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Executive Summary

From the perspective of the Connect-to-Compete (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 in the short-

term, but an immediate constraint is imposed by the background of fragile economic 

recovery from recession and reduced 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, supported by periodic reviews to adapt to changing circumstances.

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; and

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

and longer-term opportunities to leverage match-funding into the above 

investments.

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; and

• 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 Dunkerque and across 2nd / 3rd tier ports within 

available site constraints; and

• 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 (e.g. new cross-Channel fixed link, 

greater use of Far East landbridge links).

The C2C ports represent a major source of economic activity and short to medium-
term growth, but are at risk from critical structural changes in the longer term
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C2C Area and Main Ports

Source: NLP
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1. Introduction and Purpose

The aim of the Connect-to-Compete (C2C) project is to improve cross-border 

connectivity and to contribute to the development of multi-modality. This is intended to 

facilitate more effective and sustainable transportation of freight, thereby improving 

regional competitiveness in terms of both intra-European and international trade and 

transport chains. 

C2C focuses on a number of the 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;

• Portsmouth – Rotterdam / Antwerp; and

• Boulogne – Dover / Ramsgate.

Accordingly, the C2C project has eight strategic and investment partners in France, 

Belgium and England:

• South East England Development Agency (SEEDA);

• Port of Dover;

• Chambre de Commerce et d‟Industrie de Calais;

• AG Haven Oostende; 

• Portsmouth Commercial Port;

• Port Authority Zeebrugge;

• Region Nord-Pas-De-Calais; and

• Province of West Flanders.

Through the C2C Partnership, the partners seek to achieve a coordinated 

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 and the maritime border.

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

connections between ports (and port-related industrial areas) within the programme 

area, through maximisation of the area‟s existing transport infrastructure. The 

intention is that 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 also 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 impact on employment and business opportunities, both in the maritime and 

transport sectors as well as other port-related economic activities.

Connect-to-Compete (C2C) aims to support a coordinated understanding of the inter-
relationship of port investment on both sides of the Channel Arc
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1. Study Aims

Acting on behalf of the C2C Partnership, SEEDA commissioned Intermodality and 

Nathaniel Lichfield & Partners (NLP) to develop a strategic Cross-Border Port and 

Transport Infrastructure Investment Framework and Logistics Study for the period 

2010-2015.

The aim of the study is to identify a small number of targeted, deliverable and viable 

actions which would generate a positive contribution to cross-border transport and 

distribution activities carried out across and between the regions, which would be of 

benefit to all the C2C partners and would meet wider European objectives.

In particular, the study is required to take account of the following identified 

challenges facing cross-border transport and distribution activities:

• the business-critical infrastructure network is heavily focused on road transport;

• increasing road congestion causes bottlenecks to occur across all regions;

• the emphasis in road transport impacts on the ability to move towards a low-

carbon economy;

• increasing concern about the resilience of supply chains to unexpected events;

• an absence of effective trans-national contingency planning to deal with such 

events;

• a lack of visibility across different infrastructure networks and supply chains;

• an historic disconnect between transport modes and a lack of common systems;

• despite these problems, the existence of considerable untapped capacity and 

capability; and

• new, low-carbon alternatives will need greater critical mass to succeed.

Report Structure

The report is structured as follows:

• Chapter 2 – Setting the Scene

• provides an overview of the key drivers and existing port activity and economic 

conditions across the C2C area

• Chapter 3 – Future Trends in Freight and Logistics

• outlines the macro-trends shaping the future of the freight and logistics sector

• Chapter 4 – Rationale for Investment in C2C Area Ports

• identifies the implications of future change for the C2C area and growth against which 

new investments can be appraised, including existing investments made by C2C ports.

• Chapter 5 – Potential Investment Projects

• identifies and provides a high level appraisal of potential C2C investment projects

• Chapter 6 – Towards an Investment Framework for C2C

• syntheses the analysis and provides recommendations on developing an overall 

investment framework for the C2C area.

The aim of this study is to identify actions which would generate a positive 
contribution to cross-border transport and distribution activities across C2C.

Limitations

The purpose of this study is to provide evidence to support the development of cross-

border investment framework and strategy for the C2C area. It is not a policy 

document, but instead provides an evidence base analysis of issues and an appraisal 

of potential investments prior to specific policies or interventions being developed by 

the C2C partners.

An important consideration for any work of this type is that it is inevitably a point-in-

time assessment that cannot entirely reflect very recent changes in circumstances. 

The study has incorporated the latest data and other evidence available at the time of 

preparation. 
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Collation of previous studies, data and policy documents (both from C2C 

and other relevant sources) to create an overview of port and logistics 

activity across the regions;

Stakeholder engagement with each C2C port to gather relevant data and 

views on key issues and opportunities, and to identify planned major 

investment schemes (and any economic appraisals undertaken);

Synthesis of outputs from previous stages to enable an analysis of the 

existing pattern of port and logistics activities and provide a baseline 

against which to assess alternative scenarios for logistics activity;  

Identifying an initial „long list‟ of additional infrastructure investments in and 

around the C2C ports, which could potentially yield significant additional 

benefits in the short to medium term for the ports and their customers;

High-level economic appraisal of identified projects from which to develop 

a prioritised shortlist;

Developing an over-arching narrative to set the C2C area within the 

context of wider European and global markets to which it is connected, the 

commonalities and the complementary nature of logistics across national 

borders and different industry sectors, and the actions needed to support 

the development of logistics activities in a sustainable manner in the short 

and medium-term, through investments in ports and supporting logistics 

services. 

1. Study Framework and Methodology

Approach and Methodology

The study has broadly comprised six stages:

NUTS Geography

Regional statistics in the EU are based on a common classification of territorial units 

for statistics (Nomenclature of Territorial Units for Statistics [NUTS]). NUTS has three 

regional levels, each with minimum and maximum thresholds for the average 

population size of the regions.

To allow cross-boundary comparisons on a consistent basis, the NUTS 2 regions that 

cover the C2C study area have been used as the basis for analysis.  These five 

regions are West Flanders, Nord-Pas-de-Calais, Kent, Hampshire and Surrey/Sussex.  

Where data availability allows, some analysis is also provided at the more detailed 

NUTS 3 scale. 

NUTS Region Minimum Population Maximum Population

1 3 million 7 million

2 800,000 3 million

3 150,000 800,000

Data Availability and Consistency

The analysis in this report is based on publicly available datasets such as Eurostat. 

The report must be construed in the context of the constraints relating to the quality of 

any input data relied upon (including whether any verification of that data was 

undertaken). It is important to note that each of these datasets is prepared on a 

different basis and is available for different time periods and geographies, each with 

its own specific limitations and varying degrees of statistical confidence.  This means 

that data may not be consistent or directly comparable across the different parts of the 

analysis, and so should be treated with caution.  

1

2

3

4

5

6

Headline conclusions were presented to the C2C final event in Lille in May 2011.
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2. Setting the Scene: C2C Perspective – Key Drivers

The current position of the C2C area ports reflects the interplay of policy and strategy 
objectives, port capacity and access and economic competitiveness

Port volumes and capacity

Current 

Position of 

C2C

Economic structure

Labour market conditions

Transport network capacity & stress points

Distribution and logistics flows, 

role of port hinterlands
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2. Setting the Scene: European Context

An Integrated Maritime Policy for the European Union

European Commission White Paper, 2007

Key points of relevance:

•  Shipbuilding and shipping, ports and fisheries remain key maritime activities, but 
offshore energy (including oil, gas and renewables), and coastal and maritime 
tourism also generate massive revenues. Sea-ports and shipping allow Europe to 
benefit from the rapid growth of international trade and to play a leading role in the 
global economy, while the exploitation of mineral resources, aquaculture, blue 
biotech and emerging sub-sea technologies represent increasingly important 
business opportunities. Equally significant are the recreational, aesthetic and cultural 
uses of the seas and the ecosystem services they provide.

•  In many Member States, the recent growth of the maritime economy has been 
higher than that of the overall economy, in particular in regions active in maritime 
logistics. Container movement has grown considerably since 2000 and is expected 
to triple by 2020. Regions active in other strong growth markets, such as marine 
equipment, off-shore wind energy, recreational boating and cruise shipping, will also 
continue to benefit from this growth. The potential for European industries to develop 
cutting-edge maritime products that can lead in world markets is also considerable, 
given Europe's considerable expertise in marine technology.

•  European seaports are another essential link in the logistics chain that the 
European economy depends on. They are centres of economic activity that play a 
key role in determining the quality of their surrounding urban and natural 
environments. Globalisation means that we are witnessing an unprecedented growth 
of international trade. Given that 90% of Europe's external trade and close to 40% of 
its internal trade passes through its ports, it is not difficult to understand the great 
challenge that Europe's ports face if they are to deal with increasing demand. Their 
capacity development must mirror the growth of Europe's domestic and international 
trade and occur in a way that is compatible with related EU policy objectives, in 
particular its environmental and competitiveness goals.

• Europe's maritime logistics chain also requires cutting edge shipbuilding, repair and 
marine equipment industries and the European Union will build on successful 
initiatives to promote the development of these industries and in particular small and 
medium companies.

• Business integration and competitiveness in the maritime sector are greatly 
enhanced by the formation of multi-sectoral clusters. These clusters are instrumental 
to maintain the maritime know-how of Europe and will occupy therefore a central 
position in the Maritime Policy. Public/private cooperation on centres of maritime 
excellence also provides a good framework for the interactions between different 
industries and sectors to be fully understood and planned for. 

• The Commission will invite Member States to draw up national integrated maritime 
policies, working closely with stakeholders, in particular the coastal regions.

• The Commission will encourage the formation of multi-sectoral clusters and regional 
centres of maritime excellence, and promote a European network of maritime 
clusters.

• The Commission's aim is also to increase the number and quality of maritime jobs 
for European citizens. The decline in seagoing employment is worrying and needs to 
be reversed, as seafarers' experience is key also for shore-based jobs.

14

The European Commission promotes an integrated approach to maritime policy 
which recognises the economic value of ports and logistics
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2. Setting the Scene: European Context

Roadmap to a Single European Transport Area

European Commission Transport  White Paper 2011

Key points of relevance to the maritime and ports sector:

• More and efficient entry points into European markets are needed, avoiding 
unnecessary traffic crossing Europe. Seaports have a major role as logistics centres 
and require efficient hinterland connections. Their development is vital to handle 
increased volumes of freight both by short sea shipping within the EU and with the 
rest of the world. Inland waterways, where unused potential exists, have to play an 
increasing role in particular in moving goods to the hinterland and in linking the 
European seas.

• For maritime transport, a “Blue Belt” in the seas around Europe shall simplify the 
formalities for ships travelling between EU ports, and a suitable framework must be 
established to take care of European tasks for inland waterway transport. Market 
access to ports needs to be further improved. 

• Europe needs a „core network‟ of corridors, carrying large and consolidated volumes 
of freight and passengers traffic with high efficiency and low emissions, thanks to 
the extensive use of more efficient modes in multimodal combinations. By 2050, [the 
EC will] ensure that all core seaports are sufficiently connected to the rail freight 
and, where possible, inland waterway system.

• The core network must ensure efficient multi-modal links between the EU capitals 
and other main cities, ports, airports and key land border crossing, as well as other 
main economic centres. It should focus on the completion of missing links – mainly 
cross-border sections and bottlenecks/bypasses – on the upgrading of existing 
infrastructure and on the development of multimodal terminals at sea and river ports 
and on city logistic consolidation centres. Better rail/airport connections must be 
devised for long distance travel. The Motorways of the Sea will be the maritime 
dimension of the core network.

• Enhance the transparency on ports‟ financing, clarifying the destination of public 
funding to the different port activities, with a view to avoid any distortion of 
competition.

• Intelligent infrastructure (both land and space-based) to ensure maximum 
monitoring and inter-operability of the different forms of transport and 
communication between infrastructure and vehicles.

• Introduce ex-ante project evaluation criteria ensuring that infrastructure projects duly 
demonstrate the EU added value or are based on „services rendered‟ and generate 
sufficient revenue.

• Develop an infrastructure funding framework with sufficient conditionality to provide 
support for the completion of the TEN-T core network as well as other infrastructure 
programmes, encompassing the investment strategies of both the TEN-T 
programmes and the Cohesion and Structural Funds, and considering revenues 
from transport activities.

• Provide EU support for developing and deploying technologies that improve 
infrastructure use efficiency and decarbonisation (new road network pricing and 
tolling systems, ITS and capacity improvement programmes).

• Link TEN-T funding to progress towards the completion of the TEN-T core network 
and on the pooling of national resources along corridors.

• Establish an enabling framework for the development of PPPs; encourage MS to 
use more PPPs, while acknowledging that not all projects are suitable for this 
mechanism, and provide relevant expertise to Member States.

• Participate in designing new financing instruments for the transport sector, 
particularly the EU project bond initiative.

The European Commission “Roadmap” highlights developments in the transport 
sector and future challenges and considers future policy initiatives
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2. Setting the Scene: European Context

The World Bank‟s 2010 report “Connecting to Compete” has produced a global 
Logistics Performance Index (LPI), derived from a survey on the quality of national 
logistics infrastructure, efficiency of clearance processes, logistics competence, 
timeliness, cost and other factors.

The report notes that world trade between countries is conducted via a network of 
increasingly connected logistics operators. But the ease with which traders can use 
this network to link up with international markets depends in large part on country-
specific factors such as trade procedures, transport and telecommunications, 
infrastructure, and the domestic market for support services:

“The LPI scores of advanced economies and some emerging and 
transition economies are relatively high due to their well-developed 
trade facilitation programs. But most countries are still in the process 
of addressing their performance bottlenecks. The biggest logistics 
improvements come with policy changes and investments that 
address performance of infrastructure sectors like ports or road 
corridors, markets for logistics services such as trucking or customs 
brokerage, and efficiency of border clearance processes.”

Improving logistics performance has become an important development policy 
objective in recent years because logistics have a major impact on economic activity. 
Better logistics performance is strongly associated with trade expansion, export 
diversification, ability to attract foreign direct investments, and economic growth. The 
report cites evidence from the 2007 and 2010 LPIs indicating that, for countries at the 
same level of per capita income, those with the best logistics performance experience 
additional growth: 1% in Gross Domestic Product and 2% in trade. 

For the C2C area and its ports, it is apparent that from a national perspective, the 
three countries fall some way below Germany and the Netherlands.

Europe’s long history of trading has created a strength in logistics, particularly for 
coastal nations with established ports and shipping routes 

Country LPI Rank Infrastructure

Logistics

quality & 

experience

Germany 1 1 4

Singapore 2 4 6

Sweden 3 10 2

Netherlands 4 2 3

Luxembourg 5 9 21

Switzerland 6 6 1

Japan 7 5 7

United Kingdom 8 16 9

Belgium 9 12 5

Norway 10 3 13

Ireland 11 19 16

Finland 12 8 10

Hong Kong SAR, China 13 13 14

Canada 14 11 8

United States 15 7 11

Denmark 16 15 15

France 17 14 12

Australia 18 18 17

Austria 19 21 20

Taiwan, China 20 22 22

Connecting to Compete 2010: Trade Logistics in the Global Economy (Source: World 
Bank)
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2. Setting the Scene: European Context

Despite enlargement of the EU, economic wealth currently remains 
concentrated towards the centre of Western Europe, which in turn influences 
the network of supply chains satisfying this demand.

In locational terms, countries in and around the C2C area have been 
consistently favoured for pan-European distribution centres. Research by 
Cushman & Wakefield over a five-year period from 2003-2008 has ranked 
Belgium as the best location for pan-European distribution (see below), with 
neighbouring countries close behind. The UK‟s island status, at the north 
western fringe of Europe, keeps it further down the rankings:

The attractiveness of countries like Belgium and France for logistics reflects a 
number of relative locational advantages to other parts of Europe, including:

• Low building rents;

• Density of surface transport networks;

• Low traffic congestion;

• High population density (proxy for labour supply and consumer demand);

• Accessibility to the core of the European Union. Centres of economic activity (Source: Cushman & Wakefield 2008)

Europe comprises two distinct concentrations of production and consumption, with 
France and the Benelux countries best-placed for location of pan-European logistics 

Year

(# countries)

2001

(15)

2003

(15)

2005

(15)

2008

(25)

Belgium 1st 1st 1st 1st

France 4th 2nd 2nd 6th

Germany 3rd 3rd 6th 8th

Netherlands 2nd 4th 3rd 2nd

United Kingdom 10th 10th 10th 11th

Locations for pan-European distribution - ranking (Source: Cushman & 
Wakefield 2008)
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2. Setting the Scene: European Context

Analysis by IMTTA defines the main multi-port „gateway regions‟ (comprising 
groupings of ports) and transhipment points in Europe, and provides an 
indication of the main concentrations of logistics activity. The locational 
relationship to nearby traffic hinterlands is one of the criteria that can be used 
to cluster adjacent ports. Where there is no coordination between ports, the 
hinterland is highly contestable as several neighbouring ports may effectively 
compete for the same freight flows.

Reflecting the current strengths of northern Europe for logistics, IMTTA 
analysis of container flows by gateway region indicates that the port regions 
of northern Europe have continued to dominate container throughput:

• The market share of the extended Rhine-Scheldt Delta (which 
includes Zeebrugge, Oostende) has been relatively stable over the 
last decade, accounting for about 25% of total European container 
throughput, with Rotterdam slightly losing market share to Antwerp, 
Zeebrugge and Amsterdam;

• The Seine Estuary has gradually lost market share, falling from 5.5% 
in 1989 to 3.2% in 2008. Expansion proposals at Le Havre may 
revitalise this in the future;

• The UK south-east coast ports have undergone a significant decrease 
in market share, in part due to capacity shortages. A number of 
shipping lines have opted for the transhipment of UK flows from 
mainland European ports (mainly Rhine-Scheldt and Le Havre) 
instead of calling at UK ports directly.

In a wider context, one of the main developments since the mid-1990s has 
been the development of extensive hub-feeder container systems and 
shortsea shipping networks to handle increasing volumes and to connect to 
other European port regions. Mediterranean ports such as Valencia and 
Barcelona have recorded significant increases in market share, from 4.9% in 
1993 to 12.2% in 2008. However, the increasing market share of 
Mediterranean ports in international shipping networks has not resulted in 
significant traffic shifts from north to south. The main explanation is that the 
Mediterranean ports tend to perform a more local gateway function compared 
to the more European-wide gateway position (including transhipment flows 
and land-based intermodal corridors) of the northern European ports.

The European container port system and logistics core regions in the hinterland 
(Source: ITMMA, 2009)

Port regions in northern Europe continue to dominate total container throughput, 
but western Mediterranean ports have increased market share.
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2. Setting the Scene: European Context

Port regions in northern Europe continue to dominate total container throughput, 
but western Mediterranean ports have increased market share

Top 20 European Cargo Ports by Tonnage, 2009 (Source: Eurostat) 1997-2009 Growth Rates for Top 20 European Cargo Ports by Tonnage, 2009 
(Source: Eurostat)
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2. Setting the Scene: European Context

Port regions in northern Europe continue to dominate total container throughput, 
but western Mediterranean ports have increased market share

In April 1956, the road haulier Malcolm McLean, the American 

founder of Sea-Land, started development of a network of freight 

services using containers built to common dimensions. Over the next 

10 years Sea-Land developed a network of container feeder 

services along the coast of the Americas.

On 3rd May 1966, Sea-Land‟s container ship 'Fairland' arrived in 

Rotterdam for the first time. The ship loaded and unloaded 35ft 

containers with its own on-board cranes. Together with three sister 

ships, all with a capacity of 226 containers, the Fairland operated a 

weekly  container service between North America and Northwest 

Europe.

One year after the arrival of the 'Fairland', Sea-Land had transported 

6,000 containers to and from Rotterdam. Now the entire port handles 

almost 6.5 million (about 10 million TEU) in a single year. From 1966 

to 2006, some 85 million containers (130 million TEU) have passed 

through the port.

Rotterdam has remained the largest container port in Europe, the 

remaining rankings shown opposite. Whilst this dominant position is 

unlikely to be challenged by any other European port in the short to 

medium term, the gradual enlargement and migration of Europe‟s 

economic centre to the East may see this dominance challenged 

(see later in this report).

It is also worth noting at this stage how European port activity is now 

eclipsed by Asia, with Rotterdam ranked 10th in the world, and eight 

of the top nine ports being in Singapore, China or South Korea. By 

way of comparison to Rotterdam‟s 9,700 TEU annual throughput, 

Singapore handles 25,000k TEU, the top 9 global container ports 

averaging 16,000k TEU.
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2. Setting the Scene: European Context

Local or immediate hinterlands remain the main source of cargo for most European 
ports. Even the larger European gateways have a high proportion of container flows 
generated by the port city and its immediate region. The importance of the local 
hinterland in ports‟ cargo bases is the result of the presence of large consumption and 
production centres (e.g. automotive clusters, petrochemical clusters) surrounding 
Europe‟s major ports and the emergence of large regional logistics poles consisting of 
several logistics zones. The existing geographical concentration of logistics sites has 
stimulated the development of inland port terminals. Gateway ports are the central 
nodes driving the dynamics in such a large logistics pool. At the same time, seaports 
rely heavily on inland ports to preserve their attractiveness. 

The creation of large logistics poles poses new challenges in the relations between 
seaports and inland ports. While road haulage has always played a major role in the 
immediate hinterland, intermodal transport is acquiring a strategic role. The significant 
role of local hinterlands to ports‟ traffic bases and the functional interactions between 
gateway ports and inland centres in regionally-based logistics poles are important 
structuring elements in the European transport network.

Recent research by IMTTA indicates that European ports are increasingly functioning 
as part of wider supply chains. The supply chain focus on port competition holds clear 
implications on the role of hinterland connections. Port hinterlands have become a key 
component for linking more efficiently elements of the supply chain, namely to ensure 
that the needs of consignees are closely met by the suppliers in terms of costs, 
availability and time in freight distribution. The position of a port in a supply chain is 
heavily determined by the capacity, price and quality of the inland segment (both 
infrastructure as well as transport services). Ports and their hinterland connections are 
therefore central to achieving a competitive, sustainable and cohesive European 
transport network.

In this context, infrastructure investments should not to be treated in isolation. 
Infrastructure should act as a strong enabler of port-related market dynamics that lead 
to efficient and sustainable co-modal freight transport services in Europe. The 
development of large scale intermodal line infrastructures increases the mobility of 
logistics and economic activities. Trunk lines to major gateways or multi-gateway port 
regions give inland regions a better accessibility to overseas markets.

Infrastructure thus acts as a facilitator to increase the participation of land-locked and 
peripheral regions in global production and logistics networks. Infrastructural 
developments can also multiply the routing options available between specific inland 
regions and overseas regions. Seaports who find themselves on inefficient or 
capacity-tight corridors are disadvantaged.

Across Europe, a number of port operators are actively seeking to develop hinterland 
networks that best meet the requirements of individual supply chains. 

For example, the trend towards Ultra Large Container Ships (ULCS) will inevitably 
concentrate deepsea container traffic onto a smaller number of “main call” ports with 
the facilities necessary to turn round these vessels. Those companies favouring 
centralised / “port-centric” distribution will then be encouraged to locate alongside 
these major ports. This, in turn, should then also create feedering opportunities to 
move containers by shortsea, inland waterway or rail services to other coastal and 
inland ports, to supply those companies favouring more dispersed / decentralised 
distribution.  

Port operators must therefore show an increased network orientation and aim to 
maximise network effects and synergies.

Economic activity in port hinterlands is a key driver of cargo traffic for ports, and 
support the role of ports in functioning as part of wider supply chains

Relationship between port and 

centres of economic activity

Maritime service networks

Rail service networks

Barge service networks

Transport infrastructure network

Distribution networks

Port choice

Modal choice

Relationship between port and 

centres of economic activity

Maritime service networks

Rail service networks

Barge service networks

Transport infrastructure network

Distribution networks

Port choice

Modal choice

Layers in port – hinterland dynamics (Source: adapted from ITMMA, 2009)
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2. Setting the Scene: C2C Perspective

Initial evidence base work has been undertaken by the C2C sub-regions to identify the 
key challenges and opportunities for ports and logistics in each area

Key themes have emerged from the initial evidence base work prepared across the three reports and regions:

• Key logistics, business and employment centres with multimodal strengths, on major transport corridors with good quality infrastructure

• In proximity to major population centres and consumer demand

• The regions attract a broad range of businesses from sole operators through to major international groups. 

• Challenges to movement of goods include: 

• Congestion around major centres (e.g. Lille, London, Southampton)

• Height / capacity restrictions on some rail routes (SE, West Flanders) and inland waterways (Nord-Pas-de-Calais / West 

Flanders)

• Underperformance of rail freight

• Under-exploitation of some ports (e.g. Newhaven, Ramsgate, Oostende, Dunkerque, Boulogne and the Channel Tunnel)

• Congestion in and around other ports (e.g. Southampton, Dover, Zeebrugge, Westhoek, Calais).

• Opportunities include: 

• Develop improved synergies between ports and hinterlands, particularly for added-value consolidation activities related to 

international supply chains, to create a number of multimodal industrial / logistics clusters (the WF “Extended Gateway” 

concept)

• Develop / expand inland “dry ports” (e.g. SE - Howbury Park, Radlett, Colnbrook, Barking, NPdC–Dourges, WF –Avelgem, 

Wielsbeke, LAR Kortrijk) linked to and supporting the major ports

• Availability of land for development (particularly in Nord-Pas-de-Calais)

• Improve inland waterway connectivity 

• Improve exploitation of rail links to / from / between ports (particularly Southampton, Portsmouth, Newhaven, Calais, 

Dunkerque, Oostende) to achieve at least 30% rail mode share of port traffic, particularly for containers

• Encourage (new) rail freight operators

• Encourage new investment, employment and skills training, in ports and logistics (particularly in Nord-Pas-de-Calais).

Diagnosis and stakes

of the Nord-Pas

de Calais logistic 

system

(Samarcande / JMJ 

Conseil, 2009)

Extended Gateway 

Flanders – Logistics 

Gateway West Flanders 

(Flanders Institute for 

Logistics (VIL), 2008)

Logistics in South East 

England Scoping Report

(Intermodality, 2010)



C2C Cross-Border Port & Transport Infrastructure Investment Framework & Logistics Study

© 2011 Nathaniel Lichfield & Partners Ltd. 

23

2. Setting the Scene: C2C Perspective – Economic Competitiveness

Whilst the South East* and Nord Pas de Calais areas are each four times larger than West Flanders, and have five and three times the level of population respectively, when 

compared on relative area and population densities, the three regions show similar levels of demographics and economic activi ty.

In combination, it should also be noted that the immediate area around the C2C ports represents a combined consumer demand in excess of 10 million people, and a workforce 

of around 5 million.  

The three regions which surround the C2C port area show similar levels of 
population, employment and economic densities

Source: IMT analysis of Eurostat data

* South East port hinterland assumed to include Kent, Surrey, East and West Sussex, Hampshire & Isle of Wight

Total
Agriculture & 

Fishing
Industry

Transport & 

Storage

Agriculture & 

Fishing
Industry

Transport & 

Storage

South East* 13,331 6.2 465 487 3 96 126 1% 20% 26%

West Flanders 3,134 1.2 367 441 15 117 100 3% 27% 23%

Nord Pas de Calais 12,450 4.0 321 365 7 83 86 2% 23% 23%

Average 384 431 8 99 104 2% 23% 24%

All activities
Agriculture & 

Fishing
Industry

Transport, 

Retail & 

Wholesale, 

Hotels & 

Restaurants

Agriculture & 

Fishing
Industry

Transport, 

Retail & 

Wholesale, 

Hotels & 

Restaurants

South East* € 174,203 6.2 € 28,097 € 24,512 € 189 € 4,666 € 5,736 1% 19% 23%

West Flanders € 34,993 1.2 € 30,429 € 27,180 € 435 € 7,867 € 5,783 2% 29% 21%

Nord Pas de Calais € 99,411 4.0 € 24,853 € 22,302 € 306 € 5,403 € 3,982 1% 24% 18%

Average € 27,793 € 24,665 € 310 € 5,978 € 5,167 1% 24% 21%

Population 

Density

(# per km2)

Region

Region

Employment density

(employees per 000 population)
Employment (% total)

GVA (€ per head of population) GVA (% total)

GDP

(€ million)

Population 

(million)

GDP

(€ per head)

Area

(km2)

Population 

(million)



C2C Cross-Border Port & Transport Infrastructure Investment Framework & Logistics Study

© 2011 Nathaniel Lichfield & Partners Ltd. 

24

2. Setting the Scene: C2C Perspective – Economic Competitiveness

The total population of the five C2C sub-regions 

amounts to around 11 million. The areas within South 

East England are the most populous (c.6.5 million), 

followed by Nord-Pas-de-Calais (c. 4.0 million) and 

West Flanders (c. 1.5 million).

In terms of population density, Surrey & Sussex is the 

most densely populated (484 inhabitants per km), 

followed by Hampshire (444), Kent (440), West Flanders 

(368) and Nord-Pas-de-Calais (324).

In 2009, the highest unemployment rate across the C2C 

sub-regions was recorded in Nord-Pas-de-Calais at 

13.9%. This was significantly higher than the EU (8.9%) 

and French national average (9.5%).

Much lower unemployment levels were recorded in 

Surrey & Sussex (5.6%), Hampshire (5.3%) and West 

Flanders (4.3%), all of which were below the EU 

average and their respective national averages.

Population Unemployment Gross Domestic Product

GDP per capita provides a measure of economic output 

and income levels in an area. Of the five C2C sub-

regions, West Flanders (€30,400), Surrey & Sussex (€

30,100) and Hampshire (€ 29,700) all have GDP per 

capita above the EU average (€ 25,100). Nord-Pas-de-

Calais (€ 24,700)  is slightly below average, whilst Kent 

has the lowest GDP per capita (€ 23,900). Nord-Pas-de-

Calais and Kent are both well below their national 

averages on this indicator. 

There are also variations within each sub-region at a 

more detailed NUTS3 level, particularly in West 

Flanders.

Despite the apparent similarities at regional level, labour market conditions and 
economic output vary significantly between individual authorities
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2. Setting the Scene: C2C Perspective – Economic Conditions

In terms of recent economic trends over the past decade, both West Flanders and 
Nord-Pas-de-Calais have experienced much more rapid increases in GDP and 
employment than the three regions in South East England.  To an extent, this reflects 
the impacts of the 2007/8 financial crisis and recession which negatively impacted on 
the English regions to a much larger extent than their continental counterparts.  
However, with the exceptions of GDP in West Flanders and GDP in Surrey & Sussex, 
growth in both variables has been below both the relevant national and EU averages.  
This probably reflects the relatively mature economies of the regions in the study 
areas. This is further demonstrated by the high proportion of the population who 
possess a tertiary education qualification (university or equivalent) in all regions. 

Examining the unemployment statistics in conjunction with labour force skill levels 
(those possessing a tertiary or university qualification) can give an indication of the 
labour supply for major logistics developments which typically require low and medium 
levels of skills.  For example, a high level of unemployment and a low level of tertiary 
education would indicate a potentially large amount of available low to medium skilled 
labour for logistics facilities. Likewise a low unemployment rate and a high proportion 
of graduates indicates that labour supply for such schemes is likely to be limited.  This 
analysis suggests that logistics labour supply is likely to be most plentiful in the Nord-
Pas-de-Calais region (and to a lesser extent in Kent), whereas labour is likely to be in 
relatively short supply in West Flanders, Hampshire and particularly in Surrey & 
Sussex.

Source: NLP analysis

Unemployment and skill levels are particularly important in determining the labour 
supply available for transport infrastructure facilities

Economic Indicator 

GDP per capita (2008) GDP change 1998-08 Employment Change Unemployment Tertiary Education Region 

Figure EU Nation Figure EU Nation Figure EU Nation Figure EU Nation Figure EU Nation 

 

West Flanders 

 

€30,400 ▲ ▼ 45% ▼ ▼ 11% ▼ ▲ 4.3% ▼ ▼ 22% ▲ ▼ 
 

Nord-Pas-de-Calais 

 

€24,700 ▼ ▼ 40% ▼ ▼ 11% ▼ ▼ 13.5% ▲ ▲ 20% ▲ ▼ 
 

Kent 

 

€23,900 ▼ ▼ 34% ▼ ▼ 6% ▼ ▼ 7.3% ▼ ▼ 21% ▲ ▼ 
 

Surrey & Sussex 

 

€30,100 ▲ ▲ 30% ▼ ▲ 4% ▼ ▼ 5.6% ▼ ▼ 29% ▲ ▲ 
 

Hampshire 

 

€29,700 ▲ ▲ 37% ▼ ▼ 7% ▼ ▼ 5.3% ▼ ▼ 24% ▲ ▼ 

EU Average €25,100   48%   14%   8.9%   20%   
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190 m i l l ion  t onnes  of por t  t r a ff i c

11.4 m i l l ion  peop le (2.5%  of EU)

2. Setting the Scene: C2C Perspective – Port Activity 

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 11 million people 

(19 including London), representing around 2.5% 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 191 million tonnes per 

annum) within a considerable source of consumer demand and employment.

Port activity within the C2C area can be grouped into three 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. 

The C2C area exemplifies the distinction between winners and losers 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 has occurred 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, two years after one 

of the principal ferry operators (Sally Lines) ceased operations.

26

The C2C area is located at a global crossroads for trade, and with access to a 
considerable market for consumer demand and economic activity
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2. Setting the Scene: C2C Perspective – Port Activity

Overall, total traffic across the C2C ports has grown by 25% between 1997 and 

2007, albeit this disguises the differing fortunes of the individual ports:

Increased traffic:

• Southampton and Dover (more than 30%)

• Zeebrugge and Calais (more than 20%)

• Shoreham (more than 10%)

Decreased traffic: 

• Folkestone (last ferry line ceased operations in 2000)

• Boulogne (-72%)

• Oostende (+175% 1997-2007, -34% 2007 -2009)

• Dunkerque (+29% 1997-2007 -24% 2007 -2009)

• Newhaven (-19%)

• Portsmouth (-13%)

• Ramsgate (-9%)

The C2C ports accounted for around 5% of Europe’s (EU25) port traffic in 2007; 
Southampton, Dunkerque and Zeebrugge remain the largest of the C2C ports

Total Freight Handled 1997-2007 by C2C port                                                             
(Source: Eurostat; UK Department for Transport)
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2. Setting the Scene: C2C Perspective – Port and Hinterland Logistics Activity

The C2C ports handle a wide variety of bulk, non-bulk and unitised freight traffic for an 
equally diverse range of end customers, some of whom have developed value-added 
processing / distribution facilities on the quayside, including 

• Automotive: Bridgestone, Toyota (Zeebrugge), Walon (Calais), ABP 
(Southampton), Peel (Sheerness);

• Food and drink: Danone, Tropicana, Tate & Lyle (Zeebrugge), Ffyffes / Geest 
(Portsmouth), Del Monte (Dover), Findus, Océan Délices, Intermarche 
(Boulogne);

• Iron & Steel: Arcelor (Dunkerque), Thames Steel (Sheerness);

• Petrochemicals: BP (Medway), BASF, Exxon (Southampton), Statoil 
(Dunkerque / Zeebrugge), AstraZenica, Tioxide (Calais), Total (Dunkerque);

The hinterlands are home to major manufacturers and retailers, including:

• Automotive: Ford (Eastleigh, UK), PSA (Douvrin), Renault (Douai, Maubeuge, 
Ruitz, Douvrin, FR), Toyota (Valenciennes, FR);

• Food and drink: Silver Spring (Folkestone, UK), Nestlé, Brasseurs de Gayant, 
McCain, Moy Park (Lens-Douai , FR): Jean Caby, Heineken, LEAF, Bouquet 
d‟Or (Lille, FR), Ingredia et Haagen Dazs (Arras, FR), Pinguin (Ypres, BE);

• Paper: DS Smith, St Regis (Sittingbourne, UK), Kimberly-Clark (Northfleet, 
UK), Smurfitt Kappa (Maidstone, UK & Roubaix, FR), Imprimerie Nationale 
(Tyca, FR);

• Retail distribution: major UK and continental retailers all have regional 
distribution centres in the C2C area, operated either in-house or through third 
parties.

Source: IMT analysis

The C2C ports collectively serve all the major commodity markets, with major global 
players represented either on the quayside or within the surrounding hinterlands

Ramsgate Dover Newhaven Shoreham Portsmouth Southampton Boulogne Calais Dunkerque Oostende Zeebrugge

Million tonnes per annum 2 25 1 2 4 44 0.7 19 50 8 35

Aggregates         

Automotive    

Bulk minerals     

Forest Products    

Fresh Produce          

Iron & Steel     

LoLo      

Offshore Power   

Other bulk        

Petro-chemicals    

RoRo         
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2. Setting the Scene: C2C Perspective – Port and Hinterland Logistics Activity

The map below shows main freight transit flows (million tonnes), together with the results of surveying aerial photography to determine industrial clusters in excess of 20 ha.

29

The C2C area is not only a major gateway and transit corridor for freight traffic, 
but also has a high density of industrial development

32

IMT cluster analysis, IMT / SITRAM / Samarcande traffic analysis
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2. Setting the Scene: C2C Perspective – Access Constraints

A range of constraints impact on inland accessibility across all surface modes
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2. Setting the Scene: C2C Perspective – Access Constraints

Without developing alternative means of surface access, road congestion around the 

ports and on connecting routes represents a potentially greater threat than lack of 

quayside space or facilities. 

As an indication for the C2C area as a whole, the situation shown above for the South 

East of England‟s trunk road network for 2016 (left) and 2026 (right), shows the road 

network around Southampton and Portsmouth being particularly affected, as well as 

the M25 orbital route around London. 

Whilst the A2/M2 and M20 routes to Dover appear at face value as not likely to suffer 

as badly from congestion, this is presumably based on Dover and the Channel Tunnel 

operating in “steady state” mode, in contrast to the situation when Operation Stack / 

Plan Respiration is in place having occurred on average eight times a year. 

This situation is mirrored on the continent, with Lille and the Peripherique around 

Paris offering similar obstacles to passage of traffic to and from the Ports.

A 2010 traffic survey based on data from car satellite navigation systems ranked Paris 

in first place (drivers losing 70 hours per year) followed by Brussels (65), Antwerp 

(64), London (54), Lille (50) and Ghent (33).

For some of these ports, the only practicable solution in the short term may be to 

increase use of rail, with particular opportunities for Southampton, Portsmouth, 

Newhaven, Calais, Dunkerque and Zeebrugge.

Traffic growth and congestion then generate further impacts to local areas, including 

air quality problems and delays to other road users and public transport.

Road traffic congestion around ports and on inland highway routes could constrain 
long-term growth prospects

Daily Stress Points on Major Roads, 2016 (Source: UK Highways Agency) Daily Stress Points on Major Roads, 2026 (Source: UK Highways Agency)
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2. Setting the Scene: C2C Perspective – Access Constraints

The diagram below shows the current UK (Network Rail) and mainland Europe (UIC) 

profiles for rail vehicles (known as “loading gauges” or “gabarits”). The UK has a more 

restricted profile compared to mainland Europe, albeit opening of the Channel Tunnel 

and High Speed 1 (HS1) now provides a single UIC-gauge route as far as London. 

The figure below shows the difference in height available to the various C2C ports:

Network Rail (with SEEDA / ERDF funding support) has completed an €82m project to 

increase rail headroom between Southampton and Birmingham over a 230km route. 

Some 50 bridges and tunnels have been modified to improve headroom to “W10” 

standard, albeit this is still around 20cm below the equivalent continental “GB1” 

standard available to most of the C2C ports in Nord Pas de Calais and West Flanders. 

Rail vehicle height / width restrictions are more constrained within the UK, 
hampering efforts to increase modal shift for containers and other intermodal units

Network Rail
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2. Setting the Scene: C2C Perspective – Access Constraints

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, as evidenced by „Operation Stack‟ in Kent (and the 

matching Plan Respiration in Nord Pas de Calais), which converts the M20 motorway 

into the UK‟s largest lorry park, whenever problems arise with cross-Channel ferries or 

shuttle trains. Research indicates that Operation Stack occurs on average eight times 

per year (up to 22 times in 2005), averaging 5 hours delay per HGV. We estimate this 

costs industry around €25m per annum.

This over-dependence on road transport also impacts on the region‟s ability to move 

towards a low-carbon economy, as much for long-distance haulage as for local 

deliveries. Forecast “stress maps” produced by the UK Highways Agency provide an 

indication of the scale of the challenge across the South East alone.

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. 

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 (e.g. the fallout from the Icelandic volcano) or by fuel shortages. 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.

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. 

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.

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.

Beyond concerns about traffic congestion, the continued rise in fuel prices raises 

further issues about the long-term sustainability of road-based distribution, on which 

most of the local ports depend.

33

The potential of C2C is constrained by areas of congestion, and imbalances between 
freight movements and available port and transport capacity
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3. Future Trends: Models for growth

The process of consolidation of production and distribution can be traced back in the 

1950s, with the development of containerisation of deep-sea shipping, which over 

time helped facilitate greater international trade. With the gradual breakdown of trade 

barriers with the Soviet Union and Asian countries, 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. The industry case studies below highlight some of the approaches 

taken to consolidation.

Industry Case Study: NIKE

NIKE was an early advocate of globalised production, migrating from its initial factories in the 

USA and Japan in the 1960s and 1970s, to Korea and Taiwan in the 1980s, and in turn to 

Indonesia, China and Vietnam.

By the 1990s NIKE had become the world leader in sports footwear and apparel, with annual 

sales in Europe alone of around $1 billion. Its European operations were managed 

autonomously in each country, with stock held in some 25 separate warehouses. This 

fragmented approach to logistics resulted in some countries suffering stock shortages, whilst in 

others over-supply led to mark-downs to clear surplus stock. Global market share had fallen 

from 25% in 1992 to 24% in 1993 and 23% in 1994 so action was required.

NIKE considered the cost and impact of alternative strategies, comparing their current approach 

against complete centralisation of European logistics and with intermediate strategies involving 

2, 3 or 4 distribution centres for Europe. The implications of these alternatives were assessed 

for key customer-service criteria, including delivery lead-times, stock availability and the 

provision of value-added services. Other potential benefits were considered, including local 

grants and incentives, improved customs clearance and reduced exposure to corporate taxes.

The review of options led to a focus on centralised European distribution for footwear and 

apparel. The benefits of the strategy, in the case of apparel, included a 25% reduction in 

operating costs, a 50% reduction on the mark-downs otherwise made to clear surplus inventory, 

and an expansion in the range of available products from 2,000 - 5,000 (according to country) to 

in excess of 10,000.

Having looked at a shortlist of options involving 1-4 sites across Western Europe (with 

comparatively little difference in overall costs when taking account of the respective mix of 

building and transport costs), NIKE opted for a single European Customer Service Centre 

(ECSC) at Laakdal in Flanders, Belgium, the initial phase being around 70,000 m2, which at the 

time was a considerable size of building. 

Such was the pace of sales growth that by the time the initial building was being commissioned, 

a further expansion was required. By 2007, the site had grown to 170,000 m2, with a further 

30,000 m2 phase opened to expand the site‟s coverage to include not only Europe but Africa 

and the Middle East, which had previously been served from a warehouse in the Netherlands. 

This additional phase required €74m of investment, supported by a government investment 

grant of €6m, generating employment of around 150 people in addition to the 1,300 employees 

on site (and an extra 800 temporary posts during peak periods). 
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Various “consolidation” models are being promoted for the next generation of supply 
chains, but it is apparent that there is no universal “one size fits all” solution 

Industry Case Study: UK Retailers

Asda:

A 46,000m2 import centre at Teesport which opened in 2006 has enabled the company to move 
around 70% of its non-food distribution by sea to Teesport, rather than by road from ports in the 
south of England. The first phase of development at the site created 300 jobs.

Marks & Spencer:

As part of a current programme of supply chain re-engineering and consolidation, a new road-
served distribution centre in Bradford is being followed by a further 84,000m2 development at 
Castle Donington (near Nottingham) which will have a dedicated rail terminal, as well as close 
proximity for East Midlands Airport.

Morrisons:

The company is currently looking to secure rail access for its 85,000m2 Sittingbourne distribution 
centre, to enable rail services to link the site to production and distribution sites in the Midlands.

Tesco:

The UK‟s leading retailer has established distribution centres on the rail-linked DIRFT site in the 
Midlands, which now includes a new purpose-built 77,000m2 warehouse on the DIRFT2 site.

A €150m, 84,000m2 import centre at Teesport opened in 2009, enabling deep-sea containers to 
arrive by sea and be discharged at the port for onward movement, initially by road but with the 
expectation of increased use of rail over time. The site replaced an existing Tesco distribution 
centre in Coventry, with a loss of 200 jobs offset by creation of 800 jobs at the new facility.
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3. Future Trends: Models for growth

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%. 

Partly a response to the globalisation and consolidation of supply chains, and partly a 
causal factor, the rate of expansion in container ship size has accelerated in recent 
years:

• First generation: Up to 800 TEU in 14 years;

• Second generation: +1700 TEU in 10 years;

• Third generation: +500 TEU in 8 years;

• Fourth generation: +2000 TEU in 12 years;

• Fifth generation: +3000 TEU in 5 years;

• Sixth generation +10000 TEU in 6 years.*

*  In 2011, Maersk announced plans to build a new "Triple E" family of containerships, 

each with a capacity of 18,000 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. The UK government is proposing to increase the 
permitted length of articulated lorries.

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.

One of the most dramatic demonstrations of consolidation in global supply chains 
has been the rapid evolution of deepsea container ship design

Growth in Container Ship Dimensions, post-1950

11,000

And over
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3. Future Trends: Growth implications for C2C ports

In order to produce a consistent picture of possible future growth in the C2C area based on current trends, port growth forecasts derived for the South East Region by the UK 

Government have been extended to include the other C2C ports in Belgium and France, together with the Channel Tunnel. On this basis, the equivalent estimates of future 

growth are shown in the tables below:

Based on data sourced from: Eurostat, UK Department for Transport (DfT) Maritime Statistics, GB Port Demand Forecasts (MDS-Transmodal for DfT)

TEU = Twenty foot Equivalent Unit, a measure of container traffic

Forecast demand in the C2C area could see traffic rise from 200m to 300m tonnes by 
2030 – but how much will be captured by C2C ports? 

RORO (million tonnes) 2007 2015 2030 LOLO (million tonnes) 2007 2015 2030 OTHER 2007 2015 2030

Ramsgate 1.97 2.34 3.44 Ramsgate 0.00 0.00 0.00 Ramsgate 0.04 0.04 0.05

Dover 24.60 29.20 42.96 Dover 0.26 0.34 0.44 Dover 0.29 0.28 0.30

Channel Tunnel 18.00 21.36 31.44 Channel Tunnel 1.21 1.58 2.07 Channel Tunnel 0.00 0.00 0.00

Newhaven 0.56 0.66 0.98 Newhaven 0.00 0.00 0.00 Newhaven 0.44 0.43 0.46

Shoreham 0.00 0.00 0.00 Shoreham 0.00 0.00 0.00 Shoreham 1.99 1.93 2.07

Portsmouth 2.77 3.28 4.83 Portsmouth 0.36 0.47 0.61 Portsmouth 0.84 0.81 0.87

Southampton 1.68 2.00 2.94 Southampton 10.60 13.89 18.16 Southampton 31.53 30.56 32.78

Boulogne 0.66 0.78 1.15 Boulogne 0.00 0.00 0.00 Boulogne 0.06 0.05 0.06

Calais 18.31 21.73 31.98 Calais 0.00 0.00 0.00 Calais 0.70 0.68 0.73

Dunkerque 7.29 8.65 12.73 Dunkerque 1.36 1.78 2.32 Dunkerque 41.60 40.32 43.25

Oostende 6.77 8.04 11.82 Oostende 0.01 0.01 0.01 Oostende 1.30 1.26 1.35

Zeebrugge 18.17 21.56 31.73 Zeebrugge 8.27 10.83 14.16 Zeebrugge 8.41 8.15 8.74

Total 100.78 119.61 176.00 Total 22.06 28.89 37.78 Total 87.19 84.52 90.65

RORO (equivalent vehicles) 2007 2015 2030 LOLO (equivalent TEU) 2007 2015 2030 TOTAL 2007 2015 2030

Ramsgate 0.19 0.22 0.33 Ramsgate 0.00 0.00 0.00 Ramsgate 2.02 2.38 3.49

Dover 2.36 2.77 4.07 Dover 0.05 0.07 0.09 Dover 25.14 29.81 43.70

Channel Tunnel 1.41 2.02 2.98 Channel Tunnel 0.24 0.32 0.41 Channel Tunnel 19.21 22.95 33.51

Newhaven 0.04 0.06 0.09 Newhaven 0.00 0.00 0.00 Newhaven 1.00 1.09 1.44

Shoreham 0.00 0.00 0.00 Shoreham 0.00 0.00 0.00 Shoreham 1.99 1.93 2.07

Portsmouth 0.25 0.31 0.46 Portsmouth 0.07 0.09 0.12 Portsmouth 3.96 4.56 6.31

Southampton 0.10 0.19 0.28 Southampton 2.12 2.78 3.63 Southampton 43.82 46.45 53.88

Boulogne 0.06 0.07 0.11 Boulogne 0.00 0.00 0.00 Boulogne 0.71 0.83 1.20

Calais 1.74 2.06 3.03 Calais 0.00 0.00 0.00 Calais 19.01 22.41 32.71

Dunkerque 0.69 0.82 1.21 Dunkerque 0.27 0.36 0.46 Dunkerque 50.25 50.75 58.30

Oostende 0.64 0.76 1.12 Oostende 0.00 0.00 0.00 Oostende 8.08 9.31 13.19

Zeebrugge 1.72 2.04 3.01 Zeebrugge 1.65 2.17 2.83 Zeebrugge 34.84 40.54 54.63

Total 9.20 11.34 16.68 Total 4.41 5.78 7.56 Total 210.03 233.02 304.43
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3. Future Trends: Growth implications for C2C ports

The table below shows the varying levels of forecast additional growth by port between 2007 and 2030, summarised against current committed / proposed schemes for port 

capacity enhancements:

It is apparent that current plans and proposals include some developments which are synergistic (eg matching investment in RoRo ferry berths at Dover and Calais), whilst 

others are potentially competing (eg new facilities for container handling, offshore windfarm servicing, Liquid Natural Gas [LNG]). 

Plans for new container handling facilities and multipurpose / logistics platforms also need to be considered in the context of major proposals at ports surrounding the C2C area, 

including Rotterdam, London Gateway and Felixstowe (see overleaf). London Gateway alone could handle all of the above container growth to 2030.

In comparing port demand on either side of the Channel, the greater continental demand and better inland connectivity will inevitably draw more global trade towards the French 

/ Belgian / Dutch / German side than the UK side. UK port statistics suggest that the proportion of deepsea container services to North West Europe will typically have less than 

20% of their cargo destined for Great Britain.

Looking at port capacity beyond 2030, it is therefore reasonable to assume that the demand for further “superports” on the UK coastline will diminish, as a greater share of new 

growth is handled by feeder services to and from ports along the continental coastline, from ports elsewhere in Europe, or even via expanding land bridge routes across the 

Eurasian continent (see later in the report).

Forecast demand in the C2C area could see traffic rise from 200m to 300m tonnes by 
2030 – but how much will be captured by C2C ports? 

Forecast 2030 RORO LOLO Other Plans and proposals

Units M Vehicles M TEU M Tonnes

Ramsgate 0.14 0.00 0.00 Seeking to develop a general-purpose berth aimed at offshore wind-farm developments

Dover 1.71 0.04 0.01 Short-term vehicle access improvement at Eastern Docks, €440m T2 development to cater for 2030 traffic forecasts

Channel Tunnel 1.57 0.17 0.00 Scope to increase capacity of shuttles and through rail freight services at minimal capital cost

Newhaven 0.05 0.00 0.02 Masterplan development in hand, focus on bulk / offshore traffic

Shoreham 0.00 0.00 0.08 Masterplan development in hand, focus on bulk / offshore traffic

Portsmouth 0.21 0.05 0.03 Recent improvements to road access and quayside area reconfiguration

Southampton 0.18 1.51 1.25 €95m plan to expand the port to handle 2.7m TEU per annum) by 2020

Boulogne 0.05 0.00 0.00 Under review

Calais 1.30 0.00 0.03 €400m plan to expand the port to cater for 2020/2025 traffic forecasts

Dunkerque 0.52 0.19 1.65 €46m plan to develop LNG terminal, new bulk facilities and improved road / rail access

Oostende 0.48 0.00 0.05 Masterplan development in hand, focus on bulk / offshore traffic

Zeebrugge 1.29 1.18 0.33 Plans include improvements for container handling, multipurpose terminal, inner port, road/rail access and LNG terminal

Total 7.48 3.14 3.46
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3. Future Trends: Threats – Other Ports

The C2C ports face competition from expanding port facilities in adjacent areas

Investment: €2bn

Capacity 10.8m TEU p.a.

The project will expand the Port of 

Rotterdam by 20% through a major 

reclamation scheme currently in hand 

to create a further 2,000Ha for 

container handling and storage and 

other industrial uses, with 20m depth 

available along the new quayside 

space. 

The first 700Ha phase is planned to be 

ready for 2013, and the facility will be 

fully operational by 2033.

Investment: €0.35bn

Capacity 0.5m TEU p.a.

A new container terminal adjacent to 

the established operation at 

Felixstowe.

Development is not permitted to start 

before required works are undertaken 

to the A120 highway link.

Investment: €1.75bn

Capacity 3.5m TEU p.a.

A new deepsea container port built on 

a former oil refinery.

The project will also develop an 

integrated logistics park offering up to 

900,000m2 of floorspace with onward 

road and rail links.

First phase operational from 2012.

London Gateway (Shellhaven) Bathside Bay (Harwich) Maasvlakte 2 (Rotterdam)

Investment: €0.58bn

Capacity 1.5m TEU p.a.

A proposed development with 1.2km 

of quayside, preliminary work is now 

in hand to develop the project.

Bristol Deep Sea Container  

Terminal 
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3. Future Trends: Threats – Market Shift

The eastward expansion of Europe is changing the pattern of economic 
activity, which in turn will affect supply chain networks. The latest Cushman & 
Wakefield report on European distribution notes:

“With consumer demand slowing in Western Europe while maintaining apace in 
Central and Eastern Europe (CEE) there are questions being raised as to whether the 
traditional European Distribution Centre (EDC) heartland of Holland, Belgium and 
Northern France may come under threat. Supply chain pressures may force 
companies to close or downsize their Western European EDC’s and re-locate to the 
Czech Republic, Poland or even further east. Other major transport factors that will 
come into play are whether shipping routes from Asia will divert to Constanta in 
Romania and will the infrastructure in Romania be good enough in a few years to 
challenge the current ports of choice, Rotterdam, Antwerp and Hamburg.”

It is noteable that in the latest C&W ranking of distribution locations 
(expanded from 15 to 25 European countries), Eastern European countries 
(Hungary, Czech Republic and Poland respectively) hold the 3rd, 4th and 5th

positions after Belgium and Netherlands, with only 2% separating the scores 
between the Netherlands (2nd) and Poland (5th). 

Assuming that Asia continues to provide the majority of global production 
capacity, the expansion of the European Union to the east will challenge the 
logic of transporting freight to North West Europe, rather than ports in South / 
East Europe which may offer a shorter overall transit route. 

Other structural changes which could affect the dominance of North West 
European ports include migration of production from Asia to Eastern Europe 
(with any increase in production costs being offset by better quality, lower 
transport costs and/or delivery times to market), or the further development of 
the Trans-Siberian Railway (TSR) “landbridge” route from Asia to Europe.

In the case of the latter, the TSR is reported to be carrying around 200,000 
containers per year to Europe. Last month,Deutsche Bahn (DB) operated a 
container train from Chongqing in China‟s central Sichuan province to the 
port of Duisburg in the Ruhr industrial belt, taking 16 days to travel the 
10,500km route. Russian Railways has plans to reduce journey times on the 
core 9,000km section of route to 7 days by 2015.

There is also evidence of the economic centre of Europe shifting further east, which 
could lead to ports in North West Europe being marginalised in the longer term
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IMT analysis (Map source: Cushman & Wakefield 2008)

23
Fastest container transit time by

ship / train from Hong Kong area
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3. Future Trends: Threats – Other Modes

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 (since extended from 2042 to 2052), Eurotunnel 

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 link to be 

built by others. 

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

challenging, the achievement of the original 50-km Channel Tunnel project, needs to 

be set against more recent projects and proposals, such as:

• 18km Storebaelt bridge / tunnel link in Denmark;

• 18km Fehmarn Belt Fixed Link (proposed to link Denmark & Germany);

• 36km Hangzhou Bay Bridge in China (superimposed on cross-Channel 

photomontage opposite), built in only four years; and

• 57km Gotthard Base Tunnel under construction through the Swiss Alps.

Against this background, it appears that there is a strong likelihood that such a 

crossing could be proposed within the next 25-50 years, noting that the current 

Channel Tunnel scheme was first proposed 26 years ago and opened 17 years ago.

If there is a consensus on developing a cross-Channel / cross-border investment 

framework and plan for the medium to long term, it is recommended that the plan at 

least acknowledges what the impacts of such developments might be on the ports and 

their local economies, and what measures could be put in place to address such 

impacts through further diversification (taking account of experience in locations such 

as Scandinavia following opening of the Storebaelt fixed link). 

In the longer term, C2C ports may also face competition from other modes of 
transport, particularly a fixed road link and the Eurasian rail corridors
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4. Rationale for Investment in C2C Area Ports

The report has previously noted the importance of logistics to economic activity and 

trade, given the global and diverse nature of production and consumption. Users and 

operators of logistics services therefore will gravitate towards countries and facilities 

offering high-quality accessibility, infrastructure and throughput, with countries such as 

Germany and the Netherlands achieving higher traffic throughput as a consequence.

With the C2C area‟s ports being critical to international and cross-Channel trade, it is 

apparent that investment is required to ensure the ports and their hinterlands can 

continue to keep pace with changes in the scale and pattern of demand. 

The increasingly footloose nature of production and distribution will require ports to be 

capable of reconfiguration at relatively short notice in order to survive, a challenge 

which has particularly impacted on ports such as Boulogne, Folkestone and 

Ramsgate. 

In particular, the increasing demands on the road network require that freight traffic 

should increasingly be spread across all modes of transport, along with initiatives to 

improve the efficiency of freight movement within and between each mode, given the 

current extent of under-utilisation and inefficiency.

It is further apparent that greater investment is needed to improve the resilience of the 

C2C freight transport network, for despite numerous calls in recent years for action to 

overcome the impact of cross-Channel disruption, Operation Stack and Plan 

Respiration, as well as localised road congestion around ports, continues to plague 

the logistics industry. 

Given the estimated financial impact of this disruption – in the order of €25m per 

annum – a business case should exist for investment to better manage such incidents 

and avoid traffic being lost over time to other ports and modes of transport.

In parallel to the commercial rationale for investment in the C2C area ports, it is 

important to consider the parallel social and environmental rationale for investment. 

The ports have a critical role in supporting local communities and economies, as well 

as the potential impacts which traffic through the ports can have on the local 

environment, as well as global climate change.

The social dimension is apparent when employment impacts are considered:

• Calais Port has 723 direct employees;

• Dover Harbour supports up to 22,000 jobs, 90% of which are in Kent and 50% 

in Dover, the new T2 development expected to create 2,000 extra jobs and 

inject €16m into the local economy;

• Oostende has 4,700 direct employees and supports an estimated 5,800 

indirect employees;

• Shoreham Port has 85 direct employees, with a further 100 companies on the 

Port employing a total of 1,400 people;

• Zeebrugge Port has 11,000 direct employees and supports an estimated 

17,000 indirect employees.

Similarly, the environmental impact of port-related activity can be significant, with 

estimated emissions produced by the Zeeland ports for a similar scale of freight traffic 

to the C2C ports (255m tonnes v 191m tonnes respectively):

• 560,000 tonnes of CO2;

• 66,000 tonnes of SO2;

• 11,000 tonnes of NOX.

The rationale for investment is therefore the opportunity to address this combination of 

commercial, social and economic issues.

The following pages detail existing investment projects already being made by 

some of the C2C ports (including use of C2C funding in some cases), before 

consideration of potential future investment projects in Chapter 5.

43

An efficient logistics industry is important for maintaining trade and addressing 
climate change: a thriving ports sector is important for sustaining local communities
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4. Existing Investments: Zeebrugge – new container terminals

In order to reinforce its position as one of Northern Europe‟s key container 
hubs, the Port considered it crucial to extend container capacity.

A third state of the art deepsea container terminal, constructed on the northern 
side of the Albert II dock, will be operated by PSA and will be known as 
Zeebrugge International Port (ZIP). The first phase of ZIP has four container 
cranes over a quay length of 700 metres with a capacity of 500,000 containers.

PSA Zeebrugge already runs the Container Handling Zeebrugge (CHZ) 
terminal on the western peninsula in the outer port. CHZ now works at full 
capacity with a volume of 1 million containers per annum. At the southern side 
of the Albert II dock, the Danish container operator APM Terminals has been 
active since 2006.

Further work on the Port has included demolition of former car ferry linkspans 
to create further new capacity (see below), supported by IMPACTE funding.

Expansion of port facilities to cater for 
growth in deepsea container traffic
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4. Existing Investments: Oostende – construction base for offshore wind farm

The Thorntonbank wind farm development by C-Power requires the 
construction of 60 turbines of 5MW on the Thorntonbank, some 28.7 km from 
the Belgian coast in water depths of 12 to 27.5 m.

The wind farm will have an installed capacity of up to 300 megawatts and is 
expected to produce around 1,000 gigawatt-hours of electricity per year, 
sufficient to meet the requirements of about 600,000 people. The first six 
turbines were installed and operational in 2009 as part of a pilot phase. 

C-Power required a construction site for the substantial concrete bases for the 
turbines, as close as possible to the final installation site. The Port of Oostende 
created a construction base on 5 ha of disused land close to the port entrance, 
the new quayside capable of withstanding loads of 10 tonnes/m². This 
represented an investment of €3m.

The site was used by C-Power for the construction of 6 gravity based 
foundations, each weighing 2,800 tonnes.

Another four project phases are due to follow by 2013. The wind farm will meet 
a substantial part of the development targets of the Belgian government for 
renewable energies.  

It will avoid the emission of about 450,000 tonnes of CO2 per year compared 
to a modern gas-fired power plant.

Redevelopment of an under-used area 
of the port to provide a new facility
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4. Existing Investments: Dunkerque – infrastructure development

Dunkerque‟s investment programme for 

2010 amounted to €46m, including:

• Studies into a new bulk terminal 

and container terminal;

• The first phase of a new digital 

directional signing system;

• Investment in the Multibulk and 

SGD terminals and the new LNG 

facility;

• Improved passenger facilities in the 

western port RoRo terminal

• Maintenance work on the Watier 

Lock and road links to the Western 

Port;

• Extension and electrification of the 

Loon sidings (in foreground);

• Completion of the Saint-Georges 

rail link and further rail access 

studies.

Construction of a new Liquid Natural Gas (LNG) terminal, together with 
improvements to road and rail access
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4. Existing Investments: Calais – 2015 Masterplan

Backed by the Nord Pas de Calais Regional Council (owner of the Port), the 
€400m Calais Port 2015 scheme will increase the current capacity of the port 
with the creation of a new sea dock north of the existing port facilities:

• A seawall 2500 m long will be built to shelter 110 hectares of dock area. 
The entrance channel will be dredged to a depth of 13 m;

• 90 hectares of new quayage will be gained using dredging fill produced 
when excavating the dock area; and

• A quayside rail terminal will be built between the two basins in the port.

In addition, the Calais Premier 160Ha logistics centre is being developed to 
attract companies distributing goods to/from UK to use Calais instead of 
distribution centres in the UK. Site to be developed on the Turquerie industrial 
zone which stretches along the Calais-Dunkirk railway line between Calais 
Port and the Channel Tunnel. The first 50Ha phase to open by 2014

Community fund Cap Calais is also planning to invest in a rail link to the site, 
as well as modernising the whole Calais - Dunkirk railway line.

The first phase of Calais 2015, carried out this year, has created a new rail 
branch line in the East Port, 1,300 metres in length, connecting to a siding 750 
metres long. This will allow trade cars to be moved by rail to and from the Port. 
The rail infrastructure has also been designed to handle intermodal traffic.

The Port has commissioned studies to determine how best to exploit the new 
rail access, in three areas of focus:

• A scoping study for the creation of an intermodal freight terminal on the 
quayside, which revealed potential for “rolling motorways” (rail shuttles 
carrying road trailers and/or complete articulated lorries) between the 
Port and the main production and consumption area in Europe;

• A market and business survey (in progress) to assess the freight 
volumes and flows from or to UK and the relevant Calais area, capable 
of mode shift to rail (north/east and south Europe); and

• A feasibility study (in progress) on the operating of an intermodal rail 
service to/from the Port.

Development of a new quayside rail terminal marks the first step towards a major 
port expansion for RoRo and other maritime traffic
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4. Existing Investments: Boulogne – rail tunnel refurbishment

The regeneration of the Port has included initiatives such as the new 
“Capécure” fish processing facility.

The Ave Maria rail tunnel provides a critical rail connection between the 
national network and the Port. The tunnel had become disused in recent years, 
leading to poor structural condition with sub-standard clearances for modern 
rail freight services.

Investment has therefore been made in the tunnel (with support from the C2C 
programme) to improve its structural condition and clearances for freight trains.

Repair of a key infrastructure connection to the Port to aid regeneration
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4. Existing Investments: Southampton – rail access & container port expansion

The SMART project (Solent to Midlands Advancement of Rail Transport), a joint public 

/ private sector partnership, has unlocked a major bottleneck for the Port, namely the 

restriction on the height of containers capable of being carried by rail to and from the 

West Midlands. 

This €80m project, has overcome major engineering and operational challenges, to 

deliver an enhanced strategic freight route, on time and under budget. 

Combined with train lengthening on the same route, trains to and from the port can 

now carry more than 25% extra container traffic, saving more than 100,000 tonnes of 

CO2 per annum. 

Coinciding with the completion of the rail upgrade, Associated British Ports (ABP) has 

received consent from the Marine Management Organisation for the construction of a 

new quay wall at Berths 201 and 202 in the Port of Southampton (top left of photo).

On completion, the redeveloped quay will be 500m in length with a 16m draft and 

capable of handling the largest container vessels afloat today. With the size of 

container vessels continuing to increase, the container terminal could no longer 

accommodate four of the largest container ships simultaneously – this development 

will rectify that situation by creating the “lost” fourth berth.

The main works, which will involve an investment of approximately €90 million, will 

commence on site in September 2012 with completion anticipated by the end of 2013.

Enhancement of the Southampton – Midlands rail access has increased the capacity 
of rail services to and from the port, from which quayside capacity is now expanding
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4. Existing Investments: Shoreham – local highway improvements

One of the major challenges of achieving proposed development of the Port in this 

existing urban area is managing overall demand to travel

Key objectives of recent development has been two-fold:

• To establish sustainable transportation patterns amongst new and existing 

communities

• To enhance accessibility to the port and minimise impacts of port traffic on 

residential areas

Work undertaken (with C2C support) to address the challenges has included:

• Shoreham Harbour Transport and Utilities Options & Costs, Interim Transport 

Assessment, Traffic surveys (2007/8);

• Shoreham Harbour Strategic Model (multimodal), Transport Assessments and 

development of overall Sustainable Transport Strategy (2008/9);

• £5M invested in the last two years to improve several junction improvements 

along the East and West corridor road serving the Port;

• Bus-based „Coastal Rapid Transit System (RTS) for local and sub-regional 

journeys; and

• New access point to the consolidated port and new development areas with 

dedicated port access to improve security and public safety.

Rationalisation of multiple road access points into the port, improving vehicle flow 
both for port traffic and other road users
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4. Existing Investments: Portsmouth – local highway improvements

Following the recent completion of a new passenger terminal building (to be 
followed by demolition of the old terminal building), further improvements (in 
this case supported by C2C funding) have involved the removal of a road 
bottleneck at the port of Portsmouth. Trafalgar Gate‟s capacity was limited due 
to constrained access from Mile End Road, which required vehicles to continue 
southbound, then queue at the Church Street Roundabout, then double back 
and access Trafalgar Gate via a small side road called Prospect Road. Heavy 
goods vehicles (HGV‟s) could not use this route and had to access the Naval 
Base using Unicorn Gate.

Removal of this bottleneck required the preparation of designs, specification 
and engineering studies as well as the demolition of an existing port building to 
allow for the construction of the improved road access.

The works were able to dove-tail with improvements being made to another 
part of the docks access in Portsmouth, that of the old naval dockyard through 
Trafalgar Gate. This has resulted in major investments that were already due 
to be made to access infrastructure being supplemented and re-directed using 
C2C to ensure that the municipal ports access became part of the overall aim 
of the project.

As well as improved goods vehicle access, improvements have been made to 
access for pedestrians, cyclists and public transport. This includes a new 
dedicated bus layby nearing completion for pedestrian access to this part of 
the new port approach, new bus stop and widened footway for improved 
pedestrian and cyclist access to the port and naval base.

With the access to the Port funded by C2C contributions, the project was keen 
to involve the local community to provide an attractive as well as functional 
entrance. To achieve this C2C funding has been used to provide five painted 
wall panels to reflect the maritime nature of the access. Four panels reflect 
Royal Naval ships from past, present and future such as HMS Warrior and 
Princess Royal. The fifth panel has been designed to include artwork from 
students of the local Buckland school.

The main M275 road access onto the island was unattractive and badly 
maintained. The C2C funding enabled enhanced landscaping which provides a 
vastly more attractive entrance to the Port, incorporating pines, shingle and 
landscaping grasses in keeping with the local maritime heritage.

Removal of a key road bottleneck to improve goods vehicle access to the Port, which 
has in turn helped improve access to the adjacent naval dockyard
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4. Existing Investments: Dover – traffic management and access

Peak-time journeys through the port are likely to become quicker and easier thanks to 

a major new €8m project planned in the Eastern Docks, which it is hoped will also 

reduce the frequency and extent of traffic queues on the roads leading to the port –

easing congestion for the local Dover community. 

The Traffic Management Improvement Project (TMI) will improve the ability of the port 

to manage outbound tourist and freight traffic between the entrance to the Eastern 

Docks and check-in. During busy times the new assembly area will be used to 

temporarily hold some of the outbound traffic until space becomes available further 

inside the port. This new assembly area (or buffer zone) will be able to house 220 

additional lorries (about 4.3 km of traffic) and will help ensure that the check-in areas 

and internal roadways are kept moving. 

The new zone will also come in useful as a holding area if a ferry operator 

experiences problems whilst allowing traffic for other operators to flow freely into the 

port and check-in.

The project requires major re-organisation of the current dock buildings and will fall 

into three main phases to ensure that essential port operations are maintained and to 

minimise disruption and inconvenience to port users and surrounding neighbours.  

Firstly the ground floor of the current passenger building will be converted to hold the 

border control areas plus foot passenger facilities. This will be followed by the 

demolition of the Travel Centre, adjacent buildings and outbound vehicle ramp during 

2013 and finally construction will take place of the new assembly area, outbound 

traffic routes and associated infrastructure such as road resurfacing in 2013/2014.

Removal of a key road bottleneck to improve goods vehicle access to the Port
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5. Potential Investment Projects – Overview

Introduction

This section describes the methodology employed to assess the potential economic 

impact of a selection of potential investment projects across the C2C area which have 

been identified through consultation with the ports and other stakeholders.

Overview of Methodology

At a conceptual level, transport infrastructure is one of a number of factors which can 

affect business location decisions and the competitiveness of places. Transport 

infrastructure facilitates journeys between different kinds of economic opportunities 

(i.e. markets for freight), and determines the relative ease, speed and cost with which 

these opportunities can be accessed (i.e. logistics flows). The impacts of investment 

in transport infrastructure can typically be considered in terms of:

• Direct transport user benefits – journey time savings, congestion relief, 

reliability, costs and revenues; and

• Wider economic benefits – agglomeration, competitiveness and productivity in 

the local/regional economy.

In the context of the C2C ports, investment is a function of both the investment in the 

ports themselves (i.e. measures to increase capacity, functionality, efficiency) and the 

access transport arrangements which connect them between each other and their 

markets (i.e. road, rail, inter-modal).

Given the range of projects, types of investment and range of local economies being 

considered, this study provides a high-level, pre-feasibility appraisal of the types of 

impacts associated with each investment to help understand the headline benefits and 

the strategic fit / priority of each project with the emerging C2C investment framework. 

This approach is dictated by the information available on the projects, since many of 

the identified projects are at an early stage without a defined scheme design or cost 

basis. A more detailed appraisal will be required if the project progresses.

Outline Appraisal Methodology
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This study provides a high-level, pre-feasibility appraisal of each identified project 
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5. Potential Investment Projects – Overview

This section provides an overview of the a selection of investment projects which have 

been short-listed for high-level appraisal. The aim has been to select a range of 

projects with varying locations, scale, lead time and content, against common 

appraisal criteria, to provide an indication of the wide variety of ways which investment 

could be brought to bear in the area. 

Identification and Filtering of Projects

An initial „long-list‟ of potential investment projects was identified through consultation 

with individual ports and other stakeholders. A list of consultees is provided in 

Appendix 3. This long-list was reduced to a shortlist of schemes for further appraisal, 

taking account of the extent to which funding had already been committed and how far 

the scheme was advanced. The appraisal focuses on those schemes at the pre-

feasibility stage, rather than those already funded or otherwise committed. The final 

shortlist of schemes is summarised in the table (right) and the locations of each are 

illustrated below. Headline results of the project appraisals are set out on the following 

pages, with summary appraisal tables included in Appendix 4.

55

The filtering of potential investment projects identified nine proposals for appraisal

Port Description
Shortlist for 

appraisal?

Reason for 

exclusion

Ramsgate No schemes identified - -

Dover

HGV processing / increased quayside parking Yes -

M20/A20 improvements & HGV buffer zone(s) Yes -

Rail access reinstatement Yes -

Newhaven or 

Shoreham
Development of wind farm support base Yes -

Shoreham Port service road improvements Yes -

Portsmouth

Port access improvements No Completed

New warehousing No
Funding 

committed

Southampton

Installation of „superberth‟ No
Funding 

committed

Reconfiguration to increase capacity No
Funding 

committed

M271/A35 highway improvements & lorry park Yes -

Boulogne-sur-

Mer
No schemes identified - -

Calais Project 2015 Masterplan Yes -

Dunkerque Loon-Plage rail link electrification Yes -

Oostende Installation of heavy dock No
Work 

commenced

Zeebrugge and 

Oostende
Widening of inland waterway routes Yes -

Rail access reinstatement

1
2

3

7

9

1 HGV processing area & quayside parking  2 M20/A20 highway improvements & buffer zone(s)

3

Port relief road improvements 4

4
56

8

5Offshore windfarm support base 

7 Project 2015 port masterplan

6 M271/A35 highway improvements & lorry park 

8 Dunkirk Loon-Plage rail electrification 9 Widening of inland waterway routes 

Rail access reinstatement

11
22

33

77

99

11 HGV processing area & quayside parking  22 M20/A20 highway improvements & buffer zone(s)

33

Port relief road improvements 44

44
5566

88

55Offshore windfarm support base 

77 Project 2015 port masterplan

66 M271/A35 highway improvements & lorry park 

88 Dunkirk Loon-Plage rail electrification 99 Widening of inland waterway routes 
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5. Potential Investment Projects – Summary of Appraisals

Located in South East Kent at the closest point to mainland Europe, Dover is Europe's 

busiest ferry port, handling nearly 14.3 million passengers and 5 million vehicles in 

2007, including 2.3 million freight vehicles. It is also the UK‟s second busiest cruise 

port and the third busiest gateway for imports of palletised fresh produce in deep sea 

vessels. The port also handles general cargo and aggregates, and provides marina 

facilities for pleasure craft. Dover handles around £80 billion of trade annually, 

generates about 6,700 jobs directly and supports 22,000 jobs in the South East 

region, 14,000 of these in the Dover district.

The Port is directly connected to the M2 and M20 motorways which join the M25 

London orbital route, giving access to London and other parts of the UK. The A20 

handles most traffic entering the port and is prone to congestion when ferry services 

are delayed by bad weather or other unforeseen incidents. This can lead to extensive 

queuing through the town of Dover. Lorry traffic also suffers from occasional hold ups 

leading to queuing on the M20 motorway. During major incidents the M20 is used as a 

temporary lorry parking area, research suggesting this occurs around 8 times per year 

(22 times in 2005), with average delays per goods vehicle (HGV) of 5 hours in 

consequence. This then has major knock-on effects to other road users and the local 

economies of Folkestone and Dover.

The port facilities at Dover comprise the Eastern Docks, the Western Docks, and the 

seafront. The Eastern Docks are the principal focus of ferry and cargo operations and 

contain the main ferry service routes to France. The Western Docks contain two 

terminals for cruise liners, a fast craft berth, a marina, an aggregates berth and freight 

clearance facilities. 

The Port‟s masterplan indicates that Ferry Freight traffic will continue to be the 

backbone of the port‟s activities and will grow over the medium to long term. However, 

even with short-term traffic improvements, the Eastern Docks will reach full capacity, 

in terms of both ship maneuverability and land, in the next few years.  A new ferry 

terminal (T2) is planned in the Western Docks with direct road access to the A20/M20 

and could provide up to four new ferry berths.  Other planned improvements include a 

new marina, a port buffer zone for trucks using the A20, and a possible second buffer 

zone for traffic arriving via the A2.

Traffic Management and Access Improvements (Dover)

The Port is/has considered a number of investment projects to manage traffic in 

advance of the T2 development, those selected for assessment include:

1. Provision of a pre-check-in assembly area for lorries at the entrance to 

Terminal 1, together with expansion of the lane space for D and E vehicle 

parks. The assembly area will primarily be used for situations when ferry 

operators have issues which cause congestion. It will enable traffic for those 

operators to be directed into the assembly area while traffic of other operators 

can flow freely into the port. The expanded vehicle parks will assist traffic 

assembling for berths 7, 8 & 9 which will handle the new large ferries The 

projects are at the outline design stage and will together cost £9.3 million.

Summary of appraisal: Project could produce minor economic benefits and 

reductions in journey times along with moderate cost savings, with no public 

accounts implications, resulting in minor positive impact overall.

2. Improvements to the main A20/M20 highway access, including development of 

one or more buffer zones on the A20 for holding lorries away from the Port to 

reduce congestion on the approach routes. Project is at outline design stage 

and no cost estimate has been obtained.

Summary of appraisal: Project could produce moderate economic and 

employment benefits in an area dependent on the Port significantly enhance 

the attractiveness and efficiency of the Port and reduce freight vehicle journey 

times,  but with some potential for adverse traffic impacts.

3. Reinstatement of main line rail access (removed following opening of the 

Channel Tunnel and cessation of the Train Ferry in 1995) and creation of new 

rail freight terminal facilities. Estimated cost in excess of €10m for main line 

reinstatement, project developed to pre-feasibility stage.

Summary of appraisal: Project requires significant investment only partially 

offset by at best neutral transport benefits and marginal economic benefits.
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Summary of appraisal: In either location, project likely to produce moderate 

economic benefits at a local level in an area with relatively limited other economic 

opportunities.  It could also help retain existing port capacity but otherwise provide 

only limited direct transport benefits. 

5. Potential Investment Projects – Summary of Appraisals

According to the Department for Business, Enterprise & Regulatory Reform (BERR) 

and the UK‟s Renewables Advisory Board (RAB), the UK will need to add about 260 

terawatt hours (TWh) of renewable energy production by 2020 in order to meet its 

target, Wind energy is expected to be the primary contributor, with 35 percent to 40 

percent of the overall renewables target. 

Research by Bain for the UK Government estimates a base case need for  wind 

capacity of 27 GW by 2020 (most of which would be offshore), generating cumulative 

investment of €30bn and 36,000 jobs, with design and manufacturing accounting for 

35% of the UK‟s offshore turbine market along with a limited amount of export. It 

should be noted that the North East and Humberside have already established 

production facilities for wind turbines, implying that the opportunities for other ports will 

be more focussed on maintenance rather than construction.

The UK Government has awarded one of the Round 3 licences to EON to develop a 

100-turbine wind farm (Rampion) off the coast between Newhaven and Shoreham.

The Port of Newhaven, at the mouth of the River Ouse in East Sussex, handles 1m 

tonnes per annum of cross-Channel RoRo traffic and dry bulk cargo, the latter made 

up aggregates and scrap. The Port has extensive areas of undeveloped land as well 

as a rail connection which remains unused at present.  A recent study for the Port 

suggested the creation of berth facilities to build wind turbines (creating around 100 

jobs) to complement an existing waste-to-energy plant on the hinterland. 

The Port of Shoreham, located further along the coast, has developed as a niche port 

focusing on timber, aggregates, oil and steel, handling around 2m tonnes per annum. 

The Port has a more constrained location without a rail access, but could similarly 

offer a location for construction and/or maintenance of wind farms such as Rampion.

We have therefore appraised the extent to which such a facility might benefit either 

port, noting that at present there is unlikely to be sufficient demand to warrant facilities 

at both ports.

Wind Turbine Assembly/Maintenance (Newhaven or Shoreham)
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Summary of appraisal: Project could produce moderate economic and employment 

benefits in an area dependent on the Port significantly and enhance the attractiveness 

and efficiency of the Port and reduce freight vehicle journey times.

5. Potential Investment Projects – Summary of Appraisals

Shoreham Port is located in a dense urban area and runs alongside the A259, with 

most of its road freight traffic coming from within 3-5 km and all from within 80 km.  It 

is a major local employer and sees its future as a niche port focusing on timber, 

aggregates, oil, steel and biomass materials and has a Port Masterplan to guide 

development over the next 20-30 years. Given its restricted land area and surrounding 

development built around it, one of its main aims is to maximise the use of port land.

Many of its planned improvements can be undertaken by the port itself without 

external funding.  A factor which would result in significant improvements to port 

operations and the future success of the port would be improved road access. There 

are several access points to the Port from the A259 and some constraints at the main 

(Wharf Road) junction. Although only about 3% of traffic flows on the A259 road are 

port related medium and heavy goods vehicles, there are local perceptions that the 

Port is responsible for congestion, as lorries from the Port to the A27 have to travel on 

narrow roads through residential areas. 

One of the main components of the port masterplan is to improve vehicular access 

particularly for commercial traffic. It is also not clear that the other planned port 

improvements would have significant benefit if road access cannot be improved. A 

new road link to the A270/A27 would be costly and difficult to achieve, requiring 

demolition of residential properties. Where improvements would be possible route and 

produce wider environmental benefits this would be outside the Port‟s control.

The Port Masterplan proposes a new service / access road within the Port area that 

would run parallel to the A259, reduce movements on the main junctions and take 

significant Port traffic off a stretch of that road.  This would enable other operational 

improvements and opportunities for open up other Port land for new operational 

development.  This would generate an estimated 150-200 more jobs and potentially 

produce a 5% increase in cargo throughput.  The Port would need to acquire land for 

this and obtain external funding for it to proceed. This has formed the basis for the 

project appraisal.

2026 Masterplan (Shoreham) (Phase 1 only)
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5. Potential Investment Projects – Summary of Appraisals

Southampton is one of the UK‟s busiest port clusters, with a natural deep-water 

harbour, and a range of quayside facilities, including a major car-handling  terminal, 

the UK‟s second largest container terminal, and a separate major petrochemical 

complex at Fawley.

There are four main vehicle access points from the highway network into the Port of 

Southampton – Dock Gate 4 (Eastern Docks) and Dock Gates 8, 10 and 20 (Western 

Docks). Under the present lorry routing agreements between Southampton City 

Council, the Freight Transport Association, port operator ABP and other commercial 

transport bodies, access for heavy goods vehicles to the whole of the Port is via the 

A35 Redbridge Road.

Recent analysis of traffic flows from Southampton‟s container terminal, which 

represent a significant element of total traffic flows generated by the Port, showed that

• Existing operations at the container terminal cater for around 4,000 two-way 

HGV movements per day; and

• The peak throughput of the Port occurs between 1200hrs – 1600hrs and 

therefore does not necessarily coincide with highway peak periods.

Consultation with ABP identified that improved access between Dock 20 and the 

M271 (via the A35) would have significant benefits for port operations given that the 

A35 is often congested at peak times leading to delays in arriving and departing 

lorries routed towards Gate 20.

The identified options for local highway improvements on the M271 and A35 

(removing roundabouts) and provision of a dedicated lorry lane, which could 

potentially operate on either a permanent or time-controlled basis at peak periods. 

This has potential to greatly reduce delays and congestion on roads near the Port, 

which at peak times can significantly increase truck delivery/processing times.  It 

would also help reduce lorry journey times to and from the Port, which in turn could 

reduce the risk of loads missing ships and incurring fines and improve turnaround 

significantly.  As some shipping lines reportedly do not use Southampton due to 

congestion problems, improvements in this factor could make the Port more attractive 

to them.

M27 / A35 Lorry Route (Southampton)

In addition, land within the port is at a premium, limiting the number of trucks that can 

be parked and processed at any time.  There is also no space available to provide 

facilities for truck drivers. Lorry parks play an important role for the freight industry, 

particularly since the EU Working Time Directive came into force and required 

vehicles to park more frequently and for longer periods. For vehicles with valuable 

loads, secure parking facilities for overnight stays are vital. Where adequate lorry 

parking is not available, this can lead to overspill into industrial or residential areas or 

cause congestion on roads near the port. However, bans on overnight parking of 

HGVs exist within the Southampton urban area.

The existing strategic Lorry Parks in South Hampshire are at Portsmouth and at the 

M27service station between junctions 3 and 4, with local lorry parking facilities at 

Woolston, Portchester, Gosport and Ower, near junction 2 of the M27.  None of these 

are particularly convenient for Southampton Port and would take drivers away from 

the Port.  In the light of expected growth of both ports in South Hampshire, there have 

been discussions between Hampshire County Council and the Highways Agency on a 

study to examine the need for a truck stop on the M27 corridor between the ports.

The identified option would be to work with Southampton Council and the Highways 

Agency to provide a dedicated lorry park off the M271 near the port, although no 

specific site has yet been identified.  This would enable trucks arriving early to park 

there with much pre-gate processing and checking undertaken there, reducing the 

time required for this at the port itself and potentially contributing to faster throughput.  

It could also provide secure parking facilities. It would also be possible to provide 

facilities there for truck drivers, such as catering facilities and accommodation, so that 

they could take breaks there.  This project could help to make Southampton a more 

attractive port for freight operators by both reducing congestion around it and making 

it easier to use by drivers/freight companies.

Based on available information, we have estimated the combined costs of the 

highway improvements and lorry parking area at £150m.

Summary of appraisal: Projects could relieve congestion and reduce freight vehicle 

journey times, and enhance the attractiveness and efficiency of the Port; potential for 

moderate economic and employment benefits. Some additional public accounts costs.
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5. Potential Investment Projects – Summary of Appraisals

Calais is the fourth largest port in France, handling accompanied and unaccompanied 

Cross-Channel freight traffic, specialist traffic such as new trade cars, and bulk import 

and export of industrial products and aggregates. 

Its aims are to diversify its traffic, increase modal shift to rail as well as handle 

forecast growth in accompanied and unaccompanied freight up to 2025.  It also aims 

to be capable of berthing the next generation of ferries and RoRo ships. 

In response to these aims, the Calais Port 2015 project would involve the following 

facilities:

• Building a new seawall to shelter 110 ha of dock area, with the entrance 

channel dredged to 13 m depth;

• 90 ha of new quayside land to be gained using dredged material from 

excavation of the dock area

• Constructing a quayside rail terminal between the two basins in the port.

These new facilities would support the port‟s aims for diversification by providing 

opportunities for development of Short Sea Shipping. The new quayside area, linked 

to the new rail terminal, will provide space for efficient integration of intermodal rail-

road-sea infrastructure.  These new facilities are considered necessary by the Port to 

cope with traffic growth but also to address problems of traffic congestion and 

bottlenecks at the Port and improve overall sustainability. 

There are also plans by a private-sector developer to create a 160 Ha distribution park 

close to the Port.   

Project 2015 Port Masterplan (Calais)

New seawall

Rail terminal

New quayside area

Summary of appraisal: Project has potential to produce a step-change in port 

capacity, as well as significantly improve freight transport efficiency and achieve 

modal shift, with major economic benefits within region with high unemployment, low 

economic growth and adequate labour supply
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5. Potential Investment Projects – Summary of Appraisals

Dunkerque lies on the north French coast in Nord-Pas-de-Calais, close to the city of 

Lille and 10 km from the Belgian border.  It has direct road links to the European 

motorway network via the A25 and A16.  It also has direct rail links and port sidings, 

and links to the inland waterway system of Northern France and Belgium. 

It is France's third-ranking port, handling heavy bulk cargoes as well RoRo and 

container traffic. It is also France's leading port for ore and coal imports, containerised 

fruit and copper imports and France's second-ranking port for trade with Great Britain.  

It also handles coal, petrochemicals and steel. These activities employ 4,450 directly 

and 22,600 indirectly.

In 2009, the Port handled 550,000 freight vehicles and 2.4 million ferry passengers.  

In the 10 years up to the recession in 2008 there had been steady growth of ships, 

cargo throughput and passenger numbers. 

The Port extends along a 17 km frontage and its territory covers 7,000 Ha and 

includes 10 settlements.   There are over 120,000 m² of port related warehouses at 

the Western Port and two petrochemicals plants in the Central Port.

Dunkerque handles 12% of France‟s rail freight traffic, owns the 200km of port rail 

tracks and is taking over management of them. A large investment programme will 

enhance the Port‟s rail links in the 2009-13 period, to increase rail capacity, allow 

direct access by electric trains and improve links to the national network. 

The project identified for assessment is the electrification of the Loon-Plage rail link to 

complete the bypass of the future extended Atlantic Dock and terminals and provide 

direct departures from the container terminal to Calais and the Channel Tunnel.  This 

project is costed at €23 million.

Summary of appraisal: Project could significantly enhance the attractiveness and 

efficiency of the Port and reduce freight vehicle journey times,  but with some potential 

for adverse traffic impacts and public accounts costs; minor wider economic impacts.

Loon-Plage Rail Link Electrification (Dunkerque) 



C2C Cross-Border Port & Transport Infrastructure Investment Framework & Logistics Study

© 2011 Nathaniel Lichfield & Partners Ltd. 

62

5. Potential Investment Projects – Summary of Appraisals

Zeebrugge is an established port which has strengthened its position in recent years 

as a major RoRo/LoLo/bulk port serving the UK and continental European markets. 

Zeebrugge comprises the main seaport complex, together with a smaller satellite 

facility in the centre of Brugge linked by the Baudouin canal. The port provides a base 

for UK and pan-European, port-centric distribution (eg Bridgestone Tyres, Danone 

Waters) and is reportedly the world‟s largest transhipment port for new cars either 

imported for EU customers or exported from continental production plants. 

Oostende, located almost half-way between the major ports of Dunkerque to the 

south-west and Zeebrugge to the north-east, has been squeezed by competition in 

recent years, not only from adjacent ports but also by the impact of the Channel 

Tunnel. Despite recent significant traffic reductions, overall the Port has grown by 

more than 80% since 1997. Part of this growth has come from the offshore energy 

sector, providing a construction base for for the nearby Thornton Bank wind farm

Since inland navigation can considerably relieve the congested motorways, 

Zeebrugge is making efforts to convey more containers and new cars to and from 

Zeebrugge by barge to provide a more sustainable alternative to road haulage.  At the 

moment, restrictions on the connecting inland waterway routes limit barges to 1,350 

tonnes. At present the Port has a share of only 2.9% for inland waterway traffic, 

compared to 30% for the neighbouring ports of Antwerp and Ghent.

Canal widening would allow barges of up to 4,400 tonnes dead weight to travel inland 

from Zeebrugge (and depending on the extent of the project from Oostende as well), 

with costs estimated at between €35 and €185m depending on the scale / extent).

Summary of appraisal: Project likely to produce significant benefits in terms of modal 

shift, transport efficiency and sustainability, but with high costs and long delivery 

timescale; minor economic benefits in the context of established and expanding ports.

Widening of inland waterway network (Zeebrugge & Oostende)
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5. Potential Investment Projects – Summary of Appraisals

Type of 

Impact

Sub-

objective

HGV 

processing 

& increased 

quayside 

parking

M20/A20 

highway 

improvements 

& HGV buffer 

zone(s)

Rail access 

reinstatement

Offshore 

windfarm 

support 

base

Port service 

road 

improvements

M271/A35 

highway 

improvements 

& lorry park

Port 2015 

masterplan

Loon-Plage rail 

link 

electrification

Widening of 

inland 

waterway 

routes

Dover Dover Dover Newhaven / 

Shoreham

Shoreham Southampton Calais Dunkerque Zeebrugge / 

Oostende

Transport 

User 

Benefits

Journey time 

savings ▲ ▲▲   ▲ ▲ ▲▲▲ ▲ ▲▲
Congestion 

relief ▲ ▲▲   ▲ ▲▲ ▲▲▲  ▲▲
Costs 

▲▲ ▲ ▼▼ ▼ ▲ ▲ ▼▼▼ ▲ ▼▼
Revenues

▲ ▲  ▲ ▲ ▲ ▲▲ ▲ ▲
Wider 

Economic 

Benefits

Public 

accounts  ▼ ▼   ▼ ▼▼ ▼ ▲▲
Transport 

economic 

efficiency

▲ ▲ ▲ ▲ ▲ ▲ ▲▲ ▲ ▲▲

Reliability
▲ ▲  ▲ ▲ ▲ ▲ ▲ ▲▲

Wider 

Economic 

Impacts

▲ ▲▲  ▲▲ ▲▲ ▲▲ ▲▲▲ ▲ ▲

The schedule below provides an overview of the impacts for each potential investment project. More detailed commentary and definitions of impacts is set out in the summary 

appraisal tables in Appendix 4. 

Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲

Overall Assessment
▲ ▲▲ ▼ ▲ ▲▲ ▲▲ ▲▲ ▲ ▲▲
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Structure

Executive Summary

Chapter 1   Introduction and Purpose

Chapter 2   Setting the Scene

Chapter 3   Future Trends in Freight & Logistics

Chapter 4   Rationale for Investment in C2C Area Ports

Chapter 5   Potential Investment Projects

Chapter 6   Towards an Investment Framework for C2C
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6. Investment Framework – Responding to the Challenges

The last 15 years have shown how dramatically fortunes can change for the ports sector, with the 

seemingly unstoppable growth of cross-Channel RoRo traffic (despite the Channel Tunnel) and 

deepsea LoLo traffic, offset by the closure of other ferry services – and in the case of Folkestone, 

complete closure of the Port itself.

In the rush to secure more traffic, the remaining C2C ports and the Channel Tunnel are at increasing 

risk of chasing the same rainbows (eg RoRo, LoLo, wind power, biomass), when the proverbial pot of 

gold may be drifting further south and east as the EU expands, putting Mediterranean ports at a 

growing advantage to increasingly peripheral North Sea ports. 

The scope for a fixed road link between England and France could further undermine the traffic base 

for the cross-Channel ports, similar to the impact of the Storebaelt link on the local ferry industry. The 

growing prospects for using a landbridge rail route from the Far East to Europe cast a similar dark 

shadow over the deepsea container market.

Much of the current port investment plans in the C2C area are focussed on securing additional 

capacity through to 2030, which may be appropriate given the longer term challenges appearing 

beyond the horizon.

From a cross-border perspective, the challenge is therefore to extract maximum benefit from the local 

ports sector over the next 20 years, from which to establish foundations for responding to future 

challenges, creating new markets for port-centric manufacturing and distribution, capable of 

challenging the perceived wisdom of further Far East outsourcing.

During the period to 2020, it is apparent that globalisation has created a footloose market for 

investment, with major corporations shifting production in response to changes in land values, labour 

rates and transport networks. Ports around the world will need to be increasingly agile and flexible in 

adapting to changing market requirements.

A co-ordinated investment framework could assist the C2C ports and their hinterlands to secure a 

joint future. The present concentration of traffic across a smaller number of larger ports – leaving 

other ports competing for a diminishing share of traffic, and thereby facing greater viability challenges 

– will likely lead to further port casualties.

The challenges of a shifting economic centre of gravity, competition from other ports 
and other modes, presents both a need and an opportunity for new investment
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6. Investment Framework – Responding to the Challenges

The investment framework should recognise the individual strengths and constraints

Sectors Ramsgate Dover Newhaven Shoreham Portsmouth Southampton Boulogne Calais Dunkerque Oostende Zeebrugge

Million tonnes per annum 2 25 1 2 4 44 0.7 19 50 8 35

Aggregates         

Automotive    

Bulk minerals     

Forest Products    

Fresh Produce          

Iron & Steel     

LoLo      

Offshore Power   

Other bulk        

Petro-chemicals    

RoRo         

Constraints Ramsgate Dover Newhaven Shoreham Portsmouth Southampton Boulogne Calais Dunkerque Oostende Zeebrugge

Decline of core markets l ll l lll lll l

Size of catchment area ll lll ll l lll lll l lll lll ll lll

Quayside space l ll l l l lll l ll lll ll lll

Hinterland space l l ll l l ll l lll lll ll lll

Road access / capacity lll ll lll lll l ll ll l l l ll

Rail access / capacity None None ll None ll l ll l ll l l

Inland waterway access / capacity None None None None None None None lll l ll ll

Scale of constraint Minor l  Moderate ll  Major lll
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6. Investment Framework – Responding to the Challenges

The investment framework should balance between cost and timescale, between 
short-term expediency and long-term vision, and between north and south coasts

LONG 

TERM

HIGH INVESTMENT

LOW INVESTMENT

SHORT 

TERM

Shoreham
Port road 

improvements

▲▲

Dover
HGV processing
improvements

▲▲

▼

Newhaven/Shoreham
Wind farm base▲

▲▲
Southampton

M271 / A35
HGV access 

improvements

▲▲Calais
2015 masterplan

Zeebrugge/Oostende
Inland waterway

widening

Dunkerque
Rail yard

electrification

▲

Dover
Rail access

reinstatement

Dover
M20/A20

HGV access 
improvements

▲▲
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6. Investment Framework – Responding to the Challenges

The framework should first address the core issues highlighted by C2C;

• Business-critical infrastructure is heavily focused on road transport, with 

increasing congestion causing bottlenecks to occur across all regions;

• The emphasis on road transport impacts on the ability to move towards a low-

carbon economy;

• Increasing concern about resilience to unexpected events, with no effective 

trans-national contingency planning to deal with such events;

• A lack of visibility across infrastructure networks and supply chains, with a 

historic disconnect between modes and a lack of common systems;

• The need to identify and exploit the considerable untapped capacity and 

capability in the existing system, through which to create the critical mass of 

activity necessary to foster new, low-carbon alternatives.

These issues should be addressed by a framework having these objectives:

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

hinterlands, 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 urban 

centres, to 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.

To address these issues and objectives requires measures such as:

• Improvements to quayside capacity, capability and accessibility, to cater for 

existing market growth and prepare to address / foster new markets;

• Revitalisation of hinterlands, including preparation of development expansion 

areas, to address / foster more value-added, port-centric manufacturing and 

distribution development;

• Improve inland rail and waterway links to key regional “dryport” hubs, using 

feeder services supported by public funds if necessary (where justified by 

environmental and/or socio-economic benefits) to enhance modal spread and 

improve access to key inland trunk routes;

• A new ICT system to connect ports and users in real time, raising visibility 

across supply chains, enabling spare capacity to be better exploited.

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

agendas are dependent on some of these issues, objectives and measures being 

addressed immediately. 

Against the conflicting background of fragile economic recovery and constraints on 

public-sector resources, such investment may be justified on the basis of the do-

nothing scenario and the associated risks of congestion, traffic loss and further 

unemployment.

Moving beyond the short-term expedients required to keep trade and traffic flowing 

over the next 20 years through the current “Tier 1” ports such as Dover, Calais, 

Zeebrugge and Southampton, the medium and longer-term spatial dimension of the 

framework should begin to place increasing emphasis on dispersing growth across 

“Tier 2” ports, particularly the vastly under-utilised estate of Dunkerque.

Recognising the inter-relationship between ports, between ports and hinterlands,  
the framework should cover a mixture of port-specific and cross-port initiatives
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6. Investment Framework – Alignment with Funding Options

European Regional Development Fund (ERDF), which aims to strengthen 

economic and social cohesion in the European Union by supporting regional 

economic development;

European Social Fund (ESF) aims to improve people‟s skills and employment 

prospects, extending employment opportunities and developing a skilled and 

adaptable workforce;

Framework Programme 7 (FP7): with a budget of over €50bn, FP7 is the European 

Union‟s main instrument for funding research. FP7 has five major programmes: 

cooperation, ideas, people, capacities and nuclear research. Projects must develop 

transnational partnerships to submit an application for funding in an EU wide 

competitive bidding process;

INTERREG programme: provides funding for sustainable regional economic 

development projects, tackling common issues relevant to urban and rural 

development such as:

• Strengthening the innovative capacity and knowledge based economy;

• Sustainable transport solutions

• Environmental resource management. 

Projects need to work together with partners in other Member States to share 

experience and best practice and develop transferable practices and solutions to the 

four priority issues, namely:

• Innovation;

• Environment & risk prevention;

• Sustainable urban development;

• Accessibility;

The „Marco Polo‟ grant programme is designed to provide start-up support for pan-

European intermodal freight services which can transfer freight off the road network. 

Three types of action are available:

• Modal Shift Actions: these aid the start-up of intermodal services, which 

transfer freight from road transport, subsidy of up to €1 per 500 tonne-km of 

freight moved from road, covering up to 30% of eligible costs over a maximum 

3-year period;

• Catalyst Actions: these help overcome structural market barriers to achieve 

modal shift, using high levels of innovation to achieve real breakthroughs, 

subsidy of up to 35% of eligible costs over a maximum 4-year period;

• Common Learning Actions: these help improve co-operation and sharing of 

know-how, subsidy of up to 50% of eligible costs over a maximum 2-year 

period.

Other national funds, such as the UK‟s Mode Shift Revenue Support (MSRS) which 

provides revenue support to intermodal and other traffic moved by rail or water 

transport.

There is also scope to achieve a balanced portfolio of funding sources, to reflect 
specific facets of the framework and match these to their most suitable sponsor 

A range of potential sources of start-up funding are available from the European Commission to match private-sector investment, the main sources of relevance including:
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6. Investment Framework – 2010-2015 and Beyond

The outcome of the framework should be to achieve an inter-connected network of 
transport routes, facilities and systems, able to distribute traffic as required

Dourges

Ramsgate

Key

Trunk route / hub

Feeder route

Contingency route



C2C Cross-Border Port & Transport Infrastructure Investment Framework & Logistics Study

© 2011 Nathaniel Lichfield & Partners Ltd. 

71

6. Investment Framework – Conclusions and Recommendations

At the strategic level, the European Commission is promoting an integrated approach 

to maritime policy which recognises the economic value of ports and logistics. The 

Commission‟s “Roadmap” highlights wider transport challenges and policy initiatives.

Europe‟s long history of trading has created a strength in logistics, particularly for 

coastal nations with established ports and shipping routes. Europe comprises two 

distinct concentrations of production and consumption, with France and the Benelux 

countries best-placed for location of pan-European logistics. Port regions in Northern 

Europe continue to dominate total container throughput, but Western Mediterranean 

ports have increased market share.

Economic activity in port hinterlands is a key driver of cargo traffic for ports, and 

support the role of ports in functioning as part of wider supply chains.

The current position of the C2C area ports reflects the interplay of policy and strategy 

objectives, port capacity and access and economic competitiveness. The three 

regions which surround the C2C port area show similar levels of population, 

employment and economic densities. Yet despite these apparent similarities at 

regional level, labour market conditions and economic output vary significantly 

between individual authorities. Unemployment and skill levels are particularly 

important in determining the labour supply available for transport facilities

The C2C area is located at a global crossroads for trade, and with access to a 

considerable market for consumer demand and economic activity. The C2C ports 

accounted for around 5% of Europe‟s (EU25) port traffic in 2007; Southampton, 

Dunkerque and Zeebrugge remain the largest of the C2C ports. These ports 

collectively serve all the major commodity markets, with major global players 

represented either on the quayside or within the surrounding hinterlands. The C2C 

area is therefore not only a major gateway and transit corridor for freight traffic, but 

also has a high density of industrial development.

Yet a range of constraints impact on inland accessibility across all surface modes. 

Road traffic congestion around ports and on inland highway routes could constrain 

long-term growth prospects. Rail vehicle height / width restrictions are more 

constrained within the UK, hampering efforts to increase modal shift for containers 

and other intermodal units.

Inland waterway links are also either non-existent (UK) or have similar height / width 

restrictions. Furthermore, the potential of C2C is constrained not only by areas of 

congestion, but also by imbalances between demand and available capacity.

In terms of logistics trends, various “consolidation” models are being promoted for the 

next generation of supply chains, but it is apparent that there is no universal “one size 

fits all” solution. One of the most dramatic demonstrations of consolidation in global 

supply chains has been the rapid evolution of deepsea container ship design.

Against this background, forecast demand in the C2C area could see traffic rise from 

200m to 300m tonnes by 2030. The key issue is how much will be captured by C2C 

ports, as they face competition from expanding port facilities in adjacent areas, or by 

the economic centre of Europe shifting further east (which could lead to ports in North 

West Europe being marginalised in the longer term). In the longer term, C2C ports 

may also face competition from other modes of transport, particularly a fixed road link 

and the Eurasian rail corridors

An efficient logistics industry is important for maintaining trade and addressing climate 

change: a thriving ports sector is important for sustaining local communities. The 

challenges of a shifting economic centre of gravity, competition from other ports and 

other modes, presents either as much a need as an opportunity for investment. 

In developing an investment framework and strategy for the C2C area, this should:

• Recognise the individual strengths and constraints;

• Strike a balance between cost and timescale, between short-term expediency 

and long-term vision, and between north and south coastlines; and

• Cover a mixture of port-specific and cross-port initiatives, recognising the inter-

relationship between ports, between ports and hinterlands.

There is also scope to achieve a balanced portfolio of funding sources, to reflect 

specific facets of the framework and match these to their most suitable sponsor.

The outcome of the framework should be to achieve an inter-connected network of 

transport routes, facilities and systems, able to distribute traffic as required.

The C2C ports represent a major source of economic activity and short to medium-
term growth, but are at risk from critical structural changes in the longer term
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6. Investment Framework – Conclusions and Recommendations

• Implement a small number of major infrastructure 

investments to unlock inland network bottlenecks 

(e.g. around Lille and London);

• Major port expansions at Dunkerque 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 (e.g. new 

cross-Channel fixed link, greater use of Far East 

landbridge links.

• Implement a series of targeted investments (eg 

local highway improvements, signage, 

telematics), together with more substantial 

investments (e.g. 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;

• 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 (i.e. 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. 

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

Short-term (5-10 years) 

Demand focused on “1st tier” ports

Medium-term (10-15 years)

Increased dispersal to “2nd tier” ports

Long-term (15-25 years)

Creation of “superport” network with 

multiple port clusters
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A1: Sub-Region Economic Profiles

The English County of Kent borders East Sussex and Surrey to the west, and the large urban 
conurbation of Greater London to the North West. It is the closest area of the UK to the 
European mainland.  Its land area amounts to 2,200 km2 and its population is approximately 1.4 
million. The main towns include Maidstone (89,000), Ashford (51,000), Dartford (59,000), 
Gravesend (50,000), Canterbury (40,000), Gillingham (93,000), Dover (35,000), Folkestone 
(44,000) and Tunbridge Wells (58,000). 

In terms of transport infrastructure, it contains the Channel Tunnel and high-speed train links 
running from London to Ebbsfleet, Ashford and Lille, Brussels and Paris in Europe.   It contains 
good strategic road networks in the M2 and M20 motorways also run through Kent and connect 
to London and other parts of the South East via the M25 motorway and the Dartford Tunnel.  
However, the M20 is subject to congestion problems for freight traffic at certain times.

It also contains the main port of Dover on the south east coast, with freight and passenger 
ferries to France, as well as Sheerness and Chatham on the north Kent coast, which handle 
cars, fresh food, metals and timber.  

The area closest to the English Channel and around Dover and Folkestone contains the Kent 
Downs Area of Outstanding Natural Beauty, with protected landscape designations which could 
form a constraint to large scale development.

In 2009, Kent had almost 4 million m2 of distribution/warehousing floorspace and just over 5 
million m2 industrial floorspace.  The stock of distribution space has grown by 3.4% in Kent in 
the period 2000-08, much lower growth rate than in the South East (11%) or in Britain (15%) as 
a whole.

The main concentrations of warehouse/distribution space within Kent are at Tonbridge & Malling 
District (15%), Maidstone (11%), and Medway (11%).   Dover has one of the lowest amounts 
with less than 5% of Kent‟s total amount.

Rent levels in the distribution sector range from 100 -10 Euros/m2 in 2010 in the Dartford area 
closer to London, and in 70-80 Euros/m2 in Maidstone and East Kent. These levels are lower 
than in London and other parts of the South East such as Reading, Oxford and Surrey.  The 
East Kent rents are broadly similar to those in south Hampshire, East Anglia and the East 
Midlands., but higher than in most other parts of the UK.

The level of freight passing through ports in this area in 2008 amounted to 41.3 million tones, an 
increase of 17% since 2005. 

Kent has a high proportion of industrial employment by regional and national standards, with 
8.5% of jobs in manufacturing and 33% in distribution, transport, communications and 
hotels/catering.  In contrast, it‟s financial & business service sectors account for a small share of 
employment, with the public sector accounting for a higher than average share. 

Significant industrial centres include the area around the port of Dover and manufacturing and 
distribution activities at Dartford and Sittingbourne, whilst office activities are concentrated at 
Kings Hill Business Park near Maidstone, and Kent Science Park near Sittingbourne. Major 
office development is planned at Ebbsfleet near Gravesend, but has yet to commence.

There have been fairly good levels of inward investment activity in Kent over the last decade. 
Between 1997 and 2007, some 400 foreign owned businesses were attracted to the area, 
generating or retaining over 26,000 jobs. The largest investing sectors were IT/business 
services (27% of firms), manufacturing/engineering (20%) and financial services (12%). 
However, eastern Kent is likely to be negatively affected by the closure of the Pfizer research 
facility at Sandwich resulting in the loss of 2,400 jobs. Furthermore, although some transport & 
logistics firms have been attracted in recent years, this sector ranked fairly low (6% of firms).  

The number of businesses in Kent grew by 16% in the 2000-2007 period, faster than the 
regional and national growth rates (both 14%).  However, employment grew by just 6% over the 
1999-2009 period, slower than the UK (8%) as a whole and the EU (14%).  In addition, the 
relatively low-value economic structure of the county, and the fact that many of the area‟s most 
productive workers commute out to London means that output, measured by GDP per inhabitant 
(€23,900) is the lowest of all the five study regions, and significantly below both the UK 
(€29,600) and EU figures (€25,100).

Unemployment, at 7.3%, is similar to the UK average (7.6%) but lower than the EU average 
(8.9%).  Long term unemployment is also low at 1.6%, less than the UK rate (1.85%) and much 
less than the EU (3%) rate. In late 2010, there were 24,900 unemployed workers in Kent. Almost 
40% of these were seeking machine operative/plant processing or lower skilled, elementary 
occupations which would be generally suitable for the distribution sector.   However, this was a 
similar proportion to Great Britain as a whole.

Resident skill levels and qualifications are slightly lower than the regional and UK averages, with 
only 21% having higher education qualifications compared with 25% in the UK.  However, this 
was higher than the EU rate of 20%.  11.7% of Kent residents had no qualifications, above the 
9.1% in the South East generally but better than the national figure of 12.3%.

Some broad indication of labour costs can be provided by wage levels.  In Kent, average gross 
weekly wages (£489) were lower than the regional (£524) and national (£500) averages.

Overview

Distribution Sector

UKJ4: Kent (United Kingdom)
Key Ports: Dover

Economic Structure

Labour Market
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A1: Sub-Region Economic Profiles

This area includes the County of Hampshire and the unitary authorities of Southampton, 
Portsmouth and the Isle of Wight. This area lies on the south coast of England within the South 
East region. It borders the counties of West Sussex to the east and Dorset to the west, and is 
located some 130 km south west of the large urban conurbation of Greater London.  Its land 
area amounts to 4,150 km2 and its population approximately 1.7 million. 

The main towns in this area include two of the country‟s largest ports – Portsmouth (population 
140,000) and Southampton (237,000) – as well as Basingstoke (90,000), Gosport (70,000), 
Waterlooville (63,000), Aldershot (58,000) and Winchester (40,000).

In terms of transport infrastructure, the area has frequent train links connecting the settlements 
along the South Coast (including Brighton to the east) as well as into London.  The M3 
motorway provides good strategic road links to London and the South East and Channel ports 
via the M25 motorway, with the M27 motorway providing connections to other south coast 
towns.  Southampton Airport provides air links to UK and a limited number of European cities, 
with Farnborough Airport offering business aviation services in the north of the County. 

The main ports are Portsmouth, with freight and passenger ferries to France and Spain, and 
Southampton, a major container port.  

A large area to the north and east of Southampton and Portsmouth lies within the new South 
Downs National Park and the existing New Forest National Park also lies to the west of 
Southampton.  Furthermore, the Isle of Wight contains a number of areas of outstanding natural 
beauty.  All of these could impose restrictions on major future development.

In 2009, Hampshire, combined with Southampton and Portsmouth, had almost 3.1 million m2 of 
distribution/warehousing floorspace and just over 4.2 million m2 of industrial floorspace.  The 
stock of distribution space has grown by 5.4% in this area in the period 2000-08, much lower 
than growth in the South East (11%) and Britain (15%) as a whole. 

The main concentrations of warehouse/distribution space within Hampshire are in the Test 
Valley (17%), Eastleigh (15%), Portsmouth (12%) and Southampton (11%) districts. Some 38% 
of the total space is therefore located near the ports and motorways.

Rent levels in the distribution sector in the Portsmouth/Southampton area were approximately 
85-90 Euros/m2 in 2010.  These levels are lower than London and other parts of the South East 
such as Reading, Oxford and Surrey, but higher than in most other parts of the UK.

The level of freight passing through ports in the area in 2008 amounted to 48.1 million tones, an 
increase of 12% since 2005.  

Hampshire has a higher proportion of industrial employment than the South East and national 
average. Some 8.5% of all jobs are in manufacturing and 33% in distribution, transport, 
communications and hotels/catering.   In contrast, its financial and business service sectors 
have a much lower share of jobs than the regional and national averages. It also has a higher 
share of public sector employment. 

Significant industrial centres are the port and distribution activities around Portsmouth and 
Southampton, office parks and developments in Basingstoke, Southampton Science Park, the 
Solent Business Park and various industrial estates in other districts. Major office development 
is planned at Ebbsfleet in Gravesham linked to the high speed rail station but has yet to 
commence.

The number of businesses in the wider Hampshire area has grown by almost 15% in the period 
2000-2007, slightly better than the South East region (14.3%) and the national growth rate 
(14.2%).

Employment in the Hampshire area has grown by only 3% over the last 8 years to 772,000.  
This is a similar growth rate to the South East region (2.6%) but less than in the country as a 
whole (5.8%) and below the EU average. 

These factors contribute to a reasonably strong local economy.  GDP per capita (33,600 Euros) 
is slightly above the British average (33,500 Euros), but one third higher than the EU average 
(24,900 Euros).

Unemployment at 5.3% in 2009 was significantly lower than the national average (7.6%). 
However, this disguises the fact that the rate within the county of Hampshire is actually even 
lower, whereas the rate in the Isle of Wight is well above national and regional averages.  

Resident skill levels and qualifications are slightly lower than the regional and UK averages, with 
28.6% having degree level or equivalent qualifications compared with 32.6% in the South East 
and 29.9% nationally.  However, 11.7% of Hampshire residents had no qualifications, above the 
9.1% in the South East generally but better than the national figure of 12.3%.

In late 2010, there were 35,800 unemployed workers in Hampshire. Almost 40% of these were 
seeking machine operative/plant processing or lower skilled, elementary occupations which 
would be generally suitable for the distribution sector.   However, this was a similar proportion to 
Great Britain as a whole. Labour costs generally in the South-East region tend to be higher than 
in any other British region.  A broad indication of labour costs in Hampshire can be provided by 
wage levels.  In Hampshire, average gross weekly wages (£540) were much higher than the 
national (£502) average although lower than the South East regional (£547) average.  

Overview

Distribution Sector

UKJ3: Hampshire and Isle of Wight (United Kingdom)
Key Ports: Portsmouth, Southampton

Economic Structure

Labour Market
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A1: Sub-Region Economic Profiles

This area includes the Counties of East Sussex, West Sussex and Surrey, as well as the Unitary 
Authority of Brighton & Hove. It lies on the south coast of England within the South East region. 
It borders the counties of Kent to the east, London to the north and Hampshire to the west.  Its 
land area amounts to 5,445 km2 and its population approximately 2.67 million. The main 
settlements in this area include Brighton & Hove (250,000), Worthing (102,000), Crawley 
(101,000), Guildford (67,000), Woking (62,000) and Horsham (56,000).

In terms of transport infrastructure, the area has frequent train links to London, whilst the M25 
and M23/A23 provide good strategic road links to London and the Channel ports via the M20 
motorway.  Gatwick Airport provides air links to a variety of domestic, European and 
international destinations. 

The main port is Newhaven which currently handles two daily freight and passenger ferry 
sailings to Dieppe.  There are also smaller facilities at Shoreham-by-Sea and Littlehampton.  

A large area to the north of Brighton lies within the new South Downs National Park, and there 
are a number of other areas of outstanding natural beauty in the area, which could impose 
restrictions on major development.

In 2008, Surrey & Sussex had almost 4.4 million m2 of distribution/warehousing floorspace, and 
about 4.5 million m2 of industrial space.  The stock of distribution space grew by 6% in the 
2005-8 period, similar to the expansion in the regional (5%) and national stock (7%). However, 
virtually all this expansion occurred in East & West Sussex, with a very low level of growth in 
Surrey, and no change in Brighton & Hove.

The main concentrations of warehouse/distribution space within the region are in Crawley 
(11%), Horsham (6%), Wealden (6%) and Guildford (5%) districts. 

Rent levels in the distribution sector in the Surrey & Sussex area were approximately £75-95 
/m2 in 2011, with the highest rents being recorded in Surrey but lower levels on the south coast 
in particular.  These levels are generally lower than London locations, but higher than in most 
other parts of the UK.

The number of businesses in Sussex & Surrey has grown by 4.4% in the period 2004-2009, 
slightly lower than in the South East region as a whole (6.2%) and the national growth rate 
(5.7%).  Meanwhile, employment in the region declined by 2.3% in the decade to 2009, despite 
the regional and national trends being of modest growth over the same period (1.3% and 4.3% 
respectively). 

The proportions of employment by sector in the region are broadly similar to the regional and 
national averages, with some exceptions. In particular, manufacturing accounts for a rather 
small proportion of jobs (6% versus 9% nationally) whilst a range of service industries including 
healthcare, accommodation and restaurants are over-represented, partly reflecting the 
importance of the tourism industry to the area.

Significant office centres include Guildford, Woking, Brighton and a number of business parks in 
the M3 corridor, whilst industrial centres include Crawley and Gatwick.

Overall levels of economic output, measured by GDP per inhabitant are high at €30,100, well 
above the UK (€29,600) and EU (€25,100) figures.

Unemployment at 5.6% in 2010 was significantly lower than the national (7.7%) and South East 
(6.1%) rates. However, there is a high rate of variance within the region, with Brighton‟s 
unemployment (8.0%) being almost double that in Surrey (4.2%).  

Resident skill levels and qualifications are above the regional and UK averages, with 35% 
having degree level or equivalent qualifications compared with 33% in the South East and 30% 
nationally.  However, this hides the fact that the figure in Surrey is very high at 43% whereas 
East Sussex‟s are below the national average at 29%

In early 2011, there were 40,000 unemployed workers claiming benefits in Surrey & Sussex. 
However, only 29% of these were seeking machine operative/plant processing or lower skilled, 
elementary occupations which would be generally suitable for the distribution sector.   This was 
a much lower proportion than in the South East as a whole (34%) and nationally (38%).

Labour costs generally in the South-East region tend to be higher than in any other British 
region.  A broad indication of labour costs in Surrey & Sussex can be provided by wage levels 
which overall (£27,000) were slightly below the regional figure (£27,500) but still well above the 
national level (£26,000). However, there is again significant intra-regional disparity, with wages 
in Surrey (£29,700) being around 27% higher than in East Sussex (£23,400)

Overview

Distribution Sector

UKJ2: Surrey, East and West Sussex (United Kingdom)
Key Ports: Shoreham, Newhaven

Economic Structure

Labour Market
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A1: Sub-Region Economic Profiles

The large Nord-Pas-de-Calais region covers 12,450 km2 although this only accounts for 2.3% of 
metropolitan France. The region accounted for 6.5% of the population of metropolitan France in 
2009. Composed of two of the five most populated departments of France, Nord-Pas-de-Calais 
is the most densely populated region of France, with 322 inhabitants/km2, and is also one of the 
most urbanised. 

Lille, with more than 1.1 million residents, is the largest city and the fourth biggest conurbation in 
France. Other large urban areas are Douai-Lens (600,000) and Valenciennes (400,000). The 
main port of Calais is relatively small with 125,000 residents.

With a relatively flat polder landscape, there are few obvious constraints to greenfield 
development, albeit that the region is already densely populated.

Demand for warehouses is currently strong in Nord Pas De Calais. Take-up rates over the last 
seven years have averaged 230,000 m2 annually, much less than in the Ile de France/Oise and 
Rhone-Alpes regions.

Rental levels for distribution space are €44/ m2, at the lower end of rates in France and have not 
increased significantly in recent years. 

The level of freight passing through ports in the area, primarily Calais, in 2008 amounted to 69.1 
million tones, an increase of 18% since 2005.  

In terms of freight, sea transport amounted to over 80 million tons, the third highest volume of all 
the regions of France. With over 22.6 million tons of freight the rail network of Nord-Pas-de-
Calais handled the most freight of all the regions of France. 

In 2000, Nord-Pas-de-Calais accounted for 5.4% of France's GDP. In absolute terms the region 
generates the third largest volume of value added of the regions, after Rhone-Alpes and 
Provence-Alpes-Cote d'Azur.  

In 2000, the contribution of the region's industry represented 6.9% of France's gross value 
added of the industrial sector, ranking the region the third largest contributor after Ile-de-France 
and Rhone-Alpes. 

Despite decline in its traditional sectors of coal mining, textile manufacture, steel and 
shipbuilding, the Nord-Pas-de-Calais remains a mainly industrial area with a large network of 
small and medium-sized firms and some large firms such as the Toyota car plant at 
Valenciennes and various company head quarters. 

The current industrial base is fairly diversified and includes textile manufacture, steel making, 
metalworking and mechanical engineering, chemicals and glass making, and transport 
equipment. The agri-food and energy sectors are also significant. Tourism is fairly well 
developed in the region, mostly along the coast. The services sector is less developed and 
account for a lower share of gross valued added than the national average but is growing.  

Total jobs in the area in 2009 stood at 1.47 million or approximately 6% of the total jobs in 
France.   The Lille area accounted for about a third of all jobs in the region in 1999, followed by 
the towns of Douai-Lens and Valenciennes (8.0%).  Growth in employment over the period 
1999-2009 was 11%, well below the overall rate for France (17%) and the EU (14%), although 
somewhat higher than growth in the English study regions.  

Employment in the industrial sector in the area in 2009, at 16.4% of all jobs, was only slightly 
higher than in the proportion in France as a whole (17%) while the employment share of 
business and financial services also slightly lower.   However, the proportion of jobs in the 
warehousing, transport and hotel sector (22%) was very similar to the France average.

These factors have contributed to a lower performing local economy.  GDP per inhabitant of 
€24,700, is well below the figure for the France (€30,400) as well as the EU average (€25,100).

Furthermore, the unemployment rate is very high at 13.5% in 2009, giving it the highest rate of 
all the study regions and one of the highest in France.  This rate is significantly higher than 
those for France (9.5%) and the EU (8.9%).  The long term unemployment rate (over 12 
months) was also high.

Overview

FR30: Nord-Pas-de-Calais (France)
Key Ports: Boulogne-sur-Mer, Calais, Dunkerque

Economic Structure

Labour Market

Distribution Sector
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A1: Sub-Region Economic Profiles

West Flanders is the most western province of in Belgium, and the only one with coastal access. 
It covers an area of 3,134 km² with a population of 1.15 million inhabitants. With 361 inhabitants 
per km², it lies in the most densely populated area of western Europe.

The province borders northern France, Zeeland in the Netherlands and the Belgian province of 
East Flanders. It also lies on major transport routes at the crossroads between Great Britain and 
continental Europe, close to the Channel Tunnel and the TGV railway junction at Lille in 
Northern France.  

Its main cities are Bruges (117,000), Kortrijk (74,000) and Ostende (69,000). Bruges is the 
provincial capital and a long established centre of trade for European commerce while the ports 
of Ostende and Zeebrugge play an important role in handling passenger and goods transport.

In general, the region has a very flat polder landscape which presents few physical or landscape 
constraints to greenfield development.

The transport infrastructure of West Flanders is well developed with, in addition to the two 
seaports, two airports, an extensive inland waterway system with links to the ports and a high-
density road and railway network. These factors give it a strong position within North-West 
Europe as a business region for companies that focus on international distribution and/or trade, 
such as Pan-European distribution centres

The level of freight passing through West Flanders ports in 2008 amounted to 43.1 million tones, 
an increase of 31% since 2005.

The transport, distribution and logistics industry also has a strong and growing presence in West 
Flanders. In 2010, the province had a stock of some 1.12 million m2 of industrial space and take-
up over the last year was 4,575 m2.  However, this amount of space was among the lowest of 
the Belgian provinces, with only Brussels, Brabant Wallon and Namur in southern Belgium 
having less.  Prime rents for industrial space in this area are also the lowest of all Belgian 
regions.  However, the province‟s economic strategy aims to boost logistics activity in the Kortrijk 
and Roeselare areas, as well as transport and distribution activities in the port zones of 
Zeebrugge and Ostend.

West Flanders has a strong industrial base, with industrial employment there proportionately 
larger than in the rest of Belgium. There are a large number of small and medium-sized 
businesses.  The area has benefited from government aid and support from the European Union 
over several decades, with some overseas inward investment.

The largest industrial sector is the metallurgical industry, including mechanical and precision 
engineering.  The textile industry is also important, with the area being a leading manufacturer of 
carpets, mattresses and furniture and decoration fabrics in Europe and about half of all jobs in 
the Belgian textile industry based in West Flanders. Other significant sectors are plastics and 
food processing.  

While the majority of employment is in manufacturing, financial and other services account for a 
sizeable proportion of the province‟s wealth. Some 80% of economic and industrial activity in 
West Flanders takes place in the Brugge-Kortrijk district in the eastern half of the province. 

These factors contribute to a reasonably strong local economy, with GDP per inhabitant at 
current prices the highest of all the study regions (€30,400), albeit still slightly below that for 
Belgium as a whole (€32,200), although this is largely due to the large economic output of 
Brussels and its surrounding area.

Total jobs in the area in 2009 stood at 498,000 or approximately 11% of the Belgium total. 
Meanwhile, employment in the industrial sector in 2009, at 21% of all jobs, was much higher 
than in Belgium as a whole (16%) while the employment share of business and financial 
services was generally lower.   However, the proportion of jobs in the warehousing, transport 
and hotel sector was similar to the Belgium average. Unemployment stood at 4.3% in 2009, a 
much lower rate than the national (7.9%) and EU (8.9%) averages, and the lowest of all the five 
study regions. The long term unemployment is also very low.

The labour force has reasonable skills, with 22% possessing a degree, above the EU average of 
20%, although this is below the figure for Belgium (26%).

Overview

BE25: West Flanders / West Vlaanderen (Belgium)
Key Ports: Oostende, Zeebrugge

Economic Structure

Labour Market

Distribution Sector
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A2: C2C Port Profiles

Ramsgate has seen a gradual decline of its RoRo traffic base, losing traffic either to 

the Channel Tunnel or the shorter Dover – Calais crossing, in spite of considerable 

investment to improve road access to the Port.

More recently the Port has, like the smaller port of Whitstable to the north west, 

attracted interest as a wind farm operations and maintenance base for the London 

Array wind farm development.

Port facilities

• 3 x RoRo berths for vessels up to 140-180m / 6m draught

• Jetty for sea-dredged aggregates

• 13Ha of port land

Port access

• Road (single carriageway link to A256 / A299 dual carriageways)

Ramsgate
Region: South East (Kent)

Overview

Growth

• -9% (1997-2007)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 1.97

• LoLo: 0

• Other: 0.04 (sea-dredged aggregates)

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Site is constrained by surrounding land uses (see below), single-carriageway road 

access (part in tunnel) and lack of rail access (nearest rail route to harbour closed 

in 1926)

• Site is surrounded by residential development and environmentally-sensitive cliffs 

and coastal areas

• Development of a 1Ha construction / maintenance base for the London Array wind 

farm (c.280 turbines), including a new pontoon and fuelling facility
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A2: C2C Port Profiles

The UK‟s leading cross-Channel RoRo port, Dover has (unlike Folkestone) survived 

the opening of the Channel Tunnel to sustain its RoRo traffic base, together with niche 

flows in containerised fresh produce and aggregates traffic,

Such has been the historic (and forecast) growth, the Port is now engaged on 

consultation for a major expansion of the Western Docks to provide a new RoRo 

terminal, aligned with similar capacity enhancement at Calais. 

In the interim, plans are being developed to improve the configuration of the Eastern 

Docks to accommodate growth in the short term.

Port facilities

Eastern Docks RoRo Terminal (depth to seabed 6.3-10.3m)

• 9 RoRo berths (8 of which are double-deck) for vessels up to 219m length

Eastern Docks Cargo Terminal

• Main 220m berth (minimum quay depth 8.5m), plus two further 200m berths 

• 3 mobile harbour cranes, full forklift and pallet truck fleets, container handlers, 

tugmaster units plus four-pallet spreaders

• 13,000m2 of ambient, temperature-controlled storage capacity

Western Docks

• Additional quayside space for sea-dredged aggregates and other bulk traffic

Port access

• Dual-carriageway link to A20/M20 motorway

• Single-carriageway (3-lane) link to A2/M2 motorway

• Rail access removed following opening of Channel Tunnel

Dover
Region: South East (Kent)

Overview

Growth

• +32% (1997-2007)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 24.6

• LoLo: 0.26

• Other: 0.29

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Port is seeking to expand quayside space within existing breakwaters

• Inland access constrained by capacity of A20 and A2 road links. Rail access 

removed in 1990‟s, reinstatement would involve major investment to restore main 

line connection and improve loading gauge clearances through 1m long tunnels on 

either side of the Port

• Port is constrained by the Dover town urban area and steep cliffs, with no 

significant industrial land in the immediate vicinity of Port

• Proposed €440m investment to create Terminal 2 in Western Docks, doubling the 

capacity of the Port and provide new HGV check-in areas

• Interim €55m investment plans to refurbish and upgrade RoRo facilities at Eastern 

Docks to improve capacity and traffic flow  
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A2: C2C Port Profiles

Newhaven has faced competition in recent years from larger ports with better facilities 

and communications and the opening of the Channel Tunnel. This has led to a decline 

in port traffic and loss of services. It retains a cross Channel ferry service carrying 

passengers and ro-ro traffic, as well as aggregates and scrap. 

Future requirement for raw materials for housing and for road building/maintenance 

will ensure that aggregates handling maintains its position as one of Newhaven‟s 

major traffics. 

An Energy from Waste plant could act as a catalyst for the establishment of other 

recycling operations in the area. There would also be the possibility of synergies with 

the present scrap facilities operated by Jordan‟s. Further developments could lead to 

the importation of waste materials through the port for recycling. 

Port facilities

• 2 x RoRo linkspans

• 1.3 km quayside

• Quayside warehousing

• Aggregate and scrap metal handling facilities

Port access

• Single carriageway link via A26 to A27 dual carriageway trunk road  (10km) 

• Rail access (W8 loading gauge)

Newhaven
Region: South East (East Sussex)

Overview

Growth

• -19% (1997-2007)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 0.56

• LoLo: 0

• Other: 0.44

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Additional land exists for quayside / industrial development, main constraints being 

capacity of the connecting road and rail links

• The Port and hinterland extend to around 110 Ha

• The Newhaven Port Strategic Location Study proposes relocation of the ferry 

terminal to enhance the service for passenger and freight traffic, and the creation 

of berth facilities to build wind turbines for the region as the Port seeks to become 

a renewable energy centre. A new port layout is in progress to improve the port 

facilities and aid the flow of passenger and freight traffic through the port
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A2: C2C Port Profiles

The Port has successfully developed and sustained a number of niche bulk traffic 

flows, in aggregates, petrochemicals, steel and timber.

Shoreham serves a tightly-defined catchment area within 50-80km of the Port, where 

poor transport links with the rest of the region create an opportunity for water-borne 

distribution.

The current masterplanning review is taking a considered view of the Port‟s ability to 

expand operations within its current boundaries, based on sustaining existing traffic.

Port facilities

• Outer Harbour  (vessels up to 120m length / 6.7m draught)

• Inner Harbour (via lock, vessels up to 103m length / 6.7m draught)

• 14 common-user berths, total quay 1.9km

• 8 leased berths, total quay length 1km

• 5 privately-owned berths, total quay length 0.6km

• 18Ha of port operated cargo stowage area 

• 42,365 m² of covered warehousing included in the 46 acres 

• Handling and storage facilities for bulk products including aggregates, grain, 

petrochemicals, steel, timber

Port access

• Various links from quayside to single-carriageway A259, 2km to dual-carriageway 

A27 trunk road

• Previous main line rail access disconnected in 1968, development has since 

encroached over former rail corridor, making reinstatement highly unlikely

Shoreham
Region: South East (West Sussex)

Overview

Growth

• -2% (1997 – 2009)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 0

• LoLo: 0

• Other: 1.9 million tonnes, mainly aggregates

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Site is tightly constrained by other development and the A259 highway, which 

being single-carriageway further constrains scope for growth. The Port considers 

that 25% growth by 2030 is the most that could be achieved within the existing 

landholding and immediate hinterland

• 70 Ha of Port-related land of which 63% is operational. Port is now surrounded by 

residential development, a power station and the A259 east-west highway

• New steel terminal to be constructed by 2012

• Masterplanning in hand to develop options for reconfiguration of existing and 

unused berths and associated land to allow for traffic expansion

• Associated with this is a proposal to construct an inner service road, parallel to the 

A259 highway, to reduce the number of access points from the Port onto the A259 

and improve traffic flow in the area 
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A2: C2C Port Profiles

Portsmouth has enjoyed mixed fortunes in recent years, with transition through a 

number of cross-Channel shipping lines and vessels against competition from the 

Dover Straits, Southampton and Poole.

The Port has sustained a successful niche in the fresh produce sector, with extensive 

quayside facilities for chilling storage and distribution. A rail terminal is available inland 

of the Port for intermodal and conventional freight traffic.

Port facilities

• 4 RoRo Berths, 2 single and 2 double-deck linkspans

• 2 berths for commercial shipping, for vessels 156-285m / depth 7-9.5m

• 8Ha fruit and vegetable import facility, with LoLo crane capability

•

Port access

• Direct access to M275 motorway

• Satellite rail terminal 2km inland at Fratton

Portsmouth
Region: South East (Hampshire)

Overview

Growth

• -13% (1997-2007)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 3.28

• LoLo: 0.36

• Other: 0.84

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• The Port is constrained by the M275 and adjacent development, the ability to 

expand may depend to a large extent on the future of the adjacent naval dockyard

• The Port and surrounding hinterland (including the naval dockyard) extends to 

around 100Ha

• The port has recently constructed a new passenger terminal building, further 

warehousing is to be developed by 2012 and the Port is considering scope for a 

dedicated cruise liner terminal
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A2: C2C Port Profiles

Southampton is one of the UK‟s busiest ports, with a natural deep-water harbour, and 

a range of quayside facilities, including a major car-handling  terminal, the UK‟s 

second largest container terminal, and a major petrochemical complex at Fawley.

Following the rejection of proposals for a major expansion of the Port at Dibden Bay, 

Southampton has latterly concentrated on expanding the capacity of its existing 

facilities, with a recent major public / private-sector investment in upgrading the main 

rail link to the Midlands, to enable carriage of 9‟6” (2.9m) high containers on standard 

rail wagons.

Port facilities (summarised)

• Deepsea container port with 5 berths, 1,350m of continuous quayside and 110Ha of 

storage space and super post-panamax cranes available

• Car-handling terminal with 80Ha of storage

• Other bulk materials handling and storage

• Petrochemicals complex

Port access

• Direct road access via dual-carriageway A35 to M27 motorway

• Rail access via 3 container terminals, car terminal and bulk terminals to main line, 

recently cleared to W10 loading gauge to Midlands

Southampton
Region: South East (Hampshire)

Overview

Growth

• +33% (1997-2009)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 1.68

• LoLo: 10.60

• Other: 31.53 (mainly petrochemicals)

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• The Port believes capacity exists on site to be able to increase container 

throughput to 2.7m TEU by 2020. The A35/M271 road access will have to be 

addressed to provide sufficient highway capacity. Beyond this the Dibden Bay 

scheme will need to be revisited to provide additional land for expansion

• The various port and hinterland facilities extend to nearly 1,000Ha including the 

Fawley petrochemicals complex which accounts for more than half this area

• The Port has recently announced a €90m investment plan to increase container 

throughput from 1.9 to 2.2 million TEU per annum, by reconfiguring the existing 

port footprint and facilities
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A2: C2C Port Profiles

Until recently, Boulogne was a thriving port, handling some 2.5 million tonnes of bulk 

and RoRo traffic in addition to the established fishing activity. 

A steep decline over the last decade was triggered by structural decline in its core 

markets. The Comilog manganese plant located on the port, which employed around 

350 people and produced up to 350 000t pa closed in 2003. Opening of the Channel 

Tunnel, combined with a decline in UK tourist traffic, saw RoRo services cease 

operation in 2010, despite a €35m investment in 2009 in a new linkspan. 

The port is now focussed on its role as France‟s leading fishing port, through 

investment in its “Capécure” fish processing facility.

Port facilities

Fishing port (inner harbour)

• 1,500m quayside

• Auction house and cross-dock building with 112 lorry bays

Commercial port (outer harbour)

• RoRo linkspan

• 800m long commercial quay, for vessels up to 234m length / 11m draught

• 7 handling cranes

• 42,000 tonne capacity clinker silo with gantry loading crane

• 65,000m2 of warehousing

Port access

• Dual carriageway access to A16 autoroute (dual carriageway)

• Rail yard and main line access (recent project to renovate Ave Maria rail tunnel 

supported by C2C initiative)

Boulogne-sur-Mer
Region: Nord-Pas-de-Calais

Overview

Growth

• -72% (1997-2007) due to run-down of bulk and RoRo traffic

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 0.66 (no RoRo traffic since 2010)

• LoLo: 0

• Other: 0.06 (mainly seafood)

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Quayside (scope to add a 2nd linkspan, potential longer-term scope to expand 

quayside inside existing breakwater)

• Land (potential to double port footprint within existing breakwater, subject to 

engineering / business case feasibility)

• 130 Ha of industrial development within immediate port environs, plus similar scale 

of hinterland industry to south of port

• Capécure 2020 project to double existing 20Ha of value-added logistics activities 

for the seafood sector with a new 20Ha business park

• Opportunity to develop fast inland transit by road and/or rail for seafood 

distribution 
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A2: C2C Port Profiles

France‟s leading RoRo port for traffic to and from the UK, which has also developed 

other RoRo (trade cars) and bulk traffic flows, and has launched a programme to 

significantly expand the port footprint and activities.

Port facilities

Transmanche Terminal (RoRo)

• 5 double-deck linkspans for RoPax vessel up to 210m in length, handling up to 50 

ferries per day

Henri Ravisse Basin (outer harbour, RoRo and bulk)

• 3 RoRo single-deck linkspans for vessels up to 100-130m in length / 7-9m draught

• 725m north quay for Panamax vessels up to 245m in length / 11.5m draught

• Specialised linkspan on southern quay for loading underwater cables

• 25 Ha quayside space and rail sidings

• 4 cranes

• 2 sugar silos, total capacity 67,000 tonnes

Paul Devot Quay (inner harbour, bulk)

• 200m quay for vessels up to 190m in length / 9m draught,  2 cranes

Carnot Basin (inner harbour via tidal lock, bulk)

• 1,680m of quayside for vessels up to 150m in length / 6.4m draught, 2 cranes

Port access

• Dual carriageway access to A16 and A26 autoroutes (dual carriageway)

• Rail yard and main line access (GB1 loading gauge)

Calais
Region: Nord-Pas-de-Calais

Overview

Growth

• +22% (1997-2009)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 18.31 (goods vehicles and trade cars)

• LoLo: 0

• Other: 0.7 (mainly dry bulk)

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Capacity being addressed by Calais 2015 / Calais Premier projects (see below)

• 300 Ha of industrial development within immediate port environs, plus around 100 

Ha of hinterland industry to north of port, further development land exists to north

• Calais 2015 project will double the size of the port, with a new 130Ha outer 

harbour and 90Ha of additional lorry parking, timed to align with similar investment 

at Dover before 2020

• Calais Premier 160Ha logistics centre is being developed to attract companies 

distributing goods to/from UK to use Calais instead of distribution centres in the 

UK. Site to be developed on the Turquerie industrial zone which stretches along 

the Calais-Dunkirk railway line between Calais Port and the Channel Tunnel. The 

first 50Ha phase to open by 2014

• Community fund Cap Calais is also planning to invest in a rail link to the site, as 

well as modernising the whole Calais - Dunkirk railway line.
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A2: C2C Port Profiles

By far the largest and most under-utilised of the C2C ports, Dunkerque handles a 

wide range of bulk and non-bulk commodities through an equally wide range of 

quayside and hinterland facilities. Within the 20km x 2.5km (5,000 Ha) footprint, less 

than half the land area is in use, the result of contraction of heavy industry (steel and 

petrochemicals). Despite offering a strategic geographic location with deepwater 

facilities, trimodal inland communication links and considerable expansion potential, 

the port has yet to cement its position in the maritime sector.

Port facilities (summarised)

Western Port (16.5 – 18m draught)

• Bulk terminals (800m quayside, 70Ha storage), Container terminal

(1200m quayside, 30Ha storage including rail terminal), RoRo terminal (4 linkspans 

plus disused trainferry linkspan), 60Ha logistics park

Central Port (14.2m draught)

• Petrochemical terminal and jetties, Steel terminal, Cereal terminal (700,000 tonne 

storage), Sollac Atlantique steelworks terminal (1,600m quayside / 450Ha site), 

Multibulk terminals (handling foodstuffs, fertilisers and other bulk products) 

East Port (14.2m draught)

• Conventional / bulk terminal, Liquid bulk terminal, Sugar terminal (85,000 tonne 

storage capacity)

Port access

• Dual carriageway access to A16 / A25 autoroutes (dual carriageway)

• Main line access (GB1 loading gauge), link to Calais / Channel Tunnel being 

refurbished), internal rail network extends to all quayside facilities

• Inland waterway link via Dunkerque – Valenciennes canal, enabling access for 

1,350t barges onto inland network and 600t barges to the Paris region

Dunkerque
Region: Nord-Pas-de-Calais

Overview

Growth

• -3% (1997-2009), -25% (2008-2009)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 8.65

• LoLo: 1.36

• Other: 41.6 (mainly bulk minerals and petrochemicals)

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• At least 3,000 Ha of development land available within Port footprint

• Rail access being enhanced (see below)

• 3,000 Ha of industrial development within immediate port environs, plus around 

1,000 Ha of hinterland industry to south / east of port

• 2010 investment programme of €46m, major items include new LNG terminal 

(€20m), improved road (€5m) and rail (€4m) access

• Further major investment is planned to be spent on creating a direct rail 

connection from Dunkerque towards Calais and the Channel Tunnel, and an outer 

ring road
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A2: C2C Port Profiles

Located almost half-way between the major ports of Dunkerque to the south-west and 

Zeebrugge to the north-east, the Port has been squeezed by competition in recent 

years, not only from adjacent ports but also by the impact of the Channel Tunnel. 

Despite recent significant traffic reductions, overall the Port has grown by more than 

80% since 1997. Part of this growth has come from the offshore energy sector, 

providing a construction base for 6 x 2,800 tonne concrete towers for the nearby 

Thornton Bank wind farm. 

Port facilities

• 5 x RoRo berths for vessels up to 165-180m length / 6.8m draught, 15Ha parking

• 1 x LoLo berth for vessels up to 200m length / 7m draught, 2Ha storage and 3Ha rail 

terminal

• Cockerill deepwater quay for vessels up to 200m length / 7m draught, 1 warehouse

• Hout & Vlot docks (via tidal lock), or vessels up to 120m length / 7m draught, 9 

warehouses

• Oostende canal quayside (via canal lock), 300m of quay for barges up to 110m / 

5.4m draught

• Halve Maan construction base for windfarm towers, 4.8Ha site

• Fishing port with 1,425m of quayside space and storage / processing facilities

Port access

• Dual carriageway access to A10 autoroute (dual carriageway)

• Main line access (GB1 loading gauge)

• Inland waterway link to the Ghent-Oostende canal, enabling access for1,350t barges

Oostende
Region: West Vlaanderen

Overview

Growth

• +82% (1997-2009), -36% (2008-2009)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 6.77

• LoLo: 0.01

• Other: 1.3

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Little prospects for major expansion of deepwater quayside facilities

• Over 200Ha of hinterland development land available

• Around 500Ha of port and hinterland industrial development

• Works to improve port entrance and approaches, 2010-2012

• Plassendale development sites being built out in 5 phases

• Port is seeking to target the renewable energy sector in both offshore wind and 

biomass markets
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A2: C2C Port Profiles

An established port which has strengthened its position in recent years as a major 

RoRo/LoLo/bulk port serving the UK and continental European markets. Zeebrugge 

comprises the main seaport complex, together with a smaller satellite facility in the 

centre of Brugge linked by the Baudouin canal.

The port provides a base for UK and pan-European, port-centric distribution (eg 

Bridgestone Tyres, Danone Waters) and is reportedly the world‟s largest transhipment 

port for new cars either imported for EU customers or exported from continental 

production plants. 

The Port continues to implement or plan for expansion of facilities, largely by 

reconfiguration of the existing quayside and hinterland.

Port facilities (14-18.5m draught, inner port via tidal lock)

• 23 x RoRo berths, up to 3,500 trailers / containers per day, 30Ha vehicle storage

• 2  LoLo container terminals, 2,925m quayside, 102Ha container storage

• Terminals for fruit / fruit juice, frozen food, molasses, trade cars and other RoRo 

traffic, forest products, aggregates, petrochemicals, third-party logistics

Port access

• Dual carriageway access to A10 autoroute (dual carriageway)

• Main line access (GB1 loading gauge), internal rail network extends to all major 

quayside facilities

• Inland waterway links via Baudouin canal and Schipdonk canal

Zeebrugge
Region: West Vlaanderen

Overview

Growth

• +19% (1997-2009)

2007 traffic statistics (source Eurostat), million tonnes

• RoRo: 21.56 (mainly road goods vehicles and trade cars)

• LoLo: 8.27

• Other: 8.41

Freight Volumes

Port and Surrounding Land Uses

Future Developments and Investment Projects

Capacity and Constraints

• Proposals to reconfigure / expand port and hinterland

• Road access improvements proposed to circumvent traffic congestion in Brugges

• Schipdonk canal requires widening to enable larger (4,440tdw) barges to travel 

to/from the seaports of Ghent and Antwerp and the French canal network

• Around 1000Ha of port and hinterland industrial development

• Major proposals include new PSA container terminal, conversion of Visart sea lock 

into navigable channel, conversion of Southern Canal Dock into further RoRo 

facilities, further development of a 120Ha Maritime Logistics Zone and widening of 

the Schipdonk Canal
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A3: List of Consultees

Individual meetings & discussions:

• Patrick van Cauwenberghe, Policy Director, Port of Zeebrugge

• Rodney Lunn, Chief Executive, and Peter Davies, Development Director, 

Shoreham Harbour

• Anne-Sophie Legendre and Bernadette Capron, Nord-Pas-de-Calais

• Neil Fletcher, Key Account Manager, DP World Southampton

• Wim Stubbe, Business Development Manager, AGHO Ostende Port

• Valerie Cabillic, Port of Calais
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A3: List of Consultees

Participants at C2C Final Event, Lille (13th May 2011):

Simona Margarino €ureka Consulting

Francois Potier Brittany Ferries

Vanessa Cuevas COMMUNAUTE D AGGLOMERATION DU CALAIS

Romain Delecluse Rete Conseil général de Seine Maritime

Catherine Perepelytsya Conseil général de Seine Maritime

Bernadette Capron Conseil Régional Nord Pas de Calais

Anne-Sophie Legendre Conseil Régional Nord Pas de Calais

Gaelle Poulard Conseil Régional Nord Pas de Calais

Barbara Buczek Dover Harbour Board

Leen Ervinck Euregio Scheldemond

Nick Gallop Intermodality

Gianluca Ferreri INTERREG IVA 2 Mers Seas Zeeën

Emmanuel Nadaud INTERREG IVA 2 Mers Seas Zeeën

Bruno Lamiroy Marad

Ciaran Gunne-Jones Nathaniel Lichfield & Partners

Alain Bertin P&O Ferries Limited

Susan Mackenzie P&O Ferries Limited

Gaeton Campagne Port of Boulogne Sur Mer

Valerie Cabillic Port of Calais

Laurent Devulder Port of Calais

Emilie Petitprez Port of Dunkerque

Jan Allaert Port Of Oostende

Wim Stubbe Port Of Oostende

Jerry Clarke Port of Portsmouth

Mark Webb Port of Portsmouth

Patrick Van Cauwenberghe Port of Zeebrugge

Budha Majumdar PortCentric Logistics Partners

Stephen Taylor PortCentric Logistics Partners

Steve Elliot Portsmouth City Council

Myriam Labbé Région Bretagne

Nancy Jardine SEEDA

Nick Wagstaff SEEDA

Howard Holt Seeports

Steve Graham SG Consulting

Imad Jenayeh CargoBeamer 

Barbara Geschier VOKA- Chamber of Commerce West Flanders

Amandine Dupont Conseil Régional Nord Pas de Calais

Nathalie Cos Dunkirk Greater Council
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Type of 

Impact

Sub-objective Impacts and Factors to be considered

Transport 

User 

Benefits

Journey time savings For a highway scheme which only benefits road users, this could be the total vehicle hours saved. For proposals where some of the 

beneficiaries would be (or become) rail users (rail service frequency enhancement, for example), the indicator could be change in numbers of 

trips per day. 

Congestion relief The propensity to transfer modes and generate congestion relief benefits in locations where there is significant congestion. Benefits apply to 

operators and potentially other road users.

Costs Changes in the transport system give rise to changes in the perceived cost of personal travel and freight movement from the point of origin to 

the destination. This is a broadly defined measure of the inconvenience to the user of moving between two points, and includes changes in 

money costs (such as fares, tolls and expenditure on car fuel). Project investment costs (often referred to as capital costs) should be 

distinguished from operating costs. 

Revenues Additional revenue accrued by private sector providers. 

Wider 

Economic 

Benefits

Public accounts The 'public accounts' impact is defined as net costs incurred by central or local government bodies (including public sector agencies). It 

includes investment and operating costs, grant and subsidy and changes in indirect tax and other revenues. Investment and operating costs 

incurred by private sector providers should be treated as disbenefits, offsetting changes in private sector providers' revenue. Revenues may 

accrue to Local or Central Government from parking charges, congestion charges, road tolls and road user charges. 

Transport economic 

efficiency

Analysis of net user benefits disaggregated by group (i.e. consumers on the one hand and business, including transport operators, on the 

other), by mode of transport and by impact (time, vehicle operating costs, etc). The items to be included when estimating user benefits are: 

changes in travel time; changes in user charges, including fares, tariffs and tolls; and changes in vehicle operating costs met by the user (that 

is, for private car and goods vehicle transport)

Reliability The impact of a proposal on improving journey time reliability for transport users. The term reliability will be used in this document to refer to 

travel time variability or journey time variability. For journeys by private road vehicles (including road goods vehicles), it is reasonable to 

expect travellers to be aware of the average journey time, including variations caused by factors such as different traffic conditions at different 

times of the day. 

Wider Economic Impacts How the proposed scheme will impact on the area‟s economy. It should show the processes that link transport to economic vital ity, and 

explain how the proposed scheme can be expected to reduce unemployment, either by generating new jobs or by improving access to 

existing jobs. It will also have to consider whether the same processes are likely to reduce employment by, for example, exposing the 

economy to competition it cannot withstand. 

A4: Summary Appraisal Tables – Impact Criteria

The following factors and thresholds have been applied for the purposes of appraising of each of the main impacts for the identified investment projects. These draw on 

selected objectives set out in the UK Department for Transport‟s „WebTAG‟ appraisal methodology. Unless otherwise stated, impacts are measured at the local (port and 

immediate environs) and regional level (port hinterland). Impacts do not take account of potential displacement factors beyond regional level. Other impacts (social, 

environmental) may also arise, but are not considered within the scope of this assessment. More detailed appraisal should be undertaken for finalised scheme designs at post-

feasibility stage before any future investment decisions are taken.
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
S

Scale of investment

(low, medium, high) L

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings HGVs to/from the Port may currently experience delays of a few minutes due to documentation checks, where any vehicle / driver 

requiring further checks will cause knock-on delays to other queuing HGV drivers and in turn to other port / non-port traffic. An assumed 

reduction of 5 minutes per average HGV journey time to/from the port (250km/5hrs) would represent a 2% improvement. Similarly, an 

assumed reduction of 1 minute in average trip time for other road users (1.8 hours) would represent a 1% improvement.
▲

Congestion relief Assuming half the Port‟s HGV traffic currently experience delays of 5 minutes, reducing queuing times by allowing HGVs to bypass a 

delayed vehicle could offer savings of 400 hours for Port HGV drivers per day. Assuming half of other road users on the M20/A20 

experience consequential delays of 1 minute, a reduction in queuing could deliver a further 170 hours of savings per day. ▲

Costs Reduced journey time costs for Port HGV users estimated at €30K per day, for other M20/A20 users at €1.5K per day. Costs of new HGV 

pre-assembly area and increased quayside parking estimated at €9.3m (€3.5K per day over 10-year notional investment life), therefore 

investment should achieve net reduction in costs to transport users.
▲▲

Revenues Time savings would allow Port to handle more HGVs per day, generating marginal improvements in user operating costs and Port income 

(set against  the necessary investment). Potential minor improvements in public transport revenues over same corridor as a result of 

highway improvements.
▲

Wider 

Economic 

Benefits

Public accounts No material impact on public accounts.



Transport economic 

efficiency

Lorry park could enable increased efficiency of limited land within port with potential for reduction in vehicle congestion and faster vehicle 

turnaround within port as paperwork dealt with off-site; this could result in moderately higher freight throughput at the port. ▲
Reliability Reduced delays at peak times leads to improved reliability of lorry arrivals and departures – benefits minor in scale.

▲
Wider Economic Impacts Modest additional job creation associated with increased throughput of arrivals and departures at port. Reduced congestion and improved 

efficiency and reliability could also make port more attractive to shipping lines, leading to additional job gains. ▲

HGV processing area and increased 
quayside parking (Dover)

Overall 

Assessment

Project could produce minor economic benefits and reductions in journey times along with moderate cost savings, with no public 

accounts implications, resulting in minor positive impact overall. ▲

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
M/L

Scale of investment

(low, medium, high) M/H

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings HGVs to/from the Port may currently experience delays ranging from a few minutes to an hour or more. As a consequence, other road 

users may be delayed during morning / evening rush hours, or during the Port‟s own peak hours. An assumed reduction of 15 minutes per 

average HGV journey time to/from the port (250km/5hrs) would represent a 5% improvement. Similarly, an assumed reduction of 5

minutes in average trip time for other road users (1.8 hours) would represent a similar 5% improvement. The proposals could also provide 

minor relief to delays from Operation Stack (5 hours per HGV), as well as the lack of lorry parking in Kent (in the order of 1,000 spaces).

▲▲

Congestion relief Assuming half the Port‟s HGV traffic currently experience delays of 15 minutes, a relief road could offer savings of 1,200 hours for Port 

HGV drivers per day. Assuming half of other road users on the M20/A20 experience consequential delays of 5 minutes, highway 

improvements and a buffer zone could deliver a further 800 hours of savings per day. As above, these measures would provide some

minor relief to the problems caused by Operation Stack and the general lack of lorry parking in Kent.

▲▲

Costs Reduced journey time costs for Port HGV users estimated at €80K per day, for other M20/A20 users at €10K per day. Costs of highway 

improvements to Port and lorry park estimated at €100m (€13K per day over 25-year notional investment life), therefore the proposals 

could achieve net reduction in costs to transport users. Minor relief to impact of Operation Stack. 
▲

Revenues Time savings would allow Port to handle more HGVs and ships per day, generating marginal improvements in user operating costs and 

Port income (albeit set against wider investment in expanding port capacity through to 2020). Potential improvements in public transport 

revenues over same corridor as a result of highway improvements.
▲

Wider 

Economic 

Benefits

Public accounts Initial significant capital investment cost, although potentially shared with port operator and end users. Only limited cost to local highway 

authority for maintenance of access road to lorry park if facility provided by private operator or funded by the port. The local authority is 

proposing its own lorry park scheme for 500 vehicles at a cost of €50m, which the buffer zones at Dover could reduce the need for. Would 

also provide minor relief to the operating costs for Operation Stack and problems of unregulated overnight lorry parking in Kent.

▼

Transport economic 

efficiency

Lorry park could enable increased efficiency of limited land within port with potential for reduction in vehicle congestion and faster vehicle 

turnaround within port as paperwork dealt with off-site; this could result in moderately higher freight throughput at the port. However, use 

of existing land could adversely affect other traffic at peak times.
▲

Reliability Reduced delays at peak times leads to improved reliability of lorry arrivals and departures. Lorry park would offer some potential to 

reduce road congestion at port gates so reducing delays to vehicles at peak times and improving reliability of lorry arrivals and departures 

– benefits moderate in scale.
▲

Wider Economic Impacts Modest additional job creation associated with increased throughput of arrivals and departures at port; improved access of firms in 

hinterland, but minor in scale.  Reduced congestion and improved efficiency and reliability could also make port more attractive to 

shipping lines, leading to significant job gains. Off-site lorry parking could help make port more attractive to freight operators, with modest 

additional job creation could arise from increased throughput at port and processing facilities at lorry park but minor in scale.

▲▲

M20/A20 Highway Improvements & HGV 
buffer zone(s) (Dover)

Overall 

Assessment

Project could produce moderate economic and employment benefits in an area dependent on the Port significantly enhance the 

attractiveness and efficiency of the Port and reduce freight vehicle journey times,  but with some potential for adverse traffic impacts. ▲▲
* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
M/L

Scale of 

investment

(low, medium, high)
M/H

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings Assume 1% conversion of HGV RoRo traffic from road to rail, as more difficult to convert RoRo traffic compared to 

LoLo traffic (relatively little LoLo traffic at present or potentially through Dover). Equates to 100 vehicles per day from 

total of 10,000, therefore negligible impact on other road users. Unlikely to be any significant reduction in journey times 

for traffic moving by rail instead of road, or for remaining road traffic in area.



Congestion relief As above.



Costs Little or no reduction in end user perceived cost of freight movement. Project would require in the region of €40m (€10m 

for main line railway connection, €5m for rail terminal and €25m for loading gauge enhancement). ▼▼
Revenues Rail would be most likely to achieve modal shift of existing RoRo traffic rather than attract net increase in freight traffic, 

therefore only marginal improvement in Port handling income. 

Wider 

Economic 

Benefits

Public accounts Assume rail traffic would require public revenue subsidy in order of €1m per annum to offset additional transport / 

handling costs. ▼
Transport economic 

efficiency

UK Department for Transport value of lorry mileage savings to wider economy / environment (assuming Dover –

Midlands average trip length) estimated at €2.5m per annum. ▲

Reliability Marginal improvement in reliability, either for traffic shifted to rail or for remaining HGV traffic. 



Wider Economic Impacts Marginal improvement in road traffic flow, overall accessibility to/from Port and hinterland, additional employment at rail 

terminal (less than 30 jobs). 

Rail access reinstatement (Dover)

Overall 

Assessment

Project requires significant investment only partially offset by at best neutral transport benefits and marginal economic benefits.
▼

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
S

Scale of 

investment

(low, medium, high)
L

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings Newhaven and Shoreham are closest ports to proposed Rampion offshore wind farm, so operators would save sailing 

time from port to wind farm site compared to using more distant ports. Depends on where major components (eg turbine 

blades) would be manufactured before being  transported to site for assembly. Shoreham already has quayside facilities 

for handling aggregates and steel. Newhaven also handles aggregates and has rail access to the quayside.



Congestion relief Construction phase could introduce minor amount of additional HGV traffic into Port (so potentially introducing 

marginally additional congestion around Port) unless major flows were delivered by sea or rail (no rail link to Shoreham). 

Costs Relatively minor costs anticipated to create construction and/or maintenance base (construction base at Oostende 

occupied 5 ha site, proposed maintenance base at Ramsgate to occupy 1 ha site). ▼
Revenues Additional rental income to Port operator over medium to long term (Ramsgate contract for 25 years with potential for 

extension). ▲
Wider 

Economic 

Benefits

Public accounts No significant direct impact on public sector accounts.



Transport economic 

efficiency

Potential minor efficiency benefits compared to alternative of using more distant ports for servicing wind farm. 

▲

Reliability Potential minor efficiency benefits compared to alternative of using more distant ports for servicing wind farm. 

▲
Wider Economic Impacts Support for wider government plans to encourage greater use of renewable energy. Based on data produced for UK 

government on national benefits of the wind farm sector, Rampion scheme (0.6 GW) could generate €0.7bn of 

investment and 800 direct / indirect jobs (but only relatively few locally), in an area with limited alternative employment 

opportunities but not particularly high unemployment. Would also provide additional revenues to support future viability 

of a small Port and help secure its future operation, and some wider environmental benefits. 

▲▲

Development of offshore wind farm 
support base (Newhaven or Shoreham)

Overall 

Assessment

In either location, project likely to produce moderate economic benefits at a local level in an area with relatively limited other economic 

opportunities.  It could also help retain existing port capacity but otherwise provide only limited direct transport benefits. ▲

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
M

Scale of investment

(low, medium, high) M

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings HGVs to/from the Port may currently experience delays of a few minutes. Other road users may also be delayed as a consequence

during morning / evening rush hours, albeit the Port considers this is more perceived than actual. An assumed reduction of 5 minutes per 

average HGV journey time to/from the port (50km/1hr) would represent a 1% improvement. Similarly, an assumed reduction of 5 minutes 

in average trip time for other road users (1.8 hours) would represent a 5% improvement.
▲

Congestion relief Assuming half the Port‟s HGV traffic (total 700 vehicle movements per day) currently experience delays of 5 minutes, the improved port 

access road could offer savings of 29 hours for Port HGV drivers per day. Some minor savings for other road users although port traffic 

only accounts for 3% of total traffic volume. ▲

Costs Reduced journey time costs for Port HGV users estimated at €0.5K per day, for other A259 users at €5K per day. Costs of 1.5km service 

/ access road estimated at €10m (€1.3K per day over 25-year notional investment life), therefore relief road could achieve net reduction in 

costs to transport users. 
▲

Revenues Time savings would allow Port to handle 5% more freight traffic (within overall growth target of +25% by 2026), generating marginal 

improvements in user operating costs and Port income (albeit set against wider investment in expanding port capacity). Potential small 

improvements in public transport revenues over same corridor as a result of highway improvements.
▲

Wider 

Economic 

Benefits

Public accounts Minimal cost to public bodies as new road works would be within port and new access/service road likely to be maintained by it.



Transport economic 

efficiency

Would help reduce scope for congestion and improve accessibility at A259/Wharf Road junction and on A259 although port related traffic 

forms small proportion of A259 traffic. Port estimated to result in gains in the order of 5% of cargo throughput. ▲
Reliability May provide small improvements to vehicle access within Port area and journey times on A259.

▲
Wider Economic Impacts Would enable better use of land, open up sites for new development within the Port and provide other operational benefits.  This is likely 

to generate moderate new employment (150-200 jobs ) in an area with reasonably high unemployment. ▲▲

Port Access Road Improvements 
(Shoreham)

Overall 

Assessment

Project could produce moderate economic and employment benefits in an area dependent on the Port significantly and enhance the 

attractiveness and efficiency of the Port and reduce freight vehicle journey times. ▲▲

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
M

Scale of investment

(low, medium, high) H

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings HGVs to/from the Port may currently experience delays ranging from a few minutes to an hour or more. As a consequence, other road 

users may be delayed during morning / evening rush hours, or during the Port‟s own peak hours (between 1200 and 1600). An assumed 

reduction of 15 minutes per average HGV journey time to/from the port (250km/5hrs) would represent a 5% improvement. Similarly, an 

assumed reduction of 5 minutes in average trip time for other road users (1.8 hours) would represent a similar 5% improvement.
▲

Congestion relief Assuming half the Port‟s HGV traffic currently experience delays of 15 minutes, highway improvements could offer savings of 275 hours 

for Port HGV drivers per day. Assuming half of other road users on the A35 experience consequential delays of 5 minutes, a relief road 

could deliver a further 2,000 hours of savings per day. ▲▲

Costs Reduced journey time costs for Port HGV users estimated at €15K per day, for other A35 users at €30K per day. Costs of improving 

M271 junction, local highway improvements to Port and lorry park estimated at €150m (€20K per day over 25-year notional investment 

life), therefore relief road could achieve net reduction in costs to transport users. 
▲

Revenues Time savings would allow Port to handle more HGVs, containers and ships per day, generating minor improvements in user operating

costs and Port income (albeit set against wider €95m investment in expanding port capacity through to 2020). Potential improvements in 

public transport revenues over same corridor as a result of highway improvements.
▲

Wider 

Economic 

Benefits

Public accounts Initial significant capital investment cost, although potentially shared with port operator and end users.  This could be reduced by use of 

existing lane for lorry use only during specified hours. Only limited cost to local highway authority for maintenance of access road to lorry 

park if facility provided by private operator or funded by the Port.
▼

Transport economic 

efficiency

Lorry park could enable increased efficiency of limited land within port with potential for reduction in vehicle congestion and faster vehicle 

turnaround within port as paperwork dealt with off-site; this could result in moderately higher freight throughput at the Port. However, use 

of off-site location could adversely affect other local traffic at peak times.
▲

Reliability Highway improvements could reduce delays at peak times leads to improved reliability of lorry arrivals and departures. Lorry park would 

offer some potential to reduce road congestion at port gates so reducing delays to vehicles at peak times and improving reliability of lorry 

arrivals and departures – benefits moderate in scale.
▲▲

Wider Economic Impacts Modest additional job creation associated with increased throughput of arrivals and departures at port; improved access of firms in 

hinterland, but minor in scale.  Reduced congestion and improved efficiency and reliability could also make port more attractive to 

shipping lines, leading to significant job gains. Off-site lorry parking could help make port more attractive to freight operators, while 

modest additional job creation could arise from increased throughput at port and processing facilities at lorry park.

▲▲

M271/A35 Highway Improvements & 
Lorry Park (Southampton)

Overall 

Assessment

Projects could relieve congestion and reduce freight vehicle journey times, and enhance the attractiveness and efficiency of the Port; 

potential for moderate economic and employment benefits. Some additional public accounts costs. ▲▲

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
L

Scale of investment

(low, medium, high) H

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings With cross-Channel RoRo traffic forecast to increase by 75% by 2030, and assuming no significant expansion of capacity through 

neighbouring ports or the Channel Tunnel, the proposals would significantly improve processing times for HGVs based on current traffic 

levels, improve use of rail for inland transport, as well as prevent increasing delays to road vehicles using the Port which might otherwise 

occur. The proposals could also provide minor relief to delays from Plan Respiration (5 hours per HGV based on Operation Stack in Kent)

▲▲▲

Congestion relief As above – the proposals would provide a step-change in Port capacity to reduce congestion in the short term and prevent future 

congestion in the face of growing traffic levels. As above, these measures would also provide some minor relief to the problems caused 

by Plan Respiration.
▲▲▲

Costs Operating costs for end users would benefit from faster processing through the Port and reduction / avoidance of congestion in and 

around the Port, with indirect benefits for other road users in the area. The project is anticipated to cost €400m, with parallel investments 

by a community fund in local rail network enhancement, and a private-sector development in a neighbouring 160 ha distribution park.
▼▼▼

Revenues Port accounts indicate that in recent years operating costs have exceeded revenues, therefore the expansion programme would help

attract more cross-Channel and other income streams. ▲▲
Wider 

Economic 

Benefits

Public accounts Significant cost to public accounts if projects to be funded wholly by the Port through the Chamber of Commerce & Industry (CCI). 

▼▼
Transport economic 

efficiency

New rail terminal would potentially increase port throughput and efficiency. Increased quayside area could produce more efficient port 

operation. ▲▲
Reliability Increased share of traffic on rail should minimise congestion as throughput grows and help reduce delays in road traffic.

▲
Wider Economic Impacts New quayside area would greatly expand land available for port activities and throughput, and generate potentially large job increase in 

an area of high unemployment and low economic growth.  Rail terminal and expanded port land should increase attractiveness of port 

and throughput related to Short Sea Shipping and Ro-Ro traffic. Significant sustainability benefits from modal shift to rail.
▲▲▲

Project 2015 Port Masterplan (Calais)

Overall 

Assessment

Project has potential to produce a step-change in port capacity, as well as significantly improve freight transport efficiency and achieve 

modal shift, with major economic benefits within region with high unemployment, low economic growth and adequate labour supply. ▲▲

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
S

Scale of investment

(low, medium, high) M

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings The project would remove the need to change between diesel and electric locomotives (assume 30 minutes per train), 

equating to a 10% reduction in average rail journey times to/from the Port (assumed 250km / 5 hours). ▲

Congestion relief Unlikely to have any immediate impact on congestion given relative under-utilisation of port infrastructure and road/rail 

links, but would help prevent future congestion on the Port. 

Costs Removing the need for a second diesel locomotive and crew is estimated to reduce average train operating costs by 

10%. ▲

Revenues Reduced operating costs and transit times should help attract new business to rail and/or the Port, offset by possible 

loss of business to local road haulage companies. ▲
Wider 

Economic 

Benefits

Public accounts Project likely to cost €23 million and is assumed to require a public/private sector funding solution.

▼
Transport economic 

efficiency

Electrified rail sidings would help increase share of freight traffic handled by rail, potentially reduce overall journey times 

and increase port throughput and efficiency to a limited extent. ▲
Reliability Increased share of traffic on rail should help reduce road congestion as Port throughput grows and help reduce delays 

in both rail and road traffic. ▲
Wider Economic Impacts Improved rail link and sidings should moderately increase attractiveness of Port to rail-based freight traffic and help 

increase throughput. Sustainability benefits from increasing modal shift to rail. ▲

Loon-Plage Rail Link Electrification 
(Dunkerque) 

Overall 

Assessment

Project could significantly enhance the attractiveness and efficiency of the Port and reduce freight vehicle journey times,  but with some 

potential for adverse traffic impacts and public accounts costs; minor wider economic impacts. ▲

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A4: Summary Appraisal Tables

Timescale            

(short, medium, 

long)
L

Scale of 

investment

(low, medium, high)
H

Impact Sub-objective Analysis / comment Assessment *

Transport 

User 

Benefits

Journey time savings Unlikely to be major time savings for end users, but potential scale of modal shift achieved by inland waterway (currently 

3% through Zeebrugge, compared to 30% through Antwerp / Ghent) could remove 12 million tonnes / 2000 HGVs per 

day from local roads, offering scope for journey time reductions for other port / road users in the area.

▲▲

Congestion relief As above.

▲▲
Costs Marginal reductions in end user costs for using inland waterways instead of road transport, also scope for other port / 

road users in local area to secure marginal cost reductions through reduced congestion. Investment options range from 

€35m (local widening between Bruges and Ghent) to €185m (linking Bruges and Oostende with the Seine-Scheldt 

project by the proposed Lys Deviation Canal).

▼▼

Revenues Increase in revenue for barge operators (additional 12 barge loads per day to/from ports) and transhipment operators.

▲
Wider 

Economic 

Benefits

Public accounts Size, scale and distance of project would likely necessitate a joint public-private approach. Significant on-going 

maintenance costs, but user-charging for commercial vessels could help offset these and provide revenue stream to 

offset maintenance costs. 

▼

Transport economic 

efficiency

Canal widening would permit increased volumes and larger consignments of freight to be transported via inland 

waterway. This would support more efficient distribution of freight than currently provided. ▲▲
Reliability Inland navigation would considerably reduce and relieve congestion on existing road routes, thereby improving journey 

reliability. ▲▲
Wider Economic Impacts Potential to increase market share and range of port-related activities centred at Ports of Zeebrugge / Oostende. This 

could generate additional employment in an area of tight labour market conditions, which may result in labour being 

imported from other locations. Significant sustainability benefits from modal shift to inland waterway from lorry.
▲

Widening of Inland Waterway Routes 
(Zeebrugge/Oostende)

Overall 

Assessment

Project likely to produce significant benefits in terms of modal shift, transport efficiency and sustainability, but with high costs and long 

delivery timescale; minor economic benefits in the context of established and expanding ports. ▲▲

* Direction of impact: positive ▲ neutral  negative ▼ Scale of change: minor:▲ moderate:▲▲ major:▲▲▲
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A5: Reference Documents
Page No. Item Source

9 Text Client project brief 2010

10 Text Client project brief 2010

11 NUTS2 reference Eurostat

13 Text An Integrated Maritime Policy for the European Union: European Commission White Paper 2007

14 Text Roadmap to a Single European Transport Area: European Commission Transport White Paper 2011

15 Text / table Connecting to Compete 2010: Trade Logistics in the Global Economy: World Bank 2010

16 Text / table / graphic European Distribution Report: Cushman & Wakefield 2008

17 Text / graphic ITMMA 2009

18 Graphics Eurostat

19 Text http://container50.org.uk/RotterdamHistory.pdf

19 Text / graphic Eurostat

20 Text ITMMA 2009

21 Text Diagnosis and stakes of the Nord-Pas de Calais logistic system: Samarcande / JMJ Conseil 2009

21 Text Extended Gateway Flanders – Logistics Gateway West Flanders: Flanders Institute for Logistics (VIL) 2008

21 Text Logistics in South East England Scoping Report:Intermodality 2010

23 Tables Eurostat

24 Graphics Eurostat

25 Table Eurostat

26 Graphics Eurostat

27 Text / graphic Eurostat, UK Department for Transport

28 Table Intermodality

29 Graphic Cluster analysis: Intermodality; Traffic analysis: Intermodality / SITRAM / Samarcande

30 Graphic Intermodality

31 Graphics Regional Network Report for the South East Network Management Plan: UK Highways Agency 2008

32 Graphic Intermodality

32 Photo Network Rail

35 Nike case study http://www.investinflanders.com/en/news_details/default.aspx?id=daff8d67-5c75-4448-adcd-30e9405fb534

37 Tables Eurostat, UK Department for Transport (DfT) Maritime Statistics, GB Port Demand Forecasts (MDS-Transmodal for DfT)

39 Text Port websites

40 Text / graphic European Distribution Report: Cushman & Wakefield 2008

48 Text A closer look at the development of wind, wave & tidal energy in the UK: Bain & Company 2008

50 Cost estimate (highways) Local Transport Plan 2006 - 2011 Solent Transport Sub-Regional Strategy Appendix 1: Hampshire County Council 2006

50 Cost estimate (lorry park) Kent County Council website http://www.kent.gov.uk/.../operation_stack_lorry_park.aspx 

53 Mode share (waterways) Port regionalization in Antwerp: Notteboom, T., 2006 

53 Cost estimate (canals) Infrastructure Master Plan for the Flemish Waterways Horizon 2014: nv De Scheepvaart and Waterwegen & Zeekanaal NV 2009
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