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ABSTRACT 

The article gives a presentation of the port system of theRe­
public of Slovenia and of the organizational, ownership and 
managerial structure of Slovenia's only cargo port in Koper. 
The analysis of the organizational, ownership and managerial 
structure was carried out according to the methodology applied 
in the European project entitled "Commission Staff Working 
Project on Public Financing and Charging Practices in the 
Community Sea Port Sector". The article performs a compara· 
tive analysis of the port of Koper with other ports of the EU in 
the domain of organization, ownership and management, pub­
lic financing, accountancy monitoring of public money in­
vested in the port infrastructure, principles of cost recovery of 
invested capital and possibilities of access of port operators to 
the port infrastructure of the Slovenian cargo port. The article 
points to the possibilities of ownership and management 
changes in the port of Koper. 
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1. INTRODUCTION 

Slovenia is a maritime country with a coastline of 
barely 46 kilometres which, besides beautiful Mediter­
ranean towns and recent tourist settlements, accom­
modates also three international passenger ports, sev­
eral modern-day marinas and the cargo port of Koper. 

The geo-traffic position of the port of Koper along 
European corridors V and X and the Adriatic-Ionic 
maritime motorway, which enables the concentration 
of international trade routes represents one of its ba­
sic competitive advantages. In comparison with the 
neighbouring ports of Trieste (Italy) and Rijeka 
(Croatia) the port of Koper is a new port built in 1957 
after the London Agreement according to which I stria 
and the littoral zone of Slovenia were annexed to Yu­
goslavia and Trieste to Italy. The port of Koper devel-
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oped successfully within the framework of Yugoslavia, 
connected by a railway system with the inland regions 
and until the disintegration of Yugoslavia the port 
reached a cargo turnover of 5.5 million tons. Upon ac­
quiring independency, already in 1991 Slovenia 
brought forth a Resolution on Slovenia's Maritime 
Orientation in which particular emphasis was placed 
on the further development of the cargo port of Koper 
and furthering the growth of passenger ports in the 
service of tourism development. 

In the period since independency till today Slove­
nia has still not managed to successfully accept a reso­
lution on the traffic policy of Slovenia which would, 
among other things, delineate the sea port policy of 
Slovenia [1 ). For years, various versions of traffic pol­
icy have been cogitated, yet the Slovene Parliament 
turned down the proposed resolution on traffic policy 
in 1997, as well as the second and more contemporary 
variant in 2004. During that period, indeed in 1995, 
the ownership transformation of the port of Koper 
was completed, and in 2001 the Maritime Code of 
Slovenia was enacted, affording a consistently orga­
nized maritime system of the state, hence the subsys­
tem of its port services. During that whole period the 
cargo port of Koper had developed its facilities, up­
dating its capacities and in 2004 reached a turnover of 
12.4 million tons; however, this success can firstly be 
attributed to the capability of the port management 
and not to the organized port system, which is not en­
tirely organized and coordinated with the maritime 
code of the Republic of Slovenia. The political de­
bates among the current officialdom are a signal of 
forthcoming changes in the organizational structure 
of the port and the introduction of new models of fi­
nancing the expansion of the port infrastructure. 

In this article we wish to show the organizational 
structure, management, financing and other indicants 
of port activities by means of the methodology applied 
in developing the EU project by the "Commission 
Staff Working Document on public financing and 
charging practices in the community sea port sector" .. 

29 



M. Pocuca: Organizational and Managerial Structures, Financing and Other Elements of the Port System of Slovenia 

2. RESEARCH ON PUBLIC FINANCING 
AND CHARGING PRACTICES FOR 
UTILIZATION OF PORT INFRA­
STRUCTURE IN EUROPEAN PORTS 

The Green Paper on Seaports and Maritime Infra­
structure that the European Commission brought in 
1997 opened a debate on the role of sea ports in the Eu­
ropean transport network. The discussion confirmed 
that the efficient functioning of ports as part of the 
door-to-door intermodal chain of transport has an im­
portant impact on the development of maritime traffic 
and is particularly acceptable as an alternative to land 
transport. The debate showed that due to the impor­
tance of ports as a constitutive part of the traffic infra­
structure it will be necessary to introduce research of 
public financing of the ports sector and the state charg­
ing practices for utilization of the port infrastructure. 
The result of these discussions was the project on pub­
lic financing and charging practices for utilization of 
port infrastructure in European ports, which began in 
1998 and was completed in 2001. The research team 
collected the needed information from two sources, 
namely; from the responses of official government 
bodies of EU Member States and responses from indi­
vidual ports (52 ports were included). 

From the responses to the poll the purpose was to 
get the following information: 
1. The questionnaire sent to state authorities was to 

get a general overview on organization and man­
agement of ports, a description on general and spe­
cific instruments for financing and charging of port 
infrastructure costs. 

2. The information gathered from responses of indi­
vidual ports ( 4 to 5 per Member State were se­
lected) was to get a representative picture of major 
types of ports, in both organization and cargo han­
dled in the domain of rendering port services. 

3. From the explicitly prepared tables wherein ports 
report on financing of port infrastructures and in­
dividual sectors of port activities from sources of 
public financing, the purpose was to get informa­
tion on the involvement of public financing in the 
sea port sector of the various EU Member States. 

4. What types of accounting systems are employed in 
showing incomes and expenditures of port infra­
structures and is there a principle for the recovery 
of capital invested in port infrastructures. 

5. What are the systems of access to service providers 
in ports and the port infrastructure. [2] 
The replies to the poll showed that public financing 

and charging of port dues for the utilization of port in­
frastructures in European ports is very complex and is 
connected with the intensity of involvement of the pub­
lic sector in the ownership and functioning of ports. 
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2.1 Organizational and managerial structures 
in EU seaports 

An analysis of the mentioned poll enabled the re­
search team to carry out a typology of the ownership 
and managerial structure of EU ports. 

The types of ports that we come across in the EU 
are a reflection of the diverse intensities of impact of 
public funds . The parameters that were used in the 
analysis refer to: 
- ownership, 
- managerial autonomy, 
- managerial responsibility. 

Ownership 

The poll responses show that ownership can range 
from exclusive public ownership (by federal, regional, 
municipal or other public bodies) via forms of mixed 
ownership e. g. with basic infrastructure in public own­
ership whilst private ownership for the operational 
equipment (superstructure and mechanization) is in 
the hands of the port operators who perform within a 
shared ownership through a port holding company in 
which the shareholders in addition to private owner­
ship can be the state, municipality and public funds. 
The third, extreme form of ownership is full private 
ownership. 

Managerial autonomy 

Managerial autonomy over management decisions 
was used as benchmark to describe the influence of 
the public sector on decisions concerning investments, 
financial resources, tariff setting or the capability to 
adapt autonomously to changing market require­
ments. 

Managerial responsibility 

Economic and public objectives set by national or 
regional port policies often predetermine actions by 
port managers. 

The analysis of responses showed several models: 
from extreme ones in which ports are merely organiza­
tional bodies of the national or regional administra­
tion, or under the exclusive auspices of a Port Author­
ity, which in actual practice means the obligation of 
the port management to implement policy decisions 
taken elsewhere. 

In some of the examples the institution of »Port 
Authority« (P. A) acts as a port management and we 
come across it in many of the EU states. P. A's have ex­
tensive responsibilities for port development, the pro­
vision of infrastructure, safety, services of port func­
tions and as a coordinator and arbiter of public and 
private interests within a port. 

Other types of port organizations could be charac­
terized as types of decreasing influence of the public 
sector where the public sector is responsible for the 
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domain of planning, safety, land management or the 
provision of a corresponding infrastructure. 

At the other end of the spectrum are the ports es­
tablished as private enterprises with managerial deci­
sion-making purely based upon economic interests, 
aside from constraints that must be adhered to and as­
sociated with ecology and regional planning. 

Table 2 shows the organizational structure of EU 
ports according to the »Commission staff working 
document on public financing and charging practices 
in the community sea port sector«, with the addition of 
a comparative presentation of the organizational 
structure of the port of Koper. 

2.2 Public financial flows and accounting 
systems 

The research also encompassed issues that re­
ferred to the money flow of the public sources of fi­
nancing and the accounting systems. 

It was found that there are three types of accoun­
tancy practices used to monitor the public sources of 
finances and they are linked to the organizational 
structure in ports: 

I. Type of financial statements that are comparable to 
financial statements employed in the private sector. 
Accounting procedures follow the general accepted 
accounting principles of the respective state, and au­
dits are done through independent auditors. We en­
counter this type of accountancy practice in organiza­
tional port types II, III and IV. 

II. Type of financial statements that can be described 
as public accounting or »budget« approach. This type 
is commonly found in ports that are under relatively 
strict public control, such as by a P. A. and are evident 
in Type I and II. The emphasis in these accounting 
procedures is intended to record the use of public 
money. 

III. Type of financial statements that are part of a 
wider public body (on a federal or municipal level) 
and do not maintain separate accounts. Investments 
that are executed under the authority of municipal or 
federal sources are an integral part of the public ac­
counting system of the state or municipality. We en­
counter this type of accountancy practice in ports clas­
sified as Type I. As with the second type of accounting 
system, it is designed to monitor and control the finan­
cial affairs of the wider public body as a whole. 

The team of experts engaged in the mentioned 
project commented this diversity in financial state­
ments as a major problem, since by their very nature 
no accounting procedure is in the position to provide 
the information of public and private port investments 
in a transparent and practical way. 
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2.3 Cost recovery and system of charging com­
pensation for use of port infrastructure 

Cost recovery of capital invested in transport infra­
structure is one of the principles of EU transport pol­
icy. The analysis of this type of research showed that 
ports that are not under private ownership are not al­
ways obliged to implement cost recovery of capital in­
vested in the infrastructure. In many replies to the 
questionnaire the answers indicated that they try to 
implement cost recovery. The research team con­
cludes that in this segment ports do not stick to one of 
the basic principles of the EU transport policy. This 
system will in good time have to be changed in a man­
ner that will be acceptable to all the branches of trans­
port. 

2.4 Access to port services 

From the analysis of answers to the questionnaire 
regarding access to the port service providers, the re­
sults show the presence of several modes of selection 
of providers of cargo handling services. In the smaller 
Type I ports, the Port Authority responsible for the 
port normally selects the providers of port services in a 
transparent manner through public tenders or other 
forms of open selection procedures. In some ports of 
this type, however, the selection is carried out under 
direct agreement and negotiating between the P. A. 
and the interested provider. 

In Type II ports the Port Authority has somewhat 
greater managerial authority, it selects service provid­
ers either through open tenders or through direct 
agreements without an open selection procedure. 
These direct agreements are widespread among the 
ports that handle the most significant volume of traffic. 

In ports that can be classified as Type III, where a 
port operating company is often jointly established be­
tween the public and the private sector, we commonly 
come upon directly negotiated agreements in which 
services are provided by a port operating company on 
an exclusive basis. 

As regards Type IV, the private owner independ­
ently selects the service provider. Selection of the ser­
vice provider through direct agreement leaves other 
potential service providers with very little possibilities 
to enter the market of rendering port services. 

3. ORGANIZATIONAL STRUCTURE, 
OWNERSHIP, FINANCING AND 
ACCESS TO THE MARKET OF 
PORT SERVICES IN SLOVENIA 

Slovenia has one cargo port, Koper, which has 
since the independence of Slovenia and the changes of 
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its socio-political system undergone an ownership 
transformation in 1995. In 2001, Slovenia enacted a 
Maritime Code and Chapter III regulates the port sys­
tem; however, its practical implementation has not yet 
been fulfilled [3]. In this chapter we will mention the 
operational elements of the port system of Slovenia 
and analyze them by use of the same standards that 
were applied in the mentioned research. 

3.1 Ownership of the Port of Koper 

The port of Koper is the largest and the nly public 
cargo port in the Republic of Slovenia. The ownership 
transformation of the port of Koper was finalized in 
1995 prior to the enactment of the Maritime Code. 
Before the ownership transformation, the govern­
ment of the RS brought a decree that the shores, land 
and water territory around the port are also a public 
asset in the sense of state ownership. The value as­
sessed to this port infrastructure was set at the amount 
of USD 180 million. 

A part of the port infrastructure was defined as 
"infrastructural bases", and they included: haulage 
roads, railroad tracks, entryways, partitions, sewage 
and water supply systems, electric power facilities, 
lighting and telecommunication facilities in the region 
of the port of Koper, represent the ownership share of 
the Republic of Slovenia in the original capital of 
Luka Koper d. d. (Joint Stock Company). Luka Koper 
d. d. must keep this part of the port infrastructure in 
good working order so that it is used for the purpose 
that it serves and it cannot be a part of the bankruptcy 
estate. 

The mentioned part of the port infrastructure, the 
port superstructure, machinery and other assets were 
evaluated in 1995 in the amount of USD 220 million. 
The total capital was divided into 14,000,000 shares at 
a nominal value of Sit. 1000. The Republic of Slovenia 
is the owner of 6,860,000 shares, which is a 49% own­
ership in priority shares and 2% in ordinary shares. 

The ownership structure of the Port of Koper fol­
lowing the completion of ownership transformation in 
1995 was as follows: 
- 51% the state, 
- 17.33% government funds, 
- 7.65% municipality of Koper, 
- 7.48% internal distribution to employees and pen-

sioners, 
- 10.20% internal buyout from employees and pen­

sioners, 

- 6.34% public sale. 
In addition to shares in ownership of the state, the 

Port of Koper deals with shares on the Ljubljana stock 
market, hence its ownership structure is subject to 
daily changes. 
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The determination of ownership of the Port of 
Koper was subsequently confirmed in the Maritime 
Code that was enacted in 2001. 

Within an indefinite time the state has decided to 
sell its share in the ownership of the Luka Koper d. d. 
At the end of 2003, the RS Parliament brought a Deci­
sion on a program to sell the state financial and ac­
tual ownerships in years 2004 and 2005 (Official Ga­
zette 130/2003) [4] in which the Port of Koper is also 
cited. In the statement explaining this decision it says 
that after conclusion of an agreement regulating mu­
tual relationships and land rental owned by the RS, 
and conclusion of an agreement on concession, in ac­
cordance with the Statute of the Luka Koper d. d. it is 
possible to execute procedures for reshaping all prior­
ity shares owned by the state into ordinary shares, 
which is a prerequisite to successfully carry out the 
sales of the state-owned shares. During the transi­
tional period the state, with its 49% ownership will de­
crease its ownership share down to 25% + 1% but in 
the form of ordinary shares, which would enable it to 
gain control of functions connected to certain more 
important business decisions that are in close associa­
tion with status changes of the enterprise. 

For the time being this parliamentary decision is 
not being implemented, since the land lease contract 
and agreement on concession have still not been 
signed. 

3.2 Provisions of the Maritime Code of the RS 
related to the port infrastructure and pub­
lic management services 

In Article 32, the Maritime Code of the RS defines 
the sea port, the port activities and the port infrastruc­
ture. 

Definition of the port 

The port is an aquatic and littoral area, which has 
an anchorage ground, developed and undeveloped 
sections of the coast, breakwaters, appliances and in­
stallations used for mooring, anchoring, safekeeping 
of vessels, building and maintenance of watercraft, 
embarkation and disembarking of passengers and 
cargo, warehousing and other cargo manipulation for 
purposes of production, refining, control and job pro­
cessing operations for the needs of other activities of 
the economy that are connected with them. 

Definition of port infrastructure 

Developed onshore areas, water territory, break­
waters, access to wharves, mooring installations, ac­
cess roads, railroad tracks, entryways, partitions, sew­
age and water supply systems, electric power facilities, 
lighting and other facilities that provide safety of navi­
gation, secure mooring and unobstructed perfor-
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mance of port services and telecommunication instal­
lations are the port infrastructure. 

Ownership of the port infrastructure 

The port infrastructure is under the ownership of 
the Republic of Slovenia, that is of the local adminis­
tration or by persons through private law. The Repub­
lic of Slovenia and respectively the local administra­
tion concedes the managing, implementing and devel­
oping the port ir.frastructure through allocation of a 
concession. 

Ownership share of the Republic of Slovenia in the Luka 
Koper d. d.: 

Access roads, railroad tracks, sewage and water 
supply systems, electric power facilities, lighting and 
telecommunication installations represent the owner­
ship share of the Republic of Slovenia in the original 
capital of the shareholding enterprise of Luka Koper 
d. d. 

Luka Koper d. d. has to maintain the basic function 
of these facilities as a part of the port infrastructure. 

Types of ports 

The Maritime Code classifies ports as: 
- ports intended for public transport 
- ports for special purposes 
- military ports 

Definition of port services 

According to the Maritime Code port services are 
defined as loading and unloading of cargo, embarking 
and disembarking of passengers, warehousing, sort­
ing, finishing operations and refining of goods, supply­
ing ships and their crews, towage of ships and other 
economic activities including industrial production, 
which enables a more consummating utilization of the 
port and its facilities. 

Port management 

The port management must organize the port ac­
tivities in such a way as to provide safe navigation, pre­
serve the environment and waters and render all the 
services required for unobstructed performance of the 
port to those for whom the port is intended. 

Public services 

The state, i. e. the local administration, cares for 
the quality of regularity in rendering services and for 
the safety of the port. The Maritime Code also defines 
the public economic services in the ports that may be 
conceded. 

In the only cargo port- the port of Koper, accord­
ing to the Code, the public economic services are: 
- regular maintenance of the port infrastructure in­

tended for public transport, 
- regular trash removal 
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- regular maintenance of facilities for safe naviga­
tion 
The Republic of Slovenia is warrant for the perfor­

mance of the mentioned economic services. 
The enterprise Luka Koper d. d. is the only com­

pany in the port of Koper that performs the port ser­
vice of cargo handling and warehousing. 

According to the typology of the mentioned re­
search, the port of Koper falls into the category of 
mixed ownership. 

3.3 The form of managerial autonomy in the 
port of Koper 

Luka Koper d. d. is the manager of the port. On the 
basis of the Maritime Code, on Nov. 21,2002 (Official 
Gazette 103/2002) a Decree was issued according to 
which the Government Administration allocated con­
cessions, and the decision was reached that the first 
concession be given to enterprise Luka Koper d. d. for 
a period of 35 years [5]. In the mentioned decree the 
subject of the concession is: 
3.1. the right to use the port infrastructure which is 

under the ownership of the state, 
3.2. the right to manage, implement and develop the 

port infrastructure, 
3.3. the right to carry out public economic services of 

maintenance of the port infrastructure on a regu­
lar basis. 

The Decree stipulates that mutual relations be­
tween the Republic of Slovenia and Luka Koper d. d. 
are regulated by separate agreement that explicitly de­
fines the rights of utilizing the land, building on the 
land and all other issues connected with the use of the 
infrastructure. The signing of the mentioned agree­
ment with Luka Koper d. d. is still pending. 

Luka Koper d. d. does not have Port Authority in 
the classical sense of the term. According to the Stat­
ute of the Luka Koper d. d., the enterprise has a sin­
gle-member management supervised by a supervisory 
board of 9 members in the structure of which there are 
three representatives of the state, a representative of 
the local administration of the municipality of Koper 
that is itself a 7% owner of ordinary shares, a member 
representing small shareholders, a representative of 
the funds that the Luka Koper d. d. holds in its portfo­
lio and three representatives of the employees ofLuka 
Koper d. d. Such a structure of the supervisory board 
that chooses the president of the management of the 
joint stock company does not allow the predominance 
of state power over the management of the port. 

The state has minimal rights in bringing decisions 
on occasion of shareholder assemblies of the enter­
prise Luka Koper d. d, with merely 2% of votes, which 
is in proportion with the ownership structure of ordi­
nary shares. On the basis of priority state shares, the 
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state rights in decision-making are very limited. From 
this we may assess that the autonomy of port manage­
ment in the Luka Koper d. d. is very high. 

In the event of transformation of the state priority 
shares into ordinary shares, and even after sales that 
would decrease the ownership share from 49% to 
25%*1 %, only then could the state acquire a control­
ling block of shares and votes with which it could have 
a more substantial influence in decision-making on all 
issues and thereby minify the autonomy of the port 
management. 

3.4 Managerial responsibility of the port of 
Koper 

Luka Koper d. d., as the sole port operator man­
ages the entire port. The Management of the enter­
prise Luka Koper d. d. has complete freedom in con­
ducting its economic policies, policy of superstructure 
development, and the right of bringing forth a me­
dium-term plan of development of the port infrastruc­
ture that is previously acknowledged by the Govern­
ment of the RS. The port management is also respon­
sible for maintenance of the port infrastructure. 

According to the described managerial responsi­
bility of port managers, the Port of Koper can be eval­
uated as a «Full service» port. 

3.5 Financing investments in the infrastruc­
ture of the port of Koper 

In the Decree on the allocation of a concession to 
Luka Koper d. d., article 19 reads: 

Together with the approval of the program for de­
velopment of the port infrastructure, the RS Govern­
ment determines the investments financed by the 
state. An annex to the agreement on concession will be 
signed for each new investment. In the event of invest­
ments that the state cannot finance due to a lack of re­
sources in the budget, a deal can be made with the 
concessionaire on the possibility of financing the in­
vestment with the concessionaire's assets. The details 
connected to implementation of investments and 
other matters are to be regulated through an annex to 
the agreement on concession. 

In the past period the Luka Koper d. d. has already 
implemented and financed some investments in port 
superstructure, both before and after the issuing of 
the Decree. This component of the relationship be­
tween the state and Luka Koper d. d. is disputable, 
non-transparent and for this reason the agreement on 
mutual relations between the port and the state has 
not yet been signed. 

In the medium-term plan of development of Luka 
Koper d. d. which has also been acknowledged in the 
state regional and development program, the building 
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of a new Quay III is foreseen, and will demand great 
investment resources (estimated at 0 100 million) 
while the structure of financing has not yet been estab­
lished. 

Here, the state has wholly new possibilities to de­
termine the source of financing, hence by changes of 
respective articles in the Maritime Code it can give a 
concession to some other concessionaire to build 
Quay Ill. 

3.6 Cost recovery invested in port infrastruc­
ture of the cargo port of Koper 

Port infrastructure in the port of Koper is in the 
ownership of the state. In the ownership transforma­
tion carried out in 1995, the port infrastructure value 
at that time was determined. 

On Feb. 2, 2002, prior to enactment of the Mari­
time Code, the Minister of Transport & Communica­
tions signed with the president of the management of 
the port of Koper an "Agreement on leasing of the op­
erative shoreline and land of Koper port of which the 
Republic of Slovenia is owner". According to that 
agreement, and later to the stipulations of the Mari­
time Code and Decree of allocation of a concession, 
the Luka Koper d. d. is entitled to charge fees for the 
use of port infrastructure. On the basis of the said 
agreement, which was supposed to be temporary until 
the enactment of the Maritime Code and subse­
quently the signing of the agreement on concession, 
the port of Koper was from charging port dues ex­
pected to invest about USD 1.7 million in the renova­
tion of the port infrastructure, and to pay into the state 
budget Sit. 20 (10 US cents) for every transhipped ton 
of cargo, which amounts to approximately USD 
750,000 to 1,000,000. Luka Koper has been paying 
these amounts to this very day, since the final agree­
ment on mutual relations between the Luka Koper d. 
d. and the state has not yet been signed. 

According to the principles ofEU transport policy, 
billing port charges for the use of transport infrastruc­
ture should cover the cost of the transport infrastruc­
ture. 

On the grounds of co-ownership in the enterprise 
Luka Koper d. d., the state upon issuance of the an­
nual balance sheet of the joint stock company, which is 
revised by an independent and certified public ac­
countant, receives dividends on the basis of both pri­
ority and ordinary shares. 

The state report does not quote to what extent in­
comes accumulated in this way represent a corre­
sponding annual or cumulative amount for amortiza­
tion of the port infrastructure. 

The Decree on allocation of a concession in favour 
of Luka Koper d. d., in Article 16, states that the public 
economic services for maintenance of port infrastruc-
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Table 1 - Inflow into the state budget based on dividends and rentals from the operative shore and land owned by the 
RS in the port of Koper and investments into the port infrastructure from the state budget 

Year 
Inflows from Payments from rentals of 

dividends (USD) operative shore and land 

1993-1995 4,362,173 

1996 1,374,626 

1997 1,257,010 

1998 1,418,604 

1999 1,250,494 

2000 1,392,750 594,826 

2001 1,350,280 601,789 

2002 1,768,562 683,113 

2003 2,385,818 976,582 

Total 16,560,317 2,856,309 

Source: Uprava Republike Slovenije za pomorstvo 

ture are to be financed from port charges. The port 
charges should be formed in such a way as to cover the 
maintenance costs of port infrastructure. The conces­
sionaire is liable to keep a separate accounting record 
on incomes from port charges and the costs of mainte­
nance of the port infrastructure. 

From the mentioned we may conclude that the 
costs of operating and maintenance of port infrastruc­
ture are recovered through port charges and that this 
component of the record is transparent; however, the 
state sources are not transparent with regard to what 
extent the earmarkings of Luka Koper d. d. into the 
government budget cover the amortization of the port 
infrastructure. Such a calculation will most probably 
be shown on occasion of the final regulation of rela­
tions between Luka Koper d. d. and the state. 

Table 1 shows the rate of inflow into the state bud­
get based on the dividends and rentals for use of the 
port infrastructure of Luka Koper d. d. The tabular 
presentation shows that the inflow going into the state 
budget acquired from utilization of the port infra­
structure and the state share in the ownership of Luka 
Koper d. d. by far exceed the state investments into the 

6.000.000 
0 ... (/) 4.000.000 

~ ::) -~ 2.000.000 

0 - ---
............... 

1993- 1996 1997 1998 
-1995 

Total payments that went Investments into the port of 
into the state budget Koper from the state budget 

4,362,173 0 

1,374,626 128,082 

1,257,010 0 

1,418,604 1,993,232 

1,250,494 1,670,635 

1,987,576 691,746 

1,952,069 301,524 

2,451,675 0 

3,362,399 1,933 

19,416,626 4,787,152 

port infrastructure, thus we may contend that the pe­
riod under observation is probably properly related to 
the period and service life of the infrastructure regard­
ing the cost recovery of investments going into the 
port infrastructure. 

3.7 Possibilities of access to port services 

As was already mentioned previously, the RS is­
sued on Nov. 29, 2002 a Decree on allocation of the 
first concession to Luka Koper d. d. for a term of 35 
years. The allocation of the first concession was not a 
public competition but was instead allocated directly 
to the enterprise Luka Koper d. d. 

The Decree underscores that upon expiration of 
the concession, the concession can be given to some 
other concessionaire chosen by public tender. 

With the building of the new Quay III that will 
have a multimodal terminal and here we are talking 
about a new port infrastructure in the Koper basin, the 
possibility of selecting some other concessionaire re­
mains open. 

... ...---. 
.... -.... .: - -

1999 2000 2001 2002 2003 

-+-- Total payments that went into the state budget 

-II- Investments into the port of Koper from the state budget 

Graph 1 - Inflow into the state budget based on dividends and rentals from the operative 
shore and land owned by RS in the port of Koper and investments into the port 

infrastructure from the state budget 
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5. CONCLUSION 4. COMPARATIVE ANALYSIS OF THE 
ORGANIZATIONAL STRUCTURE OF 
THE PORT OF KOPER AND THE 
PORTS OF THE EU 

In our discussion so far we have talked about the 
characteristics of the organizational structure, man­
agement and financing in EU ports and the sole 
Slovenian cargo port of Koper. A comparative analy­
sis can best be condensed and presented in a tabular 
form, of the kind we saw in the mentioned document 
from Brussels called »Commission staff working doc­
ument on public financing and charging practices in 
the community sea port sector« 

Table 2 presents the organizational structure of 
EU ports along with a comparison of the organiza­
tional structure of the port of Koper. 

The regulation of the port system of the Republic 
of Slovenia i. e. of its only cargo port of Koper, is going 
through a period of transitional problems. The owner­
ship transformation of Luka Koper into a joint stock 
company was conceived in such a way that the state in­
fluence on the port became small-scale, and the ten­
dency today is to change this situation. When we com­
pare the port of Koper and its organizational structure 
with EU ports, we see that in its organization, manage­
ment and funding, it does not stand apart but simply 
belongs to the ports with great autonomy of port man­
agement and a mixed state and private ownership in 
which efforts are made to recover capital that went 
into port infrastructure; however, so far this principle 
has not been transparently proven to a complete de­
gree. 

Table 2 - Organizational structure of EU ports in comparison with the port of Koper* 

PUBLIC PORTS 

TYPE I TYPE II TYPE III 

Ownership PUBLIC PUBLIC MIXED 

Autonomy of port man-
Very restricted 

agement 
Limited High 

Responsibility of port 
State operated/ >> Landlord<<P* * * 

>>FULL 
<<TOOL PORT<<** (predominantly)! 

management 
P./<<LANDLORD<<*** >>Tool port<<** 

SERVICE«**** port 

External public funding Extensive Important Very limited 

Partial recovery pre-
Services full, infra-

Not principal objective dominant 
Cost recovery practices structure investments 

INVESTMENT some 
WARFARE 

Access to provide ser- Open tender I direct Direct agreement 
Direct agreement 

vices agreement predominant 

Limited 
Relative importance in Limited Very important 

7% 
traffic terms * 8% 75% 

Port of Koper 100% 

Belgium 
Denmark 

Denmark 
Finland 

Greece 
France 

Type of organization 
France 

Germany Denmark 
employed by member 

Portugal 
Greece Sweden 

states The Netherlands Great Britain 
Germany 

Portugal 
Italy 

Spain 
Sweden 
Italy 

*Percentage of cargo in the national structure of port traffic 
•• A port in which the PAis not only providing basic infrastructure but also (some) facilities to port operators 
••• A port in which the PA is coordinating port development and manages only basic infrastructure 

PRIVATE PORTS 

PRIVATE 

Complete 

»Full service<<**** 
port 

No public aid 

Full cost recovery 

Normally Closed 

Limited 

10% 

Mostly UK but also in 
other EU member 
states 

•••• A port operating company runs the port entirely. This company is very often established in a mixed holding between public and private operators. 
italics - tThe present-day situation in the port of Koper 
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The state is dissatisfied with the mode of port man­
agement up to now, although the port as the only port 
operator operates very well and the traffic of the port 
has been increasing from one year to the next. Excel­
lent business results influence the permanent growth 
of the market value of ordinary shares of the enter­
prise Luka Koper d. d. on the Slovenian stock market. 
The state dissatisfaction is firstly reflected in the as­
sessment that Luka koper d. d. has too much auton­
omy, whereas the state has little influence on the busi­
ness operations of the port. Preparations for the trans­
formation of state priority shares into ordinary shares 
are under way, and their partial sale on the capital 
market, and at the same time retaining 25% of the 
shares, would give the state greater managerial au­
thority. The process is progressing very slowly and one 
has the impression that the interests of private capital 
are so strong that the state apparatus for the time be­
ing is not able to carry it out. 

Also, a major investment project of a new port 
quay is in preparation, which might easily escalate the 
current complication and disagreements to the ex­
treme and possibly give rise to a completely different 
systemic management of the port. 

Promet - Traffic&Transportation, Vol. 19, 2007, No. 1, 29-37 

Dr. sc. MILOJKA POCUCA 
E-mail: milojka.pocuca@fpp.edu 
Univerza v Ljubljani, Fakulteta za pomorstvo in promet 
Pot pomorscakov 4, 6320 Portoroz, Republika Slovenija 

SAZETAK 

ORGANIZACUSKA I UPRAVIJACKA STRUKTURA, 
FINANCIRANJE I OSTALI ELEMENT/ LUCKOG 
SUSTAVA REPUBLIKE SLOVENUE 

U clanku je prikazan lucki sustav Republike Slovenije i or­
ganizacijska, vlasnicka i upravljacka struktura jedine teretne 
slovenske luke u Kopru. Analiza organizacijske, vlasnicke i 
upravljacke strukture izvedena je po metodologiji koja je pri­
mjenjena u europskom projektu »Commission staff working 
document on public financing and charging practices in the 
community sea port sector<<. U clanku je izvedena komparativ­
na analiza koparske luke sa ostalim lukama EU na podrucju 
orgnizacije, vlasniStva, upravljanja, javnog financiranja, racu­
novodskog pracenja javnih sredstava uloienih u lucku infra­
strukturu, nacela povrata uloienog kapitala i mogucnosti do­
stupa luckih operatera na lucku infrastrukturu slovenske teret­
ne luke. U clanku se nagovjestavaju i moguce vlasnicke i 
upravljacke promjene u Luci Koper. 
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lucki sustav Republike Slovenije; organizacijska, vlasnicka i 
upravljacka struktura luke Koper; nagovjestaj promjene 
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