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►
More than 95% of what Europe exports or imports go or come by sea. The tendency is to reinforce that figure because it is not only row materials which are imported or finished goods which are exported. Nowadays there is a complex network of components which are produced anywhere and assembled or reassembled where it is less costly. That is the reason why maritime’s transportation shows a steady tendency to grow.
►
European trod takes place mainly with Far-Eastern countries (China) India and more and more Indonesia, Malaysia and others of the same area) and also with North America.
The last one crosses the Ocean and usually go to the Northern European ports. There is a strong of very efficient ports well connected with their hinterland areas and, some of them, with transhipment functions. To name some of them I refer: Rotterdam, Hamburg, Antwerp, Bremerhaven but also Rouen, Le Havre, Zeebougge, Gothenburg, Aarhus and the Baltic ports.
►
Far-eastern trade has two main gates for accessing to Europe: Suez and Panamá. The first is much more important than the second because it has note the physical limitations of the second and, also, because the links via Suez are shorter than crossing the Pacific and the Atlantic.
►
So, there are two main approaches to the main economic centres of Europe: one which crosses the Mediterranean in the direction of a parallel (mainly east-west) and another going North which joins the Atlantic traffic with the part of at Mediterranean ports and which is very substantial: 75% of the external maritime connections of Europe take place though that string of northern ports I have referred to before.
►
Ii is expected – once the present crisis is over – that maritime traffic will recover.
►
The size of container ships which are used continues to increase vessels of 10.000/11.000 TEUS are becoming common. There are already in communication some units of 14.000 TEUS. This has consequence that fewer ports will be able not only to receive such enormous ships but, specially, to defuse their cargo to that destinations.
►
Logistics operations will tend to become more and more important.

►
And transhipment ports will also see their role enhanced.

►
As a consequence feeder connections will be also re-enforced because it is necessary to take freight – of which containers are the most important part – close to their final destination.

►
Shippers do not favour locations where they cannot handle a Great volume of cargo. They prefer transhipment ports “en route” to the final destination, if they have some parcels to drop out in the middle of their trip.
►
For these reasons it is important to have a reasonable idea about the potentialities of ports to be transhipment ports, to have hinterland functions or to have mixed roles.
►
Usually, all the operations concerned with both types of functions require great extensions of land. Most of the old ports, located near or surrounded by urban areas do not have soon for direct expansion. That is the reason why most of the big ports are connected to inland logistics platforms, closes to the final destinations where are located the clients. Some of those platforms are connected by inland waterways. Example: Duisburg in Germany distant more than 100 km of Rotterdam and linked by barges , bigger and bigger. Another example: Bremerhaven connected by rail with more than 6 platforms and also by truck when the clients are dispersed.
►
A big problem arises if the growing volumes of containers go by truck instead of going by barge or by railway.

►
It is true that the truck is more versatile than the other modes. But the growing number of lorries circulating in the roads or in the land-based motorways of Europe is impinging consequences which are very difficult to cope with. Between Spain and France we have only two points of access one with 12.000 lorries a day, the other with 10.000. In France the congestion in motorways and the prices of the tolls are so high that many trucks go through rural roads crossing villages and small towns with levels of environmental impact very severe, indeed. And, thus, very costly to the populations.
►
So, it is urgent to put lorries out of the roads and to use more intensely railways and inland waterways. And, of course, to articulate transhipment ports with hinterland ports and inland logistics platforms.

►
all this represents a great logistics operation of multi-modal nature which requires a technical, economic and organizational command of all the steps and specially of the points of breaking of charge where great losses or great gains can occur.

►
That is the main reason why I am strongly in favour of acting upon ports, in such a way that the different types of friction (physical, economic, operational, time, etc.) which they may infringe should be reduced to the minimum possible.
►
When we look at the transport chain, we can distinguish three phrases: (1) the maritime transportation itself; (2) the port and (3) the links of the port with the clients of the freight (origin or destination). All of them require specific attention.

►
As far as the first one is concerned ships have to be very efficient, environmentally friendly, served by competent crews and equipped (ships and containers) with devices which permit to tell the clients where their cargo is, where it will arrive, whiter everything is safe… Because punctuality, safety and reliability are the requirements for a successful operation which includes a maritime leg.
►
Ports are folding-joints between water and land transportation modes (or inland waterways). They are obligatory points of passage but they have to be very lubricated in order to avoid additional costs of different orders. That is the reason why I advocate that a great attention must be ascribed to them. And to their operation. The minimum which we can do is to have a “single window” to establish the relationship between the port authorities and the liner. But many other things can be done to increase the efficiency of a port. And we need to get acquainted with what are they by knowing the values of certain indicators which can serve to benchwork a given port with average valves or even with valves which translate the best practices.
►
The links between the ports and the final destinations of cargo are, probably, the most complex part of our problem, we want to avoid road transportation and sometimes railways induce more delays than efficiency. We want to use inland waterway and we discover that the companies which assure the transportation by barges are family structured firms with an ancient sense of punctuality. We want to limit the use of trucks  and we verify that their versatility is favoured by the clients of cargo. We want to transform a transport solution into a logistics answer and we face the reluctance of clients who think that is more expensive than the usual way.
►
A great change has to take place in the land leg of the transport chain.

Where maritime feeder connections can complement the link with a transhipment port we have to incentivate its use. When a port is avoided because it is not efficient we have to discover what are the reason for that. When a given port is avoided because it is located too far from the market it is necessary that the authorities responsible for regional development find a way to make shorter in time that distance, for instance, by improving freight railway connections between that port and the market area…

And all this must be done trying to avoid distortions of the market!...

►
The title of my address refers to strategic implication of the motorways of the sea to Europe. I hope that I have made clear that we face a great challenge which is a deeper integration of our economic activity with the world activity and specially with the emergent economies: China, India, Brasil, Indonesia, … All of them connected by maritime’s links with Europe.
So, maritime transportation will go on increasing with consequences on the water side and on the land side of the transport chain.

The project of Motorways of the Sea is not only concerned with the maritime leg of that chain. It encompasses the three parts I have referred to and it requires a comprehensive approach to achieve a good result.

The severe limitations that we face on the land side of the transport chain are an additional challenge to look at the logistics operation as a whole.
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