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C2C seeks to achieve a co-ordinated understanding of the inter-relationship of investment 

in port access, on both sides of the Channel Arc. Port and freight transport infrastructure 

investment needs and priorities are approached from a cross-border perspective, by 

profiling and addressing the interdependency between ports across the maritime border.

Through implementation of an action plan the C2C project seeks to achieve better 

connected ports (and the port-related industrial hinterlands) within the programme area, 

through maximisation of the area’s existing transport infrastructure. This will in turn lead to 

reduced congestion on the programme area’s road network, reducing the environmental 

footprint of freight transport on the programme area and beyond.

C2C has a clear focus on the programme area’s maritime economy. Improved port 

accessibility will advance port economic development, which in turn will have a positive 

effect on employment and business opportunities, both in the maritime and transport 

sectors as well as other port related economic activities.

C2C seeks to address the challenge of developing a network of reliably performing and 

resilient logistics links, by better connecting mutually-reliant ports with the hinterlands 

they serve, in order to achieve a seamless and sustainable distribution of freight. The C2C 

partnership views ports as a vital component in ‘bridging’ the maritime borders of the 

area. The project therefore aims to enhance the mutualisation of their infrastructure and to 

instigate a cross-border perspective of ports’ development, recognising their necessary 

interdependencies and the economic value they have not only for their regions, but also for 

the entire EU transport network.

INtroduCtIoN

The aim of Connect to Compete (C2C) is to improve cross-border port connectivity 
and to contribute to the development of multimodality. This will in turn facilitate more 
effective and sustainable transportation of freight, improving regional competitiveness 
in terms of intra-European and international trade. 

C2C focuses on a number of key shipping routes in North West Europe, all of which are 

expected to be characterised by substantial growth in freight traffic:

Dover - Calais;

Zeebrugge - Thames Gateway;

Ramsgate - Oostende;

Solent -  Rotterdam / Antwerp;

Boulogne – Dover / Ramsgate.

The main objectives of the C2C project are two-fold:

To prepare a strategic cross-border Port and Transport Infrastructure 

Investment Framework for the period 2010-2015 and a Spatial-

Economic Masterplan for the Logistics Sector covering the area of 

Hampshire (including Southampton and Portsmouth), Sussex, Kent, 

Nord Pas de Calais and West Flanders;

To increase capacity on a number of strategic freight transport 

corridors focusing on the adaptation and maximisation of existing 

transport infrastructure in order to increase port and hinterland 

connectivity and to improve the ports’ intermodal functionality (ie 

between sea, road, rail and inland waterways).
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study remIt

The first objective of this study is to develop and support realisation of a cross-
border logistics and investment framework for the C2C area of Hampshire (including 
Southampton and Portsmouth), Sussex, Kent, Nord Pas de Calais and West Flanders, 
for the period 2010-2015.

The second objective is to identify a small number of targeted, deliverable and viable 

actions (and associated investment partnerships) which would give a positive contribution 

to cross-border transport and distribution activities, thus realising economic benefits and 

sustainable solutions. These actions (which may fall across short, medium and long-term 

timescales) should help with elimination of bottlenecks in cross-border transport flows and 

an increase in the efficiency of the logistics and distribution activities carried out across and 

between the regions, to benefit not only all the C2C strategic partners but also meet wider 

European objectives.
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the CurreNt sItuatIoN

The C2C area is located towards the centre of the hub for global trade with the 
European Union, this wider region comprising various port clusters and hinterlands 
which stretch from Immingham and Hamburg to the north, through to Southampton 
and Le Havre to the south. The C2C area is itself home to around 5 million people, 
representing around 1% of the entire EU population.

The area therefore starts from a position of some strength, being located at a global 

crossroads for trade (ports in the C2C area handling around 200 million tonnes per annum) 

within a considerable source of consumer demand and employment.

Port activity within the C2C area can be grouped into 3 main categories, namely:

•  Global traffic in bulk and non-bulk commodities, particularly liquid bulk (mainly 

petrochemicals) and deepsea containers;

•  Cross-Channel traffic, mainly on Roll-on, Roll-off 

(RoRo) ferries;

•  Other coastal feeder traffic in bulk and non-bulk 

commodities.

In terms of the C2C area ports and the wider logistics 

sector which they support, the principal themes 

which emerge are of consolidation, concentration and 

congestion. Developments in global supply chains 

have to an extent polarised the ports sector, as a 

combination of growing vessel size / throughput has 

then concentrated a smaller number of larger vessels 

onto a smaller number of larger ports and inland 

infrastructure networks. 
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As an example of the untapped potential, while more than 12,000 lorries cross the Channel 

every day by ferry and shuttle, just 12 freight trains pass through the Channel Tunnel, each 

carrying the equivalent of 35 lorry loads – against available capacity of 70 trains per day, 

with each train capable of carrying up to 50 lorry loads. If this existing unused capacity was 

fully exploited, a further 2,900 lorry loads a day could be carried by rail, relieving parallel 

motorways of nearly 25% of current lorry traffic. Trials of freight trains on High Speed 

1 indicate the availability of further night-time capacity on this corridor, enabling larger 

continental freight trains to operate into London for the first time.  

A similar situation exists for ports (both coastal and inland ‘dryport’ facilities), where 

congestion around a small number of major gateways contrasts with the large number 

of under-utilised sites along the Channel and North Sea regions. This picture is repeated 

across the C2C area’s infrastructure network.

Looking beyond individual ports modes of transport, there is a wider concern about the 

resilience of the infrastructure and supply chains in responding to unexpected events, 

whether caused by industrial action, major accidents, by extreme weather (the Great Storm 

of 1987, recent snowfall in 2010), by geological events (eg the fallout from the Icelandic 

volcano) or by fuel shortages. This situation is exemplified by ‘Operation Stack’ in Kent, 

which periodically converts the M20 motorway into the UK’s largest lorry park, whenever 

problems arise with cross-Channel ferries or shuttle trains. A lack of visibility across 

infrastructure networks and supply chains, as well as an absence of effective trans-national 

contingency planning, constrains the ability of industry to quickly switch between modes 

when such events occur.

The C2C area exemplifies the distinction between winners and runners-up in the ports 

sector, with the concentration of Roll on, Roll off (RoRo) traffic onto the Dover – Calais 

axis (in part a response to / a result of the opening of the Channel Tunnel) leading to 

significant reductions in RoRo traffic at ports such as Ramsgate, Oostende, Newhaven and 

Portsmouth, and withdrawal of RoRo services from Dartford, Sheerness, Folkestone and 

Boulogne. In some cases this abstraction of demand away from smaller ports was in spite 

of significant investment, for example the £32m investment in a new road tunnel to improve 

access to Ramsgate Harbour, which opened in 2000, 2 years after one of the principal ferry 

operators (Sally Lines) ceased operations.

The increasing focus on a relatively small number of ports, as well as use of road transport 

as the principle means of access, has led to increasing congestion bottlenecks across the 

region, both around ports and the Channel Tunnel, as well as on inland routes. A 2010 traffic 

survey, using data from car satellite navigation systems, ranked Paris in 1st place (drivers 

wasting an average of 70 hours per year in traffic jams) followed by Brussels (65), Antwerp 

(64), London (54), Lille (50) and Ghent (33). This dependence of ports on road transport links 

impacts on the region’s ability to move towards a low-carbon economy, as much for long-

distance haulage as for local deliveries.

Yet road transport itself has scope to make better use of available capacity. UK statistics not 

only point out the significant levels of empty running by vehicles (around 25% of haulage 

activity, a trend which has started to increase following years of decline in empty running), they 

also highlight how much of this traffic is moved during weekdays – more than 90%. Taking 

account of the under-utilised night-time and weekend periods, there is significant scope to 

spread existing port-related freight traffic over a much smaller number of vehicle trips. 

Despite the untapped capacity and capability within the region’s ‘alternative’ strategic 

network of rail and maritime infrastructure, the historic disconnect between modes (and 

lack of any common information system for end users) has prevented full exploitation of this 

capacity. Part of the problem is the much larger ‘critical mass’ needed to justify a new train 

or shipping service. 
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the outLook for Ports & LogIstICs

The process of consolidation identified in the previous section can be traced back in 
the 1950’s with the development of containerisation of deepsea shipping, which over 
time helped facilitate greater international trade. With the gradual breakdown of trade 
barriers with the Soviet Union and Asian countries, so a truly “globalised” pattern 
of manufacturing and distribution has emerged, reflected in the rapid relocation of 
manufacturing to the Far East.

The reduction in manufacturing costs achieved by Far East outsourcing, combined with 

relatively cheap transport, has led major multinationals to restructure supply chains on a 

global basis, replacing networks of local / national manufacturing and warehousing facilities 

with smaller, more dispersed networks of much larger national / international sites. 

Within this overall trend towards consolidation, the need to achieve economies of scale 

across transport and logistics has driven companies to invest in bigger vehicles and 

vessels. As an example, between 2001 and 2007 the number of ships calling at UK ports 

fell by 10%, whilst the tonnage moved through UK ports increased by 3%. Container ships 

highlight the dramatic consolidation over the last 50 years, from the initial 500 TEU (Twenty 

Foot Equivalent Unit) vessels which started the containerisation revolution in the 1960’s, to 

the latest vessels carrying up to 14,000 TEU. Similarly, the percentage of road freight moved 

in Great Britain by larger articulated lorries (over 33 tonnes gross weight) increased by 8%, 

with a corresponding decline in the share taken by smaller vehicles.

Yet there are signs that the wider logistics market is continuing to evolve and respond to 

new challenges and constraints. The growth of online retailing (smaller consignments with 

short lead times) combined with rising fuel prices, is highlighted in the latest trends for road 

haulage, which show major increases in use of vans and smaller vehicles in recent years, 

whilst average length of haul for goods vehicles has started to fall, after consistent increases 

driven by more consolidated and dispersed supply chain networks.

Looking further ahead, the cross-Channel market is one day likely to see an even bigger 

challenge than the Channel Tunnel, with the prospect of a second fixed link being 

constructed which could finally allow road vehicles to drive over and/or under the Channel. 

Under the original 1986 concession to Eurotunnel (since extended from 2042 to 2052), 

the company was required to put forward by 2000 a proposal for a “drive-through link” 

to be added when technical and economic conditions permitted. The UK and French 

Governments agreed not to facilitate a second link built by others to open before 2020, but 

remain free to issue an invitation for a second fixed to be built by others. 

Whilst at present such a crossing might be considered to be politically or financially 

challenging, when set against the achievement of the original Channel Tunnel project, as 

well as parallel projects such as the 18km Storebaelt bridge / tunnel link in Denmark (and 

proposals for a second 18-km Fehmarn Belt Fixed Link between Denmark and Germany), 

it is reasonable to assume that such a crossing will be proposed or realised within the next 

25-50 years. To set this in context, the current Channel Tunnel scheme was first proposed in 

1985 (26 years ago) and opened in 1994 (17 years ago).

Similarly, whilst the expansion of Far East manufacturing has in recent years provided 

a major boost to deepsea container shipping, current concerns about rising fuel prices 

has led to some shipping lines increasing transit times to save on fuel consumption. The 

consequent increase in transit time, combined in some quarters with concerns about the 

trade-off between price and quality from Far East manufacturers, has led some companies 

to consider shifting production back to mainland Europe1. As an alternative, some logistics 

companies are now using the Trans-Siberian railway to reduce transit times by bypassing 

shipping and transporting overland to Europe, with scope to halve transit times2.

If a consensus can be achieved on developing a cross-Channel / cross-border investment 

framework and plan for the medium to long term (in line with EU policy), it is recommended 

that the plan at least acknowledges what the impacts of such developments might be on 

the ports and the local economies, and what measures could be put in place to address 

such impacts.  

1. BBC news - http://www.bbc.co.uk/blogs/daveharvey/2011/03/made_in_chard_the_somerset_fac.html
2. http://www.europeansupplychainmanagement.co.uk/article-page.php?channelid=129&contentid=10710&issueid=331
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CurreNt Port ProPosaLs

From discussions and research into the C2C area ports, our appraisal of current 
market position and approaches to investment can be grouped as follows:

•  “Pathfinders”: Zeebrugge, Dover, Calais and Southampton each start from a position 

of strength in their respective markets, enabling development of robust and extensive 

proposals for expansion of quayside facilities, albeit with some unresolved issues related 

to inland transport capacity and access, particularly for road transport;

•  “Niche Hunters”: Newhaven, Shoreham and Portsmouth are actively seeking to expand 

operations through existing and new markets, within the constraints of quayside and 

inland infrastructure. Portsmouth has secured recent improvements to quayside and road 

access, Newhaven is looking at options to expand quayside and rail access facilities, 

whilst Shoreham is looking to reorganise port activities to make best use within current 

road access constraints;

•  “Becalmed”: Ramsgate, Oostende and Boulogne have suffered most from loss of maritime 

traffic to other ports, and there is uncertainty as to how far these ports can recover, given 

the strength of nearby ports and/or the physical constraints of each port;

•  “The Sleeping Giant”: Dunkirk stands out as the largest of all the C2C area ports, but 

despite its size has yet to achieve a real breakthrough in any of the major maritime 

markets, and indeed has seen a significant decline in traffic in recent years. That said, 

the considerable development opportunities, when combined with the established (and 

equally under-utilised) inland road and rail links, suggests that Dunkirk should play an 

increasingly important role in the medium to long term, to provide additional capacity to 

relieve pressure on neighbouring major ports, in turn providing the catalyst to create a 

major industrial platform at the heart of the C2C area.
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resPoNdINg to the ChaLLeNges

From the perspective of the C2C programme, and within the wider context of EC 
transport policy and industry trends in logistics, development of a Cross-Border Port & 
Transport Infrastructure Investment Framework should seek to address the following 
key objectives:

•  Retain and maintain a group of thriving ports and associated economic hinterlands in 

the C2C area, which in turn can help support wider international trade flows and attract 

further inward investment into the area;

•  Gradually improve linkages between ports, hinterlands and major population centres, to 

over time create a network of flexible, resilient, multimodal platforms for manufacturing 

and distribution, capable of reconfiguration as required to adapt to changing 

circumstances and trends;

•  Achieve best value throughout (in social, economic and environmental terms), by 

prioritising investment, grouping similar investments between ports to achieve scale 

economies and avoid duplication of effort.

The future of the regions’ trade, inward investment, employment and carbon reduction 

agendas are dependent on some of these objectives being addressed immediately, but 

there is an immediate conflict with the background of fragile economic recovery and 

constraints on public-sector resources.

Drawing on previous cross-border initiatives such as the Cross Channel Partnership, as well 

wider programmes such as Interreg, our proposals for the Investment Framework therefore 

focus on making best use of available resources in the short term (following the principles 

of Sustainable Development), with the ability to evolve into more comprehensive investment 

proposals in line with anticipated economic recovery, backed by periodic reviews to adapt 

to changing circumstances along the way.

The broad structure of the Investment Framework is therefore proposed as follows:

Short-term (5-10 years) – demand focussed on current “1st Tier” ports
•  Commence preparation of a Strategic Plan for the C2C ports, to establish common 

objectives and development principles, on which to plan for the parallel expansion of 

each port within respective land / employment / transport / environmental constraints;

•  In parallel, instigate a cross-port programme to review inland accessibility (drawing 

on current work in progress by the CAMIS programme), from which to determine a 

package of targeted investments (typically less than €1-5m each) to achieve minimum 

standards of multimodal access to all ports relative to their size / traffic throughput, 

highlighting major obstacles requiring more extensive assessment / investment at future 

stages of development;

•  Develop a cross-border traffic management system, both to provide contingency in the 

event of major disruption (ie co-ordinating diversion of freight / passenger traffic away 

from disruption), as well as to provide a central source of traffic data on which to plan 

future cross-port development;

•  Engage with relevant EC and national administrations to determine short-term and 

longer-term opportunities to leverage match-funding into the above investments. 



18

Connect 2 Compete (C2C)

Cross-Border Port & traNsPort INfrastruCture 
INvestmeNt framework & LogIstICs study

Medium-term (10-15 years) – increased dispersal of growth to “2nd Tier” ports 
•  Implement a series of targeted investments (eg local highway improvements, signage, 

telematics), together with more substantial investments (eg major quayside expansion 

and inland network improvements) to distribute new traffic growth more widely across 

the network of C2C ports;

•  Develop “interconnector” projects to enable the network of C2C ports to transit freight 

between ports and other inland “dryport” facilities;

Longer term (15 – 25 years) – creation of a “superport” network with multiple port 
clusters 

•  Implement a small number of major infrastructure investments to unlock inland network 

bottlenecks (eg around Lille and London);

•  Major port expansions at Dunkirk and across 2nd / 3rd tier ports within available site 

constraints;

•  Implement measures to attract and retain manufacturing and/or distribution 

activity, together with options for wider port diversification in the event of structural 

changes to the port market (eg new cross-Channel fixed link, greater use of Far East 

landbridge links.
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