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After a long economic cycle marked by steady growth, the current crisis forces several
European states to face a restructuring of their growth models if they want to keep the
wealth creation and the welfare state. At the same time, the gravity centre of the global
production and consumption has shifted from the Occident to other regions such as Asia
and Latin America, causing an increase in international trade and the consolidation of
large global supply chains. Hence, European growth opportunities lie on the opening of
its economy to the outside.
It is in this context that ports and infrastructure become key elements in order to
channelize the arrival and departure of goods, allowing the generation of added value
that may provide wealth to the territory. Therefore, considering the existing wide range
of ports in Europe, states, regions and port authorities are meant to maximize their
competitiveness if they want to attract these new trade flows and consequently remain
on the European port market.
In this competition, data shows a clear dominance of the North Sea ports over the
Mediterranean ports, enlarging economic differences between northern and southern
Europe. For this reason, the analysis of the source of this divergence becomes
important, from both a macroeconomic as well as from an infrastructure endowment
point of view, in order to provide solutions that may help southern countries to be
competitive and take advantage of the current trends in the global economy.
In line with this analysis, detailed observation of the characteristics of ports and
hinterlands of the north, as well as their infrastructure governance, can also be a good
tool to improve the position of the Mediterranean ports and the competitiveness of their
hinterlands. In this sense, the study of the Port of Antwerp and Flanders, being both
entities world class exporters, serves as reference for ports and southern regions with
growth ambitions, such as the Port of Barcelona, its metropolitan area and Catalonia as
a whole.
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Abstract of this document
Paraules clau: Port d’Anvers, Port de Barcelona, competitivitat portuària, cadenes
globals de subministrament, dotació d’infraestructures
Després d’un llarg cicle econòmic marcat per un creixement sostingut, la crisi actual
obliga a molts estats d’Europa a afrontar una reconversió dels seus models de
creixement si volen mantenir la creació de riquesa i l’estat del benestar. Alhora, el
centre de gravetat de la producció i el consum mundial s’ha desplaçat des d’occident a
altres regions com Àsia o Llatinoamèrica, provocant un augment del comerç
internacional i la consolidació de grans xarxes de distribució globals. Les oportunitats
de creixement europees passen doncs per l’obertura de la seva economia a l’exterior.
És en aquest context que ports i infraestructures esdevenen elements clau per a poder
canalitzar l’entrada i sortida de mercaderies, permetent la generació d’un valor afegit
que aporti riquesa al territori al que donen servei. Per tant, tenint en compte l’àmplia
oferta portuària existent a Europa, estats, regions i autoritats portuàries es veuen amb el
deure d’optimitzar la seva competitivitat si volen atraure els nous fluxos comercials i
d’aquesta manera no quedar fora del mercat portuari europeu.
En aquesta competició, les dades demostren un clar domini dels ports del Mar del Nord
davant dels ports del Mediterrani, que fa que les diferencies econòmiques entre el nord i
el sud d’Europa s’accentuïn. És per a això que l’anàlisi de l’origen d’aquesta
divergència cobra importància, tant des d’un punt de vista macroeconòmic com de
dotació d’infraestructures, per a poder aportar solucions que ajudin als països del sud a
ser competitius i aprofitar les tendències econòmiques actuals.
En línia amb aquest anàlisi, l’observació detallada de les característiques de ports i
hinterlands del nord, així com del tipus de gestió de les seves infraestructures, pot ser
també una bona eina per a millorar la posició dels ports del Mediterrani i la
competitivitat dels seus hinterlands. En aquest sentit, l’estudi del Port d’Anvers i
Flandes, ambdós potències exportadores de primer nivell mundial, serveix de referencia
per als ports i regions del sud amb ambicions de creixement, com ho són el Port de
Barcelona, la seva Àrea Metropolitana i Catalunya en el seu conjunt.
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1. Introduction to this document
1.1 Purpose of this document
The goal of this document is to provide the
reader with a general overview of some
relevant aspects in port competitiveness, in
order to contribute positively to the
recently opened debate on the need to
continue investing in infrastructures across
Europe. This debate is significantly delicate
in indebted countries such as Spain, where
several infrastructure investments have
not reached the originally expected rates
of return due to the lack of solid cost‐
benefit analysis.
In contrast, this document intends to
present seaports and their complimentary
infrastructures as an essential tool to
achieve economic growth in the current
context. In this line, it claims for a new
approach on infrastructures policy that
gives priority to port‐related developments
since it has been proved that regions with
optimal seaport facilities have overcome
the financial crisis in a better manner.
This is the case of Antwerp (Figure 1), a
dynamic and wealthy port city from the
north of Belgium that has known how to
maximize the benefits derived from the
port investments, as did many other North
Sea port cities. Thus, this document aims to
show Antwerp and the northern ports as a
benchmark frame for other port cities such
as Barcelona, a city with a similar economic
profile to Antwerp but with less a
developed port system.
This topic gains interest in a moment
where Hutchison1 has recently inaugurated
one of the most modern container
terminals in the Port of Barcelona (Figure
1

BEST container terminal
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2). To their disappointment, it has seen
that hinterland connectivity issues and a
lack of institutional support are Page | 11
undermining the potential of their
facilities.

Figure 1: Aerial view on MSC container terminal in
the Port of Antwerp

Figure 2: Aerial view on the BEST container terminal
in the Port of Barcelona

The analysis on the port competitiveness,
as well as many other infrastructure‐
related topics, is not an exact science since
there is a large amount of variables which
may follow a different behaviour
depending on the port analysed. However,
the global overview of the subject and the
study of these two ports can already give a
good approach. On the other hand, given
that port competitiveness is a very wide
area of study, several concepts will only be
introduced due to the limited extent of the
document. Should the reader be interested
in broadening his knowledge, a list of
complementary bibliography is offered at
the end of the document.

Relevant aspects in European port competition:
Cases of Antwerp and Barcelona

1.2 Methodology
Two approaches are used to show the
different the relevant aspects of European
port competitiveness.

Barcelona, June 2013

measures and policies applicable to
improve the market position of the Port of
Barcelona and its hinterland (Figure 5).
Relevant aspects in European port competitiveness

Firstly, a global vision on the world
economic trends and the importance of
European ports is presented from a top‐
down approach by characterizing some
determinant variables for the port choice
criteria, while introducing some key
concepts. A quantitative comparison
between the market situation in the North
and the South European ports is offered in
view to evaluate the impact of these
variables on the port competitiveness of
both areas (Figure 3).
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Regional economic performance

Maritime traffic performance

Port and hinterland characterization

Anwerp

Barcelona

Figure 4: Bottom‐up approach to the relevant aspects
of the European port competitiveness

World economic trends

The importance of Ports

Port competitiveness variables

Top‐
down

Bottom‐
up

Port of
Antwerp

The European port market

North‐Sourth port rivalry
Measures and policies for the
Port of Barcelona
Relevant aspects in European port competitiveness

Figure 5: Output obtained after both approaches
Figure 3: Top‐down approach to the relevant aspects
of the European port competiveness

Secondly, this analysis is carried out
through a qualitative evaluation of two
ports and their hinterlands: the Port of
Antwerp and the Port of Barcelona. By
doing so, a bottom‐up approach enables to
infer conclusions of the impact that port
and hinterland facilities can have in the
regional economies to which they serve
(Figure 4).
Finally, both approaches are put in
common in order to give a list of possible

Genís García‐Alzórriz Guardiola

1.3 Existing literature
Several authors have already put an eye on
the relevant aspects of the port
competitiveness as well as the north‐south
duality of the European port system.
In this document one can find several
references to documents produced by the
researchers of the University of Antwerp
which give a good overview on the subject.
Among them, Prof. Teo Notteboom,

Relevant aspects in European port competition:
Cases of Antwerp and Barcelona

director of the ITMMA2, stands for a wide
range of publications concerning port
competitiveness and port market analysis
(Notteboom, 2008).
On the other hand, the Spanish Saving
Banks Foundation (FUNCAS) edited a
special edition of its Economic Journal on
the Ports and Sea Transport Economy
(Papeles de Economía Española, La
Economía del Transporte Marítimo y los
Puertos). It gathers 19 papers from
different Spanish and non‐Spanish authors
that can be very useful to understand the
current trends in the European port system
(FUNCAS, 2012).
As for the hinterland connectivity of the
European Port, Prof. A. Lopez Pita from the
the
UPC‐BarcelonaTech
describes
importance
of
railway‐maritime
interconnection in his book Maritime
Transport and Railway (2004). It provides
the reader with a good understanding of
the importance of railway .for port
competitiveness (Lopez Pita, 2004).
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1.4 About this document
This document lies with the final thesis
(tesina in Catalan) of the Enginyer de
Camins, Canals i Ports degree issued by the
UPC‐BarcelonaTech University, equivalent
Page | 13
to the European MSc in Civil Engineering.
It has been written during 2012‐2013 by
Genís García‐Alzórriz Guardiola, last year
student in the specialization of Transport
Management and Urban Planning and
excellently directed by PhD Andrés López
Pita, Professor at the UPC‐BarcelonaTech
University.
For the elaboration of this document, the
author has counted on the inestimable
help of the Port of Barcelona; the Port of
Antwerp; the University of Antwerp; and
the Catalan member of the European
Parliament, Mr. Ramon Tremosa. The
author wishes to express his most sincere
gratitude for all the information provided
and their kindness during each of the
meeting in their offices3, hoping that this
document will also be of their interest.

It is also recommended to read the annual
reports from both Port of Antwerp and
Port of Barcelona since they contain many
of the data and facts which could
complement the information provided.
Finally, Ramon Tremosa explains in
Catalunya sera logística o no serà (2007)
the importance of logistics for the
economic development in Catalonia,
comparing it with the Region of Flanders,
giving a solid base to understand the
European duality when it comes to
logistics. It is also very useful to understand
the Catalan and the Flemish economy, both
being issue of this document. (Tremosa i
Balcells, 2007)
2

Institute of Transport
Management of Antwerp
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and

Maritime

3

Two interviews were made in situ for a better
comprehension of the subject: Consultant
Strategy & Development at the Antwerp Port
Authority; the Head of Market Analysis at the
Port of Barcelona
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2. World trade, growth and port competition in Europe
2.1 A global market boosting
international trade
In the context of the worst crisis ever
happened in Europe since the World War
II, the European economies are trying to
find their space in a much more globalized
world where emerging countries have
started to play a non‐negligible role.
Countries such as Brazil, Russia, India and
mainly China have become the new centre
of production of a wide range of goods and
in parallel, they have started to develop a
middle class with an increasing purchasing
power, strengthening the international
exchanges and hence, boosting global
growth.
As a result, while many of the world
economic indicators have shown a
stagnation since 2008, world trade has
proven to be in a better shape by growing
an annual average of 13,4% (Chart 1)
during the same period. This growth has
been led by developing regions such as
Asia (+17,6%) and to a lesser extent, by the
European Union (+7,4%).
Total merchandise trade (in billion $)
40.000
35.000
30.000
25.000
20.000
15.000
10.000

In line with the aggregated data, as it can
be appreciated in Table 1, trade exchanges
between the European Union and the Page | 14
emerging countries have shown a solid
growth since 2008, with the only exception
of the crisis peak of 2009.
Year

Imports

Variation

Exports

Variation

2008

491,5

12,5%

240,77

13,9%

2009

383,7

‐21,9%

197,029

‐18,2%

2010

509,8

32,9%

265,892

35,0%

2011

572,2

12,3%

321,038

20,7%

2012

577,5

0,9%

345,198

7,5%

Table 1: EU’s trade balance with BRIC countries (in
1.000 millions €)5

One of the reasons for this growth has
been the redesign of the manufacturing
processes, which are organised increasingly
through global supply chains, with goods
being handled in multiple countries that
belong to the same chain.
Factories in each country specialize in
particular processing activities and make
up a final product to be sold in third
countries,
probably
thousands
of
kilometres away from the manufacturing
origin (the so‐called vertical specialization).
Thereby, the role of logistics in the
facilitation of international trade is
acquiring a new dimension where supply
chains are becoming more transport‐
intensive (Koekman, 2012)6.

5.000
0

Asia

European Union

World

Chart 1: Total merchandise trade (sum of exports and
imports) in billions of current US dollars4
4

Own elaboration with data from World Trade
Organization
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Hence, the optimization of these supply
chains is nowadays much more dependent
on the quality and efficiency of
5

DG Trade, EU Bilateral Trade and Trade with
World,2013
6
Bernard Koekman, Global Supply Chains,
Logistic Services and International Cooperation,
World Economic Forum, June 2012
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infrastructures, logistic services and
custom‐clearance
procedures.
The
achievement of this excellence is vital for
European countries if they want to
preserve the competitiveness of their
products against the incipient industrial
powers, but it is also important to allow
the entrance of many goods with whom to
generate an added value or simply to be
sold in their markets.
The importance of improving supply chains
lies in the growing relevance of exports in
the GDP. In the European Union, the
weight of exports in goods and services
(Chart 2) has risen from 35,9% of the GDP
in 2000 to 44,7% in 2012. Forecasts
estimate that this tendency will continue
during the following years and surpass the
barrier of 45% by 2014.
Exports (% of GDP) in the European Union
50%

45%

40%

Barcelona, June 2013

New environmental challenges for the
supply chain
As exchanges and distances increase with
the globalization, greenhouse gas (GHG)
emissions multiply. In order to protect the
environment from this severe externality, Page | 15
the European Union has set a target of
reducing emissions from transport by 60%
by 2050 (European Commission, 2013)8,
encouraging both private and public
sectors to search for more efficient means
of transport and infrastructures to avoid
the future consequences of the current
unsustainable model.
The use of railway and inland navigation
for freight transportation and the
reduction of shipping distances are among
the measures being promoted by the
European Union in view to reduce the
carbon emissions. Therefore, European
governments are provided with a further
motivation for the development of efficient
supply chains, in addition to the need of
improving their competitiveness which was
mentioned in the previous paragraphs.

35%

30%

25%

20%

Chart 2: Weight of Exports in the total GDP of the
European Union (27 member states) 7

In consequence, economic policies towards
more efficient logistics and supply chains
that facilitate the exportation of goods and
services will be essential to ensure the
revitalization of the European economy. To
accomplish this goal, public sector is meant
to make an effort to consolidate a frame
where the cost of logistics and
transportation is minimized.
7

Own elaboration with data from Eurostat
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2.2 The role of infrastructures
in the economic growth
Along with tax policies, education and
regulation
strategies,
an
optimal
infrastructure planning is one of the key
factors for the improvement of the supply
chains (and thereby the competiveness and
sustainability) in which governments and
public agencies can play a determining
role.
An
adequate
infrastructure
endowment, from major ports and airports
to the most local road network (European
Commission, 2002)9, is a necessary (but not
sufficient) condition for states to enable
8

European Commission, White paper on
transport, 2013
9
European Commission, Factors determining
real convergence: Infrastructure endowment,
2002
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the development of logistic activities inside
their borders, boosting their exports and
imports and consequently their economies.
This statement has been the conclusion of
many of the authors who have studied the
relation between the infrastructures and
the economic growth, even though
methodologies to characterize the impact
of infrastructure investments were usually
very different (Snieska & Simkunaite,
2009)10. Simultaneously, other researchers
(Yoshino, 2000)11 have put in doubt this
correlation, claiming that other factors are
more relevant for the economic growth,
particularly in developed countries. So,
infrastructures are a very diverse asset
whose utility depends on many variables
such as its geographical situation, the
labour force in the country or the GDP per
capita of the users.
Notwithstanding, regardless of the
theoretical conclusions of the existing
literature, there is an empiric evidence that
countries with a better infrastructure
endowment
have
succeeded
in
consolidating very competitive economies.
If one takes a look into the Global
Competitiveness Index (World Economic
Forum, 2013)12 in the section Quality of
Overall Infrastructure, one can observe
that the majority of countries leading the
ranking show high export rates, widely
positive commercial balances, high
productivity and low unemployment rates.
Table 2 shows the Top 10 countries as for
Quality of Overall Infrastructure, and some
of the mentioned indicators, as well as the

Barcelona, June 2013

annual average growth since 2008 (the
beginning of the current crisis). This table
also includes Belgium and Spain despite
being ranked in 17th and 18th position since
they will be issue of study during the core
Page | 16
part of this paper.
R

Country

QOI

GDP
09‐11

Exp/
Imp

Unem‐
ployment

1

Switzerland

6,6

2,5%

114%

4,1%

2

Singapore

6,5

9,8%

108%

2,9%

3

Finland

6,5

3,0%

96%

7,7%

4

Hong Kong

6,5

5,8%

89%

3,4%

5

France

6,4

1,7%

84%

9,3%

6

UAE

6,4

3,2%

136%

N/A

7

Iceland

6,3

‐0,7%

106%

7,1%

8

Austria

6,3

2,4%

93%

4,1%

9

Germany

6,2

3,6%

121%

5,9%

10

Netherlands

6,2

1,3%

111%

4,4%

17

Belgium

5,9

2,1%

103%

7,1%

18

Spain

5,8

0,0%

88%

21,6%

…

Table 2: Quality of Overall Infrastructure vs.
economic indicators, 201113

These indicators show in a mere way the
correlation
between
infrastructure
endowment and wealth from a very
macroeconomic point of view and hence
many other variables for the infrastructure
evaluation are being omitted. However,
some of these countries14 share a common
feature which will serve as a starting point
for the rest of this document: many of
them host huge seaports (international
hubs). Thanks to this fact, their economies
have become highly focused in the
synergies derived from the port activities
and logistics, allowing these countries to
benefit from the rise of world trade.

10

V. Snieska and I. Simkunaite, Socio‐Economic
Impact of Infrastructure Investments, Kaunas
University of Technology, 2009
11
Prof. Yoshino et al, The Role of infrastructure
in Economic Development, 2000
12
World
Economic
Forum,
Global
Competitiveness Report, 2013
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13

Own elaboration with data from the World
Bank Database, the World Trade Organization
and the World Economic Forum
14
Singapore, Hong Kong, UAE, Netherlands,
and Belgium, because of their size compared to
the ports they host
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Thereby, two questions can be formulated:
why do ports have such impact on the
economy of the regions/states that host
them? And what is what makes those
regions/states more attractive to host port
hubs and all the economic activity
generated?

Determining factors in port choice
criteria
Port choice criteria makes reference to the
aspects from seaports and their
hinterlands that actors involved in global
supply chains consider when choosing a Page | 17
harbour to carry out their operations.

2.3 The importance of Ports in
global supply chains

Traditionally, port choice has been based
only on the internal weaknesses and
strengths of harbours (Notteboom, 2008)16
such as its geographic location, physical
and technical infrastructure, due costs,
warehousing availability, port reputation or
other intrinsic characteristics of each port.

The business of maritime transportation
has
experienced
a
remarkable
transformation since the introduction of
the use of the standardized containers
(TEUs). Economies of scale have developed
based on port concentration, enlargement
of the vessels capacity and an
improvement of intermodal corridors
(mainly rail and barge transportation)
which have allowed the expansion of their
influence areas.
All this progress in view to satisfy the needs
of multinational companies which more
and more depend on global supply chains,
as it has been seen earlier in this
document. Figure 6sums up the port
logistics chain and the role each actor plays
(Vanelslander, 2012)15.
Origin

Owner of the goods/shipper

D. Centre

Hinterland transport company

Port

Terminal operating company

Sea

Shipping company

Port

Terminal operating company

D. Centre

Hinterland transport company

Destination

Receiver of the goods

Whereas, nowadays port choice is more
determined by the availability of ports to
exploit the synergies with other means of
transport and other actors involved in the
logistic network to which the port belongs.
Ports that will be in a better position to be
chosen will those that minimize the sum of
sea, port and inland costs by integrating
the whole supply chain. Despite the huge
complexity, some factors have proved to
be successful to attract global supply
chains and maritime transport (Meersman
& Voorde)17:
‐
‐
‐
‐

16

Figure 6: The port logistics chain
15

Thierry Vanelslander, Port Network
Development and Actor Strategies, Port
Economics Course, University of Antwerp, 2012
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Existence of trade flows and industrial
activity
Optimal geographical situation
Pricing strategy of port authorities and
terminal operators
Support of the public sector by
financing port infrastructure and
maritime access or subsidies

Teo Notteboom, The relationship between
seaports and the intermodal hinterland in light
of global supply chains, ITMMA, University of
Antwerp, 2008
17
Hilde Meersman, Eddy Van de Voorde, Port
Competition within the Maritime logistics Chain
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‐

‐

Capacity and efficiency of the
connecting
infrastructures
and
corridors
Reliability
and
availability
of
alternatives in case of disruptions in
the logistics chain

Then, seaports that manage to give an
optimal answer to traditional and modern
port choice criteria will be able to attract
the value added activities derived from the
goods throughput, benefit from the
increase of global supply chains and finally
generate economic growth for the
regions/states in which they are located.
The role of port authorities in the port
competitiveness
A port authority is a public (or sometimes
private) company in charge of the port
management. Its competences vary
depending on the legislative frame of each
country but in general, all port authorities
share a common goal: contributing to
improve the competitiveness of the ports
they are managing. Hence, port authorities
have a very important role in the port
choice criteria since they can actively
participate in the integration of supply
chains by improving intermodal transport,
optimizing vessels operations, stimulating
intra‐port competition or facilitating the
communication between port actors,
among other measures.
Their
capability
to
back
port
competitiveness depends on several
factors, but there is a general agreement
that it grows with the size of the port. With
the rise of global supply chains and the
financial crisis, the role of port authorities
is acquiring a more active involvement.
According
to
the
Strategy
and
development department (Cuypers)18 of
18

Koen Cuypers, Modal Shift Policy, Port of
Antwerp
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the Port of Antwerp, the new frame for
Port Authorities will be as Table 3 shows:
Today

Tomorrow

Capacity oriented policies

Quality oriented policies

Strong infrastructural focus
Competition driven
community
Support to environmental
projects

Improvement of efficiency
of the supply chain around
the ports
Cooperation, dialog and
common action between
public and private sector
Firm policy of internalised
sustainable development

Table 3: Port Authorities trends for the future

European ports: the European
gateways for the world trade
The relationship between world trade,
global supply chains and maritime
transportation has motivated a spectacular
growth
in
the
port
throughput
management. This tendency has been
notable in Europe (Table 4), where in spite
of the financial crisis of 2008, the port
traffic has always grown above the GDP
during the last 10 years. This growth has
been especially remarkable in the
containers movements.
Port

2000

2011

CAGR

Rotterdam

6.245.650

14.729.954

8,1%

Hamburg

4.466.196

9.035.091

6,6%

Antwerp

4.082.334

8.316.776

7,1%

Bremerhaven

2.782.294

5.911.217

7,1%

Valencia

1.303.958

4.338.333

11,5%

Algeciras

1.478.856

3.583.452

8,4%

Gioia Tauro

2.471.432

3.307.005

2,7%

Felixstowe

2.825.344

3.248.593

1,3%

Le Havre

1.392.510

2.221.850

4,3%

Barcelona

1.399.608

2.005.826

3,3%

TOP 10

28.448.182

56.698.097

6,5%

GDP EU‐27

9.200.992

12.647.488

2,9%

Table 4: Evolution of TEUs handled in the top 10
ports19
19

Eurostat, data for the TEUs handled in the
top 10 European ports.
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As Table 4 shows, the sum of the
containers handled in the top 10 ports of
Europe had an annual average growth of
6,5% from 2000 to 2011, while the GDP of
their European Union20 only grew with an
annual average of 2,9%.
One can see that the growth of the
European ports was very diverse, ranging
from the 11,5% of Valencia to the only
1,3% of Felixstowe. When it comes to
Antwerp and Barcelona, as an anticipation
of what is going to be analysed deeper in
the
following
chapters,
Antwerp
experienced an outstanding CAGR of 7,1%,
whilst on the other hand, Barcelona only
grew a CAGR of 3,3%.
Chart 3 shows the strong correlation
between the world trade and the TEUs
handled in the top 10 European ports:
World Trade vs TEUs Top 10 European ports
(2000‐2011)
70

TEUs top 25 (millions)

60

Barcelona, June 2013

intra‐EU trade remains the driver of the
whole freight movements in the European
Union (two thirds of the total movements).
Table 4 also reflects the proximity of the
most important ports of Europe in terms of Page | 19
container throughput, with the four
leading ports located within a very few
kilometres (only 560 km separate Antwerp
and Hamburg by road22), generating a hard
port competition for a similar area, but also
a supremacy over the rest of the European
ports (Notteboom, 2008).
These ports (Rotterdam, Hamburg,
Antwerp and Bremerhaven) give service to
the so‐called classical European Blue
Banana (Figure 7).
The Blue Banana is an area containing the
majority of the European population with a
high purchasing power and a high
industrial production. The economic
development of the Mediterranean region
made the classical Blue Banana expand
until a bigger area (light blue)23.

50

40

30

20

10

0

World Trade (1.000 million US $)

Chart 3: Correlation between world trade and TEUs
handled in the top 10 ports in Europe, 2000‐201121

It is worth to outline that despite the
growing importance of non‐EU trade, the
20

Eurostat, data for the GDP of the EU‐27 in
millions of current euros
21
Own elaboration with data from Eurostat and
the World Trade Organization
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Figure 7: The European Blue Banana
22
23

According to Google Maps
Cushman & Wakefield
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The ESPO association classifies the ports in
Europe according to its geographical
situation:
a) Hanse: Belgium, Germany, Denmark,
Netherlands, Finland, Sweden, Norway
and Iceland.
b) New Hanse: Poland, Lithuania, Latvia
and Estonia.
c) Anglo‐Saxon: UK and Ireland.
d) Latin: France, Portugal, Spain, Italy,
Malta, Greece, Cyprus and Israel.
e) New Latin: Slovenia, Croatia, Bulgaria
and Romania
A study on port governance (European Sea
Ports Organisation, 2012)24 concluded that
those ports not only did they share a
physical location but also very similar
management and functional features. It
also stated what many other economic
indicators show in Europe: the existence of
a north‐south duality (Le Havre‐Hamburg
range versus the Mediterranean range).

Barcelona, June 2013

Scheldt River (its sea entrance) was
blocked by the Dutch. Afterwards, the
majority of the European maritime traffic
went back to the Mediterranean (Genoa)
for a few years.
Page | 20
Later on, it moved north again to
Amsterdam where it remained during two
centuries until the rise of the British
Empire, with London as the new European
trade hub. After the World War II, the
faster economic recovery of the Northern
Europe induced by the Marshal Plan and
the creation of the EEC established the
basis of the current seaport differences
between North and South.
Nowadays, the Le Havre‐Hamburg range
clearly dominates European container
throughput with nearly half of the market
share, while the Mediterranean ports only
accounted with less than a third of the
market share (Notteboom, 2012) (Chart 4).
Container market share (2010)

2.4 The North‐South port
competition: an imbalanced
battle for more than TEUs

Others

Uk range

As it has been seen in the previous point,
nowadays there is a clear dominance of the
Northern Europe ports in terms of goods
throughput. However, this commercial
hegemony has not always been constant
but cyclic during the history (Braudel,
1985)25.
Before the 16th century, Venice was the
origin and destination of nearly all the
European exchanges with Asia. At that
point, the centre of gravity of the European
trade moved north to Antwerp whose
Golden Age lasted until 1550, when the

Le Havre‐
Hamburg
range

Mediterra
nean range

Chart 4: Container throughput market share in the
European ports, 201026

This competition takes place in a common
frame ruled by the aims of the European
Union for a Convergence; Regional
competiveness and employment; and
European territorial cooperation (European

24

European Sea Ports Organisation (ESPO) Port
Governance, 2012
25
Fernand Braudel, La dynamique du
capitalisme, 1985
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26

Teo Notteboom, Dynamics in port
competition in Europe: implications for the
North Italian ports, 2012
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Commission, 2006)27. Many of the financial
and planning tools of the European Union
(ERDF, CF, EIB, TEN‐T …)28 have been used
to provide the Mediterranean regions with
better infrastructures in views to reduce
the existing gap with the North Sea area.
Private sector and state governments also
contributed to this task.

Having regard to the relationships
observed during this document (world
trade, global supply chains, GDP growth,
infrastructure quality, TEUs …), it seems
evident that the fight for the control of
these trends will be essential for the Page | 21
economic and social progress of both
Northern and Southern Europe.

Thus, from the 80’s until the middle of the
past
decade,
great
infrastructure
investments in the Mediterranean seaports
have enabled the emergence of ports such
as Valencia, Gioia Tauro or Algeciras.
Nevertheless, this trend has reversed
during last years in consonance with the
better economic performance of the
Northern countries compared to the
Southern countries and the reduction of
the European funds.

Hence, Policy makers from both areas face
the challenge to develop integrated port
and hinterland strategies capable to make
their regions, also at an intraregional level,
more attractive than its competitors. With
no doubt, a key element to succeed in this
competition will be satisfying the port
choice criteria of the different actors
involved in the global supply chains.

The future of this duality remains open
despite the current North dominance. It
will be linked to the future of the maritime
transport which is forecasted to come from
these three global trends (Vanelslander,
2012)29:
a) Increasing global trade volumes
b) Increasing wealth in emerging regions
such as Asia, Latin America and North
of Africa.
c) Increasing involvement in ports from
transport operators (integration of
supply chains, intermodal transport…)

Characterization of the Le Havre‐
Hamburg range and the Algeciras‐
Livorno range
The study on the main facts each the port
ranges hinterlands can be very useful to
understand the current market situation.
Given that there are no unique criteria to
establish the area of influence of each port,
it has been considered an area within 500
kilometres by road30 from any of the ports
in each range. By doing so, one avoids the
overlapping of both hinterlands.
After the characterisation of their
economic situation and their infrastructure
endowment, an analysis on weaknesses
and strengths of both port ranges is going
to be presented.

27

Regulation (EC) No 1080/2006 of the
European Parliament and of the Council of 5
July 2006 on the European Regional
Development Fund and repealing Regulation
(EC) No 1783/1999
28
ERDF: European Regional Development Fund;
CF: Cohesion Fund; EIB: European Investment
Bank; TEN‐T: Trans‐European Transport
Network
29
Thierry Vanelslander, Port Network
Development and Actor Strategies, Port
Economics Course, University of Antwerp, 2012
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Table 5 and Table 6 show the ports
considered in each port range and the
approach of the regions of their influence
(hinterland), according to the NUTS 2
European regions definition.

30

Distances measured by Google Maps and its
itinerary tool.
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Le Havre‐Hamburg
Main ports
Le Havre (FR)
Zeebrugge (BE)
Antwerp (BE)

Rotterdam (NL)
Bremerhaven (DE)
Hamburg (DE)

Regions included in the hinterland
Belgium (BE)
Denmark (DK)
Alsace (FR)
Basse‐Normandie (FR)
Bourgogne (FR)
Bretagne (FR)
Centre (FR)
Champagne‐Ardenne (FR)
Haute‐Normandie (FR)
île‐de‐France (FR)
Lorraine (FR)
Nord‐Pas‐de‐Calais (FR)
Pays de la Loire (FR)
Picardie (FR)
Poitou‐Charentes (FR)
Berlin (DE)
Brandenburg (DE)
Bremen (DE)
Hamburg (DE)
Hessen (DE)

Mecklenburg‐Vorpommern
(DE)
Niedersachsen (DE)
Nordrhein‐Westfalen (DE)
Rheinland‐Pfalz (DE)
Saarland (DE)
Sachsen (DE)
Sachsen‐Anhalt (DE)
Schewig‐Holstein (DE)
Thüringen (DE)
Luxembourg (LU)
Netherlands (NL)
Lubuskie (PL)
Zachodnio‐Pomorskie (PL)
Sydsverige (SE)

Table 5: Ports of the Le Havre‐Hamburg range and
the regions they are serving
Le Havre‐Hamburg
Main ports
Algeciras (ES)
Valencia (ES)
Barcelona (ES)
Marseille (FR)

Genoa (IT)
La Spezia (IT)
Livorno (IT)

Regions included in the hinterland
Vorarlberg (AT)
Aquitaine (FR)
Auvergne (FR)
Languedoc‐Rousillon (FR)
Midi‐Pyrenées (FR)
Provence‐Alpes‐Côte d'Azur
(FR)
Rhône‐Alpes (FR)
Abruzo (IT)
Emilia‐Romagna (IT)
Friuli‐Venezia Giulia (IT)
Lazio (IT)
Liguria (IT)
Lombardia (IT)
Marche (IT)
Molise (IT)
Piemonte (IT)
Bolzano/Bozen (IT)
Trento (IT)
Toscana (IT)
Umbria (IT)
Valle d'Aosta (IT)

Veneto (IT)
Alentejo (PT)
Algarve (PT)
Andalucía (ES)
Aragón (ES)
Castilla‐La Mancha (ES)
Catalunya (ES)
Comunidad de Madrid (ES)
Comunidad Foral de Navarra
(ES)
Comunitat Valenciana (ES)
Extremadura (ES)
La Rioja (ES)
Región de Murcia (ES)
Switzerland (CH)

Table 6: Ports of the Algeciras‐Hamburg range and
the regions they are serving
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Figure 8 shows the area of influence of the
Le Havre‐Hamburg range (in light brown)
and the area of influence of the Algeciras‐
Livorno Range (Notteboom, 2008)31. It can
be observed that both hinterlands do not
have points in common when considering Page | 22
the 500 km consideration, then no physical
competence is played inside of them.
Nevertheless, if one considers areas of
influence of 1000 km by road (Figure 9),
overlapping appears in many regions.
Nearly the whole France, Wallonia (BE),
Luxembourg, Switzerland, Euskadi (ES), the
Italian Alps, the north of Austria, the south
of Germany and the east of Czech Republic
become shared regions by both port
ranges.
Macroeconomic characterization of
both hinterlands
According to data of the Regional statistics
by NUTS 2, the Le Havre‐Hamburg range
and the Algeciras‐Livorno range (500 km)
can
be
characterized
from
a
macroeconomic point of view as it follows
(Table 7 and Table 8):
Le Havre‐Hamburg (2010)
Variable

Value

% EU 27+CH

Surface

700.693,45 km

16,0%

Population

134.366.084 inhab.

26,3%

Density

191,76 inhab/ km

163,6%

GDP

4.215.661,5 M €

34,3%

GDP/capita

31.374,4 €

126,4%

2

2

Table 7: Macroeconomic facts of the Le Havre‐
Hamburg range, 201032

31

The Algeciras‐Livorno Range is considered
instead of the whole Mediterranean Range by
following Teo Notteboom’s publications
32
Own elaboration with data from Eurostat
NUTS2
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Figure 8: 500 km by road hinterlands 33

Figure 9: 1000 km by road hinterlands:34

33
34

Own elaboration
Own elaboration
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Weight of the port ranges on the EU27+CH
total GDP

Algeciras‐Livorno (2010)
Variable

Value

% EU 27+CH

70,0%

Surface

789.190 ,20 km

18,1%

60,0%

Population

103.199.043 inhab.

20,2%

50,0%

Density

130,8 inhab/ km

111,6%

40,0%

GDP

2.935.618,5 M €

23,1%

GDP/capita

28.446,2 €

111,6%

2

2
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30,0%

20,0%

10,0%

Table 8: Macroeconomic facts of the Algeciras‐
Livorno range, 201035

One can see that the northern ports give
service to a denser area and richer area,
representing one third of the total GDP of
the EU27+Switzerland while it only
represents a quarter of the population. On
the other hand, the southern ports are also
above the European economic averages,
mainly due to the fact that they feed the
wealthier areas of Italy and Spain, as well
as the entire Switzerland. However,
Algeciras‐Livorno keeps far from the
economic performance of the Le Havre‐
Hamburg (15 points of difference in terms
of EU27+CH average).
If we take a look at the evolution of these
indicators, one can see that the weight of
both port ranges on the total GDP of the
European Union + Switzerland has kept
very stable during the last decade, slightly
growing from a 56,9% of the GDP in 2000
to a 57,1% in 2010 (Chart 5). This little
growth in the relative GDP has been led by
the Mediterranean ports, with increased
from a 22,5% of the GDP in 2000 to a
23,5% in 2010, while during the same
period, the northern hinterland lost
weight, from a 34,4% of the EU27+CH GDP
to a 33,6%.

0,0%

Algeciras‐Livorno

Chart 5: GDP of the Le Havre‐Hamburg and the
Algeciras‐Livorno ranges (out of the EU27+CH GDP) 36

This fact is due to a shortening of the
differences between the total GDP and the
GDP/capita of both regions during the last
decade (Chart 6).
GDP/capita of the port ranges

32000

30000

28000

26000

24000

22000

20000

18000
2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010

Algeciras‐Livorno

Own elaboration with data from Eurostat
NUTS2
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Le Havre‐Hamburg

Chart 6: GDP per capita of the Le Havre‐Hamburg
37
and the Algeciras‐Livorno ranges
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Chart 6 also shows that the hinterland of
the Le Havre‐Hamburg range recovered
faster from the 2008 crisis than the
Algeciras‐Livorno one. It must be pointed
out that although Switzerland is closer to
the Mediterranean harbors, its economy is
has a behavior completely different (and
better) than the other regions included in
the
Algeciras‐Livorno
range,
and
consequently, it is a buffer for the global
performance of the whole range. It
represents then an opportunity for the
southern ports, especially those situated in
the Gulf of Genoa and Barcelona, not to
depend exclusively on the economies of
their own countries, whose economic
evolution is much poorer.
Infrastructure characterization of
both hinterlands
When it comes to the infrastructure
endowment, Chart 7 and Chart 8 show the
main differences between the northern
hinterland and the southern hinterland.
Infrastructure endowment (km) (2010)
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Chart 8: Infrastructure density of the Le Havre‐
Hamburg and the Algeciras‐Livorno ranges, 201039

In the same line as the macroeconomic
variables, the infrastructure endowment of
the Le Havre‐Hamburg range shows a clear
superiority over the one of Algeciras‐
Livorno range. This difference is even
wider when putting the length of each of
the transport networks relative to the
surface of the hinterlands. The only
network with similar length and density is
the motorway network, although there is
still a northern dominance in this field.
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Chart 7: Infrastructure endowment of the Le Havre‐
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Hamburg and the Algeciras‐Livorno ranges, 2010
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As for the inland waterways, there is a
geophysical reason for the huge difference
between both areas. While Northern
Europe enjoys a wet climate with mighty
and wide rivers and a flat topographic
configuration, the Mediterranean region
has short and seasonal rivers and a very
steep topography. In consequence, a dense
network of canals and navigable rivers has
been built in the North, allowing its ports
to connect with their hinterland though a
less congested and cleaner mean of
transport. Moreover, thanks to the Rhine‐
Danube interconnection, the Le Havre‐
Hamburg port range is connected directly
39

Own elaboration with data from Eurostat
NUTS2
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to the Eastern Europe market by vessel.
Whereas, the development of this
infrastructure in the South has been much
more limited and restricted to the Rhone
River basin.
A similar imbalance appears when
comparing the railway network of both
areas. However, contrarily to the inland
waterways network, the reason for this
difference goes further than purely
topographical
aspects
(also
more
favourable in the North). So, the
commitment to the development of the
rail freight and passenger transport in the
North has been much higher than in the
South, especially in Spain and Portugal,
where rail freight transportation remains
residual due to its different rail gauge.
Again, Switzerland shows a huge disparity
with its hinterland partners, even
presenting a higher railway density than
the northern countries.
As a consequence of their infrastructure
endowment, both hinterlands show slightly
different modal splits (Chart 9).
Modal split (2011)
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Chart 9: Modal split of the freight transport in the Le
Havre‐Hamburg
and
the
Algeciras‐Livorno
ranges,201140
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Own elaboration with data from the modal
split in each of the countries forming both port
ranges, Eurostat, 2011
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Weaknesses and strengths of both
port ranges
All this data reflects the stronger position
of the Le Havre‐Hamburg range in front of
the Algeciras‐Livorno. So, as Northern
regions
offer
better
infrastructure Page | 26
interconnectivity, they become more
attractive for companies wanting to
develop their logistic activities in the frame
of the global supply chains. Moreover, the
higher density and bigger economy size of
Le Havre‐Hamburg range makes it have a
larger critical mass, a very important
concept
when
investing
in
big
infrastructures such as railway corridors,
container
terminals
or
European
Distribution Centres.
Nonetheless, not all the features of the
Algeciras‐Livorno range are weaknesses
when comparing it with the Le Havre‐
Hamburg range.
The first and foremost strength of the
Mediterranean ports makes reference to
their geographical situation. As it was
mentioned earlier, one of the global trends
in the maritime transportation is the
increase in wealth in t emerging regions
such as Asia, Latin America and North
Africa which will consequently boost
maritime trade between these areas and
Europe (see the beginning of this chapter).
Sea routes between Southern Europe and
Asia are supposed to be up to 5 days
shorter than sea routes heading to North
Sea gateways (Notteboom, 2008)41, and
consequently a save in sea transport and
environmental costs (Lopez Pita, 2004)42.

41

Teo Notteboom, The relationship between
seaports and the intermodal hinterland in light
of global supply chains, ITMMA, University of
Antwerp, 2008
42
Prof. A. Lopez Pita, Maritime Transport and
Railway, UPC‐BarcelonaTech, 2004
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As for environmental costs, studies
forecast that carbon emissions due to sea
transport between Asia and Europe may
multiply per three during the following ten
years if sea routes keep using Le Havre‐
Hamburg as their gateway to Europe.
However, if Algeciras‐Livorno ports became
the entrance for these goods, and inland
transport was used to reach the centre of
Europe, carbon emission would only
increase by a 47%43.
This market opportunity is being exploited
by many of the Algeciras‐Livorno range to
attract new investments and enlarge their
capacity. This is the case of the port of
Valencia, Barcelona (issue of this
document), Marseille and Genoa, who
have recently inaugurated new container
terminals. However, as a result of the
worse connectivity conditions in the South,
it is estimated that nowadays a 75% of the
international trade flow of Europe is still
channelled through the northern ports44.
A further strength of the Algeciras‐Livorno
port range refers to labour costs (Chart 10).
Companies seeking for low production
costs for their factories will not only search
for cheap logistic costs but also for good
productivity levels with inexpensive human
resources. Despite the existence of big
differences inside both port ranges,
average labour costs in North are nearly a
25% more expensive than in the South:
Regions under the influence of Le Havre‐
Hamburg port range average an annual
labour cost per worker of 54.116€ in
industrial companies, while labour costs in
industry in regions under the influence of
the Algeciras‐Livorno port range only
average 43.490€ per worker and year
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(including Switzerland, with one of the
highest labour costs in Europe). Thus,
additional costs resulting from a worse
infrastructure endowment and a more
inefficient
logistic
chain
can
be
Page | 27
compensated.
Labour costs (industry) per worker/year
(2008)
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Chart 10: Labour costs(industry) in each of the port
45
ranges, 2008

Initiatives set up in order to rebalance
the north‐south duality
In view to shorten the historical
infrastructure endowment gap and with
the determination to improve the
Mediterranean ports position, several civil
and institutional initiatives have been
undertaken. For instance, at a port
authority level, the ports of Barcelona,
Marseille and Genoa created in 1998 the
Intermed Association46, whose goal is to
coordinate common policies and standards
in order to become an alternative to north
ports.
Other examples of entities promoting the
south ports are the FERRMED47 association,
aiming to connect the European economic
axe West Mediterranean‐Rhone‐Rhine‐
Scandinavia through a rail freight corridor
45

43

Port of Barcelona, Press release, 15
November 2012
44
Intermed association
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Own elaboration with data from Eurostat
NUTS2
46
See www.intermed‐ports.org
47
See www.ferrmed.com
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(Figure 11); or the CETMO48 organisation,
an agency created in the 80s with the
purpose to support coordinated transport
policies in both sides of the Western
Mediterranean as well as the promotion of
transport and logistics research.

Barcelona, June 2013

competitiveness to the Le Havre‐Hamburg.
If the Western Mediterranean regions
want to benefit from the rise of world
trade and the synergies of global supply
chains, it seems clear that they will have to
make an extra effort in the context of the Page | 28
current crisis to promote an optimal
infrastructure investment. As government
budgets become more and more
restrictive, the financial collaboration from
European institutions and more flexible
funding tools such as PPPs could be
determinant to achieve the goal to
overcome the North‐South imbalance.

2.5 Conclusions

Figure 10: The FERRMED axis49

Some measures have already been taken in
direction. For instance, the Spanish
government has provisionally connected
the port of Barcelona to the International
rail gauge, allowing the direct connection
of freight trains from Barcelona to France
despite still having some compatibility and
capacity issues such as the length of the
train sidings (currently under 750 metres
long) or the electrification of both sides of
the border (Lopez Pita, 2004)50. In a near
future, a new mixed (passengers‐freight)
traffic high‐speed rail will improve
considerably
the
Mediterranean
connectivity with the centre of Europe.
Bearing everything in mind, there is still a
long way to go for the Algeciras‐Livorno
range ports to reach similar levels of
48

See www.cetmo.org
Own elaboration based on FERRMED axe
50
Prof. A. Lopez Pita, Maritime Transport and
Railway, UPC‐BarcelonaTech, 2004
49
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Once reached to this point, this document
has already provided a good notion of
several relevant aspects of port
competitiveness. The study has focused in
the world trade context, the importance of
the efficient infrastructures in this frame,
the role of sea transport and the current
situation of European ports ‐ characterized
by the hegemony of North ports in front of
South ports. A top‐down methodology has
been used for this analysis, using economic
and infrastructure variables from a global
point of view, for then reaching a more
local dimension.
The following part of this document
intends to reformulate this analysis from a
bottom‐up methodology, applying it to two
major and dynamic port cities located
which perfectly reflect the North‐South
rivalry for the global supply chains:
Antwerp and Barcelona.
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3. Analysis on two port cities: Antwerp and Barcelona
3.1 An example of interregional
port competence for global
supply chains

to host port hubs and all the economic
activity generated? After the top‐down
analysis made in chapter 2, it becomes Page | 29
interesting to observe different examples
of infrastructure and economic strategies
carried out in specific cities and see their
market position to attract international
container throughput and host activities
derived from global supply chains and
world trade.

Following what has been seen in the
previous chapter, it seems highly probable
that the world economic progress for the
following years will be conducted by the
increase of world trade, the growth of
emerging countries and the integration of
global supply chains. The importance of
ports in this context is vital for regions to
profit from the value added activities
inherent to these tendencies.
At a
European level, Northern Europe has
shown to be in a better position to
channelize the augmentation of goods
throughput than Southern Europe by
owning
a
better
infrastructure
connectivity, a higher critical mass and a
favorable historical background.

As it has already been anticipated, the
cities chosen for this analysis are Antwerp
and Barcelona (Figure 11). The reason for
this choice goes beyond a simple academic
review, but it aims to contrast the potential
of Barcelona, as a South European port
city, to compete with a North European
port city, being Antwerp a successful city
when it comes to developing port and
logistics activities.

In this context, regions and cities from
North and South compete to attract trade
flows between the emerging countries and
Europe. This competition takes place in an
interregional level (North ports vs. South
ports), an intraregional level (North ports
vs. North ports and South ports vs. South
ports) but also in an intra‐port level
(Terminal A vs. Terminal B in the same
port). The last competition level is not an
issue of this document but it remains a key
aspect for the general competitiveness of
ports and the regions that host them
(Langen & Pallis, 2005)51.

Figure 11: Location of Antwerp and Barcelona

This is where one goes back to the
question formulated in chapter 2: what is
what makes regions/states more attractive
51

Peter W. de Langen and Athanasios A. Pallis,
Analysis of the benefits of Intra‐ports
competition, Erasmus Univeristy Rotterdam and
University of the Aegean, 2005
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With this purpose, after a deep analysis of
the features, strengths and weaknesses of
each of these ports, a comparison between
them is presented in this chapter by
analysing their goods throughput, port
facilities.
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This comparison is complemented by an
analysis of each of their nearest
hinterlands similar to the analysis done
between the Le Havre‐Hamburg port range
and the Algeciras‐Livorno port range.
Chapter 4 will provide a list of possible
measures for the Port of Barcelona and its
hinterland so that both can contribute in a
better way to improve the market position
of Barcelona and Catalonia in the global
supply chains.

3.2 The port of Antwerp
Also known as Haven van Antwerpen in
Dutch, the Port of Antwerp is a Belgian
port located in the north of the city of
Antwerp, in the upper end of the tidal
estuary of the river Scheldt, 80 km inland
of its mouth. It is considered the economic
driving force of Flanders ‐ the Dutch‐
speaking region of Belgium ‐ and it is the
centre of a large industrial, infrastructure
and logistics area that enables Belgium to
have the highest exports per capita rate in
Europe and the 3rd in the world52, just
behind Hong Kong and Singapore.
Thanks to its strategic situation in the
centre of the Le Havre‐Hamburg port range
(, the Port of Antwerp gives service to the
most industrialized area of Europe and its
hinterland extends far away from the
Belgian borders, ranking the 3rd in Europe
and the 15th of the world in terms of TEUs
transported through the port (8,63 million
in 2012)53 and 2nd in terms of total cargo
turnover (184 million tonnes in 2012).
Notwithstanding, the key of this success
lies not only in its geographical situation
but also in the result of an optimal

Barcelona, June 2013

investments policy driven by both public
and private sector. Those investments have
helped the Port of Antwerp and its
surrounding area to develop a high‐
qualified and competitive economy based
on exportation of goods and logistics. Thus, Page | 30
many of the top exporting companies in
the world have established factories or
distribution centres inside or close to the
Port of Antwerp, making it a world major
industrial cluster in sectors such as
chemicals or automotive.
This excellent performance takes place in
the frame of highly competitive port range,
where the top 4 seaports in Europe
operate. So, Antwerp is located within 100
km of Rotterdam, Zeebrugge, Dunkirk, and
within 500 km of Amsterdam, Le Havre,
Bremerhaven and Hamburg. The market
share of the port of Antwerp has always
been around a 16% of the total throughput
in tonnes, as (Chart 11) shows it. The port
of Antwerp is also defined as a Hanse port
in the Scheldt‐Maas‐Rhine Delta area.
Le Havre‐Hamburg market share (2012)
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Chart 11: Market Share in the Le Havre‐Hamburg
port range (total throughput), 201254
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World Trade Organization, International
trade statistics, 2011 and Eurostat, population
data for Belgium, 2011
53
Daily‐cargo, World’s Top 25 container
handling ports in 2012
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Own elaboration with data from the Port of
Rotterdam
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Figure 12: Location of the Port of Antwerp in the north of Belgium

Main features of the Port of Antwerp
The Port of Antwerp is not only a port but
also a gigantic logistic hub that joins sea
transport with all the other means: road,
railway, inland waterways and pipeline
transport. In the following table one can
observe the main features of this
agglomeration of infrastructures inside the
port area:
Port of Antwerp (2012)
Total Surface

13.057 ha (2.028 ha of water)

Quay length

157 km

Railway length

1061 km

Road length

409 km

Covered storage

540 ha

Liquid bulk storage

5,5 million m

Silos storage

300.000 m

Pipelines length

980 km

Locks

6

Bridges

21

Docks

30

hosted the main part of the port facilities,
while the Left bank (5.818 ha) has been
place for the most recent port expansions
(see the Port of Antwerp’s map, Figure 13).
Despite being an inland seaport, meaning it
is not located in the sea coastline but in a
river, the port of Antwerp can receive
vessels with a draught up to 13,1 metres,
independently of the tide level. Tides and
river bathymetry have always been an
issue for port operations in Antwerp, as
they limited the size of vessels size the
port. Though, in order to give solution to
this constraint, the Scheldt was widened
and deepened in 201056.

3

3

Table 9: Main features of the Port of Antwerp55

The port develops its activities in both
banks of the Scheldt River (Right and Left).
The Right bank (7.239 ha) has historically

The port hosts 7 container terminals
(Figure 14), offering a total capacity of 15
million containers handled per year (an
80% of extra capacity) and averaging 42
crane movements per hour. Every terminal
has tri‐modal access (road, rail and barge
connection) which enables containers to
reach its hinterlands through any mean of
transport.
56

55

Port of Antwerp, 2013
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VTS‐Scheldt (Common Nautical Management
of the Scheldt River)
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Figure 13: Map of the Port of Antwerp57

Figure 14: Map of the container terminals in the Port of Antwerp 58
57
58

Port of Antwerp, 2013
Port of Antwerp, 2013
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Governing institution: The Antwerp
Port Authority
Founded in 1996, the Antwerp Port
Authority is an independent, municipally‐
owned company with its own powers of
decision‐making and personnel policy. Its
board of directors includes representatives
from all the actors involved in the port
interests: industry, port companies, land
users and nature associations as well as
City Council members (Port of Antwerp,
2012)59.
Apart from the traditional tasks of a port
authority, it is also facing the challenge to
be the link between the foreland and the
hinterland, in the context of the growth of
international supply chains. To do so, the
Port Authority of Antwerp acts as a
facilitator, intermediary and initiative‐taker
for both sides of the chain (Port of
Antwerp, 2013)60.
Another remarkable role of the Port
Authority is acting as a landlord of the sites
in the port area. It owns and manages
nearly 40 million m2 as well as the right of
prior purchase of any other real estate
property not of its property (under
decree). It allows the Port Authority to
develop a strategic land use policy through
concession
agreements
with
port
companies, logistic companies and
industries, helping the creation of added
value and increasing the competitiveness
of the Port of Antwerp in the logistic chains
and thus improving its market position.
The Port Authority delegates its day‐to‐day
functions an Executive Committee, who
must not hold any political office. The Chief
Executive Officer of the Port Authority of
Antwerp, as well as of the Executive
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Committee, is Eddy Bruyninckx. It has 8
foreign representatives.
Intermodal transport in the Port of
Antwerp
The modal share in the Port of Antwerp is Page | 33
increasingly more diversified. With an eye
on the new environmental standards and
the need of multimodality in global supply
chains, the Port Authority has established
an ambitious goal for the modal split of the
containers moved through its domains for
2020, as Chart 12 shows it:
Modal split in Antwerp (TEUs)

2020

2011

11%

1999

9,3%

60

Port of Antwerp, Annual Report 2011, 2012
Port of Antwerp, Annual Report 2012, 2013
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Chart 12: Modal split in the Port of Antwerp
61
(containers handled in the port area)

Railway connectivity
The Port of Antwerp is a central node of 3
of the European Rail Freight Corridors:
RFC1 (Rotterdam/Zeebrugge‐Genoa); RFC2
(Rotterdam‐Lyon/Basel)
and
RFC8
(Antwerp/Rotterdam/Bremerhaven‐
Warsaw/Kaunas). The last corridor is not in
use yet but its opening is expected for
November 2015 (Rail Net Europe, 2012)62.
Despite being moving only 14% of the
goods, the Port of Antwerp is the
considered the 2nd biggest rail port in
Europe. In 2010, 24 million tonnes were
transported by rail through the Port of
Antwerp, with a daily average of 250 trains
61

59

43%

42%

15%

Koen Cuypers, Modal Shift Policy, Antwerp
Port Authority
62
European Rail Freight Corridors Conference
2012, Frankfurt/Main
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to 70 different destinations in Europe and
Asia. Moreover, more than 200 shuttles
per week connect the port of Antwerp with
other European hubs. For instance, 7
freight trains connect the Port of Antwerp
and Barcelona, with 4 of them connecting
directly to the Port of Barcelona (El Morrot
freight station)63.
The railway infrastructure in the Port of
Antwerp is made up with 4 rail freight
terminals (1 hub and 3 single terminals), 5
maritime rail terminals, 1.061 km of
railway tracks and 26 rail sidings that
connect all the port terminals (Figure 15).
Nowadays, there is only one rail access to
the port, making it one of the main
weaknesses of this port since it is currently
in an overcapacity level.

Figure 15: Map of the port of Antwerp with the main
64
railway facilities

Apart from the goal to increase the railway
percentage in the modal split, the Flemish
port faces 4 main challenges for the
following years (Port of Antwerp, 2010)65:
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a) The construction of a tunnel
connecting both banksides (the
Liefkenshoek tunnel) under a PPP
contract (Figure 16).
b) The enlargement of an extra 30%
capacity of the rail accesses to the port Page | 34
area from the hinterland by
constructing a second access to the
port area.
c) The construction of a second main rail
hub
d) The opening of the Iron Rhine railway
connection with Germany by crossing
the Netherlands. It is currently closed
due to a conflict of interest between
the Netherlands and Belgium.66

Figure 16 :New rail developments in the port of
67
Antwerp

A notable achievement of the Master Plan
of Rail Transport has been the beginning of
the operations of Belgian Rail Feeding, a
company specialized in the intra‐port rail
services, improving the connectivity
between hinterland trains and the vessels.

63

Port of Antwerp, Spoorverbindingen,
February 2013
64
Port of Antwerp, 2013
65
Port of Antwerp, Master Plan for Rail
Transport
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66

See the point Main threats and constraints of
the Port of Antwerp in this chapter
67
Infrabel, railway developments
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The active policies carried out by the Port
Authority of Antwerp to promote the
railway transportation enabled to open 30
destinations, 6 new countries (in a total of
19) and the augmentation of railway
companies operating in the port (from 10
to 13). Those policies confirm the
“facilitator” role mentioned in the previous
point. They are coordinated through the
so‐called AIS project (Antwerp Intermodal
Solutions) in which the Port Authority and
some freight handlers optimize routes and
shuttles, among other actions.
Inland waterways connectivity
45% of all the goods handled in the Port of
Antwerp are transported by barge from/to
its origin/destination, being the first option
in the modal split, in front of the road, rail
and pipeline. According to data of 2011, 87
million tonnes were moved by 59.500
barges, as well as 2,53 million TEUs68. Dry
bulk and liquid bulk are the main drivers of
the inland shipping leadership. A great
promotion of this mean of transport has
managed to double the containers moved
by barge since 1998 (+124%), as well as
increasing a 57% the total goods moved.
The Port of Antwerp is connected with 86
inland ports from 7 different countries in
North and Central Europe, through 200
barge shuttles per week69. Costs and
services are similar to those of Rotterdam,
adding an extra competition between both
ports.
The main inland waterways connecting the
port of Antwerp are the Albert Canal and
the Rhine‐Scheldt Canal, as well as the
whole Belgian inland waterway network
(more than 1.500 km connecting all the
main cities of Belgium and the North of
France). Thanks to this large network, the
68
69

Port of Antwerp, 2013
See www.containerafvaarten.be, 2013
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Port of Antwerp plays the role of an
enormous hub, where other inland
container
terminals
providing
complementary services to the logistics
chain such as stuffing, storage of empty
Page | 35
containers, customs clearance.
A great efficiency of the inland waterways
is achieved thanks to two modern control
systems: the AIS70, which enables the
tracking of each barge in order to estimate
arrivals and departures of barges, and the
BTS71, a platform for communication
between terminals and barge operators.
All this taken into account, there is an
evidence that inland navigation is a key
factor to understand the success of
Antwerp and its whole economy since it
provides its port with a great
interconnectivity with its hinterland. So,
local supply chains get better integrated to
the global ones. Moreover, by using
barges, Antwerp avoids externalities
derived from other means of transport
such as congestion and emissions: barges
have loading capacities ranging from 14 to
500 truckloads and carbon emissions per
ton handled are barely one fifth of the
truck emissions per mile (CE Delft; Infras;
Fraunhofer, 2008)72.
Road connectivity
More than 400 kilometres of roads
interconnect all the port facilities and give
access to trucks incoming/outgoing the
hinterland of Antwerp.
Road congestion is one of the biggest
issues to deal with in the city of Antwerp,
given that a large proportion of traffic in
Antwerp are port‐related trucks. The main
70

Automatic Identification System, working
since March 2010
71
Barge Traffic System
72
CE Delft, Infras, Fraunhofer, External costs of
Transport in Europe, 2008
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problems used to come from the lack of
communication between both banksides.
Thus, in 1991 a 1.374 metres tolled tunnel
was built (brown circle in figure 10),
crossing the Scheldt River from northeast
to southwest, enabling a further
connection between both sides out of the
existing bridge belonging to the ring of
Antwerp, out of the port domains.
A third linking between both riversides (in
brown in Figure 17) is still in draft phase. It
is considered a very complex infrastructure
which could have a big affectation to
residential areas of the city of Antwerp73 (it
would also mean the closure of the
Antwerp ring by a new tunnel). As for
loading and unloading operations, the Port
of Antwerp owns an electronic pre‐
notification system (APCS ‐ Antwerp
Community System) that allows hauliers to
optimize the time spent in the terminal
while it coordinates schedules of terminal
operators.
The Port Authority strategy on the road
transport is based on the progressive
reduction of its weight in the modal share,
but it also searches for the door‐to‐door
efficiency and multimodality with the other
means of transport.

Figure 17: Road map of the port of Antwerp74
73
74

Port of Antwerp, Master Plan 2020
Port of Antwerp, 2013
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Pipeline connectivity
The last but not least mean of transport in
the Port of Antwerp is the pipeline
transport. It is a key infrastructure for one
of the biggest chemical clusters in Europe,
located inside the port domain. The Page | 36
pipeline network is made up by nearly
1.000 km of pipes which conforms a
European distribution hub: Antwerp is
connected to the Netherlands, France,
Luxemburg
and
Germany
through
pipelines.
The chemical cluster of the Port of
Antwerp hosts 7 of the most important
chemical and petrochemical companies
worldwide, as well as several smaller firms
making use of the port facilities or
providing
services
to
the
major
75
producers .
Industrial developments in the Port of
Antwerp
The availability of land for industrial
purposes enables the Port Authority of
Antwerp to carry out industrial policies in
harmony with its port and logistic policies,
as well as it ensures a fixed income for the
port. On the other hand, the Port of
Antwerp also benefits from the synergies
derived from presence of industry inside its
domains.
Apart from the already mentioned
chemical cluster, the port of Antwerp also
hosts the main European steel hub. As
Belgium was one of the biggest steel
producers in the world, the Port of
Antwerp became specialized in the
treatment of this kind of goods. Despite
the drop of Belgian steel production, the
expertise in this domain and the
optimization of steel global supply chains

75

Among others: BASF, Bayer, Total,
ExxonMobil, Solvay, Borealis, Eurochem…
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has permitted the Port of Antwerp to keep
the leading position.
The combination of sectorial specialization,
expertise, strategic land use policies,
optimal
interconnectivity
with
its
hinterland and the most modern
technology under a single voice, the Port
Authority of Antwerp, makes this port
more attractive for global supply chains. In
addition, with the Port Authority playing an
active role in the facilitation and
integration of supply chains, the
competitiveness of Antwerp in the Le
Havre‐Hamburg range seems guaranteed.

Barcelona, June 2013

reached again: the total cargo turnover in
2012 was only a ‐2,7% less than in 2008.
Cargo turnover (in million tonnes)
200

Page | 37

180
160
140
120
100
80
60
40
20

Notwithstanding, the Port of Antwerp has
had to face industrial relocation as many
other parts of Western Europe due to its
higher labour costs, such as the closing of
the General Motors factory in 201076.
Cargo turnover in the Port of Antwerp
A good indicator for the good performance
of a port is the total amount of goods that
it achieves to handle. Although point 3.4
will go deeper in the throughput analysis
and compare it with the goods moved in
Barcelona, it is interesting to have general
overview of the evolution of the cargo
turnover to compare it with other
variables.

0

Chart 13: Historical cargo turnover in the Port of
77
Antwerp (tonnes of goods moved)
Cargo turnover (millions of tonnes)
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Chart 13 shows the historical and evolution
of the total amount of goods moved in the
Port of Antwerp. One can observe that
there have been only four big drops in the
volume of goods moved: the World War I
and II, the oil crisis of 1973 and the recent
financial crisis.
On the other hand, Chart 14 shows that
despite the big drop of year 2009 (‐16,6%),
pre‐crisis levels of have barely been

110
100

Chart 14: Recent cargo turnover evolution of the Port
of Antwerp (tonnes of goods moved) 78

As for the containers movements, the
evolution was very similar to the total
cargo, with a loss of ‐15,6% from 2008 to
77

76

Port of Antwerp, 2013
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Own elaboration with data from the Port of
Antwerp, Statistisch Jaarboek 2011
78
Own elaboration with data from the Port of
Antwerp, Statistisch Jaarboek 2000‐2012
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2009 and a recovery
throughputs (Chart 15).

of
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Chart 15: TEUs handled in the Port of Antwerp79

Public expenditures in the Port of
Antwerp
As said earlier in chapter 2, public sector is
an essential actor for a correct port
development. In the case of the Port of
Antwerp, due to its successful market
position, it seems evident that the Belgian,
Flemish and Antwerpse public institutions
have made a positive contribution to the
port growth though their investments.
Chart 16 shows the evolution of the public
expenditures in the Port of Antwerp (in
current
prices).
The
accumulated
investment from 1989 to 2011 was a total
of 1.991,45 million euros, with an average
of 86,5 million euros per year and a
maximum of 146,38 million euros in 2004.
This means a 54% of the total amount
invested in the Flemish ports (3.652 million
euros)

Chart 16: Public expenditures in the Port of
Antwerp80

It is very difficult to evaluate the
contribution that each these euros have
had in the port result since port traffics are
boosted by world trade and GDP growth
among sever other variables (as it has been
seen several times in this document).
However,
when
comparing
public
investment with port performance, one
can observe that most of those invested
amounts have had a positive response by
port indicators. Obviously, the reaction was
not immediate to the time lapse between
public
funding
and
infrastructure
opening/consolidation.
shows, in a general approach, how
variations in public investment from one
year to another have affected following
years. For instance, after the big increase in
public expenditures from 2003 to 2004 was
followed by a period of continuous growth
until the beginning of the crisis.

80
79

Own elaboration with data from the Port of
Antwerp, Statistisch Jaarboek 2000‐2012
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Own elaboration with data from Vlaamse
Havencomissie, De Vlaamse Havens ‐ Feiten,
statistieken en indicatoren 2011
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Cargo turnover vs public expenditures
growth
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Chart 17: Cargo turnover vs. Public expenditures
81
growth in the Port of Antwerp

It means that public investment in the Port
of Antwerp was, at least, not breaking the
port performance and moreover, it was
helping to channelize the growth of world
trade and the rise global supply chains.
Main threats and constraints of the
Port of Antwerp
There are three major issues menacing the
correct development of the port activities
in Antwerp, apart from port competence
with the other harbours within Le Havre‐
Hamburg and Europe:
i) The Scheldt River physical and
environmental limitations
The Scheldt River is a short82 but mighty
river whose headwaters are in the north of
France. It crosses Belgium from south to
north until it reaches the Dutch boarder,
just after hosting the Port of Antwerp.
Some kilometres later it gets to the North
Sea, where it forms an estuary of high
ecological value belonging to the
Netherlands: the protected nature reserve
of the Verdronken Land van Saeftinghe
(Figure 18).
81

Own elaboration with data from Vlaamse
Havencomissie, De Vlaamse Havens ‐ Feiten,
statistieken en indicatoren 2011 and Port of
Antwerp, Statistisch Jaarboek 2000‐2012
82
350 km of lenght
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Figure 18: Map of the Scheldt River and the
protected area of its estuary

In consequence, the Port of Antwerp has to
take a special care to the environmental
aspects when it develops its activities,
although those protected areas are not in
Belgium. This fact has always been a source
of conflicts between both countries83, since
the Port of Antwerp is a direct competitor
of the Port of Rotterdam but it requires the
collaboration of the Dutch authorities to
avoid operational problems. These issues
come from the maritime traffic operations,
the river depth management and the
environmental regulation.
In 2005, a bilateral commission was
created between the Flemish and Dutch
governments84 in view to promote the joint
management of the estuary, the protection
of its ecological equilibrium, the prevention
of tidal flooding and the correct operations
in the Belgian and Dutch ports.
ii) The Iron Rheine rail line
The rail connection between the Port of
Antwerp and the Germany, one of its main
markets, is currently made through the so‐
called Montzen Line, a freight corridor built
between 1915 and 1917 and recently fully
electrified. It allows trains coming from the
Flemish ports to reach Germany without
crossing the Netherlands. The Montzen
Line is then one of the busiest tracks in
83
84

Port of Antwerp
Vlaams Nederlandse Schelde Comissie
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Europe, with more than 35.000 trains using
it every year (40% of them connecting with
the Port of Antwerp and the Port of
Zeebrugge). However, added to the high
traffic volume, this corridor presents some
inconveniences for freight transportation:
1. Maximum weights are limited due to big
slopes (800‐1300 tonnes max. per convoy);
2. The distance to the industrial area of
Ruhr is much longer than the line
connecting the Port of Rotterdam, the
Betuwe Line. Forecasts estimate that trains
running in this line will double by 2030 if
the modal splits goal of the Port of
Antwerp is achieved, adding more stress to
the current situation of congestion
(Hondius, 2009)85.

This corridor would reduce considerably
the distances between Antwerp and the
Ruhr area (from 211km to 160 km), as well
as increase the maximum weight of
convoys (2.000 tonnes).
Nevertheless, again, a conflict of interest
between Belgium and the Netherlands
appears (Lopez Pita, 2004)87 given that the
Iron Rhine Line would be a direct
competitor to the Port of Rotterdam and
the Betuwe Line. This case has brought
both countries to international courts (The
Hague Justice Court, 2005)88 since several
studies have shown the track is ecologically
respectful with the protected areas of
Rörmond.

The alternative to the Montzen Line would
be the reopening of the Iron Rhine Line
(Department of Transport and Regional
Economics, 2008), a single track line
partially out of use since 1991 that crosses
the Netherlands, including a protected
area within the city of Rörmond (Figure
19).

Thanks to the Dutch pressure on European
Commission, the TEN‐T network has not
already clarified if RFC8 will include the
reopening of this line and has postponed
its decision to 2014 (European Parliament,
2010)89, a very criticized decision by the
Belgian government and the Port Authority
of Antwerp90.
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In consequence, a railway bottleneck will
keep affecting seriously the potential of
the Port of Antwerp while benefiting its
main competitor, the Port of Rotterdam.
iii) Road congestion in Antwerp
The city of Antwerp is considered the 2nd
most congested city in the world91, just
behind Brussels. Every driver wasted an
average of 75,3 hours in traffic jams during

87

Figure 19: Map of the freight corridors connecting
the ports of Antwerp and Rotterdam:86
85

Harry Hondius, Railway Gazzette, January
2009
86
Department of Transport and Regional
Economics, The case of the Iron Rhine Line and
the Betuwe Line
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Prof. A. Lopez Pita, Maritime Transport and
Railway, UPC‐BarcelonaTech, 2004
88
The Hague Justice Portal, 24/05/2005 Arward
89
Regulation (EU) No 913/2010 of the
European Parliament and of the Council of 22
September 2010 concerning a European rail
network
90
Port of Antwerp, press release, 5/12/2012
91
INRIX Traffic Scorecard April 2012‐April 2013
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last year, being the R1 road (the Antwerp
Ring) the most congested road in Belgium.
The possible solutions for the road
congestion in Antwerp proposed by the
Port Authority have already been explained
earlier, but there is no doubt that this is a
critical aspect for the competitiveness of
the Port of Antwerp.

Barcelona, June 2013

Summary of the Port of Antwerp
After having analysed the main features of
the Port of Antwerp one can have a general
overview of the aspects affecting its port
competitiveness. They are summarized in
Page | 41
Table 10:
Port of Antwerp
Geographical position in the centre of the Le
Havre‐Hamburg port range (see chapter 1)

Intra‐port competition with major terminal
operators: MSC, DP World, PSA,
Port Authority with a very active role
(facilitator) in the entire global supply chain.
Municipally owned. Large area under its
domains
High interconnectivity and diversified modal
split, with rail and barges offering direct link
with its hinterland. Ambitious plans for the
following years (Master Plans)
Availability of industrial land that guarantees
a minimum critical mass and that enables the
PA to develop an industrial policy strategy
Historical consolidation of the goods and
containers throughput, with an steady
market share within the port range
Major investing priority for the Belgian
authorities: Public sector in line with the Port
Authority and the private sector demands

High competence in the Le Havre‐Hamburg
range with Rotterdam, Hamburg and
Bremerhaven fighter for the vessel calls
Conflicts of interest with the Netherlands:
Scheldt and Iron Rhine issues undermining its
competitiveness

Road congestion issues

Draught limitations during sea tides. The size
growth of newer vessels may imply new
dredging works in docks and
Table 10: Summary of the main features related to
the port competitiveness of the Port of Antwerp
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3.3 The Port of Barcelona
The Port of Barcelona, Port de Barcelona in
Catalan, is the port giving service to the
biggest city of the Mediterranean, 2nd city
in Spain and the capital of Catalonia,
Barcelona. It is then located in the North‐
East of the Iberian Peninsula, only 170 km
south of the French border. As well as the
Port of Antwerp, it is considered a key
asset of the one of the most dynamic and
wealthy areas of the Mediterranean Sea.
Since the arrival of the Romans92, there has
been a very close relationship between the
port and the city, with many ups and
downs. During the Kingdom of Aragon,
Barcelona was considered one of the most
powerful
cities
in
the
Western
Mediterranean. After Castile and Aragon
joined kingdoms, the Port of Barcelona was
place of several historical events such the
arrival of Columbus after the American
discovery in 1493. After a long period slow
growth and loss of weight in favour of
other Mediterranean ports, the Port of
Barcelona started to recover its position
after the industrial revolution which did
not consolidate until the arrival of foreign
factories in the last days of Franco,
attracted by its strategic position and low
costs of production.
The definitive reconciliation did not arrive
until the Olympic Games of 1992, when the
city opened again to the sea. After that
moment,
several
infrastructure
developments gave the port a new impulse
that led the Port of Barcelona to be one of
the ports with more potential in Southern
Europe. So, the Metropolitan Region of
Barcelona and Catalonia count with a long
and successful industrial tradition, an
economy increasingly more oriented to
exports and with the ambition to lead the
92

Port of Barcelona, 2013
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Mediterranean ports in the fight for the
flows with the emerging countries.
Hutchison Port Holdings (HPH), aware of
the possibilities of growth in Barcelona,
took the decision to enter in the Port of Page | 42
Barcelona along with the local terminal
operator Tercat, and benefit of the largest
expansion ever made in the Catalan port.
However, after a long period of continuous
growth, the Port of Barcelona has seen its
positive evolution drastically cut since the
beginning of the financial crisis, having lost
a ‐18% of the cargo turnover and a ‐32% of
the containers handled between 2008 and
2012 (Port de Barcelona, 2012)93. It has
been highest loss among the top 10 ports
in Europe, where pre and post‐crisis traffic
levels have not suffered big variations.
Furthermore, many of its direct
competitors in the Algeciras‐Livorno port
range have growth during the same period,
as it can be seen in the Table 11.
Port

2008

2011

CAGR

Valencia

3.606.341

4.338.333

6,4%

Algeciras

3.297.611

3.583.452

2,8%

Barcelona

2.564.537

2.005.826

‐7,9%

TOP 10

52.789.672

56.698.097

2,3%

Table 11: Evolution of TEUs handled in the top 10
94
ports before and after the financial crisis

During the same period (2008‐2011)
Barcelona fell from in the world ranking95
from the 80th to the 90th in terms of total
cargo volume, and from the 41st to the
60th. In 2012, the Port of Barcelona moved
41,5 million tonnes and 1,75 million TEUs,
risking to disappear from the world top100.
93

Port of Barcelona, Informe estadístic 2008 i
2012
94
Eurostat, data for the TEUs handled in the
top 10 European ports
95
American Association of Port Authorities,
World Ranking 2008 and 2011
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Figure 20: Location of the Port of Barcelona in the north‐east of Spain

As for the market share of the Port of
Barcelona within the Algeciras‐Livorno port
range, while in 2002 it was the 2nd busiest
port in terms of tonnes, the port ranking
dropped to the 5th position. Chart 18 shows
that, contrarily to what happens in the Le
Havre‐Hamburg port range, there is a high
fragmentation.
Algeciras‐Livorno market share

Main features of the Port of Barcelona
Once seen the context in which this port
operates, it becomes interesting to have
look at its main features in order to analyse
what are the possible origins of this
underperformance in respect to its
potential. Table 12 contains the main
features of the domains belonging to the
Port of Barcelona.
Port of Barcelona (2012)

18%

22%

6%

15%

7%
9%

13%
10%

Marseille

Algeciras

Valencia

Genova

Barcelona

Tarragona

Livorno

Others

Chart 18: Market share in the Algeciras‐Livorno port
range (total throughput)96

Total Surface

1.081 ha (+ 915,5 ha of water)

Quay length

22,238 km

Railway length

29 km

Road length

13 km

Covered storage

17,4 ha

Liquid bulk storage

2,3 million m

Silos storage

2,5 million tonnes

Pipelines length

km

3

Table 12: Main features of the Port of Barcelona

The Port of Barcelona can host vessels of
up to 16 metres of draft97. See the map of
the port in Figure 21 and Figure 22.

96

Own elaboration with data from the port
authorities
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Port of Barcelona, 2013
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Nowadays, the Port of Barcelona is facing
the biggest expansion in its history, with
the goal of reaching a total quay length of
29.702 metres and a surface of 1.256 ha
and a maximum capacity of 10 million TEUs
and 130 million tonnes98. The most of this
enlargement is being built on reclaimed
land to the sea. The main reason for this is
that the Port of Barcelona is physically
limited by urban areas of the city and
hence it can hardly grow inland. Besides,
the port expansion is located within the
Delta of the Llobregat River, an area with a
high ecological value in the middle of one
of the densest areas of Europe in terms of
population and industrial activity which
also hosts the Airport of Barcelona.
As it has already been mentioned, the
world leading terminal operator Hutchison
HPH has taken this occasion to enter in the
Port of Barcelona along with its subsidiary
company Tercat. The first phase of the
Barcelona Europe South Terminal (name of
the new terminal) was inaugurated at the
ending of September 2012, becoming the
biggest semi‐automatic container terminal
in the Mediterranean. Once the second
phase will be finished, it will allow the Port
of Barcelona to reach to a maximum
capacity of 5,5 M TEUs from 2,6 M. Before
the opening of the BEST, Tercat used to
operate in another container terminal that
is currently being closed.
Terminal de Contenidors de Barcelona
(TCB), the second company operating in
the Port of Barcelona, has also enlarged its
facilities, reaching a maximum capacity of
2,3 M TEUs per year99. Besides, there is a
fourth container terminal (Port Nou) of 4,9
ha but its impact in the port traffics is not
very relevant (0,1 M TEUs per year).

Barcelona, June 2013

Governing institution: The Barcelona
Port Authority
The Barcelona Port Authority (APB) is the
public body in charge of the port
management of the Port of Barcelona. It
depends on Puertos del Estado (The Page | 44
Spanish National Ports and Harbour
Authority), an agency belonging to the
Spanish government who coordinates and
monitors the whole Spanish network of
ports of interest. Puertos del Estado has
power of decision in all the relevant
Spanish ports in the Algeciras‐Livorno port
range, including Barcelona’s direct port
competitors: Valencia, Algeciras and
Tarragona. In consequence, public funding
is closely linked to regional balance and
sometimes to political priorities.
The Barcelona Port Authority has under its
responsibility the general tasks of a port
authority such as providing general port
services or the planning, design and
construction of new developments in views
to improve port operations. Moreover, this
port authority is assuming newer roles
mainly when it comes to the commercial
promotion of the port in the foreland, in
order to attract new trade flows. For
instance, the APB led a business mission to
Brazil in November 2012 in order to
increase the sea traffic between Barcelona
and the Brazilian ports (Port de Barcelona,
2012)100.
When it comes to the global supply chains
policies, the Barcelona Port Authority is
making great efforts to participate in other
infrastructure facilities which enable a
better intermodal integration of the entire

100
98
99

Port of Barcelona, Port Expansion plans
Grup TCB, press release, 13th April 2013
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Port of Barcelona Missao empresarial do
Port de Barcelona, Sao Paulo, 4‐8 November
2012
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logistic chain. This is made through PPPs
where APB holds a minority of shares101.
The management board is constituted by
delegates of several public bodies (Spanish
and Catalan government, City Councils)
and other groups of interest (unions,
chambers of commerce …). The port
president is currently Mr. Sixte Cambra.

Barcelona, June 2013

Taking into consideration the lack of inland
waterways connecting with Barcelona, the
consolidation of railway transportation has
become a priority for the Port of
Barcelona. Chart 19 and Chart 20 show the
evolution of the modal split of the Page | 45
container throughput and the total cargo
turnover:
Modal split in Barcelona (TEUs)

Intermodal transport in the port of
Barcelona
The freight transport from and to the Port
of Barcelona has substantially changed
during last years. While historically the
weight of rail transport was nearly
negligible, the connection of the Catalan
port to the UIC gauge and a shift in
intermodal policies has given the rail
freight a greater role. In parallel, the
Barcelona Port Authority has increased its
participation
in
complementary
infrastructures such as dry ports and
logistic centres located within its
hinterland. The Port of Barcelona is
stockholder of 5 intermodal facilities
currently in operation and 2 at the
planning stage connected to the Catalan
port by railway (Table 13). This policy fits
into what has been described as
“facilitator” port authority profile (business
promoter).

Chart 19: Modal split in the Port of Barcelona
103
(containers handled in the port area)

Dry port and logistic centres

Chart 20: Modal split in the Port of Barcelona
104
(containers handled in the port area)

Maritime Terminal of Zaragoza (tmZ)
Maritime Terminal of Toulouse (tmT)
Contenedores Terminal of Sant Charles (Perpignan)
Dry port of Coslada (Madrid)
Dry port of Azuqueca de Henares (Guadalajara)
Terminal Intermodal Marítima Centro (in project)
Terminal Intermodal Far de l’Empordà (in project)

Table 13: Dry ports and logistic centres participated
by the APB102

2011

89,8%

10,2%

2010

92,1%

7,9%

2009

95,0%

5,0%

2008

96,7%

3,3%

2007

97,4%

2,6%

2006

97,4%

2,6%

Road

Modal split in Barcelona (Total cargo
turnover)
2011

82%

2010

81%

4% 15%

2009

83%

2% 15%

2008

84%

1% 14%

Road

Barcelona Port Authority, The growing role
of port authorities
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Rail

5% 12%

Pipeline

The Barcelona Port Authority has
expressed its intention to reach a rail use
similar to those of the Northern European
ports during the upcoming years, aiming to
overpass the barrier of a 25% in the modal
split.
102

Port of Barcelona
Own elaboration with data from the Port of
Barcelona
104
Own elaboration with data from the Port of
Barcelona
103

101

Rail
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Figure 21: Map of the Port of Barcelona 105

Figure 22: Map with the 2 operating container terminals of the Port of Barcelona. In light blue (left of the picture)
106
one can see the port expansion under construction

105
106

Port of Barcelona, 2013
Port of Barcelona, 2013
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Railway connectivity
The Port of Barcelona is the only Spanish
port connected to the UIC gauge and thus
it is the only one allowing freight trains to
cross the French border with no need to
change from 1,668 metres (Iberian gauge)
to 1,435 metres (UIC international gauge).
The 29 km long rail network are divided in
9 km of Iberian gauge, 4,5 km of metric
gauge, 8 km of mixed Iberian‐UIC, 5 km of
mixed Iberian‐metric and 2,3 metric‐UIC107.
It has one main rail accesses. In 2011,
nearly 2 million tonnes (+46%) and 139.171
TEUs (+34%) were transported by train.
Each of the 3 container terminals (including
the old Tercat terminal out of use) has a
rail terminal allowing UIC‐gauge trains with
a maximum length of 750 metres. Car
terminals and bulk terminals also are
equipped with a railway station and all
wharfs are equipped with rail tracks. On
the other hand, the Spanish rail operator
Adif owns 2 big intermodal rail terminals
within the Port of Barcelona (Morrot and
Can Tunis stations) (Figure 23). However,
the Barcelona Port Authority has no
competencies over these facilities,
although Morrot station is inside the port
domains and giving service to the container
terminals.

Figure 23: Map of the Port of Barcelona with the
main railway facilities108

Barcelona, June 2013

Despite the good evolution of the rail
transport, the railway connection of the
Port of Barcelona has been in the middle of
several political controversies due to the
lack of essential investments for the port
operations. So, both rail access to the new Page | 47
expansion and the improvement of the
hinterland connections (the Mediterranean
Corridor) suffer of historical delays. The
point Main threats and constraints of the
Port of Barcelona will analyse this fact
since it clearly undermines the port
competitiveness of Barcelona, along with
other relevant aspects which will also be
reviewed.
Nevertheless, the Port of Barcelona has
managed to establish shuttles to national
and international destinations, some of
them in collaboration with RENFE, the
Spanish railway operator. Figure 24 shows
the different destinations connected with
the Port of Barcelona. Moreover, the
automobile manufacturer SEAT, whose
main factory is in Martorell (30 km away
from Barcelona), started using the rail
connection to the Port of Barcelona in
2012, moving more than 100.000 cars109.
11 railway operators give service to the
Catalan port.

Figure 24: Map with the rail routes from the Port of
110
Barcelona

109

107
108

Port of Barcelona
Port of Barcelona
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Ferrocarrils de la Generalitat (Catalan public
railway operator), Resultats 2012
110
Port de Barcelona, Renfe
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When it comes to the European Rail Freight
Corridors, the Port of Barcelona is included
in the corridor number 6 (or D) that goes
from Almeria/Valencia to the Hungarian‐
Ukrainian border, crossing the north of
Italy and the West Mediterranean arch (the
so‐called Mediterranean Corridor). This
corridor still has a long way to be run until
it can be launched due to interoperability
obstacles (2 different gauges, different
electrification
systems,
overcapacity
problems, presence of slopes…) (Rail Net
Europe, 2012)111.
The future rail developments will be
according to the expansion of the port
area, which mainly includes the new
container dock (Prat port dock, already
hosting the Hutchison‐Tercat BEST
terminal) and a new Logistic Activities Zone
(ZAL) (Port of Barcelona, 2011)112:
i. 2 new rail terminals (unloading/
loading) including a new Intermodal
Terminal
ii. 3 new supporting terminals
iii. From 29 to 90 km of rail tracks
iv. Fully conversion to UIC‐IB mixt gauge
v. A new access (south connection) giving
service to the new terminals (including
the Hutchison‐Tercat terminal)
vi. Consolidation and opening of new
international routes and dry port
shuttles
vii. Opening of the Mediterranean Corridor
Road connectivity
As it has already been seen in the summary
table, the Port of Barcelona has an internal
road network of only 13 km due to the
small surface of the port area. The access

111

European Rail Freight Corridors Conference
2012, Frankfurt/Main
112
Port of Barcelona, Oferta ferroviaria en el
Port de Barcelona, 2011
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to the port is done through the Barcelona
Ring B‐10 (Ronda Litoral).
An important feature of the Barcelona area
(the Metropolitan Region of Barcelona) is
that most of the motorways are tolled Page | 48
(Figure 25). Moreover, three different
public institutions113 have competencies
depending on the road network. As for the
road link of the Port of Barcelona, the
Spanish government is the owner of the
stretch of the B‐20 motorway, which is
unfortunately one of the most congested
points in the Catalan road network, as it
happens in the Port of Antwerp.

Figure 25: Road map the Metropolitan Region of
Barcelona

In line to the railway linkage, the road
access to the Port of Barcelona has always
been a source of political conflicts between
the Catalan government, the Port of
Barcelona, the city of Barcelona and the
Spanish government. So, the required
investments to prevent trucks from
congesting the city of Barcelona have a
huge delay and with the launch of the BEST
terminal. Next road developments will also
be focused in linking the new container
terminal to Catalan road network.
113

Spanish government (green), Catalan
government (orange) and Council of the
Barcelonès Comarca, an inter‐municipal body
(B‐20 and part of B‐10)
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Industrial developments in the Port of
Barcelona
Given that the domains of the Port of
Barcelona are very limited, the majority of
economic activities inside this area are
related to the port and logistic business.
Though, it hosts a Combined Cycle Power
plant that gives electricity to the port and
the city, benefiting of the big gas storage
capacity in the port.
The Port of Barcelona hosts a Logistic
Activities Zone (ZAL Barcelona) made up by
63 ha 100% occupied with several logistic
operators from the entire world. A new
development of 143 ha is going to be
completed soon (ZAL el Prat). Despite is
one of the most import assets of the port
when it comes to competing for the global
supply chains along with the intermodal
dry ports, the total amount of free logistic
land keeps far from the big hubs in
Europe.114
Nevertheless, several industrial parks share
physical space in the Llobregat Delta with
the Port of Barcelona, although the port
has no competencies over these areas (. It
is the case of the Zona Franca Industrial
Estate, a vast and dense are of 600 ha with
over 300 companies that depends on
several public institutions integrated in a
consortium, El Consoci de la Zona
Franca115.

Barcelona, June 2013

hosts more than 800 companies, 86.500
jobs and give space to 3 million m2 of
warehouses.
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Figure 26: Map of the Logistic Platform of the
Delta117

Cargo turnover in the Port of
Barcelona
As it has been done with the Port of
Antwerp, this point presents a general
overview of the performance in the Port of
Barcelona. Chart 21 and Chart 22 show the
historical evolution of the goods moved in
the Port of Barcelona:
Cargo turnover (in million tonnes)
60

50

40

30

20

The Logistic Platform of the Delta (Figure 1)
is made up by the Port of Barcelona, the
Zona Franca, the Airport of Barcelona and
the Pedrosa Industrial Park. All together
makes a total of more than 1.700 ha of
logistic activities (Port of Barcelona,
2011)116 with a very high occupancy rate, It

Chart 21: Historical cargo turnover in the Port of
Barcelona (tonnes of goods moved)118

114

117

Port of Barcelona
El Consoci de la Zona Franca, general data
116
Port de Barcelona, Red de conexiones y
servicios del Puerto de Barcelona
115
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Port de Barcelona, Red de conexiones y
servicios del Puerto de Barcelona
118
Own elaboration with data from Puertos del
Estado, Estadística histórica desde 1962
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In a context where the Catalan exports
have been growing with an excellent
rhythm since 2009 (a CAGR of 12% from
2009 to 2012)121, data seems to reflect that
the Port of Barcelona has not been
benefiting from the boost of world trade Page | 50
and global supply chains.

Cargo turnover (in million tonnes)
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Chart 22: Recent cargo turnover in the Port of
119
Barcelona (tonnes of goods moved)

Both charts show what was earlier
anticipated: the Port of Barcelona has not
still recovered from the financial crisis of
2008. Moreover, while the goods
throughput rose slightly from 2010 to
2011, in 2012 sea traffic dropped again (‐
14%). The containers throughput has
followed the same pattern (Chart 23).

If one looks at the container throughput
profile, one will realise that one of the
reasons of the underperformance of the
Port of Barcelona is the drop of the
containers in transit (see Chart 24) which
depends
exclusively
on
port
competitiveness.
The reason for this is that the Port of
Barcelona has had several problems to
handle the larger vessels. Nevertheless, it
has to be pointed out that this stagnation
is also due to the lesser imports in
Catalonia and Spain caused by the loss of
domestic demand; as well as and the
already mentioned consolidation of other
Algeciras‐Livorno.
Containers handled

Containers handled (in thousand TEUs)
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Chart 23: TEUs handled in the Port of Barcelona
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Chart 24: O/D traffic vs. Transit traffic in the Port of
122
Barcelona
120

Own elaboration with data from the Port of
Barcelona, Informes estadístics 00‐12
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Own elaboration with data from the Port of
Barcelona, Informes estadístics 00‐12
121
Idescat, Catalan Exports 2009‐2012
122
Own elaboration with data from the Port of
Barcelona, Informes estadístics 00‐12
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Public expenditures in the Port of
Barcelona
Given the lack of capacity of the Port of
Barcelona to handle the huge sea traffic
growth traffics in the 80s, the Spanish
government and the Barcelona Port
Authority
developed
an
ambitious
investment plan (the Port of Barcelona
Master Plan, revised in 1990) in view to
enlarge the port size from 390 to 1200 ha.
The plan basically consisted of the
deviation of the Llobregat Mouth 2 km to
the south, the construction of a new sea
wall, the land reclamation from the sea in
the south area that already hosts the BEST
terminal, the expansion of the existing port
areas, the construction of new road and
rail accesses, the construction of the new
ZAL, and other complimentary facilities.
The main part of all this investments took
part during the years before the crisis
(from 2003 to 2009) (García, 1999)123. The
funding of the seawalls protecting the new
expansion was done with the help of
Cohesion Funds. Chart 25 shows the
evolution of the public expenditures in the
port of Barcelona:

Barcelona, June 2013

With the arrival of the financial crisis, the
development of the Master Plan suffered
an important breakdown and many of the
planned investments were delayed due to
the cut in public funding, such as the new
railway and road accesses, vital for the port Page | 51
logistics.
Thus, while cargo turnover (Chart 26) was
expected to grow exponentially after the
port
expansion,
forecasted
freight
movements were not achieved as it did in
other ports within the Algeciras‐Livorno
range with similar port expansions :
Valencia and Algeciras grew with an
average rhythm of 6,4% and a 2,8%
respectively (see the beginning of point
3.3).
Given that the economic context in these
seaports has been very similar or even
worse than in Barcelona during the crisis
years, the investing policy carried out by
the public institutions in Barcelona as well
is called into question.
Cargo turnover vs public expenditures
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Chart 25: Public expenditures in the Port of
Barcelona124
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Luis Montero García, El Plan Director del
Puerto de Barcelona, 1999
124
Own elaboration with data from the Port of
Barcelona
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Public expenditures growth

Chart 26: Cargo turnover vs. Public expenditures
125
growth in the Port of Barcelona
125

Own elaboration with data from the
Barcelona Port Authority
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Main threats and constraints of the
Port of Barcelona
This point presents the most relevant
aspects that concern port management
and port interconnectivity which have
proved to put the competitiveness of the
Port of Barcelona in risk and that may be a
possible answer to the previous point.
Their effect on the port underperformance
has added an extra negative factor to the
difficult economic situation of Catalonia, a
region whose efforts to overcome the crisis
are mainly based on the increase of
exports and the reindustrialization.
As it has been analysed in chapter 2, port
competitiveness is essential for regions to
host global supply chains and benefit from
the value added activities. Thus, Barcelona
is risking of losing its chance to become
part of global supply chains, despite its
aims to become the Mediterranean
gateway of Europe and a direct rival for the
Northern ports126.
i) Rail and road connection deficiencies
As it was anticipated in the Rail and Road
connectivity points, the Port of Barcelona is
currently lacking of definitive railway and
road linkages with the new expansion (Prat
port dock) as well as the Mediterranean
Corridor. These connections are vital to
enable the new container area and the
new ZAL to have an efficient operability
and a fast and cheap hinterland
connection.
The Spanish government, in charge of the
railway
and
road
infrastructure
developments outside the port domains,
agreed to provide the rail and road
accesses in parallel with the evolution of
the works in the new terminal. With
Hutchison HPH having signed investments

126

Barcelona Port Authority
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of around 500 million € in the Port of
Barcelona, the Spanish government has not
achieved the goal to build those accesses
before the launching of the BEST container
terminal.
Page | 52
Hence, the APB has been forced to invest
41 million euros in two provisory rail and
road accesses by linking the current
accesses to the new terminal127. In this
context, Hutchison has publicly announced
that the 2nd phase of the terminal (valued
at 200 million €) will only be executed
provided that the Spanish government
fulfils its commitment to bring the rail and
road connection to its Terminal.It has not
been until the ending of June of 2013 that
the Spanish Government has made official
the public information on the new road
and rail accesses for the bidding of the
works128 in which the Barcelona Port
Authority will also have to participate in
the funding.
ii) Road congestion
As it does in nearly all the European big
urban areas, traffic congestion is one of the
main problems of the Metropolitan Region
of Barcelona. The capacity of its
motorways is frequently overpassed and
levels of service “E” and “F” are often
reached in peak times (H100), particularly
in the Rings of Barcelona where, as
mentioned before, the ADTs overpass the
value of 125.000 vehicles per day (Figure
27. Nearly all the entrances of Barcelona
register ADTs of more than 100.000
Transport
vehicles
(Autoritat
del
129
Metropolità, 2006) .
127

Port of Barcelona, press release, 19
September 2012
128
Ministerio de Fomento (Spanish Ministry of
public Works), press release, 20th June 2013
129
Autoritat del Transport Metropolità,
Inventari d’Infrastructures viàries a la RMB,
2006
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However, it has to be pointed out that
since the beginning of the financial crisis,
added to the measures implemented to
reduce the congestion, the level of
congestion has been dropping each year.
As an indicator for this reduction, the
number
of
vehicles‐kilometre
has
decreased a 5,4% since 2006 (Autoritat del
Transport Metropolità, 2012)130.

Barcelona, June 2013

3) The stretch of the C‐32 highway before
entering Barcelona from the south
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Figure 28: ADTs of the MRB roads in 2004 and most
133
congested (critical) points of its road network

Figure 27: Level of service of MRB the roads at H100
131
hour in 2004

A study made in 2007 by the RACC
foundation concluded that more than
500.000 inhabitants of the MRB see
themselves stuck in traffic jams every day
and that every citizen of the MRB had
spends 49,1h/year in traffic congestions.
The annual externalities of these
congestions are estimated to cost around
387 million Euros, a 0,3% of the Catalan
GDP (Fundación RACC, 2007)132.
Three of those critical points directly affect
the accesses to the Port of Barcelona
(Figure 28):
1) Nus of Llobregat
2) Ronda Litoral in the stretch that gives
service to the accesses of the Port of
Barcelona

The densest roads in terms of HGV traffic
are also those connecting the port and the
rest of the MRB. The entry through the
Llobregat axe (AP‐2 and A‐2) had a total
ADT of HGV of 36.800 HGV/day in 2005
while the Besòs axe (C‐58, C‐17 and C‐33)
had a total ADT of 15.000 HGV/day134.
A variable speed system has been installed
in some of the entry roads of Barcelona in
view to control the traffic congestions
produced during peak times, as well as to
moderate the emissions of polluting gases
that seriously affect the quality of air of the
MRB (one of the poorest in Europe).
iii) Port‐Airport Interaction
The Airport of Barcelona and the Port of
Barcelona share limits and a same space:
the Delta of the Llobregat River. Figure 29
shows that the physical separation
between them is the river itself.
Despite being in the same zone and serve
the most powerful and industrial area of
Spain, there is not a big interaction
between both facilities from the point of
view of management or infrastructure
planning. Though, both port and airport

130

Autoritat del Transport Metropolità, MRB
Mobility Master Plan 2013‐2018, 2012
131
Fundación RACC, La congestión en los
corredores de acceso a Barcelona, 2007
132
Fundación RACC, La congestión en los
corredores de acceso a Barcelona, 2007
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Fundación RACC, La congestión en los
corredores de acceso a Barcelona, 2007
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Ministry of Public Works of Spain, data of
the ADTs in the roads of Spain, 2005
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are subject to the Ministry of Public Works
of Spain through the public companies
Aena and Puertos del Estado.

Figure 29: Aerial view of the Port of Barcelona and
the Airport of Barcelona, with the bridge works
circled in grey135.

A director plan was written in 1994 in
order to create a frame for the
infrastructure developments in the
Llobregat
Delta,
the
Transport
Infrastructure and Environment Plan of the
Delta of Llobregat, also called Plan Delta
(Delta plan). It stated the main goals to
achieve for each of the infrastructures of
the Delta area but it did not establish any
governing body to coordinate policies
concerning
to
be
carried
out.
Consequently, there is often a lack of
communication which locals and the
Catalan Government claim to solve as soon
as possible136.
For instance, there is no road or railway
connection between both infrastructures
yet, although a bridge is under
construction. This is a remarkable point
given the fact that the thousands of air
passengers use the Port of Barcelona for
cruise trips (the Port of Barcelona is the
leading
cruise
harbour
in
the
137
Mediterranean , with more than 2,3138

135

Google Earth, 2012
Expansión, El Consorci de la Zona Franca
plantea al Puerto la gestión conjunta del Parc
Logístic y la ZAL, 16‐04‐2012
137
Cruise Market Watch, Port Pulse Report,
2012
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million of cruisers in 2012). Synergies
between both infrastructures could be
essential for the development of the
industries settled in the area and a great
complement for those companies using the
Page | 54
whole supply chain.
On the other hand, the proximity between
both infrastructures also implies some
disadvantages, basically due to the physical
interaction. For instance, the orientation
of the landing runways of the airport points
directly to the cargo area of the Port of
Barcelona (Figure 30). Thus, it has been a
big constraint for the development of the
new container terminal. The height of the
cranes was limited due to the possible
interference with the landing and take‐off
operations of the port and therefore the
capacity this new terminal was restricted.

Figure 30: Airport obstacle limitation surface
affecting the Port of Barcelona (approach area)139

iv) Lack of empty land
As it has been introduced in the point
Industrial developments in the Port of
Barcelona, due to its reduced surface, the
Port of Barcelona lacks of land supply
intended to develop industrial activities.
This fact prevents big logistic operators
from
global
supply
chains
and
manufacturing
companies
from
establishing inside the port area since the

136
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Puertos del Estado, statistics for the cruise
passenger traffic in the ports of Spain in 2012
139
Ministerio de fomento
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size of is very restricted and prices tend to
be too expensive (Comissió d’Activitat
Econòmica Pacte Industrial de la RMB ,
2007)140. The same constraint is found in
the whole Metropolitan Region of
Barcelona (Figure 31), an area of 3.241 km2
with a population of over 5 million people
and a GDP of 150.000 million €.

Figure 31: The Metropolitan Region of Barcelona

A study made by the Real Estate consulting
firm Jones Lang LaSalle estimated that the
stock of free industrial land (in the Real
Estate market) in Barcelona was of more
than 6,3 million m2 at the ending of 2012,
geographically distributed as it follows:
24% in the first ring; 43% in second ring;
and 33% in the third ring. The mean
vacancy rate for the three rings was of
9,57%, which is sensibly lower than other
places such as Madrid, whose vacancy rate
was of more than a 16% (Jones Lang
LaSalle, 2012)141.
Furthermore, the MRB suffered of a deep
real estate speculation during the years
prior to the financial crisis of 2008. This led
the industrial land in Barcelona to the top
of the most expensive ones in Europe. In
Q4 2009, the rent of industrial land was the

140

Comissió d’Activitat Econòmica Pacte
Industrial de la RMB, Atlas Industrial de la Regió
Metropolitana de Barcelona, 2007
141
Jones Lang LaSalle, Madrid and Barcelona
Industrial and Logistic Market Report, 2012
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third most expensive of Europe, costing 99
€/m2year, just behind London and Oslo
(Jones Lang LaSalle , 2010)142. With the
ending of the real state bubble and the
increasing interest for the logistic activities
that has increased the supply of industrial Page | 55
land, the rent price in the Barcelona has
decreased 25%, and nowadays the rent
price is only 75 €/m2year (Jones Lang
LaSalle, 2012)143.
However, it keeps being far more
expensive than the other large port cities
such as Antwerp, Rotterdam or Hamburg
(see Figure 32 in next page144). The average
cost of industrial rents in the competitor
cities of Barcelona in terms of port
competition is 52,5 75 €/m2year145. This
difference of price is a big constraint for
companies aiming to establish in the port
area and consequently an obstacle to the
industrial and logistic development of the
Port of Barcelona.
Hence, a new supply of land classified for
industrial uses or the revitalization of the
property market could be the solution to
reach the same level of prices of the
competitor cities of Barcelona. The price
should drop by 30% if Barcelona wants to
be competitive with the rest of European
port cities given the importance of the
logistic and industrial activities that take
place in the hinterland for the optimal
development of a harbour.

142

Jones Lang LaSalle, On Point ‐ European
Industrial Markets, 2010
143
Jones Lang LaSalle, On Point ‐ EMEA
Corporate Occupier Conditions ‐ Industrial,
December 2012
144
Own elaboration with data from Jones Lang
LaSalle, On Point ‐ EMEA Corporate Occupier
Conditions ‐ Industrial, December 2012
145
Mean price of industrial rents in Antwerp,
Rotterdam, Hamburg, Marseille
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Figure 32: Cost of the industrial rent in the beginning of 2013 according to Jones Lang LaSalle study

v) Multiple decision makers
Several institutions are in charge of the
Infrastructure planning and management
of the Metropolitan Region of Barcelona.
As it does in Belgium, there is a
competency distribution among the local,
regional and state public institutions.
Nevertheless,
the
exclusivity
of
competencies is not always clear and
constantly creates conflicts of interest
between governing bodies, often with a
political background.
There are several examples of this issue.
For instance, as for the public companies
operating in the area, there are two rail
terminals attached to the Port of Barcelona
but they belong to Adif, the Spanish
railway infrastructure operator. The Aiport
of Barcelona belongs to Aena, the Spanish
public‐owned airports company. On the
other hand, roads crossing the Delta area
belong to the Catalan Government, as well

Genís García‐Alzórriz Guardiola

as a rail line connecting with the Port of
Barcelona.
The same problem also appears when it
comes to investment priorities at a State
level. While the Port of Barcelona and
Catalonia
are
demanding
a
fast
development of the Mediterranean
corridor, the Spanish government has
delayed its investment decisions due to the
fight of other regions to obtain a freight
corridor connecting with France, similar to
the Mediterranean one.
vi) The Llobregat Delta
As it has been seen, the Llobregat Delta is
an agricultural and natural area that
contains the biggest logistic pole in the
Mediterranean. It hosts the Port of
Barcelona, the Airport of Barcelona and all
the industrial settlements. It contains large
empty plots which are currently being used
for agricultural purposes.
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Summary of the Port of Barcelona
Table 14 sums up the relevant aspects that
affect the Port competitiveness of the Port
of Barcelona:
Port of Barcelona
Geographical position closer to France in the
Algeciras‐Livorno port range than other,
surrounded by the most important logistic
area in the Mediterranean
Draft of great depth that allows entry of the
largest boats in the market
Port Authority with an high foreland activity
that enables the opening of new sea routes
Network of dry ports in which the APB plays
the role of a business promoter (facilitator)
Outstanding growth in rail freight transport
during recent years boosted by the APB
1st cruise harbour in the Mediterranean and
4th in the world, ensuring port revenues
Seaport areas to develop in the new
expansion with a world leading TO
(Hutchison) competing with a local one (TCB)
Strong behaviour of Catalan exports, in line
with the world trade increase which ensures
a minimum critical mass for the port
Commitment from local authorities to make
the Port of Barcelona a key tool for the
following years

Lack of empty and cheap industrial land that
undermines the arrival of big logistic
operators or manufacturing companies
Rail and road accesses issues as well as the
slow development of the Mediterranean
corridor that weakens hinterland linkage
Lack of a single voice representing the
interests of the Port of Barcelona in the
entire operational area (Llobregat Delta) that
allows carrying out joint policies with other
actors present in the area
Road congestion problems in the surrounding
roads of the port
Rivalry with ports under the same governing
body for the same markets: Valencia,
Algeciras, Tarragona and other ports
competing outside the free market
Table 14: Summary of the main features related to
the port competitiveness of the Port of Barcelona
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3.4 Comparison between the
Port of Antwerp and the Port of
Barcelona
After having looked deeply into the
characteristics of both ports separately, it
becomes interesting to compare them as
well as their port performance in order to
have a general overview of their position in
the market. Moreover, the macroeconomic
and infrastructure endowment analysis of
their nearest hinterlands (as it has been
done in chapter 2) can be a good indicator
of the relationship between port and their
hinterlands. The political entities chosen
for this analysis are Belgium for the Port of
Antwerp, and Catalonia for the Port of
Barcelona.
Comparison of the main
characteristics of each port
Charts 27 to 31 show the large difference
between the Port of Antwerp and the Port
of Barcelona when it comes to facilities.

Barcelona, June 2013
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Chart 28: Quay length of the ports of Antwerp and
Barcelona147

As one can see, the physical size of the Port
of Antwerp is more than ten times the size
of the Port of Barcelona, with the
exception of the liquid bulk storage (Chart
32), where Barcelona’s storage volume is
only the half of the one in Antwerp.
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Chart 27: Port area surface of the ports of Antwerp
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Chart 29: Railway length of the ports of Antwerp and
Barcelona148
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Chart 30: Road length of the ports of Antwerp and
Barcelona149
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Comparison of the port performance
in each port
As a result of the infrastructure capacity
and added to the global competitiveness of
the port range to which they belong (see
chapter 2), the traffic performance of both
ports remains very different. Chart 33
shows that thanks to inland navigation, the
Port of Antwerp can reach smaller levels of
use in road transport. Thus, logistic chains
are more diversified and cheap, since barge
transportation can host up to 470 TEUs.
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Chart 31: Covered storage surface of the ports of
Antwerp and Barcelona150
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Chart 33: Modal split of the ports of Antwerp and
152
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Chart 34 and Chart 35 show the goods
movements and the TEUs movements in
each port. One can see that the crisis had a
worse effect in the port of Barcelona since
it has not still reached pre‐crisis levels as
the Port of Antwerp does.

Barcelona, June 2013

Barcelona have had similar movements is
the traffic of cars (Chart 36). However,
despite after crisis the recoveries in
Barcelona boosted by exports, distances
with Antwerp have enlarged.
Page | 60
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Chart 36: Cars handled in the ports of Antwerp and
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As for the public expenditures (Chart 37),
one can see that the Port of Barcelona has
received more investments than the Port
of Antwerp. However, as the previous
charts show it, results have been very
different.
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Chart 35: Containers handled in the ports of Antwerp
154
and Barcelona
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On the other hand, the only trade flow in
which the Port of Antwerp and the Port of
152

Own elaboration with data from Port of
Antwerp and Port of Barcelona, 2011
153
Own elaboration with data from Port of
Antwerp and Port of Barcelona, 2000‐11
154
Own elaboration with data from Port of
Antwerp and Port of Barcelona, 2000‐11
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Port of Anwerp

Port of Barcelona

Chart 37: Public expenditures in the ports of Antwerp
and Barcelona155

155

Vlaams Havencomissie and Barcelona Port
Authority
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Comparison between Belgium and
Catalonia
The nearest areas served by the Port of
Antwerp and the Port of Barcelona are
Belgium and Catalonia. The following
tables (Table 15 to Table 18) show the
regional data from Eurostat NUTS 2 used to
obtain the North‐South analysis made in
chapter 2 for the whole port ranges. One
can see that both entities follow the same
pattern than the port ranges. While their
surfaces are very similar, the northern
country has a much bigger economic size
and better infrastructure endowment.
Again, labour costs are the only strength of
the southern region against the northern
one along with the proximity to the
emerging countries.

Costs

Belgium

Catalonia

Labour
Industry
costs

56.507 €

38.296 €

Table 18 Labour industry costs156

The impact of the Port of Anwerp and
the Port of Barcelona
Although methodologies to calculate the
economic impact of an infrastructure may
vary, according to the available data, the
weight of both ports over their economies
is very similar (Table 19). However, given
the biggest size of the Port of Antwerp and
its industrial cluster, the direct jobs of the
Flemish port are six times those from the
Catalan port.
Port of Antwerp

Port of
Barcelona

General

Belgium

Catalonia

Direct GAV

9.821 M €

5.981 M €

Surface

30.528 km2

32.113 km2

Indirect
GAV

9.402 M €

5.572 M €

Population

11.094.850 inhab

7.318.513 inhab

Total GAV

19.223 M €

11.553 M €

% GDP

5,4%

5,9%

Direct jobs

60.509

13.365

Population
Density

363,43 hab/km

2

227,90 hab/km

2

Table 15:General facts of Belgium and Catalonia
Economy

Belgium

Catalonia

GDP

356.125 M €

194.996 M €

GDP/inhab

32.700 €

26.600 €

Table 19: Economic impact of the ports of Antwerp
157
and Barcelona:

Table 16: Economic facts of Belgium and Catalonia
Infrast.

Belgium

Catalonia

Railway

3.582 km

1.900 km

Railway
Density

0,1173 km/km2

0,0592 km/km2

Motorway

1.763 km

1.267 km

Motorway
Density

0,058 km/km2

0,039 km/km2

Navigable

1.516 km

‐

Navigable
Density

0,0497 km/km2

‐

Table 17: Infrastructure endowment in Belgium and
Catalonia

156

Eurostat, NUTS 2
Vlaamse Havencomissie and Barcelona Port
Authority, 2011

157
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4. Measures and policies for the Port of Barcelona
Next table presents the situation in the Port of Antwerp in relation to the threats and
weaknesses found in the Port of Barcelona in chapter 3. This chapter is going to analyse them
and propose some measures and policies for the Port of Barcelona taking the Port of Antwerp Page | 62
as a reference.
Port of Barcelona

Port of Antwerp

Lack of empty and cheap industrial land that
undermines the arrival of big logistic operators
or manufacturing companies

Availability of industrial land that guarantees a
minimum critical mass and that enables the PA
to develop an industrial policy strategy

Rail and road accesses issues as well as the slow
development of the Mediterranean corridor that
weakens hinterland linkage

High interconnectivity and diversified modal
split, with rail and barges offering direct link
with its hinterland. Ambitious plans for the
following years (Master Plans)

Lack of a single voice representing the interests
of the Port of Barcelona in the entire
operational area (Llobregat Delta) that allows
carrying out joint policies with other actors
present in the area
Rivalry with ports under the same governing
body for the same markets: Valencia, Algeciras,
Tarragona and other ports competing outside
the free market

4.1 The Port of Antwerp as a
benchmark frame for the port of
Barcelona
Lack of availability of industrial land
In a world in which the integration of
supply chains and intermodal efficiency is
key to be competitive, the fact that the
port of Antwerp can provide services on a
large scale throughout the supply chain at
very competitive costs puts it in a very
advantageous to attract large companies
involved in global supply chains.
So, the Port of Antwerp, in addition to
having an extensive network of rail and
road, it offers a wide range of logistics
areas, being 540 ha of covered storage that
will extended with the developments on
the left side of the River Scheldt. Thanks to
this availability, the average rental price of
industrial land is of 46 €/m2 per year.
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Port Authority with a very active role (facilitator)
in the entire global supply chain. Municipally
owned. Large area under its domains
Major investing priority for the Belgian
authorities: Public sector in line with the Port
Authority and the private sector demands

The opposite happens in the Port of
Barcelona. So, the own industrial land
supply is much more limited and allows
little flexibility in terms of price and size of
the plots, preventing the Port of Barcelona
from developing more ambitious industrial
and logistics policies as well as being an
obstacle for the arrival of the operators
who can opt for the Port of Antwerp, which
then use it as a platform to distribute their
products throughout Europe.
Lack of a single voice within the
Llobregat Delta
Furthermore, the table highlights the lack
of
coordination
between
different
government entities and public present in
the vicinity of the Port of Barcelona. Thus,
the Spanish Government, the Catalan
Government, Barcelona City Council, the
Airport and many other actors share
interests under different viewpoints often
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marked by electoral calendars or partisan
interest.

without having to rely on the connection
with them.

This situation leaves the Barcelona Port
Authority under a constant negotiation
between each of the policy makers that
make the optimal execution of the
different actions required, in addition to
complex port operations themselves.

Lack of investment priority
The Port of Barcelona has to share general
objectives with ports that are of its direct Page | 63
competition. This causes conflicts of
interest between the different regions that
do not occur so frequently in the Port of
Antwerp because of its position as the
reference port of Belgium.

In the Port of Antwerp, on the contrary,
the whole management is centralized
under the port authority itself, allowing a
clearer definition of the strategies to follow
and complete control of the supply chain in
their domains. Thus, the Port of Antwerp
can offer the customers an integral service
that in the Port of Barcelona is more
restricted.
Being the Llobregat Delta the most
important
logistic
point
of
the
Mediterranean, the lack of a single voice in
the strategy and services offered to
companies considerably reduces the
options to attract the flow of goods that
are now coming to Antwerp thanks to this
vertical integration policy.
Lack of optimal rail and road
connectivity
The lack of power of decisions on the
domains beyond the port boundaries
makes the Port of Barcelona see its
capability to improve connectivity with the
hinterland much more restricted. Despite
the initiatives undertaken to expand the
hinterland through its dry ports, the rail
link with these logistic areas is subject to
third parties such as railway managers or
foreign governments (France, for instance).
Conversely, the Port of Antwerp, as it
contains a large surface provided with an
extensive network of roads and highways,
it can develop activities that the Port of
Barcelona carries of outside its port area,
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The consequence is an investment policy
subject to territorial balance and not
driven by the market. It is shown with the
conflict between the Central Crossing the
Pyrenees and the Mediterranean Corridor,
or the investments in the Port of Valencia
and the Port of Barcelona, whose results
have been visibly higher in the Valencian
port.

4.2 Possible measures and
policies based on the Port of
Antwerp
Considering the fewer environmental and
transport costs of the Mediterranean route
against the North Sea route used by goods
coming from Far East and Latin America, it
is essential for Barcelona to count with the
same tools as the Le Havre‐Hamburg ports
if it wants to be competitive.
Thus, based on the differences highlighted
between the optimal infrastructure
management and the role of stakeholders
in the Port of Antwerp and the Port of
Barcelona, the following measures are
proposed as solutions for the Port of
Barcelona:
An only manager in the Llobregat
Delta
It is proposed to merge under a single
governing
body
all
the
logistic
infrastructures present in the ending
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stretch of the Llobregat Delta, including the
Port of Barcelona, the Pedrosa industrial
park, the Zona Franca, the cargo terminal
at Barcelona Airport, the rail terminals of
Can Tunis and Morrot as well as road and
rail access to the area. The logistic area
would rise up to 8.300 ha158, including all
the mentioned infrastructures and the
Delta area and excluding the city of El Prat
de Llobregat (Figure 33).
The goal is to unite voices and strategies
whose center of decision should be the
Port of Barcelona and its Port Authority.
Thereby it intends to eliminate conflicts of
interest between actors and policy makers
that are currently limiting the development
of investment plans. This unification would
also enable clients to have a single window
for participants of global supply chains,
reducing handling costs and duplication in
management bodies.
The control over the whole logistic area
would enable the Barcelona Port Authority
to apply integrated logistic policies, from
the unloading of the container to the
product packaging and shipping to towards
the rest of Europe without depending on
its dry ports.
Enlargement of the industrial land
supply in the Delta
Expansion of supply of logistics land
available in this new area by the
reclassification of agricultural land in the
Delta, already previously placed at the
disposal to other non‐agricultural purposes
such as the Eurovegas project159. In the
attached map are highlighted in lilac
current agricultural land whose value is far
158

Own estimation
Leisure and tourist resort promoted by Las
Vegas Sands that finally chose Madrid in 2012.
It was supposed to establish in the Delta area if
the Catalan candidature had been chosen.
159
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less than would provide logistical activities.
The new industrial land could add up to a
total of 2,900 ha to 1,700 ha of existing
ones.
This measure would allow the decrease of Page | 64
industrial rental price levels similar to
European competitors, and offers large
plots for the arrival of large logistics
operators.
The
protection
of
the
environmental areas should
forgotten but promoted..

existing
not be

Intermodal transport within the new
logistic area
It is proposed the design and construction
of an internal dense network of railways
and roads within the new domains to
similarity of those in the Port of Antwerp
inside the new port domains, as well as
distribution hubs. This would be an
essential tool for the Barcelona Port
Authority to develop integrated supply
chain policies. The unified management of
internal services would enable a better
operational efficiency, the reduction of
transport costs. Another goal of this
measure would also be to decongest the
existing logistic areas and hence reducing
carbon emissions.
Thanks to the inclusion of the Airport of
Barcelona to the new logistic area, the
Barcelona Port Authority could offer a
cuatrimodal service including sea, road,
railway and air transport within in a vast
logistic area in the middle of the 5th biggest
urban area in Europe. The whole supply
chain management would be included in
the area, being able to deal with any kind
of goods. Moreover, passenger airport
traffic could also benefit from the
infrastructure integration since the
Barcelona Port Authority could participate
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in the air route strategies with an eye on
cruises.
Governance Transfer to Barcelona
City Council
Given the territorial conflicts of interest
involving shared management with ports of
competition under one entity, Puertos de

Barcelona, June 2013

Estado, it is proposed the transfer of the
Barcelona Port Authority to the City of
Barcelona. Given than the objectives of the
Port of Barcelona are of general interest
for the city, this measure would ensure
greater complicity between the two Page | 65
entities and a more local management.

Figure 33: Map of the proposed new logistic area under the domain of the Barcelona Port Authority160

160

Own elaboration with the cartography provided by the Cartographic Institiute of Catalonia, 2012
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5. Document synthesis and conclusions
5.1 Synthesis
After an academic introduction on the
importance of ports in global economies,
the impact on the economy and the
fundamentals of port competitiveness, at
the beginning of this document one has
been able to see the differences and
similarities between the two predominant
port models Europe: the port system of Le
Havre‐Hamburg port system Algeciras‐
Livorno.
Chapter 2 has shown that the distances
between one system and the other
currently are very large, both from the
macroeconomic point of view and from the
point of view of providing infrastructure,
with the northern European ports far more
competitive than ports sur. Thus, their
hinterlands are much more attractive for
the development of logistic activities that
benefit the world traffic growth and global
supply chains. Their greatest alternative
infrastructures endowment to road
infrastructure and their high intermodality
offer large operators and the whole
industry in general better conditions for
the entry and exit of its products through
its ports
However, in front of the greater logistics
efficiency in the northern ports, ports in
southern Europe have two opportunities to
reduce the existing gap: more proximity to
emerging countries as well as lower labour
costs. Thus, many of the southern ports
have initiated ambitious development
plans.
The chapter 3 has presented the analysis of
two specific cases such as Port of Antwerp
and the Port of Barcelona. It has been
confirmed that differences between the

Genís García‐Alzórriz Guardiola

two port ranges can be extrapolated to the
differences between some of its ports. So,
the Port of Antwerp beaten the Port of Page | 66
Barcelona in all comparators, both for its
greatest surface size (about 13 times
larger, hosting 7 container terminals, while
Barcelona only hosts 2), best maritime
traffic data (around 4 times the volume
moved in the port of Barcelona) and its
efficiency in optimizing the investments
received from the public sector. However,
it has been seen that the weight of each
the two ports on the economies of their
regions / countries is very similar.
Similarly, in the same chapter it has been
explained the context in which both ports
are, trying to describe the main
characteristics of each port, as well as the
actors regarding decisive influence on the
development of their activities. Assuming
the size difference between both ports,
one has analysed several aspects related to
the optimal infrastructure management
and the role of actors in improving port
competitiveness.
It has been seen that commercial role both
port authorities is very similar despite the
significant differences in size between the
two ports, both being active enabling
supply chains despite using different
strategies. While the Port Authority of
Antwerp is committed to the integration of
the entire supply chain under its
supervision and within its land domains,
the Port Authority of Barcelona is weaving
a network of dry ports while it is expanding
its area of influence over which it has
better control and as a more direct contact
with the customer.
The relationship between port authorities
and the rest of the public sector has proven
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to be much more productive in the Port of
Antwerp than in the Port of Barcelona.
Municipal management in the Port of
Antwerp ensures a better coordination of
its policies with the city since both share
common goals. In addition, the Antwerp
Port Authority has absolute control over all
infrastructures served inside, and a large
supply of industrial land with which to
complement the entire logistics chain.
This is not the situation of the Barcelona
Port Authority which in addition to the lack
of industrial land, it is forced to share
physical space with other public companies
belonging to different institutions with
frequently very opposed interests. This is
the case of railway connections, the
relationship with the airport or the
attached industrial parks, all in the same
geographic area.
On the other hand, it has been described
the case of the new expansion of the Port
of Barcelona as a consequence of lack of
coordination between the different actors
involved in the management of the port
hinterland. It has been seen that poor
investment policy, leaving aside the
interconnection with the hinterland of
Barcelona, has let them Hutchison
enlargement in a situation of clear
deficiency and therefore has reduced the
competitiveness of the port.
In this situation, taking the Port of Antwerp
as a reference, some measure have been
proposed in views to attract the arrival of
large companies involved in global supply
chains to Barcelona. All of them go through
the enlargement of the port domains and
conversion to a big logistic hub, the
unification of logistics services, the
enlargement of the industrial land supply
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and the municipal management of the
entire logistics complex.

5.2 Conclusions
1. World trade and global supply chains.
are increasingly boosting GDP growth.
2. Ports are essential tools to attract
world trade flows.
3. Northern European ports and its
hinterlands are more competitive to
deal with maritime freight through a
better
intermodal
infrastructure
endowment.
4. South European ports should improve
their interconnectivity if they want to
compete with northern ports.
5. The Port of Antwerp is more
competitive to receive global supply
chains than the Port of Barcelona
thanks to its larger scale, better
intermodality and better control over
the whole logistics chain.
6. If the Port of Barcelona wants compete
in similar conditions with the Port of
Antwerp, it should enlarge its domain
zone, be able to undertake industrial
policies, integrate all the logistic actors
in its surroundings and depend on
municipal authorities.
7. Governments, especially those in
Southern
Europe,
should
see
intermodality and port facilities as a
priority if they want to reach the
Northern standards and overcome the
current crisis.
8. Public sector has to solve its the port
competitiveness issues in the Port of
Barcelona if Barcelona, Catalonia and
Spain want to find the growth path
again.
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