carrier spends in port

Tic(time inland carrier) Annual average time inland carrier spends in port

Tsh(time cargo shipments) Annual average time cargo shipments spend in port

Tpx(time passengers) Annual average time passengers spend in port

D Annual average number of damage incidents incurred by

oc(risk ocean carrier) v1ash
ocean carriers in port

Dic(risk inland carrier) Annual average number of damage incidents incurred by
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inland carriers in port

Annual average number of damage incidents incurred by

Dsh(risk cargo shipments) : X
cargo shipments in port

Annual average number of damage incidents incurred by

Dpx(risk passengers) 5
passengers 1n port

Rsp(reliability staff port Annual average number of strikes due to personnel of the

authority) port authority

Rss(reliability staff service Anngal average number of strikes due to personnel service
providers) providers

Rsa(reliability staff other Annua} average number of strikes due to personnel other
authorities) authorities

Source: Talley (2007)

The methodology of Analytical Hierarchy Process (AHP), introduced by Thomas Saaty
(1980), was used to assess the expert survey results and to analyse the quantitative outcomes
using mathematical methods. Saaty (2008) suggests that a useful approach to structuring the
hierarchy is to work down from the goal as far as one can, and then work up from the
alternatives until the levels of the two processes are linked in such a way as to make

comparisons possible. Figure 4 shows a generic hierarchic structure (Bhushan and Rai, 2004).

Level 1: Goal Goal
Level 2: Criteria
CR-1 CR- 2 CR-3 CR-M
Level 3:
Alternatives
ALT-1 ALT- 2 ALT-N

Figure 4. Generic hierarchic structure

Source: Saaty (2008), Bhushan and Rai, 2004

At the root of the hierarchy is the goal or objective of the problem being studied and
analysed. The leaf nodes are the alternatives to be compared. In between these two levels are
various criteria and sub-criteria. Level 1 is the goal of the analysis. Level 2 is multi-criteria
that consist of several factors. It is possible to add several other levels of subcriteria and sub-

subcriteria. Level 3 is the alternative choices, and the lines between the levels indicate the
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relationship among factors, choices and goal. The problem is decomposed into a hierarchy of
goal, criteria, subcriteria and alternatives. Hierarchy indicates a relationship between the
elements of one level with those of the level immediately below. In order to make
comparisons, set up a scale of numbers that indicates how many times more important or
dominant one element is over another element with respect to the criterion to which they are

compared (Saaty, 2008). The following Table 3 represents the scale.

Table 3
The fundamental scale of absolute numbers
.Intens1ty of Definition Explanation
importance
1 Equal importance Activities contribute equally to the objective
2 Weak or slight
3 Moderate importance Experience and ‘Ju‘dgement slightly favour one
activity over another
4 Moderate plus
5 Strong importance Experience and JUQgement strongly favour
one activity over another
6 Strong plus
Very strong or demonstrated An act1v1ty 1s favgured very strongly over
7 i another; its dominance demonstrated in
1mportance :
practice
8 Very, very strong
The evidence favouring one activity over
9 Extreme importance another is of the highest possible order of

affirmation

If activity 1 has one of the
above non-zero numbers
Reciprocals assigned to it when
of above compared with activity j,
then j has the reciprocal
value when compared with i

A reasonable assumption

May be difficult to assign the best value but
when compared with other contrasting
activities, the size of the small numbers would
not be too noticeable, yet they can still
indicate the relative importance

If the activities are very

1.1-1.9
close

Source: Saaty (2008)

The AHP generates a weight for each evaluation criterion according to the decision-
maker’s pairwise comparisons of the criteria. The higher the weight, the more important the
corresponding criterion. For a fixed criterion, the AHP assigns a score to each option
according to the decision maker’s pairwise comparisons of the options based on that criterion.

The higher the score, the better the performance of the option with respect to the considered

25



criterion. Finally, the AHP combines the criteria weights and the options scores, thus
determining a global score for each option, and a consequent ranking. The global score for a
given option is a weighted sum of the scores it obtained with respect to all the criteria

(Bhushan, N., Rai, K., 2004).

Research gap

The author has discovered the following gaps in the previous research dedicated to port

governance and port governance impact on port performance:

1. Studies that specifically focus on the governance of the port on external level and
the governance of the port authority on the internal firm level or corporate
governance of the port authority are rather limited.

2. The studies within port governance area have been carried out since the 1970s,
hence lacking the common grounds in assessing the port's governance impact on
port's performance.

3. This thesis fills a research gap in providing a quantitative analysis of port
governance in the Baltic States, using the data from a survey, comprehensive

literature review and key ports' performance indicator assessment.

2. ASSESSMENT OF THE BALTIC STATES PORT GOVERNANCE
IMPACT ON PORT PERFORMANCE

(Chapter 2 consists of three sections, 53 pages, 11 tables, 9 figures and 3 formulas).

The second chapter is an empirical part and it is dedicated to assessment of the Baltic
States port governance impact on port performance, evaluation of the applied port governance
models and their compliance with good corporate governance guidelines, and analysis of the
operational results and port authority financial results characterising the port performance.
The chapter is concluded with extended expert survey findings, which were processed by
AHP methodology, as well as presented in a descriptive way, when AHP is not applicable.
Measuring the financial performance of a port across all services is the ultimate target, though
on the whole an unrealistic one, because many service providers in a port operate using a mix
of private and public corporate models. According to UNCTAD (2016) methodology, the
author sets a limitation on the financial performance measurement of the port management

entity or the port authority.
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The Baltic States TEN-T ports governance

The Baltic States seaports have played an essential role in the social and economic
activities of the region since ancient times, as the inhabitants have been concentrated in the
coastal areas, and ports formed the core trading centres. The cargo turnover of the ports
located on the eastern coast of the Baltic Sea is provided within the Table 4 below, and
represents two tendencies, the ports of the Baltic States Tallinn and Ventspils are losing their
market share in the region, while ports of Riga and Klaipeda are increasing it by a certain
level and within the following years their primary mandate would be to maintain the achieved
volumes, but certainly the greatest gain is achieved by Russian home port Ust Luga, which is
a newly built port and handles the most volumes of cargo originating in Russia through the

Baltic Sea.

Table 4

Cargo turnover in the eastern coast Baltic Sea ports, in millions of tons, 2010- 2016

2010 2011 2012 2013 2014 2015 2016
Ventspils 24,82 28,45 30,35 |28,77 26,20 22,53 18,8
Riga 30,48 (34,05 |36,05 35,47 41,08 |40,05 37,1
Klaipeda 31,28 36,60 |35,24 33,40 36,41 38,51 40,00
Tallinn 36,65 36,47 (29,48 28,25 28,32 22,43 20,12
Ust Luga 11,78 122,70 |46,79 |62,64 |75,69 |87,87 93,37
Primorsk 77,64 75,12 |74,777 163,82 53,66 |59,6 64,42
St. Petersburg | 58,06 59,99 57,81 5797 |61,18 51,52 |48,6

Source: Author's research of corresponding port authorities’ yearly reports

Baltic ports are very dependent on outbound cargoes that are originating in Russia or
transiting through Russia, and they have very little influence over transit tariffs and delays.
Since the early 2000s, Russia made an effort to develop its own ports on the Baltic Sea —
including a substantial investment in St. Petersburg’s container facilities, the construction of
the port of Ust Luga and the completion of crude oil pipelines to Primorsk and Ust Luga.

In the Baltic States, port authorities share the responsibility with national and municipal
governments regarding the development of basic port and harbour infrastructure. Port
management and ownership structures vary widely between states, ranging from fully state-
owned port authorities in Tallinn (EE) and Klaipeda (LT) to port authorities established by

each relevant municipality and jointly governed by the municipality and the state
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representatives in Ventspils and Riga (LV). Port authorities’ legal forms and ownership are

explained in Table 5.
Table 5
Legal form and ownership of the Baltic States TEN-T port authorities

Country Port Port authority owner Legal form of port authority

Estonia Tallinn State State enterprise, JSC

Rica and Established by the city council,

Latvia Vei tspils Self-owned under the supervision of the
p Ministry of Transportation

Lithuania | Klaipeda State State enterprise, LLC

Source: Author's research

Port authorities in the Baltic States perform the functions of landlords, which include
the management and development of the port’s land with consideration for nautical access,
international safety standards, and port infrastructure. According to Brooks (2004), the
landlord port is a model characterized by a mixed public-private orientation. Under this
model, the port authority typically acts as a landlord and as a regulatory body, while port
operations, especially cargo handling, are carried out by private companies. This model is
appropriate for all four Baltic States TEN-T seaports, and similar to other landlord ports, the
port authorities manage real estate, carry out port development and planning, undertake
marketing of the location, and provide maintenance and upkeep of port access and waterside.

The institutional positions of port authorities in the Baltic States have changed as per
port governance decentralization methodology, often simply called a port reform (World
Bank, 2001; 2010). Reforms of the landlord and regulatory functions of ports are usually a
matter of corporatization, commercialization, or a certain degree of privatisation of operations
— mainly cargo handling — while the actual management of the ports remains in public hands,
whether through state, municipality or both combined legal entities. These models are aimed
at making public port authorities act on commercial criteria and respond to changing market
conditions (Heaver, 1995). Corporatization introduces professional management structures
and amounts to a shift from public administration organizations to autonomous companies
owned by the public sector, but with accounting procedures and legal requirements similar to
those of private-sector companies, and with very limited direct government control. In
commercialization, government retains control of the port organisation, but in a businesslike
environment with some management autonomy and accountability (Notteboom and
Winkelmans, 2001b). The institutional frameworks of port authorities and corresponding legal
and operational framework differences among them, as well as port authorities' compliance to

good corporate governance guidelines are listed within the following Table 6.
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Table 6

Institutional frameworks of TEN-T port authorities in the Baltic States

Tallinn, . . . . Klaipeda,
Estonia Riga, Latvia Ventspils, Latvia Lithuania
Corporately
governed PA Yes No No No
Supervisory board Yes No No No
PA board Yes Yes Yes Yes
Audit committee Yes No No No
PA CEO is board
member of the PA Yes No No Yes
PA is financially Yes Yes Yes Yes
independent
PA is an entity
governed according | Yes No No Yes
to commercial laws
PA owner State Self Self State
JSC, state Publ‘lc‘body under Publ.lc'body under LLC, state
PA legal form enterrise municipal and municipal and enterorise
P national control national control P
PA port funds, state
budget allotments No No No Yes
National or local | National or local
Owner of port land State government, or government, or State
area other legal or other legal or
natural person natural person
Owner of port water | State State State State
National or local | National or local
. government, or government, or
Quayside owner State other legal or other legal or State
natural person natural person
Op erafuons, cargo Private Private Private Private
handling
Corporatized PA Yes No No No
Commercialized PA | No No No Yes

Source: Author's research

TEN-T ports in Latvia are governed according to a hybrid governance methodology, the

port authorities itself act as non-profit institutions established in relevant municipalities under

the control of the Ministry of Transport and Communications. The highest decision-making

body thereof is a port authority board, whose eight members include four officials from the

local government and four representing various ministries. The board members of these port

authorities are nominated directly from the represented municipalities and relevant ministries,

the municipality board members are approved by the city major or his deputy, and the

government representatives are approved by the Cabinet of Ministers vote. A common and

29



frequently practised approach is that the board members simultaneously are the members of
the ruling political parties or persons directly nominated by the competent minister. This tends
to limit financial autonomy and favour political influence, an imperfect situation that would
appear to place the port authorities in a weak and uncertain position (Verhoeven, 2006).
Empirical evidence suggests that the governance system in the two seaports follows neither
the corporatization nor the commercialization path, and ports are subject to the direct
influence of municipal and national politicians. National and municipal cooperation is not a
reason why the present system should be reassessed: it is rather a benefit than an obstacle.
However, according to the industry practice in port devolution, it makes the ports both
financially and politically dependent. Everett (2002) comments that inadequate legislative
frameworks frustrate statutory corporations such as ports by making them unable to operate as
commercially oriented and market-driven businesses, and incapable to operate independently
of political and bureaucratic control.

Tallinn port authority, which manages five harbours around Estonia is a joint-stock
company, whose shares are owned by the state of Estonia, and which operates under the same
business laws as any other private company in Estonia. Empirical evidence shows, however,
that the political sector still remains responsible for the port functions, as the company’s
supervisory board consists of eight members, four are appointed by the Minister of
Communications and Economic Affairs, and the other four — by the Minister of Finance. This
does not necessarily imply that all the members of the supervisory board are ministry officials
or politicians, the existing legislation offers a sufficient influence over decision-making. The
procedure for selecting supervisory board members should therefore be revised to meet the
criteria of port authority independence and corporate governance guidelines.

The Klaipeda port authority is owned by the state of Lithuania and governed according
to the state enterprise mandate. The board of the port of Klaipeda is made up of
representatives of the Ministry of Transport and Communications of the Republic of
Lithuania, the Klaipeda county administration, the city of Klaipeda, the port authority, port
users, and their associations and institutions. The appointment process and board members'
direct affiliation with their political background curtails the independence and transparency
within this process, it would also be highly recommended to implement good corporate
governance guidelines and establish a supervisory board and professional executive board.

Empirical evidence on the governance of port authorities testifies that each port in this

study has its own unique character and political heritage, furthermore, the research has
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revealed the factors which have affected the management practices currently being used in the

port authorities:

1.

Lack of independence of port boards due to political appointment processes and
emphasis on political accountability of each individual to its appointing authority;
Inconsistent consideration of professionalism criteria in board appointments;

Weak collective accountability of the port management and of the boards to the state
and municipalities, who have entrusted them with management of public assets;
Limited transparency in decision-making process and in activities of the ports
affects the confidence of current and potential investors and operators;

Limited implementation of good corporate governance. Tallinn has followed good
corporate governance guidelines and established a supervisory board, audit
committee and executive board, meanwhile, others use different hybrid governance

models.

The impact of port governance on port performance

Ports' performance is widely measured by using key performance indicators (KPIs),

which are a critical tool for port management, and for the authorities to perform their

supervisory role. The government and municipalities set the objectives to ports as a part of

their overall strategy, which then must be implemented by the port management. One of the

most frequently used KPIs in measuring port performance is its handled volumes. Figure 5

below shows the evolvement of cargo volumes handled at the Baltic States TEN-T seaports.

Handled volumes of the Baltic States TEN-T seaports, from 2006 - 2016,
in million of tons
50,
g 37,5 ———
e ——
g 25, F—i
g 12,5
0
’ 2006 2008 2010 2012 2014 2015 2016
= Klaipeda 23 29 31,28 35,24 36,41 38,51 40
mmmm Ventspils 29 28 24,82 30,35 26,2 22,53 18,8
Riga 25 29 30,48 36,05 41,08 40,05 37,1
mn Tallinn 41 29 36,65 29,48 28,32 22,43 20,12

Figure 5. Handled volumes of the Baltic States TEN-T seaports, 2006-2016, in mill. /t.
Source: Annual reports of corresponding port authorities, author’s research

The figure above demonstrates that the evolution of total volumes is, to a large extent,
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influenced by two tendencies, — the ports of Ventspils and Tallinn have a rather negative
cargo turnover tendency, the total volumes are declining on the yearly basis, whereas the ports
of Klaipeda and Riga in the last decade has seen almost a double-digit growth, which was
powered by the increase of both liquid (oil and oil products) and bulk (coal) cargo.

The highest growth during the ten-year period took place in Klaipeda, from 23 million
tons of cargo in 2006 to 40 million in 2016, which was succeeded in volumes primarily in
liquid bulk (both crude oil and oil products), but also dry bulk (mostly coal). Among other
ports, volumes considerably grew in Riga, from 25 million tons to 37 million tons in 2016 on
account of dry bulk (coal, fertilisers, grain, and grit stone) and liquid bulk (oil products).
Cargo volumes decreased mainly on account of liquid bulk in Tallinn and dry bulk (coal) and
liquid bulk (oil products) in Ventspils. Developments across the ports during the past years
have come mainly from changes in dry and liquid bulk. Containerised cargo has not been of a
major importance for any ports, as on the eastern coast of the Baltic Sea the major container
volumes are handled through the largest container ports of St. Petersburg and Gdansk. The
ports of Tallinn and Ventspils have experienced significant cargo volume shifts, — the port of
Ventspils in 2006 handled 28 million tons, compared to 18 million in 2016, and Tallinn did
41 million tons in 2006 and only 20 in 2016. To sum up, the biggest impact on the volumes in
ports came from liquid bulk, but also from dry bulk in case of several ports. Container
volumes grew or remained the same in all ports. The ports of Primorsk and Ust Luga, the
largest ports of the region, are the main competitors of all four major seaports of the Baltic
States, which are specialised in liquid bulk — oil and oil products — and coal, the growing
volume tendency for these ports is explainedby the major Russian-origin cargo shifts to and
from these ports.

The graph above gives a good overview of the Baltic ports' historical achievements,
meanwhile, there is another angle, — from the governance perspective, the port of Tallinn,
which ranks in the top position at LPI and in EU transport scoreboard, scores one of the last
positions in the Baltic States ports annual cargo turnover rankings, which might bring us to a
mistaken conclusion regarding poor governance of the port. The cargo turnover and ports'
ranking according to achievements is one of blindest decisions policy makers could take, in
fact, the truth lies not in millions of tons moved, but rather in the value-added activities and in
cargo of greater market value, which is afterwards reflected in port authorities’ real operating
income. The port authority should be treated as a business entity and managed just like any
other private company in a market, it should divert from all the public functions and transfer

those to the relevant state or municipality entities. The revenue collected by a port authority
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may be more directly attributable to its own performance, although especially revenue from
port dues is also influenced by the overall evolution in cargo volume and the number and size
of ships calling at the port. Figure 6 shows the evolution of the total port authorities' operating
income between the years 2011 to 2016. The operating income results of 2011 for the port
authorities of Klaipeda and Ventspils were not available, therefore not included in the
following performance calculations. The author has set a limitation to exclude 2011 and
conduct an analysis for the period of 2012 to 2015 and, to some extent, where data is readily

available, also 2016.

Port authorities operating income, 2011 - 2016, in million euro
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Figure 6. Port authorities' operating income, from 2011-2016, in millions of euro
Source: Annual reports of corresponding port authorities, author’s research

Tallinn port's turnover in cargo volumes reached 22.43 million of tons in 2015 and
Ventspils port managed 22.53 million tons, almost the same amounts for both ports. Actually,
both ports are experiencing the same cargo volume decline tendencies through the analysed
period,however, the port authorities' operating income reflects a completely opposite
tendency,the port of Tallinn authority's revenue twice exceeds the revenue of Riga and
Klaipeda port authorities, despite the fact that these ports' cargo turnover is two times the size
of Tallinn, and compared to Ventspils port, which in 2015 has managed to achieve exactly the
same operating turnover results as Tallinn port, meanwhile, the income of the Tallinn port
authority compared to Ventspils port authority for 2015 is 4.3 times greater and for 2016 — 5.6
times greater. The port of Tallinn was one of the ports that lost most of the volumes within a
last decade, meanwhile its port authority has managed to generate the greatest income in
comparison to the other Baltic States port authorities.

The port authorities of Riga and Klaipeda deliver almost the same operating revenue
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results, thus, in 2015 Riga Freeport Authority published 57.7 million euro, compared to
Klaipeda’s 54.5 million euro with the cargo turnover of 40.05 million tons for Riga and 38.51
million tons for Klaipeda. Ventspils Freeport Authority generates the least income amount,
21.6 million euro in 2015 with cargo turnover of 22.53 million tons. The operating efficiency
of port authorities is calculated by dividing the operating income with yearly cargo turnover,

which reflects the value of each tonne shipped through the port and is analysed in Figure 7.

Port authorities operating efficiency, per tonne moved, 2012 - 2016
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Figure 7. Port authorities operating efficiency, per ton moved, 2012-2016
Source: Annual reports of corresponding port authorities, author’s research
Freeport of Ventspils authority reports operating efficiency results in the area from 0.62
euro cents in 2012 to 1.04 euro in 2016, which is the lowest operational efficiency result
among the port authorities included in the research, meanwhile, the most effective is Tallinn
port authority with 3.00 euro in 2012 and 5.51 euro for the fiscal year of 2016, followed by
Riga — 1.26 euro in 2012 and 1.45 euro in 2016, concluding with Klaipeda port authority
results of 1.11 euro in 2012 and 1.42 euro in 2016. The operating efficiency for the biggest
European seaport Rotterdam port authority ranges from 3.3 to 3.5 euro per ton moved (POR,
2012; POR, 2013; POR, 2014; POR 2015) through its port, which is a solid figure and above
the industry average, meanwhile, this lags behind the achievements of Tallinn port authority,
the reasons whereof will be researched and explained in the following paragraph (Table 7).
The Figure 8 below compares the Baltic States major seaports' port authorities net
profit results for the period of 2010 to 2015. The Baltic States major seaports' port authorities
net profit differs by states and within the state, the group is lead by the port authority, which is
governed according to good corporate governance guidelines — the Tallinn Port authority,

which has reported a net profit of 41.74 in 2010, 37.53 million EUR in 2015 and 49 million
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EUR in 2016. The following port authorities are governed according to hybrid methodologies
discussed in the previous chapter, whereas the best performer out of the remaining three is the
Klaipeda State Seaport authority, which has also reported significant net profit results, 17.8
million euro for 2010 and 24.93 million euro for 2015 with the total operating revenue of 54.5
million euro, which shows that the port authority is raising its net portfolio to raise capital for
bold future investment projects in port expansion and development. Riga Freeport authority
has reported moderate average net profit results in the area of 9.16 million euro for 2013 to
2015, which is a rather marginal result, taking into account that for in 2013 to 2015 the port
was operating with very good cargo turnover results, and the financial statements show that
the port authority in 2015 achieved an operating revenue that reached 57.7 million euro,
administrative expenses — 10.14 million euro and costs of services — 35.62 million euro, with
total liabilities of 148.62 million euro in 2015, as well as considerable investments in real
estate property of 99.08 million euro in 2015 alone. Riga port authority reported that the port's
yearly cargo turnover is similar to Klaipeda State Seaport results, meanwhile, Riga’s average
net profit of port authority of 9.16 million euro to Klaipeda’s average 23.64 million euro from
2013 to 2015 shows a considerable difference in either management or financial planning of

Riga’s port authority, or both combined, which is the direct reflection of port's governance.

Net profit of the Baltic States TEN-T port authorities, 2010- 2015,
million euro
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Figure 8. Net profit of the Baltic States TEN-T port authorities, 2010-2015, mill. euro
Source: Annual reports of corresponding port authorities, author’s research

Ventspils Freeport authority net profit results of 6.26 million euro from 2013 to 2015
can be considered as very low, taking into account that Ventspils port is a deep-sea port with a
considerable advantage compared to any other Baltic States TEN-T seaports of direct oil and
oil products pipeline connection to Russia through the territory of Belorussia. Ports'

operational and port authorities' financial performance results are a direct reflection of ports'
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governance, thus, there is still a space for improvement.
The Tallinn port authority has reported a significant net profit and other financial
performance results discussed in Figure 7 and Figure 8, therefore Table 7 represents an in-

depth analysis of port authority's financial and port operational performance.

Table 7

Port of Tallinn authority performance results analysis for a period of 2010-2015, mill.
tons., mill. euro., ratio, days, hours

Total Net Operating | Operating glg ziitemg

carso Number of | EBITDA | profit, income, income from without
Year u rfover passengers | in million | in passengers | passengers, | . .

. .. | in million |euro million |in % from |in million pass.

in million million

euro total euro

tons euro
2010 | 36,65 7,92 86,8 41,74 34% 29,51 57,29
2011 | 36,47 8,48 89,2 36,13 35% 31,22 57,98
2012 | 29,48 8,84 88,6 33,63 38% 33,67 54,93
2013 |28,25 9,24 102,2 43,07 36% 36,79 65,41
2014 |28,32 9,57 110,8 36,05 35% 38,78 72,02
2015 22,43 9,79 93,8 37,53 42% 39,40 54,40

Source: Annual reports of corresponding port authority, author’s research

One of the reasons behind the financial performance success of the Port of Tallinn
authority is the authority's knowledge and ability to develop passenger shipping route Tallinn-
Helsinki, which today is one of the world’s busiest passenger traffic shipping lines, and, in
addition to the passenger ship traffic with Finland, AS Tallinn Saddam also regularly services
the passenger ship traffic between Estonia and Sweden. Despite the fact that Tallinn port
authority is the leader within the ports of the Baltic eastern coast in passenger traffic volumes,
not the cargo volumes, the port authority has managed to perform extremely well, for
instance, between2012 to 2015, the port authority achieved a total operating income of 395.4
million euro or 98.85 million euro on average, within those years port handled 108.48 million
tons of cargo or 27.12 million tons of cargo on average, the operating income of the port
authority without passengers accounted for 246.76 million euro or 61.72 million euro on
average (Table 8), and net profit accounted for 150.28 million euro or 37.57 million euro on
average between 2012 to 2015, the closestg competitors, the port of Riga, achieved the

record-high cargo handling volumes of 152.65 million tons, — by 44.17 million tons more than
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Tallinn, at the same time Riga port authority's net profit accounted for 41.14 million euro,
which is 109.14 million euro less than Tallinn port authority. Table 8 below compares the

port’ performance in a four-year period, 2012 to 2015, the data for 2011 and 2016 were not

fully available to conduct relevant calculations.

Table 8
The Baltic States TEN-T ports KPI analysis for a period of 2012 to 2015
Tallinn Klaipeda |Riga Ventspils

t\(f)i)llsumes of cargo handled by ports, mill. 108.48 143,56 152,65 107.85
PA EBITDA, in million euro 395,4 183,48 211,5 90,9
PA net profit, in million euro 150,28 90,63 41,14 24,74
PA revenue-to-expenditure ratio 1,61 1,97 1,24 1,37
PA revenue-to-employee ratio, mill. /euro | 1,49 0,65 0,52 0,33
PA net profit per employee, mill. /euro 0,56 0,32 0,10 0,09
Average j[urnaround t}me of ports for 3.7 3.8 4.4 3.5
ocean going vessels, in hours
Averqge tumarouqd time of ports for 12 1.0 1.1 1.2
container vessels, in days
PA average operating margin 3,64 1,27 1,38 0,84
PA average profit margin 2,63 2,02 5,14 3,67

. , . Not Not Not Not
Number of dock strikers days in port applicable |applicable |applicable |applicable

Source: Annual reports of corresponding PA's, Lloyd’s List Intelligence, author’s research

Tallinn port authority is a financial leader among the states within the researched

period, its managed port handled almost the same amounts of cargo, i.e., 108.48 million tons
of cargo compared to Ventspils port's 107.85 million tons, but at the same time Tallinn port
authority achieved the total operating income of 395.4 million euro, while Ventspils — 90.9
million euro, the total net profit for port authorities was 150.28 million euro for Tallinn and
24.74 million euro for Ventspils Freeport authority, which reflects considerable financial
performance differences between the port authorities. Table 7 also gives a good overview of
Tallinn port authority's operating income without the passenger count, which in the
researched period between 2012 and 2015 accounts for 246.76 million euro, while the

competitor Ventspils with exactly the same cargo throughput amounts has achieved 90.9
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million euro and Riga with 50% more cargo volumes than Tallinn resulted in 211.5 million
euro. Klaipeda State Seaport authority is the second-best performer, its net profit was 49.49
million euro greater compared to Riga, meanwhile, the port handled less cargo than Riga and
the operating income of the port authority was also lower. The port of Riga delivered the
highest cargo turnover volumes — 152.65 million of tons with port authority's total operating
income of 211.5 million euro compared to KSSA 183.48 million euro and the total handled
volumes of 143.56 million of tons. Riga handled and earned more than KSSA did, while
lagging back in port authority net profit results 41.14 million euro respectively for the
researched period compared to KSSA 90.63-million-euro result.

The revenue to expenditure ratio compares the total revenue to operational expenditure,
which from the productive efficiency perspective is considered as a cost efficiency factor,
which compares expenditure to output. Klaipeda port authority has the highest cost efficiency
factor of 1.97 on average, followed by Tallinn 1.61, Ventspils 1.37 and concluding with Riga
— 1.24. Revenue to employee ratio is measured by the total revenue within the given period
divided by the total number of people employed at the end of the year, in the researched port
authorities the corresponding employee figures for the given period of time were the
following: Tallinn 265, Ventspils 269, Riga 405 and Klaipeda — 280 employees. The highest
revenue to employee ratio, in millions of euro, was recorded in Tallinn port authority leading
the pack with the impressive 1.49 million euro, followed by Klaipeda 0.65, Riga 0.52 and
Ventspils — 0.33. De Langen and Heij (2014) also compare net profit per employee, where the
port of Tallinn leads with 0.56 million euro per employee, followed by port of Klaipeda 0.32,
Riga 0.10 and Ventspils — 0.09 million euro.

The average operating margin is calculated dividing the operating income by the net
volume during the period, where Tallinn port authority has the greatest average operating
margin of 3.64, followed equally by Riga with 1.38, Klaipeda 1.27 and Ventspils concludes
the list with 0.84. Considerably average profit margin of researched port authorities is
calculated by dividing the net income by profit, which shows that the greatest profit margin is
observed in the port of Riga — respectively, 5.14 points, followed by Ventspils 3.67, Tallinn
2.63 and Klaipeda — 2.02.

Assessment of port performance impact factors

The second part of empirical research includes expert survey encompassing supervisory
and board members active in the port authorities, as well as port users and transportation
industry experts. The survey was conducted in the period from September of 2016 until the

beginning of 2017 and 53 persons were surveyed. Within the survey, the first question was to
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assess the audience, whereas the results show that survey covered 16 port authority board
members out of total 28 in the Baltic States, with 57.5% response rate, 4 port managers or
their deputy’s out of total 8§ in the Baltic States, which represents a 50% response rate, and out
of 181 port users in the Baltic States, 27 were present, which represents a 15.02 % response
rate. In each single market, 100% of port management companies were represented and on the
basis of answers provided by experts, the average figures were calculated, as well as the
standard deviations, and these indicators assessed. The survey results were processed by
AHP, as well as descriptively presented.

The second survey question was formulated to address the location of experts, and it
was, as stated: 2) Please point your location: a) Lithuania; b) Latvia; c) Estonia and d)
International. The answers to the second question were elaborated in the introduction of
expert survey findings, which corresponds to the total of 53 persons interviewed, of which
eight experts were responsible for operations in Latvia; four experts from Lithuania; eight
experts responsible for operations in Estonia; four internationally recognized scholars; two
international port authority managers (CEO’s) and 27 port users from all the Baltic States
TEN-T network ports.

The third question with a set of sub-questions with a consequent use of the analytical
hierarchy process was designed with a purpose to reveal the differences in specific areas of
the ports' operational environment. The question was formulated, as follows: 3) To what
extent ports' operational environment in Estonia, Latvia and Lithuania is similar with regard
to the following factors: port governance, market (i.e. size, participants, competition, and
general opportunities), legal framework and port management? (10-point scale, where 1 is
when both marketplaces are absolutely similar and 10 is when the first country is highly

superior compared to the second one and vice versa. AHP is used to process the answers).

Table 9
Ports operational environment factors significance
Operational . . . . . .
. Estonia | Latvia | Lithuania | Total | Consistency ratio
environment factors

Port governance 0,47 0,23 0,30 1,00 0,02
Market 0,23 0,45 0,32 1,00 0,00
Legal framework 0,45 0,24 0,31 1,00 0,03
Port management 0,34 0,30 0,36 1,00 0,00

Source: Author's calculations based on survey results
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The AHP findings demonstrated high consistency ratios (i.e. factor not exceeding 0.10
was considered to be sufficiently strong). Port governance system in Estonia on the average
was assessed with an importance factor of 0.47 as much more favourable with regard to port
governance environment than in Lithuania (i.e. ratio of 0.30), while Latvia received the score
of (i.e. 0.23), which is a half of a Estonian figure. For market criteria, Latvia received the
highest score of 0.45, followed by Lithuanian 0.32 and Estonian 0.23, which is a significant
result and, according to the experts’ view, Latvia has a considerable market advantage of two
major deep-sea ports and well-established road and rail infrastructure to serve those ports.
Next, in experts view, the legal framework is more favourable in Estonia with an importance
factor of 0.45 compared to Lithuanian 0.31 and Latvia’s 0.24, followed by the port
management importance factor of 0.36 for Lithuania, 0.34 for Estonia and 0.30 for Latvia.
Estonia provides a more favourable port governance and legal framework operational
environment compared to the other two Baltic States, followed by Lithuania 0.36 in port
management and concluding with Latvia with the market advantage of 0.45 importance factor
figure. The purpose of the third question was to evaluate factors among the countries and the
fourth question assesses the importance of each factor.

The expert survey question number four: 4) Within the port authorities' operational
environment in Estonia, Latvia and Lithuania, where the factors of port governance, market
(i.e., size, participants, competition, general opportunities), legal framework and port
management are of the greatest importance (in 10-point scale, where 1 indicates that both
factors are equally important and 10 — that the first factor is extremely important compared to
the second one and vice versa. Analytic hierarchy process will be used to process answers).
AHP findings of the factors' importance are provided in the Table 10 below, whereas the AHP
process has demonstrated a consistency ratio of 0.00, which is strong to consider pairwise

comparisons in order to be consistent.

Table 10
Port authority operational environment factors significance
Factors Factors significance
Port governance 0,35
Market 0,31
Legal framework 0,23
Port management 0,11
Total 1,00

Source: Author's research based on survey results and on AHP calculations
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The findings permit to conclude that in experts' view, the port governance is the most
important factor in the Baltic States —Lithuania, Latvia and Estonia, while the second highest
factor was market (i.e., size, participants, competition, general opportunities), scoring slightly
below the port governance importance factor score of 0.35 to 0.31. Legal framework is the
third factor in importance scale, achieving 0.23 importance factor, whereas the port
management was the least one, achieving only 0.11 out of 1.00. To conclude, in experts' view
the port governance, which is certainly linked to legal framework, is the crucial factor within
the port authority operational environment, which influences performance, and two factors
combined contribute to 0.58 priority vector out of 1.00. The market factor has scored very
highly and is rated almost exactly the same as the port governance, which can be translated
that ports of the Baltic States are tightly bound to market conditions, these ports are oriented
toward transit cargo, therefore any shifts in cargo volumes directly influence ports'
operational and port authorities' financial performance.

The next question is raised from a shareholder’s perspective to evaluate factors, which
are of the greatest importance. The question number five was formulated, as follows: 5) In
your opinion, what are the most important factors for shareholders of a port authority, out of
the factors listed below? (10-point scale, where 1 indicates that the factor is less important and
10 signifies that the factor is extremely important), with the consistency ratio of 0.01, the

AHP findings of this question are provided in the Table 11.

Table 11

Performance factors' significance for shareholders of a port authority

Factors Significance of factor
Operating income 0,23
Net profit 0,19
Cargo turnover 0,17
Number of passengers 0,15

Investments in new infrastructure projects | 0,14

Research and development expenditure 0,12

Total 1,00

Source: Author's research based on survey results and AHP calculations

Operating income, on average, was chosen as the most important factor, followed by net

profit and cargo turnover. Research and development scored only 0.12 relative points, thus,
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we can draw the first conclusion that financial performance of a port authority is the most
important factor, the first two factors alone scored 0.42, and the factors of cargo turnover and
number of passengers, which do facilitate the financial income for the port authority
accounted to the combined 0.32. The first three factors amount to 0.59 average points out of
1.00, surprisingly, the investments in new infrastructure projects achieved only 0.14 relative
points, the experts considered investments in the existing infrastructure as more beneficial
than building of new facilities. Number of passengers scored relatively highly in ranking,
mostly thanks to Estonian experts, where obviously the flow of passengers is crucial for port's
authority’s financial performance and city development, therefore it is not surprising that the
number of passenger’s factor almost outscored the cargo turnover one.

The next question was aimed to identify the factors, which impact port authority
performance. The question was formulated, as follows: Which factors impact port authority's
performance? (10-point scale, where 1 designates that both factors are equally important and
10 indicates that the first factor is extremely important compared to the second one and vice
versa. AHP is used to process the answers). The AHP findings regarding this question are

presented in Table 12, and the consistency ratio is estimated at 0.02.

Table 12
Significance of impact factors on port authority's performance

Factor Significance of
factor
Port's governance 0,17
Performance of port's authority board and top management 0,16
Cargo turnover 0,16
Income from port charges and fees 0,15
Number of passengers 0,10
Logistics chain performance 0,09
Ships turnaround time 0,09
Income from charter fees, leasing out land and other assets 0,08
Total 1,00

Source: Author's research based on questionnaire results and AHP calculations

Port governance has the greatest impact on port authority's performance, followed by
port management and cargo turnover. Port authorities' performance, which was defined from

the shareholders perspective as the most crucial factor, could be increased by the means of
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port governance (in this question, port governance denotes the PA’s board performance),
which scored the highest average ratio of 0.17, followed by cargo turnover and port
management or executive management performance. These three factors combined reach 0.49
out of 1.00, and adding the income from port charges and fees altogether 0.64 out of 1.00.
Experts' view proves that port governance is the most crucial factor impacting port authority’s
performance and proves the hypothesis that port authorities governed according to good
corporate governance guidelines achieve a higher company performance. By improving port
governance system towards a greater autonomy and financial independence, it is possible to
significantly improve the overhaul port performance, port authority’s financial performance
and to promote ports' sustainable development, however, the port authority’s executive
management and its performance is also a significant contributor to port authority’s financial
performance along with cargo turnover within a port as agreed by experts.

The previous three questions, where AHP assessment was conducted, delivered the
results of following factors, which do have the most significant impact on a port authority and
its performance, whether operational or financial:

1) The question of port authority operational environment in Estonia, Latvia and Lithuania
includes the factors of port governance, market (i.e. size, participants, competition,
general opportunities), legal framework and port management, and these are the most
important, — port governance was recognised as the most prominent factor within all three
Baltic States, achieving a score of 0.35, followed by market with 0.31;

2) The following question, which defined the most important factors for shareholders of a
port authority, out of the given factors, resulted in an operating income with the score of
0.23, followed by net profit and the score of 0.19 out of 1.00, whereas both of these reflect
the financial performance of a port authority as an undertaking, and according to
governance discourse, a well-governed port authority should have a higher performance
and value. Within the research of the current thesis, the highest operating income and net
profit results are recorded for Tallinn port authority, therefore, it is possible to fully agree
that this port authority is better governed than the comparable entities within researched
area;

3) The last question, where AHP assessment was conducted, raised a question aimed to
identify the most important factors impacting port authority’s performance, and the
dominant answer named port governance (PA’s board performance) scoring 0.17 out of
1.00, thus, the author assumes that the port governance is the paramount factor, which

influences port authority's performance and eventually performance of the port.

43



The objective of the next question was to deliver experts' view of port governance
impact on port's operational performance, and the question is, as follows: Do you agree that
port governance directly impacts port's operational performance (10-point scale, where 1
indicates strong disagreement and 10 means "strongly agree")? The average answer by
experts was 6.00, and the standard deviation was 1.70, thus, the experts' opinions varied from
"moderately agree" to "moderately disagree". The experts within the survey on average
agreed that port governance directly impacts port's operational performance, meanwhile, the
experts also outlined their view that port's operational performance is not only the question of
a good governance thereof, but this is also the direct responsibility of the port's managing
body or port authority’s executive management performance combined with port authority's
board's effectiveness, therefore it is impossible to strongly agree that port governance is the
only factor, which impacts port's operational performance, it is rather the combination of both
the governance of the port and performance of port authority's board and executive
management, and port authority's as port's managing entity’s performance.

The following question was constructed oppositely to the previous one, to assess the
experts' view of port governance impact over the port authority's financial performance, and it
was formulated, as follows: Do you agree that port's governance directly impacts port
authority's financial performance (10-point scale, where 1 means "strongly disagree" and 10
denotes "strongly agree")? The experts strongly agreed to this statement, whereas the average
assessment of the statement was 8.0, twenty six out of fifty-three experts marked the value
8.0, 19 experts evaluated this with 9, and 8 experts — with 7, while the standard deviation was

1.0. The breakdown of experts’ assessment 1s provided in Figure 9.

The assessment score out of 10
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Figure 9. Distribution of answers to the question of whether port governance directly
impacts port authority's financial performance
Source: Author's research based on survey results
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The following figure represents the strong agreement of the experts with the expressed
statement, and from the experts' view, the port authority's board members and supervisory
board members are directly responsible for port authority's financial performance, whereas in
the previous question the experts agreed that port authority's operational performance is the
port authority's management's responsibility in combination with certain good governance
aspects, thus, the last two statements prove the hypothesis advanced in the current thesis that
the port governance has a great impact upon the port's performance whether that would be of
financial or operational nature.

The following question was aimed at obtaining a clear experts' view regarding the
impact of port governance upon port's performance, and it was worded in the following
manner: Do you agree that the port governance has a strong impact on port's performance (10-
point scale, where 1 means "strongly disagree", and 10 signifies "strongly agree")? The
experts strongly agreed to this statement. The distribution of answers is available in Figure 10.
27 experts out of 53 agreed to this statement with assessment score of 9, three experts
estimated the maximum capacity of 10, followed by very strong agreement score of 8 by 17
experts and six experts agreed to this statement, choosing the score of 7, thus, the average

assessment score was 8.51.
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Figure 10. Distribution of answers to the question of whether port governance has a
strong impact on port's performance
Source: Author's research based on survey results

The last question of the survey was an open-ended question, where the experts had a

chance to express their opinion on the main trends and developments expected in near future

within thematic area of port governance in the Baltic States.
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3. PORT GOVERNANCE DEVELOPMENT DIRECTIONS

(Chapter 3 consists of three sections, 23 pages and 2 tables).

The third chapter of the thesis contains the assessment of the port governance
development directions, port governance policy improvements, and the future scope of port
governance in Europe and port governance role in ensuring ports' future development. In the
interest of efficient, safe and environmentally sound port management, the managing body of
the port should be governed following the principles of good corporate governance,
transparency, accountability and independency both financially and politically. Literature
review and empirical research proves the necessity of long-needed change within the Baltic
ports, in case of some ports it is needed more than in others, and port authorities should be
changed from politically controlled entities to the establishments similar to any other
corporate entity under commercial law.

Taking into account the common market and legal order of the European Union, the
author believes that there are grounds for common direction towards a better port governance
of the EU core network ports. These ports and their affiliated clusters were identified by
European Parliament and Council (2013a; 2013b), with the total number of 94 ports,
including all four researched ports, who have outgrown their national interest level and
entered the EU-level importance as the maritime key points of the Trans- European Transport
Network (TEN-T). In a manifesto issued in May 2012, members of the European Sea Ports
Organisation clearly expressed their support for governance structures, which allow port
authorities to perform their functions in an independent way, without a conflict of interest.
This would require port authorities to have financial autonomy and full control over the
quality performance of services provided by third parties. Proliferation of other agencies with
port-related governance competencies should be avoided (ESPO, 2012; 2012a). It is believed
that further management reform might take place for EU core network ports with a move
towards greater independence, both financially and from the management perspective, which
will increase the port authority’s ability to invest, attract new forms of capital and engage
actively in processes that would extend its influence in the logistics chain. The listed
advantages will only materialise, if national governments established a professional and
transparent corporate governance, as well as an appropriate regulatory oversight. Independent
port management will also be an important enabling factor for port authorities to seize the
opportunity to engage in far-reaching forms of cooperation and clustering to extend their

sphere of influence in the logistics chain and improve the competitiveness of their ports
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(Verhoeven, 2015). The European Commission’s view on port governance is expressed in its
promotion of a landlord concept, advocating a separation between the management of the port
as such and the provision of commercial services.

The achievement of a common European ports' policy has been a slow and difficult
process. On March 3, 2017, the Official Journal of the European Union published a legislation
of Regulation EU 2017/352 of the European Parliament and of the Council of 15" of February
2017, establishing a framework for the provision of port services and common rules on the
financial transparency of ports. The potential impact of European policy and law on the
governance of seaports is fairly high. While the EU cannot impose harmonisation of port
governance models, individual cases demonstrate the effect that application of EU
competition and internal market rules can have on the position of port authorities, inciting
reforms towards landlord configurations (Italy, 1994) and corporatisation of port authorities
(Finland, 2014). Ports working in a landlord configuration align easier with the principle of
separating infrastructure management from operations that is commonly applied in other
transport and network services. Furthermore, EU law regards port authorities as undertakings.
Port management is considered to be an economic activity, even if it partially entails public
tasks and services of general economic interest. Following the outlined EU policy towards
port governance, it is expected that within near future ports of the Baltic States will face the
challenge of adopting new regulations towards port governance and port managing body.

The port’s performance results makes room for future policy discussion of port
governance within the Baltic States. The analysis of the Baltic States TEN-T ports operational
results and port authority financial performance results for a four year period, between 2012
and 2015, delivered the results showing a considerable Tallinn port authority's financial
dominance over other Baltic seaports, the net profit results of researched period of 150.28
million euro compared to Klaipeda’s 90.63 million, Riga’s 41.14 million and Ventspils' 24.74
million are sufficiently fortright to conclude that Tallinn port authority is the most profitable
port authority in the Baltic States. Taking into account that Tallinn port has handled almost
the least cargo volumes for the researched period, respectively, 108.48 million of tons,
compared to Klaipeda’s 143.56 and Riga’s 152.65, the profitability achievement of the port
authority is of a paramount importance. The analysis of further port authorities' financial
performance concluded that Tallinn port authority outscores other port authorities within
Baltic's in EBITDA, in revenue to employee ratio and net profit per employee ratio, and
average operating margin of 3.64, which allows the author to conclude that from the financial

perspective Tallinn port authority is very well managed and the direct competitors from other
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Baltic States are ahead not eith respect to the port authorities' financial performance, but to
ports' operational factors such as the handled volumes of cargo, the average turnaround time
for ocean going vessels and the average turnaround time for container vessels.

Port of Tallinn authority delivers impressive performance results, permitting conclude
that it possesses the most efficient port governance model in the region. The principal
advantage is that Tallinn port authority is governed according to good corporate governance
guidelines and, secondly, it has extended its sphere of influence in the logistics chain, namely,
in passenger handling and operating business, while none of the other three Baltic port
authorities researched within this thesis are maintaining more than the standard landlord ports,
leasing out its land and facilities to private entrepreneurs and selling services to port clients.

The empirical research conducted for the purposes of the current thesis proves that the
ports of Latvia need a considerable revision programme in port governance, according to the
physical dimensions, both ports are the leaders within the Baltic States, but from the
perspective of port authorities' financial performance they are scoring the last positions.
Looking at the port authority of Riga in 2015 the port was the biggest cargo turnover in the
Baltic States, however, the net profit values were far behind the achievements of Tallinn and
Klaipeda, the direct result of port authority governance and port authority's performance. The
management of the ports should revise the pricing policies in order to mobilize greater
revenue from their own sources, in particular, the port authorities should shift the basis of fees
from vessel size to actual cargo and increase the share of revenues from lease. The
management of the port authorities should seek a reduction in the ports’ operating costs
through a combination of efficiency gains and tighter internal controls. Port governance in
Latvia has been developed under hybrid methodology, the ports are managed by municipality
and state representatives (board members), and the port authority acts as a non-profit entity.
The government of Latvia should consider changing the legal status of Latvian ports to a
public company under the law on public corporations. The change of the legal status would
not only allow a better aligning with operations of a corporation, but also a change of the
incentives structures for board and management members, as well as bring ports’
management and governance practices under the discipline of corporate law.

The governance of Klaipeda port demonstrates positive elements, the port authority
board is composed of port users, municipality, state and county representatives, meanwhile,
the direct political appointment of port authority board members is an outdated approach and
it should be revised, aiming towards a greater autonomy and independence, and following the

guidelines for commercially-oriented corporations in public ownership. The board of the port
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authority should adopt a clear investment appraisal method, both economically and
financially, and review the current lists of investment plans in order to select and prioritize,
promote low-cost solutions, and increase the predictability of capital and recurring costs. The
port authority should assess the extent to which tariffs can be increased on the basis of a
review of practices by competition and elasticity of the traffic. This would provide indications
of the total financing that can be mobilized and, hence, of the investments that can be funded.

In order to increase port performance, the main issues have to be addressed are the
following: the functional autonomy, financial autonomy, corporate governance and regulatory
supervision (Bolevics et. al., 2013). The corporate governance means that the structure of the
port authority will need a substantial revision. The corporate culture implies that the
supervisory body, i.e. the board of directors, and the management will have to act in the sole
interest of the corporation. This is fundamentally different from the structures one often
encounters in semi-autonomous, commercialised port authorities, where the supervisory body
primarily represents the interests of its members, be they local politicians, government
administrators, stakeholders, or even customers and tenants. Clarity of roles and objectives,
autonomy from political intervention, accountability, participation, transparency and
predictability will often require a careful balancing act, especially in commercial relations
with customers and tenants. Publication of annual financial accounts, economic and
environmental performance, social responsibility and other reports are considered as good
practice in corporate governance.

Looking forward, the challenge for Baltic ports is to maintain their market shares in dry
and liquid bulk while developing high value cargo — containers, Ro-Ro and general cargo. To
attract a greater amount of high value cargo, the first and the most critical point is to improve
the costs and reliability of the entire logistics chain (e.g., by addressing road and rail access
congestion and rail capacity), as these are very sensitive to reliability and the land chain
represents several times the cost of port operations (World Bank, 2013). In addition, this
could be facilitated by thinking through the possible logistics clusters, by attracting firms,
which need to manage international supply chains to serve Northern Europe and CIS
countries (including associated light manufacturing and packaging, especially for containers
and general cargo), as well as world-class operators. Developing logistics services for less
than container loads presents a good opportunity for Riga and Klaipeda to generate value-
added services out of containerized traffic (packaging, labelling, warehousing, tracking
solutions), (World Bank, 2013). Value-added services have a huge potential in all

fourresearched ports, as well as the port authorities' ability to invest in logistics chain.
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CONCLUSIONS

The hypothesis was defended throughout the doctoral thesis by using qualitative and

quantitative research methods with the following main conclusions:

1. The hypothesis was confirmed. The main results of the study show that port
governance directly impacts port performance and this impact can be identified
through the assessment and evaluation of port performance results.

2. The main results of the study demonstrate that port authorities governed according to
good corporate governance guidelines perform financially better than their
competitors who are not following the same principles and deliver higher port
performance.

3. The study also demonstrates that financial performance of the port authority is the
most significant factor for shareholders of the port authority and port authorities which
have implemented management structure in compliance with good corporate
governance guidelines deliver higher results.

4. Ports governed through a landlord function are influenced by three factors, the first
being the competitive pressure to invest in infrastructure, followed by the financial
pressure and the competition for land use.

5. Four port governance impact factors were identified: balance of power with
government, legal and statutory framework, financial capability of the port authority,
and corporate culture. The power of balance with government is the most significant
factor, as the interaction and power play between the port authority, the municipality
and state determine the outcome of port’s development progress.

6. Three stakeholder pressure factors on port authorities are identified, the first is the
pressure of market players, such as carriers, terminal and logistics operators. The
second line of pressure comes from the government, if the governments attach less
value to the strategic significance of seaports for the economy of a country and reduce
expenditure on ports. The final line of pressure comes from the public interest groups.

7. Five port authority impact factors were identified: the functional autonomy; financial
autonomy; corporate governance (implementation of supervisory board, executive
board and audit committee); evaluation of port authority's CEO performance and
setting up key performance indicators and measurable medium and long-term plans
along with quantitative investment plans; regulatory oversight.

8. The survey results demonstrate that port governance has a strong impact over port
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performance and a direct impact upon port authority's financial performance.

9. According to the survey, port governance is one of the factors, which impact port's
operational performance, it is the combination of the governance of the port, port
authorities' board and executive management performance, and the performance of
port authority as the port's managing entity.

10. Thesis outlined the differences among port governance models and port authority
board members' election and selection criteria. In all four major seaports of the Baltic
States, the port authority board election and selection criteria are solely determined by
the represented ministries and controlled by the corresponding ministers (Tallinn,
Klaipeda), as well as the corresponding municipality (Klaipeda), or the mix of both
(Riga, Ventspils), which is considered a lack of independence of port authority boards
due to political appointment processes and emphasis on political accountability of
each individual to its appointing authority, and inconsistent consideration of
professionalism criteria in appointments.

11. Thesis also outlined that Tallinn port authority, compared to the other three Baltic
States port authorities, has moved towards a greater independence and financial
autonomy, and is directly involved with its impact within the logistics chain,
moreover, the Tallinn port authority is governed according to good corporate
governance guidelines and possesses the most transparent port governance and
management model with very simple management hierarchy, supervisory board and
audit committee.

12. The Baltic States TEN-T ports focus their services plans on servicing of the East—
West transit flows and are operated as landlord ports, managed by port authorities,
who have the right to rent out their land, piers and relevant infrastructure for a long-
term period and most of the revenues are collected from port dues and fees for the
services offered by port authority. The port authorities’ income flows are brought by
land rents, port dues and other services, a port authority that has more land in its trust

gains financially by accommodating more companies and maximising its rent.

RECOMMENDATIONS

Theoretical and practical results obtained in this thesis contributed to the following
recommendations:

To the governments of the Baltic States TEN-T seaports
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1. To introduce good corporate governance, financial transparency and autonomy of
maritime port authorities. This will improve the quality and efficiency of the service
provided to port users and contribute to a more favourable investment climate in ports.

2. Amend the relevant bylaws to clarify the required qualifications for port authority
board members, which should encourage the authorities to ensure that selected board
members have adequate experience and skills to fulfil their mandate. The bylaws
should provide a board member’s profile including general attributes as independence,
accountability, integrity, leadership and specific professional qualifications for some
of the board members, like port economics or port management. The governments
should introduce term limits for board members, which should include a standard
period of tenure, as well as a maximum number of terms.

3. The Government of Latvia should consider changing the legal status of Latvian port
authorities to a public company under law on public corporations. The change of the
legal status besides better aligning with operations of a corporation would also change
the incentive structures for board and management members, as well as bring ports'
management and governance practices under the discipline of corporate law. It is
strongly recommended to establish a supervisiont function to hold the boards of
Latvian ports accountable and to carry out an annual evaluation of their performance.

4. The Government of Lithuania should revise the port authority board members’
selection and election process to promote greater transparency, political independence
and clearer criteria of professionalism. It is possible to have both the state and
municipality interests represented within the authority, but it would be recommended
to rather limit those interests within the port authority's shareholding capital and
appoint a professional supervisory board and executive board to manage the port.

5. The Government of Estonia should amend the relevant regulations to exclude the direct
dominance of two ministries in appointing the supervisory board members of Tallinn
port authority. It is recommended to have a professional supervisory board without a
direct political nominee.

6. To secure board independence as a vital principle and evaluate the board size, since

large boards instigate inefficiency in the decision-making process.

To supervisory board and board members of port authorities
1. Boards of the port authorities should require ports' management to invent KPIs, which

are used to assess the ports’ performance. In particular, management should collect
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and provide the board with data that would allow to measure progress with regard to
the ports’ performance. The KPIs should include the ports’ market shares (relative to
other ports serving the same hinterland), quality of service indicators, capacity
utilisation figures, financial performance and operational indicators.

. Port authority management should ensure that relevant contracts with operators reflect
the agreed KPIs and targets. Since the port authorities have a responsibility to ensure
the quality of port services, even though they do not provide these services,
monitoring and evaluation of KPIs should be a part of the quality assurance process.

. Port authority boards should amend the relevant ports' regulations to improve the
processes for allocating land in line with international practices, which would include
requiring the management to introduce performance standards based on the ports'
KPIs in new lease contracts for common user terminals, including the possible
penalties if these are not met.

. Operational audits should be conducted in parallel with standard financial audits, which
would allow the port authority boards (and the government and municipalities) to have
a better grasp of the investment and operations' efficiency.

. According to good corporate governance discourse, an internal audit function (audit
committees) should be established in port authorities of Riga, Ventspils and Klaipeda
and report directly to the board, such a function would be useful in order to increase
discipline in asset management and cost control.

. The annual evaluation of the port authority CEO’s performance should be conducted
and the results made public. This would require developing detailed terms of
reference, as well as setting qualitative or quantitative goals on an annual basis. The
evaluation of the CEO performance should inform decision on remuneration package.

. To require that the providers of port services are able to demonstrate that they meet the
minimum requirements for performance of the service.

. In order to ensure transparency and equal treatment, amendments to the provisions of a
contract during its term should be considered to constitute a new award of a contract
when port authorities render the contract materially different in character from the
original contract.

. To maintain the port’s collaboration with the railway system and ensure the quality of
cargo transportation and handling services. The performance of logistics chain makes
a direct impact on port performance in terms of cargo quality, i.e., the quality of cargo

transported via the ports improves, thereby also creating added value.
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To researchers

10.

11.

12.

13.

14.

15.

16.

17.

1. To extend the extent of the study by including other TEN-T regional ports and to
evaluate their governance according to good corporate governance guidelines and
assess how this governance model impacts port performance.

2. To extend the study observation period.

3. To extend the assessment of port authority impact within logistics chain.
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GLOSARLJS

Termins

Skaidrojums

Osta

Osta ir ar robezam noteikta teritorija, ieskaitot akvatoriju, kas
iekartota ar moliem, piestatném, sauszemes infrastruktiiru un
tdensceliem kravu, transporta un ekspediciju operaciju veikSanai,
kugu un pasazieru apkalpo$anai, ka ari dazadu citu ar kugoSanu

saistitu paligoperaciju veiksanai.

Ostas parvalde

Iestade, kas ar likuma noteiktu atbildibu parvalda ostas tidens un

sauszemes teritoriju (De Monie, 2004).

Parvaldiba ir lemumu pienemsanas un ievieSanas process ar kuru

sabiedriba tiek parvaldita, ko izpilda valdiba, tirgus vai sabiedriba

Parvaldiba par gimeni, cilti, organizaciju vai teritoriju ar likumu, tiesibu
normu, spéka vai valodas palidzibu organiz&ta sabiedriba (Bevir,
M., 2013).
Korporativa Procesu, attieclbu un mehanismu kopums, kuru ietvaros
parvaldiba uznémumi tiek virziti un kontroléti (Shailer, G., 2004).
Ostas parvaldiba | Ostas parvaldiba atbilst argja klastera vadibas limenim un ostas
un ostas parvaldes |parvaldes parvaldiba uz uznémuma iekS€jo korporativas
parvaldiba parvaldibas Itmeni (De Langen, 2007).
Saimnieka funkcija ietver ostas T1paSumu parvaldiSanu,
Saimnieka uzturéSanu, infrastruktiiras un aprikojuma attistibu, ka ari
funckija koncepciju, likumu un attistibas stratégiju IstenoSanu, kas saistits
ar ostas IpaSuma izmantosanu (Baird, 2000).
Regulatora funkcijas ostas parvaldes nodroSina kravu operaciju
Regulatora un kugu dro§ibu ostas teritorija, ka ari izstrada ievie§ likumus un
funkcija normativos aktus (Baird, 2000; Baltazar and Brooks, 2001; De

Monie, 2004; Van Hooydonk, 2003).

Operatora funkcija

Ostas parvalde nodroSina ostas pakalpojumus, piem&ram, precu
parkrauSanu, pasazieru apkalpoSanu, navigacijas un citus servisa

pakalpojumus (Baird, 2002).
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IEVADS

Ostu parvaldibas iestades jeb ostu parvaldes 20. gs. 90. gadu sakuma kluva par aktualu
pétniecibas jomu, un Sobrid ostu parvaldiba ir kluvusi par plasi pazistamu macibu jomu
(Pallis et al., 2011; Brooks un Pallis, 2012). Ostu parvaldes iestazu vadibas formas un
tiesiskais reguléjums atSkiras, bet lielakaja dala jiiras ostu visa pasaulé ostas vadiba ir ostas
parvaldes zina, ta ir organizacija, kurai ir pienakums parvaldit ostas fidens un sauszemes dalu
(De Monie, 2004). Ostu parvaldes loma, vadibas forma un tiesiskais regul&jums ir ievérojami
mainijies, galvenokart pateicoties dazadiem privatizacijas veidiem, privata kapitala fondu un
banku sindikatu investicijam ostas infrastruktiira, politiskajiem un socialekonomiskajiem
faktoriem. Daudzveidiba ir atkariga no ta, ka valstu valdibas saskata ostu lomu (Suykens un
Van de Voorde, 1998). Baltijas valstis ostu parvaldiba ir saskanota ar valdibas un attiecigo
geografisko pasvaldibu interesém, un tas atspogulojas ostu parvaldibas juridiskajas formas un
vadibas hierarhija, kas nosaka nepiecieSamibu veikt empirisku pétijumu, lai analizgjot
pasaules pieredzi ostu parvaldiba, ka arT noveértgjot speka esoSos ostu parvaldibas modelus
Baltijas valstu Eiropas transporta tikla (TEN-T) ostas, noskaidrotu ostu parvaldibas ietekmi uz
ostu sniegumu.

Atvieglojot piekluvi ostas pakalpojumu tirgum un nodroSinot finanSu parredzamibu un
jras ostu parvalzu autonomiju, tiks uzlabota ostu lietotajiem sniegta pakalpojuma kvalitate
un efektivitate, ka ar1 uzlabots klimats investiciju piesaistei ostas, tadejadi palidzot samazinat
transporta lietotaju izmaksas un veicinot jlras transporta labaku integraciju ar dzelzcelu,
ieks$gjo tidenscelu un autotransportu. Baltijas valstu TEN-T ostas funkcion€ ka sanemto kravu
parsititaji, jeb apstrada tranzita kravas, izkrauj sanemtas kravas terminali un iekrauj kugi. Tas
ar paradas ostu snieguma raditajos. Lai paaugstinatu ostu sniegumu, ir btiski, izveidot ostu
parvaldibas formu atbilstosi labas korporativas parvaldibas vadlinijam, tai skaita, nodroSinot
pienemto l@mumu caurspidigumu, operacionalo un finanSu neatkaribu. Ostu parvaldibai un
ostas parvaldes sniegumam ir arkartigi svariga nozime ostas kopg&ja snieguma paaugstinasana.

Efektiva korporativa vadiba biitiba nodroSina akcionariem to veértibu saglabasanu,
uznémumu resursu pienacigu izmantoSanu, piekluvi kapitalam un uzlabo iegulditaju uzticibu
(Deniss un McConnell, 2003). Valdes neatkariba ir atzita par vienu no labas valdes pazimém
(Fama un Jensens, 1983; Gillan, 2006). Valdes locekli ir akcionaru parstavji, un vinu
pienakums ir nodroSinat, ka vaditaji strada, ieverojot 1pasSnieku intereses (Liu un Fong, 2010).
Korporativas parvaldibas sisttmam bitu janodroS$ina uznémuma strat€giska vadiSana un

valdes efektiva parraudziba (OECD, 2015).
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Pétijuma objekts - ostas parvalde.
Pétijuma priekSmets - parvaldibas ietekme uz ostu sniegumu.

Pétjjuma jautajumi: vai Baltijas valstu TEN-T ostu parvaldiba atbilst labas

korporativas parvaldibas vadlinijam, un ka ostu parvaldiba ietekmé ostu sniegumu?

Pétijuma meérkis un hipoteze

Pétijjuma meérkis - noteikt ostu parvaldibas ietekmi uz ostu sniegumu.

Pétijuma hipotéze: ostu parvaldiba tiesa veida ietekme& ostu sniegumu, ietekmes

apjomu ir iesp&jams noteikt, izp€tot ostas snieguma rezultatus.

AizstavésSanai izvirzitas tézes

1.

Ostu parvaldes, kas ir ieviesuSas parvaldibas struktiiru atbilstosi labas korporativas
parvaldibas vadlinijam, uzrada augstakus snieguma raditajus.

Ostu parvaldes finanSu snieguma rezultati ir butiskakie rezultativie raditaji ostu
parvaldes kapitala dalu turétajiem.

Ostu parvaldes, kas tiek parvalditas atbilstoSi labas korporativas parvaldibas
vadlinijam, nodroSina augstakus finanSu snieguma rezultatus.

Ostu parvaldes, kas tiek parvalditas atbilsto$i labas korporativas parvaldibas

vadlinijam, nodroSina labaku ostu sniegumu

Pétijuma uzdevumi

1.

Noteikt jaunako vadibzinatnes teorétisko koncepciju izmantoSanas iespgjas ostu
parvaldiba.

Noteikt faktorus, kas ietekmé ostu parvaldibu,

Izpétit ostu darbibas snieguma tendences Baltijas valstu (TEN-T) ostas,

Petit parvaldibas ietekmi uz ostas operacionalo sniegumu un ostas parvaldes finanSu
sniegumu,

Izstradat priekSlikumus ostu parvaldibas uzlaboSanai atbistoSi labas korporativas

parvaldibas vadlinijam.

Pétijuma struktiira un metodologija

P&tfjums sastav no trim galvenajam nodalam un literatiiras saraksta. P&tfjuma pirmaja

dala tiek pétitas fundamentalas teorijas par korporativo parvaldibu, ostu parvaldibu, analizéta

pasaules pieredze ostu parvaldibas joma, ka arT tiek padzilinati analiz€tas lidz Sim piemérotas
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metodes, kuras izmantotas, lai noteiktu ostu parvaldibas ietekmi uz ostu sniegumu, ka ari
analizéta S0 snieguma rezultatu sasaiste ar parvaldibas formu. Saja pétfjuma posma ir
analiz€ta pieejama zinatniska literatira un noteikti ieprieks€jo petijumu trokumi..

Otra nodala ir promocijas darba empiriskais pétijums. Taja tiek pé&tita Baltijas valstu
ostu parvaldibas ietekme uz ostu sniegumu, analizéta un savstarp&ji salidzinata Baltijas valstu
ostu parvaldiba, analiz&ti ostu parvalzu snieguma raditaji par laika posmu no 2006. lidz 2016.
gadam. Izmantojot mérka indikatoru metodiku, padzilinati analizéta virkne sasniedzamo
raditaju vidgja termina un ikgadgjie raditaji, kuru rezultati tiek apstiprinati ar ekspertu aptauju.
Iegttie aptaujas rezultati tika apstradati, izmantojot analitisko hierarhijas metodiku, ka arT tika
izmantota apraksto$a metodika, kad AHP nebija piem&rojams.

TreSaja nodala tiek analiz€tas ostu parvaldibas tendences pasaul€, padzilinati pé&tot
Eiropas Savienibas vadlinijas ostu parvaldibas joma, izskatot un piedavajot iesp&amos
risindjumus Baltijas valstu ostu parvaldibas uzlaboSanai, ka ar1 analiz€jot Baltijas valstu ostu
turpmakas attistibas tendences un starptautiski atpazistamus logistikas un transporta nozares
sasniedzamos raditajus. P&tijuma beigas dots kopsavilkums un priekslikumi.

P&tijuma ir izmantotas $adas metodes:

e kvalitativas metodes, kas ir izmantotas promocijas darba teor&tiskaja un
empiriskaja dala: monografiska metode, zinatniskas literatliras analize, satura
analize, datu novérteésana un analize, ekspertu intervijas, tirgus izpéte;

e kvantitativas metodes, kas ir izmantotas promocijas darba empiriskaja dala: datu
analizes metode, korelacijas un regresijas analize, model€Sana, datu apraksto$a

statistikas metode, analitiska hierarhijas metode, hibrida metode un aptauja

Pétijuma pienémumi un ierobezojumi
Promocijas darba izstradé autors ir izteicis pien€émumus un noteicis S$adus
ierobezojumus:
1. Promocijas darba pétijums aptver ostu parvaldibu un ir par parvaldibas ietekmi
uz ostu sniegumu plasaka konteksta, bet velak tas tiek saSaurinats un attiecas uz
Baltijas valstu TEN-T ostam.
2. Petijumi par ostu iekartam, ostas terminalu operacijam, terminalu un dzelzcela
infrastruktiiru un citiem tehniskajiem jautajumiem netika analiz&ti, nemot véra

bitiskas atskiribas no pasreizgjas petniecibas jomas.
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3. Ostu parvaldes sniegums tiek novertéts, pamatojoties uz parvaldibas modela
novert§jumu atbilstosi labas korporativas parvaldibas vadlinijam un iegtito datu
korelaciju ar ostas snieguma raditajiem.

4. Makroindikatoriem ir lidziga ietekme uz ostu parvaldém, tapéc tie netika

atseviski pétiti.

Pétijuma periods

P&tnieciba notika no 2009. lidz 2017. gadam, ostu snieguma raditaju analizé tika
izmantoti operacionalie un finanSu dati no 2006. Iidz 2016. gadam. Lielaka dala ekspertu
aptauju tika veiktas no 2016. gada septembra lidz decembrim. Aptauja aptvéra galvenas
ieinteres€tds puses gan operativas vadibas, gan parvaldibas joma, tostarp valdes un

uzraudzibas iestazu valdes loceklus, ostu vaditajus, lietotajus un nozares specialistus.

Petijuma teorétiska un metodologiska baze

Darba pamata ir izmantota $ada teorétiska un metodologiska baze:

1. Parmainas ostu parvaldiba: no tradicionali valsts kontrolétam un birokratiskam
struktiram uz komerciali orient€tiem uzn€émumiem.

Ostu parvaldibas attistiba pedgjos gadu desmitos ir veérojamas intensivas parmainas.
Ostas misdienu Eiropa tika vaditas, nemot véra spécigu sabiedribas un viet§jo valdibu
ietekmi (Bekemans un Beckwith, 1996; Konvitz, 1978), kas mainijas lidz ar industrializacijas
attistibu tajas (Verhoeven, 2015). Akadémiskaja literatiira ir noteiktas tris ostas parvaldibas
tradicijas, “Hanzas” tradicija viet&jai, lielakoties paSvaldibu vadibai, “latinu” tradicija ar
speécigu centralo valdibu un anglosakSu tradicija trasta ostas, kas tiek pielietots tikai
Liebritanijas gadijuma (Goss, 1979). 20. gadsimta ostas parvaldei tika norikota viena juridiska
persona, kas valdibas varda kontrol&ja vienu vai vairakas ostas (Van Hooydonk, 2007), kuras
70. gados mainijas globalizacijas, konteinerizacijas un liberalizacijas procesu rezultata un
pakapeniski samazinaja ostas parvaldes lomu (Verhoeven, 2014).

Pedejo divu desmitgazu laika ostu parvaldibas modeli ir ievérojami mainijusies no
tradicionalajam struktiiram, kuram raksturiga birokratija (biezi neefektiva), visaptveroSa
valsts iestazu kontrole (Airriess, 2001a, 2001b; Notteboom un Winkelmans, 2001a, 2001b;
Notteboom, 2009a; Notteboom, 2009b; Notteboom et al., 2009; Wang et al., 2004), uz
biznesa orientétiem uznémumiem, kuriem ir kopigi galvenie mérki: efektivitate, konkurence,
birokratijas mazinaSana, pieprasijjuma péc valsts ieguldjjumiem samazinaSana, vadibas

iemanu uzlaboSana, efektivas darba organizacijas un organizatoriskas vides atjaunosana, lai
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atvieglotu ekonomisko koordinaciju starp dazadiem socialajiem un telpiskajiem Iimeniem
(Brooks, 2004; Cullinane and Song, 2007). Pilnigi vai dal&ji apstiprinot $adus ieteikumus
(Brooks un Cullinane, 2007a, 2007b), politikas veidotaji pakapeniski ir partraukusi ostu
parvalzu funkciong€Sanu tieSas valsts parvaldes iestades statusa un parstruktur&jusi to par

uznémumu, kas balstits uz klasiskiem komerclikuma pamatiem.

2. Izmainas ostu parvaldiba lielakoties tiek veiktas, lai samazinatu darfjumu
izmaksas.

Petijumi ir pieradijusi, ka ostu parvaldibas formas izvéli ierobezo institucionalie
apstakli, kas noved pie daudzveidigiem rezultatiem un attistibas tendenc@m (Airriess, 2001a,
2001b; Hall, 2003; Jacobs un Hall, 2007). Darfjumu izmaksu teorija (Williamson, 1985)
liecina, ka ierobezota racionalitate noved pie domingjoSiem politikas veidotajiem, kas atbalsta
genérisko risinagjumu ieviesanu, bet Jessop un Qosterlynck (2008) norada, ka ekonomiskie
speki parasti izmanto speku, lai nodrosSinatu rezultatus. Parmainas ostu parvaldiba notiek
pakapeniski atspogulojot pirmsreformas apstaklus (Denzau un North, 1994). ST pieeja ir
deriga organizatoriskam parmaindm un konkurétspgjai (Powell un Di Maggio, 1991;
D’Aunno et al., 2000; Johnson et al., 2000; Sminia and Van Nistelrooij, 2006), ieskaitot
sabiedrisko pakalpojumu organizacijas. Petijjumi par parmainam (bijuSajas) publiskajas
nozarés liecina, ka sabiedriskas organizacijas ir galvenie dalibnieki, kas 1steno institucionalo
ietekmi un vienlaikus ar1 veicina So ietekmi (Pouder, 1996). Parcelot pakalpojumu darijumus
uz tirgus vidi, reglamentgjoso noteikumu nozimigaka loma un legitimitate stingri tiek
iestradata socialaja, juridiskaja un ekonomiskaja vidé (Fernandez-Alles un Llamas-Sanchez,

2008).

3. Korporativi parvalditam ostu parvaldém ir labaks to sniegums

Saskana ar Jensen un Meckling (1970), Agentu teorija ir galvena teorija, lai izp&titu
attiecibas starp korporativo parvaldibu un uznémuma darbibu, nodroSinot tieSu saikni starp
korporativo parvaldibu un finansu rezultatiem. Lai noveértétu ostu parvaldibas ietekmi uz to
sniegumu, tika izmantota Bilodeau et al. (2006) metodologija, kas tiek lictota korporativi
parvalditu valsts institiiciju snieguma noverteésanai, izmantojot sasniedzamos meérka raditajus
un lielaku uzmanibu pieverSot mérku sasniegSanai, ka ari aizstavot ostu parvalZzu ricibas
brivibu un korporativo parvaldibu. Apvienojuma ar OECD (2014b) labas korporativas
parvaldibas pamatnostadném un ekspertu aptauju, tika izstradats jauns p&tniecibas modelis,
kura tika izmantots 21 kvalitativs un kvantitativs faktors. P&tjjuma metodologijas mérkis

bija atrast gan kvalitativus, gan kvantitativus pieradijumus par parvaldibas ietekmi uz ostu
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sniegumu. Pirmkart, attiecigie jautajumi tika ieklauti ekspertu aptauja un aptaujas rezultati
apstradati, lietojot AHP metodiku, otrkart, tika izmantota regresijas analize, lai noteiktu
attiecibas starp mainigajiem lielumiem.

Empiriska pétijuma pamata ir primarie un sekundarie dati. Primarie dati tika iegiiti,
aptaujajot ostu parvalzu valdes loceklus, padomes loceklus, ostas lietotajus un zinatniekus.
Sekundarie dati par labu korporativo parvaldibu, ostu vadibu un ostu sniegumu tika iegti no
ostu parvalzu gada parskatiem, likumiem, ostu nolikumiem un Ministru kabineta
noteikumiem. Saskana ar Bilodeau et al. (2006) metodologiju tika novértéti Sadi merka
indikatori: parkrauto kravu apjoms (milj. tonnu), kopéjie ienémumi (EBITDA, milj. eiro),
tira pelpa (milj. eiro), ienémumu pret izdevumiem koeficients, ienémumi pret nodarbinato
skaitu (milj. eiro), tira pelna par darbinieku (milj. eiro), vid€jais okeana klases kugu
apgrieSanas laiks (stundas), vidéjais konteinera kugu apgrieSanas laiks (dienas), vidéjas
darbibas pelnas koeficients, vidéjas pelnas normas koeficients un dokera stradnieku streika
dienu apjoms (gada). Ka galvenie literatiiras avoti tika izmantoti zinatniskie raksti, kas
publicéti $ados zinatniskajos zurnalos: Science Direct, Scopus, Thomson Reuters Web of

Science, Emerald, EBSCOhost un JSTOR.

Zinatniska novitate

Promocijas darba zinatnisko novitati veido:

1. Jauna pétniecibas modela izstrade, kas ietver 21 kvalitativo un kvantitativo
faktoru, tostarp galvenos agrako pétijumu aspektus, un empiriski parbauditos
faktorus, kas ietekmé€ ostu sniegumu.

2. Ostu snieguma novertéSana ne tikai uznémuma ltmeni, bet ar1 akcionaru liment,
kas ir galvenais atskaites punkts labas korporativas parvaldibas diskursa.

3. Empiriski pieradijumi, ka atseviski ietekmes faktori Baltijas valstu TEN-T ostu
parvaldiba ir pretruna akcionaru un iesaistito pusu interesém attieciba uz pieaugosu
ostu sniegumu.

4. Empiriski pieradijumi, ka ostu parvaldes, kuras seko labas korporativas

parvaldibas vadlinijam, uzrada labakus finanSu rezultatus.

Pétijuma teorétiskais nozimigums

Promocijas darba teorétiska nozime galvenokart ir rodama pé€tijuma strukttira un faktoru
modeli. Tika izstradats 21 faktoru konceptualais modelis, lai novértétu ostu parvaldibas
ietekmi uz ostu sniegumu. P&tijuma posmi ir izstradati, lai novertétu ostu parvaldibas modelus
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Baltijas valstu TEN-T ostas, veiktu ostu parvaldibas modelu salidzinoSo analizi un analiz&tu
to atbilstibu labas korporativas parvaldibas vadlinijam, novértétu ostu un ostu parvalzu
sniegumu un snieguma rezultatu korelaciju ar ostu parvaldibu, ka arT pamatotu iegitos
rezultatus, izmantojot ekspertu un nozares profesionalu aptauju.

Promocijas darbs uzlabo korporativas parvaldibas izpratni Agentu teorijas izteiksmé
Baltijas valstu TEN-T ostu parvaldés un definé iesp&jamos uzlabojumus vadibas diskursa.
Otrkart, Baltijas valstis tiek uzskatitas par attistibas valstim, tadel §1 petjjuma rezultati var tikt
izmantoti citas attistibas valstis ar lidzigiem politiskiem, kultiiras, vides un ekonomiskiem
apstakliem. Papildus tam, §1 petijuma rezultati lauj aplikot Baltijas valstu ostu finansu un

operacionalos sasniegumus vid&ja termina.

Pétijuma praktiskais nozimigums

Petfjuma praktiskais nozimigums ir saistits ar pétjjuma rezultatu izmantoSanu ostu
parvaldibas, ostu parvaldes iestades vadibas uzlaboSanai, ka ari ostu parvalzu ilgtermina
stratégiju definéSana un regul§josas vides uzlabosana. Praktiskaja nozimiguma ieinteresétas
puses ir

e Baltijas valstu TEN-T ostu parvaldes, kas var izmantot pétijuma rezultatus, lai
pilnveidotu ostu attistibas stratégiju un izstradatu sasniedzamos mérka raditajus;

e valsts sektora iestades un politikas veidotaji, lai vini varétu efektivak parraudzit ostas un
nodroSinat ostu parvaldibu atbilstosi jaunakajam tendenceém pasaul€, un veicinat ostu
attistibu tas akcionaru valsts un iedzivotaju interesgs;

e ostu lietotaji, kas wvar izmantot petijumu, lai veiktu salidzinoSo analizi par
uznémejdarbibas vidi ostas;

e pétnieki, kas varétu izmantot promocijas darbu ka pamatu turpmakiem pétjjumiem par
ostu parvaldibu, parvaldibas atbilstibu labai korporativai parvaldibai un par

parvaldibas ietekmi uz ostu sniegumu.

Biutiskako rezultatu aprobacija
Bitiskakie pétijuma rezultati ir prezent€ti un aprobéti 11 zinatniskajas konferences
Latvija un arzemes:
1. Appropriate port management and it’s provision in Latvia, 51 International Riga
Technical University Scientific Conference, “Scientific conference on Economics and

Entrepreneurship”, Riga, 15. Oktobris, 2010.
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10.

11.

Efficient ports governance and its ensurance in Latvia, 6" International Young
Scientist Conference of the Riga Teacher Training and Educational Management
Academy, Riga, 2. Decembris, 2010.

The changing landscape of port governance, 4™ International Scientific Conference of
the Riga International School of Economics and Business Administration, “Changes
in global economic landscape- in search for new business philosophy”, Riga, 28.-29.
Aprilis, 2011.

Legal framework competitiveness analysis of port governance models, 5"
International Scientific Conference of the Riga International School of Economics and
Business Administration, “Information society and modern business knowledge
creation and transfer into new competencies”’, Ventspils, 26.-27. Aprilis, 2012.

The dynamics of business model of the Baltic States port authorities, 6™ International
Scientific Conference of the Riga International School of Economics and Business
Administration, “New business solutions for emerging future”, Riga, 25.-27. Aprilis,
2013.

Challenges of the Baltic States port authorities, 7" International Scientific Conference
of the Riga International School of Economics and Business Administration,
“Challenges for emerging markets”, Riga, 24.-25. Aprilis, 2014.

Maritime cluster analysis on the Central Baltic region, SmartComp and Turku School
of Economics and Riga International School of Economics and Business
Administration, Somija, Helsinki, Decembris, 2012.

Maritime companies and their business networks in the Central Baltic Region cluster
analysis on the Central Baltic region, Turku School of Economics and Riga
International School of Economics and Business Administration, Somija, Helsinki,
Junijs, 2013.

Maritime sector developments in the global markets. Turku School of Economics
sadarbiba ar Riga International School of Economics and Business Administration,
Somija, Helsinki, Oktobris, 2013.

Advantages of transport sector in Latvia. SmartComp International Conference, “See
beyond the Sea- Baltic Sea Region Maritime Sector in the global competition”, Turku,
Somija, 26.-27. Novembris, 2013.

Governance impact on the Baltic States major ports efficiency, 10" International
Scientific Conference of the Riga International School of Economics and Business

Administration, Scientific Baltic Business Management Conference ASBBMC,
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“Sustainable organisations: Creating and managing in turbulent business

environment”, Riga, 27.-29. Aprilis, 2017.

Publikacijas
Galvenie empiriska pétijuma rezultati ir publicéti 11 recenz€tos zinatniskajos

izdevumos un konferen¢u materialos:

1. Bolevics V. (2010), “Appropriate port management and it's provision in Latvia”, 51"
International Riga Technical University Scientific Conference Proceedings,
“Scientific conference on Economics and Entrepreneurship”, ISBN 978-9934-10-
294-3, 154.-158. Ipp.

2. Bolevics V. (2010), “Efficient ports governance and its ensurance in Latvia”, 6"
International Young Scientist Conference of Riga Teacher Training and Educational
Management Academy Conference Proceedings, published in “Collection of
Conference articles”, 35.-38. Ipp.

3. Bolevics V., T. Volkova (2011), “The changing landscape of port governance: case of
Baltic States”, “Journal of Business Management”, No. 4, ISSN 1691-5348, 162.—-
169. lpp. Indekseéts un ieklauts EBSCO.

4. Bolevics V. (2011), “The changing landscape of port governance”, 4™ International
Scientific Conference of the Riga International School of Economics and Business
Administration Conference Proceedings, Riga, 82.-87. Ipp.

5. Bolevics V. (2012), “Legal framework competitiveness analysis of port governance
models”, 5™ International Scientific Conference of the Riga International School of
Economics and Business Administration Conference proceedings, “Information
society and modern business knowledge creation and transfer into new
competencies”, 35.-41. lpp.

6. Bolevics V., Spolitis V. (2012), “Maritime cluster analysis on the Central Baltic
region. The Latvian Maritime cluster”. SmartComp Research report, Helsinki,
Decembris, 2012, Vol. I, ISBN 978-952-298-007-6, 46.—59. lpp.

7. Bulis, A., Bolevics, V. (2013), “Maritime companies and their business networks in
the Central Baltic Region. The Latvian maritime cluster”. SmartComp Research
report, Helsinki, Vol. II, ISBN 978-952-298-007-6, 36.-52. lIpp.

8. Liuhto, K., Laaksonen E., Mikinen, H., Jouttenus, A., Gao, M., Bolevics, V.,...
Junnelius, J. (2013). Maritime sector developments in the global markets. SmartComp

Research report, Helsinki, Oktobris, Vol. III, ISBN 978-952-298-007-6, 121. Ipp.
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9. Liuhto, K., Laaksonen E., Mikinen, H., Jouttenus, A., Gao, M., Bolevics, V.,...
Junnelius, J. (2013). Conclusions on increasing smart competitiveness in the Central
Baltic region. SmartComp Research report, Helsinki, Decembris, Vol. IV, ISBN 978-
952-298-007-6, 26. lpp.

10. Bolevics V., Sjolin J., Volkova T. (2013), ,, Governance models of Baltic port
authorities”, “Baltic Worlds”, Centre for Baltic and Eastern European studies,
Sodertorn University, Stokholma, Vol. VI:2, No.12, ISSN 2000-2955, 29.-32. Ipp.
Indekseéts un iekJauts EBSCO un atvérto piekluves Zurnalu kataloga (DOAJ).

11. Bolevics V. (2017), “The impact of governance on the efficiency of the Baltic States’
major ports”, “Journal of Business Management”, No.14, ISSN 1691-5348, 7-26. lpp.
Indeksets EBSCO, COPERNICUS.

Promocijas darba struktiira un apjoms

Promocijas darbs sastav no ievada, 3 nodalam, kas ietver 9 apakSnodalas, un
noslédzosas dalas ar secindjumiem, ieteikumiem un atsauc€m. Kopgjais darba apjoms ir 187
lappuses, kura ir 20 tabulas, 13 atteli, 19 formulas un 9 pielikumi. Literattiras saraksts sastav
no 244 promocijas darba izmantotajam atsaucém.
Promocijas darba struktiira:

IEVADS
1. OSTU PARVALDIBAS RAKSTUROJUMS UN TAS IETEKME UZ OSTU SNIEGUMU
1.1.0Ostu parvaldibas biitiba un parvaldibas modeli
1.2. Ostu parvaldibas ietekme uz ostu sniegumu
1.3. Starptautiska ostu parvaldibas pieredze un attistibas tendences
2. BALTIJAS VALSTU OSTU PARVALDIBAS IETEKME UZ OSTU SNIEGUMU
2.1. Baltijas valstu TEN-T ostu parvaldiba
2.2. Ostu parvaldibas ietekme uz ostu sniegumu
2.3. Ostas snieguma ietekméjoso faktoru novertejums
3. OSTU PARVALDIBAS ATTISTIBAS VIRZIENI
3.1. Ostu parvaldibas politikas pilnveidoSana
3.2. Eiropas ostu parvaldibas nakotnes tendences
3.3. Ostu parvaldibas nozime ostu attistiba
SECINAJUMI UN IETEIKUMI
KOPSAVILKUMA IZMANTOTA LITERATURA
PIELIKUMI

71



PROMOCIJAS DARBA GALVENAIS SATURS

1. OSTU PARVALDIBAS RAKSTUROJUMS UN TAS IETEKME UZ
OSTU SNIEGUMU

Promocijas darba 1. nodala ir 43 lappuses, 3 apaksnodalas, 6 tabulas, 4 attéli un 12
formulas.
Pirmas teoretiskas nodalas meérkis ir analizet starptautiski cit€tus pé€tijumus par ostu

parvaldibu, ostu parvaldém un parvaldibas ietekmi uz ostu sniegumu, analiz&t starptautisko
pieredzi ostu parvaldibas joma un apskatit konkr&tus ostu parvaldibas piemérus Eiropas
Savienibas transporta tikla ostas. Sini nodala dots literatiiras apskats par ostu parvaldibas
ietekmi uz ostu sniegumu, ka ari noteiktas ieprieks veikto petijumu nepilnibas, kas analizétas

un pieraditas turpmaka pétijuma iztirzajuma.

Ostu parvaldibas butiba un parvaldibas modeli

Parvaldiba ir vé@sturisks jeédziens valsts parvaldes aprakstiSanai, novert€Sanai un
salidzinasanai, un literatiira tas biezi tika izmantots ka valdibas jédziena sinonims. Pagajusa
gadsimta 70. gados parvaldibas koncepcija amerikanu biznesa valoda tika izmantota ka
jédziens “korporativa parvaldiba”, to attiecinot uz korporativo atbildibu. Pasaules Banka
ieviesa jédzienu “laba parvaldiba” (Wouters and Ryngaert, 2005). Korporativa parvaldiba
nosaka regul§juma pamatnostadnes attieciba uz uzp€mumu vadibu un parraudzibu.
Korporativas parvaldibas pamatnostadnes liela méra nosaka likumdeveji un paSnieki (Spira,
2002), bet faktiska korporativa vadibas sisteéma ir uzraudzibas padomes vai direktoru padomes
zina. Uzpe@mumam raksturigo korporativo vadibas sistemu veido attiecigo likumu, noteikumu,
kodeksu, nodomu dokumentu, pamatuzdevumu un vadibas un parraudzibas tradiciju kopums
(OECD, 2010). Korporativa vadiba ir visu korporativas vadibas starptautisko un valsts tiesibu
normu, noteikumu, vertibu un principu kopums, kas attiecas uz uzp€émumiem un nosaka, kads
ir to sniegums un ka ta tiek uzraudzita.

Akadémiskaja literatira ir aplikota “laba korporativa parvaldiba” un korporativas
parvaldibas pilnveidoSana. Labai korporativai parvaldibai janodrosina atbildiga, profesionala
un parredzama uznéméjdarbibas vadiba IpaSnieku, ka arT argo ieinteres€to personu,
piemé&ram, kreditoru, paradnieku, sabiedribas un darbinieku, interesés (Felo, 2011; Rose,
2016). Labas korporativas parvaldibas raksturlielumi ir: 1) atbilstoSa riska vadiba, 2) formala
un parredzama procediira valdes loceklu nominacijai un ievélésanai, 3) funkcionala vadibas
organizacija, 4) vadibas lémumi ir versti uz ilgtermina vértibas radiSanu, 5) parredzamibu

ieksgja un ar¢ja korporativaja komunikacija, 6) dazadu grupu (ieintereséto personu) interesu
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nodroS§inasanas mehanisma izveidoSana un 7) skaidri noteiktas vadibas un kontroles struktiiras
izveide (Passenheim, 2010).

Korporativas parvaldibas diskursa mérkis ir definét pasregul&josu ligumu sist€ému, lai
izvairitos no agentu problémam, kas rodas attalinati vai prombiitné esosajiem akcionariem vai
ipasniekiem, kad ligumdarbinieki rikojas vinu interesés (Johnston, 2009). Parvaldibas
pasaizsardzibas probléma tiek plaSi apspriesta vadiSanas jaudas (speka) teorija, kuras
pamatprincipi noteic, ka vadibas kompensacijas biezi ir parmerigas, neatbilst uznémuma
sniegumam un tadejadi arT IpasSnieku ieguldijumiem (Rappaport, 1981). Vaditaju varas teorija
nosaka, ka izpilddirektors kalpo savam interesém, nevis Tpasnieka vai akcionara interesém.
Lai izvairitos no $adiem jautajumiem, vaditajiem jauznemas "agentu izmaksas", kas rodas no
nepiecieSamibas radit stimulus, kas saskano vaditaju intereses ar akcionara izmaksam, lai
uzraudzitu vaditaju ricibu un noveérstu ipaSnieku intereSu launpratigu izmantoSanu (Henry,
2010). Agentu teorétiki neanalizé uzvedibu, attiecibas un atticksmi, kas ietekm& valdes
efektivitati, ta vieta vini izskata dazadu mehanismu efektivitati, kas paredzeti, lai parvalditu
vaditajus, lai tie kalpotu akcionaru interes€m (Firth un Rui, 2012). Agentu teorija ir loti
svariga, veidojot korporativas parvaldibas sisttmu reformu, pamatojoties uz valdes
mehanismiem un argjiem, uz tirgu balstitiem parvaldibas mehanismiem (Solomon, 2007).
Parvaldiba balstas uz tas efektivitati finanSu informacijas parredzamibas un vadibas [Emumu
parredzamibas zina, lai argja tirgus mehanismi varétu bt efektivi ar disciplinaru ietekmi uz
uznémumu un l1dz ar to arT uz izpildvaru (Berghe, 2012). Parvaldibas forma ir jasaskano ar
akcionaru interes€m, pamatojoties uz vertibas balstitam galvenajam darbibas raditaju
sisttmam, kas atlidzina ekonomiskas pievienotas veértibas pieaugumu (Zarbafi, 2011), tadel
korporatu parvaldiba tiek saprasta institucionalas ekonomikas konteksta, proti, ka ieintereséto
personu interesu lidzsvara radiSana.

OECD definé korporativo parvaldibu ka sistému, ar kuru biznesa korporacijas tiek
vaditas un kontrolétas. Korporativas vadibas struktiira nosaka tiesibu un pienakumu
sadalfjumu starp dazadiem sabiedribas dalibniekiem un izklasta noteikumus un kartibu, ka
pienemt [émumus par korporativajiem jautajumiem. To darot, ta nodroSina struktiiru, ar kuras
palidzibu tiek noteikti uznémuma mérki, ka arT So meérku sasniegSanas un snieguma
uzraudzibas funkciju (OECD, 2006). Citiem vardiem, korporativa parvaldiba ir sist€éma, ar
kuras palidzibu parstavosas kompanijas tiek vaditas un kontrol€tas, un Saja petijjuma
korporativa parvaldiba var tikt piem@rota ostas parvaldes institlicijam vai ostas parvaldes
iestadeém.

Pasaules tirdznieciba, jaunu tehnologiju un privata sektora iesaistiSana ir palielinajusi
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ostu nozares sarezgito parvaldibas organizaciju. Juras ostas ir racionalizétas sist€mas
(Notteboom and Rodrigue, 2005), kas ir dala no plasakiem transporta tikliem un ieklautas
piegades kédes (Robinson, 2002). Ostas attistijusas ari ka ekonomiskie kompleksi, kuri
darbojas vairakas nozarés (De Langen, 2004). Sis tendences izaicina parasto ostu organizaciju
un klasifikaciju (Bichou and Grey, 2005). Privatizacija un liberalizacija ir mainijusi
tradicionalos ostu parvaldibas un 1pasumtiesibu modelus. Ostas darbibu miisdienu Eiropa
noteica spéciga sabiedribas un vietgjas politiskas varas ietekme (Bekemans un Beckwith,
1996; Konvitz, 1978), kas mainijas p&c industrializacijas un nacionalo valstu raSanas
(Verhoeven, 2015). Ostu parvaldes kluva par aktualu pétniecibas objektu 20. gs. 90. gadu
sakuma, un ostu parvaldiba Sobrid ir kluvusi par aktualu studiju jomu (Pallis et al., 2011;
Brooks un Pallis, 2012).

Ostu parvaldes atSkiras péc to vadibas formas un tiesiska reguléjuma, tacu lielakaja dala
ostu to vadiba ir nodota ostu parvaldes zina, kas ir institiicija, kurai ar likuma sp&ku ir noteikts
pienakums parvaldit ostas tidens un sauszemes teritoriju (De Monie, 2004). Ostu parvaldes, to
vadibas formas un tiesiska reguléjuma loma ir biitiski mainijusies, galvenokart pateicoties
dazada veida privatizacijas, investicijas no privata kapitala fondiem un banku sindikatiem
ostu infrastruktiira, politiskiem un socialekonomiskajiem faktoriem. Daudzveidiba ir atkariga
no ta, ka valdibas saskata ostu nozimi tautsaimnieciba (Suykens un Van de Voorde, 1998).
Baltijas valstis ostas parvaldiba ir saskanota ar valsts un vietgjo pasvaldibas Itmena interesém,
un tas ir atspogulots juridiskajas formas un vadibas hierarhija.

Jedziens “ostu parvaldiba” tiek iedalits divos Iimenos: ostas parvaldiba un ostas
parvaldes parvaldiba. Ostas parvaldiba attiecas uz ar€jo klastera Itmeni, vienlaikus ostas
parvaldes parvaldiba attiecas uz ieks€ju sabiedribas jeb uznémuma Iimeni vai ostas parvaldes
korporativo parvaldibu (De Langen, 2007). Ostam piemit divéjads funkcionalais tvérums,
pirmkart, tas ir publisko funkciju iestades, un, otrkart, tam ir jaapvieno sevi arl
uznéméjdarbiba (Meersman et al., 2002). Ostu parvaldes jédziens ietver specifisku publisku
ostas parvaldibu, tas tiek izmantots, lai apzinatu iestadi, kas parvalda ostas fidenus un zemi
(De Monie, 2004).

Ostu parvaldes tradicionali pilda tris tipiskas funkcijas: saimnieka, regulatora un
operatora (Baird, 1995; Baltazar un Brooks, 2001). Funkciju izvéle korel€ ar ostu parvalzu
juridisko formu (Van Hooydonk, 2003). Neskatoties uz to, vai ostas parvaldei pieder tas
apgadiba esos$a zeme vai ta parvalda valsts un paSvaldibas IpaSumus, saimnieka funkcija
ietver vairakus vienojoSus elementus: parvaldibu, ostas IpaSumu attistibu un uztur&Sanu,

infrastruktiiras un IpaSumu apgadi, valsts noteikto likumu isteno$anu un attistibas strat€giju
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izstradi (Baird, 2000; Baltazar un Brooks, 2001; Van Hooydonk, 2003). Ostas, kuras tiek
parvalditas p&c saimnieka principa, ietekm& tris faktori: konkurence, ko nosaka
nepiecieSamiba veikt investicijas infrastruktiira, finans€jums un zemes izmantoSanas tiesibas.
Ideala ostas parvalde seko neatkaribas un paSpietieckamibas prezumpcijai, neatkarigai [émumu
pienemSanai un uznémeéjdarbibas pieredzei, ostu parvaldes iek$¢ja menedzmenta struktiirai,
personala politikai, budzeta sastadiSanas un gramatvedibas uzskaitei (Boschken, 1989).
Akadémiskaja literatlira ir aplukota ostu parvaldiba un analizéti dazadi ostu parvaldibas
modeli, vienlaikus pasaulé domingjosas tendences ir ostu parvaldibas organizéSana,
izmantojot ostu parvaldi, savukart ostas parvalde ka ostas parraugosa iestade tiek parvaldita,
lietojot dazadas metodologijas un principus, un to pamatfunkcija ir nodros§inat ostas snieguma
raditaju pieaugumu un investicijas ostas attistibas projektos, kurus savukart ostas parvalde ir

sp&jiga nodrosinat, ja ir augsts ostas parvaldes finanSu sniegums.

Ostu parvaldibas ietekme uz ostu sniegumu

Empiriska politisko tradiciju ietekmes analize un attiecigas ostu parvaldibas sist€mas
starp valstim (vai to iekSien€) nesen ir piesaistijusas zinatnieku interesi (Airriess, 2001a,
2001b; Hall, 2003; Jacobs and Hall, 2007), aplikojot Singapiiras, Baltimoras, Dubaijas un
LosandZelosas/Longbicas ostas. Pétijums sniedz pieradijumus tam, ka ostu parvaldibas izveli
ierobezo institucionalie apstakli, kas noved pie daudzveidigiem rezultatiem un attistibas
tendencém. Lee et al. (2008) novero, ka attistito Rietumvalstu ostas attistiba ir bijusi atSkiriga
no jaunattistibas valstu ostam bet Ng un Gujar (2009) uzsver risku, ja “Rietumu risinajumi”
tiks Tstenoti jaunattistibas ekonomika, neievérojot buitiskas regionalas atskiribas. Uzskatot, ka
darbibas konteksts var ietekm@t ostas attistibu, Sie petijumi rada nepiecieSamibu izprast Sadu
risku diversifikaciju. Ostu politikas reformas lielakoties ir virzitas uz darfjumu izmaksu
samazinasanu. Tas ir neatkarigi no ta, vai izdodas to izdarit vai netisi radit Skér§lus un inerci
attieciba uz turpmakam izmainam. Darfjumu izmaksu teorija (Williamson, 1985) liecina, ka
ierobezota racionalitate noved pie domingjoSiem politikas veidotajiem, kuri atbalsta vispargju
risinajumu ievieSanu. Jessop un Qosterlynck (2008) norada, ka istenotas reformas nav tik
plasas ka “noskirtiba no konteksta”: kad ekonomiskie speki mégina (par) definét konkrétas
ekonomisko aktivitasu dalas (piem&ram, priekSmetus, vietnes un konkurences likmes un/vai
regulé$anas priekSmetu) un formulét stratégijas, projektus un vizijas, tie parasti izmanto
speku, lai nodroSinatu rezultatus. Tomér tas tiek izstradatas institucionaliz€tas robezas un
geometrija, ka ari laika posmos mobiliz&ta globala kapitala sistéma, kas var mainit, novilcinat

vai saglabat raksturigas pretrunas un krizes tendences (Ng, K. Y. A.; Pallis, A. A., 2010).
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Saskana ar labas parvaldibas diskursu labi parvalditam ostas parvaldem vajadzetu bt
labakiem finanSu raditajiem un operacionalajiem raditajiem. Fridmans (1970) norada, ka
uznémuma vadiba ir atbildiga par resursu izmantoSanu, lai giitu ienakumus, tadgjadi gistot
labumu 1pasniekiem, jo tie ir ieinteres€to personu grupa, kas nodrosina risku vadiSanu. Risku
uznemsSanas dé] atlidziba ir pasu kapitala pelna, par kuru 1pasnieki algo vaditajus. Vaditaji
tiek algoti, lai palielinatu 1pasnieku pelnu (Friedman, 1970). Pretstata Fridmanam, Drucker
izskaidro, ka pelna nav mérkis, bet gan biznesa mérijums (Drucker, 1993).

Saskana ar Jensena un Meckling (1970) uzskatiem Agentu teorija ir galvena teorija, lai
pétitu attiecibas starp korporativo vadibu un uznémuma darbibu. Agentu teorija ir saistita ar
akcionaru interesém, samazinot agentu problému, tiek nodroSinata vértibas maksimizéSana.
Agentu teorija nodro$ina tieSu saikni starp korporativo parvaldibu un finanSu rezultatiem.
Akcionaru intereses ir vertibas maksimizé$ana. Gan korporativa parvaldiba, gan Agentu
teorija nodroSina teorétisku pamatojumu saiknei starp korporativo vadibu un uzn€muma
darbibu un lauj parbaudit hipotézes par dazadiem korporativas parvaldibas mehanismiem,
uzlabojot finansu raditajus.

Lai noteiktu ostu parvaldibas ietekmi uz ostu sniegumu, tika izmantota Bilodeau et. al.
(2006) metodologija, kas ietver hipotezu izstradi, kuras tiek parvérstas sasniedzamajos mérka
indikatoros. Izmantojot Bilodeau (2006) metodologiju, virkne mérka indikatoru tika ieviesti

un salidzinati starp Baltijas valstu TEN-T nozimes ostam:

[

Parkrauto kravu apjoms (milj. tonnas).

Ostu parvaldes ien€mumi (milj. eiro).

Ostu parvaldes tira pelna (milj. eiro).

Ostu parvaldes ien€mumi pret izdevumiem (koeficients).
Ostu parvaldes ien€mumi uz 1 (vienu) darbinieku (milj. eiro).
Ostu parvaldes tira pelna uz darbinieku (milj. eiro).

Vidgjais okeana tipa kugu apgrieSanas laiks (stundas).

Vidgjais konteineru kugu apgriesanas laiks (dienas).

A S B AN U S

Vidgja pamatdarbibas pelna (milj. eiro).
10. Vidgja pelnas norma.

11. Dokeru streika dienu apjoms (dienas).

Ieprieksgjie pétijumi (Short et al., 1999; Franks and Mayer, 2001; Rosser, 2003;
Solomon, 2010) noteica divus galvenos korporativas parvaldibas modelus: anglosaksu

(ieksgjais modelis), kas tiek izmantots ASV, Lielbritanija, Kanada, Australija un Jaunz€landg;
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un kontinentalo (ar&jais modelis), ko izmanto Vacija, Francija, Niderlandg, Sveicg, Zviedrija,
Austrija, Danija un Somija. Turpmak 1. tabula ir ieklauts korporativas parvaldibas iek$€jo un
argjo raditaju raksturojums.

1. tabula

Korporativas parvaldibas ieks€jo un aréjo modelu raksturlielumi

K tivais parval RV . Kontinentalais (ar€jai
orporativais parva des Anglo-saku (iek§gjais) modelis ontinentalais (arejais)
modelis modelis
Ipasnieki Ieksgjie akcionari Argjie akcionari
Ipasnieku struktiira Koncentréta Izkliedéta
i W . - _
P asumt1es1bu_vu n Maza Atdalita
kontroles nodaliSana
MenedZmenta kontrole Ieksgjie akcionari Menedzeri
Naidigas parpemsanas Retas Biczi
darbibas
Investoru aizsardziba Vaja Stipra
e o Potencials launpratigai Potencials ar akcionaru
Akcionaru tiestbas . S . .
1zmantoSanai vairakuma demokratiju
Akcionaru balsoSana. Lielakajai Akcionariem vairak
Akcionaru balsis dalai akcionaru ir vairak balsu raksturiga izieSana,
savas ieguldijumu sabiedribas nevis balsoSana

Avots: Solomon, 2010

Korporativas parvaldibas iek$€jam modelim raksturiga liela palaviba uz banku
finans€jumu, mazakuma akcionaru vaju juridisko aizsardzibu, vaju informacijas aizsardzibu,
koncentrétam T1paSumtiesibam un ierobezotam apvienoSanas vai uznémuma parnemsanas
iespgjam (Rosser, 2003). AtSkiriba no iek$&ja modela argjam modelim ir liela palauSanas uz
pasu kapitalu, akcionaru (jo 1pasi mazakuma akcionaru) spéciga juridiska aizsardziba,
izklied€tas TpaSumtiesibas, darbinieku, liela kreditoru un citu ieintereséto personu loma,
bankrota likuma ievéroSana un stingra prasiba atklat informaciju (Rosser, 2003). Pé&tnieki
(Fukuyama, 1992; Hansmann un Kraakman, 2000; Rosser, 2003) apgalvo, ka globalizacijai ir
bijusi galvena loma, apvienojot dazadus korporativas parvaldibas modelus pasaulé un
pielidzinot tos anglosakSu modelim.

Baltijas valstu TEN-T ostas tiek parvalditas atbilstosi aréjam parvaldibas modelim, un
pétijuma tika izmantots labas korporativas parvaldibas modelis atbilstosSi OECD (2014b)
izstradatajai metodologijai (sk. 1. att€lu). Modelis atbalsta ekonomisko efektivitati, ilgtsp&jigu
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izaugsmi, finanSu stabilitati, parredzamibu un atbildibu. Tas atvieglo uznémumu piekluvi
kapitalam ilgtermina ieguldjjumiem un palidz nodroSinat, ka pret akcionariem un citam

ieinteres€tajam personam, kas veicina panakumus korporacijas izaugsme, izturas taisnigi.

Direktoru
padome un
komitejas
Tiesiska
un
regulativa
sist€éma

Proceduras
un
noteikumi

Korporativa
parvaldiba

Parredzam Organizaci
iba un jas
atbildiba hierarhija
leksgja
kontrole

un
uzraudziba

1. attels. Petljuma izmantotas labas korporativas parvaldibas vadlinijas
Avots: OECD, 2014b

Saskana ar OECD (2015) vadlinijam uzraudzibas, reguléSanas un piemeroSanas
pienakumi biitu japieskir iestadem, kuras ir funkcionali neatkarigas un atbildigas, pildot savas
funkcijas un pilnvaras, un kuram ir atbilstosas pilnvaras un piemeroti resursi, un tas spgj veikt
savas funkcijas un savas pilnvaras, tostarp korporativo parvaldibu. Politiskas neatkaribas
jautajums bitu jarisina, izveidojot formalu parvaldes institiiciju (valdi, padomi vai komisiju),
kuras biedriem tiek dots fiks@ts iecelSanas terminS un kuri tiek nominéti un ievéleti
parraugosas institiicijas amatos atklata konkursa bez politiskas ietekmes uz o izv€les procesu.
Ja norikotie amati tiek iedaliti pa nodalam un ir neatkarigi no politiskas darba kartibas, tas
sniedz papildu garantijas neatkaribas nostiprinaSanai ostas parvaldei un veicina $adas
parvaldes attistibu atbilstoSi izvirzitajiem caurskatamibas un uzskaites principiem, un
eventuali nodroSina tas akcionariem lielaku ekonomisko atdevi neka situacija, ja $§is ostu
parvaldes tiktu parvalditas, neieverojot labas korporativas parvaldibas vadlinijas.

Ostu parvaldibas ietekme uz ostas sniegumu tiek pétita aptaujas anketd, izmantojot
hibrido metodiku, analiz&jot labus korporativas parvaldibas raditajus un to, ka parvaldiba
ietekmé ostas sniegumu. Promocijas darba tika izstradats jauns 21 raditaju pé€tniecibas

modelis, kas ietver gan kvantitativos korporativas parvaldibas un mérka indikatoru raditajus,
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gan kvalitativos raditajus, ka, pieméram, valdes kvalitate un ekspertu aptaujas rezultati.
Izmantojot analitisko hierarhijas metodi un apstradajot aptauja iegiitos rezultatus, tiek noteikts
piedavato raditaju nozimigums, kuri ietekmé ostas snieguma rezultatus. Petniecibas modelis ir

inovativs risinajums (sk. 2. att€lu).

Korporativa parvaldiba,
kvantitativie faktori

KPI’s, kvantitativie faktori

Ekspertu aptaujas rezultati,
kvalitativie faktori

H Ostu parvaldiba (valde,
padome, audita komiteja)
H Tiesiskais un regulatora
ietvars
n Ostas vadiba
organizatoriska hierarhija
gani iska hierarhij

H Ostu parvaldes finansu
neatkariba

H Tirgus (apjoms, dalibnieki,
konkurence, iesp&jas)

[ ] Caurspidigums un atbildiba

Procediiras un noteikumi
[] (valdes un padomes loceklu
iecel$ana amata)
Ostas parvaldnieka
] nominacija, snieguma
novéertésana un kontrakta
ilgums

H Parkrautais kravu apjoms,
milj. t.

n Ostas parvaldes EBITDA
milj. eiro

n Ostas parvaldes tira pelna,
milj. eiro

n Ostas parvaldes ienémumi
pret izdevumiem

Ostas parvaldes ienemumi
uz vienu darbinieku, milj.
eiro

n Ostas parvaldes tira pelna uz
vienu darbinieku, milj. eiro

[ ] Vidgja pamatdarbibas pelna
[ ] Vidgja pelnas norma
M Vidgjais okeana klases kugu

[ ] Valdes kvalitate

H Faktori, kas ietekmé ostas
sniegumu

[ ] Ostas sniegums

apgriesanas laiks, stundas
M Vidgjais konteineru kugu
apgrieSanas laiks dienas

[ ] Darbinieku streika dienas

g

Ostas parvaldes darbibas novertéjums: ienémumu pieaugums, rentabilitate, parvaldiba
(milj. eiro , stundas, dienas)

2. att€ls. Ostu parvaldibas ietekmes raditaju pétniecibas modelis
Avots: autora pétijums

Literaturas parskata ir noteiktas galvenas vadibas Tpatnibas attieciba uz ostu parvaldibu
un apsaimniekoSanu, tas ir ieklautas petijjuma modeli (sk. 2. att€lu). Nemot véra, ka katra
valstl ir sava ostu parvaldibas sisteéma, parresoriska pieeja tiek 1stenota un atskiribas starp ostu
parvaldes modeliem tiek pétitas empiriskaja dala. Galvenie darbibas raditaji, kas izveleti
petijuma ietvaros, ir uzsverti, lai novertétu ostas operacionalo un ostas parvaldes finanSu
sniegumu, parvaldibas atbilstibu labas korporativas parvaldibas vadlinijam, un, analiz&jot Sos
rezultatus, ir iesp&jams izdarit secinajumus par katru izpétito ostu parvaldibas modeli un ostu
parvaldibas ietekmi uz ostu sniegumu. legiitie dati tiek pamatoti ar ekspertu aptaujas
rezultatiem. Konceptualais pétijuma modelis ir redzams 3. attéla.

79



Snieguma indikatori

Atkarigie
mainigie no
ieprieksgjiem

petijumiem
Meérka
Valdes struktiira indikatori,
Pfoc.ess o kvantitativie
Tiesiskais ietvars Neatkarigie mainigie- Atkarigie faktori:
Proceduras — korporativas mainigie- Ostas parkrautais
Caurspidigums un parvaldibas parametri sniegums kravu apjoms;
atbildiba ~—1 EBITDA; tira
Ostas vadiba un pelna;
organizatoriska ien€mumi pret
hierarhija Neatkarigic izdevumiem;
mainigie valdes lenemumi uz
kvalitate vien |
darbinieku;
vidgja
Valdes kritériji pamatdarbibas
Valdes aktivitates un pelna un pelnas
vadibas shéma norma

3. att€ls. Visaptverosas pieejas konceptualais pétniecibas modelis

Avots: autora pétijums

Saskana ar Talley (2007) pieeju ir vairaki faktori, kas ietekmé ostas darbibu, tapec ir

butiski apzinat tos izmaksu raditajus, kurus ostas parvalde var tieSi un/vai netiesi ietekmét,

izmantojot ostas parvaldes parvaldibu. 2. tabula atspogulo virkni ostu izmaksu elementu

raditajus, uz kuriem ostas parvaldei var biit tieSa vai netieSa ietekme.

2. tabula
Izmaksu elementu raditaji

Izmaksu elementi

Indikatori

de (ostas maksas)

Gada vidgjas ostas maksas par aprékina vienibu

Csp (ostas parvaldes nodevas)

Gada vidgjas ostu parvaldes servisa maksas par aprékina vienibu

SS (servisa nodros. maksas)

Gada vidgjas servisa nodrosinataju maksas par aprékina vienibu

Toc (laiks jiiras parvadatajiem)

Gada vidgjais laiks, ko jiiras parvadataji pavada osta

Tic (laiks iekSzemes parvad.)

Gada vidgjais laiks, ko iek$zemes parvadataji pavada osta

Tsh (laiks kravas nosuftis.)

Gada vidgjais laiks, ko kravas nosiititaji pavada osta

Tpx (laiks pasaZieriem)

Gada vidgjais laiks, ko pasazieri pavada osta

Doc (risks jiiras parvadatajam)

Gada vidgjais incidentu skaits osta, ko izraisjusi juras parvadataji

D¢ (risks iekSzemes
parvadatajiem)

Gada vidgjais incidentu skaits osta, ko izraistjuSi iekSzemes
parvadataji

Dgh (risks kravas stitljumiem)

Gada vidgjais incidentu skaits osta, ko izraisjusi kravas nostitaji

Dpx (risks pasazieriem)

Gada vidgjais incidentu skaits osta, ko izraisijusi pasazieri

Rsp (ostu parvaldes darbinieku
kompetence)

Gada vidgjais streiku skaits osta, ko izraisijusi ostas parvaldes
darbinieki
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Gada vidgjais streiku skaits ostd, ko izraisjjusi servisa

Rgs (servisa nodroSinataju i
nodros$inataji

darbinieku kompetence)

Gada vidgjais streiku skaits osta, ko izraisjjusi citu iestazu

Rga (citu iestazu darbinieku LV
darbinieki

kompetence)

Avots: Talley, 2007. Tulkojis autors

Novertgjot ietekmi, kada ir ostas parvaldibai uz izvéletajiem raditajiem, ir ieteicams
novertét ostas sniegumu laika perioda. Vairaku ostu izpé&te javeic ar lielu riipibu, nemot véra,
ka ostas darbojas loti dazadas ekonomiskajas, socialajas un fiskalajas vides (Talley, 2007).

Apstradajot ekspertu aptaujas rezultatus, biezi izmanto analitisko hierarhisko procesu
(AHP) metodi, ko uzskata par visparpienemtu strukturtas lémumu pienemsanas instrumentu.
Lémumu pienemsSana ietver daudz krit€riju un apaks- kriteriju, kas tiek izmantoti, lai
saranz&tu alternativus 1€émumus (Saaty, 2008). Analitiskas hierarhijas process ir sist€miska
pieeja, kas izveidota 20. gs. 70. gados, lai uz pieredzi, intuiciju un konkrétiem raditajiem
balstitu 1@mumu pienemsSanai pieskirtu precizi defin€tu metodiku, kas ir pamatota ar
matematikas principiem (Bhushan un Rai, 2004.). Saaty (2008) noradija, ka lietderigs veids,
ka strukturét hierarhiju, ir virzities lejup, sakot no meérka, tik talu, cik iesp&ams, un tad iet
augSup no alternativam, lidz abu procesu Iimeni tiek savienoti ta, lai butu iesp&ams veikt

salidzinasanu. Vispargja hierarhiska struktiira ir paradita 4. att€la (Bhushan un Rai, 2004).

1. limenis: merkis Merkis
2. Iimenis: Kriterijs
CR-1 CR-2 CR-3 CR-M
3. limenis:
alternativas
ALT-1 ALT-2 ALT-N

4. attels. Vispareja hierarhiska struktira
Avots: Saaty, 2008, Bhushan un Rai, 2004. Tulkojis autors

Hierarhijas augsa ir pétamas un analiz€jamas problémas mérkis, pamata ir atzari, kas ir
salidzinamas alternativas, starp Siem diviem limeniem ir dazadi kriteriji un apakskriteriji.
Bitiski, ka, salidzinot elementus katra atseviska Iimeni, l€muma piene€méjam ir javeic
salidzinasana, nemot véra zemaka Itmena elementu pienesumu augstaka [imena elementiem.
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Lémuma pienéméja lokala koncentréSanas tikai uz atsevisku kop€jas problémas dalu ir
bitiska AHP prieksSrociba. Lai veiktu salidzinaSanu, ir nepiecieSams izveidot skaitlu skalu,
kas norada, cik reizu svarigaks vai doming&josais elements ir vairaku citu elementu attieciba uz
krit€riju, uz kuru tiek salidzinats (Saaty, 2008). Peétijuma 3. tabula tiek raksturots faktoru

nozimiguma mé&rogs absoliitos skait]os.

3. tabula
Faktoru nozimiguma meérogs absolutos skaitlos

Intensitates - -
- Definicija Paskaidrojums
nozime
o _ Divas darbibas vienadi veicina merka
1 Vienada nozime N ’
sasniegSanu
2 Vaja vai neliela
_ - Pieredze un spriedums viegli atbalsta vienu
3 Merena nozime _ -
darbibu par otru
4 Megrens plus
. - Pieredze un spriedums stipri atbalsta vienu
5 Stipra nozime - _
darbibu par otru
6 Stipra plus
7 Loti stipra vai pieradits Aktivitate ir krietni sp&cigaka par otru;
svarigums dominance pieradita praksé
8 Loti, loti stipra
- - Sniedzot vienai darbibai prieksSroku par otru
9 Ekstréma nozime _ . . .
darbibu, tas ir visaugstakais apliecinajums
Ja aktivitate i ir viena no
iepriek§ minétajiem un nav
Ieprieksgjo nulle, kas tam pieskirta, kad . -
NI . . . Pienemams pienémums
at$ifréjums salidzinata ar darbibu j, tad j
ir savstarp&ja vertiba,
salidzinot ar 1
Var biit griti pieskirt labako vertibu, bet,
salidzinot ar citam kontrast&joSam
1.1-1.9 Ja darbibas ir loti tuvas aktivitatém, neliels skaits lielumu nebttu
parak manams, tomer tie joprojam var
noradit uz relativo nozimigumu darbibam

Avots: Saaty, 2008. Tulkojis autors

AHP nosaka lielumu katram veért€Sanas krit€rijam saskana ar [émumu pienéméja
salidzinajuma kritérijiem. Jo lielaks svars, jo svarigaks ir atbilstoSais kritérijs. Par noteiktu
kriteriju AHP pieSkir rezultatu saskana ar 1émuma pienémeéja para salidzinajuma opcijam,
pamatojoties uz So kritériju. Jo augstaks raditajs, jo labaks sniegums attieciba uz uzskaitito
kritériju. Visbeidzot, AHP apvieno krit€riju svaru un iespgjas punktus, tadgjadi nosakot
vispargju novert€§jumu katrai iesp&jai, un tam sekojoso rangu. Globalais rezultats konkré&taja
opcija ir sverta summa, kas iegtita attieciba uz visiem kriterijiem.
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Nepilnibas iepriekSveiktajos pétijumos
Autors ir konstatgjis Sadas nepilnibas ieprieksSveiktajos p&tijumos par ostu parvaldibu un

ostu parvaldibas ietekmi uz ostu sniegumu:

1. P&tijumi par ostu parvaldibu ar§ja Iimeni un ostas parvaldes parvaldibu ieksgja
kompanijas lItmeni vai ostas parvaldes korporativa parvaldiba ir diezgan ierobezoti,
promocijas darbs aizpilda So plaisu.

2. Petijumi par ostu parvaldibu ir veikti kops pagajusa gadsimta 70. gadiem, vienlaikus
trukst ostu parvaldibas ietekmes noveértéjums par ostu sniegumu.

3. Sis promocijas darbs kompensé pétfjumu trikumu, veicot Baltijas valstu ostu
parvaldibas kvantitativo analizi, izmantojot aptaujas datus, ka arT dodot visaptverosu

literatiiras parskatu un galveno snieguma raditaju novertgjumu.

2. BALTIJAS VALSTU OSTU PARVALDIBAS IETEKME UZ OSTU
SNIEGUMU

Promocijas darba 2. nodald ir 53 lappuses, 3 apaksnodalas, 11 tabulas, 9 attéli un 3
formulas.
Otra nodala ir pétijuma empiriska dala, kurd tiek novértéta Baltijas valstu ostu

parvaldiba un piemérotie ostu parvaldibas modeli, un to atbilstiba labas korporativas
parvaldibas vadlinijam, noteikta parvaldibas ietekme uz ostu sniegumu un novertéta faktoru
ietekme uz ostas sniegumu. Nodala tiek pabeigta ar paplasinatiem ekspertu aptaujas datiem,
kas tika apstradati, izmantojot AHP metodologiju, ka ari aprakstosa veida, gadijumos, kad

AHP nav piemérojams.

Baltijas valstu ostu parvaldiba

Baltijas valstu jliras ostam ir bijusi biitiska nozime ekonomisko aktivitasu veicinasana.
Kops seniem laikiem iedzivotaji koncentréjas piekrastes apgabalos un ostas jau veésturiski ir
veidojuSas galvenos tirdzniecibas centrus. Kravu apgrozijums Baltijas jliras austrumu krasta
ostas tiek analizets 4. tabula, kas reprezenté divas izteiktas tendences - Baltijas valstu ostas
Tallina un Ventspils zaudé regionalo tirgus dalu, vienlaikus Rigas un Klaipédas ostas ir
nostiprinajusas savas tirgus pozicijas, un Sobrid to primarais uzdevums ir saglabat sasniegtos
kravu apjomus. Viennozimigi, Baltijas jiras austrumu krasta ostu starpa, vislielaka izaugsme
ir notikusi Ustjlugas osta (Krievija), kas ir jauns attistibas projekts Baltijas jiira ar galveno

meérki - nodro$inat savas valsts izcelmes kravu nosttiSanu, izmantojot Baltijas jliras baseinu.
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4. tabula

Kravu apgrozijums Baltijas jiiras austrumu krasta ostas (milj. tonnu, 2010-2016)

Gads 2010 |2011 2012 2013 2014 2015 2016
Ventspils 24,82 28,45 30,35 28,77 126,20 22,53 18,8
Riga 30,48 |[34,05 36,05 35,47 41,08 40,05 37,1
Klaipéda 31,28 [36,60 |35,24 33,40 |36,41 38,51 40,00
Tallina 36,65 (36,47 129,48 |28,25 28,32 |22/43 20,12
Ustjluga 11,78 22,70 46,79 62,64 |75,69 87,87 93,37
Primorska 77,64 75,12 |74,77 63,82 53,66 59,6 64,42
Sanktpéterburga | 58,06 | 59,99 57,81 57,97 61,18 51,52 | 48,6

Avots: autora izpéte

Baltijas valstu ostas ir loti atkarigas no arzemju kravam, no kravam, kas nav vietgjas
izcelsmes, tas ir tipisks tranzita ostu trikums un ieguvums vienlaicigi. Labvéligos tirgus
apstaklos $ada tipa ostas attistds, savukart, tirgus situacijai pasliktinoties, vajinas arT to
raditaji. Ostam praktiski nav ietekmes uz dzelzcela tarifiem vai nosutitajiem kravu apjomiem
to virziena, vienlaikus tam ir janem véra Krievijas Federacijas butiskas investicijas
infrastruktiiras modernizacija, tai skaita tados projektos ka jauna konteinera terminala
biivnieciba Sanktpéterburgas osta, Ustjlugas ostas izbiive, j€lnaftas caurulvada izbiive uz
Primorskas un Ustjlugas ostu, ka ar1 dzelzcela attistibas projektos, lai primari nodroSinatu
tehnologisku iesp&ju nositit savas valsts izcelsmes kravas, izmantojot savas zemes teritorija
esosas ostas. Baltijas valstu ostu sasniegumi ir véra nemami, vienlaikus to attistibas iespgjas ir
limitétas un nosutitie kravu apjomi to virziena ietekmé&ti no ar&jiem ostas nekontrol€tiem
faktoriem.

Baltijas valstis ostu parvaldes dala atbildibu ar nacionala méroga valdibam un viet&ja
méroga pasvaldibam. Ostu parvaldiba un 1paSumtiesibu struktiiras atSkiras starp valstim, sakot
ar pilniba valsts IpaSuma eso$am ostas iestadém Tallina (Igaunija) akciju sabiedribas forma un
Klaipeéda (Lietuva) uzpémums ar ierobezotu atbildibu un beidzot ar paSvaldibas
nodibindjumiem nozares ministrijas parraudziba ar paSvaldibas un valsts parstavju izvirzitiem
valdes locekliem Riga un Ventspils (Latvija). Baltijas valstu TEN-T ostu parvalzu juridiskas

formas un 1pasSumu tiesibu hierarhija ir izpétita 5 tabula.
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5. tabula

Baltijas valstu TEN-T ostu parvalZu juridiska forma un ipaSumpiederiba

Ost arvald
Valsts Osta > _as lfa,rva e Ostas parvaldes juridiskais statuss
Ipasnieks
Igaunija Tallina Valsts Valsts paSuma esosa akciju sabiedriba
Riga un Atvasinata Publisko tiestbu subjekts, kuru izveido
Latvija : publisko tiesibu | attiecigas pilsétas dome un kura ir Ministru
Ventspils S . _ e
juridiska persona kabineta parraudziba
Lietuva Klaipeda Valsts Uznémums (SIA), kas ir valsts ipaSuma

Avots: autora izpéte

Ostu parvaldes Baltijas valstis pilda saimnieka (landlord) funkcijas, kas ietver ostas
vadibu un teritorijas attistibu, ar atlidzibu par jiiras piekluvi, starptautiskajiem drosibas
standartiem un ostu infrastruktiiru. Saimnieka funkcija ostu parvaldém ir noteikta atbilstosi
funkcijam, kas minétas literatiira par ostu parvaldibas modeliem (Brooks, 2007). Saimnieka
ostas modelim raksturiga jaukta publiska-privata pieeja. Saskana ar So modeli ostas iestade
parasti darbojas ka saimnieks un ka regulativa iestade, bet ostas darbibu, it pasSi kravu
apstradi, veic privatie uznémumi. Sis modelis tick piemérots pétfjuma mingtajam TEN-T
ostam Riga, Ventspils, Tallina un Klaipeda. Lidzigi citam saimnieka tipa ostam, ostu
parvaldes parvalda nekustamo 1pasumu, veic ostas attistibu un planoSanu, izstrada attistibas
stratégiju un marketinga planus, uztur ostu pieejamibu un infrastruktiiru.

Institucionalas pozicijas ostu parvaldem Baltijas valstls ir mainijusas atbilsto$i ostu
parvaldibas decentralizacijas metodologijai, ko biezi vienkar§i sauc par ostu reformu
(Pasaules Banka, 2001, 2010). Reformas saimnieka un regulatora funkcijam ostu parvaldes ir
korporatizacijas, komercializacijas vai zinama meéra privatizacijas operacijas — galvenokart
kravu apstrades, bet ostu faktiska vadiba paliek valsts rokas vai apvienojot valsts un
pasvaldibas intereses vienota juridiska forma. So modelu mérkis ir ostu parvaldes parvérst par
sabiedribam, kas rikojas atbilstoS§i komercialiem kritérijiem un spgj atbilstoSi reagét uz
mainigajiem tirgus apstakliem (Heaver, 1995).

Korporatizacijas modeli tiek ieviesta profesionala vadibas strukttira un izveidota pareja
no valsts institiicijas uz autonomiem uzp€mumiem, kas pieder publiskajam sektoram, bet ar
gramatvedibas procedliram un juridiskajam prasibam. Tie ir lidzigi privata sektora
uzpnémumiem, ka arT ar loti ierobeZotu tieSu valdibas kontroli. Komercializacijas ietvara
valdiba saglaba kontroli par ostu organizaciju, bet gan lietiska vide ar parvaldibas autonomiju
un atbildibu (Notteboom un Winkelmans, 2001b). Institucionalas sist€émas Baltijas valstu

TEN-T ostas un attiecigas juridiskas atSkiribas starp tam ir paraditas 6. tabula.
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Baltijas valstu TEN-T ostu institucionalais tverums

6. tabula

Tallina, - .. . .. Klaipeda,
Igaunija Riga, Latvija Ventspils, Latvija Lietuva

Korporativi
parvaldita ostu Ja Ne Ne Ne
parvalde
Izveidota padome | Ja Ne Ne Ne
Ostas parvaldes Ia Ia Ia Ia
valde
Audita komiteja Ja Ne Ne Ne
Ostas parvaldnieks
1r_v1en1a1kus ostas Ia Ne Na Ia
parvaldes valdes
loceklis
Ostas parvalde ir
finansiali Ja Ja Ja Ja
neatkariga iestade
Ostas parvalde tiek
parvaldita atbilstosi | Ja Ne Ne Ja
komerclikumam
Ostu parvaldes Atvasinata Atvasinata publisko
P Valsts publisko tiesibu tiesibu juridiska Valsts
1paSnieks 1.

juridiska persona | persona
Ostu parvaldes Akciju Publisko tiesibu Publisko tiesibu Uznémums
juridiska forma sabiedriba | subjekts subjekts (SIA)
Valsts budzeta ) g Ne N& Ja
dotacija ostas parv.
Ostas zemi Pasvaldiba, valsts, | Pasvaldiba, valsts,
—S7as zemju Valsts juridiska vai juridiska vai fiziska | Valsts
1pasnieks .

fiziska persona persona
9 stva ¥ udenu Valsts Valsts Valsts Valsts
1pasnieks

PaSvaldiba, valsts, | Pasvaldiba, valsts,
Piestatnu 1pasnieks | Valsts juridiska vai juridiska vai fiziska | Valsts

fiziska persona persona
Kravu apstrade Privata Privata Privata Privata
K_orporatlzeta ostas Ja N Nz N&
parvalde
Komerglahzeta NG Ne Na Ia
ostas parvalde

Avots: autora izpéte

TEN-T tikla ostas Latvija regulé p&c hibrida parvaldibas metodologijas, ostas parvalde
ir publisko tiesibu subjekts, kuru izveido attiecigas pilsétas dome un kura ir Ministru kabineta

parraudziba. Rigas un Ventspils ostu parvaldes ir atvasinatas publisko tiesibu juridiskas
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personas, kuru nolikumu apstiprina Ministru kabinets. Ostas parvalda astoni valdes locekli,
cetri tiek izvirziti no attiecigas paSvaldibas, un Cetri ir valsts parstavji, kurus izvirza satiksmes
ministrs, ekonomikas ministrs, finansu ministrs un vides aizsardzibas un regionalas attistibas
ministrs. Valsts puses izvirzitos parstavjus apstiprina valdes locekla amatos Ministru kabinets.
Latvija ir plasi izplatita prakse, ka nominé&tie valdes locekli ir valdoSo partiju parstavji vai
vienlaikus ienem vairakus ar ostas biznesu nesaistitus amatus. Politiska parvaldiba ierobezo
ostu finansialo autonomiju un vajina to sniegumu (Verhoeven, 2006). Pieredze liecina, ka
parvaldibas sist€éma abas Latvijas ostas neatbilst ne korporatizacijas, ne komercializacijas
celam un, ka ostas ir paklautas tieSai politiskai ietekmei gan no pasvaldibas, gan valsts puses.
Valsts un pasvaldibu sadarbiba nav iemesls, kadel §1 sisteéma biitu japarverte, tas var tikt
uzskatits par ieguvumu, nevis Skersli, tomer, salidzinot ar nozares praksi ostas
decentralizacija, tas padara ostas gan finansiali, gan politiski atkarigas. Everett (2002) secina,
ka nepietickamas reglamentétas juridiskas formas padara ostas par nesp&jigam darboties ka
komerciali un uz tirgu orientétam iestadém un, ka vienlaikus tas nespgj darboties neatkarigi
no politiskas un birokratiskas kontroles.

Izmainas ostu parvaldibas juridiskajas formas ir mérk&tas uz turpmaku ostu spécigu un
politiski un finansiali neatkarigu poziciju. Ka paraugs Sadas finansialas neatkaribas
veicinaSana Baltijas valstis ir Tallinas ostas parvalde, kas juridiski sevi apvieno piecas ostas:
Muuga, Tallinn Old City Harbor, Paljassaare Harbor, Paldiski South Harbor un Saaremaa
Harbor, un ostas parvalde ir akciju sabiedriba, kuras akciju turétajs un ipaSnieks ir Igaunijas
valsts. Tallinas osta tiek parvaldita atbilstosi saimnieka tipa funkcijai un veic komercdarbibu
ar lidzvertigiem nosacijumiem ka jebkur§ cits privats uznp€mums Igaunija. Empiriska izpéte
pierada, ka Tallinas ostas parvalde tiek parvaldita atbilsto$i labas korporativas parvaldibas
vadliijam. Ir izveidota neatkariga valsts Tpasuma esoSa akciju sabiedriba, kuru parvalda
padome astonu loceklu sastava un profesionala valde tris cilvéku sastava, tacu ostas padomes
loceklu nominacijas un apstiprinaSanas kartibu biitu ieteicams parskatit, jo Saja situacija Cetrus
ostas parvaldes padomes loceklus nomin€ no Ekonomikas ministrijas un ¢etrus no Finansu
ministrijas. Tas gan nenozimé, ka nominétie parstavji ir politisko partiju parstavji vai ierédni.
Vienlaikus speka esosie tiesibu akti nodroSina pietiekamu ietekmi uz 1émumu pienemsanu un
padomes loceklu atlases kartiba bitu japilnveido, lai atbilstu kriterijiem par I€mumu
pienemsSanas neatkaribu korporativas parvaldibas vadliniju konteksta.

Klaip&das otas parvalde tiek parvaldita ka sabiedriba ar ierobezotu atbildibu (SIA), kas
pilna apjoma pieder Lietuvas valstij. Klaipedas ostas parvaldes valdes locekli ir parstavji no

Satiksmes ministrijas, Klaipédas pilsétas domes, Klaipedas apgabala administracijas, ostas
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parvaldes nominéts dalibnieks, ostas lietotaji un ostas lietotaju asociacijas un institiicijas.
Klaipedas ostas parvalde tiek parvaldita, ietverot visu ieintereséto pusu klatbiitni ostas valdg,
tai skaita industrijas un asociaciju parstavjus. Tas ir apsveicami, vienlaikus empiriska analize
liecina, ka valsts un paSvaldibas parstavju izvirziSanas un apstiprinasanas kartiba neatbilst
caurspidiguma un labas korporativas parvaldibas vadlinijam, jo ta ietver tieSu politisku
nominaciju, papildus tam ir ieteicams izveidot ostas parvaldes padomi un iecelt profesionalu
valdi. Ostas valdes primarais uzdevums ir nodarboties ar ostas darbibu un attistibu, ostas
padomes uzdevums ir parvaldit ostu saimnieciski atbildigi sabiedribas intereses.

Empiriska analize liecina, ka katrai pétijuma mingtajai ostai ir savs unikals raksturs,
parvaldibas forma un politiskais mantojums. Nemot véra ostu parvaldibas nianses, pétijuma
netiek ieteikta viena parvaldibas forma, kas der€tu visam ostam, $aja petijuma tiek analiz&ta
pasreiz€ja situacija, attiecigie ostu parvaldibas modeli, veikta to savstarp€ja analize un
atbilstiba labas korporativas parvaldibas vadlinijam, kas atklaja $adus faktorus, kuri ietekmé
ostu parvaldibas praksi Baltijas valstu TEN-T ostas:

1. Neatkaribas trukums ostu parvaldés del politiska valdes loceklu iecelSanas procesa
un uzsvara uz politisko atbildibu par katra individa ta iec€l&jinstituicijai.

2. Profesionalitates kriteériju (ne) noteikSana ostu parvaldes valdes loceklu
1zvirzisanas un nominacijas procesa.

3. Vaja kolektiva atbildiba par ostas vadibu, kurai ir uzticéta valsts un pasvaldibas
publisko resursu parvaldiba.

4. lerobezota parredzamiba ostas parvaldes lémumu pienemsSanas procesa, kas
ietekmé uzticibu paSreizg€jiem un potencialajiem investoriem un operatoriem.

5. lerobezota labas korporativas parvaldibas vadliniju ievieSana. Tallinas ostas
parvalde ir Tstenojusi labas korporativas parvaldibas vadlinijas un izveidojusi
uzraudzibas padomi, profesionalu valdi un audita komiteju. Tai pasa laika
promocijas darba apskatitas par€jas ostas tiek parvalditas atbilstosi hibrida
parvaldibas modelim, integréjot parvaldibas forma pasvaldibas un valsts intereses

un Lietuvas situacija arT uznémeéju intereses.

Ostu parvaldibas ietekme uz ostu sniegumu

Ostu sniegums tiek mérits, izmantojot galvenos darbibas snieguma raditajus (KPI), kas
ir butisks instruments ostu parvaldes vadibai, ka ar1 valdei, lai pilditu savas parraudzibas
funkcijas. Valdiba un paSvaldibas nosaka meérkus ostam, ka dalu no savas vispargjas

stratégijas, ko ostu parvaldém ir nepiecieSsams istenot. Viens no visbiezak izmantotajiem

88



raditajiem, novert§jot ostas darbibu, ir apstradatie kravu apjomi. 5. att€la redzami parkrauto

kravu apjomi Baltijas valstu TEN-T ostas.

Baltijas valstu TEN-T ostu parkrautie kravu apjomi (2006—
2016, milj. tonnu)
50,
2 ]
£ 37,5 —
S I
= 25, |—
2
=] 12,5
>
Ol
2006 2008 2010 2012 2014 2015 2016
e K laipeda 23 29 31,28 35,24 36,41 38,51 40
== Ventspils 29 28 24,82 30,35 26,2 22,53 18,8
Riga 25 29 30,48 36,05 41,08 40,05 37,1
mmmm Tallina 41 29 36,65 29,48 28,32 22,43 20,12

5. attels. Baltijas valstu TEN-T ostu parkrautie kravu apjomi (2006-2016, milj. tonnu)
Avots: Ostu parvalzu gada zinojumi. Autora izpéte

5. attels apliecina, ka kopg€ja apjoma attistibu liela mera ietekmé divas tendences, ostam
Ventspili un Tallina ir visai negativa kravu apgrozijuma tendence, jo kopg€jie parkrautie kravu
apjomi samazinas, savukart Klaipe€das un Rigas osta pedéjo desmit gadu laika ir piedzivojusas
gandriz divkarSu izaugsmi, kas tika pamatota ar pieaugumu lejamkravu (naftas un naftas
produktu) un beramkravu (ogles) segmenta.

Lielaka izaugsme desmit gadu perioda ir notikusi Klaipédas osta — no 23 milj. tonnu
kravu 2006. gada lidz 40 milj. tonnu 2016. gada, tas tika panakts lejamkravu (j€lnafta un
naftas produkti) un beramkravu (galvenokart ogles) segmenta. Starp citam ostam apjomi
ievérojami palielindjas Riga — no 25 milj. tonnu 2006. gada Iidz 37 milj. tonnu 2016. gada,
nemot veéra pieaugumu beramkravu (ogles, mineralmésli, graudi, grants, akmens) un
lejamkravu (naftas produkti) grupas. Kravu apjomi Tallinas un Ventspils osta samazinajas
galvenokart lejamkravu (naftas produkti) un sauso beramkravu (ogles) apjomos. P&dgjos
gados lielakas izmainas ir notikusas galvenokart sauso un Skidro kravu grupas. Konteineru
apjomiem nav bijusi liela nozime ostas, jo Baltijas jiras austrumu piekrasté lielakie
konteineru apjomi tiek apstradati divas lielakajas konteineru ostas — Sanktp&terburga un
Gdanska. Tallinas un Ventspils osta ir piedzivojuSas ievérojamas kravu apjoma izmainas,
Ventspils osta 2006. gada parkrauti 28 milj. tonnu, salidzinot ar 18 milj. 2016. gada, Tallinas
osta parkrava 41 milj. tonnu 2006. gada un tikai 20 milj. tonnu 2016. gada. Kopuma vislielaka
ietekme uz apjomiem ostas bija no lejamkravu un beramkravu grupam. Konteineru apjomi

pieauga vai palika pasreiz€jos apjomos visas ostas. Primorskas un Ustjlugas osta, kas ir
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liclakas ostas regiona, ir galvenie konkurenti Baltijas valstu TEN-T ostam un ir
specializ&jusas uz $kidra naftas un naftas produktu razotajiem un oglém. Pieaugosa apjoma
tendence abam $Im ostam ir izskaidrota ar Krievijas izcelsmes kravu nosiitiSanas izmainam,
ka ar butiskam investicijam tajas, lai spétu nodrosinat picaugoso kravu apjoma apstradi.
Ieprieks minéta diagramma sniedz labu priekSstatu par Baltijas ostu vésturiskajiem
sasniegumiem. Tallinas osta, kas atrodas augstakaja pozicija logistikas kvalitates indeksa un
ES transporta kvalitates raditajos, ienem vienu no ped&jam vietam Baltijas valstis gada kravu
apgrozijuma statistika, un tas var radit nepareizu priekSstatu par sliktu ostas parvaldibu. Kravu
apgrozijums un ostas ranzéSana tikai péc apjoma sasniegumiem ir viens no ostu snieguma
raditajiem, ko politikas veidotaji médz uzsvert, tacu patiesiba sl€pjas nevis parkrautajos milj.
tonnu kravu, bet kravas ar lielaku tirgus vertibu un kravu grupas, kuras ir iesp&jams talak
parstradat, parpakot vai veikt citas darbibas ostas teritorija, kas vélak atspogulojas ostu
parvaldes realas darbibas ienakumos. Ostas parvalde ir jauztver ka klasiska uznéméjdarbiba,
un ta ir japarvalda ka jebkur$ cits privats uznémums tirgi. Tas nozimé ostas parvaldes valsts
un pasvaldibas funkcijas nodot attiecigajam valsts vai pasvaldibas iestadem. Ostas parvaldes
ienémumi ir tieSi saistiti ar to sniegumu, lai gan ien@mumi no ostas maksam tiesi korelé ar
parkrauto kravu apjomu, tomér tie veido tikai dalu no kopgjiem ienakumiem. 6. attéls
vizualiz€ ostu parvaldes ienémumus no 2011. Iidz 2016. gadam. 2011. gada raditaji par
saimniecisko darbibu Klaip&das un Ventspils ostu parvaldés nebija pieejami, tapec nav

ieklauti pétjjuma un tiek veikta analize par periodu no 2012. lidz 2016. gadam.

120 V
.g 90, | ——
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.i 60, j ‘
.2 30, B e —
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2011 2012 2013 2014 2015 2016
=== Tallina 89,2 88,6 102,2 110,8 93,8 111
mmmm R1ga 47,7 45,6 52,1 56,1 57,7 53,76
Klaipeda 394 42,68 46,9 54,5 57,14
= Ventspils 19 26 243 21,6 19,6

6. attéls. Ostu parvaldes ienémumi pirms procentu, nodoklu, nolietojuma un
amortizacijas atskaitijjumiem (2011-2016, milj. eiro)
Avots: Ostu parvalzu gada zinojumi. Autora izpéte

Tallinas osta 2015. gada apgrozija 22,43 milj. tonnu un Ventspils osta 22,53 milj. tonnu

kravu, kas faktiski ir identisks sniegums abam ostam pé&c parkrauto kravu apjoma. Vienlaikus
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ostu parvalzu ienakumi parada pilnigi pretéju situaciju. Tallinas ostas parvaldes ien€émumi 4,3
reizes parsniedz Ventspils ostas parvaldes ien@mumus 2015. gada un 5,6 reizes 2016. gada, un
divas reizes Rigas un Klaipedas ostu parvalzu sasniegto. Tas vienlaikus parkrava divreiz
vairak kravu neka Tallinas osta. Attiecigi varam secinat, ka, neskatoties uz salidzinosi
mazajiem kravu apgrozijuma raditajiem, Tallinas osta tiek veiksmigak parvaldita, salidzinot
ar jebkuru citu Baltijas valstu TEN-T ostu, vienlaikus ostas parvalde ir spgjiga palielinat
ienémumu apjomu ari tad, ja ir ikgad€js kravu apjoma kritums.

Rigas un Klaipedas ostu parvaldes nodroSina praktiski identiskus saimnieciskas
darbibas ien@mumu rezultatus. 2015. gada Rigas ostas parvalde stradaja ar rezultatu 57,7 milj.
eiro (kravu apgrozijums 40,05 milj. tonnu) un Klaip&das ostas parvalde ar rezultatu 54,5 milj.
eiro (kravu apgrozijums 38,51 milj. tonnu). Ventspils ostas parvalde 2015. gada uzradija 21,6
milj. eiro ienakumus (kravu apgrozijums 22,53 milj. tonnu). Ostu parvaldes saimnieciskas
darbibas ien€mumi par osta parkrauto kravu apjomu tiek aprékinati, dalot saimnieciskas
darbibas ienémumus ar ikgadgjo kravu apgrozijumu osta, kas atspogulo vertibu eiro par katru

tonnu, kura parkrauta osta (sk. 7. attelu).

Ostu parvaldes saimnieciskas darbibas ienémumi par tonnu (eiro,
2012-2016)
w2 6,
g 4,5 j—_/
s
= 3,
% 1,5 SR
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9, 2012 2013 2014 2015 2016
mmmm Tallina 3 3,61 3,92 4,18 5,51
= Riga 1,26 1,46 1,36 1,44 1,45
Klaipeda 1,11 1,27 1,28 1,41 1,42
= Ventspils 0,62 0,9 0,92 0,95 1,04

7. attéls. Ostu parvaldes saimnieciskas darbibas ienémumi par tonnu (2012-2016, eiro)
Avots: Autora izpéte.

Tallinas ostas parvalde uzrada visefektivakas parvaldes darbibas sniegumu ar 3,00 eiro
2012. gada un 5,51 eiro 2016. gada, kam seko Rigas ostas parvalde ar 1,26 eiro 2012. gada un
1,45 eiro 2016. gada un Klaipédas ostas parvalde ar 1,11 eiro 2012. gada un 1,42 eiro 2016.
gada. Ventspils ostas parvaldes raditaji ir 0,62 eiro centi 2012. gada un 1,04 eiro 2016. gada.
Eiropas lielakas juras ostas Roterdamas ostas parvaldes efektivitate ir robezas no 3,3 lidz 3,5

eiro par vienu parkrauto tonnu (POR 2012-2015), kas ir virs nozares vid€jiem raditajiem,
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tikmér Tallinas ostas parvalde ir parsp€jusi nozares vid€jos raditajus un Eiropas Savienibas
lielakas ostas sniegumu (sk. 7. tabulu).

Baltijas valstu TEN-T ostu parvalzu neto pelnas rezultati par periodu no 2010. lidz
2015. gadam tiek analizéti 8. att€la. Tallinas ostas parvaldes tiras pelnas raditaji dominé
analizetaja perioda no 41,74 milj. eiro 2010. gada, 37,53 milj. eiro 2015. gada un 49 milj. eiro
2016. gada. Klaipédas ostas parvalde uzrada teicamu sniegumu attieciba uz tiras pelnas
raditajiem: 17,8 milj. eiro 2010. gada un 24,93 milj. eiro 2015. gada ar kopg&jiem
pamatdarbibas ienémumiem 54,5 milj. eiro. Tas liek secinat, ka ostas parvalde paaugstina
savu neto portfeli (uzkrajumus) un gatavojas veikt turpmakas biitiskas investicijas ostas
attistiba.

Rigas osta uzradija rekordlielu kravu apgrozijumu no 2013. Iidz 2015. gadam ar vidgjo
ostas parvaldes neto pelnas rezultatu 9,16 milj. eiro, kas salidzino$i ar Tallinas un Klaip&das
ostu parvalzu sasniegumiem ir neliels rezultats, turklat nemot véra, ka 2015. gada
pamatdarbibas ieneémumi sasniedza 57,7 milj. eiro, kas ir lidzvertigs rezultats Klaip&das ostas
parvaldes sniegumam. Vienlaikus neto pelnas raditaji uzrada butisku atskiribu, vid€ja neto
pelna Klaipédas ostas parvaldei laika posma no 2013. Iidz 2015. gadam veidoja 23,64 milj.
eiro pretstata Rigas ostas parvaldei — 9,16 milj. eiro, kas ir tieSs ostas parvaldibas ietekmes
rezultats. Administrativie izdevumi 2015. gada Rigas ostas parvaldei veidoja 10,14 mil;j. eiro,
pakalpojumu izmaksas 35,62 milj. eiro un kopgjas saistibas 148,62 milj. eiro, ka ari

ievérojamas investicijas 99,08 milj. eiro apmeéra.

Tira pelna Baltijas valstu TEN-T ostu parvaldém (2010-2015, milj.
eiro)
50,
S 37,5 M—
S
'i 2 ;
E 12,5 ﬂ
0,
2010 2011 2012 2013 2014 2015
mmmm Tallina 41,74 36,13 33,63 43,07 36,05 37,53
m— Riga 8,94 12,77 13,65 9,66 8,69 9,14
Ventspils 5,62 5,3 5,97 5,97 6,31 6,49
mmmm K laipeda 17,8 20,3 19,7 23,34 22,66 24,93

8. att€ls. Tira pelna Baltijas valstu TEN-T ostu parvaldém (2010-2015, milj. eiro)
Avots: Ostu parvalzu gada zinojumi. Autora izpéte
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Ventspils ostas parvaldes videja neto pelna no 2013. lidz 2015. gadam veidoja 6,26
milj. eiro, kas ir pieticigs sniegums, nemot vera, ka Ventspils osta ir dzilidens osta, kas var
pienemt jebkura izmé@ra okeana tipa kugus, kuri ir sp&jigi ienakt Baltijas jura, turklat Ventspils
osta ir vieniga Baltijas valstu osta, kurai ir biitiska tirgus priekSrociba ar tieSu naftas un naftas
produktu caurulvada savienojumu ar Krieviju caur Baltkrievijas teritoriju. Ostas parvaldes
finanSu sniegums ir tieSs ostas parvaldibas ietekmes rezultats, attiecigi Ventspils situacija ir
nepiecieSams ostas vadibai ar parraugoso instanci (Satiksmes ministriju un pasvaldibu) rast
skaidrojumu pasreizgjai finansu situacijai un piedavat risinajumus ostas parvaldes vadibai to
istenoSanai. Tallinas ostas parvalde ir uzradijusi nozimigus neto pelnas, ienémumu un darba
efektivitates rezultatus, kas tiek paraditi 6., 7. un 8. attela, tapec 7. tabula atspogulo

padzilinatu analizi par ostas parvaldes finansu un operativo darbibu.

7. tabula
Tallinas ostas parvaldes sniegums 2010.— 2015. gada (milj. t., milj. eiro., milj. %)
Ienémumi Ienc .
Kravu pirms procentu, _ | repemun — . — .
apgrozijums | PasaZieru nodoklu, Tira noopasaz. IEI,lemlllfll Iel,lemun31
Gads (milj. t) skaits | nolietojuma un pe!.l’l a (% 1o | no pasaz., bez pasaz.
(milj.) amortizacijas (milj. | kopeja (milj. (milj.
atskaitijumiem eiro) | ienemum eiro) eiro)
(milj. eiro) a)
2010 36,65 7,92 86,8 41,74 34% 29,51 57,29
2011 36,47 8,48 89,2 36,13 35% 31,22 57,98
2012 29,48 8,84 88,6 33,63 38% 33,67 54,93
2013 28,25 9,24 102,2 43,07 36% 36,79 65,41
2014 28,32 9,57 110,8 36,05 35% 38,78 72,02
2015 22,43 9,79 93,8 37,53 42% 39,40 54,40

Avots: Ostu parvalzu gada zinojumi. Autora izpéte

Tallinas ostas parvaldes viens no finanSu darbibas panakumu iemesliem ir tas
darbinieku zinasanas un spgjas attistit pasazieru kugosanas marSrutu Tallina—Helsinki, kas
Sobrid ir viena no pasaules noslogotakajam pasazieru satiksmes kugoSanas Ilinijam un
papildus pasazieru kugu satiksmei ar Somiju. AS “Tallinn Sadam” ari regulari apkalpo
pasazieru kugu satiksmi starp Igauniju un Zviedriju. Neskatoties uz to, ka Tallinas ostas
parvalde ir lideris starp Baltijas austrumu krasta ostam pasazieru satiksmes apjomos, nevis
kravu parvadajumu apjomos, ostas parvalde no 2012. Iidz 2015. gadam sasniegusi kop€jos
ienakumus 395,4 milj. eiro vai 98,85 milj. eiro vid€ji, Saja perioda ostas apgrozija 108,48
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milj. tonnu kravu vai 27,12 milj. tonnu kravu vidgji, pamatdarbibas ienakumi bez pasazieru
skaita veidoja lidz 246,76 milj. eiro vai 61,72 milj. eiro vidgji (sk. 8. tabulu) un neto pelna
veidoja Iidz 150,28 milj. eiro vai 37,57 milj. eiro vidgji no 2012. Iidz 2015. gadam. Tallinas
konkurente Rigas osta sasniegusi rekordlielus kravu parkrauSanas apjomus — 152,65 milj.
tonnu, kas ir par 44,17 milj. tonnu vairak neka Tallinas osta, vienlaikus, neskatoties uz
parkrauto kravu apjomiem, Rigas ostas parvaldes tira pelna veidoja 1idz 41,14 milj. eiro, kas ir
par 109,14 eiro mazak neka Tallinas ostas parvaldei. 8. tabula salidzinati ostu snieguma

darbibas rezultati no 2012. Iidz 2015. gadam.

8. tabula

Baltijas valstu TEN-T ostu un ostu parvalZzu mérka indikatoru aprekini (2012-2015,
milj. t., milj. eiro., koeficients, stundas, dienas)

Tallina | Klaipeéda | Riga | Ventspils

Parkrauto kravu apjoms osta (milj. tonnu) 108,48 143,56 | 152,65 | 107,85

Ostas parvaldes ien@émumi pirms procentu,
nodoklu, nolietojuma un amortizacijas | 3954 183,48 | 211,5 90,9
atskaitijumiem (milj. eiro)

Ostas parvaldes tira pelna (milj. eiro) 150,28 90,63 41,14 24,74

Ostas parvaldes ienémumi pret izdevumiem 1,61 1,97 1,24 1,37

Ostas parvaldes ienémumi uz darbinieku skaitu

S 1,49 0,65 0,52 0,33
(milj. eiro)

Ostas parvaldes tira pelpa uz darbinieku (mil;.

. 0,56 0,32 0,10 0,09
eiro)
Vidgjais okeana kugu apgrieSanas laiks (stundas) 3,7 3,8 4,4 3,5
Vl‘dé_] ais konteineru kugu apgrieSanas laiks 12 1.0 11 1.2
(dienas)
Ostas pe"lrvaldes vidgja pamatdarbibas pelpa par 3.64 127 138 0.84
tonnu (eiro)
Ostas parvaldes vidgja pelnas norma (koeficients) 2,63 2,02 5,14 3,67
Dokeru streika dienu skaits osta (dienas) 0 0 0 0

Avots: Ostu parvaldes gada zinojumi, Lloyd’s List Intelligence. Autora izpéte un aprékini

Tallinas ostas parvalde ir finanSu lideris starp paréjam Baltijas valstu lielakajam ostu
parvaldém, pétamaja posma ta parkrava lidzvertigus kravu apjomus — 108,48 milj. tonnu
kravu un Ventspils brivostas parvalde stradaja ar 107,85 milj. tonnu lielu apgrozijumu,

vienlaikus Tallinas ostas parvalde sasniedza kop&jos pamatdarbibas ienakumos 395,4 milj.
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eiro un Ventspils 90,9 milj. eiro, kop€ja neto pelna ostas parvaldem bija 150,28 milj. eiro
Tallina un 24,74 milj. eiro Ventspili, tas atspogulo ievérojamas finansialas darbibas atskiribas
starp ostu parvaldem. Tallinas ostas parvaldes ien€mumi bez pasazieru skaita p&tamaja
perioda no 2012. Iidz 2015. gadam veidoja 246,76 milj. eiro, savukart konkurents Ventspils
ostas parvalde ar praktiski identisku kravu apjomu stradaja ar 90,9 milj. eiro un Rigas ostas
parvalde ar 50% lielaku kravu apjomu neka Tallina sasniedza 211,5 milj. eiro. Klaip&das ostas
parvalde uzrada otro labako sniegumu, pieméram, neto pelna, salidzinot ar Rigas ostas
parvaldi, bija par 49,49 milj. eiro lielaka, vienlaikus ta apstradaja mazak kravu un tas
pamatdarbibas ienakumi bija zemaki, salidzinot ar Rigas ostas parvaldes rezultatiem. Rigas
osta p€tamaja perioda nodrosinaja lielako kravu apgrozijuma apjomu — 152,65 milj. tonnu ar
kopgjiem pamatdarbibas ienakumiem Rigas ostas parvaldei 211,5 milj. eiro, salidzinot ar
Klaipédas ostas parvaldes 183,48 milj. eiro un ostas kopgjo kravu apgrozijumu 143,56 mil;.
tonnu. Rigas osta parkrava un ostas parvalde nopelnija vairak, vienlaikus tas tira pelna
sasniedza 41,14 milj. eiro, salidzinot ar Klaip&das ostas parvaldes tiro pelnu 90,63 milj. eiro.

Attieciba pret ienemumu un izdevumu attiecibu, kas atspogulota 8. tabula, un salidzina
kopgjos ien@mumus ar darbibas izdevumiem, kas no produktivitates efektivitates viedokla tiek
uzskatits par izmaksu faktoru, kas salidzina izdevumus uz produkciju. Klaipeédas ostas
parvaldei ir vislielakais izmaksu efektivitates koeficients — 1,97, tai seko Tallinas ostas
parvalde — 1,61, Ventspils ostas parvalde — 1,37 un Rigas ostas parvalde — 1,24. len@mumus
uz darbinieku nosaka ka kopg€jos ienémumus noteikta laika posma, kas daliti ar kopé&jo
nodarbinato skaitu gada beigas. Izpétitajam ostu parvaldeém darbinieku skaits konkréta laika
posma bija $ads: Tallinas ostu parvaldei — 265, Ventspils — 269, Rigas — 405 un Klaipedas —
280 darbinieki. Augstaka ien€mumu uz darbinieku attieciba (milj. eiro) tika sasniegta Tallinas
ostas parvalde — 1,49, kam seko Klaipedas ostas parvalde — 0,65, Rigas ostas parvalde — 0,52
un Ventspils ostas parvalde — 0,33. De Langen un Heij (2014) salidzina neto pelnu uz vienu
darbinieku, un Tallinas ostas parvalde uzrada 0,56 milj. eiro, kam seko Klaipédas ostas
parvalde — 0,32, Rigas ostas parvalde — 0,10 un Ventspils ostas parvalde — 0,09 milj. eiro.

Vidgja pamatdarbibas pelna tiek aprékinata, saimnieciskas darbibas ienémumus dalot ar
neto apjomu noteikta laika posma. Tallinas ostas parvaldei ir vislielaka vid€ja pamatdarbibas
pelna —3,64, kam seko Rigas ostas parvalde — 1,38, Klaipédas ostas parvalde — 1,27 un
Ventspils ostas parvalde — 0,84. Vidgja pelnas norma tiek aprékinata, neto ienakumus dalot ar
pelnu, Rigas ostas parvalde uzrada 5,14 punktus, Ventspils — 3,67, Tallina — 2,63 un
Klaipeda — 2,02 punktus.
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Ostas snieguma ietekméjoSo faktoru novertejums

Empiriska pétijuma otraja dala ir veikta ekspertu aptauja ar ostu parvaldes uzraudzibas
un padomes locekliem, ka arT ostas lietotajiem un transporta nozares ekspertiem. Aptaujas
meérkis ir iegiit papildu informaciju no nozares specialistiem par ostu parvaldibu, ostu
parvaldém un parvaldibas ietekmi uz ostu sniegumu. Aptauja tika veikta laika posma no 2016.
gada septembra Iidz 2017. gada sakumam, kopuma aptaujajot 53 personas, tai skaita 16 ostu
parvaldes valdes vai padomes loceklus no kopuma esosajiem 28 valdes un padomes locekliem
Baltijas valstis, kas aptver 57,5% no meérkgrupas. Papildus tam no 8 ostu vaditajiem vai to
vietniekiem aptauja piedalijas 4, kas parstav 50% merkgrupas kopu. No 181 ostas lietotajiem
Baltijas valstis 27 piedalfjas ekspertu aptauja, kas parstav 15,02% no kop&jas meérka
auditorijas, tika interveti 6 transporta nozares eksperti. Aptauja tika ieklauti visu tris Baltijas
valstu TEN-T ostu parstavji, un, pamatojoties uz atbildém, ko eksperti sniedza, vidg€jie raditaji
tika aprékinati un rezultati apstradati ar analitiskas hierarhijas metodi (AHP), ka ar1 tika
iesniegti aprakstosa veida.

Pirmais aptaujas jautajums noskaidroja auditorijas kopumu, kas ir aprakstits ievada,
savukart otrs jautajums noskaidroja ekspertu atrasanas vietu, sniedzot informaciju, ka 8
eksperti bija atbildigi par darbibu Latvija, 4 — Lietuva, 8 — Igaunija; 6 starptautiski eksperti un
27 ostas lietotaji no visam Baltijas valstu TEN-T tikla ostam.

TreSais jautajums ar apak§jautajumu kopumu ar turpmaku AHP izmantoSanu tika
izstradats, lai atklatu atSkiribas konkrétas jomas ostu darbibas videé. Jautajums ir formuléts
sadi: “Cik liela meéra ostas darbibas vide Igaunija, Latvija un Lietuva ir lidziga $ados
faktoros: ostu parvaldiba, tirgus (t. i., lielums, dalibnieki, konkurence, vispar€jas iesp€jas),
tiesiskais regul&jums un ostas vadiba?” (10 punktu skala, kur 1 ir tad, kad abi ir pilnigi lidzigi,
un 10 ir tad, kad pirma valsts ir krietni paraka, salidzinot ar otru, un otradi. Analitiskas

hierarhijas process tiks izmantots, lai apstradatu atbildes).

9. tabula
Ostu darbibas vides ietekméjoSo faktoru nozimigums
Darlf);lbiztl:r\i'ides Igaunija | Latvija | Lietuva | Kopa kl(fe(;fllcsii:;iz?’:)
Ostu parvaldiba 0,47 0,23 0,30 1,00 0,02
Tirgus 0,23 0,45 0,32 1,00 0,00
Tiesiskais reguléjums 0,45 0,24 0,31 1,00 0,03
Ostu vadiba 0,34 0,30 0,36 1,00 0,00

Avots. autora izpéte par aptaujas rezultatiem. AHP kalkulacija
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AHP secinajumi pieradijusi augstu konsekvenci raditajos (raditajs, kas neparsniedz
0,10, tiek uzskatits par pietiekami stipru). Ostu parvaldibas sistéma Igaunija tika novértéta ar
faktora nozimigumu 0,47, kas ir daudz labvéligaka ostas darbibas vide neka Lietuva (t. i.,
faktora nozimigums 0,30) un Latvija 0,23 faktora nozimiguma raditajs. Par tirgus krit€rijiem
Latvija sanéma augstako raditaju 0,45 (sekoja lietuviesu 0,32 un igaunu 0,23), kas ir
ieverojams rezultats. P&c ekspertu domam, Latvijai ir ievérojamas tirgus prieksrocibas ar
divam lielakajam dziltidens ostam un labi izveidota autocelu un dzelzcela infrastruktiru, kas
apkalpo S§is ostas. Péc ekspertu skatijuma, tiesiskais regul&jums ir labvéligaks Igaunija ar
faktora nozimigumu 0,45 salidzinajuma ar Lietuvas tiesisko reguléjumu 0,31 un Latvijas 0,24.
Ostu vadibas faktora nozimiguma dati uzrada koeficientu 0,36 Lietuva, 0,34 Igaunija un 0,30
Latvija. Analiz€jot ieglitos rezultatus, autors secina, ka Igaunija nodroSina labvéligaku ostas
darbibas vidi atbilstoSi ostas parvaldibas un tiesiska regul&juma faktoru nozimigumam.
SekojoSa treSa jautdjuma merkis ir noveértét ostu parvaldes darbibas vidi un faktora
nozimigumu.

Ekspertu aptaujas jautajums ir par ostu parvaldibas, tirgus (t. i., lielums, dalibnieki,
konkurence, vispargjas iespgjas), tiesiska reguléjuma un ostas parvaldes vadibas faktoru
nozimiguma novertéSanu ostas parvaldes darbibas vidé. Vertgjuma skala tika noteikta 10
punktu skala, kur 1 ir tad, kad abi faktori ir vienlidz svarigi, un 10 ir tad, kad pirmais faktors
ir loti svarigs, salidzinot ar otru, un otradi. Analitiskas hierarhijas process tika izmantots, lai
apstradatu atbildes. AHP secinajumi par faktoru nozimi ir sniegti 10. tabula. AHP aprékini

paradija nozimiguma attiecibu 0,00, kas ir stipra, lai konstatetu ietekmi.

10. tabula

Ostu parvaldes darbibas vides ietekméjoSo faktoru nozimigums

Faktors Faktoru nozimigums

Ostu parvaldiba 0,35

Tirgus 0,31

Tiesiskais reguléjums 0,23

Ostas parvaldes vadiba 0,11

Kopa 1,00

Avots. autora izpéte par aptaujas rezultatiem. AHP kalkulacija

Rezultati liek secinat, ka ostas parvaldes darbibas vidi visbitiskak ietekmé ostas
parvaldiba, tikmér otrs nozimigakais faktors ir tirgus (t. i., izmérs, dalibnieki, konkurence,
vispargjas iespe€jas), kas sasniedz nedaudz zemaku prioritasu raditaju (0,31) neka ostu
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parvaldiba (0,35). Tiesiskais regul&jums ir treSais faktors svariguma skala, sasniedzot 0,23
faktora nozimigumu, tikmé&r ostas parvaldes vadiba sasniedza 0,11 no 1,00. Kopsavilkuma
ekspertu viedoklis ir, ka ostu parvaldiba, kas noteikti ir saistita ar tiesisko regul&jumu, ir
butisks faktors ostas parvaldes darbibas vide, kas ietekmé ostas parvaldes sniegumu, un $o
divu faktoru apvienotais lielums veido 0,58 faktora nozimigumu no 1,00. Tirgus faktors ir
uzradijis loti augstu faktora nozimigumu, gandriz tiesi tadu pasu ka ostas parvaldiba. Tas
skaidrojams ar biutiskiem Baltijas valstu ostu tirgus apstakliem, $is ostas ir orientetas uz
tranzita kravam, tapec jebkuras parmainas kravu apjomos tiesi ietekmé to darbibas un finansu
raditajus.

Nakamais ekspertu aptaujas jautajums ir par faktoru nozimigumu ostu parvaldes
akcionariem. Vert§juma skala tika noteikta 10 punktu skala, kur 1 ir tad, kad abi faktori ir
vienlidz svarigi, un 10 ir tad, kad pirmais faktors ir loti svarigs, salidzinot ar otru, un otradi.
Analitiskas hierarhijas process tika izmantots, lai apstradatu atbildes, un AHP secinajumi par
faktoru nozimi ir sniegti 11. tabula. AHP aprékini paradija nozimiguma attiecibu 0,01, kas ir

stipra, lai konstat€tu para salidzinajumu ietekmi.

11. tabula
Faktoru nozimigums ostu parvaldes akcionariem

Faktors Faktora nozimigums
Operacionalie ieneémumi 0,23
Tira pelna 0,19
Kravu apgrozijums 0,17
PasaZieru apjoms 0,15

Investicijas jaunos infrastrukturas projektos | 0,14

Ieguldijumi p&tnieciba un attistiba 0,12

Kopa 1,00

Avots: autora izpéte par aptaujas rezultatiem. AHP kalkulacija

Pamatdarbibas ienakumi vidgji tika izveleti ka svarigakais faktors, kam seko tira pelna
un kravu apgrozijums. P&tnieciba un attistiba ieguva tikai 0,12 relativos punktus, tadejadi
autors secina, ka ostas parvaldes finanSu raditaji ir vissvarigakie faktori ostu parvaldes
akcionariem, operacionalie ien€mumi un tira pelpa ieguva 0,42 punktus, kas liecina par
akcionaru prioritaru finansu interesi par citiem saimnieciskiem faktoriem. Kravu apgrozijums

un pasazieru skaita faktori, kas nodroSina finanSu ienakumus ostas parvaldei, kopa veidoja
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0,32 punktus, tapec ostas parvaldes sp€ja nodrosinat kravu apgrozijumu un pasazieru skaitu
osta, ostas parvaldes akcionariem ir sekundara prioritate attieciba uz ostas parvaldes finansu
ien@mumiem. Pirmo tris faktoru summa sasniedz 0,59 punktus. Parsteidzosi, bet ieguldijumi
jaunos infrastruktiiras projektos uzradija tikai 0,14 relativos punktus, kas liecina par to, ka
ieguldijumi pasreiz€ja infrastruktira ir bitiskaki pirms jaunas biivniecibas uzsaksSanas.
Pasazieru apjoms ieguva salidzino$i augstu rangu, pateicoties Igaunijas ekspertiem, jo
Tallinas ostas parvaldei pasazieru apgrozijums ir loti svarigs ostas un pilsétas attistibai, tapec
nav parsteigums, ka pasazieru skaits gandriz parsp€ja kravu apgrozijumu.

Nakamais jautajums ir izvirzits, lai noteiktu faktorus, kas ietekme& ostas parvaldes
sniegumu. Ve@rtgjuma skala tika noteikta 10 punktu skala, kur 1 ir tad, kad abi faktori ir
vienlidz svarigi, un 10 ir tad, kad pirmais faktors ir loti svarigs, salidzinot ar otru, un otradi.
Analitiskas hierarhijas process tika izmantots, lai apstradatu atbildes. AHP secinajumi par

faktoru nozimi ir sniegti 12. tabula. AHP aprékini paradija nozimiguma attiecibu 0,02.

12. tabula
Faktori, kuri ietekme ostas parvaldes sniegumu, faktoru nozimiguma svars
Faktors Faktoru nozimigums
Ostas parvaldiba 0,17
Kravu apgrozijums osta 0,16
Ostas parvaldes vadiba (CEO, valdes sniegums) 0,16
Ien@mumi no ostu maksam un nodevam 0,15
Pasazieru skaits 0,10
Logistikas k&des sniegums 0,09
Kugu apgriesanas laiks 0,09
Ien@mumi no Cartermaksam, zemju un citu PpaSumu nomas 0,08
Kopa 1,00

Avots: autora izpéte par aptaujas rezultatiem. AHP kalkulacija

Ostu parvaldibai ir vislielaka ietekme uz ostas sniegumu, tai seko ostas vadiba un kravu
apgrozijums. Ostas parvaldes sniegums, kas tika noteikts no akcionaru viedokla ka izskiroSais
faktors, varétu tikt palielinats, izmantojot ostu parvaldibu, kas ieguva visaugstako faktora
nozimiguma koeficientu 0,17, kam seko kravu apgrozijums ar koeficientu 0,16 un ostas
parvaldes vadiba ar lidzvertigu raditaju. Sie tris faktori apvienojuma sasniedz 0,49 no 1,00 un,

pievienojot ienakumus no ostas maksam un nodevam, pavisam 0,64 no 1,00. Ekspertu
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viedoklis pierada, ka ostu parvaldiba ir bitiskakais faktors, kas ietekm& ostas parvaldes
darbibu un tas finansu un operacionalos raditajus, un kas pierada hipotezi, ka pastav ostu
parvaldibas ietekme uz ostu sniegumu un t&zi, ka ostu parvaldes, kas tiek parvalditas atbilstosi
labas korporativas parvaldibas vadlinijam, uzrada augstakus finanSu snieguma raditajus.
Uzlabojot ostu parvaldibu, nodroSinot lielaku autonomiju un finansialo neatkaribu, ir
iespgjams ieveérojami uzlabot ostas sniegumu, tai skaita finansialo stavokli un darbibas
rezultatus, un veicinat tas ilgtsp€jigu attistibu. Vienlaikus eksperti noradija, ka ostas vadibas
jeb CEO sniegums ir nozimigs ostas parvaldes izaugsmé un mérka indikatoru sasniegSana.
Ieprieksgjos tris jautajumos, kur AHP novertejums tika veikts, tika noteikti $adi faktori,

kas ietekm@ ostas sniegumu:

1. Analizgjot darbibas vidi Igaunija, Latvija un Lietuva, tika noskaidrots, kuriem no
Siem faktoriem — ostas parvaldiba, tirgus (t. i., izmérs, dalibnieki, konkurence,
vispargjas iesp&jas), tiesiskais reguléjums un ostu vadiba — ir nozimigaka ietekme
uz ostas sniegumu. Ostu parvaldiba tika atzita par vissvarigako darbibas vides
ietekmes faktoru visas trijas Baltijas valstts, sasniedzot rezultatu 0,35, kam sekoja
tirgus rezultats ar 0,31 faktoru.

2. Analizgjot ostas parvaldes akcionariem vissvarigakos faktorus, tika noskaidrots, ka
ostu parvaldes finanSu ienakums bija vissvarigakais raditajs 0,23, kam sekoja tira
pelna — 0,19 no 1,00, savukart abi faktori kopa atspogulo ostas iestades ka
uznémuma finansialo stavokli un saskana ar parvaldibas diskursu labi parvalditai
ostas parvaldei vajadzetu biit augstakam sniegumam un vértibai. Promocijas darba
petijuma Tallinas ostas parvalde uzrada augstakos saimnieciskas darbibas
ilenémumus un tiro pelnu, tadel japiekrit, ka ST ostas parvalde ir labak parvaldita
neka citas salidzinamas ostu parvaldes, turklat Tallinas ostas parvalde ir vieniga
ostas parvalde starp Baltijas valstu TEN-T ostam, kura tiek parvaldita atbilstosi
labas korporativas parvaldibas vadlinijam.

3. Novertgjot svarigakos faktorus, kas ietekm€ ostas parvaldes sniegumu, domingjosa
atbilde bija ostas parvaldiba ar rezultatu 0,17 no 1,00, tapéc atbilstoSi aptaujas
rezultatiem autors pienem, ka ostu parvaldiba un ir loti svarigs faktors, kas ietekme

ostas un ostas parvaldes sniegumu.

Nakama jautajuma meérkis ir noskaidrot ekspertu viedokli par ostu parvaldibas ietekmi
uz ostu operacionalo sniegumu. Veért€§juma skala tika noteikta 10 punktu skala, kur 1 ir tad,

kad abi faktori ir vienlidz svarigi, un 10 ir tad, kad pirmais faktors ir loti svarigs, salidzinot ar
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otru, un otradi. Vid€ja atbilde ekspertiem ir 6,00, un standarta novirze ir 1,70, tadejadi
ekspertu viedokli atSkiras no “méreni piekrit” 1idz “méreni nepiekrit”. Eksperti aptaujas laika
vienojas, ka ostu parvaldiba tieSi ietekmé& ostas operacionalo sniegumu, vienlaikus vini
noradija, ka ostas sniegums ir ne tikai ostu parvaldibas rezultats, bet ar1 liecina par ostas
parvaldes atbildibu un ostas parvaldes vadibas darbibas efektivitati un valdes kvalitati.
Atbilstosi aptaujas rezultatiem eksperti piekrit, ka ostas parvaldiba ietekmé ostas sniegumu,
vienlaikus pastav citi saistitie faktori, kuri arT ietekm@ ostas kop€ja snieguma rezultatus.

Lai noveértétu ekspertu viedokli par ostu parvaldibas ietekmi uz ostu parvaldes finansu
sniegumu, tika uzdots jautajums: “Vai jus piekritat, ka ostu parvaldiba tiesi ietekm& ostu
parvaldes finansu raditajus?” (10 punktu skala, kur 1 ir nepiekritu, un 10 ir pilniba piekritu).
Eksperti stingri piekrita Sim apgalvojumam, uzradot vid&jo noveért§juma rezultatu 8,0.
Kopuma 26 no 53 ekspertiem atzimé&ja vertibu 8,0, 19 eksperti — 9 un 8 eksperti — 7, savukart

standarta novirze ir 1,0, ekspertu noveértejuma sadalijums ir sniegts 9. attela.

Novertejums 10 ballu skala

S N 9 O =

8 26 19
| & Novertgjums 7 8 9

9. attels. Ostu parvaldibas ietekme uz ostu parvaldes finansialo sniegumu: noveértéjuma
dinamika
Avots: aptaujas rezultati. Autora izpéte

Péc ekspertu domam (sk. 9 att€lu), ostas parvaldibai ir tieSa ietekme uz ostas parvaldes
finanSu sniegumu. Tai pa$a laika §1 ietekmes nozime atSkiras, nemot véra ostu parvaldibas
izveleto modeli. Analiz€jot ostu parvaldibas modelus Baltijas valstu TEN-T ostas un So
modelu atbilstibu labas korporativas parvaldibas vadlinijam, tika noskaidrots, ka Baltijas
valstis tikai Tallinas ostas parvalde ar izveidotu parraugoSo institiciju jeb padomi,
profesionalu un neatkarigu valdi un patstavigu audita komiteju tiek parvaldita atbilstosi labas
korporativas parvaldibas vadlinijam. Pateicoties parvaldibas modelim, Tallinas ostas
parvalde, kurai ir bitiski mazaks kravu apgrozijums, uzrada visaugstakos finanSu snieguma

raditajus salidzinajuma ar Rigas ostas parvaldi vai Klaipédas ostas parvaldi.
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Nakama jautdjuma meérkis bija noskaidrot ekspertu viedokli par ostu parvaldibas
ietekmi uz ostas sniegumu, un tika uzdots $ads jautajums: “Vai jus piekritat apgalvojumam,
ka ostu parvaldibai ir spéciga ietekme uz ostas snieguma rezultatiem?” (10 punktu skala, kur
1 ir nepiekritu, un 10 ir pilniba piekritu). Eksperti stingri piekrita Sim apgalvojumam, un
atbilzu sadalijums ir pieejams 10. att€la, kura redzams, ka 27 eksperti no 53 piekrita Sim
apgalvojumam — noveért€Sanas raditajs 9, tris ekspertiem — 10, 17 ekspertiem — 8, un 6

ekspertiem — 7, tadgjadi vidgjais vertejums rezultatam bija 8,51.

Ostu parvaldibas ietekme uz ostu sniegumu: novertéjuma

dinamika
29
27
25
23
i
16
14
11
9 [—
HERNES W ES =NE
0 1 2 3
i Respondentu skaits 6 17 27 3
i Novertejums 7 8 9 10

10. attels. Ostu parvaldibas ietekme uz ostu sniegumu: novértéjuma dinamika
Avots: aptaujas rezultati. Autora izpéte

Pedgja jautajuma ekspertiem bija iesp&ja paust savu viedokli par galvenajam ostu
parvaldibas tendenceém Baltijas valstis. Lielaka dala ekspertu mingja finanSu konsolidaciju
ostu parvaldes, tirgus iekltiSanas planus, pasreiz€jo tirgus dalu saglabasanu sauso un Skidro

kravu grupas, ostu attistibas un paplaSinasanas planus.

3. OSTU PARVALDIBAS ATTISTIBAS VIRZIENI

Promocijas darba 3. nodala ir 23 lappuses, 3 apaksnodalas un 2 tabulas.

Tresa nodala ietver pétijuma nosléguma dalas posmu par ostu parvaldibas attistibas
iesp&jam. Taja izpetiti ostu parvaldibas politikas uzlabojumi un attistibas tendences Eiropas
TEN-T ostas un Baltijas valstu ostu attistibas perspektivas. Lai nodroSinatu efektivu, droSu un
videi nekaitigu ostu parvaldibu un augstu ostas sniegumu, ostas parvalde ir japarvalda,
ieveérojot labas korporativas parvaldibas, parredzamibas, atbildibas un neatkaribas principus.

Literatiiras apskats, empiriskie pétijumi pierada, ka Baltijas ostas nepiecieSamas parmainas,
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vismaz dazam ostam tas ir vairak vajadzigas neka citam, un ostu parvaldes no politiski
kontrolétam iestadém japarverS par uznémumiem, kuri veic savu darbibu atbilstosi
komerclikuma darbibas pamatprincipiem, ieverojot to parvaldiba labas korporativas
parvaldibas vadlinijas un valsts un pasvaldibu intereses atspogulojot kapitaldalu sadalijuma.
Vienlaikus izveidojot profesionalu un neatkarigu valdi, kura uznemas juridisku atbildibu par
pienemtajiem l€mumiem, un radot parraugosu institiiciju jeb padomi un patstavigu audita

komiteju, kas atskaitas ostas parvaldes valdei.

Ostu parvaldibas politikas pilnveidoSana

Nemot véra kopgjo tirgu un kop€ju tiesisko kartibu Eiropas Savieniba, autors uzskata,
ka ir pamats diskusijai par kop&ju attistibas virzienu ostu parvaldibas joma ES pamattikla
ostam. Sis ostas un to saistitie klasteri noteikti Eiropas Parlamenta un Padomes (2013a;
2013b) regulas ar kop€jo skaitu 94 ostas, ietverot visas Cetras autora izpétitas ostas, kuras ir
attistijusas Iidz ES limena nozimes ostam ka jiras atslégas punkti Eiropas transporta tikla.
Eiropas jiiras ostu organizacija 2012. gada maija ar publisku manifestu izteica neparprotamu
atbalstu parvaldes struktiirai, kas lauj ostu parvaldém pildit savas funkcijas neatkarigi, bez
intereSu konfliktiem. Ostu parvaldém jaklist par finansiali patstavigam iestadém un pilniba
jakontrol€ treSo personu sniegto pakalpojumu kvalitate (ESPO, 2012; 2012a). Tiek uzskatits,
ka turpmaka parvaldibas reforma var€tu notikt ES pamattikla ostas, lai panaktu lielaku
neatkaribu gan finansiala zina, gan no vadibas puses. Tas palielinas ostas parvaldes spgju
ieguldit investicijas un piesaistit jaunus kapitala veidus, un aktivi iesaistities lidzdaliba, kas
varétu sniegt iespgju paplaSinat ietekmi logistikas kéde. Uzskaititas prieksrocibas
materializesies tikai tad, ja valstu valdibas izveidos profesionalu un caurskatamu korporativo
parvaldibu, ka arT piemérotu regulativo parraudzibu. Neatkariga ostu parvaldiba ir nozimigs
faktors ostu iestadém, lai izmantotu iesp&ju iesaistities talejoSas sadarbibas formas un
klasteros, paplasinot savu ietekmes sfeéru logistikas k&d€, un uzlabotu konkurétsp&ju ostu
starpa (Verhoeven, 2015). Eiropas Komisijas viedoklis par ostu parvaldibu ir izteikts, un tas
veicina saimnieka parvaldibas koncepciju un atbalsta ostas vadibas un komercpakalpojumu
sniegSanas nodaliSanu.

Kopgjas Eiropas ostu politikas izveide ir bijis léns un sarezgits process. 2017. gada 3.
marta “Eiropas Savienibas Oficialais Vestnesis” publicéja Eiropas Parlamenta un Padomes
Regulu ES 2017/352 (2017. gada 15. februariis), ar ko izveidoja sisttmu ostas pakalpojumu
sniegSanai un radija kopigus noteikumus par finansu parredzamibu ostas. Eiropas politikas un
tiesibu aktu iesp&jama ietekme uz jiras ostu parvaldibu ir diezgan liela. Ta ka ES nevar

uzspiest saskanotu vienotu ostu parvaldibas modeli, atseviski gadijumi pierada, ka, piemérojot
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ES konkurences un ieksgja tirgus noteikumus, ostu parvalde var tikt mainita atbilstosi
saimnieka tipa modelim (Italija, 1994), korporatizgjot ostu parvaldi (Somija, 2014). Ostas, kas
strada, izmantojot saimnieka parvaldibas koncepciju, vieglak saskano infrastruktiiras
parvaldibu. Turklat ES tiesibu akti attiecas uz ostu iestadém ka uznémumiem. Ostas vadiba
tieck uzskatita par saimniecisku darbibu pat tad, ja tas dalgji ir saistits ar publiskajiem
uzdevumiem un pakalpojumiem ar vispargju tautsaimniecisku nozimi. Atbilstosi ieprieks
analiz€tajam attistibas tendencém ir paredzams, ka Baltijas valstis biis jasaskaras ar jauniem
izaicinajumiem, pienemot jaunus noteikumus par ostu parvaldibu un ostas parvaldes iestadi.

Ostu darbibas raditaju analize rada telpu nakotnes politikas diskusijam par ostu

parvaldibu Baltijas valstis. Baltijas valstu ostu parvald@s analizéti darbibas rezultati, kas
pierada Tallinas ostas dominanci finanSu raditajos. Tallinas ostas parvalde ir parsp&jusi
pargjas Baltijas valstu TEN-T ostu parvaldes $ados raditajos: ostas parvaldes ienémumi pirms
procentu, nodoklu, nolietojuma un amortizacijas atskaitijumiem; neto pelna; ienémumos uz
darbinieku attieciba; neto pelna uz vienu darbinieku un vidgja pamatdarbibas pelnas raditaja.
Tas lauj secinat, ka Tallinas ostas parvaldes izveleta labas korporativas parvaldibas forma ir
sevi attaisnojusi un ka tieSie konkurenti no citam ostam parspg tas sniegumu tikai ostu
operacionalajos lielumos, t. i., parkrauto kravu apjomos, vid€ja apgrieSanas laika okeana
klases kugiem un vidéja apgrieSsanas laika konteineru kugiem. Tallinas ostas parvalde
nodroS$ina iespaidigus snieguma rezultatus, kas lauj secinat, ka tai piemit visefektivaka ostu
parvaldibas sisteéma regiona, kurai ir divas galvenas prieksrocibas:

e osta tiek parvaldita atbilstos$i labas korporativas parvaldibas vadlinijam ar izveidotu
padomi, profesionalu valdi un audita komiteju;

e osta ir paplaSinajusi savu ietekmes sferu logistikas k&d€, proti, pasazieru
apkalposana, un vienlaikus ostas parvalde ir kluvusi par komercsabiedribu uz
identiskiem biznesa nosacijumiem ka jebkura cita sabiedriba Igaunija. Attiecigi
Igaunijas valdiba finansiali nor€kinas ar Tallinas ostas parvaldi par tai uztic€to
valsts funkciju veikSanu, ka, piemé&ram, navigacijas boju wuzstadiSana un
apkalpoSana, ledlauza pakalpojumi. Latvijas un Lietuvas situacija funkcijas tiek
finans@tas no ostu parvalzu budzetiem, kas, protams, nav pienemama situacija, un
Latvijas un Lietuvas politikas veidotajiem biitu ieteicams nemt pieméru no Igaunijas
kolégiem situacijas regulacija un sekot labakajiem piemériem pasaulé, pieméram,

Roterdamas ostas parvaldei, kura ir kluvusi par pasaules [imena ostu parvaldnieku.

Promocijas darba empiriska izpete pierada, ka ostam Latvija ir nepiecieSama ievérojama

parveidojuma programma ostu parvaldiba. Latvijas TEN-T ostas no fizisko iesp&ju dimensiju
104



puses ir lideres Baltija, bet no ostu parvalzu finansiala viedokla ir vérojama pretgja aina.
Rigas osta 2015. gada sasniedza lielako kravu apgrozijumu Baltijas valstis, neto pelnas
raditajos ieveérojami atpaliekot no Tallinas ostas sasniegumiem, kura vienlaikus apgrozija
divreiz mazaku kravu apjomu, un no Klaipédas ostas parvaldes finanSu snieguma, kura
parkrauj praktiski identiskus apjomus ka Rigas osta. Ostu parvaldes finanSu sniegums ir tiess
ostas parvaldibas ietekmes rezultats. Ostu parvaldém Latvija biitu japarskata cenu politika, lai
mobilizétu vairak ien€mumus no saviem avotiem, jo Ipasi ostas parvaldém vajadze€tu parcelt
maksu no kuga izméra uz maksu par faktisko kravu un palielinat ienémumu dalu no nomas
maksam. Ostu parvaldém ir jasamazina darbibas izmaksas, nodroSinot stingraku ieks$&jo
kontroli. Ostu parvaldiba Latvija ir izveidota saskana ar hibridmetodologiju, ostas parvalda
pasSvaldibas un valsts nominéti parstavji (valdes locekli), un ir ieteicams mainit ostu parvalzu
juridisko statusu uz akciju sabiedribu vai SIA saskana ar likumu par publisko kapitalu.
Juridiska statusa maina mainitu valdes loceklu nominacijas, atlases un stimuléSanas kartibu,
ka arT tas lautu ieviest parvaldibas praksi saskana ar labu korporativo parvaldibu.

Klaipedas ostas parvaldes valdes sastava ir ostas lietotdji, paSvaldibas, valsts un
apgabala parstavji, savukart valdes loceklu tiesa politiska iecelSana ir novecojusi pieeja un to
biitu ieteicams parskatit, lai panaktu lielaku autonomiju un neatkaribu, ka ari ievérotu
komerciali orientétu korporaciju publisko atbildibu. Ostas parvaldei biitu japienem skaidra
investiciju novértéSanas metode un japarskata pasreiz€jie investiciju plani, lai atlasitu un
noteiktu prioritates, veicinatu zemu izmaksu risinajumus un palielinatu kapitala
prognoz€jamibu, un kontroletu atkartotas izmaksas. Ostas parvaldei jaizverte, cik liela mera
tarifus var palielinat, pamatojoties uz konkurences prakses parskatiSanu un satiksmes elastibu,
kas sniegtu norades par kop€jo finans€jumu, ko ir iesp&jams mobilizét ieguldijumiem.

Lai palielinatu ostu parvalZzu finanSu un darbibas sniegumu, ir nepiecieSams risinat
Sadus galvenos jautajumus: funkcionala autonomija, finanSu autonomija, korporativa
parvaldiba un regulativa uzraudziba. Korporativa parvaldiba nozimé, ka ostu parvaldes
struktiiru bis nepiecieSams bitiski parskatit. Korporativa kultiira nozimé, ka uzraudzibas
iestadei, proti, padomei, un ostas vadibai biis jarikojas vienigi korporacijas interes€s. Tas
butiski atSkiras no struktiiram, kuras biezi saskaras ar dalg&ji autonomam, komercializ&€tam
ostu iestadém, kur uzraudzibas iestade nevis parstav savu biedru intereses, bet Sie biedri ir
vietgjie politiki, valsts administratori, ieinteresétas personas vai pat klienti un irnieki. Sadu
praksi iesaka OECD (2004) publiskaja 1pasuma esosam komerciali orientétam sabiedribam.
Skaidriba par sasniedzamajiem meérkiem, neatkariba no politiskas iejaukSanas, atbildiba,

lidzdaliba, parredzamiba un prognoz€jamiba biezi prasa riipigu intereSu lidzsvarosanu, tas
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pasi attiecas uz komercialajam attiecibam ar klientiem un Trniekiem. FinanSu gada parskatu
publicéSana, ekonomikas un vides ietekmes analize, sociala atbildiba un citu parskatu izstrade
un publiska pieejamiba tiek uzskatita par labas prakses korporativo parvaldibu.

Baltijas ostu izaicinajums ir saglabat tirgus dalu sauso beramkravu un $kidro lejamkravu
grupas (galvenokart ogles un naftas produkti), vienlaikus izstradajot un istenojot stratégisku
ricibas politiku par augstas vertibas kravu piesaisti (konteineri, ro-ro, generalkravas). Lai
piesaistitu vairak augstvertigu kravu, pirmais un viskritiskakais uzdevums ir uzlabot izmaksas
un uzticamibu visa logistikas k&deé (risinot celu un dzelzcela piekluves noslogotibu un
dzelzcela kapacitati), jo tie ir loti jutigi pret uzticamibu, un zemes celu logistikas k&de
vairakas reizes izmaksu zina parsniedz izmaksas par ostas pakalpojumiem. Turklat tas varétu
veicinat domasanu par iespgjamam logistikas kopam (ka tas ir noticis Igaunija, kas Skiet
atbilstosa pieredze metodologijas zina), piesaistot uznémumus un pasaules klases operatorus,
kuriem ir nepiecieSams parvaldit starptautiskas piegades k&des Ziemeleiropas un NVS valstu
tirgos. Sads princips ir aktuals konteineru un generalkravu joma. Izstradajot logistikas
pakalpojumus mazak neka konteineru kravu grupam (LCL), tas sniegtu labas iesp&jas Rigas
un Klaipedas ostam, lai raditu pakalpojumus ar pievienoto vértibu no konteinerkravam
(iepakojumu, markéSanu, glabaSanu, uzskaites risinajumi). Pievienotas vértibas

pakalpojumiem ir milzigs potencials visas Cetras pétitajas ostas.

SECINAJUMI UN IETEIKUMI

Secinajumi
Promocijas darba izvirzita hipotéze tika pieradita, izmantojot kvalitativas un

kvantitativas metodes. Promocijas darba ir formuléti $adi galvenie secinajumi:

1. Promocijas darba hipotéze tika apstiprinata. P&tijuma rezultati apliecina, ka ostu
parvaldiba tieSi ietekm@ ostu sniegumu un So ietekmi ir iesp&jams noteikt izvertgjot
ostas snieguma rezultatus.

2. Ostu parvaldes, kas tiek parvalditas atbilstosi labas korporativas parvaldibas
vadlinijam, uzrada augstakus finansu snieguma rezultatus neka to konkurenti, kuri
neseko §adai parvaldibas formai un, kuri vienlaikus uzrada augstakus ostas snieguma
raditajus.

3. Ostu parvaldes finanSu snieguma raditaji ir bitiskakie to akcionariem un ostu
parvaldes, kas ir ieviesusas vadibas struktiiru atbilstosi labas korporativas parvaldibas

vadlinijam uzrada augstakus finansu snieguma raditajus.
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10.

11.

12.

Ostas, kas tiek parvalditas atbilsto$i saimnieka tipa funkcijai, ietekmé tris faktori:
ieguldijumi infrastruktiira, finanSu iesp&jas un konkurence par zemes izmantoSanas
tiesibam.

Tika noteikti Cetri ostu parvaldibas ietekmes faktori: varas lidzsvars ar valdibu,
tiesiskais regul&jums, ostas parvaldes finansu sp€ja un korporativa kultiira. Varas
lidzsvars ar valdibu ir vissvarigakais faktors, jo mijiedarbiba starp ostas parvaldi,
pasvaldibu un valsti nosaka ostas attistibas gaitu.

Petijuma tika noteikti tris intereSu grupu ietekmes faktori uz ostu parvaldém: tirgus
dalibnieki, pieméram, parvadataji, terminalu un logistikas operatori, valdibas ietekme,
jo eventuali valdibu tendence pasaulg ir izvairities no ieguldijumu veikSanas ostas un
atstat So funkciju veikSanu pasam ostas parvaldém un sabiedribas intereSu grupas.
Tika noteikti pieci ostu parvaldes ietekmes faktori: funkcionala autonomija; finansiala
autonomija; korporativa parvaldiba (uzraudzibas padome, valdes un revizijas
komisija); ostas parvaldes parvaldnieka regulars novertgjums, izveidojot galvenos
darbibas raditajus un izméramus vidgja un ilgtermina planus kopa ar kvantitativiem
ieguldijumu planiem; regulativa parraudziba.

Aptaujas rezultati liecina, ka ostu parvaldibai ir tieSa ietekme uz ostas sniegumu un
ostas parvaldes finanSu sniegumu.

Aptaujas rezultatu dati uzradija ostas parvaldibas, ostas vadibas un kravu apgrozijuma
osta faktoru nozimigumu. Sie rezultati ir bitiski, jo tie sniedz informaciju par
nozimigakajiem faktoriem, kas ietekme ostas sniegumu, ka ar1 uzrada ostas parvaldibu
ka biitiskako faktoru péc ietekmes apjoma.

Petijuma ietvertajas ostu parvaldeés valdes loceklu ievéléSanas un atlases kriterijus
nosaka attiecigas ministrijas Igaunija, ministrijas un pasvaldibas Lietuva un Latvija.
Tas atbilstosi labas korporativas parvaldibas vadlinijam tiek uzskatits par neatkaribas
trikumu ostu parvaldes valdes un padomes atlases un iecelSanas kartiba deé] politiska
procesa un uzsvara uz politisko atbildibu par katra individa iec€l&jinstitiicijai un
nevienlidzigai profesionalitates kritériju noteikSanai vai to neesamibai vispar.

P&tijums pierada, ka Tallinas ostas parvalde, salidzinot ar par&jo Baltijas valstu TEN-
T ostu parvaldém, ir sekojusi labas korporativas parvaldibas vadlinijam un ir
izveidojusi padomi, profesionalu valdi un audita komiteju.

Baltijas valstu TEN-T ostas funkcion€ pe&c saimnieka tipa principa, parvaldot tas
valdijuma vai Tpasuma nodotos valsts un paSvaldibas ipaSumus. Ostas parvaldes

ienakumus veido ostu maksas, nodevas, zemes nomas maksas un pakalpojumi. Ostu
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parvaldes finanSu sniegums ir tieSs ostu parvaldibas ietekmes objekts, attiecigi — jo

teicamaks ostas parvaldes sniegums, jo labaks ostas sniegums.

Ieteikumi

Teorétiskie un praktiskie rezultati, kas iegtti Saja darba, palidzgja sagatavot Sadus

ieteikumus.

Baltijas valstu TEN-T ostu valdibam

1.

IevieSot labu korporativo parvaldibu, finanSu parskatamibu un autonomiju ostu
parvaldes, tiks uzlabotas ostu parvaldes sp€jas investiciju piesaist€ un sniegto
pakalpojumu kvalitate.

Baltijas valstu valdibam biitu ieteicams ieviest kvalifikacijas prasibas ostu parvaldes
valdes locekliem, skaidri defingjot neparprotamu valdes locekla profilu un nosakot
termina ierobezojumus, ka arT maksimalo parvéléSanas apjomu, kas pasaules pieredze
ir divi termini, katrs no ¢etriem Iidz pieciem gadiem.

Latvijas valdibai apsvert iesp&ju mainit tiesisko statusu Latvijas TEN-T ostu
parvaldem uz valsts vai paSvaldibas pasuma esosam kapitalsabiedribam, kur formai —
akciju sabiedriba vai sabiedriba ar ierobeZotu atbildibu — nebitu tik biitiska nozime.
Juridiska statusa maina ne tikai laus labak saskanot vadibu ar korporativu modeli, bet
ar1 veicinas ostu parvaldes valdes loceklu juridisku atbildibu, ka ar situacija, ja tiek
izveidota padome, padomes loceklu atbildibu un nominaciju saskana ar labas
korporativas parvaldibas vadlinijam.

Lietuvas valdibai ir ieteicams parskatit ostas parvaldes valdes loceklu atlases un
nominacijas kartibu, lai nodroSinatu caurskatamibu, politisko neatkaribu un
profesionalitates krit€riju ievéroSanu. leteicams saglabat pasreiz€jo hierarhiju starp
valsts, pasSvaldibas, regionalam, ostas lietotaju un asociaciju interesém, vienlaikus
uznéméjdarbibai un ostas parvaldei labveligaka ir situacija, ja S§is intereses
atspogulojas uznémuma akciju kapitala un ta sadalijuma, vienlaikus ievélot mazu, bet
profesionalu valdi un parraugoso padomi.

Igaunijas valdibai ieteicams grozit attiecigos noteikumus, lai izslégtu tieSu divu
ministriju domingjoso varu nomin&t un iecelt uzraudzibas padomes loceklus. Tapat ir
ieteicams sekot profesionalas uzraudzibas padomes darbibas principiem bez jebkadas
tieSas politiskas nominacijas kartibas.

Ostu parvaldes valdes neatkariba, profesionalitate un valdes lielums ir galvenie
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faktori, kas nosaka tas darba efektivitati.

Ostu parvaldes padomes un valdes locekliem

1. Ostu parvaldém ieteicams ieviest sasniedzamos mérka indikatorus. Tiem ir jabit
verstiem par ostas parvaldes padomes un valdes darbu, ostas parvaldnieka sniegumu,
ostas parvaldes finansu un ostas operacionalo sniegumu.

2. Ligumiem ar ostas operatoriem ir nepiecieSams atspogulot sasniedzamos mérka
raditajus. Ostu parvaldes ir atbildigas par nodroSinato pakalpojumu kvalitati, pat ja tas
nesniedz Sos pakalpojumus, uzraudzibai un mérka indikatoru novertesanai jabiit dalai
no kvalitates nodro§inasanas procesa.

3. leteicams grozit attiecigos ostas noteikumus, lai uzlabotu zemes pieSkirSanas procesu
saskana ar starptautisko praksi, kas ietver prasibu ieviest standartus un izpildes
apjomus jauniem nomas ligumiem, tai skaita iespgjamiem sodiem, ja tie nav sasniegti.

4. Revizijas audits biitu javeic paraleli standarta finanSu auditam, kas lautu valdei,
valdibai un pasvaldibai labak izprast ostas parvaldes darbibas efektivitati.

5. Revizijas komiteja ir jaizveido ostu parvaldes Riga, Ventspili un Klaip&da ar zinojumu
tiesi valdei, tas palielinatu disciplinu, kontrolgjot aktivu parvaldibu un izmaksas.

6. leteicams veikt ikgad€o ostas parvaldnieka novertgjumu atbilstosi ieprieks
izvirzitajiem un valdes apstiprinatajiem meérka raditajiem. Novertéjums lauj noteikt
ikgad@jus kvalitativus un kvantitativus mérkus, ka art $im novert§jumam ir ieteicams
biit publiski pieejamam.

7. Lai nodroS$inatu parredzamibu un vienlidzigu attieksmi, jebkuri grozijumi ligumos to
darbibas laika ir jauzskata par jaunu ligumu, ja ostas parvaldes ligums biitiski atSkiras
péc biitibas no sakotngja liguma.

8. Nodrosinat sadarbibu ar dzelzcela parvadatajiem un kravu terminaliem, jo logistikas

piegades keédes kvalitate tiesi ietekmé kop€jo ostas snieguma kvalitati.

Zinatniekiem
1. Paplasinat pétijumus par ostu parvaldibu, ieklaujot citas regionalas TEN-T ostas un
novertgjot to parvaldibu atbilstosi labas korporativas parvaldibas vadlinijam, ka art
noveértgjot, ka parvaldibas modelis ietekm€ ostas sniegumu.
2.Pagarinat izpétes periodu.

3.Pagarinat noveértéjumu par ostu parvaldes ietekmi logistikas kede.
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