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Executive Summary

ES1 Background

Development of Anguilla’s sea and air transport
gateways is currently being held back because of
the difficulties that AASPA is having in
developing a sound business plan which they can
implement in accordance with Government’s
transport policy. AASPA is having particular
difficulties in balancing its costs and
expenditures.

Traffic through Anguilla’s ports and airports is
much reduced from the 2006 and 2007 peaks. It
is, however, expected to recover. Base growth
for both passengers and freight is forecast to be
about 5% per year.

Almost all the stakeholders interviewed by the
Consultants have welcomed the emergence of
AASPA. They have particularly welcomed the
more-business like approach that it represents.

Although not directly a matter impinging on the inst
choices now facing Government in regard to the m
links are important to note. There are two choices:

 to concentrate initial investment at the ferry
 to concentrate on development of air transpo

The airport is current ICAO Cat 5 but can temp
imposed security and other regulatory requirement
the UK.

The ports are ISPS compliant but that also resu
regulation is devolved to the Maritime Administrat
implement the conventions and codes have not been

Government is currently being asked by the “Fore
to a “Framework for Fiscal Responsibility” (FFR),
things provide the necessary framework for und
and/or concessions, not currently catered for under
the Government and AASPA’s goals for developing

Short term, the focus must be on resolving AASPA
AASPA has only had a CEO for one six-month pe
have been undertaken by the Board. Recently, th
impose charges on its users that would ensure its co
Page ES-1

itutional problems facing AASPA, the directional
ajor development works for Anguilla’s transport

terminal; or
rt and the airport.

orarily be raised to Cat 6. The internationally
are therefore costly. Regulation is undertaken by

lts in high-cost security. Safety and security
ion in the MoICUH but many the regulations to
drafted.

ign and Commonwealth Office” (FCO) to accede
now in draft form. The FFR will, amongst other

ertaking “Public Private Partnerships” (PPPs)
the existing agreement and which are, long term,
the airports and seaports.

’s institutional and fiscal problems. Since 2009,
riod. The duties normally undertaken by a CEO
e GoA has also rejected AASPA’s requests to

mmercial vaiability.

Anguilla, St Maarten/St Martin and St Barths
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ES2 Findings and Recommendations

The following are the Consultants principal findings and recommendations:

 organisational structure and governance:

- a new, competent, CEO should be appointed as soon as possible;

- Board membership limited to six plus a Chairman;

- the Board should confine itself to ensuring AASPA operates in accordance with
Government transport policy - it should also provide fiscal oversight, -it should not be
involved in day-on-day micro-management issues;

- there should be an “Airport Users Liaison Committee” and a “Seaports Users Liaison
Committee” both chaired by the new CEO which would manage the interface between
AASPA and important stakeholder groups;

- the Blowing Point ferry boat operators: should be organised into an Association;

- with one or two minor provisos, staffing levels are commensurate with the needs of
AASPA and its international regulators;

- wages paid are similar to those paid in Government and/or as required by the market to
attract suitable qualified personnel – AASPA personnel are not overpaid;

- managerial staff have, in the most part, the skills required to run the organisation;

- there is need for training of some lower level staff, particularly security officers;

- annual reports, and audits must be instigated – an auditor must be appointed..

 the “Air and Seaports Authorities Act” requires some minor amendments if AASPA is to
operate as was originally intended. These amendments are important:

- the Act should require one Board member with qualifications/experience in each of the
air transport, shipping and tourism sectors – and one with a legal background It is
important that the Board has a depth of experience;

- in order to reduce the scope for conflicts of interests amongst Board members: there
should be clauses to the effect the following:

 before appointing a person to the Board member, the Governor in Council shall
require the proposed appointee to provide a declaration of interests;

 if the proposed appointee declares an interest, the Governor in Council shall not
appoint him as a Board member unless he/she is satisfied that the declared
interest is not likely to prejudicially affect his/her performance.

- a clause should added making it clear that the Authority can sub-contract its
operations to any organization/persons when it deems this to be commercially
appropriate.
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- the Act should require that if the Minister rejects a Business Plan put forward by
AASPA the Minister must indicate how the rejected plan failed to meet Government
policy: it must not be possible for the Minister to reject the Plan on any other ground;

- the Minister should be given a maximum of six weeks to approve or reject the
Business Plan: if he/she fails to do this then the Plan would be deemed to have been
accepted;

- AASPA should be required to submit their Business Plan to Government before the
beginning of each new financial year;

- clauses are required requiring the Authority to indicate in its Business Plan how it
would balance its books: the Business Plan would therefore have to show how
charges might recover expenditure and could provide a number of options for
Government to consider. Government would have the right to reject any charges that
were deemed contrary to Government policy but, in such circumstances,
Government would have to provide a plan for funding the shortfall from other
sources. Government would also have the right to reject the Plan if the AASPA
auditors considered they were making excessive profits;

- the Act should clearly specify that the Authority has the “right to collect user
charges: these to include passenger and freight terminal user/terminal charges,
security charges and revenues for its development funds and any other users charges
it deems appropriate for the use of its facilities and to set those charge at levels that
are appropriate for recovering its cost including, as necessary, debt repayments.

- Clauses 86(1) and 86 (5)(c) which give ASPA regulatory powers should be repealed:
the “Merchant Shipping Act” provides the same powers to the Maritime
Administration in the MoICUH, which is where these regulatory powers should
properly reside.

 other administrative changes required: these centre on completing the transfer to AASPA
of important functions still undertaken by Government:

- revenue collection: with AASPA cashiers put into positions at the ports of Road Bay
and Blowing Point;

- obtaining title to immovable property;

- AASPA agreeing to, and arranging for, the provision of office space for important
stakeholders: principally for customs and immigration at Road Bay; and

- AASPA taking over from customs the job of tallying cargo entering the transit shed
at Road Bay: though, perhaps with a revision to the structure of Port Dues so that
they are collected not on tonnage throughput but against the length of time ships
berth and the length of quay they occupy – this would reduce the need for much
tallying.

 reductions in operating costs and securing revenues: there are, with minor exceptions, few
opportunities to reduce operating costs. - it is consequently important that AASPA is able to
raise revenues from its users and it is recommended:
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- that AASPA introduces, using its own Authority under the AASPA Act (revised as
necessary) a “Passenger Service Charge”: it should, in parallel decline to accept
“Embarkation Tax” revenues from Government – Government might, then reduce
the “Embarkation Tax” to the level it requires for generating revenues for its own
purposes

- that AASPA instigates an immediate increase of 35% in all its user charges1: this
would imply, in the case of the new “Passenger Service Charge”, a charge of USD
35 for tourist departures and for Anguillans using the airport and a charge of about
USD 7 for day trippers and Anguillans using Blowing Point - this would however be
a temporary measure until the AASPA accounts are in a state to reveal more precise
costs of providing services to a different customers and separately at the airport,
Blowing Point ferry terminal and Road Bay freight terminal;

- the above all-round increase could be reduced to 25%: if AASPA implemented the
new security charges and levies on ferry boats departing Blowing point that were
agreed by ExCo in October 2012; and

- long term, AASPA instigates a detailed study with the intention of more closely
aligning its charges with costs: this with a view to determining tariffs that recover
costs and reasonable profits only.

 technical assistance required: There is a need for assistance to:

- mentor any new CEO that AASPA may appoint: possibly for 12 months in total over
a period of two years;

- draft new non-air-side regulations for the airport;

- draft regulations for important international maritime conventions and codes: which
because of a lack of regulations have not been implemented in Anguilla; and

- assist AASPA with a detailed revision of its tariffs: this would involve examination
of both the structure and rates.

Finally, opinions should be sought from the Attorney General’ Office in regard to:

 whether, or not, AASPA has the right to, unilaterally, impose the security charges and ferry
pier dues approved by ExCo in October 2011; and

 the implications on relationships between AASPA and the GoA resulting from the 2012
amendment to the “Air and Sea Ports Authority Act” which imposed on AASPA the duty to
ensure “commercial viability”.

1 This 35% increase would be sufficient to allow AASPA to pay for its ECD 1,500,000 contribution to the cost
of fire services.
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1 Introduction

1.1 General

On 5th December 2012, in accordance with EU
EuropeAid Framework Contract
127054/C/SER Multi - Lot No 2 –
Infrastructure and Transport, and at the request
of the European Commission Delegation in
Barbados, SAFEGE submitted an offer to
undertake the works described in Request for
Services Number 2012/307386 “Support to the
Anguilla Air and Seaport Authority”. The
contract was awarded on 21st December 2012.

This Report is submitted in accordance with the
requirements of the ToR for a “Draft Final
Report” by the end of the first mission. The

content of this report, as required by the ToR,
has also been presented at the first internal
Stakeholder Workshop. Notes of the
proceedings are provided as Appendix A.

1.2 Structure and Purpose of the
Report

The report largely follows the outline suggested

in the section of the ToR headed “Expected
Results”, see Appendix B, viz:

 the Consultant’s Review and Analyses
in Regard to the AASPA Institutional
and Operating Framework: - provided in C

 Options and Recommendations – provided

Prior to this, the Consultants have provided, in the

 some notes on the economic costs that the
to Anguilla’s development: a speedy
Anguilla’s stakeholding community;

 traffic forecasts: which have been prepare
improve the AASPA’s financial situation c

 background notes on some of AASPAs mos
Anguilla’s Clayton J Lloyd Airport welcomes visitors
– the terminal and other infrastructure, however,

needs repairs
Road Bay: Anguilla’s Port for Freight- the quay is in

a poor state of repair and long-term the intention is

to move freight operations to Corito Bay and to

reserve the Bay for yachts
Page 1 - 1

hapter 2; and

in Chapter 3.

sub-sections below:

present problems facing AASPA might be causing
resolution of the situation is clearly desired by

d in order that the financial viability of options to
an be tested;

t important problems;
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 options in regard to the direction of general development for Anguilla’s transport links with
the wider region;

 a brief summary of some important airport operational information;

 a brief summary of some important seaports operational matters;

 some other general fiscal concerns that impinge on air and sea transport and AASPA
operations; and

 Anguilla’s legal framework and legislative agenda.

A bibliography and lists of stakeholder meetings are provided in Appendices C and D.

1.3 Economic Costs of Inaction

Development of Anguilla’s sea and air transport gateways is currently being held back because of the
difficulties that AASPA is having in developing a sound business plan which they can implement in
accordance with Government’s transport policies. The down-turn in the World and in Anguilla’s
economy is also having a detrimental effect. AASPA is, consequently, having particular difficulties in
balancing costs and expenditures. The qualities of service offered by AASPA and the operators using
these gateways are, therefore, also being diminished.

Infrastructure and operating service improvements are needed at both the Blowing Point ferry terminal
and Airport, but are unlikely to occur until: traffic volumes turn upwards; AASPA can be assured of a
sound financial foundation; and AASPA has in place the governance structure that gives investors the
confidence to join in partnerships with itself and Government. Direct funding of infrastructure by
Government is unlikely to be possible because of budgetary problems.

Infrastructure improvements are mooted for both the air and sea transport sectors, but the
infrastructure improvement plans for both sectors are now on hold. The plans are described in Section
1.6. Their implementation:

 would enhance the Anguilla experience and create the ambience appropriate to the “high
value/low volume” tourism Anguilla’s economy relies on this: there is now a danger that this
could be lost to other destinations; and

 might enhance Anguilla’s position as an alternative air transit point to the highly successful
tourist destination of St Barths: unlike St Maarten whose airport apron and runway are
sometimes highly congested and which is now the preferred transit point for traffic to St
Barths, Anguilla’s runway has much spare capacity and there is a direct VFR air traffic
corridor between the two islands1.

Another problem is revenue leakage. While AASPA remains in only indirect control of much of its
finances, it is likely this leakage will continue.

1 The runway on St Barths is 650 meters. The island is small and there are no plans to accommodate large
aircraft and/or to operate long distance air services.
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1.4 Traffic Forecasts

The Consultants’ traffic forecasts are detailed in Appendix E.

There are three forecasts: optimistic, base and pessimistic – that derive from a review of likely growth
in GDP and of the elasticity of demand for travel against that growth. The forecasts have been used to
test likely options for returning fiscal stability to AASPA.

In summary:

• passenger growth is expected to be:

- with base economic growth: about 5% per year;
- with optimistic economic growth: about 9% per year; and
- with pessimistic economic growth: about 1% per year.

• freight growth is expected to be:

- with base economic growth: about 5% per year;
- with optimistic economic growth: about 12% per year; and
- with pessimistic economic growth: about 1% per year.

1.5 Background Notes on Some of AASPA’s Most Important Problems

AASPA was created in an attempt to operate the air and sea ports in a more-business-like manner,
introducing a clear separation of an important business unit from the policy-defining and regulatory
arms of Government.

Almost all the stakeholders interviewed by the Consultants have welcomed the emergence of the
Authority. They are particularly keen on the more business-like approach that it represents. A number
of stakeholders have, however, questioned the overall effectiveness of the initiative in a small
community and without additional safeguards.

At the time it was created, it was intended that the AASPA should have access to all the finances it
needed for its year-on-year operations. It was recognised that ports and airports operating without
major competitors should be able to raise sufficient revenue in the form of user charges.

Regrettably:

 there were no clear definitions of legitimate user charges: the Embarkation Tax, which it was
assumed would be a ring-fenced and major source of revenue, was challenged by the
incoming Government and AASPA lost control of the amounts of revenue it could rely on
from this source; and

 landing, wharfage and tonnage charges etc. on users: could not be raised to recover costs.
Government approval was required and Government refused to endorse raises, even though
the Anguillan charges were known to be below regional equivalents. New charges, such as
for “Security Provision” and “Passenger Service” were similarly rejected.

Critics have, consequently, noted a lack of success in two important but as yet unrealised initial
intentions, that:
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 the AASPA Board would be able to formulate a Business Plan based on clearly-defined
revenue and expenditure streams: it was intended that the Plan would be in line with
Government defined policy and the Board would seek approval from Government before the
implementation of the Plan. After Government approval, the Board would then apply policies
to ensure the Plan’s implementation and would monitor its success.

Neither Government nor the Board would involve themselves in the day-to-day operations of
the Authority – this would be the role of the AASPA CEO.

 the AASPA CEO would manage all of the Authority’s day-on-day activities – he/she would
report to the Board in regard to the success or lack of success in these matters.

Because of close family ties and a tradition of an all-embracing Government, an unfortunate tendency
for micro-management has, however, emerged. Micro-management issues have dominated all levels
of management and have taken precedence over efforts to implement wider issues that might benefit
the economy at large.

The current impasse is, consequently, difficult to resolve. Anguilla is a small nation and it is more
difficult than in other places to secure the normal separations between policy making, regulatory
control and service provision. In Anguilla, it is also difficult to fill public sector posts without
inevitable conflicts-of-interests.

One view, prevalent in some influential areas and deriving from the perceived impasse, is that AASPA
was thrust upon the GoA by the EU and that the EU should consequently provide, in grant form, the
budgetary support that is needed to sustain it. Those that hold this view have put to the Consultants
their recognition that user-charges are well below regional equivalents, but cite the poor condition of
some elements of this infrastructure as the reason for charging low user fees. Given the general
welcome that AASPA has been given by most stakeholders and its clear, albeit theoretical, ability to
raise revenues sufficient to recover costs (shown later in this document) and also to put some money
aside for capital maintenance, this view must be firmly rejected.

Questions have also been raised in regard to staffing levels and the costs of staffs. These matters have
also been investigated – see Section 2.4.

1.6 Options in Regard to Direction of General Development for Anguilla’s Transport
Links with the Wider Region

Although not directly a matter impinging on the institutional problems facing AASPA, the directional
choices now facing Government in regard to the general development of Anguilla’s transport links
with the wider region do have some important peripheral effects and need also to be reported. This is,
moreover, a matter which is straining relations amongst decision-makers.

The choices essentially are:

 to concentrate initial investment at the ferry terminals: such policy would take account of the
recent major investments at PJIA on St Maarten – with Anguilla capitalising on its close
relationship with both the French and Dutch administrations and further extending
cooperation – such policy would usefully be complemented by:
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- better regulation of the ferry operation through and at Blowing Point: there are presently
about 13 private operators (all Anguillan) providing a haphazard timetable to the French
side of St Martin. There is congestion on both the land and marine sides of the terminal,
which is old and in need of repair, rehabilitation or replacement. There are also new
direct fast scheduled and charter ferry services direct to Princess Juliana Airport on the
Dutch side.

Uncertain, and sometimes cancelled, ferry services are a clear impediment to tourism
development.

- an at least-temporary acceptance of hub and spoke air-service provision: though in the
long-term, it would be good to have direct flights to the US mainland2.

Two problems with this approach were noted:

- difficulties caused by the occasional blockades of the ports on the French side by French
fishermen during internal French industrial disputes; and

- a perceived subvention of Anguilla’s national aspirations for economic independence3.

A 20 million USD development project for Blowing Point ferry terminal has been identified
and could be implemented if a policy-decision for initial investment in this direction was
approved. The Caribbean Development Bank had indicated prior to AASPA’s later approach
to private-financiers that it was prepared to support this project with a USD 18 million loan.
This earlier move had, however, been blocked by the FCO because it would have caused a
breach in the terms for Anguilla’s borrowing set out in the “Statement on Agreed Borrowing
Procedures”. These rules limit the ratios of: “Net Debt to Recurrent Revenue” to 80%; “Debt
Service to Recurrent Revenue” to 8%; and “Liquid assets to Recurrent Expenditure” to 25%.

The investment, would, besides providing a gateway more appropriate to the “high value”
tourists that Anguilla seeks, solve a number of land-side operational problems including:
terminal congestion in the departure areas; conflicts in the movement of departing and arriving
passengers4; parking; and space for proper taxi queuing;

 concentrate on development of air transport and the airport: essentially the investments
would be aimed at the infrastructure necessary to provide cheap direct flights from the US
mainland. Operators such as JetBlue are seen as a first target. The belief is that tourism can
be substantially boosted if access can be improved. The 2011, Halcrow/CHL “Tourism
Masterplan” largely supports this opinion, though some see it as a long-term, rather than
short-term, goal. The most important investment would be either:

2 45-seat ATR services to San Juan which had been provided three-times a day by American Eagle, have now
been abandoned – the only services to San Juan now being a nine-seater once daily operation by Cape Air and a
scheduled charter service using a similar sized aircraft by Rainbow Air/Anguilla Air Express.
3 A difference in regard to the approaches adopted by Anguilla and French St Martin in regards to international
transport/security obligations is important. Anguillans have unimpeded entry to St Martin whereas St Martin/St
Maarten residents entering Anguilla are subjected to the now rigorous border, immigration and security
procedures that, amongst other things, require passengers to spend extra time in the terminals. It was reported
that this is largely a result of the FCO/Anguillan insistence on maintaining international standard security and
immigration controls. On the other hand, because cargo ships leaving French St Martin are not subjected to full
international security controls and checks, they cannot travel directly to US territory but must proceed to such
destinations from a destination such as Anguilla, where checks are made.
4 Reported to be the reason many ferries do not depart on time – departing passengers are not allowed onto the
quays until arriving passengers have all disembarked and entered the immigration hall.
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- an (as yet not fully costed) extension of the airport runway to 6,600 ft to accommodate
regular arrivals of Boeing 737s; or

- a new 7,500 feet runway and terminal – to accommodate long-distance arrivals and
estimated to cost USD 250 million5

There are, however, those who believe that large influxes of tourism will destroy the “low
volume/high yield” tourist traffic that has so successfully contributed to Anguilla’s growth.

The economics of both airport development options, however, remain untested and were
questioned in the Halcrow/CHL report. That report notes “it is unlikely that either of the
above options could be supported in purely economic terms”. It is for this reason that this
option is seen by many as an appropriate long-term aspiration, rather than an immediate,
strategy.

1.7 A Brief Summary of Some Important Airport Operational Information

The Airport is currently ICAO CAT 5, but can be temporarily raised to CAT 6 to accommodate
occasional non-scheduled larger aircraft arrivals – typically Boeing 737s:

 airport inspections: are conducted by the UK, Department of Transport;
 air traffic control: is undertaken locally; but
 approach control: is undertaken from St Maarten’s Princess Juliana International Airport

(PJIA) which is 18 km from Anguilla’s Clayton J Lloyd Airport 6.

The largest aircraft currently landing on a regular basis are the 64 seat Dash-8s operated by LIAT. The
airport could, however, accommodate the Embraer 195 (110 seats) on a regular basis. The runway can
also accommodate, on a non-fully laden basis, and after special permission for landing has been given
from the UK, Boeing 737s. These do currently arrive on an occasional charter basis.

Operating a CAT 5 airport is, however, proving prohibitively expensive. US TSA inspectors after
their inspection of last year provided a 45-item list of matters for rectification. To date, nothing has

5 The alternative extension to 6,600 ft of the existing runway with improvements to the terminal is reported tp
have been estimated to cost USD 17 million. With this option, large international jets (eg Boeing 747s would
still be unable to land).
6 Princess Juliana International Airport (PJIA) on St. Maarten is about 10 km north-west of Philipsburg. It is
operated by Princess Juliana International Operating Company NV (PJIAE), a limited liability company, wholly
owned by PJIA Holding N.V. which in turn is fully owned by the Government of the Island Territory of St.
Maarten. Under a concession granted to PJIAE for a period of twenty years - effective January 3, 1997- PJIAE
manages, operates, maintains and develops the airport.
The airport is served by many scheduled carriers: Air Canada, Air Caraibes, Air France, American Airlines, BVI
Airways, Canjet, Caribbean Airlines, COPA, Corsair Airlines, Delta Airlines, Dutch Antilles Airlines, Inse Air,
JetBlue Airways, KLM, LIAT, St Barths Commuter, Spirit Airlines, Take Air, Sun Country Airlines, Sunwing
Airlines, United Airlines, US Airways and Winair. There are also a number of charter and freight-only
operators.
A new control tower with two new radar systems allows aircraft surveillance over 50 and 250 nautical miles
radii. Air traffic control manages 4,000 square nm of airspace and approach control for Clayton J Lloyd
(Wallblake) in Anguilla, Esperance in French St Martin, Gustaf III in St Barths, F D Roosevelt in Sint Eustatius
and Juancho E Yrausquin on Saba.
A new 27,000 square meter terminal opened in 2006 designed for 2.5 million passengers per year. There are 42
check-in desks, 8 transit desks and 11 boarding gates. There are 10 immigration desks and five exit desks.
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been done and the inspectors have returned. There is, consequently, a real danger that important
airport operations could be shut down and/or some airlines shut out.

AASPA undertakes baggage screening for the airlines and is paid for it. It also undertakes all security
checking of passengers and airport visitors.

1.8 A Brief Summary of Some Important Seaports Operational Matters

There are three ports:

 at Blowing Point: three finger piers – two of which are used at any one time for the small
passenger ferries that ply to St Martin/St Maarten. The traffic to the French and Dutch parts
are distinct.

- to French St Martin: the adult fare is USD 15 and there is a continuous service provided
by about 12 independent, private, owners with boats of carrying capacity 65 to 134
passengers. The service operates from about 06:30 to 18:30. The boats leave when full,
though the AASPA ensures a rostering system so that boats do not try to race or load
simultaneously. The rostering service means that operators only have their boats ‘on-
duty’ for fixed periods – there are long lay over times. Typical frequencies during busy
periods are one boat every 15-20 minutes. AASPA also tries to ensure that boats will
leave, even if not full, after a specified maximum lay-over time. The GoA is currently
discouraging more operators from entering this service. They would prefer new operators
on the route to the Dutch side.

AASPA obtains no revenue from the boat operators - though there is an after-hours charge
of US 30/hr/boat arrival, imposed by Customs, for every hour after 19:00 that the terminal
stays open.

- to Dutch St Maarten: a more regular service to PJIA with faster boats each carrying a
maximum of 12 passengers at a fare of about USD 40-45. Although an “on demand”
service, there is also a minimum schedule and, for an experimental period, the service has
been extended to 21:30.

 at Road Bay: now the terminal for freight – and containing the office of the ports
superintendent. There is a single pier. The width has, however, been partially extended on the
RHS and at a lower level to accommodate small boats that used to call at Blowing Point.

Traffic is much reduced from the “boom” period of about six years ago. There is however a
regular daily service by two boats to St Maarten. The majority of sea-freight bound for
Anguilla is transhipped from larger vessels (and from aircraft) in St Maarten. Other freight is
mainly from Puerto Rico or the USVI. The largest vessel that regularly puts in is 800 GRT.

 at Corito: now a terminal only for liquid fuel imports – though mooted in the long term as the
port for all types of freight – AASPA has no presence at Corito Bay and while it is reported
that it relies on Customs for ensuring operation and that its revenue is collected, no revenue
has been recorded from this source.

The ports are ISPS compliant but this requires a large security presence. The Maritime Administration
(MoICUH) is responsible for regulatory matters in regards to sea ports and to ship and port interfaces.
The international requirements of the IMO conventions include the provisions of the “International
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Convention for the Safety of Life at Sea” (1974/1988) (the SOLAS Convention) now implemented in
Anguilla. With the promulgation of the required regulations on 1stJuly 2004, the “International Ship
and Port Facility Security (ISPS) Code”, which sits within SOLAS, also entered into force in
Anguilla. The Anguillan legislation which is used to authorize these codes and conventions is the
“Merchant Shipping Act”. It sets out responsibilities for the security and safety of passengers, crew
members, personnel, visitors and other users of the sea port facility.

1.9 Some Other General Fiscal Concerns that Impinge on Air and Sea Transport and
AASPA Operations

Government is currently being asked by the “Foreign and Commonwealth Office” (FCO) to accede to
a “Framework for Fiscal Responsibility” (FFR). This document is now in draft form. It is intended to
replace the current “Statement on Agreed Borrowing Procedures”.

The FFR will, amongst other things provide the necessary framework for undertaking “Public Private
Partnerships” (PPPs), not currently catered for under the existing agreement. The FCO sees it as
setting out a more realistic approach for current economic conditions. There are, however, a number
of conditions on borrowing contained in the draft that the GoA would like to see relaxed. Amongst
these are:

 the borrowing limits criteria: the draft specifies the proportions of “net debt”, “debt service”
and “liquid assets” to “maximum recurrent revenue” – the GoA would prefer “maximum
recurrent revenue” to be replaced with GDP;

 the four year initial term that the document imposes before PPPs can be agreed with the GoA;
and

 an ECD 15 million dollar threshold: for projects with value higher than this, the document
requires independent accounting, legal, financial, economic, environmental and other
technical advice and costed risk and impact assessments. The GoA would like a higher
threshold.

Government’s financial programme is encapsulated in the August 2010 “Medium Term Investment
Strategy” (MTIS). Amongst other things, this sets out the framework for borrowing under EDF-10.
To some extent, and with the world financial crisis continuing, the plans set out in the MTIS must now
be seen as optimistic. The plan is, nonetheless, useful as it focuses on the short term, with measures
aimed at:

 restoring macro-economic stability; and

 a serious reconfiguration of Anguilla’s national debt.

1.10 Legal Framework and Legislative Agenda

A brief summary of Anguilla’s Constitutional position, the operation of the Executive and National
Assembly and the current legislative agenda in Anguilla is provided as Appendix G.
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2 Consultant’s Review and Analyses in Regard to the AASPA
Institutional and Operating Framework

The sub-sections below are titled in the same
manner as those in the ToR.

2.1 AASPA Mandate

The “Anguilla Air and Sea Ports Authority”
(AASPA) derives its mandate from the
“Anguilla Air and Sea Ports Authority Act” of
May 2009 - as amended in 2012.

The 2012 amendment is particularly important

as it replaces the requirement of AASPA to
ensure “function” with a requirement to ensure
“commercial viability”.

Opinions should be sought from the Attorney
General’ Office in regard to:

 whether, or not, AASPA has the right to,
unilaterally, impose the security charges
and ferry pier dues approved by ExCo in
October 2011; and

 the implications on relationships
between AASPA and the GoA resulting
from the above 2012 amendment to the
“Air and Sea Ports Authority Act”
imposing on AASPA the duty to ensure
“commercial viability”.

2.2 Activities and Operations: Past and Presen

Recent Developments

Until the creation of AASPA in 2009, air and seap
Government under the auspices of the Ministry of Transp

The creation of an operating authority had, howeve
recommendation of the KPMG “Public Sector Develop
also a condition for the final disbursements from EDF 9
remain in charge of policy and regulatory control) from
efficiency and reducing the scope for damaging confli
about following submission of the “Report on a
Requirements for a Ports Authority” - Government of An
May 2009.
Anguilla’s Blowing Point Ferry Terminal
Marigot’s Gare Maritime – St Martin where the

Anguilla Ferries arrive
Page 2 - 1

t

ort operations were undertaken directly by
ort.

r, been mooted since 1997. It was the
ment – Implementation Action Plan”. It was
. The separation of Government (who would

operations was seen as a way of increasing
cts of interests. The Authority finally came
Study of the Legislative and Institutional
guilla, MoICUH by DLN Consultants Inc. in
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The Act setting up the Authority was passed by the House of Assembly on 13th October 2009 and was
gazetted and came into force on 19th October 2009.

The DLN report envisaged (although they did not incorporate this provision into their draft Act) that
certain revenue streams would be ring-fenced for use by AASPA. These included:

 at the airport:

- landing fees
- baggage handling charges
- lease and concession fees
- fuel flow surcharges
- air navigation fees
- taxes on tickets (airport development tax, and security tax but not the tourism levy)
- security charges
- embarkation tax

 at Blowing Point:

- embarkation tax
- security charges
- lease and concession fees
- ferry licences
- ferry/ship dues

 at Road Bay (yacht charges)

- cruise permits
- mooring permits
- embarkation tax

 at Road Bay (freight charges)

- pier dues
- port dues (these might include for pilotage and lights – those these are not provided even

thought the former is nominally compulsory)
- tonnage dues
- warehouse rents
- leases
- container fees
- other ship dues
- cargo handling dues (for any cargo handling undertaken by AASPA)

Until February 2012 and the appointment of its first CEO, Mr Vincent Hippolyte, the Authority was
run by its Board1.

About 50% of AASPA revenue was expected to come from the Embarkation Tax. However, on 2nd

November 2011, Government decided to hand over only 50% of that tax and to do this only on a
Quarterly Basis.

At the time of this decision, plans were being prepared for two major infrastructure facilities:

1 In the opinion of the Attorney General’s office, illegally
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 a new passenger terminal at Blowing Point costing an estimated USD 20 million: CDB
funding was initially envisaged but when the UK FCO determined that it would breach GoA
borrowing limits, private finance was sought and CFAS-Ltd (financial consultants) were
engaged to draw up plans and tender the facility. CFAS considered the project financially
viable. The plans were, however, abandoned when the AASPA revenue was cut. The view of
AASPA’s consultants was that the project was no longer financially viable.

 improvement works at the airport – these would most probably have involved an extension to
the runaway and new terminal facilities – the work was, however, cancelled before detailed
plans could be drawn up.

During the next months, a number of representations were made by the CEO, by AASPA’s
Consultants and by Board members to Government pointing out the serious financial situation being
faced by the Authority. A number of proposals to substitute for the revenue that had been lost were
made (increasing landing charges, fees for the use of Blowing Point by ferry operators, a new
passenger service charges and a new security charge – these latter charges to be applied at both air and
sea ports) but these were, initially, all rejected by the GoA2.

On 30th August 2012, an important member of the Board, Mr Bill Grandfield resigned his position.
On the 30th September 2012, the new CEO’s 29th August resignation became effective and, on 22nd

September, the Chairman of the Board, Mr Ken Banks also resigned. These three officers, who have
all granted interviews with the Consultants, were of the unanimous opinion that the AASPA could not
function unless the lost revenue sources were somehow restored to a position close to that
recommended by the DLN consultants. It was noted that, while the rights of Government to tax
revenue and to disburse it according to their own agenda was clear, other charging mechanisms were
available to replace the lost revenue.

Operations not Transferred to AASPA

Although constituted in 2009, a number of operations envisaged in the Act were not transferred
immediately to AASPA. Some still have not been transferred. Most importantly:

 the land on which the airport and ports sits has not yet been transferred: Land and Surveys
Department has had to survey and value the facilities. This work is, however, nearing
completion and it is reported that the transfer should occur shortly;

 Customs services to AASPA: Customs collects port charges on behalf of AASPA at Road Bay
and Corito and Embarkation and Cruising Taxes from the yachts at Sandy Ground (Road
Bay);

 Inland Revenue services to AASPA: Inland Revenue officers collect Embarkation Tax at the
airport and Blowing Point;

 shared premises: the sharing of facilities (offices, warehousing/transit sheds, etc.) with
Customs and Immigration is not finalised;

2 On 26th October 2012, ExCo agreed also to institute: (i) a USD 10 security charge on departing passengers; (ii)

a USD 5/tonne security fee on break-bulk cargo movements; and (iii) a USD 40 security fee on container

movements; and (iv) a USD 10 per trip pier fee on departing ferries. Collection is, however, stalled.
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 IT services: are provided by the GoA; and

 Pensions: contributions are being deducted but there is, as yet, no AASPA pension plan3.

The AASPA is currently operating without a CEO (the Board is, once again, collectively taking on
that responsibility) and surviving on ‘ad hoc’ subventions from Government. Usefully Government
has agreed to partially restore AASPA’s entitlement to revenue from the Embarkation Tax. AASPA
should shortly begin to receive 75% of the revenue from that source.

2.3 AASPA Organisational Structure and Governance

Organisational Structure

The AASPA organisational and governance structure is summarised on Figure 2.1. The structure
shown is as submitted to the AASPA Board for its approval, though with a section indicating top-level
governance requirements. The relationship of the AASPA to airport and port users is also shown.

AASPA’s own rationale for the structure is provided below.

“The AASPA is proposed to have four levels in its structure namely ‘policy’, ‘executive and strategic’,
‘management’ and ‘functional’. The ‘policy’ level comprises the Board, the ‘executive and strategic
level’ is the Chief Executive officer (CEO), ‘management’ comprises the CEO and heads of the
divisions and departments, and ‘functional’ comprises supervisory and line staff.

 The external audit function is a legal requirement to be complied with. It reports directly to
the Board but relates with the executive and management when discharging its
responsibilities. This function is external to the structure.

 The rest of the structure is core. The seaports and airports are the two divisions which
generate revenues and the core functions of the Authority. Their industries are regulated
internationally and are kept under independent regulatory oversight. They require certificates
to maintain internationally recognised operational statuses.

 The departments provide services to the divisions. They are central service providers which
foster economies through efficiencies. They are absolutely critical functions which allow the
divisions to concentrate on core services while the support business and services are carried
out by them”.

The structure is close to that recommended in the “Report on a Study of the Legislative and
Institutional Requirements for a Ports Authority” – MoICUH, Government of Anguilla – DLN
Consultants Inc., May 2009.

Governance: Principal Board Duties

The Board’s principal duties, as noted above, are to set AASPA policy - which the Board should align
with Government’s own transport policy.

The AASPA Board’s other duties are mainly oversight – ensuring legal and fiscal responsibility.

3 The “Pensions Act” specifies the holders of positions that are entitled to pensions. AASPA is not covered by
the terms of that Act. It may therefore have to make its own pension provisions.



Draft Final Report: Support to the Anguilla Air and Seaport Authority Safege/Acciona Ingenieria

Page 2 - 5

Principal Personnel: Duties – Present and Recommended

The “Report on a Study of the Legislative and Institutional Requirements for a Ports Authority” DLN,
May 2009 contains a section describing “Principal Personnel Duties” and there is no reason to make
major adjustments to the recommendations contained therein. The text from that section, albeit in
slightly modified form and with occasional recommendations for additions, highlighted in bold, is
reproduced as Appendix I.

Air and Sea Port Users Liaison Committees

There should also be an “Airport Users Liaison Committee” and a “Seaports Users Liaison
Committee” both chaired by the CEO and with members representing all air and sea-port user groups:
customs, police, passengers (in this case, possibly represented by someone from the Tourist Board),
Inland Revenue, immigration, veterinary and phyto-sanitary control officers, airlines, and their agents,
concessionaires, fire services and freight forwarders. All these groups need to have formal methods
for presenting their views and assisting airport management in operating the airport in a manner that is
in accord with all stakeholder-needs and which is transparent to all.

Each liaison committee should meet at least once every two months

Blowing Point Ferry Boat Operators Association

In addition to the “User Liaison Committees”, much benefit might be had from encouraging the ferry
boat operators to form an Association. The Association could be formed under the “Friendly Societies
Act”, and in a similar manner to that now being adopted by the taxi drivers.

The Association:

 would then be able to lobby more effectively (and the AASPA would be able to ‘hear’ more
clearly) their common views;

 would provide a representative to sit on the “Port Users Liaison Committee”;

 could work with AASPA in order to better organise the use of terminal facilities and rostering
of services on the maritime-side of the ferry terminal: the operators clearly have many sound
ideas in regard to managing the flow of maritime traffic into and out of the harbour that might
usefully ease congestion – their active participation in decision-making in this regard needs to
be encouraged – they need to have ‘ownership’ in the operations.

2.4 AASPA Staffing Levels, Skills Sets, Salaries and Wages

General

A number of stakeholders have opined that:

 staffing levels are too high: the numbers of air traffic controllers, met-office, fire service,
accounts and security staff have been particularly criticised;
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 qualifications and skills demanded by AASPA are inappropriate: some stakeholders have
considered that AASPA’s demand for qualifications amongst its accounts staff and security
personnel are unnecessarily high barriers; and

 salaries and wages paid by AASPA are too high.

They look for a leaner, less costly to operate, AASPA.

Staffing Levels

A number of stakeholders have suggested that:

 AASPA could dispense with its accounts department and use Government accounts services:
the Consultants do not agree with this view – if AASPA is to be run commercially it must
have day-on-day access to and, be accountable for, all aspects of its accounts. It must also
have day-on-day access to its revenues and it must be able to make payments to its suppliers
as and when appropriate and promptly.

AASPA must also have its own budgeting processes and a management information system
that can provide the CEO and its Board with up-to-date and accurate information as and when
such is required. AASPA cannot be held at the mercy of third parties. AASPA accounts
should also be prepared on an accrual basis and not on a cash basis.

AASPA should therefore collect all revenue that is deemed to be for the operation of the
Authority. If this includes Embarkation Tax, then it should also collect this tax. Any leakages
in the collection of this tax would then be the responsibility of AASPA. AASPA’s direct need
for this revenue might, then, cause them to be more diligent in preventing avoidance than do
the present collectors.

AASPA needs also to keep separate its accounting functions (payroll, receivables, etc.). This
is a prudent precaution to prevent fraud.

 ATC, met- office and fire service are overstaffed: AASPA’s ATC, met-office and fire-service
staffing levels are specified by AASPA’s regulators – AASPA must also have a reserve for
when staff are sick, on leave or unexpectedly absent – although there is a danger that this
situation is being exploited by such staff, the costs to the economy of sudden airport closure
because of a lack of any of these staff would be immense; and

 Security is overstaffed: AASPA’s security staff levels are controlled by its regulators and the
regulators are presently seeking increased numbers. Numbers might, however, be reduced if
cameras installed in the tower were to monitor the fence and/or staff were more-highly trained
and could multi-task, and if absenteeism could be reduced. Capital investment and training
might therefore reduce operating costs. The options for this and for some-multi-tasking
should be considered further.

A more efficient operation might also come about if security services were to be contracted out.
Training and operational standards that penalised the contractor if absenteeism reached a specified
maximum level could be set. It is reported that such approach has already been considered by AASPA
but it was deemed too costly.

An alternative might be to attempt to second staff to, say, St Maarten for short periods. There they
might learn how to operate more efficiently. One of the problems appears to be that work-loads are
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irregular - between flights and when there is no activity at the ports, the staff have nothing to do and
they “disappear”. They resume duties at their own pace.

Qualifications and Skills Sets

Senior staff qualifications are summarised on Table 2.1.

The professional stakeholders consulted by the Consultants have all opined that the team of
professionals that AASPA has in place are sound and that they have the correct skills sets. The
Consultants agree with this assessment.

These higher management officers have, moreover, been diligent in seeking to ensure that those
working at the lower levels of the administration have the correct skills sets. Indeed, it would appear
that AASPA has been frustrated by Government when it sought to rectify perceived deficiencies in
some of these skill sets4.

Other Criticisms

Stakeholder criticism centres around other aspects of the administration, principally:

 Governance: the intended separation of AASPA management from the traditional micro-
managing influences of Government in very small nations has not been achieved;

 the AASPA Board has often also become involved in micro-management: this is not its
mandated role;

 there has been no forum for Stakeholders to express their opinions in regard to management
decisions: many stakeholders feel that management would be improved if they could
communicate their experience and ideas;

 the new security regime has been introduced insensitively: it is opined that there has been
insufficient resourcing and no liaison with important stakeholders – in this regard it is also
opined that many security personnel are less than adequately qualified when they join the
force and their morale is low – absenteeism is high. There has been criticism that they deal
with the public in an off-hand and unnecessarily authoritarian manner. On the other hand it is
noted that many stakeholders simply resent the restrictions on their movements that the new
security regime has brought about.

Salaries and Wages

Summary salary information for senior AASPA management is provided on Table 2.2. The
information is compared to equivalent information for civil servants on the same table.

When AASPA was established all GoA staff associated with the operational functions of the sea and
air ports were transferred to AASPA. Transferred staff inherited equivalent GoA salaries and
conditions.

4 Most notably when AASPA deemed that Inland Revenue Tax Officers collecting Embarkation Tax and
transferred to the Accounts Division were unsuitably qualified and sought to have them gain new skills.



Draft Final Report: Support to the Anguilla Air and Seaport Authority Safege/Acciona Ingenieria

Page 2 - 8

AASPA has since recruited a number of essential personnel to implement the recommendations made
by the DLN Report and in accordance with its recommended management structure – principally for
accounts, human resources and administration. Two new trainee Air Traffic Controllers were
additional requirements required to bring the department up to the regulatory standards of two
controllers per shift. No additional employment benefits are bestowed on AASPA personnel.

The only significant variance in salary occured with the CEO. His compensation package was set at a
the level to attract an external person with the best possible experience and expertise.

Except for the CEO, salaries are close to those paid to Government civil servants. With the recent cut-
backs in civil servant salaries (but taking account of the agreement that the civil servant cut-backs will
be repaid when the economy improves), AASPA salaries may now be a little below their civil servant
counterparts.

AASPA: New Employee Salaries

Position
AASPA Salary

(ECD)
Grade

GOA Salary

(ECD)

Air TrafficDepartment
Air Traffic Controller Trainees (2) 41,832 J/M 44,856 - 48,141
Air Traffic Controller III 71,964 G/TTM 66,408 -74,172
Accounts Department
Acc. Officer - General Ledger 55,404 H 49,617 - 54,315
Acc. Officer - Payables & Payroll 55,404 H 49,617 - 54,315
Cashiers (2) 48,132 K 39.762 - 44,424
Accounts Supervisor 100,000 C/D 96,606 - 107,890
Administration
Human Resource Manager 100,000 C/D 96,606 - 107,890

2.5 AASPA Governance Structure and the Institutional Framework under which it
Operates

Board

Clauses (1) and (2) of the Act state that:

“(1) The affairs of the Authority shall be managed by a Board consisting of not more than 10
members appointed by the Governor in Council5 from among persons experienced or engaged in
business management, industrial relations, engineering, shipping, airport management, import and
export operations, tourism or law; areas such as shipping, airlines, labour relations, community
services, finance, law, trade, science and tourism but no more than 2 members shall be public officers.
(2) Each member shall be appointed for a term not exceeding 3 years”.

The intention of Clause (1) is clearly to place on the Board people with appropriate competencies
and to set it at arm’s length from Government. It could, however, be strengthened via a clause that
specifically prohibits membership by Government Ministers and/or members of Parliament. It
might also be useful to require at least one Board member with qualifications/experience in each of

5 In practice the Minister in charge of MoICUH nominates persons.
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the air transport, shipping and tourism sectors – and one with a legal background. It is important
that the Board has a depth of experience.

Anguilla is a small community and there are difficulties associated with conflicts of interests6 that
larger communities can more easily overcome. The “Public Utilities Commission Act” has special
provisions to mitigate this problem which were not incorporated into the “Air and Sea Ports Authority
Act”. It is recommended that such provision is now made viz:

“ (1) Before appointing a person (the “proposed appointee”) as a Commission member, the
Governor in Council shall require the proposed appointee to provide him with a declaration of
interest in the prescribed form.
(2) Where, in a declaration made under subsection (1), the proposed appointee declares an interest,
the Governor in Council shall not appoint him as a Commission member unless he/she is satisfied
that the declared interest is not likely to prejudicially affect the exercise and performance by the
proposed appointee of his functions as a member of the Commission.”

General Powers

Section 17 of the Act provides the Authority with the power: “to do all things necessary for, or
ancillary or incidental to, the carrying out of its objects, including the power to—

(a) co-ordinate and integrate systems of airports, seaports and port services and to levy
charges and dues for the use of the facilities and services provided;

(b) design, construct, acquire by purchase, lease or otherwise and operate facilities
relating to the ports;

(c) enter into any transaction which in the opinion of the Authority, is necessary to ensure
the proper performance of its functions.

(d) in particular and without prejudice to the generality of the provisions of paragraphs
(a), (b)and(c), it is the duty of the Authority to—
(i) manage and operate the ports as appears to be best calculated to serve the public

interest,
(ii) regulate and control navigation within the limits of such ports and their

approaches,
(iii) maintain, improve and regulate7 the use of such ports and the services and

facilities therein as it considers necessary or desirable,
(iv) provide for such ports and the approaches thereto such pilotage services, air

traffic control services, beacons, buoys and other navigational services and aids
as it considers necessary or desirable,

(v) exercise the duties and functions in any enactment relating to shipping, aviation
and navigation formerly exercisable by the Ministry of the Government of
Anguilla with responsibility for ports, and

(vi) carry out exclusively the loading, unloading, landing and carrying of all goods to
and from all ships and aircraft in a Port;

(e) open, maintain or close an account with any bank in Anguilla that holds a licence
under the Banking Act;

(f) write off debts; and

6
The Act, usefully, does already require members of the Board to declare interests before a debate on matters

that might contain a conflict of interest.

7 The inclusion of the word “regulate” is, perhaps, inappropriate given that AASPSA was not intended to be a
regulatory organisation. This matter is discussed in later sections of the report.
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(g) make reasonable contributions to charitable or philanthropic causes by way of
sponsorship or otherwise.

(2) The Authority may, with the approval of the Minister, authorise in writing any person,
corporation or other body to carry out the functions stated in this section subject to such conditions
and restrictions as the Authority may consider desirable.

Clause (2) above is important as the Minister must approve any private-sector involvement in the
working of the air or sea port. To this it might be prudent to add a clause making it clear that the
Authority can sub-contract its operations to any organization/persons when it deems this to be
commercially appropriate.

A list of the “Regulations” that have been enacted under the terms of the Act is provided in Appendix
G.

Business Plan

Section 22 of the Act states:

“The Authority shall, not later than 4 months before the commencement of each financial year and in
such form as the Minister requires, prepare in respect of the financial year, and submit to the
Minister, a proposal for a business plan for the financial year in accordance with the regulations”

The Business Plan has to be approved by the Minister. This is reasonable as the Plan must
conform to Government’s transport policy. It should not, however, be possible for the Minister to
reject the Plan on a whim. The present law requires him to state the reasons for any rejection, but
this could be strengthened via a requirement to indicate, instead, how the rejected plan failed to
meet Government policy.

Annual Accounts and Report

The “Anguilla Air and Sea Port Authority Act” requires that:

“Within 3 months after the receipt of the report of the Chief Auditor, the Board shall submit to the
Minister—

(a) its audited accounts and a copy of the report of the Chief Auditor; and

(b) an annual report of its operations and activities for that financial year.”

The Consultants understand that there has, as yet, been no auditing and no annual reports. This
position must be rectified.

Revenue

Part 4 of the Act provides for revenue and, amongst other things, states these are to be:

“the sums received by the Authority in respect of dues and charges levied and payable under the
provisions of this Act and any regulations”

There is no requirement to ring-fence the Embarkation or other taxes for use by the Authority and
there is no incumbent requirement of the Minister to ensure that the Authority has charges that either
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recover costs from users or access to other funding sources. The Consultants consider this to be a
fundamental weakness. As the GoA is effectively imposing a “Public Service Obligation” on the
Authority and as it is not now allowing the Authority to impose charges on its users sufficient to
generate the funds necessary to meet its costs, Government must provide either:

 an agreed subvention; or
 additional sources of revenue.

The Act could be strengthened via clauses requiring the Authority to indicate in its Business Plan
how it would balance its books. The Business Plan would therefore have to show how charges
might recover expenditure and could provide a number of options for Government to consider.
Government would have the right to reject any charges that were deemed contrary to Government
policy but, in such circumstances, Government would have to provide a plan for funding the
shortfall from other sources.

The Act should also clearly specify that the Authority has the “right to collect user charges,
including passenger and freight terminal user/terminal charges, security charges and revenues for
its development funds and any other users charges it deems appropriate for the use of its facilities
and to set those charge at levels that are appropriate for recovering its cost including, as necessary,
debt repayments”.

In order to prevent undue delay in agreeing the Business Plan it would be useful if the Act specified
a maximum time for Government to respond to the AASPA submission. A period of six weeks
might be appropriate. If Government did not respond during that time period, the Plan would be
deemed to have been accepted.

2.6 The Political and Regulatory Environment under which AASPA Operates

Political Environment

The GoA controls all political decision making except for Foreign Affairs which is the responsibility
of the UK’s Foreign and Commonwealth Office (FCO). While almost all political authority in matters
to do with the port consequently sits with the Chief Minister and the Executive, the retention of
foreign affairs responsibilities by London, causes the Governor to have responsibility for safety and
security at the airport and seaports. This is important. If the Governor considers that safety and/or
security are being compromised he/she could take over the operation of the port.

The political and legal framework is further detailed in Appendix F.

Regulatory Environment: Maritime Sector

The regulatory regime for both the air and maritime sectors is principally concerned with safety and
security and, as such, is considered in Section 2.9.

Ferry service fares to St Martin/St Maarten are approved by Government. Presently, there are,
however, no calls from the operators for increases.

There is no effective regulation of the land-side operations at the ferry terminal. There is a need to
better regulate the approach to the passenger pick-up area by taxis and in regard to all vehicle parking.
There is also a need to reduce the extent of soliciting by touts representing (or purporting to represent)
the operators of all types of transport (scheduled ferries, charter boats, and road transport suppliers) or
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to confine them to designated areas. With the layout of the present terminal, this may not be easy.
However, much could be done if the ferry operators could be organised in the same manner as the taxi
drivers into an Association (see recommendations made elsewhere in this report in this regard) and
representatives from the Association sat on the proposed “Sea Ports Users Liaison Committee”.

2.7 AASPA Financial Situation, including a Detailed Analysis of its Operating Costs
and Sources of Revenue

Introduction

This section outlines the issues associated with the financial wellbeing of AASPA and industry
characteristics which ensure that airports and sea ports can meet their “Public Service Obligations”. It
includes a detailed analysis of operating costs and sources of revenue. This is based on comparison of
two sets of financial scenarios:

 the first, whereby the traffic forecasts developed in Appendix E are applied without any
increase in charge levels; and

 the second, to include increases in charges, where appropriate.

The overriding objective is put AASPA on a sound financial footing both for the day-to-day
management and operational needs, and to response to its future development needs.

AASPA financial performance, 2008-11 and preliminary management accounts, 2012 are shown on
Tables 2.3 and 2.4.

General Considerations and Background

Air and sea ports must be able to collect sufficient revenues to finance their investments and
operations, and to maintain a level of service which is acceptable to all users – such to include
passengers, importers and exporters, and ship and aircraft operators. Air and seaports must, of course,
also support the wider economic interests of the communities they serve.

Charges should preferably be imposed only for services and functions which directly relate to, and
benefit, civil aviation and maritime operations. There should not be charges for functions which are
the primary responsibility of governments. Governments may however, if they wish, impose taxes for
such functions.

The charges on air and sea traffic are the levies or fees intended to recover the cost of providing air
and sea port facilities and services8.

The 2012 GoA budget recognized that AASPA could not balance its budget by the end of the year.
Two causes were recognized - that this would be because of high fixed costs and a reduction in
traffic. During the year, the AASPA implemented austerity measures to minimize its costs and to
cover only essential expenditures such as for salaries and wages, utilities, maintenance, air traffic
controllers training, security and its regulatory commitments. AASPA was unable in 2012 to engage
in any necessary capital projects for infrastructural improvements, machinery or equipment.

8
Often charges of this sort erroneously referred to as “taxes”. They are more correctly referred to as “charges”.
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At the end of May 2012, the AASPA attained full human resource autonomy, but to date is still in a
position where its sea ports revenues are being collected by the Customs Department. This is due to
the inability of the AASPA to pay the costs of remodeling the area to accommodate the Customs
Department and AASPA cashiers. The Inland Revenue Department also collects airport revenue such
as that imposed on airlines for baggage handling and on passengers for airport development, security
and tourism development – the so-called “ticket-taxes”. This badly affects AASPA’s cash flow
because the AASPA has to wait for the GoA to transfer to AASPA the revenue collected on its behalf
on a monthly basis.

The monthly revenue and cash flow for the AASPA is made up of the following:

 seaport revenue collected by Customs;
 airport revenue collected by IRD;
 airport revenue collected by AASPA; and
 Government contributions in the form of subventions from “Embarkation Tax” and advances

from the Consolidated Fund..

The “Revenue and Expenditure Statements” of the Ministry of Finance (2008 to 2010) as relate to the
operations of the air and sea ports, when they operated as government departments, outline the various
revenue heads associated with these ports as well as the Expenditure heads directly allocated to those
departments. In 2011, when the AASPA began the process to autonomy the revenue heads remained
unchanged and there were a number of expense items not allocated to the ports in prior years that
would now have to be borne by the ports including: grants and contributions to regional organizations,
training, professional and consultancy services, international travel and subsistence and insurance.

In all of the years reviewed (2008 to 2011), “Embarkation Tax” of 100% was the major source of
revenue for AASPA, contributing 41% of the total in 2008 and 50% in 2011. In November 2011, the
sudden and unexpected reduction in the Government’s subvention from 100% to just to 50% of the
“Embarkation Tax” has caused “Embarkation Tax” to contribute only 25% of revenue.

With 100% of the “Embarkation Tax”, AASPA had been able to meet its operating costs – though
there was little left over for infrastructural development. AASPA’s position after the reduction in the
subvention from this source (and its predominantly fixed, with minimal variable, cost structure) gave it
little choice if it wished to remain viable – it could either increase the fees charged for its services or it
could implement new charges.

In 2012, AASPA chose the latter option. Three revenue measures were recommended that are
common place both regionally and internationally. These were to introduce:

 a Passenger Security Fee at the sea ports: as such fee is presently only collected at the airport,
the charge was seen as particularly appropriate – by the end of September 2012, AASPA had
collected only ECD 134,940 at the airport, whilst its total cost of providing security services
for the same period was ECD 2,162,111;

 Cargo Security Fee: to cover cost of ensuring that sea ports are compliant with international
standards; and

 Port Fees: to maintain the piers presently used for ferry arrivals and departures (which is
different from the use of the maintenance dock and bunkering charges) or port dues paid by
cargo vessels.

These recommendations were not accepted and, as a result, AASPA was unable during 2012 to replace
its lost revenue. The proposed new passenger security was, usefully, agreed to in October 2012 but to
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date has not been implemented. Since then, the GoA has also agreed to increase AASPA’s subvention
from “Embarkation Tax” to 75% of the sum collected – this is reported to be effective from the
beginning of 2013.

In summary, in 2012, it is estimated that the GoA withheld the following revenues:

 from charges/taxes on passenger tickets – ECD 166,607;
 from “Embarkation Tax” (Passenger Service Charges) - ECD 1,901,502; and
 gains on currency exchange - ECD 27,695.

This totals ECD 2,094,803. Had AASPA received these sums it would have had a surplus in 2012 of
ECD 1,327,247. Instead it incurred a deficit of ECD 767,556.

However, if the AASPA obligation to pay to Government the 50% of costs for fire services, estimated
at ECD 1,500,000, then it would still have experienced a deficit, albeit a reduced one of ECD 172,752.

Accounting and Auditing Functions

The Act requires the Authority to prepare an Annual Business Plan, Annual Accounts and an Annual
Report and to ensure the accounts are audited by a qualified external auditor. A Business Plan for
2013 has been prepared and submitted to the Minister as prescribed. The other requirements are in a
transitional stage and taking longer than expected to implement. This is mainly because:

 of the staffing situation - with no CEO in place to drive the process and no officially
designated Finance Manager9 ;

 in 2012 AASPA sought to change its accounting system from a cash to an accrual basis as
recording revenues that are used to calculate earnings before actually receiving those revenues
can potentially misrepresent its financial results and lead to financial difficulties down the
road and vice versa for expenditure;

 the accounts are also not easily interpreted in terms of cost centers – there is a need for
AASPA to know exactly what costs and what revenues are derived from each of its
commercial activities – this could be achieved by sub-categorising the existing cost centers
based on the location of the expenditure and customer – this will be very important
information for future management;10

 the use by AASPA of the Government accounting system Smartstream is inappropriate for its
purposes as a business orientated organization – it is reported that the present software
requires too many time consuming adjustments and reconciliations; and

 the tender process for the selection of an auditor is outstanding – the process was started by
the CEO but abandoned on his departure.

2.8 AASPA Capital Maintenance Requirements

The operation of air and sea ports businesses are asset-intensive and require operating surpluses to
meet requirements for maintenance, refurbishment and expansion. The operators of air and sea ports
must take a long-term perspective to their business and ensure that capacity improvements are made

9 The Accounts Superintendent is undertaking this role and appears suitably qualified for both her present role
and the more senor position.
10 These difficulties have made the Consultants attempts to undertake detailed analyses of operating costs to the
full extent that they would have wished.
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before constraints occur. The level of charges needs to be sufficient to cover the cost to operate the
facilities plus the long term capital investment required to meet the current and anticipated demand.

The level and structure of charges should be sufficient to meet the full financial costs of operations,
including a reasonable return on assets and the development of appropriate reserves to deal with
unforeseen adverse circumstances.

It is not the purpose of this study to determine or recommend what additional or upgraded
infrastructure is required, but the needs at least for rehabilitation are obvious. The Consultant’s
observations and discussions with stakeholders identified, for example:

 either a refurbishment of terminal building and improvement of facilities at Blowing Point or
construction of a new terminal building;

 major dredging needs at Road Bay and minor needs dredging at Blowing Point;
 repair to the deck structure, piles and beams of Blowing Point pier;
 airport terminal refurbishment; and
 possible runway expansion.

The timing of these large capital works will, of course, depend on their economic justification and/or
operational requirements.

Despite the requirements of the Act for the Authority to set aside in a fund, called the “Expansion
Reserve Fund”, an amount that is not less than 1% of gross recurrent revenue, AASPA has not made
any such provision for future capital commitments since its establishment.

The Consultants’ financial analysis (see Section 3), has therefore, been structured so as to provide
recommendations for ensuring that the Authority will, in future, generate a surplus on its recurrent
costs.

2.9 AASPA Safety of Operators and the Public in Conformity with the Relevant
International Standards and Codes

Safety and security are the ultimate responsibility of the UK, and the Governor.

Regulatory Environment: Maritime Sector

Regulations are authorised under the terms of the “Merchant Shipping Act”. While the regulations
cater for the“International Convention on Safety of Life at Sea” (SOLAS) and the “International Ship
and Port Facility Security Code” (ISPS), the Regulations in regard to a number of other conventions
and codes to which the UK has acceded and to which Anguilla must therefore abide have not been
drafted11. Insufficient capacity in the Attorney General’s office is cited as the reason for this.
Anguilla should be provided with the assistance necessary to draft the appropriate regulations.

The GoA “Sea Port Regulations”, March 2012 define the regulatory regime at the seaport. They are
provided by authority of Anguilla’s “Merchant Shipping Act”. Inspections, vessel registration and
licensing are therefore the responsibility of the maritime administration in the MoICUH.
Unfortunately, there is also a clause in the “Air and Sea Ports Authority Acts” that reads:

11
Under this Act there are the: “Registration of Ship Regulations” and the “Small Commercial Vessels

Regulations”. It is understood that the latter are based on US practice.
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“86 (1) The Governor in Council may make regulations for the better carrying out of this Act,
including regulations –“

.....

“86 5 (c) “the inspection licensing, registration and certification of ships and aircraft, the charges to
be paid thereof and the number of passengers to be carried thereby”

Such regulations appear also to have been enacted.

The situation is confusing and leads to a conflict of interest for AASPA’s Port Superintendent who is
the only qualified officer for this work. The confusion needs to be resolved by repealing these
AASPA regulations and clearly transferring the authority to undertake this regulatory work to the
MoICUH and where de facto responsibility appears to reside12. Long-term, the conflict imposed
on the AASPA’s Ports Superintendent should also be resolved and other persons trained or
employed to do this work by the MoICUH.

The regulation of ferries departing from and travelling to the Blowing Point port is governed by Part 8
of the “Merchant Shipping Regulations”. The text states, amongst other things that “the CEO shall
prepare the daily roster of ferries scheduled to: (a) depart from the port to such other port or ports
outside Anguilla; and (b) travel to the port from such other ports or ports outside Anguilla” A policy
document is now being developed in order to manage and operate the port based on this principle and
in a reliable, efficient and safe manner. It has, as yet, not however been enforced. It might also be
proper to give the document greater force, by adding it to the text of the above referred to Regulations.

Regulatory Environment: Aviation Sector

As regards the airport and civil aviation, the DLN Consultants drafted new regulations, but these have
been abandoned. The regulations in regard to accidents were deemed to be inappropriate for Anguilla.
They also would have embedded a number of conflicts of interests for the Governor. He/she would
have had both regulatory responsibilities and the responsibility to appoint the regulator.

Airside, the CAA in the UK is the regulatory body. This derives from “Air Navigation Orders”
promulgated by the Governor. The UK’s CAA have contracted their oversight responsibilities to “Air
Safety Support International” (ASSI), a not-for-profit, wholly owned subsidiary of the UK CAA
established under the direction of the UK, DoT. ASSI’s primary objective is to help provide a more
cohesive system of civil aviation in the UK Overseas Territories. Although ASSI have no presence in
Anguilla, the Airport Manager is trained in airport and civil aviation safety requirements and he/she
can act on their behalf if safety is deemed to have been compromised. If the regulatory regime is not
enforced then ASSI have the power to downgrade the airport from its present Cat 5 status.

The US TSA also takes an interest in regulation. Their powers are, however, limited to authorising the
discontinuation of air transport services to the US. In some respects they impose a tighter regime than
ASSI, insisting, for example, on regular sweeps to check for explosives.

12
The “Merchant Shipping Act” speaks of the inspector (from the Maritime Administration in MoICUH)

forwarding a copy of his report to AASPA. This is, of course, proper AASPA needs to be made aware of any
deficiencies discovered.
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Although the airside and civil aviation regulatory regime is in place, it is reported that non-airside
regulations are in limbo13. It was the intention to prepare a fresh draft with the assistance of the
AASPA CEO. This process, however, had to be abandoned when the CEO resigned.

There is consequently a need for assistance to draft new non-air-side regulations.

2.10 AASPA Management and Regulatory Oversight Functions Including
Management Systems and Procedures, Human Resources, State of Assets, the
Governance Relationship between the Operational and Regulatory Bodies and
Interaction with Relevant International Organizations -Recommendations for an
Improved Organization and Management Framework at the Executive and
Operational Levels

AASPA is not a regulatory organisation and it consequently does not require regulatory oversight
management systems. The Political and Regulatory Environment under which AASPA operates
including governance relationships was described in Sections 2.6 and 2.9.

The only oversight functions currently undertaken by AASPA are:

 at the airport: the Airport Manager is trained in airport and civil aviation safety requirements
and he/she can act on behalf of ASSI if safety has been deemed to have been compromised;
and

 at Road Bay sea port: the inspections, vessel registration and licensing work undertaken by
the Ports Superintendent which it is believed is on behalf of the Maritime Department in the
MoICUH – though some conflict in legislation has been noted above. It has been
recommended that this conflict is resolved by repealing clauses in the AASPA Act that assign
it similar responsibilities in these matters as those enjoyed by the Maritime Administration
and, then, assigning these duties to other qualified personnel not working for AASPA – that is,
when they can be found or trained.

It is recommended that AASPA does not involve itself in regulatory functions and that the
separation of these function from the function of airport and sea port operations is maintained.

13 Despite this there are, on the statute book, “Revised Airport Regulations, 2010” which, amongst other things,
refer to the “Air and Sea Ports Authority Act” and to land-side operations. It is understood that these regulations
date from the time when the airport was operated by the MoICUH and were transferred to the AASPA Act. It is
not, however, clear whether these regulations are being applied.
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Table 2.1 AASPA - Senior Staff: Qualifications

Name Position Qualifications Comments
Airport
Mr. Remington
Lake

Airport Manager Caribbean Airport Project
Airport Management
Programme covering Regional
and International short term
programmes 1985 to 1990

31 years of experience in Aerodrome Management
The programme covered extensive training in all areas of
Airport Management

Mr. Lindon
Hodge

Deputy Airport
Manager

B Sc Management Studies
UWI (in progress)

27 years of experience having started as Air Traffic
Controller through the ranks, to Senior Air Traffic
Controller to the present position of DAPM

Ms. Helen
Tonge-
Richardson

Senior Air
Traffic
Controller

Certification in Aerodrome &
Approach Control
Certification in Meteorology

20+ years of experience as Air Traffic Controller
through the ranks to present position of Senior Air
Traffic Controller

Seaport
Mr. Edwin
Harris

Superintendent
of Sea Ports

Certificate in Port
Management
Masters in Shipping and
Logistics(in progress)
Certified Ship Surveyor &
Inspector

17 Years of experience as a Customs Officer; Qualified
PFSO, Experience in all aspects of Sea Ports
Management

Mr. Joseph
Rogers

Port Manager Certified Technical Teacher
Diploma in Mechanical
Engineering
Certified Maintenance
Management Physical Assets
(Crown Agents Training
Centre, UK)

11 Years of experience in Port Management, Qualified
PFSO, former technical teacher at Secondary Level,
Maintenance Manager in hospitality sector

Ms. Margaret
Reid

Piers & Harbour
Master

Certificate Supervisory
Management
Certified PFSO

Years of experience and up to level of Sergeant within
Security Department. Promoted to Piers & Harbour
Master as of 2011. Qualified PFSO

Mr. Sherman
Williams

Piers & Harbour
Master

MBA in Finance, Lindenwood
University, USA
CPA (uncertified)

Experience as a Customs Officer, and recent exposure in
Sea Port Management

Corporate
Accounts
Department
Ms. Donna
Banks

Accounts
Supervisor

BA in Accounting UWI
Masters in Travel & Tourism
Management, George
Washington Univ. USA

20+years of experience in tourism development,
Lecturer Accounting at CXC, Community College and
UWI level
Former Senior Adviser to Min of Tourism,

Ms. Iris
Richardson

Acc. Off General
Ledger

Certificate in Business
Administration U W I

20+ years of experience in
administrative/managerial/accounting positions in a
number of corporate establishments

Ms. Shari
Richardson

Acc. Off
Receivables

5 CXC Level including
Accounting Secondary Level
Education

Has worked with Goa from 2008, as Clerical Officer at
The Airport. Transferred to Accounting Department
within AASPA from 2011

Ms. Jaynelle
Lake

Acc. Off
Payables &
Payroll

BA(Hons) Accounting &
Finance, Univ. of Plymouth
U.K
Associate Degree in Business
Studies CAPE

Worked with Gov of Anguilla upon completion of
Secondary School and before taking up studies in the
UK
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Ms. Carema
Carty

Cashier Secondary Level Education

Ms. Lynda
Bryan

Cashier Secondary Level Education
CXC pass in Accounting

Experience in accounting, worked at corporate entities

Human
Resource
Ms. Merlyn
Rogers

Human Resource
Manager

BSc. (Hons) Tourism
Management UWI

MA Training & Human
Resource Development
University of Warwick, U.K

20+ years of experience in tourism development,
Director Tourism(Ag),
Human Resource Management at Regional Level
worked at the Organisation of Eastern Caribbean States
(OECS) St. Lucia

Security
Mr. Allan
Carty

Chief of Ports
Security

Police Officer through the
ranks
To Inspector of Royal
Anguilla Police Force

30 years of experience in policing,
Senior Management Programs (Policing)
Training Instructor at Regional Police Training Centre,
Barbados
Force training Officer
Fire Arms Instructor

Source AASPA



Draft Final Report: Support to the Anguilla Air and Seaport Authority Safege/Acciona Ingenieria

Page 2 - 21



Draft Final Report: Support to the Anguilla Air and Seaport Authority Safege/Acciona Ingenieria

Page 2 - 22



Draft Final Report: Support to the Anguilla Air and Seaport Authority Safege/Acciona Ingenieria

Page 2 - 23



Draft Final Report: Support to the Anguilla Air and Seaport Authority Safege/Acciona Ingenieria

3 Options and Recommendations

3.1 Options and Recommendations for an Optimal Organization Structure

Options

The immediate options for the organization
structure centre on:

 a continued, but strengthened, “Air and
Seaports Authority”: AASPA has been
generally welcomed by all stakeholders
and its potential to operate the airport
and ports efficiently is clearly recognised
by the majority of stakeholders –
usefully, it also separates the operational
function from the regulatory and policy-
making functions of Government and,
thereby, reduces the scope for conflicts
of interests – a matter which is very
important;

 a return to direct ministerial control: this
would be a major step backwards and is
not recommended – important
commercial objectives could rapidly be
subsumed by other political and social
objectives; or

 direct control by the UK Government:
this is a real possibility but likely only if

the FCO and regulators deem that safety
and/or security is being compromised –
for example, as a result of inadequate
funding for safeguards. It is not a
preferred option but, long-term, could be a
continues. If it did come about, any new impo
both the airport and ports to profitability by
principles discussed elsewhere in this report.

Longer-term, all of the above options could lead to m
of any one of the following:

 contracted out services;

 concessionaires;

 public-private-partnerships; or

 special-purpose companies.

These are discussed in more detail in Section 3.7.
provide the best framework for more private sect
PJIA Airport in St Maarten – should Anguilla

capitalize on recent developments here or seek its

own air transport infrastructure?
Corito Bay in Anguilla –now used as point where

fuel oils are bought in – long term the possible site

of a new port for freight
Page 3 - 1

n inevitable outcome if the current impasse
sed operators would, of course be able to return
applying some combination of the user charge

ore private sector involvement, and in the form

Continuing with an Authority will, however,
or participation – whatever its form. The
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commercial responsibilities that will be instilled in management under these arrangements will provide
them with a sound basis for the negotiation skills necessary, and oversight required of, private-sector
operators.

Proposed Changes to the AASPA Organisation Structure

The Consultants are not recommending substantial changes to the AASPA organization structure. A
radical rethink given the reported consensus-support amongst stakeholders for an Authority would be
counter-productive.

The proposals are, therefore, centred on:

 the need to appoint, as soon as practical, a qualified, AASPA CEO;

 changes to the structure of the Board so that there are always representatives from the civil
aviation, maritime, tourist and legal sectors and a reduction in Board membership to six;

 the creation of an “Airports Users Liaison Committee” and a “Sea Ports Users Liaison
Committee”;

 the encouragement (possibly with legal backing) of a “Ferry Operators and Owners
Association”;

 filling posts presently vacant and completing the transfer to AASPA of important functions
still undertaken by Government, particularly those related to finance: these would include:

- revenue collection and cashiers at the ports of Road Bay and Blowing Point1;

- obtaining title to immovable property;

- AASPA agreeing to the provision of office space for customs and immigration at Road
Bay; and

- AASPA taking over from customs the job of tallying cargo entering the transit shed at
Road Bay.

 training: particularly of security staff – and with complimentary studies to scope the
possibilities for multi-tasking when better trained and the use of cameras to undertake some of
the security staff’s present duties.

3.2 Recommendations in Regard to Suitable Staffing Levels, Skill Sets, Salaries and
Wages, in line with Present Arrangements, Regulators and the International
Community

Staffing Levels

Staffing levels were considered in Section 2.4. It was noted that there was little scope to adjust
staffing levels. The majority of staff are required by international regulators. Indeed, one of the major
recommendations coming out of this report, which is to ensure AASPA collects and is responsible for

1 The latter on the assumption that AASPA will receive revenue from users at Blowing Point.
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its own revenue will cause staff to increase. The transfer of other tallying functions at Road Bay may
also cause an increase in staff.

There are however six Taxi Dispatchers employed by AASPA at the Airport. These positions are a
hangover from when the GoA administered the airport and should no longer be part of the AASPA
establishment. They are largely intended to serve the tourism industry. The transfer of these positions
to tourism would save AASPA about ECD 210,000 per annum.

Security staff might long term also be reduced – but this will depend on the introduction of cameras,
training and, possibly, some multi-tasking

Skill Sets

As noted in Section 2.4, skill sets are deemed adequate and there are no recommendations for changes
other than the need to employ as soon as possible a qualified and experienced CEO.

Salaries and Wages

There are no recommendations in regard to adjustments to wages and salaries.

3.3 Recommendations as to the Role of Government Agencies in the Operation and
Management of AASPA

Government agencies should have no direct role in the day-on-day management of AASPA.

Government:

 is clearly, and should be, involved in the Appointment of suitably qualified candidates to the
AASPA Board;

 needs to approve the AASPA Business Plan - but this subject to the caveats on such
objections noted earlier in this report;

 will need to approve, and be involved in the negotiation of, any loans to AASPA that are to be
guaranteed by Government;

 should also approve any loans to AASPA that are not to be guaranteed by Government.

AASPA needs, however, to liaise on a day-to-day commercial and operational basis with all relevant
Government authorities, particularly Customs, immigration, the fire services department and
veterinary and phyto-sanitary officers from the Departments of Agriculture and Health. It also needs
to liaise with these agencies when their needs and AASPA’s own operational needs impinge on safety
and security. The Consultants’ recommendations in regard to how these organisations should in future
liaise with AASPA have been described earlier in this report. Contacts would essentially be via the
office of the AASPA CEO, the “Airport Users Liaison Committee” and the “Sea Ports Users Liaison
Committee”. These bodies should be the organs approached to deal with all day-on-day stakeholder
management issues, including any issues stakeholders may have with security - direct contact to the
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MoICUH, political hierarchy and the AASPA Board is inappropriate, unless there are issues involving
perceived misinterpretation of Government policy.

Disaster management and preparation will however require special liaison. In Anguilla, the Deputy
Governor is responsible for the administration and coordination of disaster management. There is an
established “Disaster Management Committee”, “Department of Disaster Management” with its own
Director, a “National Disaster Management Plan” and a “National Disaster Fund”. AASPA’s role in
national disaster planning needs to be clear.

Anguilla is a member of the “Caribbean Disaster Emergency Management Agency” and AASPA
should liaise, as necessary, and via the Governor’s office with that organisation.

3.4 Proposals for Amended Governance Structure

Board

Proposed changes to the Governance structure centre around the methods for appointing and operating
the Board and the measures that can be taken to ensure that:

 the Board is comprised of members with relevant experience: this can be achieved by:

- requirements to have candidates from a range of professional expertises – for example,
requiring at least one member from each of the following: the civil aviation sector, the
maritime sector, the tourism sector and one member with legal expertise;

- favouring candidates with professional backgrounds.

 the inevitable conflicts-of-interest that arise when seeking membership from only a small pool
of candidates are mitigated: this can be achieved by:

- favouring candidates who have retired from professional life;

- a legal requirement for Board members to register interests when appointed (this register
might include the interests of spouses and children);

 the Board confines itself to matters that it is constituted to deal with and that day-on-day
management is dealt with in other forums: this can be achieved by:

- an agenda for meetings that begins with items of policy and governance that require
decisions that can only be made by the Board; and

- an agenda for meetings drawn up by the Secretary to the Board that indicates, in the
Secretary’s opinion, matters that might be better dealt with and therefore referred to other
forums – for example, dealt with directly by the CEO, or referred to the proposed “Airport
Users Liaison Committee” or the “Sea Ports Users Liaison Committee”.

 improving Board decision making: this can be achieved by:

- reducing the number of Board members to, say, six;

- making decisions only after first listening to any recommendations (written or oral) from
AASPA officers – particularly the CEO;
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- a Board policy to refer decisions that have to do with the day-on-day operation of the port
or airport to either “Airport Users Committee” or the “Sea Ports Users Committee” and
for the CEO to, then, deal with them directly;

- inviting stakeholders, including politicians, to make presentations and not to allow them
sit in on entire Board meetings – the only non-members who should be allowed to sit
through an entire Board meeting should be the CEO and the Secretary to the Board – any
invitation to stakeholders should be a prerogative of a simple majority of the Board
members themselves, held, if necessary, after a vote by those members;

- referring items that may be brought up under the heading of “Any Other Business”
initially to: the CEO; or to the “Airport Users Liaison Committee”; or to the “Sea Ports
Users Liaison Committee” for initial consideration and, if appropriate, a later
recommendation from them for Board action;

- carefully minuted decisions.

The Consultants recommend that the Board considers these recommendations and incorporates
them into any Standing Orders in regard to its proceedings.

Business Plan

The Business Plan is key to the Governance issue now being discussed.

The AASPA Act usefully now requires AASPA to act to ensure “commercial viability”. In short, the
Business Plan must be set so that the AASPA can balance its books. As AASPA has an effective
monopoly on Anguilla’s airport and port operations this should not be difficult.

Each year there must, consequently, be a review of the tariff structure with recommendations to
increase tariffs for the operation of any services that are estimated to be loss making. Any services in
profit can, of course, be granted a tariff decrease.

The key centres could be:

 at the airport:

- a passenger service charge: which would recover the costs of terminal operation and
maintenance;

- a security charge: to cover the cost of security provision;

- a baggage handling charge: to cover any costs the airport has for providing this service;

- landing fees and air navigation charges: to cover the cost of runway operation and
maintenance, ATC, the meteorological office2, the airport fire service, etc.;

- concessionaire/fixed based operator fees: to recover the costs of the maintenance of their
office space and which, in this case, might also contribute to capital costs;

- charges to customs and immigration for the use of the space that they occupy: and derived
in the same manner as for concessionaires/fixed base operators;

2 Possibly in this case, and if the Met office is providing information to a wider audience, the cost might be met
from Government
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- car parking; and

- corporate overheads: which would be divided in some agreed manner between all cost
centres,

 at the seaports:

- a passenger service charge: which would recover the costs of passenger terminal
operation and maintenance;

- a berthing fee on ships: to cover the cost of wharf operations and maintenances;

- a security charge: to cover the cost of security provision;

- cargo handling costs and/or plant hire costs: to recover the costs of any cargo handling
undertaken by the Authority;

- concessionaire fees: to recover the costs of the maintenance of their office space and
which in this case might also contribute to capital costs;

- charges to customs and immigration: for the use of the space that they occupy and derived
in the same manner as for concessionaires;

- car parking; and

- corporate overheads: which would be divided in some agreed manner between all cost
centres.

Charges for aircraft landing and ferries arriving at night might sensibly be increased to recover the
costs of runway and ports lights and the marginal costs of keeping the airport or port open – ie they
might include the overtime payments requirements to security, ATC, customs, immigration staff and
others. These charges should not, however, be punitive and should be set so that over the year only
the total additional cost to the AASPA and others is recovered3. If and when air traffic recovers, the
marginal costs for operating at night should not be much greater than the average costs for operating
during the day.

In any year that the costs of operation were not recalculated or there was a delay in the recalculation,
the fees would rise, as an interim measure only, by the increase in the Consumer Price Index or some
other agreed index.

Government would, of course have to approve the new tariff, but any shortfall that resulted from a
non-approval of the tariff increase would have to be met with an agreed subvention from the
Consolidated Fund that would be paid monthly and automatically in advance of AASPA expenditure
needs.

Government would be given a maximum six weeks to approve or reject any Business Plan put forward
by AASPA and would be required to validate any rejections in terms of the Plan not meeting
Government transport policy. These requirements would be incorporated into the “Air and Sea Ports
Authority Act”

3 In this case, the AASPA would have to refund customs and immigration their overtime costs.
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3.5 Definition of the Purpose and Scope of the Regulatory Environment within which
AASPA Operates including the Relevant International, Regional and Local
Entities that have a Statutory Role in Administering International Regulations
and Regulating the Operations of Air and Seaport Activities4

Purpose and Scope

The purpose of the regulatory environment is to ensure safety and security. This would normally
include environmental protection.

Commercial efficiency is not regulated though there are requirements for audits.

The UK’s Department for Transport is the designated Appropriate Authority with responsibility for
aviation and maritime security in the Overseas Territories. Whilst the DfT has overall legal
obligations, the responsibility for delivering security rests with the Governor of each Overseas
Territory, with the DfT providing oversight to ensure appropriate standards are maintained. There are
no recommended changes.

Civil Aviation: Relevant International and Local Entities

International civil aviation is governed by the “Convention on International Civil Aviation” (the
“Chicago Convention”). The OTs, including Anguilla, are covered by the UK's ratification of this
Convention. As a result of the international nature of civil aviation and the UK's obligations under the
Convention, most aviation issues are reserved matters under the OT and Anguilla’s constitution.

As a result of ICAO audit findings and to ensure obligations under the “Chicago Convention” were
being met in the OTs, the UK’s DoT funded a study into the arrangement for safety regulation in the
OTs. In line with the study's recommendations, in January 2003 the Secretary of State directed the
CAA to establish a subsidiary company, Air Safety Support International (ASSI), to promote aviation
safety in all of the OTs except Gibraltar and British Antarctica.

The purpose of establishing ASSI was twofold. It would ensure that the UK would be able to meet its
obligations under the “Chicago Convention” and that the OTs had safe aviation industries to support
their economies.

Since it was established in 2003 ASSI has completely revised the “Air Navigation (Overseas
Territories) Order”, the principal legislation dealing with aviation safety regulation. It has also, with
assistance from the OTs, drafted a complete set of requirements (the “Overseas Territories Aviation
Requirements” (OTARs)) which contain detailed provisions to support the high level provisions of the
Order. As a result, the OTs have been provided with a full suite of aviation legislation and
requirements which is both tailored to the needs of small island administrations and compliant with the
safety standards established under the “Chicago Convention”.

ASSI also took responsibility for exercising all of the Governors' regulatory functions in Anguilla,
Montserrat and the British Virgin Islands (BVI) when the existing arrangements ran into difficulty.
This has ensured that these territories have been able to maintain the air services vital to their
economies.

4
The Consultants are grateful for information contained in the document entitled “DfT’s Partnership with the

Overseas Territories: An update”, May, 2012 – from which much material in this section has been extracted and
precied.
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ASSI also undertakes a quality assurance role by regularly assessing the capability of the regulatory
organisations in the other OTs. If ASSI determines that the local regulator does not have sufficient
capability in some areas of safety (e.g. aerodrome licensing or airworthiness) ASSI will undertake
regulation in those areas on behalf of the Governor. However, the long term aim is to provide support
and assistance to the local regulator so that they can build up their capability and take over
responsibility in these areas.

The Department has also entered into a Memorandum of Understanding with the “US Federal
Aviation Administration” (FAA) on aviation safety in OTs. As a result, the FAA accepts annual
reports from ASSI as the basis for the categorisation of the OTs under its “International Aviation
Safety Assessment” (IASA) Programme. In the light of ASSI's efforts, all of the Caribbean OTs have
been placed in category 1 under the IASA Programme, thereby enabling their airlines to maintain and
develop services into the US.

Air services to the OTs from foreign countries are governed by bilateral air services agreements which
are negotiated by the UK DoT. The Department consults OTs Governments as appropriate.

International terrorism is a threat to aviation. The UK provides assistance to improve aviation security.
In order to assist Governors in the discharge of their responsibilities, the DoT employs a consultant
who acts as a “Regional Aviation and Maritime Security Advisor” (RAMSA) to provide oversight and
advice at a local level.

The RAMSA is also a DoT approved aviation and maritime security trainer. In order to ensure and
maintain a consistent approach to security he/she also undertakes compliance inspection activities on
behalf of the Department. This is supplemented by undertaking and delivering training for both
aviation and maritime security in the OTs as directed by the Department.

The D0T has also included in a recently awarded contract, the training necessary to meet the OTs
expectations. This includes training for senior managers coming to post, physical security measures,
the training of security supervisors, and ‘train the trainer’.

Maritime: Relevant International and Local Entities

The UK’s 1995 “Merchant Shipping Act” (section 8, Part 11) provides for the central register of
British ships or the UK Ships Register. The Act allows, by Order in Council, British possessions
(including OTs) to establish different categories of register with restrictions on vessels according
to the tonnage, size and type.

There are Category 1 and Category 2 Administrations. Category 2 administrations (the OTs of
Anguilla, Falkland Islands, Montserrat, St Helena and Turks & Caicos Islands) cater mainly for local
vessels and can register ships of up to 150 gross tons (GRT) and pleasure vessels, that is those not
operated commercially, of up to 400 GRT.

The UK’s Secretary of State for Transport has ultimate responsibility for the safety of all British
shipping and has a duty to ensure that the standards maintained by the shipping registers in the OTs
are, where appropriate, equivalent to those of the UK register. This relationship is set out in individual
Memorandum of Understandings (MoUs) between the UK and the Government of the OT in respect of
the register of shipping. The registers are required to comply with the UK's international obligations
and the general intention is that these should not exceed the requirements of International
Conventions.
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A uniform approach to regulation is an underlying principle in maintaining the integrity of the
registries but an equivalent approach may be adopted, conditional on such an approach achieving the
same objective. However, when an equivalent approach is considered necessary or appropriate, the
Shipping Registers should seek approval from the UK’s “Maritime and Coastguard Agency” (MCA)
before implementation.

The UK is the signatory to International Conventions on behalf of the OT’s shipping registers. The
UK has extended international conventions, which aim to increase the safety standards for shipping,
environment and pollution prevention, to the OT’s registries and these are implemented either by
existing local legislation or by the creation of new local legislation. Despite the devolution and
delegation of some Flag State functions, the UK remains the Flag State and is ultimately responsible
under international law for these ships.

As the Flag State and signatory to the International Conventions, the UK is responsible for
representing the interests of the OT’s in international forum such as the “International Maritime
Organization” (IMO) and the “International Labour Organization” (ILO).

3.6 Recommendations for the Amendment of the Legislative Framework

The “Air and Sea Ports Authorities Act”, 2009, which is the primary legislation governing AASPA’s
activities should be tightened so that it permits AASPA to operate in the manner originally intended in
the DLN Report. There are, however, no major changes to the Structure of the Act proposed and no
major additions or deletions. However, the following clarifications and minor revisions are important:

 Business Plan:

- it should be mandatory that the Business Plan that is produced annually is based on an
forecast of AASPA’s costs in the forthcoming year and that charges imposed on AASPA’s
users are reviewed annually prior to the publication of the Plan. The Business Plan must
seek to balance revenues and cost. The Business Plan should also seek to forecast costs
and revenues over a minimum three year period. It should be provided to the GoA before
the commencement of each new Financial Year;

- the GoA must have a limited period to approve or reject the Business Plan – and it is
recommended that this period is six weeks;

- if the GoA rejects AASPA’s Business Plan, then it must only be on the basis that the Plan
does not conform to GoA policy – in which case Government must state in a letter to
AASPA, delivered within the allotted six weeks, the reason for its rejection;

- the GoA may also object to the tariffs on users that AASPA proposes but, if it does so, it
must specify a revenue contribution to make up the shortfall – this shall derive from the
Consolidated Fund and will be payable in advance and monthly over the forthcoming
financial year and must be sufficient to meet any estimated shortfall – this contribution
will be in recognition of the “Community Service Obligation” that Government is
effectively imposing on AASPA;

- the GoA may also reject the Business Plan if it considers AASPA is making excessive
profits – though it must cross-reference its opinion on this matter to information contained
in an auditor’s report.
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 “Airport Users Liaison Committee” and “Port Users Liaison Committee”: the Act shall direct
that AASPA sets up an “Airport Users Liaison Committee” and a “Port Users Liaison
Committee”. Each will meet as a minimum once every two months. Both committees will be
chaired by the AASPA CEO and the AASPA Financial Manager shall act as Secretary.
Membership of these committees will be at the discretion of the CEO but as a minimum:

- the “Airport Users Liaison Committee” will include: a representative from each scheduled
or charter airline (or their agent) currently operating into and out of Anguilla, and a
representative from each of: Customs; Immigration; the commercial
concessionaires/FBOs with outlets in the Airport Terminal or on the airport site; Fire
Services; Quarantine (veterinary and phyto-sanitary officers from the Departments of
Health and Agriculture); Police; the Anguilla Tourist Board; and the Taxi Association;

- the “Port Users Liaison Committee” will include representatives from each of the major
shipping organisations (or their agents) currently serving Anguilla, a representative of the
ferry operators using Blowing Point and a representative from each of: Customs;
Immigration; (veterinary and phyto-sanitary officers from the Departments of Health and
Agriculture) the Police; the Tourist Board and the Taxi Association.

The prime purpose of these committees will be the day-on-day resolution of issues to ensure
the smooth operation of the airport/seaports – a particular important task will be ensure the
smooth operation of the interfaces at the airports/seaports where two or more of these
organizations have simultaneous need to undertake their professional duties. The intention
will be that the airport and ports are operated in commercially, efficient, safe and secure
environments.

 if the Ferry boat operators further delay their organization into an Association: then they
should be required to register an Association under the “Friendly Societies Act”.
Membership of this Association would be required by all legal persons operating or owning
ferry boats and using the Blowing Point ferry terminal;

 the regulatory functions in regard to registration, licensing and inspection of vessels should
be repealed: these regulatory functions are inappropriate for a commercial organization and
the “Merchant Shipping Act” already provides for registration and inspection functions to be
undertaken by the Maritime Administration of MoICUH;

 the composition of the Board should be adjusted to require at least one Board member from
each of the following four sub-sectors of the Anguillan economy: civil aviation, ports or
shipping, tourism and legal – and there should be a requirement of a minimum number of
four members plus a Chairman and a maximum number of six plus a Chairman.

 the term “director” in Section 104: should be defined.

The Regulations for both Airport and Seaports that have been promulgated under the AASPA Act can
generally remain as they are. However:

 the status of the “Airport Regulations”5, given the information in regard to these supplied to
the Consultants by the Attorney Generals’ Office needs to be ratified, or repealed and
redrafted; and

 the “Survey and Inspection Fee Regulations” would need to be repealed and reconstituted as
fees payable to MoICUH under the “Merchant shipping Act”.

5 The Consultants understand that these Regulations were “inherited” from the time before the “Air and Sea
Ports Authority Act” was gazetted. The new Act contained a clause enabling their transfer.
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The “Disaster Management Act” 2007 , Section 6 (d) provides for, inter alia, “such other persons or
organizations, as the Governor in Council thinks fit….” . It is recommended that AASPA, as the
Authority that manages the gateways to the country, be expressly included in the “National Disaster
Management Committee” or other organisations involved in disaster management, as may from time
to time be constituted in Anguilla.

3.7 Resources Required to Adequately Implement AASPA’s Statutory
Responsibilities

Except for the changes to staffing recommended above, and which are aimed at ensuring
commerciability and efficiency, no additional resources should be required by AASPA in order to
adequately implement its statutory responsibilities.

It is recommended that technical assistance to the CEO might usefully be provided for a period of,
say, two years after the CEO’s appointment. The transition to a functioning efficient authority has
a long way to go. Progress to date has been slow. Much will depend on the qualities and
experience of the CEO that is appointed. The assistance provided could, for example, be part-time,
but until the appointment is made it is not possible to indicate the resources required.

Workshops might usefully also be provided to the AASPA Board members. These would have the
following purposes:

 engendering a clear understanding of the “Air and Sea Ports Authority Act” – in its present
form and in any way it might be amended as a result of this Study; and

 providing a clear understanding of the role played by members of the Board of a Public
Authority (including roles that would not be the responsibility of the Board) – such to
include:

- fiduciary and other responsibilities; and

- legal duties.

 the role of the CEO and of the “Business Plan”; and

 the role played by air and seaports in the economic development of Anguilla.

The professional, appointed under any TA programme would be best placed to deliver such
workshops.

3.8 Status and Need for AASPA to enter into Contracts, Raise Revenue, Incur Debt
and to have Suitable Arrangements in place for its Accounting and Auditing
functions

The “Anguilla Air and Sea Ports Authority Act” makes provision for AASPA to enter into contracts,
raise revenue, incur debt through limited borrowing and has suitable arrangements in place for its
accounting and auditing functions. The status and need for each are outlined below.
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Contracts

The “Anguilla Air and Sea Ports Authority Act” is implicit in giving the Authority powers to enter into
contracts. Currently, it has a number of minor service contracts in place for example, the servicing of
air conditioners. No change to the Act is considered necessary.

Raise Revenue

Revenues can be raised according to the prescribed rates in regulations pertaining to the Act.
However, the Authority does not, yet, have unilateral powers to raise the level of charges or levy new
charges for services and facilities, where justified.

The time taken to increase charges through the Government process is a severe impediment to
maintaining the commercial viability of the Authority. Sections 2.5 and 3.4 set out recommendations
for strengthening the powers of the Authority in this regard.

Incur Debt

The Authority can incur debt by way of loan, advance or overdraft not exceeding ECD 1,000,000.
Sums greater than this amount require the Minister’s approval. Currently, there are no loans, advances
or overdrafts outstanding. The financial limitation is adequate for the Authority to manage it operating
cost but insufficient for larger capital investment, such as those identified in Section 1.6.

Loans: Sources

Section 26 of the “Air and Sea Port Authority Act” provides for the Authority, with the approval of
the Minister to borrow money by way of loans from any source. Note is, however, made below of a
useful source for AASPA to obtain loan capital.

The Caribbean Development Bank (CDB) is a financial institution which assists Caribbean nations in
financing social and economic programs in its member countries. Anguilla is a member of the CDB
and Anguilla’s “Caribbean Development Bank Act”, 2010, notes:

“The purpose of the Bank shall be to contribute to the harmonious economic growth and development
of the member countries in the Caribbean (hereinafter called the “region”) and to promote economic
co-operation and integration among them, having special and urgent regard to the needs of the less
developed members of the region.”

Anguilla’s relations with the CDB are further defined in the Act, important extracts from which are
provided in Appendix G.

3.9 How Operating Costs can be Contained or Reduced and Options for Securing the
Revenues to Operate Soundly

Operating Costs

There is little scope for reducing operating costs. Regrettably the fixed costs of operating a Cat 5
international airport are high. Long-term, security costs can be reduced with greater use of cameras
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and more highly trained and motivated staff. Usefully, as traffic grows, operating costs should not
increase in line with traffic. Capital investments to cater for growing traffic volumes will, however,
have to be paid for.

Revenues

AASPA revenues need to be secured. Ideally the AASPA tariff would recover revenue from major
cost centres, viz:

 security charges: for paying for security personnel and equipment;

 passenger service charges: to pay for capital terminal investments and terminal operating
costs;

 landing and air navigation fees: to pay for runway capital costs, maintenance and operations;

 port dues: to pay for wharf capital costs, maintenance and operation;

 pilotage and lights dues: to pay, if for these services, if they are provided;

 parking charges: to pay for vehicle parking in the airport (and port) car parks;

 concessionaire/FBO rentals: to pay for the cost of providing terminal and warehousing space
etc; - such could conceivable include the costs of providing space to customs and
immigration.

As an aid to understanding the true costs of operating and providing the ports and airports, it is
recommended that the accounts for each facility are separated and that overheads are
distributed in an agreed equitable manner.

It is recommended that after the changes to the “Ports Authority Act” have been implemented
and after a cost accounting system that can allocate revenues and costs from specific locations
and users, the first Business Plan of the AASPA is based on an updated version of the tariffs.
Hopefully these will, by that time, have been increased by the 35% urgently required and
recommended below.

Government will of course have to approve any structural changes to the charging system that
AASPA recommends. The Consultants would however urge that the appropriate changes are
made. The principles of transparency and cost recovery are important for economic efficiency.

3.10 Viable Implementing and Financing Options for Major Transport Infrastructure
Works

External financing houses and the Caribbean Development Bank have already shown interest in
providing finance for major new infrastructure. If soft loans can be obtained, then, clearly these
should be a first option. However, if restrictions on GoA borrowing and indebtedness continue, and, if
the private sector can be assured that a sound risk-sharing contract can be agreed with the AASPA,
such approach can also be pursued.

The approach would first require AASPA to be placed on a sound and sustainable financial
foundation. The approach would centre on user-paying principles (there is no justification for
Government subsidy or support from other sources) and might involve:
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 AASPA themselves continuing to operate the airport and ports: much in the way that is
presently set out, but with a transfer of those functions currently undertaken by Government
and in which way it was originally intended that AASPA should perform;

 contracted out services: AASPA could, if it wished, contract out most operations at the port
and airport. It would first have to complete the transfer from Government of those services
and operations currently retained by other Government departments.

Contracting out approaches of this type are becoming increasingly common internationally. The Port
and Seaport authority effectively becomes a land-lord responsible only for:

 infrastructure (its provision and maintenance);

 the planning of new infrastructure; and

 the management of service contract(s).

The approach has the advantage of allowing foreign expertise by larger organisations experienced in
the efficient operation of the facilities. The contract would typically include penalties for non or
tardy-delivery of services and some incentives for the operator to grow traffic. There might also be
clauses requiring the operators to take on and train Anguillans in certain functions.

This basic form of contracting can be extended in the two ways described below – particularly useful
if new infrastructure is planned.

 a Public-Private-Partnership: in this case AASPA would be the de-facto public partner. The
most appropriate mechanism could be a Special Purpose Company with equity held in
specified proportions by both parties. The capital contributions that both parties would
provide would have to be agreed and AASPA’s own contribution might derive from a
commercial or soft loan. If revenues were expected to be high then AASPA’s contribution
could be modest – though, in this case, its entitlement to revenue might also be low.

 a concessionaire given development and revenue rights for port and/or airport infrastructure
over a fixed period of time and contracted to AASPA – these contracts often referred to as
“Build, Operate and Transfer” contracts can have many variations and in order to secure the
best terms it is recommended that such concessions should be competitively tendered. The
tender documents (and final negotiated contract) should contain a clear statement of the
revenue and other risks being absorbed by both parties. Unlike in a normal tender the
concessionaire would not bid solely on price but would also make certain commitments to
quality-of-service. A preferred tenderer offering the most sought after qualities of service and
price would be invited to negotiate a final contract.

There could be profit sharing agreements if traffic levels exceeded specific levels and there could be
claw-backs if traffic was lower than expected. The tariff setting and revenue rights and the means that
such might be adjusted over time would have to be specified in the contract, but initially fixed sums
per passenger/tonne of freight/ ship or aircraft arrival or departure might be appropriate. The contract
would also specify which party was responsible for environmental damage and there would be
performance bonds to protect AASPA from sudden non-performance. The concessionaire would, of
course, also have protection from arbitrary changes to tariffs and/or from new facilities that that might
take traffic away from the concessionaire’s own facility.

The rights of AASPA and the right of the concessionaire would require careful consideration. Sound
legal advice would, therefore, be needed before AASPA could enter into or tender a contract of this
type.
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Until AASPA is operating as originally intended and until the current financing problems are resolved,
it is recommended that AASPA continues to operate the air and sea ports as was originally intended.
The upheavals likely to be created by a change in management direction would be an unnecessary
distraction.

In the longer term, when AASPA is operating as intended and its finances have been secured, other
options may be considered:

 at the Blowing Point Ferry Terminal and with the perceived immediate need to construct a
new terminal foremost in mind: a public-private-partnership or an arrangement with
concessionaires might be appropriate;

 at the airport: much will depend on the results of a feasibility study for the proposed airport
extension work – this has yet to be commissioned – a public-private-partnership or
concessionaire approach will only be appropriate if the project can be considered financially
viable – this, in turn, may hinge on whether the project is deemed economically viable and,
therefore, whether it may be appropriate to introduce charging mechanisms that might recover
costs. If the feasibility study suggests an economically and financially viable approach then
private-sector partners may be sought – if it does not, and the project is still to go ahead then a
soft loan or grant from an outside provider may be the only way forward. In this case, the
conditions imposed by the lender/financing agent will have to be taken into account; and

 at the Road Bay commercial port: much will depend on the plans to move the facility
elsewhere and the approach will have to be close to that described above for the airport. This
undertaking project is, however, unlikely to be soon.

3.11 A Sustainable Financing Model for the Regulatory, Commercial, Operational
and Developmental Functioning of the AASPA

Purpose of the Financial Analysis

A financial analysis has been carried out whereby a number of scenarios have been tested to indicate
realistic options for placing AASPA on a sound financial footing. The analysis is based on traffic
forecasts in Appendix E.

As noted in Section 2, in November 2011, Government decided to remit only 50% of “Embarkation
Tax” receipts to AASPA and to do this only on a quarterly basis. This meant that a substantial
proportion of AASPA’s revenue was no longer available for the operation and development of its air
and sea services and facilities. It led to a deficit in the AASPA’s accounts which averaged ECD
273,263 per month over the first five months of 2012. Usefully, on the 5th of November, the GoA
formally advised AASPA that it had agreed to meet these deficits by way of an advance payment for
2012.

This situation is untenable if AASPA is to operate on a commercial basis and as legislated.

Sources of Revenue

AASPA’s revenue should be wholly derived from its users. As noted in the “Air and Sea Port
Regulations”, AASPA’s main sources of revenue should derive from the provision, operation and
maintenance of Anguilla’s air and sea port infrastructure. Charges should therefore be:
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 for the use of its facilities by passengers and freight;
 for the use of its facilities by air and sea transport service providers, concessionaires and

fixed-base operators; and
 for security.

Presently, some monies are also collected by Government (in the form of taxes), and discretionary
sums passed on to AASPA, but this was not the intention when AASPA was set up and was not the
intention of the DLN “Report on a Study of the Legislative and Institutional Requirements for a Ports
Authority” which is the document that initially outlined the institutional framework under which
AASPA was to operate.

Regional Comparisons

The Consultants believe that any charges, levies or fees imposed by a government authority at air and
sea ports should benefit the industry and passengers and, while allowing AASPA a reasonable profit
that might be saved for capital development works, should not be used for other purposes. Charges,
levies or fees levied to finance specific programs should, therefore, be withdrawn when these
programs are completed.

Although an increase in some charges can be justified with regional comparisons these might bring in
more revenue than necessary. It could, long term, be difficult for AASPA to justify charges that
brought in more revenue than was needed for a particular service. Nevertheless, charges set close to
regional norms (or charging fees similar to your competitors) has become a common practice by many
port and airport administrations who have succeeded in imposing such structures even after legal and
other challenges. As an emergency measure, until reliable cost accounts are available, this combined
with estimates of the all-round increases in charges required for financial stability are the only real
recourses that Anguilla has.

A detailed benchmarking the AASPA’s charges with regional airports and sea ports was not, however,
possible. Nonetheless, some of the major charge items have been looked at to see if the Anguillan
rates are appropriate.

Anguilla’s airport charges are, by and large, comparable to those imposed at other regional airports but
with a few exceptions, viz:

 the “Embarkation Tax” (Passenger Service Charge) is at the lower end of the regional range
and could, therefore, be increased - Antigua has the region’s highest charges, with fees for
both departures and arrivals totalling USD 75 – and while it is not recommended that
Anguilla’s charges are increased to the sum charged by Antigua, the “high yield” tourists that
Anguilla attracts could easily be asked to pay more;

 airport landing charges: are, on average, about 30 to 40 per cent lower than regional levels
and there is reported to be much avoidance by local operators – charges should be raised and
more diligence is required to secure all the revenue due to AASPA;

 aircraft parking charges: are close to regional averages but local aircraft do not pay for
aircraft parking – for these aircraft, a small monthly fee might be appropriate;

 air navigation charges: are lower than average and should be amended to include a further
weight category, specifically for aircraft over 75,000 lbs - presently, this would, of course, be
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only a minor revenue raiser – in Anguilla there are, presently, very few aircraft movement in
this higher weight category.

There is also considerable scope to raise existing charges for services provided at Anguilla’s sea ports:

 pier dues: for most incoming goods the charge in Anguilla is ECD 0.25 per cu ft of cargo -
this is well below regional charge levels and probably way below the cost of providing the
service – it is certainly below the level required to recover capital costs or to provide for
replacement infrastructure - a rate in the range ECD 0.40 to ECD 0.50 would be more
appropriate6;

 storage charges at Road Bay: are currently ECD 0.10 cu ft per day- a more realistic rate
would be ECD 0.60 per cu ft per day – this is one area of operation where a punitive charge
unrelated to costs is justified – customers must be deterred from leaving their goods for long
periods in AASPA’s care – while space remains limited, it must be cheaper to provide your
own warehousing than to rely on AASPA.

New Revenue Sources

There are, additionally, a number of new areas for revenue generation which AASPA could, and
should, contemplate, viz:

 car parking charges at Blowing point and the airport: this would require the purchase of land
at Blowing Point and simple ticketing equipment for both the air and sea ports - at Blowing
Point there are some 2507 cars parked close by every Saturday, most of whom pay USD 2 to
private land-owners for places to park – annual revenues from an AASPA car park at Blowing
Point could be about USD 50,000 – car parking charges at the airport would not bring in as
much revenue as there are opportunities for free road-side parking close by;

 ferry operators at Blowing Point are not charged for the use of pier facilities: AASPA has
proposed a USD10 charge for each inbound ferry movement for the use of the jetties and for
passenger services - in December, 2012 there were 1,230 movements which in that month
could have generate USD 12,300;

 ticketing offices at Blowing Point are owned by AASPA: but no rent has been collected and no
charges made for electricity – this must change;

 fees for bunkering services involving use of the maintenance jetty outside normal operations
could be made;

 AASPA’s warehousing facility at Road Bay could be expanded: the adjacent GoA-owned land
would be required but a new large warehouse could be a useful new revenue source.

6 Long term, port usage charges made on the basis of cargo throughput may be inappropriate – a better approach
may be to charge against the length of quay occupied multiplied by the time spent alongside- only if AASPA
actually undertakes stevedoring/shorehandling would charges based on cargo throughput be appropriate.
7 This was the number counted by the Consultants on Saturday 26th January. On holidays (Xmas etc.) it is
understood the number can be much higher.
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Revenue Leakage

Revenue leakage needs to be reduced.

 much Embarkation Tax is lost at Blowing Point: estimates of the sums lost vary but could be
in the order of 20% of the total now collected - with AASPA controlling the collection of a
replacement “Passenger Service Charge” (with an additional tax element include if required
by the Treasury) it is likely that the leakage would be reduced – AASPA would, undoubtedly,
be more diligent that the present Inland Revenue collectors; and

 substantial sums are reported to be ‘overdue’, ‘unpaid’ or ‘ uncollected’: more diligence is
required in pursuing outstanding debt – also the operators known to be paying nothing for
occupying property owned by AASPA should be paying a fee for that property.

Security

Charges for security must be strictly cost related. Security costs now represent a large proportion of
the costs of operating sea and air ports. Anguilla is unfortunately responsible for ensuring the
implementation of internationally regulated security measures at both its air and sea ports and a
customer-pays principle is required.

Economies in the Collection of User Charges

There appears to be limited opportunities to reduce operating costs as these are largely dictated by the
regulatory requirements of the industry in which AASPA operates. One area, however, would be for
“Passenger Services Charges” at the airport to be included in the ticket price. While these charges are
ultimately a charge levied by the airport on passengers, passenger service they could easily should
preferably be paid concurrently with the purchase of the ticket.

The current direct collection from passengers slows down passenger flows and creates a need for
bigger and more costly airport infrastructure.

Analysis

Scenarios

A number of scenarios based on AASPA retaining all it revenue and with a renamed “Passenger
Service Charge” to replace the “Embarkation Tax” and paying 50% of the fire services costs have
been analysed. These are shown in Appendix J.

Additional Scenarios based on AASPA retaining 50% of the as is “Embarkation Tax” and ticket taxes
and paying for 50% of the fire services costs were also analysed. These are also shown in Appendix
J.

Results

The Consultants’ conclusions are:
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 there is limited scope to reduce operating costs and user charges must be increased if AASPA
is going to be made financially viable;

 the quantum increase in user charges will largely be dictated on by future traffic and freight
volumes;

 including 50% of the estimated annual Fire Services costs would increase AASPA’s recurrent
expenditures by about 14% per year - the Consultant’s believe, however, that these charges
need to be further investigated and justified – the Consultants have not been able to analyze
the true extent of such costs and to deem what is reasonable or not – it might also be prudent
for the AASPA CEO to have some input into the Fire Services budget – at least, inasmuch as
it impinges on AASPA operations;

 sea port operations are cross subsidizing airport operations;
 as it is forecasted that traffic will recover at a rate higher than the growth in AASPA

expenditures, the most pressing problem facing AASPA is how to survive financially while
traffic volumes are at their nadir;

 as it is uncertain at what rate the recovery will occur it will be prudent for AASPA to plan for
the worst case (i.e. pessimistic) scenario postulated by the Consultants.

In detail:

 if there is continued erosion of AASPA revenue as a result of Government withholding 50% of
“Passenger Services Charges” (the old “Embarkation Tax”) and the ticket taxes and if
AASPA is required to pay for 50% of fire services costs, and if current user charges are not
increased immediately: AASPA will incur deficits estimated for 2013 of:

- ECD 5,171,655 with the base traffic forecast;
- ECD 4,358,992 with the optimistic traffic forecast; and
- ECD 5,196,304 with the pessimistic traffic forecast.

 with a renamed “Passenger Service Charge” (at the same rate as the old “Embarkation
Tax”) no increase in charges if current user charges, and a requirement to pay 50% of fire
service costs: AASPA will incur deficits in 2013 of:

- ECD 2,971,058 with the base traffic forecast;
- ECD 2,484,007 for the optimistic traffic forecast; and
- ECD 3,304,699 for the pessimistic traffic forecast.

 with a renamed “Passenger Service Charge” (at the same rate as the old “Embarkation
Tax”), no increase in charges and a requirement to pay 50% of fire service costs: after five
years when traffic levels have, hopefully, recovered, the overall situation should become more
manageable - deficits become smaller and there is a actually a surplus with the ‘optimistic’
traffic forecast.

 with AASPA retaining all user-revenues and paying for 50% of the annual fire services costs:

- with the base case traffic forecast: AASPA will not make a surplus in 2013 unless charges
are raised are immediately raised by 35% across the board;

- with the optimistic traffic forecast: AASPA will not make a surplus in 2013 unless
charges are raised are immediately raised by 30% across the board; and

- with the pessimistic traffic forecast: AASPA will not make a surplus in 2013 unless
charges are immediately raised by just over 35% across the board.
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Impact of Recommendations on the Price of Landed Goods and on Air Ticket prices

The marginal impact of the Consultants’ recommendation for an immediate 35% all-round increase in
user charges will be very small:

 on the landed costs of goods in Anguilla: on average 0.1% – see Table 3.1; and

 on air ticket prices: an overall increase of about USD 10 per trip – this depending on the
length and cost of the trip could add anything from a very negligible sum upwards to, say,
10% of the ticket price (for trips to, say, Antigua and the Puerto Rico) – most of the increase
will, however fall on visitors who can afford the increase;

 on ferry ticket prices – the impact will be modest – for Anguillans the cost of travelling from
Blowing point to Marigot will rise from USD 20 (USD 15 for the ticket plus USD 5
“Embarkation Tax/”Passenger Service Charge”) to about USD 22..

Short-Term Recommendations

The recommendations are consequently that:

 AASPA should institute an immediate, emergency, 35% overall increase across the board in
its user charges;

 the above emergency increase could be reduced to 25% if the security charges and pier dues
for ferry boats approved by ExCo in October 2011 were also instituted;

 AASPA should review the effectiveness of this increase annually for the next five years; and

 as and when the AASPA accounting system allows it, AASPA should undertake more
detailed cost analyses of all its operations in order that, long-term, user-charges reflect
AASPA’s own costs.

Long Term Recommendations

It is noted AASPA, and the GoA prior to the formation of AASPA, has been levying an USD 5 charge
on tickets and for airport development/expansion. These funds have not, however, been used or set
aside for this purpose. It is recommended that, in future, such monies are used to build up a reserve
and that the word “tax” is replaced with the word “charge”. The strengthening of AASPA’s revenue
so that it is in a position to make profits is essential if AASPA is to provide services and facilities to a
desired standard. Generating an adequate revenue stream will also increase AASPA’s ability to
borrow funds for developments against forecast revenue.

A review of all AASPA’s charges is recommended once the new CEO is appointed and the AASPA
accounts system has been reformed. This should be undertaken as part of AASPA’s business
planning.
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Recommendations in Regard to Accounting Arrangements

The Consultants recommend that:

 a CEO is appointed as soon as possible in order to drive the process of change – this will
free up the Financial Managers/Accounts Superintendent who should then have the time to
supervise the process of change in the Accounting Department – presently she is
undertaking much work that would normally fall on the CEO and which is outside the
normal responsibilities of a Financial officer;

 the change from cash to accrual accounting should be completed as soon as possible and a
commercially orientated software proper for this purpose purchased and installed;

 accounting sub-heads should be introduced so that information on the costs of operating at
each location and for each customer (and the revenues obtained from each) can be easily
extracted and this information used for the proper financial management of the
organisation; and

 the tender process for the selection of an auditor is restarted.

3.12 A Clear Set of Costed Recommendations and a Timetable for Implementation -
the Key Issues to be Addressed and Clear Delineation of Responsibilities

Recommendation To be Implemented
By

Responsibility

Appointment of a new CEO End of March 2013 AASPA Board

Draft new “Business Plan” End of May 2013 CEO/AASPA Board

Drafting of Amendments to the “Air and Sea Ports
Authority Act”

End of June 2013 Attorney General’s Office

House of Assembly approves amendments to the “Ports
and Air Ports Authority Act” and changes are gazetted

End of August 2013 Exco/House of Assembly

Government Approval of Revised AASPA Business
Plan including Port and Airport User Charge
Recommendations

End of July 2013 GoA

Customs and AASPA divide the office space at Roads
Bay

End of July 2013 AASPA CEO/Customs

AASPA begins to prepare cost accounts for each of its
customers/functions and for the airport and each seaport
separately

End of July 2013 CEO/Finance Manager

“Airport Users Liaison Committee” and “Sea Port
Users Liaison Committee” constituted and first meetings
takes place

End of August 2013 CEO/AASPA Board

Drafting of Regulations to implement the presently
unimplemented Maritime Conventions and Codes that

End of December 2013 Attorney General’s Office
with Technical Assistance
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will contribute to safety and security from EU/CDB etc

Technical Assistance to the new CEO End of September 2013 Exco/EU/CDB

AASPA begins collecting its own revenue at Roads Bay.
It also begins to undertake the tallying work now
performed by Customs on its behalf at the
warehouse/transit shed at Road Bay

End of September 2013 CEO

Technical assistance for the Attorney General’s office to
assist in drafting missing regulations

End of September 2013 Exco/EU/CBD

Technical Assistance for a new Tariff Structure based on
new cost accounts

End of 2013 AASPA with Technical
assistance from EU/CDB

Inspections, vessel registration and licensing no longer
carried out by same person employed as Port
superintendent

End of 2013 AASPA/MoICUH

The major costs associated with implementing the above derive from the Technical Assistance
programmes recommended:

 for mentoring a new AASPA CEO – USD 20,000 * 12 months = USD 240,000;

 for revising the AASPA’s tariffs (after a new cost accounting system is implemented which
allows costs to be matched against individual customers, the airport, and the two ports) = 3
months * USD 20,000 = USD 60,000; and

 for assisting the Attorney General’s Office with regulations for maritime codes and
conventions USD 25,000 * 6 months = USD 150,000.

It is assumed that the proposed changes to the AASPA Act can be drafted by the Attorney General’s
office without third party assistance. Such amendment would, usefully, be a condition on further
Technical assistance and of the sort described above.

The costs to AASPA of implementing the above recommendations are low – involving only the
additional staff required for AASPA to take over the collection of all air and sea port charges not
already being collected by the Authority. The following additional cashiers are required:

 Airport 2
 Blowing Point 2
 Road Bay 1
 Marine Base 1
 Relief Cashiers 2
 Total 8

The long operating hours at the airport and Blowing Point require AASPA to employ two cashiers per
day. All these positions will be either new recruits or transfers from Inland Revenue or Custom at
salary and grade equivalence to GoA.

AASPA are also asking for new “Facility Officers” whose role will be to undertaking the tallying and
measurement of cargo - work now undertaken by Customs. AASPA are requesting ten persons. If
the AASPA port tariff was revised so that ships paid dues based on their time alongside and the length
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of quay occupied, much of their work would not be necessary and their numbers could probably be
reduced to a maximum of six – they would work alongside the shipping agents.

The total cost for eight Cashiers and six Port Facility Officers is about ECD 700,000 per year [(8 x
48,132) + (6 x 50,000)]. Although AASPA’s cost will increase there should be a corresponding
reduction in Customs costs.

Savings can of course be had from the transfer of Taxi Dispatchers employed by AASPA at the
Airport. It was recommended earlier that these positions should no longer be part of the AASPA
establishment and transferred to tourism. This transfer would save AASPA about ECD 210,000 per
year.

With the AASPA Board required to meet less frequently and a reduction in numbers of Board
members there could be savings of ECD 100,000 per year.

The new accounting regime and responsibilities assumed by AASPA for its own revenue should have
a major effect on revenue leakage. They should, hopefully, also lead to the collection of charges and
rents that are now either ‘missed’ or left ‘unaccounted for’ – this would include for electricity to
concessionaires, and office space to customs and immigration8. Estimates for the sums ‘lost’ in this
way vary upwards from a minimum of about ECD 500,000. The proposals should consequently:

 at worst: be revenue neutral; and
 at best: have a major positive impact on AASPA finances.

3.13 Recommendations to Improve the Safety of Operators and the Public, and
Conforming to Relevant International Standards and Codes and which will
Facilitate Commercial Efficiency, Effectiveness and Profitability

Safety of Operators and the Public, Conforming to Relevant International Standards and Codes

The status of accessions to IMO conventions by the OTs is provided as Appendix H. This shows that
Anguilla has regulated for two Mandatory conventions.

An extract of the IMO guidelines of the Assembly Resolution 1054 (27) is given below:

“The objective of this Code is to enhance global maritime safety and protection of the marine
environment. Different administrations will view this Code according to their own circumstances and
will be bound only for the implementation of the following instruments to which they are Contracting
Governments or Parties:

 the “International Convention for the Safety of Life at Sea” (SOLAS), 1974, as amended;
 the Protocol of 1978 relating to the “International Convention for the Safety of Life at Sea”,

1974, as amended (SOLAS PROT 1978);
 the Protocol of 1988 relating to the “International Convention for the Safety of Life at Sea”,

1974, as amended (SOLAS PROT 1988);
 the” International Convention for the Prevention of Pollution from Ships”, 1973, as modified

by the Protocol of 1978 relating thereto, as amended (MARPOL 73/78);

8 Reasonable if AASPA has to pay for Government services such as Fire
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 the Protocol of 1997 to amend the “International Convention for the Prevention of Pollution
from Ships”, 1973, as modified by the Protocol of 1978 relating thereto, as amended
(MARPOL PROT 1997);

 the “International Convention on Standards of Training, Certification and Watchkeeping for
Seafarers” (STCW), 1978, as amended;

 the “International Convention on Load Lines”, 1966);
 the Protocol of 1988 relating to the” International Convention on Load Lines, 1966 (LL

PROT 1988);
 the “International Convention on Tonnage Measurement of Ships”, (TONNAGE 1969); and
 the “Convention on the International Regulations for Preventing Collisions at Sea”, 1972, as

amended (COLREG 1972), as well as all instruments made mandatory through these
conventions and protocols”.

The most important step now needed is to draft and then implement the Conventions and Codes,
acceded to by the UK and on behalf of the UK’s Oversea Territories, but presently unimplemented in
Anguilla. The most important are:

 the “International Convention for the Prevention of Pollution from Ships”, 1973, as modified
by the Protocol of 1978 (MARPOL 73/78);

 the Protocol to amend the “International Convention for the Prevention of Pollution from
Ships”, 1973 and 1978 (MARPOL PROT 1997);

 the “International Convention on Standards of Training, Certification and Watchkeeping for
Seafarers” as amended (STCW 1978);

 the “International Convention on Load Lines”, (LL 1966);
 the Protocol relating to the “International Convention on Load Lines”, 1966 (LL PROT

1988);
 the “International Convention on Tonnage Measurement of Ships”, (TONNAGE 1969); and
 the “Convention on the International Regulations for Preventing Collisions at Sea”, as

amended (COLREG 1972), as well as all instruments made mandatory through these
conventions and protocols.

In order to give effect to the remaining IMO conventions a review of government policy would have
to be carried out to determine relative current cost, benefit and ability to implement. A request for
technical assistance from IMO via the IMO “Regional Maritime Safety Advisor” is recommended9.

With the current backlog in the Attorney General’s Office, Technical Assistance for drafting the
regulations would also needed. The EU and/or Caribbean Development Bank could be approached.

Facilitation of Commercial Efficiency, Effectiveness and Profitability

The most important steps required are:

 the appointment of a CEO;

 the implementation of the proposed amendments to the “Air and Sea Port Authority Act”;

 the implementation of the proposed “Airport Users Liaison Committee” and the “Port Users
Liaison Committee”;

9 Mr. Colin P.Young: regional.maritime.adviser@gmail.com
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 the drafting and, then, implementation of a sound Business Plan based on the principles
described in the earlier section of this report – the recommendations in regard to user charges
should return the Authority to profit.

The recommendations in this regard which are the main focus of this Study have been set out in
detail in other areas of this report.

3.14 A Summary of all the Key Issues and Decisions required from Executive Council
(ExCo) to Approve the Implementation Recommendations

ExCo is the Anguillan Government equivalent of Cabinet. It is presided over by the Governor.
Issue

Endorsement of the Recommendations in the Final Report “Support to the Anguilla Air and Sea Port
Authority”

Instructions to the Attorney General’s Office to draft recommended changes to the “Anguilla Air and Seaports
Authority Act”

When drafted, submission of approved changes to the “Anguilla Air and Seaports Authority Act” to the House
of Assembly

Agree to seek external Technical Assistance to mentor the AASPA CEO in his/her new position

Annually, either Approval of the “AASPA Business Plan” including its recommendations on “Port and Airport
User Charge” recommendations or rejections based on either the grounds that it compromises Government
transport policy or because Government is unprepared to allow increases in AASPA’s user charges and
Government agrees to provide adequate funds to AASPA from its own resources.

Agree to seek external technical assistance for the Attorney General’s Office in regard to drafting Maritime
Regulations required to implement in Anguilla the Codes and Conventions acceded to by the UK

Instructions to the Attorney General’s Office in regard to Drafting of Regulations to implement the presently
unimplemented Maritime Conventions and Codes that will contribute to safety and security at the air and sea
ports

When drafted, approval and gazetting of the Regulations to implement the presently unimplemented Maritime
Conventions and Codes that will contribute to safety and security at the air and sea ports.

Instructions to the Attorney General’s Office in regard to Drafting of Airport Regulations

When drafted, approval and gazetting of the Airport Regulations

Instructions to the Attorney General’s Office in regard to Drafting of Regulations for the use of the ferry
passenger terminal and ancillary land-side facilities,

When drafted, approval and gazetting of the Regulations for the use of the ferry passenger terminal and
ancillary land-side facilities.
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Table 3.1 Estimated Impact of Proposed Increases in Port User Charges on Costs of Goods
Landed

Average values by SITC category are:

Commodity Description Imports (ECD/tonne) Exports (ECD/tonne)
Food and Live Animals 4,975 2,520
Beverages and Tobacco 4,013 3,054
Crude Materials Inedible, Except Fuels 1,457 720
Mineral Fuels, Lubricants and Related
Materials 2,974 5,673
Animal and Vegetable Oils, Fats and
Waxes 5,304 948
Chemicals and Related Products, not
elsewhere

Specified 8,604 6,588
Manufactured Goods Classified Chiefly by
Material 2,431 11,379
Machinery and Transport Equipment 26,912 35,360
Miscellaneous Manufactured Articles 21,078 24,369

All Sections 3,989 1,466

Source: OECS Shipping Study, GOPA, December 2009

With freight rates averaging US$ 1,200 per TEU (say, US$ 60 or ECD 160 per tonne of landed cargo),
the cost of freight is rarely more than 5% of the landed cost of the goods. Of this, Anguilla’s port
charges will average no more than 10% of the freight charge – ie about ECD 16 per tonne

With a 35% increase, or an average additional increment, of about ECD 5 per tonne, the average cost
of landed cargo will increase by 0.1%. On some low value cargo the increase may be 0.3%.



Support to the Anguilla Air and Seaport Authority SAFEGE/Acciona Ingenieria

Draft Final Report Page A - 1

Appendix A: Notes of Proceedings: First Mission Workshop

Venue: La Vue Conference Facility, Anguilla

Date and time: 13:30 - Wednesday 30th January 2013

Present:

Hon. Hubert Hughes, Chief Minister and Minister of Finance
Hon. Evan Gumbs, Minister of Infrastructure, Communications, Utilities and Housing
Hon. Edison Baird, Minister
Hon. Walcott Richardson, Minister
Mr Samuel Webster, Adviser to GoA
Mr Jerome Roberts, Adviser to GoA
Mr Stanley Reid, Deputy Governor
Mr Larry Franklin, Permanent Secretary
Ms Aurjul Wilson, Permanent Secretary
Dr Aidan Harrigan, Permanent Secretary
Mr Merwyn Rogers, Permanent Secretary
Ms Bonnie Richardson, Permanent Secretary
Ms Chanelle Petty Barret, Permanent Secretary
Ms Anthea Ipinson, Economic Development Officer
Ms Andra York-Gumbs, MoICUH
Ms Dawn Richardson, Attorney General’s Office
Mr Bancroft Battick, MoICUH
Ms Careeme Carty, Statistics Department
Ms Shantelle Richardson, Economic Development
Ms Mary Claire Haskins, Attorney General’s Office
Ms Rawle Hazel, MoICUH
Mr Era Richardson, MoICUH
Ms Valencia Prentice, Finance Department
Mr Euston Richardson, Finance Department
Mr Remington Lake, AASPA
Mr Edwin Harris, AASPA
Ms Donna Banks, AASPA
Ms Merlyn Rogers, AASPA
Mr Joseph Rogers, AASPA
Mr Allan Carty, AASPA
Ms Maurice Connor, AASPA Board
Mr Don Duncan, AASPA Board
Mr Julian Romney, AASPA Board
Mr Nanroy Hodger, Water Corporation
Ms Nashara Webster, Finance Department
Mr Steve McCready, Governor’s Office

Mr James Dent, Consultants’ Team Leader

Invited but did not attend

Mr Haydn Hughes, Parliamentary Secretary
Ms Kathleen Rogers, Permanent Secretary
Mr Crefton Niles
Ms Gechael Richardson
Mr Martin Richardson, AASPA
Mr Lanvin Harrigan, AASPA Board
Ms Pat Mardingborough
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Proceedings

The PS Ministry of Infrastructure, Communications, Utilities and Housing, Mr Larry Franklin,
welcomed participants.

The Minister of Infrastructure, Communications, Utilities and Housing, the Hon. Evan Gumbs, spoke
briefly about AASPA’s history and the recent need to subsidise its operations. He stressed the need
for AASPA to be put on a firm financial footing.

The Consultants’ Team leader, Mr James Dent, presented the Consultants’ draft recommendations.
His Powerpoint presentation is attached.

Discussions

The Chief Minister, the Hon Hubert Hughes, excused himself early but prior to his departure he
reiterated the need for Government to stop subsiding AASPA. He also stressed the need for
institutional reform and noted the difficulties faced by the AASPA CEO while he had been in office.

The Minister of Infrastructure, Communications, Utilities and Housing, the Hon. Evan Gumbs,
noting the Consultants’ recommendation for a time limit for Government objections to the AASPA
Business Plan, requested that the report also called for a timely submission, by AASPA, of their
annual Business Plan. The meeting agreed this was important.

Mr Merwyn Rogers, referring to the recent amendment to the AASPA Act which called for it to
ensure “Commercial Viability”, wondered if AASPA could sue Government for having prevented
this from happening. In the ensuing discussion it was also noted that ExCO had approved some new
user charges but these had not been implemented. The Consultants wondered whether, or not, these
could now be implemented unilaterally by AASPA. It was suggested that the opinion of the Attorney
General should be sought on both matters.

Mr Merwyn Rogers also wondered if it would be possible to strengthen the qualification
requirements of AASPA Board members. There was some discussion by participants on this topic.
The Consultants stated that they thought that more detailed specifications for qualifications (over and
above the suggestions made by the Consultants) would not be easy in a small state such as Anguilla.

It was suggested that AASPA Board members might, usefully, chair or sit on the proposed “Airport
Port and Users Liaison Committees”. The Consultants disagreed. They noted that this would be
very inappropriate as the Board was there for oversight. There would be conflicts of interest and the
perpetuation of micro-management. The Workshop agreed it would be inappropriate.

Mr Era Richardson, MoCUIH, drew the Workshop’s attention to the “Small Boats Code” which was
used to regulate small-craft.
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Attachment: Consultants’ Presentation
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Support to the Anguilla Air and 

Seaport Authority 

 

 

 

January 2013 

 

MoICUH 

Objective/ToR (1) 
Review and analyse all past and present 

activities and operations undertaken by the 

AASPA since its creation 
 

Review and analyse the functionality of AASPA 

as the vehicle for managing and operating the air 

and seaports  
 

Review and analyse the present AASPA 

governance structure and institutional framework 
 

Review and analyse the policy and legal 

framework under which the AASPA operates 

Objective/ToR (2) 
Review and analyse the regional context in 

which AASPA operates, with emphasis on the 

impact of St Maarten International Airport 
 

Review and analyse AASPA financing 

arrangements, including its revenue generation, 

its expenditures and the repayment schedules for 

its outstanding loans 
 

Analyse the constraints that have impacted the 

operations of AASPA since its inception in 

2009. 
 4 

Two Parts to Presentation 

Part One: 

 

-Presentation - Consultants 

 

Part Two: 

 

-Plenary session – Views and Questions 

from Floor 
 

Part One – Subject Matter 

Some background information 

 

-Traffic Forecasts 

 

- Some of AASPA’s Most Important Problems 

 

-Economic Cost of Inaction 

 

Review and Analyses of AASPA’s 

Institutional and Operating Framework 



Support to Anguilla Air and Sea Ports Authority 

2 

Traffic Forecasts 
Passenger growth: 

 -  with base economic growth: 5% per year; 

-  with optimistic economic growth: 9% per year; 

-  with pessimistic economic growth:1% per year. 

  

Freight growth: 

 -  base economic growth: 5% per year; 

-  with optimistic economic growth: 12% per year; 

-  with pessimistic economic growth: 1% per year. 
 

AASPs Most Important Problems 
World and Anguillan economic downturn 

AASPA Act: 

  -  No clear definition of legitimate user charges 

  -  Unable to raise landing and navigation, pier    

     and tonnage, passenger service charges etc. 
 

Therefore: 
 

   - AASPA Board unable to formulate a 

     Business Plan that balances costs and 

     revenues 
 

Also:  

    AASPA without a CEO 

Economic Costs of Inaction 
 Infrastructure improvements for air and sea 

   transport sectors on hold 

 

  Private sector investors likely to see working 

    with AASPA/GoA as too risky 

 

  Anguilla’s image in regard to “high yield/low 

    value” tourism diminished 

 

   “Leakage” high 
 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   
 

Mandate 
 

AASPA derives its mandate from the “Anguilla 

Air and Sea Ports Authority Act” of May 2009 - 

as amended in 2012.   
  

The 2012 amendment is particularly important as 

it replaces the requirement of AASPA to ensure 

“function” with a requirement to ensure 

“commercial viability”. 
 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   

History – why have an Authority? 
 

Authority talked about for a long time – idea is 

to separate operations from policy and regulation 
 

AASPA finally set up in 2009 
 

“Report on a Study of the Legislative and 

Institutional Requirements for a Ports 

Authority”, DLN Consultants set out details 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   
Operations not transferred to AASPA: 
 

  land on which the airport and ports sits not yet 

    transferred 

  Customs collects much of AASPA’s revenue 

     - particularly at ports 

  Inland Revenue providing other revenue 

    collecting services 

  Shared premises 

  IT services 

  Pensions 
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Review and Analyses of AASPA’s 

Institutional and Operating Framework   
 

 

 

Governance: Principal Board Duties 
  

The Board’s principal duties are to set AASPA 

policy - which the Board should align with 

Government’s own transport policy.   
  

The AASPA Board’s other duties are mainly 

oversight – ensuring legal and fiscal 

responsibility. 
 

 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   

Principal Personnel: Duties 

 

 No reason to make major adjustments – some 

minor additions recommended 

 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   

Airport and Ports Users Liaison Committee 
 

CEO chaired with members - all airport and 

port-user groups: customs, police, passengers 

(possibly represented by someone from the 

Tourist Board), Inland Revenue, immigration, 

veterinary and phyto-sanitary control officers, 

airlines, and agents, concessionaires, fire 

services and freight forwarders  
 

To liaise over operational issues affecting users 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   

Ferry Boat Owners’/Operators’ Association 

 

-  To be formed under the “Friendly Societies 

Act”, and in a similar manner to that now being 

adopted by the taxi drivers.  

Review and Analyses of AASPA’s 

Institutional and Operating Framework    

Heard opinion that: 

 

  staffing levels are too high? 

 

  qualifications and skills demanded by AASPA  

    are inappropriate? 

 

  salaries and wages paid by AASPA are too 

    high? 
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Review and Analyses of AASPA’s 

Institutional and Operating Framework    

 

Staff: 
 

Could AASPA dispense with its Accounts 

department and use Government accounts 

systems? 
 

Could ATC staff, met-office staff and fire 

service staff be reduced? 
 

Could security staff be reduced? 
 

 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   

 

Qualifications and skills sets: 

 

   - Could AASPA be more demanding? 

 

   - Could AASPA be less demanding? 
 

Review and Analyses of AASPA’s 

Institutional and Operating Framework    

Other valid criticisms: 
 

  Governance: the intended separation of 

    AASPA management from the traditional  

    micro-managing influences of Government in 

    very small nations has not been achieved. 
 

   the AASPA Board has often also become 

    involved in micro-management: this is not its 

    mandated role. 
 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   
 

Other valid criticisms: 

 

-   there has been no forum for Stakeholders to 

    express their opinions in regard to 

    management decisions. 

 

-  the new security regime has been introduced 

   insensitively. 
 

 

Review and Analyses of AASPA’s 

Institutional and Operating Framework   

 

Salaries and wages issue: 

 

Not found to be higher than received by civil 

servants 
 

 

 

AASPA Governance Structure and 

Institutional Framework  

Board 
 

Act could be strengthened via new clauses to: 

 

  reduce difficulties from conflicts of interest 
 

  require expertise of at least one Board member 

   from civil aviation, maritime and tourism 

    sectors and one with a legal background 
 

  Limit Board membership to six plus chairman 
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AASPA Governance Structure and 

Institutional Framework 
 

Business Plan: 
 

It should not be possible for the Minister to 

reject the Plan on a whim.  The present law 

requires him to state the reasons for any 

rejection, but this could be strengthened via a 

requirement to indicate, instead, how the 

rejected plan failed to meet Government policy. 
 

There would also be a time limit of say six 

weeks for Government response. 

AASPA Governance Structure and 

Institutional Framework 

Annual Accounts and Report 

 

•   Must be produced.   

 

   Accounts must be Audited. 
 

 

 

AASPA Governance Structure and 

Institutional Framework 
Revenue: 

Government to have the right to reject any AASPA  

charges contrary to Government policy but to have to 

fund the shortfall from other sources if it rejects. 

 The Act to specify AASPA’s “right to collect charges, 

including passenger and freight terminal user/terminal 

charges, security charges and revenues and any other 

user charges appropriate and to set those charge at 

levels appropriate for recovering costs. 

Political and Regulatory Environment 

The GoA controls all political decision making 

except for Foreign Affairs which is the 

responsibility of the UK’s Foreign and 

Commonwealth Office. 
 

Regulatory regime for both air and maritime is 

principally concerned with safety and security 
 

If the Governor considers that safety and/or 

security are being compromised he/she could take 

over the operation of the port 

Political and Regulatory Environment 

Maritime Sector 
 

Regulations authorised by “Merchant Shipping 

Act”.  Regulations cater for the“International 

Convention on Safety of Life at Sea” (SOLAS) and 

the “International Ship and Port Facility Security 

Code” (ISPS), the Regulations for some other 

codes not  yet drafted.  Insufficient capacity in the 

Attorney General’s office is cited as the reason. 

Anguilla should be provided with the assistance 

necessary to draft the appropriate regulations. 

Political and Regulatory Environment 
Civil Aviation 
 

UK’s CAA is the regulatory body.   This derives 

from “Air Navigation Orders” promulgated by the 

Governor.  CAA have contracted oversight to “Air 

Safety Support International” a subsidiary of the 

CAA.  ASSI’s provides cohesive system of civil 

aviation in the OTs.   ASSI not present in Anguilla, 

but the Airport Manager is trained in safety 

requirements and he/she can act on their behalf.  If 

the regulatory regime is not enforced ASSI have 

power to downgrade airport from  Cat 5 status. 
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Political and Regulatory Environment 

Civil Aviation 

 

There is a need to draft new non-air side 

regulations 

AASPA’s management and Regulatory 

Oversight Function 

AASPA is not a regulatory organisation 
 

However, 
 

Inspections, vessel registration and licensing 

work is undertaken by the Ports Superintendent 

(though it is understood this is on behalf of the 

Maritime Department in the MoICUH)  – though 

some conflict in legislation has been noted  

Options for an Optimal Organisation 

Structure 

  A continued but Strengthened Air and Sea 

    Ports Authority? 

 

  A return to Ministerial Control? 

 

  Direct Control by UK Government? 
 

Options for an Optimal Organisation 

Structure 
Longer term: 

 

   Contracted out services 

 

   Concessionaires 

 

   Public-Private-Partnerships 

 

   Special Purpose Companies 
 

Options for an Optimal Organisation 

Structure 
Immediately important: 
 

   appoint a new CEO 
 

  changes to Board so always representatives 

    from the civil aviation, maritime, tourist and 

    legal sectors 
 

   creation of an “Airports Users Liaison 

    Committee” and a “Ports Users Liaison 

    Committee”   
 

   encouragement of a “Ferry Operators and 

     Owners Association” 

Options for an Optimal Organisation 

Structure 
Immediately important: 
 

  revenue collection and cashiers at Road Bay 

    and Blowing Point; 

  obtaining title to immovable property; 

  AASPA agreeing to the provision of office 

    space for customs and immigration at Road 

    Bay; 

  AASPA tallying cargo entering the transit 

    shed at Road Bay. 
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Role of Government in Management of 

AASPA 
   Government to have no direct role in day-on- 

     day management 

 

    ensure appointment of  suitable qualified 

      candidates to the Board 

 

    approve Business Plan and tariffs 

 

   approve loans to AASPA 

Resources Required to Implement 

AASPA’s Statutory Responsibilities 

It is recommended that technical assistance to 

the CEO might usefully be provided for a 

period of, say, two years after the CEO’s 

appointment.  The transition to a functioning 

efficient authority has a long way to go.  

Progress to date has been slow.  Much will 

depend on the qualities and experience of the 

CEO that is appointed.  

Resources Required to Implement 

Proper Regulatory Regime 

In order to give effect to the remaining IMO 

conventions a review of government policy 

would have to be carried out to determine 

relative current cost, benefit and ability to 

implement. A request for technical assistance 

from IMO via the IMO “Regional Maritime 

Safety Advisor” is recommended. 

 

Summary of Key Issues and Decisions 

Required by ExCo 
  Endorsement of Final Report Recommendations 

   “Support to the Anguilla Air and Sea Port 

    Authority” 

  Instructions to Attorney General to draft changes 

    to the “Anguilla Air and Seaports Authority Act” 

  When drafted, submission of changes to the 

    House of Assembly 

  Agree to seek external Technical Assistance to 

    mentor the AASPA CEO in his/her new position 

Summary of Key Issues and Decisions 

Required by ExCo 
 Annually, either Approval of the “AASPA 

   Business Plan” with proposed User Charges or 

   rejection because it compromises Govt. transport 

   policy – in which case Govt. agrees to provide 

   funds to AASPA from its own resources 
 

 Agree to seek external technical assistance for AG’s 

   Office in order to draft Maritime Regulations to 

   implement outstanding Codes and Conventions  

Summary of Key Issues and Decisions 

Required by ExCo 

 Instructions to the AG’s Office in regard to 

Drafting of Regulations to implement Maritime 

Conventions and Codes for proper safety and 

security 
 

Approval and gazetting of the above Regulations  
 

Instructions to the Attorney General’s Office in 

regard to Drafting of Airport Regulations 
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Summary of Key Issues and Decisions 

Required by ExCo 

 

 

 

 When drafted, approval and gazetting of the Airport 

   Regulations.  
 

  Instructions to the Attorney General’s Office in 

    regard to Drafting of Regulations for the use of the 

    ferry passenger terminal and ancillary land-side 

    facilities. 

  When drafted, approval and gazetting of the 

    Regulations for the use of the ferry passenger 

    terminal and ancillary land-side facilities. 

 

Finance 

Some Problems: 

 

   No CEO and no officially designated finance 

     manager 

   Changing accounting system from cash to an 

     accrual system 

   Accounts not easily interpreted in terms of cost 

     centres 

   Tender process for an auditor on hold 

 

 

Finance  

Capital maintenance needs: 

   a refurbishment of facilities at Blowing Point or 

     construction of a new terminal building. 

   major dredging at Road Bay/minor dredging at 

     Blowing Point. 

   repair to the deck structure, piles and beams of 

     Blowing Point pier. 

   airport terminal refurbishment; and 

   possible runway expansion.  

 

 

Finance 
Legitimate User Charges: 
 

  Passenger Service Charge;  

  Security Charge  

   Aircraft Landing/Navigation Charges 

   Pier Use Charges 

   Storage Charges 
 

Anguilla charges are low compared to regional 

averages and this is inconsistent with “high yield/low 

volume tourism” 

Finance 

Other Charges: 
 

   Aircraft parking charges 

   Concessionaire/fixed base operator charges 

    Road vehicle parking charges 

    Air Navigation Charges 

    Airport Development Charges 

 

Finance 

 

Leakage 

 

   Much “Embarkation Tax” is lost at Blowing Point; 

 

   Substantial sums reported as ‘overdue’, ‘unpaid’ or  

    ‘uncollected’. 
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Finance 

 

Economies in Collection of User Charges 

 

   “Passenger Service Charges” to be included in 

     Ticket Price 

 

Finance 
Short Term Recommendations: 
 

   an immediate 35% accross the board 

     increase in AASPA user charges;  
 

   a review the effectiveness of this increase 

     annually for the next five years; and 
 

   as and when the AASPA accounting system 

     allows it,  detailed cost analyses of all ASSPA 

     operations in order that, long-term, user-charges 

     reflect AASPA’s own costs.  

 

Finance 
Longer-Term Recommendations: 
 

  USD 5 charge on tickets and for airport 

    development/ expansion.   
 

  These funds have not been used or set aside for  

    this purpose.   
 

  It is recommended that, in future, such monies are 

    used to build up a reserve and that the word “tax”  

    is replaced with the word “charge”.  

 

Finance 

Impacts: 

  

   on the landed costs of goods in Anguilla: on average 

     0.1%   

   on air ticket prices: an overall increase of about 

     USD 10 per trip 
 

   on ferry prices for Anguillans – about USD 2. 

 

Finance 

Costs to AASPA of package proposed: 
 

  ECD 700,000 per year for new staff; 

  

Benefits: 
 

  ECD 210,000 per year saving from taxi dispatchers transfer 
 

  Increase in revenue from reduced leakage and proper, 

    collection of tariffs ECD 500,000 + per year 
 

  reduction in Board Fees (meeting only six time per yeatr 

Economic Benefits 

From Staffing Changes 
 

   Neutral – mainly transfers from one pocket of the economy 

     to another 

 

Benefits: 
 

  Increase in revenue from reduced leakage and proper, 

    collection of tariffs ECD 500,000 + per year 

  Increase confidence of investors in the Anguillan economy – 

    immeasurably high 
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The End 

 

Thankyou 
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Appendix B: Important Extracts from the Terms of Reference

Requested Services

The services to be provided by the Consultant will include, without being limited to, the following:

1 review and analyse all past and present activities and operations undertaken by the
AASPA since its creation

2 review and analyse the functionality of AASPA as the vehicle for managing and
operating the air and seaports in Anguilla

3 review and analyse the present AASPA governance structure and institutional framework
4 review and analyse the policy and legal framework under which the AASPA operates
5 review and analyse the regional context under which the AASPA operates, with

particular emphasis on the impact of the proximity of the St Maarten International
Airport

6 review and analyse the AASPA financing arrangements, including its revenue
generation, its expenditures and the repayment schedules for its outstanding loans

7 analyse the constraints that have impacted the operations of AASPA since its inception
in 2009.

The Consultant will also be required to review and analyse the country’s existing economic forecasts
and to establish short, medium and long term transport forecasts for both the air and sea ports.
Ideally the Consultant should propose several future scenarios

Expected Outputs

The expected outputs of the study to be incorporated in the Final Report are as follows:

1 a detailed analysis of AASPA actual situation, including but without being limited to:
- its actual mandate
- its activities and operations, past and present
- its organizational structure
- its staffing levels, skills sets, salaries and wages
- its governance structure and the institutional framework under which it operates
- the political and regulatory environment under which it operates
- its financial situation, including a detailed analysis of its operating costs and sources

of revenue
- capital maintenance requirements
- safety of operators and the public in conformity with the relevant international

standards and codes
- the management and regulatory oversight functions including management systems

and procedures, human resources, state of assets, the governance relationship
between the operational and regulatory bodies and interaction with relevant
international organizations

2 realistic proposals to improve AASPA efficiency, effectiveness, commercial profitability and
sustainability. More specifically the following are expected:
- recommendations for an improved organization and management framework at the

executive and operational levels;
- proposal(s) for an optimal organization structure. Several options could be

considered
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- proposal(s) for more suitable staffing levels, skill sets, salaries and wages, in line
with present arrangements, regulators and the international community,

- recommendations as to the role of Government agencies in the operation and
management of AASPA

- proposals for amended governance structure
- definition of the purpose and scope of the regulatory environment within which

AASPA operates including the relevant international, regional and local entities that
have a statutory role in administering international regulations and regulating the
operations of air and seaport activities

- if deemed necessary make recommendations for the amendment of the legislative
framework

- define the range of resources required to adequately implement AASPA’s statutory
responsibilities

- report on the status and need for AASPA to enter into contracts, raise revenue, incur
debt and to have suitable arrangements in place for its accounting and auditing
functions

- make recommendations on how the operating costs can be contained or reduced and
make proposal of options for securing the revenues to operate soundly

- recommend viable implementing and financing options for major transport
infrastructure works

- propose a sustainable financing model for the regulatory, commercial, operational
and developmental functioning of the AASPA

- provide a clear set of costed recommendations and a timetable for implementation.
This will specify the key issue to be addressed and clear delineation of
responsibilities

- make recommendations to improve the safety of operators and the public, conforms
to relevant international standards and codes and facilitates commercial efficiency,
effectiveness and profitability

- a summary of all the key issues and decisions required from Executive Council to
approve the implementation recommendations
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KPMG – October 1997.
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Government of Anguilla;
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11 AASPA – Preliminary Management Accounts 2012;
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13 “Sustainable Tourism Masterplan, 2010-2020”, Halcrow and CHL Consulting, Oct 2011;

14 “Justification for Employment of Security Officers”, Mr Allan Carty, Security Chief,
AASPA – Jan 2013;

15 “Comments for EU Representatives” – WA Grandfield – Jan 2013,

16 “Anguilla Air and Sea ports Authority – Organisational Structure” – 2012;

17 “Aviation Security Assessment of Clayton J Lloyd International Airport” – Feb 2011;

18 “Anguilla Air and Sea Ports Authority Act”, 2009

19 “Anguilla Air and Sea Ports Authority (Amendment) Act”, 2012;

20 “Sea Ports Regulations”, March 2012;

21 “Airports Regulations”, Aug 2009 – Draft – never enacted;
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22 “Operating Guidelines and Procedures for Ferries” – Draft Jan 2013;

23 “Customs Act”,

24 “Immigration and Passport Act”;

25 “Draft Policy Guide for AASPA”, October 2012 (Human Resources Dept document);

26 “Draft Employee Handbook of AASPA”, August 2011;

27 “ASPA Draft Optimal Organizational Structure and Staff Establishment”, AASPA 2012;

28 “Anguilla Constitution Order”, 1982;

29 “Merchant Shipping Act” (as of 2010);

30 “Registration of Ship Regulations”;

31 “Ship and Port Facility Regulations”;

32 “Small Commercial Vessels Regulations”;

33 “Public Utilities Commission Act”;

34 CD with “Statutes and Regulations of Anguilla showing the laws in force at 15th December
2010”;

35 CD with “Statutes and Regulations of the United Kingdom applicable to Anguilla”;

36 “Anguilla National legislative Agenda”.

37 “DfTs Partnerships with the Overseas Territories:An Update”, May 2012;

38 “Quarantine Act”, 2010;

39 “Pest Prevention Regulations”;

40 “Quarantine (Air) Regulations”;

41 “Quarantine (Maritime) Regulations”;

42 Pro forma – FBO (Fixed Based Operator) agreements for use of space at Airport, MICUH.
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Appendix D: Stakeholder Contact Meetings

Meetings Held to Date

1 Kick-off Meeting: Tuesday 8th January: Mr Larry Franklin – PS, Ministry of Infrastructure,
Communications, Utilities and Housing; Ms Anthea Ipinson – Projects Officer, Ministry of
Finance, Economic Development, Investment, Commerce and Tourism; Ms Shantelle
Richardson - Ministry of Finance, Economic Development, Investment, Commerce and
Tourism; Mr Bancroft Battick: - Chief Engineer, Ministry of Infrastructure,
Communications, Utilities and Housing; Ms Sandra York Gumbs – Ministry of
Infrastructure; Dr Aidan Harrigan – PS (Finance) – Ministry of Finance, Economic
Development, Investment, Commerce and Tourism) – Ministry of Finance, Economic
Development, Investment, Commerce and Tourism; Mr Foster Rogers – PS (Economic
Development, Investment, Commerce and Tourism) – Ministry of Finance, Economic
Development, Investment, Commerce and Tourism; Mr Lanvil Harrigan; Mr Remington
Lake – Airport Manager, Ms Dawne Richardson, Attorney General’s Office;

2 Chief Minister and Minister of Finance, Hon Hubert Hughes and Minister of Infrastructure,
Communications, Utilities and Housing, Hon Evan Gumbs, Hon Walcott Richardson,
Minister of Home Affairs, Natural Resources, Lands and Physical Planning; Mr Larry
Franklin – PS, Ministry of Infrastructure, Communications, Utilities and Housing; Ms
Anthea Ipinson – Projects Officer, Ministry of Finance, Economic Development, Investment,
Commerce and Tourism, Dr Aidan Harrigan – PS (Finance) – Ministry of Finance,
Economic Development, Investment, Commerce and Tourism - Tuesday 8th January;

3 Chief Statistician, Ms Lori-Rae Alleyne-Franklin, Anguilla Statistics Department – Tuesday
8th January;

4 Tele-conference with EU in Barbados – Wednesday 9th January;

5 Senior employees at AASPA – Seaport (Edwin Harris) – Wednesday 9th January;

6 Senior employees at AASPA – Corporate (Donna Banks and Merlyn Rogers) – Wednesday
9th January;

7 Anguilla Tourist Board (Mr Leslie Richardson, Chairman and ex AASPA Board Member
and Ms Candis Niles, Director of Tourism) and Anguilla Hotels and Tourism association (Ms
Gilda Gumbs-Samuels) – Thursday 10th January;

8 Lloyds Aviation Services (Mr David Lloyd), Trans Anguilla Airways (Vernol Gumbs) and
LIAT (Sheila Webster) – Thursday 10th January;

9 Senior employees at AASPA – Operations: Deputy Airport Manager (Operation), Mr Lindon
Hodge; Maintenance, Mr Edwin Carty; Air Traffic Control, Ms Roshine Roberts; Chief Fire
Officer, Mr Martin Richardson, Mr Shaundell Hodge, Fire Station Officer and Mr Shirlon
Hughes, Fire Station Officer;

10 Michael Adda (CFAS) – telephone conversation – Friday 11th January;

11 Ken Banks and Bill Grandfield former Chairman and Deputy Chairman, AASPA - Friday
11th January;
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12 Actg. Comptroller of Customs, Mr Glen Hodge; Mr Travis Carty, Deputy Comptroller; and
Ms Carine Lake, Asst Comptroller – Friday 11th January;

13 PS ministry of Home Affairs, Ms Aurjul Wilson; Chief Immigration Officer, Ms Brenda
Proctor; Director of Land Surveys, Mr Gifford Connor; and Principal Planning Officer, Mr
Vincent Proctor – Friday 11th January;

14 Anguilla Air Services, Mr Carl Thomas – Friday 11th January;

15 Senior employees at AASPA – Security (Alan Carty) – Friday 11th January;

16 Vincent Hippolyte, former CEO of AASPA – telephone conversation – Sunday 13th January;

17 Office of the Attorney General – Monday 14th January;

18 Cargo Boat Owners, Operators, Importers and Agents, Mr Ian Connor, JTC Customs
Brokers; Ms Elma Franklin, owner and operator of MV “Mystery” (daily service to St
Maarten); Mr Albert Peters, Shipping Agent (representing a wide variety of shipping lines);
and Mr Enrik Harrigan, Paradigm Solutions, Shipping Agents for Crowley – Monday 14th

January;

19 Blowing Point Ferry Boat Owner and Operators – Tuesday 15th January;

20 Governor, Mr Alistair Harrison, and Deputy Governor, Mr Stanley Reed – Tuesday 15th

January;

21 Taxi Association, Mr Wilmoth Hodge, President; Mr Alston Gumbs, Treasurer; Mr Duncan
Romney, Vice-President – Wednesday 16th January;

22 Anguilla Chamber of Commerce – Mr Keithley Lake, Chamber of Commerce – Wednesday
16th January;

23 AASPA Board: Mr Lanvil Harrigan; Mr Lyndon Duncan; Mr Julian Romney; Mr Maurice
Connor; Ms Sheila Haskins – Thursday 17th January;

24 Airport Site Visit – Mr Remington Lake – Sunday 20th January.

25 St Maarten informal site visits – Gare Maritime, Marigot, St Martin and Princess Juliana
International Airport (PJIA) and Anguilla Ferry Terminal, PJIA, St Maarten – Saturday 26th

January;

26 Chief Minister, Hon. Hubert Hughes, informal discussion – Sunday 27th January;

27 Head of Caribbean and Strategy Department, Overseas Territories Directorate, FCO, Mr
Tim Colley and Governor, Mr Alistair Harrison – Wednesday 23rd January; and

28 CDB (email – response was an acknowledgement of a request for discussions, which the
CDB “would consider”).
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Appendix E: Traffic Forecasts

Population

Baseline population information is provided on Table E1. The 2011 census has a preliminary total
of 13,037 persons. This suggests that the population has been growing at 1.2% per year since 2001 –
a much lower rate than previously thought. Many immigrants, who came to Anguilla during the
boom which lasted until 2008, have left.

Economy

Data which indicates recent changes in GDP, National Debt, GVA and the performance of the
principal sectors of the economy is also shown on Table E1. The data shows peak economic
performance during the period 2007 and 2008 and all indices, except debt and those focused on
government services, have declined since. GDP in 2010 was only about 76% of its peak 2007 value
and may now be even lower. Real growth over the period, 2000 to 2010, nonetheless, still averaged
3.5% per year.

Future economic growth will depend on a recovery in the tourist industry. Service industries account
for about 80% of the economy. The direct contribution of the hotel and restaurant trade is about
16%. The indirect contribution via contributions to the real estate, transport and construction sectors
probably triples this proportion.

Future economic growth might consequently be forecast at a continuing average real rate of 3.5% per
year – though major fluctuations, upwards and downwards, could easily occur. For the purpose of
testing the financial needs of AASPA, it has, therefore, been deemed appropriate to assume:

 base economic growth of 3.5% per year;
 optimistic economic growth of 6.0% per year; and
 pessimistic economic growth of 1.0% per year.

It is at these rates of growth that non-tourist passenger traffic is forecast to grow.

Tourism

Present Situation

Some important visitor statistics are shown on Table E2. Other complementary and comparative data
on travel is provided on Table E3. Visitor numbers peaked in 2006 with a total of about 167,000.
Visitors are, however, divided into two important categories:

 tourists (persons who stay at least one night): who mainly arrive by air- in this case the
visitor numbers peaked in 2007 at 77,652; - the numbers in 2011 were 85% of the numbers at
the peak; and

 excursionists: who mainly arrive by ferry from St Martin/St Maarten - these visitor numbers
peaked in 2006 at 94,283 – numbers in 2011 were 61% of numbers at the peak.

There are now almost equal numbers of tourists and excursionists. However, it is important to note
that almost all excursionists and 78% of tourists arrive by boat. The proportion of tourists arriving
this way is a clear indication of the importance of PJIA airport and the good international connections
it offers.
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Future Situation

The GoA seems unclear as to the type of tourism it wishes to focus on:

 a continuation of the “low volume/high value” tourists that Anguilla has previously focused
on; or

 a shift to a wider client base – this would, however, probably require an increase in
attractions and a decline in the absolute numbers of “low volume/high value” tourists who
come to Anguilla precisely because it offers peace, tranquillity and a slow pace of life.

As there is a degree of incompatibility between the two approaches it would be sensible for
Govt to make a policy decision and then to align its policy for international transport links with
that policy.

A continued concentration on “low volume/high value” tourists, particularly if accompanied by
investments at the airport that allowed direct flights from the US mainland, could see a shift in the
proportion of arrivals by air. A policy shift in support of a wider client base might see the opposite
effect.

For the purposes of this study, and as the required improvements to the airport would be very costly,
the general assumption will be for no shift in modal choice (some changes can however be
accommodated via an examination of the separate “optimistic” and “pessimistic” forecasts).

The question is, therefore, the extent that international transport volumes will recover with a recovery
in both the Anguillan and world economies. One can expect that, just as the fall in passenger
numbers has exceeded the fall in GDP/GVA, passenger numbers will recover at a faster rate than the
recovery in the economy as a whole. An elasticity of growth in GDP/GVA to growth in traffic of
about 1.5 is postulated and the growth from the 2011 trough is, therefore, forecast to be:

 with base economic growth: about 5% per year;
 with optimistic economic growth: about 9% per year; and
 with pessimistic economic growth: about 1% per year

Freight

Important freight statistics are shown on Table E4. Traffic, fuelled by the construction boom,
peaked in 2006 and is now just 17% of that peak value - close to its year-2000 volume. The peak
when expressed in value terms is, however, not so pronounced. The upwardvand then downward
changes in tonnages have clearly been brought about first by the 2005-8 high demand for low value
construction materials and then by the evaporation of that trade. When expressed in value terms, the
growth in imports has, however, been about 11% per year – probably about 9% when inflation is
taken into account.

With a return to economic growth there could consequently be very rapid growth in freight volumes.
Much will depend on the role that the construction industry plays in that recovery. Rapid economic
growth is more likely to be associated with growth in construction and an elasticity of 2.0 is
postulated for the optimistic growth scenarios. Lower elasticities of 1.5 and 1.0 are postulated for the
base and economic growth scenarios. This however leads to a very wide disparity in possible freight
volumes, viz:

 with base economic growth: about 5% per year;
 with optimistic economic growth: about 12% per year; and
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 with pessimistic economic growth: about 1% per year

Exports are negligible. Their growth or decline can be accommodated easily and their effect on
revenues will be small.

Summary Forecasts

Summary forecasts for both passengers and freight and for both air and sea are provided on Table
E5. The forecasts will be applied, as necessary during the next stages of the project to indicate how
AASPA revenues and costs may change and, hence, how the financial stability of the organisation
might be achieved with various fiscal options.
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Appendix F: Extracts from Anguilla’s “Caribbean Development Bank
Act”

Acceptance of Bank Agreement by the Government

“2. Acceptance by the Government of the Bank Agreement is hereby approved.

Financial provision for giving effect to Bank Agreement

3. (1) All sums required to be paid by the Government for the purpose of meeting the obligations of Anguilla
under the Bank Agreement are hereby charged on and shall be paid out of the Consolidated Fund.
(2) The Government may, if it thinks fit, create and issue to the Bank any such non-negotiable and interest-
bearing notes and other obligations as are provided for by paragraph 5 of Article 7 of theBank Agreement, and
sums payable under the notes or obligations so created and issued shall be charged on and paid out of the
Consolidated Fund.
(3) Any sums received by the Government from the Bank pursuant to the Bank Agreement shall be paid into the
Consolidated Fund.

Government may raise loans for purposes of Bank Agreement

4. (1) The Government may borrow from any person any sum or sums required for payments under section 3 or
for replacing any sum or sums paid out of the Consolidated Fund pursuant to that section and, for the purpose
of such borrowing, may create and issue any securities bearing such rate of interest and subject to such
conditions as to repayment, redemption or otherwise, as the Government thinks fit.
(2) The principal and interest of any securities issued under subsection (1) and any expenses incurred in
connection with their issue shall be charged on and paid out of the Consolidated Fund.
(3) Any money raised by securities issued under subsection (1) shall be paid into the Consolidated Fund.

Depository for holdings of currency

5. The Treasury of Anguilla shall act as a depository for the holdings of the currency of Anguilla and other
assets of the Bank.”
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Appendix G: Anguilla: Legal Framework and Government’s Legislative
Agenda

Anguilla is an internally self- governing overseas territory of the United Kingdom. The framework of
the politics is described as a parliamentary representative democracy dependency with a Chief
Minister who is the head of Government along with a multi-party system. The Anguillan Constitution
Order 1982, came into operation on the 1st April 1982 as amended (1990).

The UK retains authority of foreign affairs, safety and security matters. These sectors are
administered and regulated by the Governor in consultation with the UK, Foreign and
Commonwealth Office (FCO).

Executive power is exercised by the Government whereby legislative power is vested in both the
Government and the House of Assembly. The judiciary is independent of the executive and the
legislature.

The Anguillan Constitution

The Anguillan Constitution provides for protection of fundamental rights and freedoms and describes
clearly the powers and duties of the Governor, the Office of Deputy Governor, acting Governor and
the Governor’s Deputy.

The Executive

The Constitution provides for the Executive which authority is vested in Her Majesty.

There is provision for an Executive Council which consists of the Chief Minister, not more than three
other Ministers and two ex-officio members, namely, the Deputy Governor and the Attorney General.

The Governor appoints as Chief Minister the elected member of the Assembly who in his judgement
is likely to command the support of the majority of the elected members of the Assembly. The other
Ministers are appointed by the Governor in accordance with the advice of the Chief Minister from
among the elected members of the Assembly. The Governor has reserved executive powers.

The House of Assembly

The House of Assembly consists of – the Speaker, two ex-officio members, namely the Attorney
General and the Deputy Governor, not less than seven members elected in a manner provided by law
and two nominated members, being persons who belong to Anguilla of the age of twenty-one years
or upwards, appointed by the Governor as provided for by law .

The Leader of the Opposition may be appointed by the Governor. The Governor shall appoint as
leader of the Opposition- the member of the Assembly who in the judgement of the Governor, is the
leader of any opposition party whose numerical strength in the assembly is greater than that of any
opposition party or if there is no such party, the member of the Assembly who in the judgement of
the Governor is best able to command the support of the members of the Assembly in opposition to
the Government. The Constitution provides that the Governor, with the advice and consent of the
Assembly, may make laws for the peace, order and good government of Anguilla.
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Important Legislation and Regulations that Impinge on AASPA Operations

1 “Anguilla Constitution Order”, 1982;

2 “Anguilla Air and Sea Ports Authority Act”, 2009

3 “Anguilla Air and Sea Ports Authority (Amendment) Act”, 2012;

- Closing Hours of Blowing Port Regulations
- Port Dues Regulations
- Piers Dues Regulations
- Prescribed Ports Regulations
- Tonnage Dues Regulations
- Survey and Inspection Fee Regulations
- Airport Regulations
- Airport Regulations – Aug 2009 – Draft – never enacted

4 “Merchant Shipping Act”:

- Operating Guidelines and Procedures for Ferries” – Draft Jan 2013;
- Registration of Ship Regulations
- Ship and Port Facility Regulations
- Small Commercial Vessels Regulations
- Sea Ports Regulations

 Operating Guidelines and Procedures for Ferries – Draft Jan 2013

5 “Ship and Port Facility Regulations”;

6 “Small Commercial Vessels Regulations”;

7 “Customs Act”,

8 “Immigration and Passport Act”;

9 “Public Utilities Commission Act”;

10 “Public Utilities Commission Act”;

The Government’s Legislative Agenda

The Anguillan Government’s Legislative Agenda is articulated in a document entitled “The National
Legislative Agenda 2012 - 2014”. The Legislative Agenda outlines Government’s priorities for the
implementation of its policies after receiving its mandate from the electorate.

The following pieces of legislation are on the legislative agenda and are outlined in order of priority
as high (H) or medium (M):

 the “Fire Precautions and Safety Regulations and Other Related Regulations” (H);
 the “Airline Ticket Tax Regulations” (H);
 the “Merchant Shipping (Ship Registry) (Amendments) Regulations” (M);
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 “Regulations under the AASPA Act (Dress Code for Ferry and Charter Boat Operators)”
(M); and

 new “AASPA Airport Regulations” (The DLN Consultant’s Draft was abandoned and a new
policy is to be developed) (M).

Regulations Enacted under the Air and Sea Ports Authority Act

A57-1 Closing Hours of Blowing Point Port Regulations

A57-2 Piers Dues Regulations

A57-3 Ports Dues Regulations

A57-4 Prescribed Ports Regulations

A57-5 Tonnage Dues Regulations

A57-6 Survey and Inspection Fee Regulations

A57-7 Airport Regulations

The “Surveys and Inspection Fees Regulations” are deemed for reasons described in the Main Text
to be inappropriate. The status of the “Airport Regulations” is unclear and is described in the Main
Text.



Support to the Anguilla Air and Seaport Authority SAFEGE/Acciona Ingenieria

Draft Final Report Page H - 1



Support to the Anguilla Air and Seaport Authority SAFEGE/Acciona Ingenieria

Draft Final Report Page I - 1

Appendix I: AASPA – Principal Personnel Duties – Present and
Recommended

The “Report on a Study of the Legislative and Institutional Requirements for a Ports Authority”
DLN, May 2009 contains a section describing “Principal Personnel Duties” and there is no reason to
make major adjustments to the recommendations contained therein. The text from that section, albeit
in slightly modified form and with occasional recommendations for additions, which are highlighted,
is reproduced below.

Chief Executive Officer (CEO)

The CEO will manage the airport and seaports of the Authority to provide safe and effective air and
sea communications which meet the needs of Anguilla and through efficient and effective
management to ensure that the Air and Sea Ports Authority is financially viable and well established.

The CEO will:

 Manage the operations and plan the development of the Airport and Seaports to meet the
economic and social needs of Anguilla and in accordance with Government transport policy
as may from time-to-time be communicated by the GoA to the Board.

 Develop policy, programmes, finance and operations procedures and ensure that the airport
and seaports function efficiently, effectively and safely.

 Monitor standards and quality assurance systems and ensure their achievement; ensuring that
the Authority fulfils its requirements in reporting performance information to the Governor,
UK CAA and MoICUH and implement financial plans which enable the Air and Sea Ports
Authority to meet its recurrent and capital expense requirements.

 Establish and levy appropriate levels of fees and charges to enable costs to be recovered and
ensure that revenue is collected.

 Ensure plans and budgets are prepared and approved in order to address the key business
priorities and achieve value for money within the resources available.

 Ensure that effective management systems, procedures and financial controls are in place, to
make most efficient and effective use of resources.

 Ensure the Authority’s manpower needs are met through appointment, promotions, training
and staff development.

 Make plans for long term development of the airport and seaport, to increase business and
improve revenue generation.

 Take the Air and Sea Ports Authority forward in designing and implementing changes and
development programmes which will lead to performance improvements.

The CEO will be responsible to the Board for management, monitoring and the development of
business plans. He/she, together with the Board would also employ consultants who would advise on
any matters that required professional expertise unavailable from AASPA staff.

The CEO position is crucial to the organisation and it is imperative that an experienced professional
holds the position. Salaries and remuneration, consequently, have to match those required on the
international market.

There is currently no CEO. This needs to be rectified as soon as possible. The appointee should
have substantial experience of either operating in, or holding a seniors position in a similar
organisation. He/she should also have professional transport, engineering, legal or business
background.
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Airport Divisional Manager

The Airport Divisional Manager (ADM) will manage all aspects of daily operations at the Airport, to
ensure that the civil aviation and terminal operations services are provided which enable those who
travel by air and use air freight services are able to do so in a safe and orderly environment, and an
efficient and comfortable manner.

The ADM will:

 Manage the Airport in accordance with national and international standards and regulations
as a safe and efficient operation.

 Implement safety and security policies and programmes to ensure international standards are
maintained.

 Ensure that effective management systems and operating procedures are in place to enable
airport operations to make most efficient and effective use of resources.

 Maintain and repair the airport infrastructure, to enable efficient and effective operations by
all users.

 Liaise with the DAM(O) to ensure that government and private sector organisations are
effectively coordinated with the policies and services affecting the airport.

 Contribute to service related initiatives for improving airport operations and customer
satisfaction.

 Provide a service to users of the airport and develop service related initiatives for improving
airport operations and customer satisfaction.

 Advise on and assist in developing policies, plans and programmes in order to improve
services and develop the airport in accordance with management procedures.

 Be responsible for liaison with security and the development with the Chief Security Officer
of a working and efficient plan for airport security;

 Be responsible for ensuring airport compliance with ICAO Conventions, and UK DoT
regulations;

 Prepare (with the Finance Manager) annual airport operating and maintenance expenditures
and the budget for his Division;

 Be responsible to all airport users for the terms and conditions of their use of airport space;
 Be responsible for the terminal, runway and auxiliary buildings maintenance and operation

programme; and
 Be responsible for the timely production of airport management information – he would

prepare a monthly report detailing airport passenger, freight and airline usage;
 Provide management information as and when required by the CEO
 Attend the “Airport Users Liaison Committee” and seek to progress user grievances.

Deputy Airport Manager (Operations)

The Deputy Airport Manager (DAM(O)) will support the Airport Manager in the management of all
aspects of operation at the airport, to ensure that appropriate navigation, communications, freight
handling, and terminal operations services are provided which enable freight to move freely and
passengers to travel in a safe, efficient and comfortable manner.

The DAM(O) will:
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 Manage the airport in accordance with national and international standards and regulations as
a safe and efficient operation.

 Ensure that effective management systems and operating procedures are in place to enable
airport operation to make most efficient and effective use of resources.

 Liaise with Government and private sector organisations working at the airport to ensure
improving airport operations and increasing customer satisfaction.

 Develop facilities and services provided at the airport in such a way as to increase revenue
within the policies and procedures of the Authority.

 Advise on developing policies, plans and programmes in order to improve services and
developing an airport in Anguilla.

Seaports Divisional Manager

The Seaports Divisional Manager (SDM) manages all aspects of operations at the seaports to ensure
that terminal operations services are provided which enable those who travel by sea to do so in a safe
and orderly environment, and an efficient and comfortable manner and to ensure safe and efficient
movement of goods.

The SDM will:

 Manage the sea port facilities in accordance with national and international standards and
regulations as a safe and efficient operation.

 Develop and implement safety and security policies and programmes to ensure international
standards are maintained.

 Ensure that effective management systems and operating procedures are in place to enable
seaports operations to make most efficient and effective use of resources.

 Liaise with Chief Executive Officer and private sector organisations to ensure effective co-
ordination of all policies and services affecting the ports.

 Contribute to service related initiatives for improving port operations and customer
satisfaction.

 Co-ordinate services provided to users of the ports and develop service related initiatives for
improving port operations and customer satisfaction.

 Advise on and develop policies, plans and programmes in order to improve services and
develop the ports.

 Be responsible for liaison with security and the development with the Chief Security Officer
of a working and efficient plan for port security;

 Be responsible for ensuring port compliance with IMO Conventions, and UK DoT
regulations;

 Prepare (with the Finance Manager) estimates of annual port operating and maintenance
expenditures and the budget for his Division;

 Be responsible to all port users for the terms and conditions of their use of port space;
 Be responsible for the terminal, quays and auxiliary buildings maintenance and operation

programme; and
 Be responsible for the timely production of port management information – he would prepare

a monthly report detailing port passenger, freight and ship usage;
 Attend the “Seaport Users Liaison Committee” and seek to progress user grievances.
 Provide management information as and when required by the CEO and Board

There is currently no Seaports Divisional manager, but there is a Superintendent of Ports who fulfils
the above functions. He is based at Road Bay. Reporting to him (as would they would to the
Seaports Divisional Manager) are a Harbourmaster, a Maintenance Foreman and a single clerical
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support staff. There are also two fork-lift drivers which operate the two small fork-lifts owned by the
port.

Additionally there are, under the maintenance foreman, two auxiliary cleaners and one handyman.
Tariff collection is undertaken on behalf of AASPA by Customs who together with the importer’s
agent also tally cargo placed in the transit shed/warehouse. This latter function, which would
properly be undertaken by AASPA is reported to be the cause of much delay in the port. Customs
officers are not on hand to undertake customs duties.

Port Operations Superintendent

The Port Operations Supervisor (POS) is responsible for the general daily supervision and
coordination of specific particular Ports operations under his control, including assistance in planning
for future development.

The (POS) will also:

 Develop and recommend to the Seaports Divisional Manager (SDM) specific policies and
objectives to be pursued by the port in achieving its stated goals.

 Be responsible for the performance of direct subordinates and reviews the performance of
such subordinates at least annually on a formal basis.

 Ensure that the Authority’s labour relations requirements are met, including analysis and
development of management’s proposals; the observance of the terms of any collective
agreement.

 Execute a public relations program to project a favourable image of the Port and its services
to the local community and to the maritime industry.

 Act as a goodwill ambassador in this regard in day-to-day dealings with the business
community and port users. Encourage other senior personnel to similarly market port
services.

 Perform other such duties as may be assigned by the Seaports Divisional Manager.

There is currently a Ports Operations Superintendent at both Blowing Point and Road Ray – though
the officer at Road Bay is presently undertaking the higher functions of Seaports Divisional Manager
(see above). The Ports Operations Superintendent at Blowing Point currently has a harbour-master
working under his authority, one clerical officer, cleaning staff and a handyman.

Harbour Master

The Harbour Master (HM) directs and controls the provision of any piloting, berthing, tugboats, and
mooring gangs to service any ships wishing to use the port facilities and ensure that pilots, crews, and
mooring gangs are properly trained and provide their respective services in a competent manner.

The HM will also:

 Ensure that signalmen are adequately trained in all currently used marine communication
systems, and that all signals, lights, buoys, markers, etc. are regularly inspected and kept in
perfect operating order and position.

 Ensure that all fees and any other charges owed to the Authority for use of the port facilities
and services have been collected (or satisfactory arrangements have been made for the
collection thereof) before the ship is allowed to leave.
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 Ensure that all marine equipment such as boats, mooring launches, pilot launches, etc., are
maintained in proper functioning order and that, where applicable, they meet classification
standards.

 Ensure that any damage sustained by wharfs, berthing facilities, or any marine equipment is
reported to the Chief Executive Officer and that corrective action is taken.

 Be responsible for ensuring that any navigational hazards and changes in aids to navigation
are reported to the proper authorities for publication.

 Perform other such duties as may be assigned by the Seaports Divisional Manager.

In the HM’s absence it is understood that assistance is provided by security personnel. If they are to
continue in this role they need training.

Finance Manager

The Finance Manager (FM) will develop policies to enable the Authority to achieve its objectives
through appropriate and efficient and effective management of its finances. The Finance Manager
shall be responsible for the daily supervision of all Authority accounting functions including billing,
payroll, cash receipts and expenditures.

The FM will:

 Prepare, analyse and interpret financial information, including budgets, which are necessary
for the efficient and effective delivery of airport and seaport’s operations in Anguilla.

 Ensure effective management system, procedures and financial controls to make the most
efficient and effective use of resources.

 Liaise with CEO.
 Act as Board Secretary.
 Ascertain cost of services delivered and propose appropriate levels of charges to enable

adequate revenue to meet recurrent and development costs.
 Manage the process of billings and revenue collections to recover the appropriate levels of

charges from customers.
 Establish appropriate operating procedures in finance and administrative areas to ensure the

efficient and effective management of the Authority.
 Develop and implement effective personnel systems, including – training and development

plans – appointments and promotions – appraisal review.
 Oversee employee relations including developing and supervising the administration of rules

and procedures concerning conditions of service, affective employee communication and the
handling of grievances and disciplinary issues.

 Ensure staffing for financial administration, clerical and training areas in order that priorities
are met, required outputs are achieved and appropriate support is provided for staff in both
the airport and seaports.

 Supervising the staff and operation of the Accounting offices.
 Supervising the preparation of invoices for the use of ports facilities and services, ensuring

that all billable items are included and that complete accounting records are maintained for
all transactions.

 Liaising as required with the Airport Manager and Port Supervisor at each Port to ensure that
all services rendered are being billed and that appropriate notice is provided to the
Accounting Department.

 Supervising the receipt of cash deposits made by planes, ships or their agents for use of port
services and facilities. Ensuring that all monies received are deposited promptly in the
Authority’s commercial bank account in accordance with port policy.
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 Following up on outstanding accounts receivable.
 Reconciling bank statements at the end of each month and makes adjustments as necessary.
 Supervise the Accounts officers (presently there is an Accounts Payable Officer, Accounts

Received Officer and Accounts Officer Responsible the General ledger and two cashiers who
work in shifts at the airport – if AASPA is to collect revenue at the Seaports, then additional
staff will be necessary at Blowing Point and Road Bay )

Currently there is no Finance Manager. There is, however, an Accounts Superintendent who
undertakes the duties of that position. If this arrangement continues, then, the CEO, when appointed,
might simultaneously hold the title of Finance Manager.

Human Resources Manager

The Human Resource Manager (HRM) will develop policies to enable the Authority to achieve its
objectives through appropriate deployment and development of human resources. The HRM shall be
responsible for both, assessing the development potential of all staff transferred to the new Authority
and recommending individual development programmes. Other functions under the guidance of the
HRM will include:

 Training and Development
 Performance Evaluation – a performance appraisal system is under preparation and deemed

important
 Promotions
 Redundancy: which would be difficult for established staff transferred from the civil service
 Industrial and Employee Relationships
 Record Keeping of personal data
 Career Development
 Staff welfare (holidays, sickness, social security issues and pensions1)
 Staff discipline
 Staff working environment

The human resources officer has no staff reporting to her. She is currently preparing:
 an “AASPA Employee Handbook”: based on existing Government Public Service orders; and

 an “AASPA Policy Document on the Working Environment”: using the DLN report as a
guideline.

She is also undertaking a human resources audit for the authority. This is reported to be nearing
completion. It does not, however, include Tower staff.

Chief of Air and Sea Ports Security
The “Chief of Air and Sea Ports Security” will develop plans to ensure that security at both the air
and seaports complies with international protocols and standards.
He/she shall:

 Prepare a plan for providing proper security at all air and seaports – this plan shall be
submitted to the CEO and Board for approval;

 Liaise with all AASPA Divisional Heads and legitimate airport users – such to include as a
minimum Customs, the Police, Inland Revenue, Immigration, Veterinary and Phyto-sanitary
control officers, airlines, Shipping companies and their agents, concessionaires, the Fire and

1 Note: the retirement age for civil servants (and ASSPA staff?) is 55.
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Ambulance services so as to gain a clear understanding of the needs of their personnel for
access to various parts of the airport

 Prepare plans and implement them so that the above persons gain speedy and secure access
to necessary parts of the ports and airport and at the same time security is maintained;

 Consider the use of new technology (cameras scanners etc.) for improving efficiency;
 Maintain discipline within the security personnel;
 Maintain the necessary cohort of security personnel at a strength agreed with the CEO and

Board.
 Prepare budgets as and when necessary
 Ensure the proper training of security personnel
 Instigate a “Security Liaison Committee” whose purpose shall be to discuss security

arrangements and their efficient working and whose members shall compromise AASPA
staff and relevant user groups.

 Seek to provide security in the most-cost effective manner.
 Provide management information as and when necessary to the CEO.

The “Chief of Air and Sea Ports Security” has about 60 security personnel and 7 night watchmen (3
working at the airport and 4 working at Road Bay) working under his authority. There is a vacant
position of “Deputy Chief of Port Security”. The security personnel themselves are ranked:
sergeants, corporals, officers and trainee officers. When the AASPA was set up, a large proportion of
the staff were unestablished officers transferred from the civil service who did not meet basic
Government employee educational standards. There is a clear continuing problem in regard to lack
of training.
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Appendix J: Financial Analyses – A Summary

Scenarios Analysed

A number of scenarios based on AASPA retaining all it revenue and with a renamed “Passenger
Service Charge” to replace the “Embarkation Tax” and paying 50% of the fire services costs have
been analysed, viz:

Scenario Financial

Position in

Passenger Growth Freight Growth

S1-00-13 End of 2013 base case traffic growth of 5% with
no increase in charges

base case traffic growth of 5%
with no increase in charges

S2-00-13 End of 2013 optimistic traffic growth of 9% with
no increase in charges

optimistic traffic growth of 12%
with no increase in charges

S3-00-13 End of 2013 pessimistic traffic growth of 1%
with no increase in charges

pessimistic traffic growth of 1%
with no increase in charges

S4-00-17 End of 2017 base case traffic growth of 5% with
no increase in charges

base case traffic growth of 5% with
no increase in charges

S5-00-17 End of 2017 optimistic traffic growth of 9%
with no increase in charges

optimistic traffic growth of 12%
with no increase in charges

S6-00-17 End of 2017 pessimistic traffic growth of about
1% with no increase in charges

pessimistic traffic growth of 1%
with no increase in charges

S7-30-13 End of 2013 base case traffic growth of 5% with
a 30% increase in charges

base case traffic growth of 5% with
a 30% increase in charges in 2013

S8-30-13 End of 2013 optimistic traffic growth of 9% with
a 30% increase in charges

optimistic traffic growth of 12%
with a 30% increase in charges

S9-30-13 End of 2013 pessimistic traffic growth of 1%
with a 30% increase in charges

pessimistic traffic growth of 1%
with a 30% increase in charges

S10-35-13 End of 2013 base case traffic growth of 5% with
a 35% increase in charges

base case traffic growth of 5% with
a 35% increase in charges

S11-35-13 End of 2013 optimistic traffic growth of 9% with
a 35% increase in charges

optimistic traffic growth of 12%
with a 35% increase in charges

S12-35-13 End of 2013 pessimistic traffic growth of 1%
with a 35% increase in charges

pessimistic traffic growth of 1%
with a 35% increase in charges

S13-40-13 End of 2013 base case traffic growth of 5% with
a 40% increase in charges

base case traffic growth of 5% with
a 40% increase in charges

S14-40-13 End of 2013
optimistic traffic growth of 9%

with a 40% increase in charges

optimistic traffic growth of 12%
with a 40% increase in charges in
2013

S15-40-13 End of 2013 pessimistic traffic growth of 1%
with a 40% increase in charges

pessimistic traffic growth of 1%
with a 40% increase in charges

Additional Scenarios based on AASPA retaining 50% of the as is “Embarkation Tax” and ticket
taxes and paying for 50% of the fire services costs were also analysed.

Scenario Financial

position

Passenger Growth Freight Growth

S16-00-13 End of 2013 base case traffic growth of 5% with
no increase in charges

base case traffic growth of 5%
with no increase in charges

S17-00-13 End of 2013 optimistic traffic growth of 9% with
no increase in charges

optimistic traffic growth of 12%
with no increase in charges

S18-00-13 End of 2013 Pessimistic traffic growth of 1%
with no increase in charges

pessimistic traffic growth of 1%
with no increase in charges



Support to the Anguilla Air and Seaport Authority SAFEGE/Acciona Ingenieria

Draft Final Report Page J - 2

Results

ASSPA’s 2012 expenditure and revenue figures have been applied - see below. Some data is,
however, only provisional1. In summary, AASPA’s 2012 accounts show:

Revenue (ECD) Expenditure (ECD) Surplus (ECD)
Surplus (ECD)

Air Sea Air Sea Air Sea

3,375,450 5,073,196 6,908,821 2,500,489 -3,533,371 2,572,707 -960,664

The Consultants’ assumptions were:

 revenues increase proportional to the forecasted traffic growth rates and the designated
increase in user charges;

 the increase in user charges commences in 2013;
 the full amount of “Passenger Services Charges” and “Ticket Levies” (now described as

‘tax’2) raised are provided to AASPA;
 AASPA expenditure in 2013 is increased by 10 per cent to allow for the recruitment/transfer

of addition staffing required for the new responsibilities to be transferred to AASPA and for
the cost for the recruitment of staff for approved unfilled positions;

 expenditure for 2014, and subsequent years, increases at 2% per annum; and
 the present ratio between air and sea arrivals remain constant.

The Consultants’ analyses have been carried out for a five year period, from 2013 to 2017 and are in
2013 constant price terms. Their conclusions are:

 there is limited scope to reduce operating costs and user charges must be increased if
AASPA is going to be made financially viable;

 the quantum increase in user charges will largely be dictated on by future traffic and freight
volumes;

 including 50% of the estimated annual Fire Services costs would increase AASPA’s
recurrent expenditures by about 14% per year - the Consultant’s believe, however, that these
charges need to be further investigated and justified – the Consultants have not been able to
analyze the true extent of such costs and to deem what is reasonable or not – it might also be
prudent for the AASPA CEO to have some input into the Fire Services budget – at least,
inasmuch as it impinges on AASPA operations;

 sea port operations are cross subsidizing airport operations;
 as it is forecasted that traffic will recover at a rate higher than the growth in AASPA

expenditures, the most pressing problem facing AASPA is how to survive financially while
traffic volumes are at their nadir;

 as it is uncertain at what rate the recovery will occur it will be prudent for AASPA to plan for
the worst case (i.e. pessimistic) scenario postulated by the Consultants.

In detail:

 Should there be continued erosion of AASPA revenue as a result of Government withholding
50% of “Passenger Services Charges” (the old “Embarkation Tax”) and ticket taxes and
AASPA required to pay for 50% of fire services costs, ie ECD 1,500,000 annually, and

1 An adjustment, therefore, may needed for the Final Report.
2 Government of course can impose a Tax on top of these charges if it wishes!
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assuming current user charges are not increased immediately, AASPA would incur deficits in
2013 of:

- ECD 5,171,655 with the base traffic forecast – see below, Scenario S16-00-13
- ECD 4,358,992 with the optimistic traffic forecast – see below, Scenario S17-00-13
- ECD 5,196,304 with the pessimistic traffic forecast – see below, Scenario S18-00-13

Scenario Year
Revenue (ECD) Expenditure (ECD) Surplus (ECD)

Surplus
Air Sea Air Sea Air Sea

S16-00-13 2,013 2,633,088 3,924,393 7,390,607 4,338,529 -4,757,519 -414,136 -5,171,655

S17-00-13 2,013 2,733,396 4,186,019 6,853,108 4,425,299 -4,119,712 -239,280 -4,358,992

S18-00-13 2,013 2,532,780 3,774,892 6,990,170 4,513,805 -4,457,390 -738,913 -5,196,304

 If current user charges are not increased immediately AASPA would incur deficits in 2013 of:

- ECD 2,971,058 with the base traffic forecast – see below, Scenario S1-00-13;
- ECD 2,484,007 for the optimistic traffic forecast – see below, Scenario S2-00-13; and
- ECD 3,304,699 for the pessimistic traffic forecast – see below, Scenario S3-00-13.

Scenario Year
Revenue (ECD)

Expenditure (ECD) Surplus (ECD)
Surplus
(ECD)

Air Sea Air Sea Air Sea

S1-00-13 2013 3,388,725 5,369,352 7,390,607 4,338,529 -4,001,882 1,030,824 -2,971,058

S2-00-13 2013 3,517,819 5,727,309 7,390,607 4,338,529 -3,872,787 1,388,780 -2,484,007

S3-00-13 2013 3,259,631 5,164,806 7,390,607 4,338,529 -4,130,976 826,277 -3,304,699

 With no increase in charges, after five years when traffic levels have, hopefully, recovered,
the overall situation should become more manageable - deficits become smaller and there is a
surplus with the optimistic traffic forecast - see below Scenarios S4-00-17, S5-00-17 and S6-
00-17.

Scenario Year
Revenue (ECD) Expenditure (ECD) Surplus (ECD) Surplus

(ECD)
Air Sea Air Sea Air Sea

S4-00-17 2017 4,119,017 6,526,481 7,999,831 4,696,163 -3,880,814 1,830,318 -2,050,496

S5-00-17 2017 4,965,689 9,012,032 7,999,831 4,696,163 -3,034,141 4,315,869 1,281,727

S6-00-17 2017 3,391,985 5,374,517 7,999,831 4,696,163 -4,607,846 678,354 -3,929,491

 With AASPA retaining all user-revenues and paying for 50% of the annual fire services costs
of ECD 1,500,000, it is noted:

- with the base case traffic forecast: AASPA will not make a surplus in 2013 unless
charges are raised are immediately raised by 35% across the board – see below Scenario
S10-35-13;

- with the optimistic traffic forecast: AASPA will not make a surplus in 2013 unless
charges are raised are immediately raised by 30% across the board – see below, Scenario
S8-30-13;
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- with the pessimistic traffic forecast: AASPA will not make a surplus in 2013 unless
charges are immediately raised by just over 35% across the board – see below, Scenario
S12-35-13.

Scenario Year
Revenue (ECD) Expenditure (ECD) Surplus (ECD)

Surplus
Air Sea Air Sea Air Sea

S7-30-13 2013 4,405,343 6,980,158 7,390,607 4,338,529 -2,985,264 2,641,629 -343,635

S8-30-13 2013 4,573,165 7,445,502 7,390,607 4,338,529 -2,817,442 3,106,973 289,531

S9-30-13 2013 4,237,520 6,714,247 7,390,607 4,338,529 -3,153,087 2,375,718 -777,368

S10-35-13 2013 4,574,779 7,248,626 7,390,607 4,338,529 -2,815,828 2,910,097 94,269

S11-35-13 2013 4,749,056 7,731,867 7,390,607 4,338,529 -2,641,551 3,393,339 751,788

S12-35-13 2013 4,749,056 6,972,488 7,390,607 4,338,529 -2,641,551 2,633,959 -7,592

S13-40-13 2013 4,744,215 7,517,093 7,390,607 4,338,529 -2,646,392 3,178,564 532,173

S14-40-13 2013 4,924,947 8,018,233 7,390,607 4,338,529 -2,465,660 3,679,704 1,214,044

S15-40-13 2013 4,924,947 7,230,728 7,390,607 4,338,529 -2,465,660 2,892,199 426,539
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