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FRANCE’S GATEWAY PORTS AND INLAND CONNECTIONS
PARIS MEEDDM MEETING REPORT
1.
1.1

INTRODUCTION
OECD’s Infrastructure Needs to 2030 / 2050 Project

The OECD‘s Infrastructure Needs to 2030 / 2050 Project is bringing together experts from the public and
private sector to take stock of the long-term opportunities and challenges facing macro gateway and
corridor infrastructure (ports, airports, rail corridors, oil and gas pipelines etc.).
The intention is to propose a set of policy options to enhance the contribution of these infrastructures to
economic and social development at home and abroad in the years to come.
The Project follows on from the work undertaken in the OECD’s Infrastructure to 2030 Report and
focuses on gateways, hubs and corridors which were not encompassed in the earlier report.
The objectives include identifying projections and scenarios to 2015 / 2030 / 2050, opportunities and
challenges facing gateways and hubs, assessing future infrastructure needs and financing models, drawing
conclusions and identifying policy options for improved gateway and corridor infrastructure in future.
The Project Description includes five work modules that outline the scope and content of the work in more
detail.
The Steering Group and OECD International Futures Programme team are managing the project, which is
being undertaken in consultation with the OECD / International Transport Forum and Joint Transport
Research Centre and with the participation of OECD in-house and external experts as appropriate.
The Steering Group includes representatives from: OECD Ministries of transport, mobility and public
works, environment and energy, sustainable development and the sea– as well as from other departments
and agencies; non-OECD members (Chinese Taipei and India), international organisations (EC, EIB) and
private enterprise.
The project is exploring the future opportunities and challenges facing some key gateway ports. The Ports
of Le Havre and Marseilles were chosen as targets for consideration, following discussions with the Project
Steering Group members.

5

1.2

MEEDDM Discussions, Paris

The Discussions with French MEEDDM officials were organised jointly by the OECD and officials from
the French Ministry for Ecology, Energy, Sustainable Development and the Sea (MEEDDM - le ministère
de l'Ecologie, de l'Energie, du Développement Durable et de la Mer).
The Paris meeting was held on 7 May 2010, hosted by the Ministry in its premises at La Defense and
attended by 9 participants. The meeting Agenda and the participants list are provided in Annexes 1 and 2).
The purpose of the Workshop was to allow the OECD project to focus on the:






Current situation of the Ports of Le Havre and Marseilles as well as their inland connections.
Extent of competition and potential competition from other port operations (e.g. for Le Havre,
other ports in the North-West Gateway Area; and for Marseilles, other Mediterranean Gateways
nearby) as well as from other modes (e.g. air freight, short sea shipping and inland waterways and
land transport).
Planned growth and developments, including their infrastructure and financing requirements
Opportunities and challenges related to their current position and the outlook.

An Outlook paper prepared by the OECD‘s International Futures Programme was circulated prior to the
Paris meeting. This outlined the global outlook for economic growth, trade and development; the
European Region outlook; and other important developments bearing on the Gateway area - including
maritime developments such as possible new trade routes. The paper drew on forecasts and projections
prepared by other responsible bodies – eg IMF, World Bank and International Energy agency on economic
aspects; UNCTAD, IMO etc on maritime aspects ; and independent experts. All forecasts and projections
prepared before or during the Global Financial Crisis need to be treated with some caution.
Workshop Report
The first part of the Report outlines the OECD project and expectations for the Workshop.
The second part of the Report provides an overview and some insights on the structures for Ports of Le
Havre and Marseilles, their traffic and competitive position and some other aspects of their current
situation.
The third part of the Report focuses on the Opportunities and Challenges facing the two ports and their
inland connections, as assessed by the OECD IFP.
The Appendices provide some further details on aspects of interest.
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2.

GATEWAY AREAS - CURRENT SITUATION

2.1

European Gateway Areas

The North-West Europe and Mediterranean Gateway areas are shown in the graphic below. It highlights
the different gateway port locations as well as the principal inland markets served from the gateway ports.

Source: Theo Notteboom (TIMMA - Univ. of Antwerp and Antwerp Maritime Academy) presented at ‗Seaport Competitions and
Hinterland Connections‘, Round Table, OECD/ITF 2008.

The main inland routes to activity areas and the growth areas in Eastern Europe are shown below:

Source: Theo Notteboom (TIMMA -Univ. of Antwerp and Antwerp Maritime Academy.
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2.2

Global Container Traffic

Globally, containers have been the fastest growing category. Global container growth is shown below.
Global port container traffic (TEUs) from 1980 to 2009

2.3

Global pattern of container trade

The general pattern of European container trade in 2007 is marked by the size of the trade deficit wih Asia.
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3.

PORT OF LE HAVRE

3.1

Port of Le Havre – Overview
LE HAVRE, A MAJOR EUROPEAN PORT



The second biggest French port and fifth biggest North-European port
with 74 Mt handled in 2009



The leading French port for container traffic with nearly 2,2 million
TEU in 2009, or more than 63% of all the containers handled in
French ports



40% of all French crude oil passes through Le Havre terminals



Shipping conditions adapted to the largest vessels



A strategic location as the first main port called at in Northern Europe

As the first port of call when sailing the English Channel/North Sea route through which a quarter of the
world cargo trade passes in transit, Le Havre is included in the round trips of large liner ships providing or
able to provide the shortest transit-times for intercontinental trade.
As a genuinely deep-water seaport, Le Havre can accommodate all types of vessels around the clock and
all year through, without any tidal constraints. Every day, about 10 container vessels operated by the
world‘s biggest shipping lines are received in the Port of Le Havre sailing to and from every continent.
3.2

Port of Le Havre – policy and operational responsibilities

Roles of the Port Authority
The French Government‘s Port Reforms in 2008 made important changes to the Port Authority‘s roles.
Following the Port Reforms:
1) Port Authority. The Autonomous Ports - including Le Havre- retained a public authority statute
2) Port infrastructure. The Autonomous Ports- including Le Havre - were focussed on their public
authority missions (maritime access, safety, security etc) as well as the planning, development and
management of the port area (large infrastructure, terminal, adding land value)
3) Terminal operations. The Autonomous Ports - including Le Havre - were required to transfer the
operations of their port terminals to private sector operators. Such transfers were intended to allow the
private operators to manage all aspects of their operations and to contribute to productivity gains.
Personnel were to transfer voluntarily to the employment of the private sector operators.
Governance arrangements
New governance arrangements put in place in 2008 involving: a supervisory board that sets outs the
strategic lines of direction and oversees the management of establishments; an executive board that has full
responsibility for the day-to-day running of the port; and a development board, a new body comprising all
the economic, social and collective actors, including territorial authorities and approved environmental
protection associations, who are consulted over strategy and structural projects.
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3.3

Current Port Layout

The general Port of Le Havre layout is shown below:

Source: Port of le Havre web site, Jun10

3.4

See also: Port of le Havre: http://www.havre-port.net/

Port of Le Havre - Cargo Volumes

Overall cargo volumes have grown steadily over the period since 1997, but growth has slowed since 2004.
Growth at Le Havre has been quite widely spread across different product categories. Liquid bulks
including crude oil made up 60% volumes in 2008. General cargo including containers made up around 30
per cent. Other important products included: cereals, minerals, construction materials.
Le Havre‘s traffic in 2009 is set out below:

Source: Port of Le Havre website, Jun 2010
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PORT OF LE HAVRE –FINAL CARGO STATISTICS 2009
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From a port operators point of view, the contributions of each category to the port‘s finances are also
centrally important. While all of the categories represent major flows, energy is the category that
contributes the most to the Port of Le Havre‘s finances. (This is also the case for the Port of Marseilles).
The trends in Le Havre‘s overall throughput are shown in the graphic below.

3.5

Le Havre’s Competitive Position:

Goods Throughput at North-West European ports and Market Share Changes 2007 - 2008
An overview of total goods throughput (millions of tonnes) in 2008 for the main ports along the NorthWest coast of Europe (Hamburg – Le Havre range) is provided below:

Source: Port of Rotterdam Annual Report, 2009

These trends in market shares over 1998 – 2008 are showing graphically below, based on total goods
throughput (millions of tonnes)
12

Source: Port of Rotterdam Annual Report, 2009

Further details on throughput volumes and associated market shares of the Top 20 European ports - for
total goods and container handling – over the period 2005 – 2008 are provided in Annex 3.
In container volumes, the Port of Le Havre has not kept pace with Rotterdam, Hamburg and Antwerp in
terms of container traffic volumes, particularly over the period since 2000:
Container Traffic in TEUs amongst ports in the north-wes European range

Source: Projet Strategique du Grand Port Maritime du Havre (based on port statistics)
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3.6

Inland Transport Connections

The Port of Le Havre provides the following advice on inland transport connections.
Access to the motorway network is provided apart from the city traffic and makes it possible to serve a
large hinterland in a fluid way.
For waterway transport, the river Seine – a large-gauge navigable waterway – is accessible to 5,000-ton
pusher trains of barges carrying chemicals and petrochemicals, dry bulks, waste and general cargo to and
from the hinterland. Several waterway services of combined transport serve the river ports of Radicatel,
Rouen (3 terminals), Gennevilliers, Bonneuil-sur-Marne, Nogent-sur-Seine and Limay. The latest
development of waterway transport is significant and accounts for an estimated traffic of 145,000 TEU in
2008.
The rail connections of Le Havre terminals are provided by several transporters : SNCF and newcomers
such as Veolia Cargo and its subsidiary Socorail, as well as Eurocargorail (a subsidiary of the operator
Deutsche Bahn). Several combined transport services are provided by the operators (Naviland Cargo, Rail
Link Europe and Novatrans) to a growing number of hubs located in France and in Europe : Bonneuil sur
Seine, Bordeaux, Clermont Ferrand, Cognac, Dourges (Lille), Lyons, Marseilles, Novara/Turin (Italy),
Paris-Valenton and Strasbourg. In 2008, about 125,000 TEU were carried on the various services.

Inland waterway

and rail services

Source: Port of le Havre website

The Port of Le Havre website also advises that:
In addition to port developments, the challenge also concerns the quality of the connections and
more especially carriage by rail and waterway. As the GPMH has now been the owner of its own
port rail network since September 2008, the Port of Le Havre Authority has the objective of
industrialising its inland services and develop multimodalism by fostering and supporting
consolidated transport.
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3.7

Summary

Over the ten years to 2008, freight throughput volumes at the Port of Le Havre rose steadily, from 66.9 MT
in 1998 to 80.9 MT in 2008. In terms of its competitive position, Le Havre was ranked No 5 in terms of
goods throughput in 2008 in the Hamburg to Le Havre range, with a market share of 6.7%.
In 2009, as a consequence of the Global Financial Crisis, freight throughput volumes decreased from 80.9
MT in 2008 to 74.0MT in 2009 – a decrease of 8.4%, similar to that experienced by other major ports.
The largest throughputs by volume in 2009 were in liquid bulk 45.5MT (mainly crude and refined
petroleum products); and diverse merchandise 24.3 MT, mainly containers (22.2 MT) but also RoRo
(excluding containers).
Focussing on containers, the Port of Le Havre increased its container throughput from around 1.5 M TEUs
in 2000 to around 2.2 million containers in 2009 which reflects reasonably steady growth – but has not
kept pace with the increases at Rotterdam, Hamburg and Antwerp in terms of container traffic volumes,
particularly over the period since 2000.
In overall terms, Le Havre‘s progress has been steady but has not been as dynamic as the larger ports in the
North-West Europe range. Recently, there have been some important changes to the expectations and
targets for the Port of Le Havre, which are outlined in following sections.
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4.

PORT OF MARSEILLES

4.1

Port of Marseilles Fos – Overview

An overview of the Port of Marseilles Fos and its two harbours is provided below:
Marseille Fos port is the leading port of France, the first Mediterranean port and the third oil port
worldwide.
As a general cargo port, the various types of traffic include crude oil and oil products (oil, gas and
chemical products), general cargo (containers and other packaging), dry bulk (minerals and
cereals) and liquid bulk (chemicals and food).
The Port also caters for passenger traffic from cruises and regular shipping lines to Corsica and
North Africa.
The port features two harbours, the 400-hectare ―East Harbour‖ within the city of Marseille and
the ―West Harbour‖ located 70km from Marseille at Fos, on a unique, impressive 10,000-hectare
site.
Port activity generates 41,300 jobs in total, including 21,000 within the Marseille Provence
Métropole district. This figure is expected to reach 50,000 by 2012.
The Port Authority, Grand Port Maritime de Marseille, has a 1,500-strong workforce
Source: Strategic plan of the ‗Grand Port Maritime de Marseille‘, Port of Marseilles Fos April 2009.

Marseille port has traditionally played the role of the Mediterranean port, and is quite well located on the
East / West lines from Asia. Transit time from Asia to Marseilles is five days shorter than Asia to
Rotterdam, for example. Marseilles‘ hinterland spans the southern part of Western Europe to the
Mediterranean coast. The Rhone valley provides good connections to the dynamic heart of Europe.
As an international maritime port, Marseille port has the maritime infrastructure needed to handle all types
of cargo. With its two harbours, Marseille and Fos, the port offers maritime transport users a full range of
port services.
Growth and development
The Port of Marseilles‘ 10,000 hectares of land will facilitate the growth and development of new
industrial and logistics activities which can be expected to create new traffic types and secure existing
traffic.
Established as an oil port since 1970, Marseilles port is set to become a multi-energy port. Projects that
support this diversification include the new Fos Cavaou methane terminal (GDF and Total), a biofuel
development (Biocar) and wind farms.
The two logistics zones, Distriport (180 hectares of logistics warehouses to secure 250,000 TEU) and
Distriport 2 (100 hectares for 125,000 TEU), guarantee miscellaneous goods traffic for the long term.
IKEA has selected Fos as the location for its distribution platform for the south of Europe. IKEA‘s new
development on GPMM land is expected to generate 80,000 TEU of new traffic.
4.2

Port of Marseilles – policy and operational responsibilities

Roles of the Port Authority
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The French Government‘s Ports Reform in 2008 made important changes to the Port Authority‘s roles.
Following the Ports Reform:
1) Port Authority
The Autonomous Ports - including Marseilles - retained a public authority statute
2) Port infrastructure
The Autonomous Ports - including Marseilles - were focussed on their public authority missions (maritime
access, safety, security etc) as well as the planning, development and management of the port area (large
infrastructure, terminal, adding land value)
3) Terminal operations
The Autonomous Ports - including Marseilles - were required to transfer the operations of their port
terminals to private sector operators. Such transfers were intended to allow the private operators to
manage all aspects of their operations and to contribute to productivity gains. Personnel were to transfer
voluntarily to the employment of the private sector operators.
Governance arrangements
New governance arrangements were to be put in place in 2008 involving: a supervisory board that sets outs
the strategic lines of direction and oversees the management of establishments; an executive board that has
full responsibility for the day-to-day running of the port; and a development board, a new bodies
comprising all the economic, social and collective actors, including territorial authorities and approved
environmental protection associations, who are consulted over strategy and structural projects.
4.3

Current Layout – Port of Marseilles Fos

The general layout for the Port at its western Fos Harbour is shown below:

Source: Projet Strategique du Grand Port Maritime de Marseilles. See also: Port of Marseilles: http://www.havre-port.net/
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4.4

Port of Marseilles - Cargo Volumes 2008 and 2009

The Port of Marseilles has five principal centres of activity: Containers and logistics; Energy and Bulk
Liquids; Roll-on/roll-off, passengers and city / port interface; Bulk Solids and Industries; Support and
Development.
Traffic
In 2008, Marseilles port authority reached a historic record by exceeding the threshold of the 2 million
passengers thanks to the 25% exceptional growth of international / cruise passengers. Marseilles port
authority‘s overall traffic in 2008 totalled 96.01 million tonnes, down only 0.3% from 2007 (96.4 million
tonnes). Results for the main categories are set out below:
General Cargo :
Liquid bulk
Crude Oil and
Oil Products :
Dry bulk :
Passengers :

15.2 million tonnes (-12% compared to 2007), including 4.4 million tonnes of roro traffic (+1%) and 847 621 TEU of container traffic (-16%).
3.6 MT (+8%)
63.1 MT (+1%)
14.1 MT (+8%)
2.0 million passengers, including 539,000 cruise passengers (+25%)

Specialised traffic includes: imports of cars; handling of 20MT of cereals; construction materials; and
energy (petroleum, coal, gas).
Port of Marseilles traffic by categories, revenues and contributions to profit in 2009 are set out below:
Port of Marseilles Traffic 2009
Traffic

Revenues (€ M)

Revenues less direct
costs (€ M)

Containers and logistics

30.16 MT

30.16

0.15

Energy and Bulk Liquids

86.70 MT

86.7

58.10

Roll-on/roll-off, passengers and
city / port interface

5.50 MT

26.00

-2.02

(plus 2.04 million pass)
Bulk Solids and Industries

15.58 MT

18.80

2.95

Support and Development

-

21.19

4.11

Source: Strategic project of the ‗Grand Port Maritime de Marseille‘, Marseilles Fos April 2009.

4.5

Port of Marseilles Fos

Market Share of Mediterranean Ports
Marseilles‘ market share amongst Mediterranean ports was under pressure for much of the 1998 – 2008
period. During its period of rapid development, Spain has been challenging France generally in the ports
area, with Valencia in particular growing quickly. There has also been some competition between
Barcelona and Marseilles (eg imports of cars). Barcelona suffered in the crisis but can be expected to
bounce back as Spain‘s economy recovers. Spanish ports are looking for increased rail usage between the
ports and their hinterlands but are facing various rail problems. There may be a window of opportunity for
Marseilles to do better.
18

Container Markets
European container handling growth was a little above 5% per annum from 2000 to 2007 (ie before the
global financial crisis), generating strong employment growth in many countries. However, Marseilles‘
container market share of Mediterranean ports has fallen steadily, from around 18.5% to 5.5% for
containers, with a container throughput volume of 0.85 M TEUs in 2008. By contrast, Valencia achieved
an 18% increase in container traffic in 2008, to 3.6 M TEUs - taking it to the top of the Mediterranean
table, ahead of the Spanish transhipment port of Algésiras, with a throughput of 3.5 M TEUs in 2008.
Over the longer period from 1996 to 2008, the Port of Marseilles‘ container traffic increase by 55%
compared with 106% at Le Havre and 117% at Rotterdam – and its share of Western European markets fell
from 3% to 2%.
Energy, Bulk Liquids and Dry Bulk
Energy products and bulk liquids are important traffic categories for the Port of Marseilles, given their
contribution to operating profits. However, the volumes did not increase significantly over the period from
1996 to 2008. The Port of Marseilles‘ share of Western European markets decreased from 17% in 1996 to
14% in 2008.
Dry bulk excluding containers is not a large part of the Port‘s throughput. Its dry bulk volumes did not
increase significantly over the period from 1996 to 2008.
Ro-ro Passengers
Ro-ro passenger numbers through the Port of Marseilles have increased significantly, to close to 5 times
2000 levels in 2008. Marseilles share of ro-ro passengers through Spanish, French and Italian
Mediterranean ports has increased from 5% to 6% from 1996 to 2008. However, over the same period,
Barcelona‘s share has increased from 20% to 25%.
International / Cruise Passengers
International / cruise passengers through the ports from Barcelona to Genoa increased significantly until
2006 but the numbers have declined since as a result of increasing competition from ‗low cost‘ airlines,
falling purchasing power and additional security controls. Since 2005, Barcelona‘s international / cruise
passenger traffic increased by 129% on 2005 levels, while Marseilles‘ cruise traffic fell 12%.
4.6

Port Plans

Development projects highlighted on the Port of Marseilles website include:
Marseilles Fos 2XL, 4XL. Two new Fos 2XL container terminals will be delivered in early 2010 to
private operators MSC and Port synergy (CMA CGM –Dubaï Ports),who will be able to begin their works
for a launching in 2011. In the future, they will assure a traffic of 1.4 million containers.
Hutchison, n°1 worldwide for port exploitation, has been shortlisted in March 2010 for ―Fos 4XL ―
container terminal running, a project planned for 2018.
Marseilles Fos Distriport. Spurred on by the success of the Fos Distriport logistics zone (180 ha), fully
commercialised in 2007, the GPMM has expanded over an additional 100 ha. IKEA selected Fos as the
location for its distribution platform for the south of Europe.
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Two new methane terminals
Both Gaz de France-Suez and Total will progressively commission a second methane terminal in 2010.
It will guarantee over 6 million tonnes of LNG per year to the GPMM.
The Fos Faster Company (Vopak/Shell) is preparing a GDF-Suez/Total equivalent capacity methane
terminal project. This new terminal will be operational in 2017.
Transfer of Containers to Marseilles Fos. Areas targeted for operational improvement include port
capacity and port handling of containers. Transit times for Asia – Fos shipping is 5 days shorter than Asia
– Rotterdam. As well, the Rhone Valley provides first-class connections to the dynamic heart of Europe.
As a result, the Port‘s potential hinterland includes not only the Mediterranean areas in the immediate
vicinity of the port but also areas of Western Europe able to be reached by inland transport services.
To better respond to market opportunities for port handling of containers, the decision has been taken to
greatly expand the Port‘s container handling facilities at Marseilles Fos – and to transfer existing container
handling from Marseilles to Marseilles Fos. The intention is to double Marseilles Fos‘ operating capacity
to around 3-4M containers by 2020.
4.6

Summary

Over many years, the Port of Marseilles‘ performance has not been as dynamic as some other ports in the
western Mediterranean - e.g. the Spanish gateways of Valencia and Barcelona.
While containers have been one of the fastest growing categories at most ports, other categories (viz :
Energy, Support and Dry Bulk) have been more important to port profitability at the Port of Marseilles.
Some of these other products have very stable flows (eg energy, cereals and other agricultural / food
products). In relation to energy, oil and methane gas require permanent facilities that ensure the markets
using them are captive to a greater extent (rather than footloose).
Clearly, the Port is doing quite well in fuels (which are profitable) and agriculture (cereals etc), but isn‘t
performing as well as it should be. It is well placed geographically – in fact better placed than Genoa for
example. If it had been performing well, it would be growing strongly.
One of the obvious areas of under-performance has been in container traffic. Container traffic has been
handled by the Port of Marseilles (East Harbour) where container growth has been relatively low and
services have been disrupted by some major industrial relations disputes. Marseilles‘ container market
share of Mediterranean ports has fallen steadily, from around 18.5% in the mid 1990s to 5.5% in 2008,
corresponding to a container throughput volume of 0.85 M TEUs in 2008. By contrast, Valencia achieved
an 18% increase in container traffic in 2008, to 3.6 M TEUs - taking it to the top of the Mediterranean
container ports table. The Spanish transhipment port of Algésiras was ranked second for container
handling in 2008, with a throughput of 3.5 M TEUs.
The container handling situation at the Port of Marseilles is expected to improve with the development of
Marseilles Fos as the new container handling centre (70 kms to the west of the old harbour). With the Port
of Marseilles Fos development, there is now a management focus on increasing container handling and
achieving the ambitious container throughput targets that have been set for 2020 and beyond.
The next section explores the actions taken recently to improve the overall performance of the France‘s
major (autonomous) ports including the Port of Marseilles Fos.
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5.

PORTS POLICY AND RECENT PORT REFORMS

Autonomous Ports
The autonomous ports are legal entities created by the state in 1966 to manage France‘s largest commercial
ports. In 2007, the seven autonomous ports of metropolitan France — Marseille, Le Havre, Dunkerque,
Nantes-St. Nazaire, Rouen, Bordeaux, and La Rochelle—transported 304.5 megatons (Mt) of the 384.7-Mt
net trade of all French ports. The top three—Marseille, Le Havre, and Dunkerque—imported 100 Mt, 79
Mt, and 57 Mt respectively. Roughly half of the tonnage is in liquid goods, largely petroleum and gas, with
the rest split evenly between heavy solid goods (grains, coal, ores) and merchandise.
Port Reforms Report 2007
The ‗Inspection General des Finances‘ and the ‗Conseil General des Ponts et Chausees‘ (CGPC) produced
a Report on the Modernisation of the Autonomous Port in July 2007. Co-authors included M. Claude
Gressier and M. Rene Genevois (both Inspector-General, CGPC).
The key proposals were:


Focussing the Autonomous Ports on:
-

Their public authority missions (maritime access, safety, security etc)
The planning, development and management of the port area (large infrastructure,
terminal, adding land value)
The development and promotion of port area and their sea / land / and port / land interfaces
The definition by the port of a general body of regulations of port services.



Transferring the operation of their port terminals to private sector operators. Such transfers were
to allow these operators to manage all aspects of their operations and to contribute to productivity
gains. Personnel were to transfer voluntarily to the employment of the private sector operators.



Giving effect to these strategies, including by:

-

replacing all references to ‗public service‘ in the ports code with a ‗competitive activity‘ approach
setting a time period within which the transfers of specified facilities needed to take place (3 years
for containers and dry bulk)
requirements for each port to develop a strategic plan within 6 months for its terminal.



Retention of a public authority statute for the Autonomous Ports.

The Report made a number of proposals in relation to Port Governance, which included a Supervisory
Council and a Board of Directors for each Autonomous Port – as well as an Audit Committee, a
Remuneration Committee and a Council of Port Development.
The Report set out proposals for handling the relations between the Autonomous Ports and the State,
including joint inputs to strategies by both parties; contracts on objectives and resources between the State
and the Ports
The Report also proposed that, after a suitable transition period, the Autonomous Ports become subject to
company tax on their profitable trading activities and be expected to pay dividends on their after tax
21

results; and that they become subject to ―taxes fonciere‖ (capital taxes) progressively over a period of 8
years.
Port Reform Act 2008
The Port Reform Act aimed at improving the competitiveness of the seven major French Ports (Bordeaux,
Dunkirk, Le Havre, La Rochelle, Rouen, Nantes-Saint Nazaire, Marseille) was adopted on 4 July 2008.
Port Reform Progress Report – January 2010
Implementation of the port reform
Dominique Busserau, Secretary of State for Transport, presented a report on the implementation of
the port reform to the Council of Ministers on 13 January.
The Port Reform Act of 4 July 2008 is aimed at improving the
competitiveness of the seven major French maritime ports (Bordeaux,
Dunkirk, Le Havre, La Rochelle, Rouen, Nantes-Saint Nazaire,
Marseille) to enable them to recover market share through the
development of container traffic and create 30 000 new jobs by 2015.
The new governance bodies in these ports were put in place in the course
of 2009: the supervisory boards set out the strategic lines of direction and
oversee the management of establishments; the executive boards have full responsibility for the
day-to-day running of ports; the development boards, which are new bodies comprising all the
economic, social and collective actors, including territorial authorities and approved environmental
protection associations, are consulted over strategy and structural projects regarding the major
maritime ports.
The seven ports have adopted their strategic plans, which call for significantly higher overall
investment of around €2.5 billion over the period 2009-2013. The French State is supporting these
efforts by providing funding worth €174 million over the period 2009-2013, which will double the
funding already available for contract planning between central government and the regions. In
2009, around €50 million in additional funding were provided under the economic recovery plan
The ports are developing new infrastructure to improve their transport links (notably in the form of
multimodal platforms), and are assisting the development of new services (local rail operators).
The government‘s pledge to develop rail freight in September 2009, for which overall funding of
€7 billion has been earmarked, will significantly strengthen rail links to French ports.
Negotiations by mutual agreement with private operators to draw up procedures for transferring
facilities and seconding the employees concerned have now been completed. The first transfers
will take place in the first half of 2010 and the major maritime ports should have ceased operating
handling facilities by the first of 2011 at the very latest. The employees concerned will be covered
by all the guarantees set out in the national agreement, which have been specified in detail for each
individual port. Lastly, the social partners are currently negotiating, as stipulated in the Act, a new
collective bargaining agreement for handling and ports.
Source: French MEEDDM website, 20 January 2010

The Progress Report reinforces the strategic directions and highlights the significant increase in the order
of €2.5 Billion in overall investment expected over the period 2009 – 2013. It notes the ports are
developing new infrastructure to improve their network connections (notably multi-modal works) – and
contributing to the emergence of new services (including local rail operators). The Progress Report also
highlights that the Government‘s investment of €7 Billion will contribute to a significant improvement in
rail connections to the major French ports.
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Le Havre – Rouen – Paris: possible ports coordination project
The MEEDDM discussions raised a possible further extension of France‘s ports reform process. There is
increasing interest in short term actions that could improve the coordination of the ports at Le Havre,
Rouen and Paris, the three major ports along the River Seine. In the short term at least, this would aim to
improve inland waterway services along the Seine, focussing on the movement of inland waterway cargoes
between these three ports and the availability of the port capacity required at each port to facilitate such
movements.
In the longer term, consideration may also be given to establishing a strategic body with overview, strategy
and coordination responsibilities (rather than a single authority), to help ensure the best possible
coordination of the activities of these three important ports.
Inland Transport Connections
Over many years, freight rail services in France have received less attention, policy support and financial
assistance than passenger rail services. Considerable sums have been invested in the development of High
Speed Rail Services for passengers. Passenger rail services are normally given priority over freight rail for
use of joint purpose lines. Road transport has handled increasing shares of freight transport from ports.
Both Le Havre and Marseilles Ports generate very significant volumes of inland transport. The
Government and the Ports recognise the importance of high quality, high frequency and reliable inland
transport connections to their overall performance. They also recognise that the proportions being moved
by inland waterway and rail need to be increased.
The Government‘s Progress Report on Port Reform in January 2010 reinforced the strategic directions for
the Autonomous Ports and highlighted the significant increase in the order of €2.5 Billion in overall
investment expected over the period 2009 – 2013. The Progress Report noted the ports are developing new
infrastructure to improve their network connections (notably multi-modal works) – and are contributing to
the emergence of new services including local rail operators (operateurs de proximite). The Progress
Report highlighted that the Government‘s investment of €7 Billion in SNCF rail freight (committed in
2009) which can be expected to lead to significant improvements in rail freight in France..
The Government‘s decision in the Ports Reform context in 2008 opened up the prospect of rail operators of
proximity being able to enter local markets and provide the improved rail services needed between the
ports and their hinterlands. This provides a rare opportunity for the ports and their users to enunciate
clearly rail freight services they need, in terms of quality, reliability and efficiency. From the viewpoint of
the ports, their users and the international trade and transport involved, it is important for the ‗rail of
proximity‘ operations to meet user needs better in future, including their needs for lower cost, higher speed
and more reliable rail freight services to and from the Autonomous Ports.
A further important reform is the EU‘s European rail liberalisation package which allowed international
rail operator competition in national rail markets. Taken together, the EC and French reforms allow the
development of rail operators of proximity that can be internationally as well as domestically owned. The
result could be that some of the ‗rail operators of proximity‘ that enter markets to offer improved rail
freight services to and from ports are internationally owned (eg Deutsche Bundesbahn (DB)).
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6.

GLOBAL AND REGIONAL OUTLOOK

6.1

Global Maritime Market

Capacity begins to increase in 2010 as steady recovery seen in global shipping
A press release from HIS Global Insights dated 7 May 2010 provided the following forecasts for global
cargo volumes for the short term as well as assessments of the prospects for the major routes and shipping
operator capacity:
World trade by all modes of transportation will grow 8.5 percent in 2010, rebounding strongly from a
deep dive during the global economic crisis, according to the latest forecast from IHS Global Insight's
World Trade Service. Total world trade is expected to grow 7.8 percent in 2011.
Carriers are beginning to respond to an upturn in cargo volumes by increasing capacity, according to
the First Quarter Trends in World Economy and Trade report from the IHS Global Insight World Trade
Service.
Trade volumes on the Far East to Europe routes are forecast to rise 8.0 percent in 2010. The export
trade from Europe to Asia grew in 2009 and is expected to grow in 2010. Trans-Pacific eastbound trade
– from Asia to North America – began to recover in the third quarter 2009, though the downturn in
2009 was 18 percent, and is forecast to grow 10 percent in 2010. Solid growth is forecast for westbound
trade after two years of decline. Eastbound trans-Atlantic trade from North America to Europe is
forecast to return to 2007 levels by 2013. However, westbound trans- Atlantic traffic will not recover to
2007 levels until 2015.
Major container shipping operators recorded huge losses in 2009. However, in February and March
2010, the number of container ships in layup diminished and stood at 1.2 million TEUs, or 9.1 percent
of the container fleet on March 1, the lowest level since July 2009. Additional capacity is expected to be
taken back into service in the near future as new services are opened and vessels reduce their cruising
speed.
Source: HIS Global Insight | May 07, 2010

This positive news on the recovery of global trade provided an early sign of optimism for countries
involved in international trade. The increased trade expected in Europe to Asia and North America to
Europe markets was encouraging news for all countries involved international trade, including France.
6.2

Global Outlook to 2030 and beyond

Global Projections to 2030 and beyond anticipate continued global population growth for the period to
2050, with growth rates decreasing over time.
Global GDP is expected to increase 30% from 2007 to 2015 and could double over the period from 2007 to
2030. By 2050, global GDP could grow to over three times its 2007 level.
GDP per capita is expected to increase around 15% from 2007 to 2015, close to 60% by 2030 and around
140% over the period to 2050. The largest absolute increases in GDP per capita are likely to be in OECD
developed countries – but the fastest growth rates will be in developing countries.
6.3

Regional Outlook

Projections for Asia. By 2030, GDP in China could increase to well over 3 times its 2007 level – while in
India it could increase to 3 times its 2007 level. By 2050, whereas global GDP could grow to over three
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times its 2007 level, GDP in China and India could increase to around eight times 2007 levels. GDP per
capita could increase to levels over seven times higher in China and over 5.5 times higher in India, over the
period 2005 – 2050.
Projections for Europe anticipate a slowing in population growth over the period to 2050. GDP is
expected to grow, but more slowly than previously: ie less than 10% from 2007 to 2015; around 40% over
the period from 2007 to 2030; and a little over 60% from 2007 to 2050. In combination, these trends will
contribute to continuing increases in GDP and GDP per capita for Europe as a whole and in most European
countries.
Projections for other Regions. Higher growth than historic trends is expected in Turkey and in developing
countries in other Regions, including the Middle East, Latin America and Africa.
Impacts on Trade and Transport. The global and regional increases in population levels and economic
activity are likely to be associated with increasing trade and trade-related transport requirements. The
largest increases are expected in intra- Asia trade and transport and on the major trade routes Asia- US and
Asia – Europe. Trade and trade-related transport growth is also expected in other regions, including the
Middle East/Turkey, Latin America and Africa.
For the European Union, the expected growth is fragile in the short term and the outlook is patchy for
some time. However, the positive global growth and the stronger regional outlook in the short-medium
term and longer term can be expected to make positive contributions to the overall levels of trade and
maritime transport to and from the EU – and to increasing growth in maritime volumes handled by the NW European ports in particular.
6.4
Implications of possible new trade routes and expected infrastructure developments inside
and outside Europe
The OECD presentations highlighted a number of possible changes in trade routes and other expected
maritime developments raised in discussions. Significant changes in prospect in the short term include:
 European Union TEN-T rail, road and waterway projects to be completed by 2015.
 Panama Canal enlargement – expected to be complete by 2014
 Larger container vessels (10,000 – 12, 500 TEUs) currently being delivered – and on order
 Increasing liner shipping services from Asia/ Sth. Asia to Europe / Nth America via the Suez
Canal.
Possible important changes in the medium term to 2030 would include:
 improved land transport connections between Asia and Europe, including possible upgrading of
Russian, Trans-Siberian and Trans-Asian rail links (as proposed by UN ESCAP and other parties);
In the longer term (to 2050), new trade route possibilities could include:
 opening of the Northern Sea Passage for up to 3 months p.a. - and/or the Northwest passage
All of these developments could be expected to have some impact on the European Region. The possible
changes in trade routes in the medium term – e.g. following improvements in land transport connections
between Asia and Europe – could have significant impacts on land volumes transport. However, the land
transport volumes that might be possible (e.g. between 0.5 and 1 Million TEUs) would be very much less
than the volumes being transported by maritime containers (around 20 M TEUs).In the longer term, the
expected opening of the Northern Sea passage for longer periods each year could also lead to some
additional development opportunities in the High North. These aspects are explored further in the
following sections.
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6.5

Outlook to 2050 for France

At the Paris meeting, MEEDDM officials referred to Foresight work undertaken for the Conseil-General
des Ponts et Chaussees (CGPC), which explored the longer term transport outlook for France. Extracts are
provided below.
Démarche Prospective Transport 2050
The Démarche Prospective Transport 2050 was intended to initiate the elaboration of a long-term strategic
plan for French Transport policy. It uses a French methodological approach to carry out retrospective
analysis of historical trends and build quantitative scenarios. It provides general insights on transportation
flows and opens public debate on public policies designed to prepare for the ―post-oil‖ era and create
impulses for a serious effort to reduce greenhouse emissions.
At the end of 2003, the Conseil-General des Ponts et Chaussees decided to conduct a long-term planning
study on the transportation system in 2050. The long-term horizon was chosen because of policy-making
schedules in this field (15 to 20 years) and depreciation cycles of infrastructure facilities (30 years). By
describing various future scenarios, this study intended to provide material for initial strategic discussion
and debate amongst ministry officials and partners engaged in determining transportation policy.
The scenario-building work was performed from Dec. 2003 through Dec. 2005 in five iterative steps:
1. A retrospective assessment of transportation advances in order to determine a set of influential
variables to be taken into consideration.
2. An elaboration of four prospective scenarios.
3. The quantification of the four scenarios by stipulating a range of possible values for both demand and
supply variables for each one.
4. A quantitative estimation of the resulting transportation flows for each scenario using the hypothesis
selected for demand and supply variables.
5. A compilation of analyses of the first key issues of transportation policy and conclusions for such
policy.
All scenarios emphasize key structural trends (yet for the most part exclude potential crises and system
failures) such as:
1. An average population of 67 million French residents in 2050 and the aging population.
2. France‘s economic growth averaging 1.5% annual GDP growth over the period 2002-2050 (1 to 2%
range).
3. Alternative non-oil technologies providing between 8 and 50% of liquid fuels.
4. The price of a barrel of oil (including a carbon tax) or of alternative fuels varies between $60 and $180
across scenarios.
5. The price of electricity increases from 30 to 100% de-pending on the scenario.
Meeting Transport and Energy Future Challenges with Realistic Predictions
The four potential worldwide and European geopolitical out-looks serving as input to the four quantitative
scenarios were:


Scenario 1 "Worldwide governance and environment-friendly industry" is characterised by
world-wide cooperation for enhanced control over energy-production technologies and panEuropean policy, favouring industrial development that alleviates adverse effects of greenhouse
gas emissions.
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Scenario 2 - "European isolationism and decline" anticipates ferocious economic competition in
the context of an energy supply crisis; each European nation manages and protects its resources,
and both demographic and economic growth rates remain low.



Scenario 3 - "A tightly-integrated, enlarged Europe" encompasses the successful economic
integration of the Mediterranean Region and Russia into the European Union, providing economic
development and European security.



Scenario 4 - "Inward-looking European governance and regionalization" anticipates a
worldwide energy crisis, in which Europe pursues an endogenous growth strategy, emphasizing
integration but restricting open-door policy.

Limited Growth in Future Transportation Flows with Contrasting Trends for Freight Flows
Horizon 2050 scenarios
2002

Scenario 1

Scenario 2

Scenario 3

Scenario 4

Demographic development (in
millions)

59

67

58

67

70

GDP (annual growth)

2%

1.5%

1%

2%

1.5%

Price of a barrel oil
Carbon tax

28$
0

30$
60$

60$
0

60$
30$

120$
60$

100
(base)
100
(base)
100
(base)

150

118

164

158

191

185

318

168

167

94-117

146-182

150

Land-based passengers
Airline passengers
Freight volume

Démarche Prospective Transport 2050: Conseil General des Ponts et Chaussees.

Because of slowing French population growth and expansion of remote access services such as eadministration, e-commerce or telemedicine, the softening in demand will be particularly significant
in day-to-day local mobility (in the range of 10 to 40% over the period 2000-2050).
With the exception of Scenario 2, on the other hand, long-distance passenger flows could double
over the period as a result of slower household income growth. Although the increase will benefit
from the road network, gains in public transportation will rise, particularly for high-speed rail (+100200%).
Regarding international airline travel, an increase between 100 and 320% at all French airports is
foreseeable (compared with 156% during the 1986-2000 period). Limited growth would be due to
the level of congestion already reached for domestic airline travel, the competition with transEuropean high-speed rails and the impact of oil price hikes on air transportation costs (especially in
scenario 4).
Freight transportation development will be structurally tied to industrial trade patterns at national and
European levels. Differences between scenarios depend on the type of growth envisaged (favouring
industry vs. the tertiary sector):
•

Scenario 1 reflects a slowing in the expansion of intra-European flows and a strong increase in
international flows such as container traffic.
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•

According to Scenario 2, domestic transportation will drop beyond 2025 and settle at a level
just slightly higher than the situation in 2002.

•

Scenario 3 will result in a strong global growth in freight flows, along with a concentration on
major land transit corridors and Mediterranean ports.

•

In scenario 4, national transportation volumes will experience stronger growth, but trading and
transit traffic, along with container shipments, will increase at a slower rate than in either of
these two other scenarios.

Traffic Flow Concentration: Bottlenecks on the 2050 Horizon
From the angle of limited growth in travelling under all scenarios and given a 2050 horizon year,
the risks of network congestion remain contained and visible.
Within interurban areas, France's average road network load factor will stay at a manageable level,
especially in comparison with networks in Germany and the Benelux countries. This global
forecast in local mobility must not obscure distinct regional disparities in demographic
development (from -20% to +25%) and their impact on transportation.
Some major metropolitan areas, such as Marseille, Nice-Riviera Coast, Nîmes-Montpellier and
Toulouse, will face strong real estate pressure and increasing operational difficulties. On the other
hand, metropolitan areas located in regions with projected demographic drops could face obstacles
in managing their public transportation services.
The risks of congestion will mostly be concentrated along suburban thoroughfares and on a small
number of network bottlenecks. Traffic will be concentrated on major transit corridors or amass at
popular tourist destinations.
Regarding the Rhone corridor, scenarios calling for an average growth in European GDP predict a
doubling in passenger traffic between 2000 and 2050 on the road network and, depending on the
hypotheses adopted, a rise in freight traffic by 50% to 100%.
Scenarios for the Atlantic seaboard forecast a doubling in passenger traffic and an increase by 50
to 150% in freight, depending on growth prospects affecting the Iberian Peninsula and its
international trading patterns.
Consequences for Transport Modes - Development and Energy Consumption
While all scenarios indicate a favourable modal shift - travel speeds, fuel prices, taxes, automobile
limitation policies within high-density zones, etc. – roads will, in any case, re-main the dominant
channels of transportation. Regarding fuel price, a 50% rise in the energy cost of a vehicle-km in
scenario 2 would induce a net drop of just 6.4% per vehicle-km.
Even if an increase in rail and waterway freight traffic induces sizable local effects along major
bulk corridors, these effects will not significantly influence overall flows. In Scenario 3, for
example, a large jump in rail and waterway traffic would only lower the share of road trips in 2050
by 4.5%. The stagnation or relative dip in energy products and raw and intermediate goods making
up the traditional core of freight trans-ported by rail and waterway will tend to consolidate the
modal share of road transportation.
For this reason, large-scale modal shifts allowing a drastic shift in energy consumption and
greenhouse gas emissions are hardly conceivable. Accordingly, it is necessary to simultaneously
improve energy efficiency and reduce greenhouse missions associated with road transportation.
When considering ambitious road transportation improvements, some scenarios do forecast sizable
reduction in road-generated CO2 emission. For example, in scenario 1, CO2 emissions from
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transportation could be reduced by a factor of about 2.5 by 2050, compared with year 2000 values.
This is owing to passenger vehicles with an average consumption efficiency of 3 litres per 100 km,
one third fuelled by biomass and another third by electricity.
Need for Multi-layered Governance & Political Cooperation
Although this foresight project was not carried out in view of drawing up policy recommendations,
the project team did contribute to the formulation of a framework for building public-sector action
plans.
Preparing for the Post-oil Era and Taking a Serious Stand against Greenhouse Emissions
Technological breakthroughs necessary to achieve emissions reduction require a decisive step forward in
worldwide governance or, at the very least, in consolidated European governance.
• Assign clear priority to research & development activities. In this field, developing policies on a

European scale is more promising than on a national one. Specific target fields would include
rechargeable hybrid vehicles, carbon-free electricity production and synthetic fuels stemming from
biomass.
• More ambitious standard-setting actions. Breakthroughs shall be instigated by regulatory
measures. Because of its longstanding experience with the technical aspects of vehicle regulations,
the European Union can establish a set of objectives and rules for the auto-mobile industry, such as
energy-consumption standards on vehicles or fuels (minimum percentage of "clean" fuels), taxes or
permitting tradeoffs, etc.
Filling the worldwide governance gap to deal with the greenhouse effect
A European policy on fuel-efficient vehicles and clean fuels will only be truly effective if it is
adopted and relayed across the world. Hence, the development of new energy systems must be
supported by globally applied economic instruments, such as negotiable emissions permits or a tax
on carbon.
Handling Bottlenecks within Infrastructure Networks
In order to tackle future traffic and transport operations, the project team strongly recommends
conducting more focused studies and measurements over the Atlantic seaboard and the Rhone
corridor in conjunction with a large-scale infrastructure projects approved by the government in
2003.
The next stage will extend this planning approach by involving appropriate administrative agencies
and service operators to enhance transportation supply and demand forecasts on the basis of the four
scenarios.
These organisations shall cooperate closely with local actors and public authorities to establish and
adopt key planning documents or hold public hearings.
Besides, improving major trans-European routes will only be possible if neighbouring public
authorities cooperate closely. To this end, "Rhone Valley and Languedoc Mediterranean rim
transportation policy" constitutes a very useful initiative.
Démarche Prospective Transport 2050: Conseil General des Ponts et Chaussees.
Sources/ References: Transport 2050 final report: http://www.equipement.gouv.fr/IMG/pdf/report_cle1db135.pdf

Futuribles Think-Tank: http://www.equipement.gouv.fr/IMG/pdf/prosp.tr.2050__rapport_vljuin.05_cle0efd4b.pdf
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7.

OPPORTUNTIES AND CHALLENGES

7.1

GLOBAL DEVELOPMENTS AND OUTLOOK

Global Developments
Expected growth in countries in Asia (China), South Asia (India) and South East Asia will lead to
increasing trade and related transport requirements – with strong growth expected within the Asian region
and between Asia and its largest markets, including Europe in particular. The stronger growth expected in
other developing regions – including the Middle East, Central America (including Mexico), Latin America
and Africa – will also contribute to changing trade patterns.
European container volumes could grow around 2% per annum above GDP growth, for a number of years.
However, lower growth rates are possible in the short term - given the post-recession financial and fiscal
difficulties expected – and in the medium to longer term as well, given the increased financial,
environmental and social risks.
Outlook for France and its major gateway ports
The changing patterns of economic growth, trade and development can be expected to have some impacts
the outlook for France and its major gateway ports.
Opportunities
In the short term, the greatest opportunities for France‘s ports are likely to be associated with a recovery in
global trade and the increasing freight volumes generally expected as economic growth continues in Asia
and economic recovery takes hold in the US and eventually in Europe as well. Ports that can retain market
share will get the benefits of these sources of growth.
In the medium term, increasing purchasing power in France and neighbouring European countries can be
expected to lead to increasing import volumes. Export demand can also be expected to increase with global
population growth and as economic development – particularly in Asia - increases demand for France‘s
export products (agricultural and other).
Challenges
Despite the positive outlook, there are important risks and uncertainties that could affect France‘s ports.
For example, there could be:
 significantly lower economic growth in Europe than other developed countries
 a lower elasticity of trade and transport demand with respect to economic growth
 changes in the composition of France‘s most important trading partners
 lower demand as a result of key strategies and measures introduced to promote low carbon
economies and reducing CO2 emissions and to pursue ‗green growth‘.
France‘s CGPC scenario study assessed the extent to which high oil prices could be expected to impact on
cargo volumes under the different scenarios considered. In Scenario 4, with oil prices rising to $US120 per
barrel, freight volumes could be lower than in Scenario 3. There are also the ever-present risks of global
shocks, conflicts and disasters that could affect the outlook for France -with unknown timings.
Taken together, the scenarios and risks suggest a heightened level of uncertainty in outlook for France and
its major gateway ports.
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7.2

NEW TRADE ROUTES AND OTHER EXPECTED MARITIME DEVELOPMENTS

Implications of possible new trade routes and expected infrastructure developments inside and
outside Europe
The OECD presentations highlighted a number of possible changes in trade routes and other expected
maritime developments raised in discussions. Significant changes in prospect in the short term include:


European Union TEN-T rail, road and waterway projects to be completed by 2015.



Panama Canal enlargement – expected to be complete by 2014



Larger container vessels (10,000 – 15, 500 TEUs) currently being delivered – and on order



Increasing liner shipping services from Asia/ Sth Asia to Europe / Nth America via the Suez Canal.

Possible important changes in the medium term to 2030 would include:


TEN-T inland waterway projects (eg Danube River, Seine-Scheldt) completed before around 2020



improved land transport connections between Asia and Europe, including possible upgrading of
Russian, Trans-Siberian and Trans-Asian rail links (as proposed by UN ESCAP and other parties);

In the longer term (to 2050), possibilities could include:


opening of the Northern Sea Passage for up to 3 months p.a. - and/or the Northwest passage

Opportunities
Officials did not expect any of the possible trade route changes outlined to affect the French Ports and their
outlook much. The polar routes would seem likely to be marginal from the viewpoint of France‘s port, if
the routes are only open two or three months a year. Of course, the polar routes could still be important
from the viewpoint of transporting mining ores and exploiting newly accessible northern resources.
Challenges
The French officials noted the challenges associated with the current recession and patchy recovery.
Discussions concentrated more on the larger container vessels entering liner fleets and whether these larger
container vessels are likely to lead to new liner shipping service patterns. It seemed likely that that the
larger ships could be attracted more to Ports with higher container volume handling capabilities and better
inland freight connections. So while Le Havre could benefit from a shift to higher capacity container
vessels if it was operating to its potential and had improved inland transport connections, there was a
significant risk that other ports such as Rotterdam could be the real beneficiaries.
Looking ahead, international air freight was not seen as a major competitor for any of the French ports.
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7.3

STRATEGIC ORIENTATIONS OF THE PORTS

In accordance with France‘s legislation on Ports Reform 2008, the Autonomous Ports are required to
develop strategic plans.
Port of Le Havre: Strategic Plan (2009-2013)
The Port of Le Havre‘s Strategic Plan for the period 2009 – 2013 was adopted in 2009. In March 2010, the
Surveillance Committee requested that a revised version be prepared taking into account the international
economic crisis which impacts on the traffic forecasts originally prepared and as a consequence on the
programming of the major investments. The opportunity is being taken to focus more directly on the
levers available to achieve strategic objectives and to better target the strategy and objectives, taking
activities and levers into account. With the assistance of France‘s Steering Group member, a progress draft
was made available to the project – noting that this revised version had not yet been completely finalised
and adopted.
Le Havre‘s Strategic Plan 2009 – 2013 anticipates significant Port 2000 investments that will help improve
the Port‘s facilities and competitive position. Some still need to go through the extended port planning,
consultation and decision-making processes required by the legislation on Port Reforms. These processes
recognise the importance of consultation and stakeholder involvement in the actions required.
Major activities covered by the revisions to the Strategic Plan include:




containers
new vehicles
bulk chemical liquids.

The levers identified include:







inland / hinterland connections
logistics chains
sustainable development of port territory, not only local but also covering the large projects
reform of terminal operations
new dynamics, including IT developments, reduction in the environmental impacts of port
activities, a focus on quality, high performing management and coordination of external projects
the financial outlook including an increasing focus on self-financing.

Containers
The Port of Le Havre has the ambition to: double its container traffic to 6.3 M TEUs by 2020 and increase
its market share in the north European range to 7.9% in 2010, 9% by 2015 and 9.3% in 2020.
Forecast Container Handling at the Port of Le Havre (TEUs Millions)
2007
2010
Container Volumes
2.64
3.35
Target Market Share of
7.0%
7.9%
north European ports
Source: Strategic Plan of the Grand Port of Le Havre, 2009
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2015
4.95
9.0%

2020
6.30
9.3%

The Strategic Plan sets out the Port of Le Havre‘s specific objectives for container handling, including:
1.

Conquering of its competitive hinterland – including reinforcement of high volumes modes

2.

A multi-client port – offering the best development conditions for investment by terminal operators

3.

Re-positioning in the intra-European markets. The goal is to transfer road transport to maritime
/inland waterway and/or rail modes, in the spirit of the European Marco Polo programme.

Putting the ‗Top Box‘ plan and actions to work could involve:


in relation to private sector terminals, elaborating details of an investment policy for the
development of container traffic; and putting in place management arrangements focussed on
quantitative and qualitative objectives



improving all aspects of port and intermodal logistics performance - including improved
multimodal and high density transport and transhipment services - in partnership with terminal and
other operators



improved policy on promotion and marketing with importers, exporters and transport and logistics
organisations



improved coordination of the port along the Seine river.

Inland Transport
The Strategic Plan also sets out the Port of Le Havre‘s ambition to increase the use of the mass transit
modes (ie inland waterway and rail transport) for hinterland traffic – which was around 13% in 2008 - to
25% by 2020.
Opportunities
The Port of Le Havre would seem to have good opportunities to improve its performance in terms of
overall port volumes and freight handling in the years ahead. The Strategic plan highlights an increasing
focus on containers, new vehicles and bulk chemical liquids.
Increasing transport of new vehicles will mean reversing a downward trend over a number of years.
However, globally, volumes of new vehicles are expected to increase, as demand increases in developing
regions in particular. In future, there should be opportunities for increasing port volumes if market shares
can be maintained and better prospects if market shares can be increased.
Increasing container handling will be centrally important to the Port achieving its objectives and targets
and will also be important in terms of returns on infrastructure investments the Port makes. Significant
increases can be expected in container volumes handled by European ports over the next ten years with
growth expected to continue to 2030 and beyond. Le Havre clearly has a strong interest in increasing its
handling of container traffic – and in retrieving some of the market share it has lost over the last ten years.
Achieving the targeted increases in container volumes – nearly doubling volumes by 2020 - would seem to
be very ambitious. However, the prospects could be boosted by the high proportion of the container ships
on order and being delivered having a capacity in the range 10,000 to 15,500 TEUs.
Le Havre seems likely to be one of only four north-west European ports that is a genuine deep water port,
able to handle the largest container ships being built. The four ports are understood to be Le Havre,
Zeebrugge, Rotterdam and Hamburg (with dredging). These four deep-water ports are likely to benefit
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most from the use of the largest container vessels - particularly on Asia - Europe maritime trade routes.
Indications are that they will reduce maritime costs by around 30%, boosting supply chains volumes via
the favoured ports.
Achieving the Port‘s overall and container targets will require exceptionally good planning, coordination
and execution – as well as adequate and timely funding. They will also require considerable action on the
ground that can contribute to achieving the results required across the areas – including reducing costs and
increasing competitiveness generally. In effect, a clearly developed strategy will be needed as well as a
carefully developed implementation plan outlining how such improvements can realistically be achieved.
In conjunction with port planning, there needs to be coherence between plans for ‗Grand Paris‘ and the
logistics aspects of the connections required between the Grand Paris region and Le Havre, its closest
maritime gateway.
Challenges
The major challenges to projected increases in overall port handling and in container volumes are expected
to come from the level of competition from the northern ports. The Port of Rotterdam as well as the
Belgian ports have been performing well and increasing market shares recently. They will also benefit
from the better connections they have to major European population and industrial activity centres.
The Port of Le Havre‘s competitive position will also be affected by the quality, efficiency, reliability and
reach of its inland transport connections and services (covered in section 7.4 on Inland Transport).
For these reasons, increasing performance levels and market shares in the short term – before there is time
for major improvements to be made – could actually be the most difficult to achieve.
Clearly, there will be very considerable challenges to the Port of Le Havre management in the short term as
well as in the longer term in attempting to implement and complete all the actions required to do so.
Given the improving offers from other competing ports (eg, Rotterdam and Antwerp), Le Havre will need
to be very well prepared in future, very responsive to user demand and able to satisfy terminal operator,
shipper and industry needs quickly as well. If not, other ports could attract some cargo and development
opportunities away from the Port that might otherwise have chosen to use Le Havre ; and competing ports
in the N-W European range that have been taking market share from Le Havre could continue to do so.

Port of Marseilles
The Strategic Plan of the Grand Port of Marseilles dated April 2009 – which was prepared in response to
the Port Reform requirements - highlighted five strategic orientations for the development of the Port:
1.

Meet the challenge of ramping up container volumes

2.

Diversify to remain the port for all sorts of energy

3.

Reinforce the port‘s position as the southern European port for Dry Bulk

4.

Remain a large Euro-Med Ro-Ro hub

5.

Develop as a large southern passenger port.
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Opportunities
The largest changes envisaged in the Strategic Orientations are related to container volumes (ie Orientation
No.1), which is the focus of this section.
The objectives set for container handling are ambitious indeed, as set out below

Container Traffic
European rank
Market share

Objectives and Targets
Exceed 2 million TEU by 2013 and reach 5 million by 2020
Improve the port‘s European ranking from 20th position in 2007 to 15th position in
2013 and enter the top 10 rankings in 2020.
Increase the port‘s market share of European port container handling from 1.7% in
2008 to 3% in 2013 and 6% in 2020.

Source: Project Strategique du Grand Port Maritime de Marseille, April 2009.

The actions identified to achieve the objectives and targets outlined are:


Entry into service of FOS 2 XL Container Terminal in 2010 – with PortSynergy and MSC the two
terminal operators



Prepare FOS 3-4 XL. These are to be developed over the period 2013 to 2020.



Extension Distriport. This logistic zone will be needed to support traffic growth to 2020.



Preparation of the Industrial Park – where users will included Ikea, Masilia…



Inland Waterway Connection – which will set in concrete the objective of 10% waterway transport



Road improvements in the Port vicinity – which are required in 2010 and by 2013



Reduce rail congestion in the west basin. Modernise the rail signalling and duplicate a section of
track (if possible) to reduce rail congestion.

Challenges
With a history of declining container market shares, reversing the trends will be a major challenge.
There have clearly been some difficulties in making the important transition to a port landlord model, with
private terminal operators assuming responsibility for terminal operations and operational staff transferring
from public to private employers.
Achieving the ambitious increases in port market share outlined by 2013 will not be easy, given the limited
range of additional actions available to do so.
Reaching the targeted container throughputs by 2020 - and the related increases in container market shares
- will be a major challenge, given the competition the Port of Marseilles will face from Spanish and other
Mediterranean ports. Increasing competition can also be expected from the Port of Le Havre, as its
performance improves - due in part to its ability to handle the largest container vessels being built.
The competitive position of the Port of Marseilles will also be affected by the quality, efficiency, reliability
and reach of its inland transport connections and services (covered in section 7.4 on Inland Transport).
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Conclusions
In terms of total traffic volume and market share, the two French gateway ports lag well behind the largest
ports in Europe (Rotterdam, Antwerp and Hamburg). For example, Le Havre‘s total throughput in 2008
was just over half of Hamburg‘s throughput and less than 20% of Rotterdam‘s. Of course, a major
explanation for the difference in overall throughput is the size and importance of the industrial areas in
their respective ‗natural‘ hinterland markets – with Rotterdam and Hamburg directly connected into
German industrial areas in particular.
Nevertheless, there is wide agreement that, prior to the Government‘s Ports Reforms, neither Le Havre or
Marseilles performed well enough to take full advantage of the opportunities that have been available.
As might be expected, both ports concentrated on their traditional markets that were also their major
sources of revenue and contributions to profitable operations. However, they didn‘t do as much as their
competitors in improving the Port‘s operations. As well, both ports – but particularly Marseilles - did not
do enough to keep pace with the growth in container shipping and improve (or retain) their competitive
position in container markets.
The Ports of Le Havre and Marseilles are now operating under new policy frameworks, following the
implementations of the Port Policy Reforms in 2008. The ports have undertaken strategic planning
exercises to identify the key strategic factors for them as well as a plausible – if very challenging - range of
possible future outcomes.
Responding to the opportunities and challenges identified will require a high level of professional focus
and commitment from all the parties involved to ensure all the actions required are actually undertaken –
and the objectives set for their performance are actually achieved.
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7.4

INLAND TRANSPORT CONNECTIONS

Le Havre
The Port of Le Havre is dependent on its inland transport connections (road, rail and inland waterway) for
the movement of freight between the port and inland activity centres in its hinterlands.
Le Havre‘s road transport connections to Paris, the rest of France and the principal hinterland areas it
serves outside (eg southern Belgium and southern Germany) are quite good – with fairly direct connections
on autoroutes possible in most cases. One of the important consequences is that Le Havre is very reliant on
road transport for inland transport services. In 2007, for example, 86% of container throughput at Le Havre
was carried by road transport.
The Port of Le Havre in fact is more dependent on road transport for inland freight to and from the port
than many other gateway ports. Its modal shares for inland transport of container traffic – and comparable
shares at other selected ports in 2008 are set out below:

Inland Waterway
Rail Transport
Road Transport

Hamburg
2%
34%
64%

Rotterdam
30%
11%
59%

Antwerp
32%
8%
60%

Le Havre
9%
5%
86%

Marseilles
4.7%
13.7%
81.6%

Source: Projet Strategique du Grand Port Maritime du Havre, 2009

Recent trends in modal shares of inland transport for Le Havre itself are shown in the graphic below.
Inland waterway and rail volumes are low indeed.
Port of Le Havre - modal shares of hinterland container movements (TEUs)

Source: Port of Le Havre Strategic Plan 2009.

Although Le Havre has quite good waterway connections along the Seine to and from inland river ports
including Paris and Rouen, at present, Le Havre‘s inland waterway connections are under-utilised.
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Freight rail connections and services are available to similar destinations to those served by road transport.
However, the levels of service being provided clearly are not competitive, as rail freight usage is very low.
Low levels of rail freight can normally be expected over short distances where the costs are relatively high
compared to road transport. However, some of the Port of Le Havre‘s hinterland distances are in the 500 700 kms range or more, distances over which rail transport generally is increasingly competitive.
The following graphic highlights the container volumes handled by the Port of Le Havre in 2007 – and the
Port of Le Havre‘s shares of the overall container volumes in the closer and more distant regions. Clearly,
the port faces considerable competition in all regions.
Container volumes handled by Port of Le Havre in 2007 (TEU 000s)

Source: Port of Le Havre Strategic Plan, 2009

By 2020, the domestic market in France for port container traffic is expected to be 3.4 million TEUs at
least – out of total port container handling of 5 Million TEUs. The graphic shows the increased shares
anticipated for the Port of Le Havre‘s container handling for the domestic French regional markets.
Port of Le Havre‘s anticipated shares of container market to hinterlands in France, 2020

Source: Port of Le Havre Strategic Plan 2009
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Future Targets
The Strategic Plan sets out the Port of Le Havre‘s ambition to increase the use of the mass transit modes (ie
inland waterways and rail transport) for hinterland traffic from around 15% in 2009 to 25% by 2020. The
target reflects general support for the development on a multimodal basis of the high volume, low impact
modes (inland waterway, maritime transport and rail freight) to allow the increased market shares to be
achieved.
Of course, as port volumes increase, road transport volumes will also increase, so road transport needs to
be reliable and efficient as possible too.
Overall, the actions taken and measures adopted to achieve the mass transit inland transport mode share
target will need to be consistent with the ambitious targets that have been set for the Port‘s operations and
its related logistics needs.
Opportunities
There are important opportunities for the performance of the Port of Le Havre to be improved with better
inland transport connections, able to provide better services over longer distance routes.
There are major opportunities for improved inland waterway transport along the Seine axis as well as to the
north of the Seine and the south of Belgium. Planning is underway to improve inland waterway efficiency
and such improvements can be expected in the short - medium term. Once completed, there will be greater
prospects for competitive port services and for increasing volumes and shares of inland cargo to be carried
by inland waterway services.
Increased coordination is in prospect across the Ports of Le Havre, Rouen and Paris / Ile de France. The
increased investments required will need to be well coordinated to get the maximum value from the funds
being spent. Even with the improvements planned, reliance on private sector operators and market forces
alone may not produce the changes in land transport shares desired. Action may need to be taken by the
port and its terminal operators (as the Port of Rotterdam has done) to increase the prospects.
Given the importance of inland waterway transport, there is a need for improvements to the Port of Le
Havre itself to permit barge access to the Port 2000 development. These will need to include access for
special barges coming from the Seine via the estuary. They may also need to include a lock – which has
been under consideration for a long time.
In the medium term, by around 2020, the TEN-T Seine – Scheldt Project will become the second most
important inland waterway link (after the Main Canal that connected the Rhine, Main and Danube Rivers
in 1992). The construction of the Seine – Scheldt canal will interconnect the French and Belgian inland
waterways network. Large industrial areas in France, Belgium and the Netherlands will be connected by
this new link reaching oceanic sea ports on one side, including Le Havre and northern sea ports, like
Rotterdam and Antwerp. More widely, it will allow the further development of a European inland
waterways network that encompasses the Netherlands and German networks. Moreover, it will create
opportunities for more competitive operations, in both directions.
With rail, the opportunities relate more to the enlargement of the hinterland that high performing rail
services can allow. The best opportunities seem to be along trade corridors to Paris / Ile de France, the
Rhone Alps, the north of France and connections to the south of Belgium and possibly Alsace with the
connections this will allow to southern regions in Germany.
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Improvements also needed in the short term include the development of rail track and services, including in
relation to Gisors – Serqueux and freight trains providing access to the Paris region. A large bypass route
around Paris via Amiens is needed. Looking further ahead, the TGV line between Paris and Le Havre will
free up freight capacity along the existing Paris-Le Havre rail line.
Challenges
Major concerns relate to the efficiency and reliability of existing rail freight services between Le Havre
and the main inland centres of activity, including Paris in particular. There are also concerns about the
adequacy of inland waterway services. In both cases, these are greater concerns than the transport
terminals themselves.
As advised above, inland waterway transport needs to assume more importance in the short term. Many
related actions will be needed to secure more significant contributions from inland waterways. Key
priorities will be improvements in Le Havre – Rouen and Le Havre – Paris markets, while waiting for the
development of the Seine north connections.
In relation to rail freight, there is a need to intensify mass freight transport movements by rail too.
Improvements in prospect will help, including works along the Le Havre – Paris corridor. These will need
to be coordinated with the current strategic focus on improved ‗Grand Paris‘-Le Havre rail connections, as
well as in the vicinity of Le Havre, around Dijon and the Benelux countries and near the Italian border.
The planned improvements in rail freight will need careful consideration and undoubtedly take some time
to resolve. Modal shift projections may not be achieved unless the capacity issues are addressed and freight
rail is given some priority - at some times and in some locations - vis-a-vis passenger rail.
Financing of the improvements required will also present significant challenges. Unlike the Port of
Rotterdam, the Port of Le Havre itself does not appear to have the resources needed to make the significant
investment in inland transport connections. Nevertheless, such increased investments will be required to
support the targetted increases in modal shares on rail and inland waterway transport.
Implementing the Ports Reform legislative decisions on local rail operators (operateurs de proximite) will
be an important step. Without improved rail services, the chances of increasing rail‘s market share would
be very low. From the viewpoint of the ports and their terminal operators, the new local rail operator(s)
would have to offer higher frequency, higher speed and more reliable rail and intermodal services at lower
cost, to make an appreciable difference to the rail transport market share of inland transport.
So, there are clearly many challenges to confront in attempting to improve inland rail transport services to
the Port of Le Havre and to increase rail‘s modal share. These include, in summary:


Rail services are operationally difficult to manage, the length of track and trains are limited



Rail services operate at different speeds and there are scheduling issues



Many kinds of investments are needed eg large investments are needed in marshalling yards



Rail‘s operational capacity is often determined by infrastructure and its operational limitations.



Demand and congestion on mixed rail passenger/freight lines are expected to increase.

Port of Marseilles
The Port of Marseilles‘ geographical position and maritime infrastructure underpin its potential to play an
important role as a southern gateway for trade between Europe and the rest of the world. In terms of inland
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connections, it is one of the few ports able to offer four inland connection modes: road, rail, river and
pipelines. However, despite this, road transport carried 86% of container traffic in 2009.
As part of its Strategic Orientations, the Port has set a target of increasing the share of container traffic
using low impact modes (inland waterways and rail). Inland waterways‘ share is expected to increase a lot,
with a 10% share by 2013 requiring a doubling of its 2009 level. Rail freight is expected to increase even
more, from 14% to 30% by the same date – representing a close to 5 times increase in rail volumes.
Although the road share is expected to fall as a result, the volume of containers carried by road freight
would still increase by close to 60%, to over a million TEUs.
Port of Marseilles - Target modal shares for inland transport of containers for the period 2009-2013

2009
Volumes 2009 (TEUs)
2013
Volumes 2013 (TEUs)

Inland waterways

Rail freight

Road freight

4.7%

13.7%

81.6%

38,000

113,000

673,000

10%

30%

60%

180,000

530,000

1,080,000

Source: Port of Marseilles Strategic Plan 2009
Opportunities
Inland waterway transport needs to assume greater importance in the short term and medium term at the
Port of Marseilles as well. One of the important challenges will be to improve the inland waterway
connections between the Port of Marseilles and Lyon – and also Amont de Lyon, north east of Lyon.
The Port of Marseilles is overseeing important projects in the vicinity of the Port. Some €36 million is
being invested in a new inland waterway link to connect the Fos container hub directly to the Rhone River
and facilitate more efficient transport of the containers from the maritime terminals. Once this is
completed, the Port of Marseilles will have relatively good waterway connections via the Rhone to
hinterlands in France and via Rhine as well, access to the other countries via these rivers. This could
provide them with improved connections to and from many origins and destinations overseas.
Changes in demand are likely in future as a result of improved inland connections, following the
completion of the current batch of TEN-T projects. As well, it is likely that Europe‘s Mediterranean ports
including Marseilles will have greater roles and reach, following the improvements in port access and
inland services expected along the major European land transport corridors.
Possible ICT improvements could also make a valuable contribution, particularly in reducing
documentation and cargo clearance delays, overall cargo dwell time and inland transport costs.
Challenges
There are high expectations for the contributions that rail services will make to future freight transport to
and from the Port - after years of relative neglect and a fall in rail‘s market share from around 42% in 1984
to less than 14% in 2009. Meeting the expectations for Marseilles Fos will be a major future challenge.
Improved infrastructure will be needed for rail freight from the Port of Marseilles Fos north along the
Rhone valley, notably along the right bank of the Rhone. Any improved rail services to the port will have
to contend with congestion on jointly used passenger / freight rail tracks throughout the rail networks. The
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congestion on rail lines near Lyon is a real constraint, due in large part to passenger rail volumes. A rail
freight bypass of the Lyon metropolitan area will be needed - and a possible bypass to the west of Lyon
through Clermont-Ferrand is under consideration - but may not be assigned funding for some years. In the
meantime, a better balancing of freight and passenger access to the rail capacity could help.
One of the greatest challenges will be to improve the reliability of inland transport connections as cargo
volumes increase. This will be a priority issue for container traffic, given that larger vessel sizes will mean
an increase in the number of containers arriving at the port terminals each time a larger vessel docks.
The increase in vessel size could influence future outcomes in other ways as well. The move from 8,500 to
vessels from 10,000 to 15,500 TEU can be expected to save 20-30% of costs for the maritime part of the
origin-destination journey. Of course, such cost savings will only be available for ocean shipping services
via those gateway and transhipment ports at which the new large container vessels call. The largest vessels
will most likely not be able to call at Marseilles Fos, which will have an adverse impact.
Cost savings are more difficult to achieve in inland transport than in maritime operations. However, based
on the Port of Rotterdam‘s advice, making the right improvements (eg to reduce ‗friction‘ costs) could
reduce inland transport costs significantly (in Rotterdam‘s case by around 10%).
One other possible approach could be to develop transhipment and feeder port services that allow the Port
of Marseilles to benefit from the increasing volumes travelling via the Mediterranean as part of AsiaEurope trade routes. Having excellent multimodal trade routes inland from the Port of Marseilles could
help considerably.
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7.5

INFRASTRUCTURE FUNDING AND FINANCING

The French Government‘s Progress Report on Port Reform in January 2010 reinforced the strategic
directions for the Autonomous Ports and highlighted the significant increase in the order of €2.5 Billion in
overall investment expected over the period 2009 – 2013.
Port of Le Havre
Planned Investment 2009- 2013
The financial crisis and other developments is likely to lead to some reassessments of financial plans and
variation in the investments outlined in the 2009 Strategic Plan. Of course, as circumstances change, it is
important to be responsive to changing circumstances.
However, the major infrastructure investments are likely to include:






Development and modernisation of the container terminals including:
- Investment in the Port Aval East area, in north and south terminals
- Port 2000 investments, including new terminal operator locations and the development of rail
tracks to a number of the existing terminals where operators request them
Development and modernisation of roll-on and roll-off terminals
Improvement on hinterland connections including a multimodal project
Improvement of the alluvial plain to the east

The broad locations are shown in the graphic below.

Source: Port of le Havre Strategic Plan 2009

The overall financial investments involved in the different projects identified could range from €15 M to
over € 150 M.
Investments Inland
In relation to services to Paris, attention was drawn to the importance of creating a logistics platform on
the northern side (eg Achères, Gennevilliers). However, for the moment, this hasn‘t been decided. It needs
to be considered in the context of the plans for ‗Grand Paris‘ – and it will be important for there to be
policy coherence between the two. The investments required will be matters for the government and
operators involved. With greater imports than exports, there is a problem with empty containers that also
needs to be addressed.
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Port of Marseilles
Financial results and Investment 2008
The Port of Marseilles turnover was up by 1.2% in 2008 to reach a total €186.4m.
The total investment figure of €138 million in 2008 is up by 64% compared to 2007. This growth was
largely due to the continuation of Fos 2XL work (€68m), which is the most significant investment in the
last ten years.
Planned Investment 2009- 2013
Planned investment over the period 2009-2013 is €600 Milllion. The expected allocation of this
investment across traffic categories is as follows:
Category

Planned Investment 2009-13
(€ M)

Containers and logistics

315

Energy and Bulk Liquids

87

Roll-on/roll-off, passengers and city /
port interface

82

Bulk Solids and Industries

18

Support and Development

98

Total Investment

600

Source: Strategic project of the ‗Grand Port Maritime de Marseille‘, Marseilles Fos April 2009.

Financing of Planned Public Investment
Category

Financing of Planned Investment (2009-13)
(€ M)

Total Investment – Port of
Marseilles Fos 2009-13

600

Contributions by Local Authorities
and other Partners

65

State participation

100

Source: Strategic project of the ‗Grand Port Maritime de Marseille‘, Marseilles Fos April 2009.

Principal private investments
Investments by the Port of Marseilles-Fos totalling € 600 M over the period 2009 – 2013 can be expected
to generate more than € 3 Billion of private investment – including the private investment listed below:
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The principal planned investments by category are listed below:
Category

Principal Private Investment 2009-13
(€ M)

Containers and logistics

1 140

Energy and Bulk Liquids

325

Roll-on/roll-off, passengers and city /
port interface

300

Bulk Solids and Industries

220

Source: Strategic project of the ‗Grand Port Maritime de Marseille‘, Marseilles Fos April 2009.
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7.6

POLICY AND REGULATORY FRAMEWORKS

European Union policies and oversight
The French Ports operate within the framework of the European Union‘s transport policies and
programmes. The EC has focussed on ports in their roles as sustainable hubs and has made a number of
recommendations on European port policy.
Ports Reform: Organisational structures
Following the Ports Reform reforms made in 2008, the French Autonomous Ports follow a ‗Landlord Port‘
model, with terminals operations to be a private sector responsibility.
Consideration was given to alternative structures, but a Port Authority structure was chosen as the roles
and responsibilities involved correspond closely to public functions (safety, security etc). Others reasons
included the relatively short term horizons of many private sector operations and managers and the
considerable investments that the ports required to be competitive in the new context and over the longer
term. As well, it was not thought likely to be attractive to cede existing port land to the private sector, by
way of full privatisation.
A further concern was the need for alignment of port activities with national interest. Potential investors
included private sector investors from other countries as well as sovereign wealth funds from other
countries which might have different objectives from those of a public port authority.
Of course, choosing a public authority structure and a port landlord model did not preclude alternative
arrangements being considered in the longer term.
Institutional models
Roles of the Port Authority
The French Government‘s Port Reform in 2008 made important changes to the Port Authority‘s roles.
Following the Ports Reform:
1) Port Authority. The Autonomous Ports retained their public authority statute.
2) Port infrastructure. The Autonomous Ports are focussed on their public authority missions (maritime
access, safety, security etc) as well as the planning, development and management of the port area (large
infrastructure, terminal, adding land value)
3) Terminal operations. The Autonomous Ports were required to transfer the operations of their port
terminals to private sector operators. Such transfers were intended to allow the private operators to
manage all aspects of their operations and to contribute to productivity gains. Personnel were to transfer
voluntarily to the employment of the private sector operators.
Governance arrangements
New governance arrangements were put in place in 2008 involving, in the case of Le Havre:


a supervisory board that sets outs the strategic lines of direction and oversees the management of
establishments;
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an executive board that has full responsibility for the day-to-day running of the port;



a development board, a new body comprising all the economic, social and collective actors,
including territorial authorities and approved environmental protection associations, who are
consulted over strategy and structural projects.

Such governance arrangements help ensure a continuous focus on economic, commercial and
environmental goals.
The revised governance arrangements required close collaboration with the different stakeholders. The
aims included involving local municipalities more.
Following strong growth in maritime traffic and important losses of market share amongst European ports,
one of the principal intentions was to reinforce the competitiveness and productivity of the French ports.
The French legislation required port terminals to be transferred to and operated by private sector operators
by the tight timings (2011) set down in the legislation.
The Ports Reforms re-defined the Missions of the Ports, which were extended to include improving the
modal shares of inland waterway and rail transport. These changes were intended to help directly with the
reduction of road congestion and of CO2 / climate change gas emissions.
=
The legislative requirements for the development of strategic plans were an integral part of the new
institutional model – and led to the recent Strategic Projects with their ambitious targets for improving the
performance of the Autonomous ports, including the Ports of Le Havre and Marseille in particular.

47

7.7

NEW POLICY ENVIRONMENTS – GREEN GROWTH

What is Green Growth?
Growing concerns about the unsustainability from an environmental viewpoint of past economic growth
patterns and increased awareness of a potential future climate crisis have made it clear that the
environment and the economy can no longer be considered in isolation. At the same time, the financial and
economic crisis has provided the opportunity for policy interventions aimed at encouraging recovery and
renewed growth on more environmentally and socially sustainable grounds.
Within this context, green growth is gaining support as a way to pursue economic growth and
development, while preventing environmental degradation, biodiversity loss and unsustainable natural
resource use. It builds on existing sustainable development initiatives in many countries and aims at
identifying cleaner sources of growth, including seizing the opportunities to develop new green industries,
jobs and technologies, while also managing the structural changes associated with the transition to a
greener economy.
At the OECD Ministerial Meeting in 2009, Ministers of 34 countries decided to develop a Green Growth
Strategy. The mandate was clear: growth can ─ and should ─ go hand-in-hand with green. In this context,
central questions for the project‘s case study work are: How are ‗climate change‘, ‗low carbon‘ and ‗green
growth‘-related policy objectives and measures likely to affect key gateways hubs? How can infrastructure
investment best contribute to ―green growth‖ in particular? A Report on Green Growth will be submitted to
the OECD Ministerial Meeting in 2011.
Contributions to Green growth
1.

Planning and Development Stages

The first is the way in which Port infrastructure investment can contribute to Green Growth during
planning and development stages. The proponents need to ensure that the investments are well chosen in
the context of new policy settings that seek cleaner sources of growth. They also need to ensure that the
developments are undertaken in ways that minimise adverse environmental impacts and promote new
green industries, jobs and technologies.
2.

Contributions during operations and use

The second way in which infrastructure can be expected to contribute to green growth relates to the
contributions it will make during the infrastructure‘s operations and use. Given the long expected life of
most infrastructure, there may be scope for users - and their use of the infrastructure - to make very
significant contributions over long time periods ahead to the greener outcomes required.
The French documentation clearly points to the important differences between modes in energy efficiency:
Energy efficiency of land transport freight modes

Volume of freight carried
(Bill. freight tonne kms)
Energy efficiency

Road

Rail

323

43

Other including inland
waterways
7.5

11%

1.4%

8%

Source: MEEDAT – Transport statistics 2009
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In the above table, which applies to France, energy efficiency is defined at the ratio of CO2 emissions
(measured in Million tonnes-equivalent of CO2) divided by the volume transported (measured in Billion
tonne – kilometers). In making the calculations involved, the source of electricity is important. In France,
the predominant source of electricity is nuclear – which reduces CO2 emissions dramatically, by
comparison with fossil fuel power electricity generation.
The inland transport-related emissions for the cargo of a ship carrying 9500 containers are shown below:

The differences in overall CO2 emissions over the journey shown are less than 10%. However, such
differences spread across millions of TEUs transported each year become more significant. If the savings
could then continue over the period to 2030 and beyond, they become even more important.
Opportunities
The intention at both Le Havre and Marseilles ports within a multimodal approach is to increase the use of
lower impact modes (inland water and rail), which offer the prospect of reduced CO2 emissions (given
currently available technologies). Of course, when this happens, road transport will still have important
roles to play and may need to carry increased volumes. The plans outlined detail the infrastructure
improvements at both ports in relation to their inland connections which are expected to contribute to the
improved modal shares and reduced CO2 emissions being targeted.
Based on experience at Rotterdam, consideration could be given to promoting greater use of the lower
impact modes by way of contracts with terminal operators (as Rotterdam has done). If such approaches
were pursued, the prospects of achieving the changes being targeted could increase, along with greater
contributions to ‗green growth‘ strategies during the long periods of expected use of the infrastructure.
Such an approach also highlights the potential influence the ports could have over the environmental
standards of ships and other transport vehicles using the port – via measures such as ‗low emissions‘
requirements.
There could also be opportunities for similar action via measures focussed on technologies that minimise
CO2 emissions and other environmental impacts (noise, local pollutants). The benefits would extend to
CO2 emissions from such ships throughout their ports operations.
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Challenges
The major challenges to achieving infrastructure contributions include communicating expectations
effectively and managing the processes well enough to achieve the improvements potentially available.
One example considered was a comparative table of alternative maritime and inland transport connections
for goods shipped from Port Said to two destinations in Europe (Paris and Warsaw) prepared by the Port of
Venice for the EC’s expert group on ‘TEN-T extension outside the EU’. This showed early estimates of
the transit times, costs and pollutants for travel via Rotterdam, Hamburg, Genoa and North Adriatic Ports.
It was recognised that such estimations need to be made rigorously on a consistent and transparent basis.
(Further advice was provided by the Venice Port Authority after the meeting). Importantly, there was
support at the MEEDDM discussions for an expanded table along these lines, setting out the implications
of different routing choices more comprehensively.
The MEEDDM discussions also noted that the Reseau Ferre de France (RFF) is making estimates of the
potential contributions of large infrastructure developments to ‘Green Growth’. Preliminary conclusions
suggested that, if construction impacts are taken into account (eg associated with construction of tunnels),
the results are rather mixed.
The discussions also noted there could be greater challenges in the longer term, despite the efforts that are
made to reduce CO2 emissions, protect the environment and make valuable contributions to green growth
in the immediate future. This is because the current policy focus on reducing CO2 emissions and moving
to low carbon economies suggests new policy settings and paradigms might apply in future. As an
example, more effective emissions trading schemes and carbon tax regimes that apply to all transport
modes clearly seem to be in prospect.
If more rigorous policies and measures are introduced in future, any significant reductions in inland
transport costs via alternative ports and supply chains could lead to cargo being diverted to such routes and
locations. The Mediterranean ports in particular seem would seemed to be well placed in such
circumstances. In the longer term, they could be promoted by a greater focus on ‘Green Growth’ priorities.
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8.

FINAL REMARKS

The Ports of Le Havre and Marseilles are now operating under new policy frameworks, following the
implementation of the Port Reform in 2008.
In terms of total traffic volume and market share, the French gateway ports lag well behind the largest
ports in Europe (Rotterdam, Antwerp and Hamburg). Of course, a large part of the difference is due to the
size and importance of the industrial areas in their respective ‗natural‘ hinterland markets – with Rotterdam
and Hamburg directly connected into German industrial areas in particular.
The French ports have undertaken strategic planning exercises to identify the key strategic factors for them
as well as a plausible range of possible future outcomes. It is clear that the Ports of Le Havre and
Marseilles can be expected to perform better in future.
Port of Le Havre
The Strategic Plan for the Grand Port of Le Havre could well mark an important turning point. Clear
objectives and targets have been set for the port‘s operations. Projected increases in container traffic at Le
Havre over the period to 2020 are very ambitious. The Port of Le Havre would seem to have good
opportunities to improve its performance in terms of overall port volumes and freight handling in the years
ahead. The Strategic Plan highlights an increasing focus on containers, new vehicles and bulk chemical
liquids. Container market shares are expected to increase from 7% in 2009 to 9.3% in 2020; and container
volumes expected to increase from 2.6 M TEUs in 2009 to 6.3 M in 2020.
Achieving the targeted increases in container volumes – nearly doubling volumes by 2020 - would seem to
be very ambitious. However, the prospects could be boosted by the high proportion of the container ships
on order and being delivered having a capacity in the range 10,000 to 15,500 TEUs. Le Havre seems to be
one of only four north-west European ports (along with Zeebrugge, Rotterdam and Hamburg) that is a
genuine deep water port, able to handle the largest container ships being built.
There are important opportunities for the performance of the Port of Le Havre to be improved with better
inland transport connections, able to provide better services over longer distance routes.
There are major opportunities for improved inland waterway transport along the Seine axis as well as to the
north of the Seine and the south of Belgium. Increased coordination is in prospect across the Ports of Le
Havre, Rouen and Paris / Ile de France. Improvements are needed to the Port of Le Havre itself to permit
barge access to the Port 2000 development. Their completion will improve prospects for competitive port
services and for increasing volumes and shares of inland cargo to be carried by inland waterway services.
With rail, the opportunities relate more to the enlargement of the hinterland that high performing rail
services can allow. The best opportunities seem to be along trade corridors to Paris / Ile de France, the
Rhone Alps, the north of France and connections to the south of Belgium and possibly Alsace with the
connections this will allow to southern regions in Germany.
Even with the improvements planned, reliance on private sector operators and market forces alone may not
produce the changes in land transport shares desired. Action may need to be taken by the port and its
terminal operators (as the Port of Rotterdam has done) to increase the prospects.
Achieving the Port‘s overall and container targets will require exceptionally good planning, coordination
and execution – as well as adequate and timely funding. They will also require considerable action on the
ground that can contribute to achieving the results required across the areas – including reducing costs and
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increasing competitiveness generally. In effect, a clearly developed strategy will be needed as well as a
carefully developed implementation plan outlining how such improvements can realistically be achieved.
In conjunction with port planning, there needs to be coherence between plans for ‗Grand Paris‘ and the
logistics aspects of the connections required between the Grand Paris region and Le Havre, its closest
maritime gateway.
Marseilles
The container handling situation at the Port of Marseilles is expected to improve considerably with the
development of Marseilles Fos as the new container handling centre (70 kms to the west of the old
harbour) – and the completion of the new terminals and Distriport support facilities that are required.
The Port of Marseilles has now undertaken its strategic planning exercise to identify the key factors for its
future success. There are now strategic objectives across the range of the ports activities. There is a
management focus in particular on increasing container handling and achieving the ambitious container
throughput targets that have been set for 2020 and beyond.
In terms of inland connections, Marseilles is one of the few ports able to offer four inland connection
modes: road, rail, river and pipelines. As part of its Strategic Orientations, the Port has set a target of
increasing the share of container traffic using low impact modes (inland waterways and rail). Inland
waterway‘s share is expected to increase a lot, with a 10% share by 2013 (requiring a doubling of its 2009
level). Rail freight is expected to increase even more, from 14% to 30% by the same date (representing a
close to 5 times increase in 2009 rail volumes). Although the road share is expected to fall as a result, the
volume of containers carried by road freight in 2013 would still increase by close to 60%, to 1M TEUs.
Actions are required on many fronts at the Port of Marseilles Fos. Some reforms are still needed (eg for
rail operators of proximity) and there are very large investments still to be made. Again, while the
objectives have been set, it seems there is much work to do on the implementation. Responding to the
opportunities and challenges identified will require a high level of professional focus and commitment
from all the parties involved to ensure all the actions required are actually undertaken – and the objectives
set for their performance are actually achieved.
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Annex 1
TRANSCONTINENTAL INFRASTRUCTURE TO 2030 / 2050
FRANCE’S GATEWAY PORTS AND THEIR INLAND CONNECTIONS
OFFICIALS MEETING AT LA DEFENSE - 7 MAY 2010
DRAFT ANNOTATED AGENDA

1.

WELCOME AND INTRODUCTIONS

2.

CASE STUDY PROGRAMME – STATUS REPORT & WORKSHOP OBJECTIVES –
(OECD/IFP staff)

3.

GLOBAL OUTLOOK AND REGIONAL DEVELOPMENTS

IFP will make a presentation on the global economic, trade and transport outlook for the short to medium
term and possible regional and trade route developments. Discussion will focus on the aspects of
importance to France‘s key gateway ports.
4.

FRANCE’S GATEWAY PORTS: OVERVIEW AND OBJECTIVES

Participants will provide an overview of France‘s strategies in relation to international trade and the role of
France‘s key gateway ports.
5.

GRAND PORT DU HAVRE - OPPORTUNITIES AND CHALLENGES

Participants will outline:
 Strategies and plans for future development of the Grand Port du Havre in the context of projected
port demand, port capacity and related needs for port infrastructure investments and operational
improvements - and their likely timings
 Planned improvements in inland rail freight and waterway connections, related infrastructure needs
and possible sources of funding and financing.
Discussions will focus on the strategic expectations for the Grand Port du Havre and the opportunities and
challenges facing the gateway itself – including the inland rail and waterway connection infrastructure and
operational improvements required.

6.

PORT DE MARSEILLES - OPPORTUNITIES AND CHALLENGES

Participants will outline:
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 Strategies and plans for future development of the Port de Marseilles in the context of projected
port demand, port capacity and related needs for infrastructure investments and operational
improvements and their likely timings
 Planned improvements in inland rail freight connections, related infrastructure needs and possible
sources of funding and financing.
Discussions will focus on the strategic expectations for the Port de Marseilles and the opportunities and
challenges facing the gateway itself – including the inland connection infrastructure and operational
improvements required.
7.

CROSS BORDER CONNECTIONS

Participants will outline France‘s longer-term freight transport strategies, plans for improved cross-border
rail freight and inland waterway connections and the ways in which expected developments could facilitate
international trade and contribute to improved inland transport services.
Discussions will focus on France‘s freight strategies, the prospects for improved cross border rail freight
and inland waterway connections and the implications (if any) for France‘s key gateway ports.

8.

8.1

FRANCE’S INFRASTRUCTURE STRATEGIES – ASPECTS FOR FURTHER
CONSIDERATION
Infrastructure funding and financing (IFP will introduce)

Discussions will explore the funding and financing arrangements and business models outlined in the
presentations, any funding or financing difficulties expected and any alternatives that might be considered.
8.2

Infrastructure contributions to ‘Green Growth’ (IFP will introduce)

Discussions will explore the contributions which the improvement and investment projects outlined could
be expected to make to current broader policy priorities, including low carbon economies, lower CO2
emissions and ―Green Growth‖. These will focus on possible contributions during infrastructure
development stages as well the likely contributions in the longer term, as a result of improved
infrastructure operation and use.

9.

CLOSING REMARKS
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Annex 2
MEETING WITH MEEDDM OFFICIALS
PARIS 7 May 2010
LIST OF PARTICIPANTS

MEEDDM / INRETS :

ORGANISATION / POSITION

Claude Gressier

Ingénieur général des Ponts et Chaussées

René Genevois

Coordonnateur, CGEDD, « mer »

Gérard Patey

Ingénieur général des Ponts des Eaux et des Forêts

Antoine Frémont

Directeur de recherche (SPLOTT), INRETS

Yves Cousquer

Président
Coordonnateur de la mission d'appui international à la 4e
section du Conseil général des ponts et chaussées
(CGPC)

Pierre Franc

Chargé d'études au bureau des Études économiques
générales (EP2)
Direction générale des infrastructures, des transports et
de la mer

Isabelle Paillet

Chargée de mission auprès du Directeur

OECD:

INTERNATIONAL FUTURES PROGRAMME

Pierre-Alain Schieb

Head, International Futures Projects

John White

Senior Policy Analyst
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Annex 3
MARKET SHARES AT EUROPE’S TOP 20 PORTS 2005-2008
Total Throughput at Top 20 European ports, 2005-2008 (Million Tonnes per annum)

Source: Port of Rotterdam: Port Statistics brochure

The 2008 throughputs are shown graphically in the chart below, which highlights the very large lead which
the Port of Rotterdam enjoys over other European ports, in terms of total cargo throughput

Source: Port of Rotterdam: Port Statistics brochure

The Container throughputs (in 000s of TEUs) at the top 20 European Container Ports over the period 20052008 are set out below:
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Source: Port of Rotterdam: Port Statistics brochure

The locations of these ports are shown below:

Source: Port of Rotterdam: Port Statistics brochure
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