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Development of a transferable toolbox based on the deliverables of the CCP21 project

1 Initial situation
Inland water transport is a competitive alternative and addition to road and rail transport, offering a sustainable and environment-friendly transport in terms of energy consumption, noise and gas emissions. It
is also often the most economical and safe inland transport mode due to low infrastructure and external
costs. Within the inland waterway network, inland ports play a vital role as crucial linkages in modern
supply chains, where freight and passengers are being transferred and economic added value is realised.
Strengthening and enlarging the capacity of the nodes, will enlarge the efficient use of the existing network.
The location of inland ports in cities offers opportunities for new logistic and spatial concepts, such as city
distribution, regional container shipment and multipurpose land use. Nevertheless, inland ports find
themselves in the area of conflict between urban planning and port development. On one hand, ports are
an important economic factor in the region and guarantee employment for the inhabitants of the city and
often for the whole region. Furthermore, the goods supply of the urban area is often done via the port or
urban distribution centres connected with the port. On the other hand, port activities result in a whole
range of problems and negative impacts such as noise disturbances and air pollution, safety risks if dangerous goods are handled, increased traffic volumes leading to congestion and additional noise and air
pollution. Additionally, urban riverbanks have become the dream location for exclusive housing, luxury
offices and leisure parks. Therefore, a smooth cohabitation of port and city has become more and more
challenging.
The Port of Brussels is lead partner of the project “Connecting Citizen Ports 21” (CCP21). CCP21 is a project
developed within the INTERREG IVB Programme, which is a financial instrument of the European Union’s
Cohesion Policy. CCP21 brings together seven major inland ports (Brussels, Lille, Paris, Liège, Utrecht,
Schweizerische Rheinhäfen and RheinPorts Basel-Mulhouse-Weil) and intends to promote connectivity
and sustainable transport by optimising the organisation of freight logistics and sustainable spatial development of inland ports in North West Europe.
Since the official project approval in September 2010, the seven CCP21 partners have worked on various
projects on optimising inland ports as nodal points to be an integrated part of the EU transport chains and
to be sustainable and physically integrated in the urban fabric. For the further consolidation of the results
HTC – Hanseatic Transport Consultancy was mandated to identify methodologies, best practices, lessons
learned etc. from the so far taken initiatives and to support the transfer by developing a transferable
toolbox based on the deliverables of the CCP21 projects. This toolbox is dedicated to any interested inland
port, seaport and other stakeholder involved in inland waterway transportation. It is to be published,
because many inland ports face the same challenges and have similar potentials. Within CCP21 diverse
experiences in various projects were gained – the toolbox brings together all transferable and duplicable
results and lessons learned. The purpose of the toolbox is to use these similarities to extend the benefits
of the project beyond CCP21. The transfer of knowledge and experiences contributes to find a good practice to face the actual challenges of inland waterway transport.
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2 CCP21 – Context and project partner
2.1

CCP21 Context

Nowadays more than ever, transportation in accordance with environmental protection is increasingly
important for the society and their habitat. Keeping emissions and pollution as low as possible is an imposed aim for the preservation of the whole living space. Transportation by waterway is generally the
most sustainable, reliable and safe means of transport for freight. The correlation between economies of
scale and low emissions, as well as the comparatively low risk of accidents, can have the advantages of
secure transportation. Nevertheless, there is still not an optimised organisation and utilisation of the waterway resources and capacities, especially in the use of inland waterways and inland ports. This is where
the CCP21 project comes in. It wants to contribute to more sustainable transport by optimising the organisation of freight logistics and pursues the strengthening of the position of inland ports. This applies not
only to the transport of freight, but also for passengers. Inland ports can add economic value to a transport
chain and, by the way, additionally support the trend to sustainable city transportation. Key challenge in
this context is that the nodes are, in many cases, not yet sufficiently promoted and/or exploited. A
strengthening and enlarging of existing capacities of the nodes, in connection with the enlarging of efficient use of the existing network can contribute to improved, new or enhanced processes.
However, the optimisation of inland ports and transport chains are not without obstacles. Inland ports
are often located, by the nature of their historical development, close to the city (-centers) and in conclusion inland ports face the urban development of the city. Partially advantageously (shorter distances, less
street traffic, etc.), inland ports as well receive fierce competition from other urban functions in aspects
like the limited space available at the waterside, noise pollution, city enlargement or others.
The CCP21 project follows the strategy to discover and to use opportunities for new logistic and spatial
concepts of inland ports. This should even further ensure economic growth for the cities with ideas such
like the integration in city distribution, regional container shipment and multipurpose land use. In order
to break down the strategy into concrete objectives, the project was sub-divided in four areas (work packages). Each work package clusters different actions and investments, according to a common objective.
The seven partners of CCP21 with its projects and targets can be assigned into these overlapping work
packages; each specific project follows anyhow the main objective of CCP21: the smart growth of inland
ports. Hence, in combination and cooperation, the project partners altogether are covering the concrete
main objectives of CCP21. With the permanent exchange of information about the project processes and
the actions that will be carried out in the framework of the project, the CCP21 partners will most likely
attain the results and targets. Additionally, in some cases, the developed projects will also serve as a
preparation for strived investments at the sites.
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2.2

CCP21 Partner

The EU INTERREG IVB project “Connecting Citizen Ports 21” has brought together seven ports and political
partners from four EU countries and Switzerland. The partnership has been designed as a mixture of different level political actors and port authorities comprising the inland ports of Basel, Brussels, Liège, Lille,
and Paris, the RheinPorts cooperation (Basel-Mulhouse-Weil) as well as the province of Utrecht in collaboration with the municipality of Utrecht. The geographic scope covers the rivers Rhine, Meuse (Maas),
Schelde, Seine and Deûle as well as the Western European canal network. The following map shows the
affiliated ports in an overview.
Figure 1

Geographical scope of CCP21 partners

Source: HTC based on Step Map.

The overall set-up of the affiliated ports can be characterised by different sizes, different handling volumes
and different commodity types handled in the ports. To give the reader a brief impression on the divergent
structure of the ports, the following chapters provide some key figures for each of the ports within the
partnership.

3

Development of a transferable toolbox based on the deliverables of the CCP21 project

2.2.1 Port of Liège
Established in 1937 the port of Liège is the leading inland port in Belgium and the third largest European
inland port in terms of tonnages handled. The port benefits from direct links with the major ports of Antwerp and Rotterdam via the Albert canal as well as with Zeebrugge and Dunkirk.
It covers 32 harbours with 26 km of quaysides located along the Meuse River and the Albert canal in the
Liège province with a total surface of 370 hectares. The following figure shows the various port areas
managed by the Liège Port Authority.
Figure 2

Port of Liège – Location and port areas

Source: Liège Port Authority.

In 2012, the port of Liège handled a total amount of 18.7 million tons, a decrease of 3.6 % compared to
the previous year. The following figure shows the development of the total throughput over the last five
years.
Figure 3

Port of Liège – Total Throughput in 1.000 t
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From the 18.7 million total throughput in 2012, 13.3 million tons (71 %) were handled by ship, 3.7 million
tons (17 %) by road and only 1.6 million tons (12 %) by rail.
Amongst the key commodities handled in the port of Liège are non-ferrous minerals (40 %), oil products
(24 %) and solid combustibles (12 %). With 24,813 TEU handled in 2012, container traffic is on a comparably “moderate” level, but sees strong growth potentials. The tri-modal container terminal offers 3 times
a week shuttles between Liège and the Antwerp Port (156 TEU each). Rotterdam is also served on demand.
For the future, the port has ambitious development plans. Liège Port Authority develops a multimodal
logistics park of 120 ha called Liège Trilogiport located on the banks of the Albert Canal in Hermalle-sousArgenteau. This site will be equipped with a container terminal covering 15 hectares and a 1,750 meters
quayside.
The following table provides a condensed overview of further key facts about the port of Liège.
Table 1

Port of Liège – Selected key facts

Port name:

Port of Liège

Location:

Liège, Belgium

Website:

http://www.portdeliege.be/en/

Port site:

32 Port areas - 370 ha

Accessibility:

 Road: Access to A25/E25 to Maastricht, via E25 access to E40 (European motorway East-West connection)
 Rail: Located at main east-west corridor Brussels-Cologne
 Waterway: Situated at the Maas, Albert-Canal (3,4 m drought), 129 km to Port of
Antwerp, Juliana Canal (2,8 m drought), 250 km to the Port of Rotterdam, Accessibility to push convoys up to 4,500 tons and to coasters up to 2,500 t

Selected
facilities:







Two container terminal (3 hectares)
Covered dock (26 m / 110 m)
Roll-on / roll-off quay
Storage oil tanks (226,500 m2)
100 cranes, 33 weighbridges, several lifting devices - 65 storage and handling
warehouses (15 ha covered)
 Grain elevators (50,000 m2), Sand and gravel hoppers (60,000 tons)
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2.2.2 Ports of Paris
The Ports of Paris are the leading inland port-network in France and the second largest European inland
port in terms of tonnages handled. A state public institution, the Autonomous Port of Paris, attends the
development, maintaining and operating of the port facilities of Paris and its surrounding region. The port
sites are predominantly located at the Seine river, which is the second wide gauge navigable river in Europe linking the Ile de France Region with around 12 million inhabitants to the sea ports of Rouen and Le
Havre. Besides the activities in cargo handling, the port is a major player in the Ile-de-France region’s
tourist industry. The ports are scattered in 70 different sites (including 50 urban ports) along 500 km of
riverbanks with 1,000 ha of port land, one million m² of warehousing, six multimodal platforms and four
container terminals in business. The following figure shows the various port areas managed by the Autonomous Port of Paris.
Figure 4

Ports of Paris – Location and port areas

Source: Port of Paris.

The three main multimodal platforms are the port of Gennevilliers, the port of Bonneuil-sur-Marne and
the port of Limay-Porchville. The port of Gennevilliers is the most important terminal/platform for the
Ports of Paris. With 400 ha area and more than 20 million tons of traffic (all modes), it offers combining
traffic modalities via road, rail, inland waterway, pipeline and airport. The port of Bonneuil-sur-Marne is
located at the east of Paris and only 8 km away from the city. The area includes about 186 ha and offers
likewise a trimodal access. This terminal connects the seaport of Le Havre with three weekly container
transports. The port of Limay-Porcheville is situated in the west of Paris on the Paris-Rouen-Le Havre axis.
The port covers an area of about 125 ha and is directly linked to the road A13, Paris-Rouen-Le Havre.
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In 2012, the ports of Paris handled a total amount of 22.6 million tons by waterway. The following figure
shows the development of the total throughput by waterway over the last five years.
Figure 5

Ports of Paris – Total Throughput by waterway in 1,000 t
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Source: Port of Paris.

Amongst the key commodities handled in the port of Paris are construction materials (56 %), biomass
(29 %) and foods (11 %). The container traffic with 475,938 TEU handled in 2012, of this 161,712 TEU by
river traffic, is a growing sector for the port of Paris.
Supporting the geostrategic location of the corridor linking the French coast to greater Paris is a current
and future aim for the Ports of Paris. A major step was achieved with the creation of HAROPA, a partnership between the ports of Le Havre, Rouen and Paris. HAROPA coordinates, develops and promotes as an
EIG (Economic Interest Group) the interests of the river ports of Le Havre, Rouen and Paris, together with
a number of other Seine-Oise related Ports since 2012. This project aims for the improvement in the organisation of freight transport as well as the improvement of the coordination of synergies between the
French Ports.
The following table provides a condensed overview of further key facts about the port of Paris.
Table 2

Ports of Paris – Selected key facts

Port name:

Ports of Paris

Location:

Paris, France

Website:

http://www.paris-ports.fr

Port site:

70 Ports (1,000 ha)
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Accessibility:

 Road: Access to all main motorways of France
 Rail: Access at Gennevilliers, Bonneuil-sur-Marne and Limay, access to east-west
and north-south connection
 Waterway: Situated at the Seine, access via the Seine to the Oise, access via the
Seine to the Marne

Selected
facilities:







4 container terminals
1,000 ha of port land
6 multimodal platforms
1 million m² of warehouses, business and office space
34 terminals for passenger vessels

2.2.3 Province of Utrecht
As representative of the City of Utrecht and the City of Nieuwegein, the Province of Utrecht officially
manages and supervises the project. All activities within CCP21 were carried out in close cooperation with
the Port of Utrecht as responsible authority for controlling the operations of the river transports in the
municipal waters and part of the Public Works department of the City of Utrecht. Two inland ports are
located in the province of Utrecht, “Het Klooster” and “Lage Weide”.
Het Klooster is the new container terminal in Utrecht. The province of Utrecht and the Municipality of
Nieuwegein signed an agreement to cooperate on the development of the terminal. Het Klooster originally is a business park centrally located and situated along major highways and waterways. Developing a
container terminal at this location is an important addition to the nationwide network of container terminals. The Amsterdam-Rhine canal gives access to the north and east of the country (and Germany) and
the Lekkanaal leads to the ports of Rotterdam and Amsterdam. More than two thirds of the goods imported annually through the port of Rotterdam are transported by inland waterways to economic centres
in and outside the Netherlands.
The other inland port of the province of Utrecht is Lage Weide. The area of around 215 ha makes it one
of the largest inland ports of the Netherlands, employing around 18,000 people. The annual throughput
of this port is 6 million tons. The connectivity to major networks such as the A2 motorway, several railways
and the Amsterdam-Rhine canal makes this port very attractive for multimodal transport solutions.
The following figure gives an overview of the Province of Utrecht and its inland ports.
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Figure 6

Port of Utrecht – Terminal Locations

Source: Gemeente Utrecht.

In the beginning of 2013, the “Port of Utrecht”, which should act as a platform for the supporting of sustainability of logistics in the region of Utrecht, launched its activities. Active Partners are the Province of
Utrecht and the City of Nieuwegein. The Port of Utrecht aims to bring together the industry and the government in order to organize efficient flows of cargo. This platform brings together industrial and logistic
companies and in addition the government. The aimed activities cover the Port of Utrecht region with its
extensive network of roads, ports and rail connections. It is centrally located and crosslinks the diverse
transport modes. The node of Utrecht Lage Weide and Het Klooster in Nieuwegein as logistic hubs play
the most important role for the Port of Utrecht.
The figure below shows the development of the throughput on both sites combined.
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Figure 7

Utrecht – Total Throughput 1,000 t
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Source: Province of Utrecht.

Amongst the key commodities handled in the port of Utrecht are construction material like sand, gravel
and debris (40 %) and food products (24 %). Container traffic is a growing sector with 70,000 TEU handled
in 2011 at the port of Lage Weide.
The following table provides a condensed overview of further key facts about the ports of Utrecht.
Table 3

Province of Utrecht – Selected key facts

Port name:

Province of Utrecht

Location:

Central Netherlands, near city of Utrecht

Website:

http://www.portofutrecht.nl/

Port site:

Accessibility:









68 industrial areas in and around Port of Utrecht (4.330 ha)
7 km of quay sides in 2 main port areas, 1 turning basin
Port area Lage Weide (216 ha.)
Port area Het Klooster (11 ha.)
10 fixed cranes, 5 other portal cranes
Container terminal Lage Weide with 2.2 ha and 2 portal cranes
Accessible for barges up to class CEMT-VIb (12.000 tons)

 Roads: A1/E30 (Enschede-Osnabrück) A2/E35 (Amsterdam), A2/E25 EindhovenAachen) A27/E311 (Breda-Antwerpen), A28/E232 (Groningen-Bremen) A12/E30
(Rotterdam), A12/E35 (Arnheim-Ruhrort-Dortmund).
 Railway: Utrecht forms a central traffic node of the Dutch railway network, with
main connections to all directions.

10

Development of a transferable toolbox based on the deliverables of the CCP21 project

 Waterways: Lek-river (to Rotterdam and Germany) and Amsterdam-Rhine canal
(to Amsterdam-North Netherlands-Emden-Bremen)
 Projected new container terminal at Het Klooster.
 Projected new rail terminal at Lage Weide (under investigation).

Selected
features:

2.2.4 RheinPorts
RheinPorts is the alliance of three individual ports at the Upper Rhine: the ports of Basel, Mulhouse and
Weil am Rhein. The ports are situated in the center of the north-south transport axis and provide a major
transport hub for the three-border region of France, Germany and Switzerland with its 2.3 million inhabitants.
Figure 8

RheinPorts – Location and port areas

Source: RheinPorts.

RheinPorts is one of the top-ranked river ports on the Rhine and has direct multimodal connections with
the great North Sea ports and also, via the Alps, with the Mediterranean region. In 2012, the RheinPorts
handled a total amount of 12.6 million tons, an increase of almost 19 % compared to the previous year.
The following figure shows the development of the total throughput over the last five years.
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Figure 9

RheinPorts – Total Throughput in 1.000 t
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Source: RheinPorts.

Container traffic is a growing sector for the RheinPorts. With 185,000 TEU handled in 2012 it achieved an
increase of 6 % in comparison with 2011.
The following table provides a condensed overview of further key facts about the RheinPorts.
Table 4

RheinPorts – Selected key facts

Port name:

RheinPorts

Location:

Southern Upper Rhine area,
three-border region of France, Germany and Switzerland

Website:

http://www.rheinports.net/

Port site:

3 Port locations
 Mulhouse (84 ha): Ottmarsheim, Ile-Napoléon, Huningue
 Weil am Rhein (13 ha)
 Basel (158 ha): Kleinhüningen, Birsfelden, Auhafen Muttenz

Accessibility:

 Road: Individual access to main European motorways
 Rail: Located at north-south corridor Rotterdam-Genoa
 Waterway: Situated at the Rhine

Selected
facilities:

Mulhouse:
 75,000 m² container terminal
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Storage capacity: 6,500 TEU with 21 reefer container power points
2 gantry cranes for containers and heavy loads
120,000 m² of warehouse space and 120,000 m² of external storage space
35 kilometer internal railway network

Weil am Rhein:
 External storage 32,500 m² with possibility of expansion to 40,700 m² capacity
 Covered storage: 3,500 m² (warehouse)
 Storage area for bulk goods: 37,900 m³, container capacity: 2,100 TEU
Basel:
 Silos for 385,000 m³ of grain
 80,000 m³ for bulk goods
 1,195,000 m³ tank for bulk liquids
 250,000 m² of covered warehouses
 200,000 m² outside storage area (container / hazardous materials containers)
 60 cranes with a hoisting capacity of 5 to 300/600 t

2.2.5 Port of Switzerland
The Port of Switzerland consists of three port sections in the cantons Basel-Country and Basel-City: the
Port of Birsfelden, the Port of Muttenz and the Port of Basel-Kleinhüningen - together with 7 km of quay
site. The three port areas with 158 ha in total represent the most important traffic hub in Switzerland.
Together through these ports, more than 10 % of all Swiss imports are getting into the country via the
Rhine from seaports like Rotterdam, Antwerp and Amsterdam.
Figure 10

Source: NZZ.

Ports of Switzerland – Location and port areas
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In 2012, the Port of Switzerland handled a total amount of 14.6 million tons, an increase of 15 % compared
to the previous year. The following figure shows the development of the total throughput over the last
five years.
Figure 11

Port of Switzerland – Total Throughput in 1.000 t
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Source: Port of Switzerland.

From the 14.6 million total throughput in 2012, 7.2 million tons (49 %) were handled by ship, 2.7 million
tons (19 %) by road and 4.7 million tons (32 %) by rail.
Amongst the key commodities handled in the ports of Switzerland are mineral oil products (50 %), construction material (15 %) and agricultural products (12 %). Container traffic increases continuously in the
last five years. With 102,204 TEU handled in 2012, it was an increase about 9.5 % compared to the previous year.
For the future, the ports are planning to build an additional container terminal in Basel North. The aim is
to start with the development for the throughput from rail to road in the years 2015/16 and afterwards
the installation of a port terminal with starting operations in 2018/19.
The following table provides a condensed overview of further key facts about the ports of Switzerland.
Table 5

Port of Switzerland – Selected key facts

Port name:

Port of Switzerland

Location:

Basel, Switzerland

Website:

http://port-of-switzerland.ch/en/index.php

Port site:

3 Port areas - 158 ha
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Quay berthing:

7 km

Accessibility:

 Road: Access to E 25 (European motorway north-south connection), access to E60
(European motorway east-west connection)
 Rail: Directly located at the rail-corridor Rotterdam-Basel-Genoa
 Waterway: Situated at the Rhine

Selected
facilities:









Silos for 385,000 m³ of grain
80,000 m³ of storage for other bulk solids
Tank storage for 1,250,000 m³ of liquid goods
250,000 m² covered storage
200,000 m² open-air storage (container terminals)
60 cranes with lifting capacity of 5 to 300 t
100 km train tracks

2.2.6 Ports of Lille
The ports of Lille have been created in 1948 and represent today an integrated network of 13 locations
on the territory of Lille and around. The main ports of this network have trimodal access (rail, road and
inland waterway). The ports are spread between the towns of Lille and Loos along the Canal de la Deûle
and covers an area of 57 ha. The Ports of Lille are France 3rd ranked inland ports.
Figure 12

Port of Lille – Location and port areas

Source: Université Paris-Est - IFSTTAR - SPLOTT, 2013.

The Ports of Lille are linked to several major seaports such as Dunkirk, Antwerp, Zeebrugge or Ghent. The
future Seine Nord Escaut canal will make the junction with the huge Paris area market.
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In 2012, the ports of Lille handled a total amount of 7.6 million tons. The following figure shows the development of the total throughput over the last five years.
Figure 13

Port of Lille – Total Throughput in 1.000 t
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Source: Lille Port Authority.

From the 7.6 million total throughput in 2012, 1.6 million tons (21 %) were handled by ship. Container
traffic with 68,806 TEU handled in 2012 plays an important role for the port of Lille. Especially the container traffic by waterway (49,213 TEU in 2012) is of major significance.
The following table provides a condensed overview of further key facts about the port of Lille.
Table 6

Port of Lille – Selected key facts

Port name:

Port of Lille

Location:

Lille, France

Website:

http://www.portdelille.com/

Port sites:

13 Port areas (260 ha), main sites:
 Port de Santes (84 ha)
 Port de Lille (57 ha)
 Port de Wambrechies (33 ha)

Accessibility:

 Road: Access to Lille motorway A25 between Lille and Bergues
 Rail: Located at railway route between London and Cologne
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 Waterway: Situated at the Canal de la Deûle, part of the river system Schelde;
regular barge service between Lille inland´s ports and Antwerp, Zeebrugge and
Rotterdam
Selected
facilities:

 3 container terminals (Lille, Arques and Halluin)
 245,000 m2 covered warehouses

2.2.7 Port of Brussels
The port of Brussels, located to the north of the city-centre, founds its origin with the construction of the
Willebroek Canal in 1561. Nowadays it is the second largest Belgian inland port. The port area, which
covers only 85 ha, is trimodal accessible by rail, road and inland waterway with an airport, the Brucargo
terminal, very nearby.
Figure 14

Port of Brussels - location and port area

Source: Tetra Architecten

The port is accessible for ships up to 4,500 tons, which is large for an inland port. It is connected to the
port of Antwerp in only 5 hours, using just two locks. Other major industrial areas in the Netherlands,
Germany, Luxembourg and France are easily accessible through an intensive rail- and road network.
Annually, the port of Brussels handles around 24 million tons. Around a third of that amount is covered
by waterway transport. With a share of respectively 24 % and 55 %, oil products and building materials
play an important role for the port of Brussels. With 13,000 TEU (2013), the throughput of containers
plays a considerably smaller role for the port.
The following figure shows the development of the throughput over the period 2008-2012.
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Figure 15

Port of Brussels – Total Throughput in 1.000 t
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Source: Port od Brussels.

Port name:

Port of Brussels

Location:

Brussels, Belgium

Website:

http://www.portdebruxelles.be/

Port site:

Main site, 85 ha. being Belgian second largest inland port

Accessibility :

 Road: E40 motorway. Hub for corridor Bruges – Ruhr area, E19 motorway.
Hub for corridor Rotterdam/Antwerp - Paris
 Rail: Large rail infrastructure from where important cities like Paris, Köln and
Rotterdam are accessible.
 Waterway: central in the Willebroek canal. Only 5 hours to Antwerp and
120 km to North sea
 Air: Bruxelles Zaventem Airport, Brucargo Terminal

Selected facilities:







160,000 m2 covered warehouses
Accessible for ship up to 4,500 tons
12 km quay (whereof 2,8 km accessible by sea ships
3 turning basins
Home to more than 300 companies
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3 Evaluation concept
For the provision of a generic and duplicable toolbox, the single project outputs from the CCP21 partners
have to be analysed, by using a tailor-made evaluation concept in order to assess the suitability of the
identified measures to achieve the overall objectives of CCP21:





Increasing the awareness and acceptability of inland ports (WP1),
Promoting cohabitation through innovative multipurpose land use (WP2),
Optimising the organisation of freight logistics (WP3) and
Promoting sustainable city distribution (WP4).

Based on a screening of the outputs, an overall framework for the further analysis was developed, comprising a definition of the core fields of investigation (evaluation criteria) as well as a superordinate structuring of the evaluation (evaluation procedure). As all CCP21 outputs follow different patterns, have different objectives, were developed by different partners in collaboration with different consultants and
are provided in unequal languages, a standardised procedure model for the evaluation of the individual
reports is necessary to ensure representable results.

3.1

Evaluation criteria

As stated above, the detailed assessment of the single projects and port initiatives requires an elaborate
definition of multifaceted evaluation criteria. In this context, it has to be considered that each port-related
project is designated to one of the overall objectives of the CCP21 project. In order to achieve a wellbalanced evaluation design, it is necessary to define specific sub-criteria for each of the overall objectives.
In close cooperation with the CCP21 partners, the following sub-criteria haven been defined:
The objective of WP1 is to increase awareness and acceptability of inland ports in cities. Target groups
are regional authorities and citizens as well as national and European organisations. The further evaluation should assess the contribution of the single port initiatives carried out under CCP21 to…
 improve the “image” of inland ports
̶ as logistics-hub for a better urban distribution,
̶ as job-machine and employer especially for low-qualified workers,
 reduce the impact of inland ports on the city in terms of
̶ land use,
̶ noise,
̶ traffic/congestion,
̶ pollution,
 enhance a port development, which is
̶ sustainable,
̶ physically integrated in the urban fabric and which
̶ involves all stakeholders (participation, communication),
 integrate the port in town and/or urban planning,
 internalize externalities of port operations and related activities.
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The objective of WP2 is to promote cohabitation in ports through innovative multipurpose land use. Target groups are regional authorities and citizens, but also other relevant stakeholders such as (city) logistics
providers, real estate funds etc. The further evaluation should assess the contribution of the single port
initiatives carried out under CCP21 to…
 legitimize port activities in urban areas and city centres,
 improve the economic performance within and for the city,
 improve connectivity,
 influence the modal shift,
 combine people and freight most efficient under consideration of the following aspects
̶ costs,
̶ time,
̶ organisation,
 maintain land prices at acceptable level for urban logistics.
The objective of WP3 is to optimise the organisation of freight logistics through a cooperation between
ports and by incorporating new logistics concepts. Target groups are inland ports and all relevant stakeholders along the logistics chain such as logistics providers, shipping lines, terminal operators etc. The
further evaluation should assess the contribution of the single port initiatives carried out under CCP21
to…
 allow growth in scale,
 offer better services in terms of
̶ quality,
̶ reliability,
̶ costs,
 lead to greater efficiency,
 improve competiveness,
 attract new customers,
 promote modal shifts,
 overcome bottlenecks and infrastructure shortages,
 increase transparency and data exchange.
WP4 aims at the implementation of sustainable city distribution concepts through inland ports. Target
groups are inland ports as well as all relevant stakeholders engaged in city distribution such as logistics
providers, retailers etc. but also public authorities. The further evaluation should assess the contribution
of the single port initiatives carried out under CCP21 to…
 improve the competiveness of inland ports,
 reduce environmental impacts of transport
̶ less traffic and congestion,
̶ cleaner air,
̶ improved safety,
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̶

less noise,
̶ better living conditions,
 promote modal shifts,
 attract new customers and convince stakeholders,
 achieve cost-efficiency of sustainable city distribution.
Based on the previous list of sub-criteria the following evaluation scheme can be defined.
Figure 16

Evaluation scheme

Awareness and acceptability

Image as logistics-hub
Image as as job-machine

Multipurpose land use

Legitimisation of port
activities
Improvement of economic
performance

Freight logistics organisation

Sustainable city distribution

Economies of scale

Improve competiveness

Improve quality

Less traffic

Reduced land use

Improvement of connectivity

Ensure reliability

Cleaner air

Noise reduction

Impact on modal shift

Reduce costs

Improved safety

Increase efficiency

Less noise
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Better living conditions

Attract new customers

Promote modal shifts

Promote modal shifts

Attract new customers

Overcome bottlenecks

Convince stakeholders

Improve data exchange

Achieve cost-efficiency

Less congestion
Less pollution
Sustainable port
development
Integrated port development
Communication and
stakeholder participation
Integration in town/urban
planning
Internalisation of
externalities

Combination of people and
freight (costs)
Combination of people and
freight (time)
Combination of people and
freight (organisation)
Acceptable level of land
prices

Source: HTC.

Without anticipating parts of the evaluation procedure (see 3.2), it seems to be necessary to develop a
system for the further aggregation of the evaluation results. Obviously, the port-related projects have to
be evaluated one by one following the above-mentioned evaluation scheme. Therefore, the focus will be
on the WP-specific criteria, other criteria from other work packages will be considered on a minor level.
For a further port-based aggregation of the results, a system with weighting coefficients will be developed,
which considers the port specific framework conditions. The consideration of port specific coefficients for
the different sub-criteria seems to be of special importance for WP3 and WP4, as both work packages are
dealt with by more than one port. The ports within one WP might be confronted with different challenges
(e. g. one port is stronger affected by congestion problems, the other has to reduce emissions). To estimate how the initiatives contribute to the assessment criteria, a simplified numerical value between 1
(low contribution) and 4 (high contribution) is given to benchmark the practices.
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3.2

Evaluation procedure

The evaluation procedure for the assessment of the projects in the four work packages consists of two
major parts. For the clear understanding of the evaluation procedure, it is necessary to know that within
the CCP21 project period, most partners have carried out more than one study (sub-project) in their project. Within the single sub-projects, various measures, recommendations etc. have been identified, analysed and partly been implemented in order to support the overall WP-objective. The following figure
shows the overall procedure in a simplified scheme for the assessment of one work package.
Figure 17

Simplified illustration of the overall evaluation procedure
Project outline and
key findings

Project
Port #

Overall project idea,
executed sub-projects

Sub-project #

Identification of
measures

Sub-project #

Assessment of
measures

WP #
Project
Port #

Sub-project #

Source: HTC.

The above-mentioned evaluation procedure follows a work package based view and proceeds from port
to port. In a first step, the port specific project idea will be described, the single sub-projects will be shown
in an overview. Each sub-project will be analysed one after another. Therefore, the project outline and
key findings will be specified, the identified measures within the single reports will be detailed. If necessary, the individual measures will be aggregated or adapted. Core of the evaluation is the assessment of
the single measures that have been carried out within one sub-project following the scheme below.
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Figure 18

Scheme for the assessment of the identified measures
Objective-specific criteria
Impact
Other criteria

Assessment of measures

Stage of implementation

Duration
Implementation
Resources (investments,
personnel, etc.)

Potential partners

Source: HTC.

The assessment will be divided into two evaluation steps: one step concerning the impact of the measure,
the other one with focus on the implementation of the measure. The impact of the measures will be
analysed under consideration of the objective-specific criteria for their work package (see Figure 16) and,
in addition to those topics, completed by other criteria (criteria from other WP) that seem to be appropriate. In the next step, the aggregation of the results with a weighted coefficient and share of contribution will be carried out, as explained in the previous section. The concluding step of the evaluation procedure will be, where applicable, the disclosure of the implementation of the measures. This step will summarise the stage of implementation, the expected duration of fully implementation, the necessary resources for satisfactory implementation as well as the need and the helpful collaboration with potential
partners. Furthermore, comments on potential obstacles with regard to the implementation will be made.
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4 Analysis of individual reports
4.1

WP1 Awareness & acceptability

4.1.1 Project of the Port of Liège
The Port of Liège activities within CCP21 refer to the development of the multimodal platform Liège Trilogiport on a large piece of land previously dedicated to heavy industrial activities. This project is part of
the CCP21 WP1 Awareness and acceptability of inland port in cities.
The public policy of the Wallonia Region is to develop logistics as a major axis for the economic development following the harsh restructuration of the steel industry in the area. Various deciders identified that
logistics could create new jobs by making use of the strategic position in Europe: the availability of pieces
of land and ideal connections by barge to the major European ports, but also to the main motorways to
the rest of Belgium, Germany, the Netherlands and France. All destinations are located at relatively small
distances from Liège. The Wallonia Region is becoming one of the largest logistics area in Europe. Therefore, the establishment of Liège Trilogiport has to be understood as part of a global strategy in line with
the development of the Liège airport in airfreight. Cushman & Wakefield confirmed in a survey conducted
in 2009 that the Liège area is the most attractive one in Europe for logistics and distribution. The following
map shows the strategic location of the region within (Western) Europe.
Figure 19

Strategic location of the port of Liège

Source: Port de Liège

The development of the logistics activities in the Liège area can no more rely on road transport only for
self-understanding reasons. The water transport has to be promoted despite the short distance between
Liège and Antwerp (only 14h by barge). Additionally, it is foreseeable that the Port of Antwerp will face
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road congestion problems, which, if not solved, will fiercely affect its performance and the opportunities
for the economic regions to maintain the development of logistics as a profitable strategy. The increase
of the local road transport affects the living conditions thus giving rise to adverse reactions to any logistics
development despite the present lack of jobs.
For the so far mentioned reasons, it appeared necessary to develop a large modern multimodal platform
with the ability to handle large volumes of cargo using barge services with either local or other Belgian
destinations, but also destinations located in all relevant neighbouring countries. It is clearly established
that the Liège Trilogiport market is not limited to the Wallonia Region. This justifies the large scale of the
project as the sole local market would have requested more limited surfaces but, referring to the objective
of the WP1, requires an appropriate response to the potentially emerging local claims.
Liège Trilogiport comprises 3 main zones:
 One container terminal on 15 ha alongside the Albert Canal, which will be used to load or discharge
the containers. The containers will be transferred by river, rail or road to their final destinations or to
the Liège Trilogiport warehouses.
 A logistics area with 41.7 ha split between Deutsche Lagerhaus Trilogiport (DLT) and Warehouse De
Pauw (WDP) both operating large last generation warehouses.
 Other port activities areas on 14.7 ha, a services area on 1.8 ha and a large environmental zone of
25 ha (e. g. ¼ of the total surface).
Figure 20

Layout of Liège Trilogiport

Source: Port de Liège.
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The Liège Trilogiport project is of particular importance as large areas are involved and ambitions traffic
volumes of 200,000 TEU for the container terminal and the warehouse activities are expected. The project
has consequently two major principles: the economy and the environment.
As far as the economy is concerned, the investments are substantial:
 45 million Euro from public funds (e. g. the Wallonia Region, the Port of Liège, and the EU (ERDF subsidies) for the preliminary studies
 115 million Euro from private investors for superstructure of the container terminal and warehouse.
From the project layout (see figure above), it can be noticed that the residential areas are located comparably close to the platform. Therefore, a dense green area has been planned between the first houses and
the logistics zone in order to “hide” the activities. The container terminal is located alongside the Albert
Canal on the existing 700 meters bank and in front of an industrialised area (water treatment station etc.)
limiting the various potential externalities (vision, noise etc.).
4.1.1.1 Project outline and key findings
As from the initial steps of the project, the communication was well structured and professionally conducted in order to avoid a public “misdirection”. The Port of Liège has been founded in 1937 on the « Ile
Monsin » (93 ha) and at that time the environmental issues were not a priority. The public has progressively associated port activities with industrial activities. The current old facilities do not reflect a positive
image of a port activity. The public is nowadays extremely concerned of air and water pollution and it is
clear that if some uncontrolled information is spread, there is a potential danger that they develop negative attitudes towards any new project in the port.
The communication is in the hands of the Port of Liège with an emphasis on the role of logistics for the
country, for the region and even for the families. This must be done through one channel e. g. a potential
dedicated information officer. The objective is to make the population understand that one of the consequence of the consuming society is the growing demand for low prices goods produced in China for example. The subsequent growth of the size of the container ships and a continuous demand for fast final
delivery create new logistics challenges. The best way to bring large quantities of cargo close to the consumer market is to use the water transport. This mode is safe, reliable, cheap, environmental friendly and
allows the transport of great quantities of containers (economies of scale). The Albert Canal links the Liège
region with the major seaports with Antwerp in the first row. The Port of Liège explained that the handling
of these containers in Liège Trilogiport would give an opportunity for the Liège area to increase the added
value and to replace the jobs lost after the steel industry restructuration.
The communication mission is to explain the reasons why the project supports the local economy and
why it is in line with the missions assigned to the Port Authority. This responds to the question “Why?”.
The activities will target the public, but also the local authorities or municipalities which are not necessarily familiar with logistics. Therefore, an understandable language for the communication has to be chosen.
The second question “How?” needs to be answered as soon as the first project layouts are developed. A
focus should be on the presentation of the project integration in the environment in order to guarantee
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that the environmental impact on the local populations will be minimised. This can be done by public
meetings or by public advisory services where booklets, maps etc. can be supplied. At this stage, it is
recommended to get the assistance of experienced communication professionals. Noise and pollution will
be sensitive issues. Therefore, special attention must be paid to these aspects, as Liège Trilogiport will
affect the daily life of the residents. In this context, it can be expected that environmental and legal consultants will help the residents. Therefore, the communication must be clear, extensive and precise. The
project must respect all regulations and laws in force to prevent the opponents from developing negative
arguments. Obviously, a professional communication requires high investments.
The communication must be firm, but the residents should be given the opportunity to discuss, to put
forward their opinions and ask as many questions as they want. They need to be reinsured and all questions will have to be replied and in some extend some of their suggestions or claims might be taken into
account. The key point is to develop a dialog with the residents’ representatives to involve them in the
process. Some claims will appear justified, others not. Some claims will be integrated into a compensation
programme, others not. In the Port of Liège specific case, only one part of the project has been amended
e. g. the green zone as well as the green lane and the restructuration of the gravel mine. This comes on
top however, what the Port of Liège already planned in the green zone like common gardens, fishing
pontoons, toad’s protection zone etc. Additional costs for these measures need to be calculated.
As far as the controlling of the environmental impact is concerned, there is no standard design, but aspects
such as water cleanliness, noise air and visual pollution and green spaces should be considered. There is
in fact no limit as this will also greatly depend on the residents or local authorities claims, on budgets
allocated to that purpose or on (what is possible without jeopardizing the project itself) bearing in mind
that the Port Authority is responsible for the final decisions.
The following list provides a summary of the various communication instruments used by the Port of Liège.
 Liège Port Authority booklet
̶ 12 files showcasing the Liège Port Authority
̶ 3 files covering Liège Trilogiport
 Liège Trilogiport newsletter
̶ The publication of a newsletter called « carnet de bord » (logbook)
̶ Content according to developments but covers employment, showcasing the environmental integration area, expert testimonies …
̶ Distributed free of charge through letterboxes in municipalities close to Liège Trilogiport
̶ 18,000 copies printed
 Advisory services
̶ Public advisory services were provided in one local municipality every week to start with and
then at less frequent intervals. The services ended when there were no participants any longer
 Website
̶ A section of the Port de Liège site is earmarked for people living close to Liège Trilogiport
 Liège Liège Trilogiport public information meeting
̶ Public information meeting
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̶







Presentation of the project and the planning permission
̶ Presentation of the environmental impact assessment by special consultant
̶ Presentation of the concession holders
̶ Presence of the experts (architects, logisticians, etc.)
̶ 300 people present
̶ Written replies to over 125 questions put during meeting
Local residents support committee for Liège Trilogiport
̶ 4 meetings per year allowing local residents, various regional administrations, etc. to engage in
an effective and transparent dialogue
Concession holders support committee for Liège Trilogiport
̶ They are kept up to date with developments
Events (exhibitions, trade fairs, etc.)
Institutional communication strategy
̶ Press releases sent to regional ministries
̶ Monthly press reviews
̶ In-house newsletter « Oh Quai »
̶ «Carnet de Bord» newsletter

The next issue is the question “When?”. The time lapse between the first talks and the implementation
of a project is long. It is important to keep informing the public as well as the authorities about the successive steps even if no major events occur, the schedule modifications, the works planning etc. Communication tools like a newsletter or the website may help staying in contact with the public. Special events
may also be the opportunity to keep on communicating on the project. The impression that the project is
at a standstill should not prevail.
To be in line with the various environmental measures, the Port of Liège took special care in the selection
of the future concession holders, who had to present application files in accordance with the global environmental policy backing up the project. It appears that an architectural and environmental charta can be
useful to maintain the project visual and environmental coherence.
The social dimension although not being the core of the project is nevertheless one of the most visible
aspects, the public and the municipalities will retain. The social dimension should aim at a large involvement of the public. One of the issues coming first is the employment issue. It appeared that the logistics
activities suffer from a relatively poor image and consequently the local residents feared that the future
jobs would be of low qualification creating even a strong immigration flow. On the other hand, the residents refused the jobs blackmailing.
The Port of Liège together with various institutions created TRILOGIJOBS with a double objective: ensure
qualified local workforce availability for the coming operators and maximise the integration of the local
job applicants. The social dimension may include side projects related to children, the elderly, and the
disabled in order to foster new interfaces.
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Although not appearing clearly in the Port of Liège project, the integration of the externalities of the port
operations and related activities may be a significant part of the communication content.
As of the end of 2014, the consultants can say that the project is, after an initiating delay, now on its way.
In general, the time schedule of the project was difficult to comply, this can be due to the reason at different points:
 Concession holders support committee for Liège Trilogiport,
 The project refers to a very large piece of land, i. e. 120 ha. It seems clear that a smaller size project
would have been less complicated to implement,
 The project is not directly linked to the local population needs (except the future jobs the number of
which is possibly higher than the reality will be). Consequently, it may appear that the local population will only consider the annoyances and not the benefits. The intense communication program
implemented by the Port of Liège took time to convince the populations,
 The negotiations about the environmental zone took time,
 The legal ways of contesting a large project,
 A very heavy investment and the necessity to match private (the warehouses) and public,
 The competitive environment.
Lessons learned of this project is the consideration of possible time delays because of exogenous factors
that are difficult to calculate. Time schedules should be set up with respect to interruptions that may
occur.
4.1.1.2 Identification of relevant measures
The identification of the relevant measures is based on the information collected through the interview
with the Port of Liège representative and the two synthetic documents handed over:
 Lessons to be drawn from the experiences shared during the CT 1 (WP1) meetings,
 Listing the measures to be taken as from the starting point of a large port project.
It appears that the participation of the Port of Liège in the WP1 of CCP21 refers mainly to the extensive
communication scheme set up to ease the implementation of a large multimodal platform in an urban
area. The communication pattern set up by the Port of Liège can be summarised as shown in the following
figure.
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Figure 21

Overall pattern of the communication

Strategy
Targets

Communication

Contents

Tools

Source: own illustration.

 Targets: the residents, the local authorities, the regional ministries, the EU, the technical administrations, the business, Port of Liège staff etc.
 Strategy: make the project acceptable for the residents as well as the authorities and integrate Liège
Trilogiport in the urban environment, convince the business of the project validity. The communication will look for a strong involvement of all parties concerned by making each of them an actor of the
project. The project becomes a common project transcending the Port of Liège.
 Content: as precise as possible with all different aspects (why, how, when) related to economy, environment, compensation, social dimension, schedule etc.
 Tools: website, press, newsletter, booklets, public information meetings, public advisory services, local residents support committees, concession holder support committee, events.
The same pattern could be applied to different projects. For a better understanding, all measures will be
related to the communication process (directly or indirectly). They will be based on the Port of Liège experience and reports. The relevant measures will be as follows:
 Clear definition of the project,
 Appropriate pedagogy,
 Communication strategy,
 Appropriate communication tools,
 Residents involvement,
 Social dimension,
 Compensation programme,
 Political and technical support.
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4.1.1.3 Assessment of relevant measures
The Port of Liège is part of the CCP21 WP1 with the overall objective to increase the awareness and acceptability of inland ports in cities. Therefore, the following assessment of the relevant measures described in the previous chapter will focus on the defined WP-specific criteria with individual weighting
factors, as the specific criteria have not the same contribution role in the WP objective.
Table 7
Individual criteria weighting factors
Weighting factor
Individual criteria
0,10

Image as logistics hub

0,05
0,05

Image as job machine
Reduced land use

0,10

Noise reduction

0,10
0,10

Less congestion
Less pollution

0,10
0,10

Sustainable port development
Integrated port development

0,15
0,10

Communication and stakeholders participation
Integration in town/urban planning

0,05

Internalisation of externalities

Furthermore, no additional sub-criteria from WP2, WP3 or WP4 have been identified as relevant for this
report. Starting from the previous chapter, the eight measures can be evaluated in detail, referring to the
individual sub-criteria. The assessment will be based on a simplified numerical rating with a value between
1 (low contribution) and 4 (high contribution).
 Clear project definition

Contribution to criteria

As soon as the project is running, a clear presentation must be
prepared with the aim to involve the public and not to leave
room for false information. The project must be defined
globally in its context with clear objectives. The scope of the
information should ideally match the scope of the municipalities affected by the project. The project definition should not
be restricted to the port area but to all the port vicinities impacted. The definition must be as comprehensive as possible
leaving no grey zones.
 Pedagogy

4

Image as logistics hub

2

Image as job machine

1

Reduced land use

1

Noise reduction

1

Less congestion

1

Less pollution

3

Sustainable port development

3

Integrated port development

4

Communication and stakeh. participation

3

Integration in town/urban planning

2

Internalisation of externalities

The pedagogy will be different depending on the type of communication towards the public: simple words and importance
to explain the logistics context and the role of logistics in a
modern globalised economy. The public must understand the

4

Image as logistics hub

2

Image as job machine

2

Reduced land use

2

Noise reduction

2

Less congestion

2

Less pollution
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project objectives, but the objectives must be clearly explained
especially when a part of them will not positively affect the local residents.

2

Sustainable port development

3

Integrated port development

3

Communication and stakeh. participation

2

Integration in town/urban planning

1

Internalisation of externalities

4

Image as logistics hub

2

Image as job machine

2

Reduced land use

2

Noise reduction

2

Less congestion

2

Less pollution

4

Sustainable port development

4

Integrated port development

3

Communication and stakeh. participation

4

Integration in town/urban planning

1

Internalisation of externalities

3

Image as logistics hub

2

Image as job machine

2

Reduced land use

3

Noise reduction

3

Less congestion

3

Less pollution

4

Sustainable port development

4

Integrated port development

2

Communication and stakeh. participation

3

Integration in town/urban planning

1

Internalisation of externalities

1

Image as logistics hub

3

Image as job machine

1

Reduced land use

1

Noise reduction

1

Less congestion

1

Less pollution

3

Sustainable port development

3

Integrated port development

4

Communication and stakeh. participation

4

Integration in town/urban planning

2

Internalisation of externalities

1

Image as logistics hub

3

Image as job machine

1

Reduced land use

 Communication strategy
The communication strategy must be launched as soon as possible starting with the local authorities. As the topics may be
highly sensitive, the communication must be structured. A task
force comprising the project's entire institutional and business
stakeholders has to be set up to supply information to the communication officer who will centralize all the communication all
along the project. The assistance of a specialised consultant is
recommended, as potential opponents may be very "professional". The communication must be maintained on regular basis during all the project duration.
 Communication tools
Once the communication officer has been appointed, a wide
range of tools can be used. It can be a website, a newsletter,
booklets, but also public meetings where the project can be described and discussions engaged with the populations. The
communication language must be clear and understandable
even for "non-experts”. A major asset will be to identify persons clearly in favour of the project who will act as information
relay to back up the official communication tools. Regular contacts with the press must be maintained and appropriate
documentation supplied. A press watchdog has to be established.
 Residents involvement
It is important for the local residents to be involved as much as
possible from the very start in order to avoid people to be misled. It is important, that the project is supported by the local
residents. They also should have the opportunity to address
their opinions particularly about the possible compensations.
All their questions including the written ones must have a response. To ease the process an ad hoc structure could be created to collect all remarks via the residents’ representatives.
 Social dimension
To ease the implementation of a structuring project some
parallel actions should complete the communication process.
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Organize a project follow up committee (authorities, and representatives of the residents), organise specific training sessions for the future jobs created by the project and possibly
participate in complementary projects such as community gardens, new social welfare centres etc. The participation of local
universities is worthwhile. The number of jobs created by the
project must be disclosed but relevant measures should be
taken to hire the local people.

1

Noise reduction

1

Less congestion

1

Less pollution

2

Sustainable port development

3

Integrated port development

3

Communication and stakeh. participation

3

Integration in town/urban planning

1

Internalisation of externalities

1

Image as logistics hub

1

Image as job machine

2

Reduced land use

1

Noise reduction

1

Less congestion

1

Less pollution

2

Sustainable port development

2

Integrated port development

2

Communication and stakeh. participation

3

Integration in town/urban planning

1

Internalisation of externalities

4

Image as logistics hub

3

Image as job machine

1

Reduced land use

1

Noise reduction

1

Less congestion

1

Less pollution

3

Sustainable port development

3

Integrated port development

4

Communication and stakeh. participation

4

Integration in town/urban planning

2

Internalisation of externalities

 Compensation programme
There should be offered compensation to the local residents in
order to encourage their acceptance of the project. The compensation programme must however have a limit, as not all of
the claims can be accepted. The compensation has to be part
of the sustainable development process.

 Political, technical and administrative support
The political support is important in the early stages of the project, keeping the various stakeholders informed, and providing
follow-up information in order to promote the political acceptability of the project. The same applies to the business community where priority should be granted to partner- ships with a
view to promoting the project's depth of support. In line with
this all the various administration services as the archaeological
or environment ones must be associated as early as possible to
avoid delays in future works.

Based on the previous assessments, the following table provides an overview of the relevant measures
and their contribution to the WP-specific criteria including their weighting coefficients.
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Noise reduction

Less congestion

Less pollution

Sustainable port development

Integrated port development

Communication and stakeh. participation

Integration in town/urban planning

Internalisation of externalities

Clear project definition
Pedagogy
Communication strategy
Communication tools
Residents involvement
Social dimension
Compensation programme
Political support

Reduced land use

Weighting coefficient

Image as job machine

Overview of the relevant measures and their contribution

Image as logistic hub

Table 8

0,10

0,05

0,05

0,10

0,10

0,10

0,10

0,10

0,15

0,10

0,05

4
4
4
3
1
1
1
4

2
2
2
2
3
3
1
3

1
2
2
2
1
1
2
1

1
2
2
3
1
1
1
1

1
2
2
3
1
1
1
1

1
2
2
3
1
1
1
1

3
2
4
4
3
2
2
3

3
3
4
4
3
3
2
3

4
3
3
2
4
3
2
4

3
2
4
3
4
3
3
4

2
1
1
1
2
1
1
2

Source: own assessment.

The results from the table can be illustrated as shown below. The weighted ratings for the individual
measures underline the strong contributions of the Port of Liège in increasing the awareness and acceptability of inland ports in cities.
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Table 9

Illustration of the measures’ contribution to the WP-specific objectives1

Source: own illustration.

No other sub-criteria have been identified and consequently taken into account in the measures assessment.
As described in chapter 3.2, the concluding step of the evaluation procedure will be, where applicable,
the disclosure of the implementation of the measures. This step will summarise the stage of implementation, the expected duration of fully implementation and the necessary resources for satisfactory implementation in terms of staff and investments as well as the need and the helpful collaboration with
potential partners. Some relevant aspects have already been mentioned so far.
 Implementation: The communication process towards a better awareness and acceptability of the
port project in Liège urban area started as from the beginning with some “peak” periods.
 Duration: There is no limit in the duration of the communication as it is necessary to continue to
provide information about the time-honoured indicators: works in progress, tonnage, employment
etc. while finding new ones that are more understandable for the public together with environmental
and social indicators.
Despite huge efforts for an extensive communication, further steps for the realisation of the Liège Trilogiport project are in delay. The construction works started in June 2013 and should be completed by the
1

The figure shows the measures contribution of the individual WP question to the total result. The figure is complemented by an upper limit line (red) and a lower limit line (black). This will find further attention in chapter 5.
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end of 2015 (with a deadline linked to the availability of the INTERREG IVB funds). The different phases
concern e.g. the construction of the "Pont Nord"(North Bridge) and of the access road/ramp. Contracts
have been signed with DL TRILOGIPORT (50 % Deutsche Lagerhaus TRILOGIPORT GmbH and 50 % CETIM
S.A) for the construction of 15 ha warehouses, and Warehouses De Pauw for 5 ha both buildings in the
logistics area. As far as the container terminal is concerned, it will be operated by Dubai Ports World (DP
World).
It can be assumed that because of the INTERREG IVB deadline (end 2015) all the political forces were
mobilised to counter all opponents and get the necessary legal approvals to start the works, which are
now in progress. As “lessons learned”, it can be stated that the time between the start of the project and
its commissioning has been long. When starting a project of this size delays, oppositions etc. have to be
considered. The communication is established to counter the oppositions as well as convincing the citizens
and the representatives. It is because of oppositions are mostly very well organised and professional that
the communication of the port must be as excellent as possible (with assistance of specialised consultants
in pollution, architecture etc.).

4.2

WP2 Cohabitation through innovative multipurpose land u se

4.2.1 Project of the Ports of Paris
The activities within CCP21 refer to the development of an innovative urban distribution process based
on a river borne supply of transport units to the centre of Paris. The Ports of Paris had to make the
cohabitation feasible between two contrasting worlds: industrial distribution on the one hand and an intense touristic activity (Eiffel Tower) on the other hand. To deal with these challenges, the responsible
port authority looked for a project which could improve both the legitimacy of pieces of land dedicated
to port activities inside the city and the need to improve the dramatic road congestion, using as much
capacity of the river transport as possible.
Among the 50 urban ports under the Ports of Paris management, the «Quai de La Bourdonnais» on the
Seine left bank (7th arrondissement) is a particular one, as it is located in close vicinity to the Eiffel Tower
and the Musée du Quai Branly, in front of the Palais de Tokyo between the Pont de l’Alma and the Pont
d’Lena. The area is shown in the following figure.
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Figure 22

Location of « Quai de La Bourdonnais »

Source: Ports of Paris.

The “Quai de La Bourdonnais” was previously dedicated to the storing and handling of building materials
so that the Ports of Paris had to find a replacement activity to maintain port functions in this particular
location. To create an industrial wasteland would have been unacceptable and contrary to the Ports of
Paris missions. The Ports of Paris had to face a new challenge, as the replacement activity should not need
new heavy port infrastructures. In contrary, the road congestion in the centre of Paris is reaching a fierce
level especially since new regulations are limiting the road traffic with a focus to the touristic areas. This
congestion and the social acceptability level make it difficult for the transport operators to ensure cost
and time effectiveness.
According to these various elements, the Ports of Paris conceived a project to transform the site weaknesses (location in Paris centre) into strengths by using it in the interest of the populations (urban distribution). The basic components of the reflection can be illustrated as following:
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Figure 23

Basic components of the project

Source: own illustration.

The context in which this project has been developed was a mixture between a societal trend towards
sustainable logistics and the strong economic constraints. A recent survey conducted by two French professional associations (Orée & Comité 21) has shown that local authorities, transport operators and final
customers are not ready to bear additional costs for sustainable logistics. Additionally, France is facing a
harsh economic crisis although the awareness that the society has to improve the modal shift has made
very substantial progress. Consequently, the challenge for the Ports of Paris was to develop an innovative
business with a high degree of viability/practicability and economic and social feasibility.
This business could not however be ensured by the Ports of Paris (as landlord), which had to identify
potential partners to share the objectives and the necessary initial investments in human and financial
resources, before implementing the project. The Ports of Paris’ responsibility was to help in creating the
offer and not the demand. Therefore, the authority had to behave as a stimulator of a new supply chain
for the centre of Paris and not as a potential direct actor of this chain. The initiative came from the Ports
of Paris and it is highly probable that without this initiative, no comparable and/or satisfactory project
would have emerged.
Finally, the Ports of Paris clearly took into account that this project could not stay long at a planning stage
to prevent the risk of wasteland being claimed by the city and to avoid starting all over again when public
and private people in charge turnover is rather high. The following illustration gives a summary of the
main challenges for the Ports of Paris:
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Figure 24

Summary of main challenges for the Ports of Paris
No new heavy
port
infrastructures

Business
viability

Identification of
potential
partners

Urban
integration

Time shortage
for
implementation

Source: own illustration.

The above-mentioned constraints needed to be dealt with and the implementation of the project has
been largely disclosed as a total success. Quite a number of new experiments are now planned by the
Ports of Paris for other urban port infrastructures using the « Quai de la Bourdonnais » positive response
by the operators, the local authorities and the public. A private initiative « Vert chez vous » e. g. « Green
to your Home » but also through a pun « Towards your Home » using waterborne delivery tricycle (18
units for 2,500 parcels a day) started in May 2012. The Ports of Paris project was inaugurated in August
2012.
4.2.1.1 Project outline and key findings
In a first stage, the Ports of Paris proposed the new concept to several shippers and hauliers. The Carrefour
distribution network and his logistics operator Norbert Dentressangle (ND), both very large organisations,
have shown a strong interest in the initiative. Carrefour however withdrew later, but Norbert Dentressangle confirmed its great interest in the project by approaching the Casino group, whose subsidiary Franprix
was already ND’s customer. Key focus of the project is the transport of 26 load units per day by barge
from a Ports of Paris platform (Bonneuil/Marne) to the « Quai de la Bourdonnais ». Further activities comprise the discharging of the units as well as the reloading on trucks for the last-mile delivery to 100 Franprix
department stores in nine surrounding arrondissements and the suburban city of Boulogne-Billancourt
according to the following schedule. The overall process is shown in the following illustration:
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Figure 25

Overall process for Franprix

Source: Ports of Paris.

The different process steps can be described as follows:
 Step 1: Stuffing the containers and loading off the trucks
 Step 2: Road haulage (8 km) from Chennevières to the Port of Bonneuil (Ports of Paris platform)
 Step 3: Loading the barges (80 m long with the full units (26)
 Step 4: Barge transport (20 km) using successively the Marne and the Seine river
 Step 5: Discharging of the barges on « Quai de la Bourdonnais »
 Step 6: Final delivery to 100 Franprix stores by E 5 PIEK norms trucks (4 rounds/morning)
The daily schedule was developed as shown below (5/7):
 Step 1 + step 2 must be completed day A at 18.00
 Barge departure from Bonneuil day A at 18.30
 Arrival Quai de la Bourdonnais day A middle of the night
 Discharging the barge day B at 6.00
 Stores road delivery immediate after discharge between 6.00 and 12.30 day B
 Return of the empty units morning and afternoon of day B
 Barge departure heading to Bonneuil: day B 11.30 (will be a bit later once the barge carries full cargo
i. e. 48 units)
The following partners were included in the project:
 Units stuffing: final client Franprix (Casino Group)
 Road haulage from Chenevieres warehouses to Bonneuil and inside Paris: Norbert Dentressangle
(one of the leading French hauliers), private company
 Stevedoring in Bonneuil and in Paris Quai de la Bourdonnais: Terminaux de Seine, private company
with Ports of Paris being one of the major shareholders
 Barging: SCAT, private barge operator
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The following investments were taken:
 Norbert Dentressangle: 2.5 million Euro (72 containers and 6 Euro 5 trucks)
 Terminaux de Seine: 0.5 million Euro (1 reach stacker)
 Port of Paris: 1.6 million Euro to adapt the old existing quay (including 0.6 million Euro CCP21 funding)
 SCAT operates existing barge and pushers
 Franprix without further investments
The equipment requirements comprise:
 24’ and 27‘ containers deflectable and stackable fitted with 20’ ISO corners (the latest requesting a
29 m² truck which is the maximum authorised in Paris) respectively containing 14 and 18 euro palettes
 2 reachstackers in Paris and Bonneuil (non-exclusive)
 80 m long barge with a capacity of 46 units (currently only 26 are being loaded because of loading
deadline not to miss the lock operating hours)
The following operational constraints/ad hoc measures were worked upon:
 Closure at 20.30 of a lock between Bonneuil and Paris/project of postponing the closure to 24.00,
which should allow to load maximum barge capacity of 46 units
 Some swellings (appr. 3 days in a year)/new ballastable barge to be put in service
 Any disfunctioning/return to previous system with trucks from Chennevières to the stores
Further communication matters accompanied the project: during the project preparation extensive communication with the local authorities, inhabitants’ representatives with a 3D animation film presenting
the operations in day or night-light etc. took place.
Figure 26

Example of project presentation

Source: Ports of Paris.

As shown in the previous pictures, the right side panels of the containers are painted with Franprix colours
and logos, as the left side panels are painted with ND colours and logo making them very visible by the
populations along the Marne and Seine voyage, but also when carried by the trucks during the final delivery. All Franprix store concerned by the new delivery system have relevant advertisement stuck on their
shop windows indicating that the shop is supplied with the goods thanks to the river transport.
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As of the end of 2014, the consultants can notice that the project can be considered as successful. The
Ports of Paris project has been implemented for two years now. A challenge while running the project is
the financial balance. One of the main reasons is the limited quantity of containers carried by the barge.
The reasons why this number is limited are unclear. It was told that it is not possible to spend more time
for loading more containers in Bonneuil than the present 28 units in order not to miss the lock closing
time (20.30). Negotiations with the VNF were under way to extend the closing time up to midnight to
make the loading of more containers possible.
Lessons learned of this project is the importance of the evaluation of the critical mass in respect to the
financial planning of a project. The independency on subsidies on the long term are a key to success in a
project like this. Furthermore, it is highly recommended to make a good and strong partnership with public and private actors. A small working team is likewise a key to success. It allows to keep confidentiality
about the project and decisions are effective. Those types of projects must be pushed by a very high level
of decision in each company (CEO).
Some more specialities and noteworthy parameters in the Port of Paris were:
 The anticipation of the freight and pedestrian cohabitation:
̶ A good definition of access for trucks and pedestrians with two different temporalities: with (during the day) & without (evening and weekends) freight activities on site.
̶ Having a nice alternative to pedestrians during activity.
̶ The anticipation is the key to convince other public actors (region, city, state architects).
 Having a good urban integration:
̶ Special attention to be laid on ground materials: different type of pavements.
̶ Light fences (approved by state architects): those fences are closed during activities, and rotate
on their axis by 90° when opening. This gives the impression of fluidity for pedestrians, it’s like an
invitation to enter the site.
̶ Special care to the lightning and noise (noise study, to measure impact on the neighbourhood.
Activities starts every days at 5.30am).
4.2.1.2 Identification of relevant measures
The identification of the relevant measures is based on the information collected through the interview
with the Ports of Paris representatives and the three documents handed over i. e. one press release, one
Power Point presentation and one civil engineering synthesis of all CCP21 deliverables.
It appears that the project can be structured in four major topics, leading to the successful implementation of the new urban distribution system.
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Figure 27

Overall structure of the project measures
Implementation of a new
urban distribution scheme

Partnership

Integration

Communication

Sustainability

Private Operators

Environment

Local authorities

Investments

Ports of Paris

Cohabitition

Inhabitants

Cost analysis

Social benefits
Source: own illustration.

The project carried out by the Ports of Paris logically outlines the sustainable development components:
environment (integration measures above), social (part of integration and communication measures
above) and economy (partnership and sustainability measures above).
Prior to the detailed description of the measures, it is necessary to stress that the basic requirement is an
innovative project idea. As the Ports of Paris as well as various other inland ports in France and also in
other countries are more and more forced to proof the legitimacy of pieces of land dedicated to port
activities inside the city, innovative concepts for the use of these areas need to be developed. Major reasons for this development are the high prices of the land especially in the heart of the large cities, the
desire of the population to live in pleasant areas as possible and very often the various programmes of
embankments rehabilitation to leisure areas, port activities are less and less tolerated as of usually low
added value. The only way left for the ports is to identify new urban services hence innovative concepts.
Partnership: Association of the Ports of Paris with private operators
As the Ports of Paris is organised as a landlord port, it imposed the setting up of a group of potential
partners interested in the project although the individual objectives may appear different. This partnership between private companies (road haulier, barge operator, large distribution group, terminal operators) was animated and coordinated by the Ports of Paris with the support of the ADEME (Energy and
Environment State Agency) and VNF (State Agency in charge of the inland waterways).
The fact that the program was limited to a small number of people made it possible to make fast decisions.
Furthermore, a strong support of the highest management level is a very important success factor. The
total duration of the project was only 2 years before implementation for elaborating the chain, realise the
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tests, identify the partners and complete the infrastructure adaptation. These 2 years came after the initial period of talks with the Carrefour group, which also lasted 2 years.
Norbert Dentressangle was the chain architect (hence subcontracting to SCAT and Terminaux de Seine)
for one customer (Franprix) for one project conceived by the Ports of Paris.
Figure 28

Illustration oft he partnership

1 customer
(Franprix)

1 targeted project
(Ports of Paris)

1 operator
(ND)

Source: own illustration

Integration: Melding the port in its urban environment
As described in the initial stage, it appears clearly that the integration in the very specific environment of
one of the most popular touristic areas in France will make the project a major issue. The Ports of Paris
conducted a large pedagogic action towards the local authorities and the representatives of the inhabitants (whatever they live in the surrounding buildings or in the close house boats/barges).
Therefore, the old quay in cobblestones was kept and rehabilitated according to the recommendations of
the Architecte des Bâtiments de France as the responsible institution for protecting the architectural heritage of the area (type and colours of the cobblestones etc.). The quay was however fitted with a new
stockade, which is able to bear the reachstackers’ weight and moves, but only on a limited surface and
only put on top of the existing quay in order to allow the reversibility of the investment.
One of the most important measures as far as the integration is concerned is the time-sharing of the area.
It was decided to maintain the possibility for pedestrians to keep on walking along the river. Furthermore,
it was agreed that during the operations hours (especially in the morning) the quay would be closed by
mobile barriers. They could either be opened during the hours with no barge operations. When the barriers are closed, the pedestrians (rare in the morning) will have to suffer only a small route diversion to
climb the stairs up to the street and coming them down after a short course of 100 metres to continue
their route. When the operations are over, the full area except the small closed parking area for the
reachstacker is open to the public, exactly as if there were no commercial operations at any time. No
operational staff remains on the site and the stacker is parked in a clearly identified closed area.

44

Development of a transferable toolbox based on the deliverables of the CCP21 project

With this type of organisation, the area is shared with the public, both in terms of time and in terms of
space occupancy. All the different parties involved or impacted have expressed their satisfaction for this
type of sharing. It appears that, when feasible, it is more profitable to look for a time and space sharing
than joined areas.
The fact that the containers show clearly what they are used for, also supports the integration process as
the public can have the concrete, actual and immediate proof that these units are bound to the shops
they will visit. The operational transparency contributed strongly to the global project understanding. This
was rendered feasible through minimum new infrastructures, old ones rehabilitation and similar
time/space sharing.
In addition to the successful implementation of the project, the Ports of Paris will renew same type of
projects upstream (one on a joint parcel and one more upstream). The next activity (civil works wastes)
will use the same access and way out that the Franprix traffic hence reducing space consumption. The
new projects are included in the town planning in the vast programme of the Paris Seine banks planning
in this area of which all the car traffic has been evacuated.
To support the communication process with tangible tools, heavy environment analyses have been carried
out. The surveys were realised by a private consultant with the Ports of Paris taking the precautions to
validate them by the neutral State agency ADEME. The impacts on the environment of the Franprix project
are self-understanding as shown below.
Figure 29

Project impacts on the environment

Source: Ports of Paris.

The above figures have been assessed on a 48 containers per barge operations, which will be achieved
once the lock closure has been modified.
As far as the noise is concerned, the Ports of Paris checked the noise pollution possibly caused by the early
morning operations. The noise measures revealed no particular inconvenience for the houses in vicinity,
nor for the houseboats either berthed up or downstream of the river. Only the noise of the pallet trucks
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on the cobblestones could be pointed out, but a solution is on its way to lessen the impact. Every day the
area is cleaned after the operations by the Ports of Paris in order to leave no visible trace of the quay use
for the public.
The measures taken in favour of the environment could not be limited to the sole use of water transport.
The road haulage had also been included in the project, which brought the use of Euro 5 PIEK norm trucks
for final delivery and the use of special equipment (24‘ and 27‘ containers), which can be hauled one on
one between the Chennevières warehouse and the port of Bonneuil to comply with road regulations.
Communication: Local Authorities and inhabitants
As from the beginning of the project on, local authorities and local residents (upper class population) have
been informed through communication tools with easy access. Furthermore, the Ports of Paris organised
various meetings in order to explain the project and the environmental benefits to all parties. A 3D-animated presentation illustrated it by showing the quay under or without operations, from different points
of views, with different water levels, meteorological conditions, during day or night etc. Once again, the
transparency has been a very efficient ally for the project team confirming its integration in the local sensitive environment.
A large press campaign preceded the commissioning of the Franprix terminal. Political representatives
were present for the commissioning day with extensive press coverage. The communication is daily maintained as all the public can read the container panels explaining what they are used for and through the
shops’ windows, announcing the way the store has been supplied with the consumers good. This permanent communication makes the river transport common to the people.
Sustainability: Adequate investment policy + cost control + societal benefits as a recurrent theme
The investments of 5 million Euro have been limited to a strict minimum and were taken over by the
operator and the Port of Paris (see above). This means that the final customer Franprix does not finance
the river transport, which of course will contribute to a win-win modal shift.
The land is rented (5 years contract) by Terminaux de Seine (terminal operator) at a moderate price, which
is not comparable to the sky reaching Paris land prices. The price paid by the Terminaux de Seine is the
normal price billed by the Ports of Paris (landlord) and is balanced with the usual rebates for river
transport. Consequently, the project was developed in a “normal” economic environment thus ensuring
its sustainability in the future.
Based on economic surveys, it appears that the 48 units/barge system is cost equivalent to the full road
chain. As shown in one of the previous figures, the external costs of the Franprix distribution have been
significantly reduced (CO2, NOX etc.) and these environmental benefits have been valued at 1 million Euro
per annum.
The relevant measures identified as leading to a successful implementation of a new urban distribution
system will consequently be assessed.
 Partnership with private operators
 Ports of Paris taking the lead
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Environmental measures as major issues
Research for a global cohabitation concept
Early communication with local authorities
Communication with inhabitants
Adequate investment policy
Operational costs evaluation
Societal benefits as recurrent theme

4.2.1.3 Assessment of relevant measures
The Ports of Paris are part of the CCP21 WP2 with the overall objective to promote the cohabitation
through innovative multipurpose land use. Therefore, the following assessment of the nine relevant
measures described in the previous chapter will focus on the defined WP-specific criteria with various
weighting factors, as the specific criteria have not the same contribution role in the WP objective.
Table 10

Individual criteria weighting factors

Weighting factor

Individual criteria

0,15

Legitimisation of port activities

0,05
0,10

Improvement of economic performance
Improvement of connectivity

0,10
0,05

Impact on modal shift
Combination of people and freight (costs)

0,25
0,25

Combination of people and freight (time)
Combination of people and freight (organisation)

0,05

Acceptable level of land prices

Some additional criteria from WP 1, WP 3 and WP 4 were also taken into account. These criteria are:
 Less pollution
 Less congestion/less traffic
 Integration in town/urban planning
Starting from the previous chapter, the nine measures can be evaluated in detail, referring to the
individual sub-criteria. The number of considered criteria from other work packages will be fixed to three
(see above) as they appear to be in close line with the other sub-criteria.
The assessment will be based on a simplified numerical rating with a value between 1 (low contribution)
and 4 (high contribution).
 Partnership with the private operators
Contribution to criteria
The private operators have been associated to the project at a
very early stage. They confirm that an alternate way of organising the city distribution is possible provided all different links
work towards the same objective. To ensure the best effi-

3

Legitimisation of port activities

2

Improvement of economic performance

2

Improvement of connectivity

4

Impact on modal shift

1

Combination of people and freight (costs)

1

Combination of people and freight (time)

1

Combination of people and freight (organ.)
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ciency, one operator coordinates the others and is the sole interlocutor of the final customer Franprix. The private operators
are the guarantee that this type of project does not stay at a
theoretical stage. They consequently contribute to the modal
shift, but also to the urban planning, as they are the proof that
new distribution schemes are feasible.
 The Ports of Paris taking the lead
The Ports of Paris are organised as a landlord port. The Franprix
project fits into two missions e. g. to develop the river transport
and to maintain a port activity within Paris city limits. The Ports
of Paris coordination during the conception phase was the
guarantee that the public interests (environment, architecture,
land share etc.) were protected. The Ports of Paris contributed
to most of the criteria including for the level of land prices. Interface between all parties, the Ports of Paris was the initiator
and the organiser of the whole deal.
 Environmental measures as major issues
In order to make the project acceptable, all the parties
including the local authorities and the people living around the
Ports of Paris had to bring evidences that the project would
have a very strong impact on the environment. All the necessary surveys have been conducted and results were published.
They proof that port activities are acceptable in a touristic area
and contribute to the environment protection. Each new distribution chain has been conceived from the beginning on to improve environment including the haulage from the warehouse
to the loading port as well as the type of trucks used.

1

Acceptable level of land prices

2

Less pollution

2

Less congestion

4

Integration in town/urban planning

4

Legitimisation of port activities

2

Improvement of economic performance

2

Improvement of connectivity

4

Impact on modal shift

1

Combination of people and freight (costs)

4

Combination of people and freight (time)

4

Combination of people and freight (organ.)

3

Acceptable level of land prices

3

Less pollution

3

Less congestion

4

Integration in town/urban planning

3

Legitimisation of port activities

2

Improvement of economic performance

2

Improvement of connectivity

1

Impact on modal shift

1

Combination of people and freight (costs)

1

Combination of people and freight (time)

1

Combination of people and freight (organ.)

1

Acceptable level of land prices

4

Less pollution

4

Less congestion

4

Integration in town/urban planning

4

Legitimisation of port activities

2

Improvement of economic performance

2

Improvement of connectivity

3

Impact on modal shift

1

Combination of people and freight (costs)

4

Combination of people and freight (time)

4

Combination of people and freight (organ.)

1

Acceptable level of land prices

1

Less pollution

1

Less congestion

4

Integration in town/urban planning

4

Legitimisation of port activities

1

Improvement of economic performance

1

Improvement of connectivity

 Research for a global cohabitation concept
As the «Quai de la Bourdonnais» is located in a very touristic
area, it was of utmost importance that the new port activity is
well integrated in the sensitive environment. The new organisation set up includes a time and space share of the quay. The
combination of people and freight as it has been organised contributes largely to the port legitimisation as well as to the integration in town planning.
 Early communication with local authorities
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By the Ports of Paris, a special attention was laid to the communication with the local authorities through numerous meetings and communication tools. The aim of this communication
was to present the project, its integration in the local environment and to convince that this project is in full compliance with
the local policies to reduce the congestion and the pollution.
 Communication with the inhabitants
This communication is shared by the Ports of Paris by holding
frequent information meetings, Franprix with the containers
side panels and the advertisement in the shops. The objective
is to confirm the use of port activities in the city and make the
public familiar with the river transport often associated to a
mass and dangerous way of transport. Franprix expects that
the customers who are sensible to environmental topics will favour the Franprix shops participating in the general effort to
reduce pollution.
 Adequate investments policy
Controlled investments contribute to the project sustainability.
The fact that the investments are shared between private investors (operators) and the Ports of Paris create a common objective. Investments must be at the lowest level possible not to
jeopardize the future financial balances. As the project is innovative, the investments are reversible in case of unexpected situation reversal. Each part of the chain has been optimised by
using as much existing tools as possible in order to reduce financial exposure in the initial phase of the operations.
 Operational costs evaluation
As for the investments, the operating costs are critical to ensure sustainability of the project and especially the operators
and the final customer Franprix commitment. Each link has
been rethought to reduce the operational costs as much as possible. The legitimacy of the project and of the port activities in
town depends directly on its economy as in those of crisis nobody will accept to bear additional costs (nor the operators nor
the final customer). It is because the operational costs are under control that the project can become a reality part of the
global distribution pattern.

1

Impact on modal shift

1

Combination of people and freight (costs)

1

Combination of people and freight (time)

4

Combination of people and freight (organ.)

1

Acceptable level of land prices

3

Less pollution

4

Less congestion

4

Integration in town/urban planning

4

Legitimisation of port activities

1

Improvement of economic performance

1

Improvement of connectivity

1

Impact on modal shift

1

Combination of people and freight (costs)

3

Combination of people and freight (time)

4

Combination of people and freight (organ.)

1

Acceptable level of land prices

3

Less pollution

3

Less congestion

4

Integration in town/urban planning

2

Legitimisation of port activities

3

Improvement of economic performance

2

Improvement of connectivity

4

Impact on modal shift

1

Combination of people and freight (costs)

1

Combination of people and freight (time)

1

Combination of people and freight (organ.)

1

Acceptable level of land prices

1

Less pollution

1

Less congestion

1

Integration in town/urban planning

2

Legitimisation of port activities

3

Improvement of economic performance

2

Improvement of connectivity

4

Impact on modal shift

1

Combination of people and freight (costs)

1

Combination of people and freight (time)

1

Combination of people and freight (organ.)

1

Acceptable level of land prices

2

Less pollution

2

Less congestion

1

Integration in town/urban planning

4

Legitimisation of port activities

1

Improvement of economic performance

 Social benefits as recurrent theme
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These benefits exceed by far the sole environment matters. In
the Franprix project, the Ports of Paris use the positive results
in terms of pollution, congestion to change the public perception of the river transport and the urban planning. The Franprix
project is a symbol of new distribution patterns, type of which
will be extended to other locations, other products and other
customers. The Ports of Paris and the urban planners have now
new ways of thinking available. It is because the social benefits
have been the recurrent theme that the river and the city
meets again in the interest of the population.

3

Improvement of connectivity

4

Impact on modal shift

1

Combination of people and freight (costs)

1

Combination of people and freight (time)

2

Combination of people and freight (organ.)

1

Acceptable level of land prices

3

Less pollution

3

Less congestion

4

Integration in town/urban planning

Based on the previous assessments, the following table provides an overview of the nine measures and
their contribution to the WP-specific criteria including their weighting coefficients. The contribution of the
measures to the other criteria stresses the importance of the Ports of Paris project as a major contributor
to precious environmental gains such as pollution and traffic limitation, but also a contributor to a new
way to consider the town/urban planning.

Impact on modal shift

Combination of people
and freight (costs)

Combination of people
and freight (time)

Combination of people
and freight (organisation)

Acceptable level of
land prices

Partnership with operators
Ports of Paris taking the lead
Environmental issues
Cohabitation concept
Communication with authorities
Communication with inhabitants
Investment policy
Operational costs control
Social benefits as recurrent theme

Improvement of
connectivity

Weighting coefficient

Improvement of
economic performance

Overview of the measures and their contribution

Legitimisation of
port activities

Table 11

0,15

0,05

0,10

0,10

0,05

0,25

0,25

0,05

3
4
3
4
4
4
2
2
4

2
2
2
2
1
1
3
3
1

2
2
2
2
1
1
3
2
3

4
4
1
3
1
1
3
4
4

1
1
1
1
1
1
1
1
1

1
4
1
4
1
3
1
1
1

1
4
1
4
4
4
1
1
2

1
3
1
1
1
1
1
1
1

Source: own assessment.

The results from the table can be illustrated as shown below. The weighted ratings for the individual
measures underline the strong contributions of the Ports of Paris coordination and animation role together with the cohabitation concept, which was closely backed up by an appropriate communication.
The environmental issue can be considered as an element able to elaborate the communication.
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Figure 30

Illustration of the measures contribution to the WP-specific objectives

Source: own illustration.

With regard to the other sub-criteria there is no doubt that the Franprix project strongly contributes to
the reduction of congestion in the streets in and around Paris as well as to the reduction of subsequent
pollution. On the other hand, the proof has been given that new distribution schemes were possible which
brings new possibility for future urban planning especially in the case of space and time share.
As described in chapter 3.2, the concluding step of the evaluation procedure will be, where applicable,
the disclosure of the implementation of the measures. This step will summarise the stage of implementation, the expected duration of fully implementation, the necessary resources for satisfactory implementation in terms of staff and investments as well as the need and the helpful collaboration with potential partners. For the Ports of Paris project this evaluation is relatively simple:
Stage of implementation: The full project has been implemented in August 2012 and commissioned on
October 1st 2012. There is no doubt that one of the key factors of the Paris project success was its rapidity.
Constituting a dedicated task force allows quick decisions and prevent from potential delays due to
changes in managers in charge, partners strategy modifications, public policies new orientations and shifting priorities etc.
Duration: Altogether it took four years to reach the realisation stage but this included two years of talks
with a partner which did not pursue and six months works to adapt the former existing quay to new weight
charges and to comply with the areas architectural charta.
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There is no time limit for the operations, which will be improved soon by additional number of containers
carried by the barge further to the postponing of the lock closure.

4.2.2 Project of the Port of Switzerland
River cruises and events on inland ships have been enjoying a growing popularity. With an increasing
number of passengers2, the Rhine is the second most important river cruise destination in Europe after
the Danube. The economic benefits that emerge from this form of river tourism, through the expenditures
of passengers, crew and operators are largely flowing to the ports, cities, and regions where the ships
moor.
However, despite the existing growth rates and economic benefits, there are certain bottlenecks
concerning the landing places in ports, as infrastructure occasionally falls short of shipping companies’
requirements. Landing places are required for ships, whilst electricity supply and ecological concerns must
also be guaranteed. Especially the customer segment with the highest growth - namely passengers from
the USA, Canada and Australia - expect highly luxurious ships, which can only be achieved with high electricity consumption. It is important to create the appropriate infrastructure framework conditions e. g. in
terms of land-based electricity supply connection points.
Considering the Port of Basel, every year passenger ships bring more than 100,000 passengers into the
city. In the last five years, travel frequency and the number of vessels to and from Basel have more than
doubled. For the next years, the shipping lines expect an annual increase of 15 to 20 % for Basel. Port of
Switzerland as responsible authority, coordinates the assignment of the passenger ship terminals St. Johann, Klybeck and Dreiländereck. In order to benefit from the future growth perspectives on the market
for river tourism, the Port of Basel needs to take further actions in terms of quay capacity allocation and
equipment. Within the city of Basel, the following moorings are used for passenger handling:
 St. Johann passenger ship terminal, wharf 1 + 2,
 Dreiländereck passenger ship terminal, wharf 3,
 Klybeckquay wharf,
 Klybeckquai platform 2.
Over the last few years, the port has made serious efforts in the passenger sector: First, the moorings in
St. Johann were shifted in order to provide enough space for vessels with a length of 135 m. Second, the
moorings were equipped with a modern power system. More and more ships are equipped with the modern standard "Powerlock" which has now been implemented in St. Johann.
In the CCP21 sub-project "Innovative river cruising facilities”, the Port of Switzerland searchs for ways to
harmonize the complex requirements of freight and passenger shipping, cantonal authorities as well as
tourism and exhibition industry. With the initiative, the Port of Switzerland supports the improvement of
the conditions for international passenger transportation and standardisation on the river Rhine. As most
important contribution within CCP21, the port has commissioned a study to assess passenger ship terminals.
2

No recent statistics regarding the cruise passengers on the Rhine are available.
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4.2.2.1 Project outline and key findings
The overall objective of the CCP21 work package 2 is to promote cohabitation in ports through innovative
multipurpose land use. The Port of Basel became involved in this WP, as the port receives fierce competition from other urban stakeholders for the limited space available at the waterside. Therefore, the idea
to combine port activities with (semi-)public spaces, which legitimizes port activities in urban areas and
city centres, is of high interest for the port.
As described in the previous chapter, the Port of Switzerland has set the focus within the CCP21 WP 2 on
the growing market of passenger shipping, preferably in form of river cruises. In order to support the
further development of this market segment in Basel, the Port of Switzerland has taken several actions in
order to ensure a close participation of the major stakeholders as well as the broad public. Therefore,
eight workshops were held with different parties being involved. The workshops were accompanied by
Ecoplan Consulting, Bern, with the overall objective to summarise the workshop results in form of a generalised document. The provided report “Procedure and standards for assessing passenger ship terminals”
can be considered as general guideline for the assessment of infrastructure investments in passenger ship
terminals for international passenger shipping on inland waterways. It comprises the following three
phases.
Procedure and standards for assessing
passenger ship terminals

Phase 1: Need and
demand analysis

Phase 2: Rough
assessment

Phase 3: Detailed
assessment

4.2.2.2 Identification of relevant measures
Compared to other projects in the CCP21 context, the identification of relevant measures under this topic
requires a different approach. The reason for this is the overall purpose of the report, to provide a general
procedure and standard for the assessment of passenger ship terminals. In contrast to other CCP21 projects, the given document does not contain any port specific analyses. Instead, the report describes the
major steps for an assessment of infrastructure investments in form of an “instruction manual”. The following illustration shows the three-phase process as outlined in the report.
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Figure 31

Process for the assessment of infrastructure investments in passenger ship terminals

Source: Ecoplan.

As part of the workshop with the port representatives, it was agreed to consider the developed study on
the procedure and standards for assessing passenger ship terminals as one single measure. For this reason,
the above-mentioned phases will be described in detail below (Source: Ecoplan).
Phase 1: Need and demand analysis
Description of the initial situation:
 Existing terminal locations and existing infrastructure,
 Current capacities and demand,
 Description of problem (e. g. capacity limit reached, technical standards not met, changed general
factors etc.),
 Potential solutions already discussed.
Provision of a detailed definition of the project:
 Definition of the measure: additional passenger ship terminals (increased capacity, change of location
etc.), quality improvements or adaptations needed to meet more stringent requirements.
 Baseline case: Positive and negative effects of a project are assessed against a baseline case (development that would occur if no measure were to be introduced).
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 Definition of the target area: The target area is a geographically limited area within which the effects
caused by a project are taken into account. As a rule, the project area will include the municipalities
in which the passenger ship terminal is to be built or extended.
 General factors: For the benefit of the project and the baseline case, it should be assumed that general
factors (population, urban development etc.) will be developed in the same way. Any existing forecasts and development scenarios should be taken into account.
Identification of key players (directly or indirectly affected by the project):
 Port operators (divisional management, financial and nautical experts)
 Terminal users (ship owners, tour operators)
 Representatives of the local municipality/region (urban development, traffic planning, environmental
managers, tourism managers etc.)
 Other players (site owners, rival users such as day-trip operators etc.) should be included on a caseby-case basis.
Particularly when searching for new terminal locations, a participative process that involves the key players in the decision-making process is recommended.
Need and demand analysis:
 Historical development of vessel arrivals (subdivided into vessels with a length of < 110 m and large
vessels with > 110 m) and passenger volumes (based on the number of vessel arrivals, bed capacities
per ship and average occupancy rates).3
 Exploratory interviews with ship owners and tour operators:
̶ Future plans for the terminal location: (i) Are any routes being expanded? (ii) Purchases or
planned purchases of new fleet vessels? (iii) Trends in demand at the location?
̶ Benefit of the measure being analysed (e. g. additional terminals) from the ship owners/tour operators point of view: (i) Criteria for a good location? (ii) Preferred locations? (iii) Reaction if measure is not implemented?
̶ Consumer behaviour of ships passengers: (i) Which offers do passengers use? (ii) Estimated passenger shopping budgets?
 Future scenarios: Trend scenario based on the information from the exploratory interviews and previous developments. For sensitivity analyses, additional scenarios with lower and higher demand can
be helpful.
 Need analysis: Comparison of future demand and existing capacities.
Phase 2: Rough assessment
Criteria for rough assessment:
 Nautical aspects, capacity reserves, implementation timeline
̶ Nautical aspects e. g. flood safety, draught, main navigation channel area
̶ Capacity reserves e. g. expansion options, flexibility in use

3

As an approximation, 133 beds can be assumed for ships up to 110 m in length and 184 for larger ships.
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̶

Implementation timeline e. g. earliest possible realisation date, deadline flexibility, political hurdles.
 Attractiveness for terminal users
̶ Accessibility to the city e. g. public transport, taxi, pedestrians
̶ Local tourist attractions.
 Attractiveness for local municipality/region and residents
̶ Compatibility with current/future land use e. g. cityscape, impact on residents
̶ Potential for connection to city infrastructure
̶ Compatibility with current/future water use e. g. day-trip boats, hotel ships
̶ Environmental aspects e. g. interventions in water ecology.
 Attractiveness from point of view of terminal operator (profitability)
̶ Terminal/floating jetty investment costs
̶ Utility and waste disposal investment costs
̶ Terminal operating and maintenance costs
̶ Earnings potential from mooring fees.
Identification of all potential terminal locations:
 Establishment of the perimeter for terminal locations
 Within the perimeter, all potential terminal locations (including expansions of existing locations) are
identified
 All no-go locations are eliminated
 All remaining terminal locations or expansions are put forward for rough assessment.
Rough assessment with comparative analysis (qualitative):
 Definition of baseline: terminal location or an expansion standard must be defined as a baseline
 Qualitative assessment with comparative analysis: Assessment based on the previously defined criteria on a scale from -3 (markedly worse than baseline) to +3 (markedly better than baseline) performed
by the key players
 Evaluation:
̶ Assessment according to individual criteria
̶ Assessment according to different groups of players
̶ Overall assessment (with unweighted and weighted criteria)
 Short-listing of terminal locations and expansions.
Phase 3: Detailed assessment
Indicators for cost-benefit analysis: Consideration of the criteria from the rough assessment and differentiation between financial criteria and non-financial criteria.
Cost-benefit analysis method (in accordance with the dynamic “Discounted Cash Flow Method”):
 Period under consideration (two phases):
̶ planning, design and construction phase (for every variant)
̶ use phase
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 Baseline date: usually the date of completion or the date on which the project is put into operation
 Calculation interest rate: including a risk-free interest rate and a risk premium.
Investment costs:
 Initial investments
̶ cost of building the terminal, sewage, utilities and access road,
̶ costs of planning, design and construction supervision, land costs, utility and sewage connection
charges (electricity, water, waste water), demolition and alteration work, landscaping, engineers’
fees and any financing expenses during the construction period,
̶ expenditure on temporary facilities and removals, loss of income and the investor’s own expenses,
 Replacement investments
 Residual value (straight-line depreciation method).
Operating and maintenance costs:
 Administrative costs
 Utility and waste disposal costs (wastewater, water, waste, electricity, communication)
 Cleaning and care
 Operation and monitoring of technical systems
 Surveillance and security services
 Charges and premiums (including insurance premiums)
 Maintenance of traffic and green areas
 Ongoing maintenance (servicing, repairs)
 Waterway maintenance (periodic dredging).
Revenues (based on the scale of fees and vessel arrival forecasts and/or passenger volume forecasts):
 mooring fees, utility and waste disposal fees
 any other fee components (registration fees etc.).
Detailed assessment with cost-benefit analysis:
 Net present value: The net present value is the sum of the present values of all annual expenditures
and revenues and the investment expenses for the project throughout the period under consideration,
calculated at the calculation interest rate. A project is profitable if the net present value is equal to or
greater than zero.
 Benefit-cost ratio: The benefit-cost ratio is calculated with the net present value of all annual expenditures (for operation and maintenance) and annual revenues divided by the net present value of the
investment costs. A project is profitable if the benefit-cost ratio is greater than zero. The benefit-cost
ratio can also be used to rank various beneficial projects or project variants. The ranking shows the
most profitable projects.
 Return: The return (also known as the Internal Rate of Return in the dynamic method) indicates the
average interest rate that applies to the deployed capital during the period under consideration. If
the return is equal to or greater than the calculation interest rate, the project is considered to be
profitable.

57

Development of a transferable toolbox based on the deliverables of the CCP21 project

 Payback period: The payback period is the length of time it takes to repay the capital at the calculation
interest rate. It indicates how long a project needs to be used in order for it to be profitable.
As the result of a cost-benefit analysis is based on assumptions, the significance of these assumptions for
the result should be analysed by performing a sensitivity analysis.
Regional economic effects:
 Increased awareness of the region’s tourism potential
 Impacts from higher shipping passenger volumes:
̶ Higher shopping spends
̶ Pre-and post-voyage activities for ship passengers (e. g. sightseeing, museums, excursions etc.)
̶ Additional overnight stays (at embarkation/disembarkation locations).
The regional economic effects are made up of the following elements:
 Direct effect: Value creation (or turnover) and jobs resulting directly from the construction, operation
and use of the ship terminal. The direct effects should be roughly estimated (e. g. average shopping
budget per passenger) or surveyed
 Indirect effect: Value creation and jobs resulting from up-front work and investments
 Induced effect: Value creation and jobs derived from spending by people due to the direct and indirect
effects.
4.2.2.3 Assessment of relevant measures
The given report is part of the CCP21 WP2 with the overall objective to enhance cohabitation through
innovative multipurpose land use. Therefore, this assessment will focus on the defined WP-specific criteria
as shown in Figure 16. For the derivation of the weighting factors, port-specific aspects were considered
and matched with the project partners. With regard to the described project outline, it becomes clear
that most of the individual criteria cannot be applied to this report, as no freight transport is involved.
Furthermore, it is obvious, that the assessment of infrastructure investments mainly targets at the improvement of economic performance in a wider sense. Additionally, the integration of the major stakeholders as well as the public contributes to a legitimisation of the port activities. Based on these arguments, the weighting factors can be defined as following:
Weighting factor

Individual criteria

0,15

Legitimisation of port activities

0,80

Improvement of economic performance

0,05

Improvement of connectivity

0,00

Impact on modal shift

0,00

Combination of people and freight (costs)

0,00

Combination of people and freight (time)

0,00

Combination of people and freight (organisation)

0,00

Acceptable level of land prices

Furthermore, other criteria from WP1, 2 and 4 will be considered outside the rating scheme. For this
project possible other criteria could be:
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 improve competitiveness,
 attract new customers,
 achieve cost-efficiency.
Starting from the previous findings, the single measure within this WP can be evaluated in detail, referring
to the individual sub-criteria. The assessment will be based on a simplified numerical rating with a value
between 1 (low contribution) and 4 (high contribution).
 Procedures and standards for assessing passenger ship ter- Contribution to criteria
minals
In order to ensure a close participation of the major stakeholders as well as the broad public, the Port of Basel has conducted
various workshops. The workshops were accompanied by a
neutral consultant, with the overall objective to summarise the
workshop results in form of a generalised document. The provided report can be considered as general guideline for the assessment of infrastructure investments in passenger ship terminals with a strong contribution to legitimate the port activities as well as to improve the economic performance.

4

Legitimisation of port activities

4

Improvement of economic performance

3

Improvement of connectivity

1

Impact on modal shift

1

Combination of people and freight (costs)

1

Combination of people and freight (time)

1

Combination of people and freight (organ.)

1

Acceptable level of land prices

3

Improve competitiveness

4

Attract new customers

4

Achieve cost-efficiency

Based on the previous assessment, the following table shows the contribution of the measure “procedure
and standards for assessing passenger ship terminals” to the WP-specific criteria including their weighting
coefficients. The final value of 3.95 underlines a strong contribution of the measure.

Impact on modal shift

Combination of people
and freight (costs)

Combination of people
and freight (time)

Combination of people
and freight (organisation)

Acceptable level of
land prices

Procedure and standards for assessing passenger ship terminals

Improvement of
connectivity

Weighting coefficient

Improvement of
economic performance

Measure and contribution

Legitimisation of
port activities

Table 12

0,15

0,80

0,05

0,00

0,00

0,00

0,00

0,00

4

4

3

1

1

1

1

1

Source: own assessment.

Even without any further illustration, the weighted ratings for the individual measures underline the
strong contribution of the findings to improve the economic performance.
As described in chapter 3.2, the concluding step of the evaluation procedure will be, where applicable,
the disclosure of the implementation of the measures. This step will summarise the stage of implementation, the expected duration of fully implementation, the necessary resources for satisfactory imple-
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mentation in terms of staff and investments as well as the need and the helpful collaboration with potential partners. Since only incomplete information is available with regard to the individual aspects, the
evaluation will be carried out in the form of a simplified assessment. As the measure only comprises the
procedure and the definition of standards for assessing passenger ship terminals the implementation can
be done in the short to medium term with low/medium staff resources and comparably low investments.

4.3

WP3 Optimisation of the organisation of freight logistics

4.3.1 Project of the Province of Utrecht
The Province of Utrecht is centrally located and plays a significant role in the transport of goods and
products in the Netherlands. Increasing transport by road (for example resulting from the port development in Rotterdam) will lead to traffic congestion in and around the city of Utrecht. The aim of the Province of Utrecht together with the city of Utrecht is to maximise the transport on waterways in order to
minimise the pressure on the (capacity of) road infrastructure. Therefore, the Province of Utrecht joins
the CCP21 programme with initiatives that contribute to port development. The approach of Utrecht can
be described as developing new concepts that promote a modal shift from road to waterway transport.
The realisation of this modal shift should take place in a sustainable way and based on cooperation with
other stakeholders/ terminals in the near region. The efforts of Utrecht are on developing innovations and
adapting existing concepts to the local situation.
4.3.1.1 Project outline and key findings
As part of the CCP21 project, the Province of Utrecht developed four projects:
 An eco-ship in the city centre of Utrecht
 Promotion of Roll-on - Roll-off transport
 Development of a modal-shift initiative on the collection, processing and transport of waste
 Development of a new container terminal at ‘Het Klooster’ port
In the upcoming subchapters a short introduction on the projects will be given. Then relevant measures
will be identified and measures will be assessed.
4.3.1.1.1

An eco-ship in the city centre of Utrecht

In Utrecht, an electric vessel called the BIERBOOT ensures deliveries to restaurants and bars in the historic
city centre. The concept of this BIERBOOT has been transferred to the collection and transport of waste
under the name of ECOBOOT. Both ships contribute to the minimisation of air pollution and damage
caused by heavy traffic to the streets in the historic city centre of Utrecht.
The BIERBOOT provides around 60 bars and restaurants and is year to year fully booked. The electrical
powered vessel (Ecoship) in which the Municipality of Utrecht invested is multifunctional. The vessel is
able to deliver both products for the catering industry, like bars and restaurants, and drop it off at the
quay as well as waste from quay to load and transport to a waste treatment company. This innovative
boat is equipped with an also electrical powered onboard crane, which makes it possible to collect waste
directly from the quay, without equipment needed on the quay. The boat is especially designed so that it
can carry dumpsters, paper, glass and heavy or oversised garbage at the same time. This type of boat
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helps the municipality to invest in environmental-friendly transportation solutions and has less impact on
air pollution. Besides that is the boat more efficient than a small truck or minivan.
The BIERBOOT was built in 1996 for the Utrecht Port Authority to distribute goods to the shops in the
centre of Utrecht. It has dimensions of 16.25 x 4.20 m. and is diesel-powered. With a capacity of 15 tonnes,
it can carry 34 roll-tainers with goods, an equivalent of 6 distribution truckloads. The BIERBOOT does two
round trips between a distribution centre and the old city on a daily base. Since 2005, it is also distributing
frozen and cooled products.
The second vessel ECOBOOT was originally commissioned in 2008, but the tender for this new-built failed.
Finally, the vessel was taken into service in 2010. Contrary on the first ship, this vessel has electrical propulsion and dimensions of 18.80 meters length, a capacity of 40-48 roll-tainers, and is equipped with an
electric-hydraulic crane of 18 tons. The CO2 reduction of the concept is 17-30 tonnes/year.
A similar project was started at Amsterdam, where an electric vessel called “City Supplier” was taken into
service in 2010. Mokum MariTeam, a private operator, started this project in 2007 with a city parcel service by sloop launches. The City Supplier is an electric vessel with dimensions of 20 x 4.25m. The cargo
hull has a volume of 85 m3, which is an equivalent of four truckloads. In the same city, DHL operates a
similar parcel service by conventional 20 m diesel boat, since 1997.
Developing the business case, engineering and taking the investment decision took place in 2008-2010 by
copying an existing successful concept that was originally taken in service in 1996. Therefore, a new business case was not made. Implementation finished successfully in April 2012. As by end of 2014 it can be
noticed, that there were no specific measurements that can be booked as a result of CCP21. Even the
project is successfully implemented, lessons learned is that sometimes the modification of existing systems can be even more useful than developing new concepts.
4.3.1.1.2

Roll-on Roll-off transport

Another concept which arose in the scope of optimising freight logistics is the Roll-on-Roll-off system. This
concept was developed earlier by the Port of Rotterdam with the idea to operate a line between Rotterdam and Tiel twice a week. Since the first Ro-Ro barges entered the Rhine basin in 1972 and the fleet has
increased to 40-50 ships, all with a length between 80 and 135 meters. In 2009, a pilot trip was organised
with m/v Vera between Tiel and Hoorn. After that first trip, the line service was not continued because
the business case could economically not compete with road transport. The Port of Utrecht was given the
opportunity to hook on to this project by setting up a line between Utrecht and Tiel. Industrial park Lage
Weide locates several companies with a large shipment capacity.
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Figure 32

Picking up a test load at the port of Tiel

Source: Vera picking up a test load at the port of Tiel.

Utrecht’s largest port “Lage Weide” houses several large companies with great good flows, e. g.: Agrifirm,
HEMA, Hoek Transport, Kühne&Nagel, Theo Pauw and Sara Lee. With these companies, interviews have
been held to investigate the interest in this project and to identify risks and bottlenecks. Possible locations
were visited and in some situations a technical draft of the ramp-design was made, to calculate the costs.
In an earlier study was concluded already that the amount of goods to be transported would not be the
major problem. The interviews showed that types of products (containers instead of trailers), continuity
of shipments, uncertainty of retour shipments and speed, reliability and flexibility of the system are issues
that hold back companies to join or set up the Ro-Ro-system. Despite the enthusiasm with which the plan
was received, none of the companies agreed to be the launch customer. The price-risk evaluation was not
convincing for participants and adding Utrecht to a future line service did not turn the prior pilot into an
economically successful business case. All these issues combined have led to an unsuccessful pilot. For
further steps taken in this project, see chapters 4.3.1.2 and 4.3.1.3.
The project started in 2005 outside Utrecht. A test trip was carried out in 2009, after that the project was
stopped because the business case was unrealistic and a lack of interest. As by end of 2014 it can be said,
that the so described “chance to hook on an existing line service” does therefore not exist, because the
line service itself does not exist. The main fieldwork was done at the end of 2010 and the beginning of
2011. The final report was delivered in December 2011. Nevertheless, without a business case there was
no foundation for these technical studies to be carried out. The technical studies did not lead to any
measurements or decisions and there is no implementation planned, because there has not been enough
interest. Lessons learned is the realistic estimation of an implementation of chances and the assessment
of relevant dependencies. Being depended on other circumstances can be an effecting criterion. Furthermore, many different parties were involved, which was a difficulty in the project.
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4.3.1.1.3

Development of a modal-shift initiative on the collection, processing and transport of waste

The region of Utrecht produces high volumes of waste. This waste is destroyed in the waste incinerator in
the Port of Amsterdam (AEB). The incinerator is located in the port and has water access in the Australiëhaven. However, the premises of AEB do not have a berth, nor a quay wall, to receive inland
navigation vessels/barges. Waste collectors in the port of Utrecht truck the waste daily to the waste incinerator AEB at the Port of Amsterdam. Some of the waste collectors in Utrecht have direct access to the
Amsterdam-Rhine canal, one of Europe’s busiest waterways. They have quay walls available at Lage Weide
and are already using inland navigation for various bulk transports (e. g. sand and gravel) so all the infrastructure is there. The operators in Utrecht have a starting volume of 150 - 200 tons per day, which is now
trucked 3x3 times a day to AEB. This volume will increase. The route of the truck leads via the A2 and A10,
two essential hinterland connections in the Netherlands and the Port of Amsterdam.
After it became clear that the Ro-Ro project would not be successful, an additional application was made
by the Utrecht partner in December 2013. The objective was to do a test with waste transport from the
city of Utrecht to the waste incinerator in the Port of Amsterdam (AEB), using push barges. The AEB factory
is located in Amsterdam has modern facilities like a quay and cranes for unloading sea ships. Since 2012,
containerised waste transports from different cities in the Netherlands and elsewhere and some bulk
transports by inland barge have taken place. For the future situation, AEB has decided to develop a new
quay and unloading facilities for inland barges. For the time being, a neighbour facility is used.
Figure 33

Waste unloading facilities at Amsterdam Energie Bedrijf

Source: Photo AEB.

The general objective of Utrecht is to initiate a modal shift from road haulage to inland navigation, by
organising a test transport using the inland waterway infrastructure.
As by end of 2014, the project in general can be rated as successful. The tests are completed and the
evaluation is almost ready. The results however are confidential and not available for the public. New
ideas or technologies cannot be identified by the consultants nor can be made an expectation about the
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economic feasibility of the transport. Nevertheless, lessons learned is the consideration of disposal logistics in a city by using the waterway, which is often a poorly developed opportunity to gain model shift
from street to waterway. Starting point of a project should be the detection of large quantities of bulk or
cargo. Possible smaller cargo can later be added, to fill the capacities.
4.3.1.1.4

Development of a new container terminal at ‘Het Klooster’ port

The local and regional governments in Utrecht intend to develop the transport over water in the region
by developing a new container terminal. Het Klooster will become a business park that is centrally located
along major highways and waterways. The idea is that it fulfils a significant contribution to the growth in
water transport that is to be expected (also because of the development of the Second Maasvlakte in the
Port of Rotterdam). More than two thirds of the goods imported annually through the port of Rotterdam
are transported by inland waterways to economic centres in and outside the Netherlands. On a national
level, agreements have been made about the share of water transport (45%) in the total transport volumes of the Second Maasvlakte.
The development of the development project has been investigated by means of several projects: a study
on the exact location of the terminal, a feasibility study, a design of the quay walls and an inventory of
environmental aspects. The final decision on the location and the no go decision for the whole project in
Nieuwegein was based on a socio economic cost benefit analysis.
Despite the fact that there was a no-go decision, as by end of 2014 it can be noticed that this project was
carried out the right way. The spatial planning process steps to make a decision about realisation of this
industrial area were reasonable and led to good conclusions. Lessons Learned of this project is the exceptional importance of the decision about the location of a new port. Furthermore it can be stated, that the
balance between the social costs and the social investments is of interest. In addition, it is important to
determine what the alternative is when there is no port. Direct economic benefits (e. g. employment) are
rarely representative of the social benefits. Likely, it should be noticed that the public involvement / initiative always goes hand in hand with private commitment. Once the private commitment or public initiative fails, the project is no longer viable. Moreover, the planning and the preparation of business plans
need an early attention to the key success, to failure factors and to the involvement of environmental and
political circumstances.
4.3.1.2 Identification of relevant measures
An Ecoship in the city centre of Utrecht
In 1996, the Municipality of Utrecht bought a small ship with a maximum loading capacity of 15 tons to
supply bars and restaurants in the historical city centre. Although this vessel, called BIERBOOT, was diesel
powered and therefore not environmentally friendly, the main advantage of this concept was the convenience of supplying the bars and restaurants instead of driving large trucks in the narrow streets of the
Utrecht city centre.
In the scope of the CCP21 WP3, the municipality decided to improve the concept and bought a second
vessel, fully electrical powered and named it ECOBOOT. It is not only easier to ensure deliveries to bars
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and restaurants but with an onboard crane it’s also easy to collect waste from the quay. Besides, the Ecoship has zero emissions and so has its onboard crane. The Ecoboot reduces the amount of (truck-)
transport movements in the city centre to a large extend. Knowing that the ships are year-to-year fully
booked is just an indication of the success of this concept.
Figure 34

Development of the electrical vessel and onboard crane

Source: Municipality of Utrecht.

In order to implement this waste collecting ship in the narrow canals of the Utrecht inner city, a highly
innovative boat had to be developed. The vessel is developed by shipyard Bocxe. This shipyard was also
involved with the development of similar vessels for the city of Amsterdam and the experiences of these
vessels have been incorporated into this new vessel for Utrecht.
To ensure this boat was able to operate fully electric, and therefore has a positive influence on the reduce
of noise and air pollution, it was equipped with four batteries of 480 Volt each. These batteries empower
a 55 Kw electro motor.
The ‘state of the art’ onboard crane is electrical empowered and able to collect waste from the quay
without any adjustments needed on the quay. Where conventional garbage trucks are only able to collect
one type of garbage each time, the vessel can collect any type of garbage due to the different containers
on the ship.
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Due to the very experienced shipyard, this concept led to a very innovative, practical and sustainable
vessel, which support the municipality to optimise their organisation of freight logistics.
No more heavy trucks on Utrechts historical quays
The experiences with both the diesel and the fully electrical vessel are excellent. Therefore, the municipality has the intention to develop another electrical vessel, which can be used for removals. In that way
no more trucks have to be allowed on Utrechts’ historical quays since sufficient alternatives are available.
When people relocate, their interior can be transhipped for the inner city to the outskirts of town, which
is easier accessible for trucks and less harmful for the historical quays.
Waterway based city distribution requires a public strategy on maintenance and reconditioning the old
city canals, which can be embedded in the cities traffic policy. At bridge renovation projects it is essential
to create a minimal clearance under the bridge of 230 cm. Further, it is essential that city planners situate
shopping centres with their backside on the canals and create loading-entrances at the waterfront.
Roll-on Roll-off transport
The original idea was to copy the concept of taking Roll-on Roll-off (Ro-Ro) barges as were operated for
decades on long distances on the Rhine River, and convert the concept for short distances, to fill the huge
deficient in road capacity. In 2009, a test trip was made between Tiel and Hoorn, using an exciting barge
and existing quays. Nevertheless, from the beginning on, the concept proved not to be price-effective.
The decision to extend the project with a service from Utrecht came too late to change the outcome of
the project. The ship was available; however, a berth had to be found. Several steps have been made to
investigate the viability of the concept. The first step was a feasibility study with a technical calculation of
a quay and the design of a possible berth. The second step was a client analysis to investigate the interest
and possible goods flows on which a business case can be calculated. Third there was a location visit with
stakeholders to see whether the locations found in the feasibility study where relevant or not. Last phase
was a business-case meeting in which the stakeholders evaluated the process and further steps have been
outset.
After the first pilot trip was carried out successfully in 2009, it became clear that a line service on such a
short distance could not compete with the cheaper road transport. The hypothesis that avoiding future
traffic jams could lead to a profitable business case did not occur, because the massive decreasing of
traffic jams due to economic recession. In the meantime, the central government decided to do huge
investments in the infrastructure capacity around Amsterdam and Rotterdam.
Feasibility study
This feasibility study has been carried out by the engineering consultancy firm DHV. Research has been
done to which extend a berth for a Ro-Ro-ship could fit in Lage Weide. Several locations and designs have
been calculated. This structural calculation has been done based on water level, structure of the soil,
height of the quay and the size of a possible ship. The study led to a design of a berth which could theoretically fit in one of the harbours in Lage Weide and carry the ship. An estimated cost analysis has been
carried out, to be taken into consideration of the business case.
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Company stocktaking Lage Weide
This stocktaking has been carried out by the same engineering consultancy firm and aimed to identify:
-A

How the companies (-representatives) see this concept;

-B

If representatives see possibilities to implement the concept within their companies;

-C

The most important risks or bottlenecks of Ro-Ro.

Analysis of the business case and thus, viability of the concept, is partially based on this stocktaking.
Most of the companies were about towards the concept. Most of them are continuously looking for ways
to improve their companies or implement more sustainable transportation solutions within their work
field. Some of the companies are encouraged by their clients to organise the transport of goods in the
most sustainable way. The companies see the concept as a way to fulfil this request.
Possible risks and/or bottlenecks foreseen in this concept are the amount and size of shipments. Some of
the business deals with peaks and falls in transport so that a profitable amount of shipments cannot always be guaranteed. Second issue may be the availability of return freight. If return freight is not or not
enough available this would be an enormous bleeding for the business case.
What comes with the Ro-Ro concept is the amount of trailers delivered at the destination at once. For
example twelve trailers at once instead of three trailers for four days. Companies foresee that receivers
cannot always handle these larger amounts at once. At last, major reason for companies considering RoRo, is the same flexibility and efficiency as truck transport. When the price of Ro-Ro exceeds conventional
transport prices, they will not consider Ro-Ro.
Location visit Lage Weide
The location visit was used to identify the locations at Lage Weide, which were calculated in the first phase.
The participants, which consisted of Havendienst Utrecht, Municipality Utrecht, DHV and CTU, a container
terminal operator at Lage Weide, investigated if the preferred alternative fits well in the area and how
selected criteria could be modified to fit the purpose. The following conclusion for the locations were
taken:
 Werkspoorhaven: not possible, ship doesn’t fit the quay;
 Industriehaven:
possible, but difficult. Not easily accessible by ship;
 Energiehaven:
possible, but difficult. Company who owns area won’t cooperate;
 Kernhaven:
possible, but high investments needed;
 Protonhaven:
possible, no further investments needed but depended on cooperation
of the owner;
 Mesonhaven:
possible, but lot of investments needed and area is not available within
a short time;
 Uraniumhaven:
possible, investments of around EUR 300.000 needed. Terminal equip
ment can be shared with CTU. This might reduce operational costs.
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The Uraniumquay, located at Lage Weide is suitable to receive the Ro-Ro vessel. At this specific location,
there is enough space to store trailers. However, it is not possible to load/unload trailers. The existing
quay needs to be redeveloped to load or unload trailers, costs EUR 300.000,--.
Business case meeting
This meeting was held for all the stakeholders that were already involved in the concept development.
This aim of this meeting was to finalise the procedure and to set follow-up steps. The revealed interest at
this moment is not enough for a profitable business case (7,800 TEU while 10,000-12,000 TEU would be
profitable). Suggestions are to include companies in smaller cities near Utrecht like Vianen, Nieuwegein
and Bunnik.
For further development of this concept a group is formed, consisting of P&O Ferrymasters, Stenalines
and Rhine Ro-Ro Services to work out acquisition for load and realisation. At this moment, the group is
expanded with the Chamber of Commerce, industry union Lage Weide and TLN. Because of the low viability of the concept, the main focus of the group is now on transport of industrial waste.
The process to achieve a well-founded decision whether or not to invest in this Ro-Ro concept can be
illustrated as follows:
problems:

aim:

- traffic congestion inner Randstad

- sustainable transport solutions

- rising prices of gasoil

- optimize freight logisitcs

- foreseen shortage on truckdrivers in upcoming years

Chance: Hook on to a company that already operates a Ro-Ro-service between Rotterdam and Tiel

Feasability study

Company Stocktaking

Location visit Lage Weide

Business case meeting

Start-up working Group for further development Ro-Ro Lage
Weide

Not enough actual interest for
Ro-Ro Lage Weide -> focus on
transport industrial waste
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Development of a modal-shift initiative on the collection, processing and transport of waste
This project is a follow up from the previous projects on the development of Roll-on-Roll-off and the
realisation of the container terminal. A ‘platform’ with logistic operators, (local) governance and companies was developed and site selection/ inspection was done. In this project, things came together, resulting in this modal shift for the transport of waste. The required investments on infrastructure, organisation
and permits are limited.
Figure 35

Loading the test barge at the Utrecht site

Source: Municipality Utrecht.

Some of the waste collectors are already consolidating waste to direct shipments of 20 tons to the AEB.
The collectors already have weight bridges, safety and security standards and electronic data inter-change
with the waste incinerators. If the waste is transported by water, it is recommended to do the freight
acceptance and inspection at the site in Utrecht. As 200 tons are coming in per day, it is required to store
the waste for one or more days.
The actual test took place in May 2014. A push barge with a capacity of 1,000 tons was loaded with 922
ton of bulk waste. Half the load was shredded before loading, this was part of the test. During the loading
process environmental measurements were taken to monitor the environmental impact. After that, the
barge was pushed 55 km over the Amsterdam-Rhine waterway to the Afrikahaven in Amsterdam, where
it was unloaded at the quay of SITOS, one of the partners in the project, and neighbour of AED.
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Figure 36

Overview of the test site at Utrecht

Source: Gemeente Utrecht.

The collected waste came by truck from four different sites, two of them were located directly at Utrecht
(684 Tonnes), but to complete a full load for the barge some additional waste (238 tonnes) was transported by road from the SITA sites at Amersfoort (35 km) and Duiven (80 km). After loading 922 tonnes,
the barge was full and the load was covered. After transportation, the barge was unloaded at Amsterdam.
The test was claimed to be successful and will lead to a closed business case. There is a reduction of
environmental impact. A global calculation shows that water transport saves 100,000 litres of gasoil per
year and more than 300,000 km of road transport. Final implementation is planned. Results that are more
detailed cannot be provided because they are considered confidential by all partners.
Three companies have already showed serious interest to barge their waste. Standard Euro-barges and a
mobile crane to load the vessels in the Port of Utrecht are available.
Development of a new container terminal at ‘Het Klooster’ port
Early 2012 a project was started to develop a new inland port at the industrial zone ‘Het Klooster’. The
objective of this project was to reduce traffic jams around Utrecht, find a solution for the expected shortage on container terminal capacity in the Province of Utrecht and increase the competitiveness of the
business park. Research in 2011 showed that there was good potential for developing an extra container
terminal at ‘Het Klooster’ because container transport in the region would double in the period 2010-2035
(due to forecasted economic growth and containerisation). National policy requires that the share of inland shipping from Rotterdam to the hinterland will increase from 23% to 45%. This is part of the development strategy of synchronisation of the Tweede Maasvlakte.
Development of the container terminal at ‘Het Klooster’ would also optimise freight logistics in the region
due to extended capacity, reduced emission of greenhouse gases and facilitate in the growing demand
for modal shifts and thus inland shipments. A container terminal at ‘Het Klooster’ would also have a positive effect on reducing traffic jams in the region.
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The outline of studies being carried out to further develop this concept can be drawn as follows:
Milestone
Key documents
1. Orientation
2. Location decision + start market approach

 Initial integrated business case
 Preferred location with integral support

3. Preferred location + start draft zoning proce-  Market approach strategy
dure
 Preferred location
 Scope decision Environmental Impact Assessment
 Memorandum of Understanding by entrepreneurs container terminal
4. Design draft zoning
5. Determine draft zoning + operating licence

 Design draft zoning + Environmental Impact
Assessment
 Draft zoning/Environmental Impact Assessment
 Operating Licence container terminal

The design of the process is such that it may be decided to terminate the project at each milestone.
The initial integrated business case was carried out in 2011. Given the current economic and social market
position the most realistic and/or most positive business case was drawn. The aim of the study was to
investigate the main advantages and disadvantages of the project and the interest in participating in this
container terminal. This led to a support in the discussion under which circumstance the container terminal would be viable. The found specific conditions under which the container terminal would be viable are
that the increase of modal shift (inland shipping) would maintain, the value of the area would grow after
developing the terminal, and enough entrepreneurs would still be interested in using the terminal once
developed. Large bottleneck could be the size of investment (approximately EUR 10 million).
Second step was the research of locations with the aim to develop a preferred location. Four possible
locations have been investigated:
1) In the Lek canal, north of the Beatrix locks. Currently this location has the function of berth for the
lock. Therefore, another terminal with quay wall is possible here.
2) In the Lek canal, south of the Beatrix locks. Currently in use as berth for barges with hazardous substances. Therefore, a quay wall nor terminal is possible here.
3) To the south of ‘Het Klooster’. Since it has an agricultural zoning with a primary weir large investments
are needed to achieve the ground and water safety.
4) The fourth location is along the Lek canal and is the most convenient and economically realistic location. Therefore, this location has been determined as preferred location.
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Figure 37

Example of one of the studied locations

Source: Municipality of Utrecht.

As third step, the market approach research in 2012 brought new insights to the case. Interviews with
companies in the area and other stakeholders were done. These interviews showed that developing a
container terminal at ‘Het Klooster’ would not have a profitable business case because of two reasons:
1) Development of new container terminals at Lage Weide (Utrecht) and Medel (Tiel) would already
cover the expected shortage on container terminal capacity;
2) Shortage on entrepreneurs at ‘Het Klooster’ who would use the container terminal. (Only 4,000
TEU out of 35,000 TEU needed to be profitable).
These insights, in combination with the calculated investments of around EUR 10 million, lead to the conclusion that development and exploitation of ‘Het Klooster’ would be too risky and completely useless for
the next years. Both, the economic analysis and the social cost/benefit analysis, would turn out negative.
The Municipalities of Utrecht and Nieuwegein decided to abandon the process of the development of the
container terminal.
On second thought, in cooperation with Port of Rotterdam, a new business case was made for developing
an inland transfer station at the same location, working as a dependence of Havenbedrijf Rotterdam. This
plan had several advantages:
 Focussing on local markets (instead of regional markets in the first plan);
 Reduction of pressure on local road network (instead of increasing in the first plan);
 Reduction of noise.
Key factors in this business case were nautical safety, noise control, traffic impact and the impact on the
‘Nieuwe Hollandse Waterlinie’ (World Heritage Site). Based on these factors and the expected throughputs and cash flows a Social Costs and Benefits Analysis (SCBA) was developed. This SCBA was used as a
tool for the ‘go/ no go decision on developing the inland transfer station at ‘Het Klooster’.
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4.3.1.3 Assessment of relevant measures
The Port of Utrecht is part of the CCP21 WP3 with the overall objective to optimise the organisation of
freight logistics. However, not all of the WP3 criteria apply to the case of Utrecht. A selection of the relevant WP3 criteria has been made.
Weighing factor

Criteria

0.10

Economies of Scale

0.25

Reduce costs

0.20

Increase efficiency

0.10

Improve competiveness

0.10

Attract new customers

0.25

Promote modal shifts

These measures will be applied on the single projects in the following.
An Ecoship in the city centre of Utrecht
The BIERBOOT and the ECOBOOT are tailor-made ships that fit to the situation in the inner city of Utrecht
with supply of restaurants/ bars and the collection of waste. The market potential is limited for these
goods in Utrecht. However, the concept can be transferred to other city centres with canals. The transport
over water is more reliable than the transport by truck in the narrow streets of the historic centre where
unloading truck often block the streets, contributing to congestion. Also avoiding truckloads entering the
inner city, leads to less damage on historic buildings, streets and quays in the historic city of Utrecht. The
ECOBOOT is a good example of a modal shift from road to water transport. The restaurants and bars used
to be delivered by trucks and cars in the past. Since the first BIERBOOT was year-to-year fully booked, the
Ecoship successfully attracted its own chain of new customers. It is not only a good example of modal shift,
it has also improved competitiveness in the city of Utrecht, giving entrepreneurs a total new option (instead of several truck companies) to get their goods delivered (by ship). The development of an onboard
crane contributed significantly to the applicability of the Ecoboat. Not only in distribution but also in collection of waste on the quay.
Although the idea of city distribution (in particular for deliveries to bars/restaurants) by vessel is older
than the scope of the CCP21-project, the lesson that can be learned from this project is the necessity to
continue the development and improvement of this already successful concept. For example replacing
the old diesel engine powered vessel for a new tailor-made full electric vessel. By using the same concept
not only to ensure deliveries but also for collecting waste in the inner city. Thus, within a concept that is
already successful, development is needed to maintain its success.
Important is that city-planners in cities with a canal/waterway system on their disposal, regard these systems as essential parts of the city infrastructure. In addition, old canals can be redeveloped for future use.
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Therefore, at renovation of bridges or new situations a clearance of 230 cm is advised. Shopping centres
are advised to be located with their backdoor to the canals.
CCP21 covered only a small part of the total project, which originally started in 1996. The project was
implemented successfully and CCP21 contributed to that success by providing more communication and
extra monitoring, and so create awareness about sustainable transport for the inhabitants of Utrecht.
As there was not a specific procedure Utrecht was following in this project, the project cannot be displayed
on the basis of special measures. The only insight is that there are possibilities to pick up existing concepts
and to renew them.
Roll-on Roll-off transport
The pilot of the Roll-on Roll-off project (Ro-Ro) was not really successful. Although none of the firms were
uninterested, the concept failed due to several factors. For example types of products (containers instead
of trailers), continuity of shipments, uncertainty of retour shipments and reliability and flexibility of the
system are issues that hold back companies to join in this project. A survey showed that companies at
Lage Weide are willing to think about new modes of transport. It also revealed that companies first think
at new modes in road transport (LZV), cooperation between firms and development of cleaner trucks and
alternative fuels. Rail and waterway transport might seem a bit too progressive. As a suggestion for further
investigation should figure out how these factors can be minimised or overcome and/or how firms can be
motivated to launch customers, in order to persuade other companies.
Ro-Ro can be attractive on short distances in situations where other infrastructure has not enough capacity to be reliable any more. It can create co-modality bypassing road transport in situations awaiting a
decision to invest in more road capacity.
The objective to hook on an existing Ro-Ro line service turned out to be not realistic, because there was
no existing line service and as a result of that, there was no business case.
Relevant measures that were carried out for the Ro-Ro project are as follows:
 Testing existing concepts
The already existing concept of the long distance Ro-Ro
transport was the basis for further development. The modification of the concept into short distance transport was ment to
be economically viable. The new concept was not successful,
but just because of structural faults but because of missing load.

Contribution to criteria
1

Economies of Scale

3

Reduce costs

3

Increase efficiency

4

Improve competiveness

2
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3

Promote modal shifts

2

Economies of Scale

1

Reduce costs

1

Increase efficiency

2

Improve competiveness

2

Attract new customers

3

Promote modal shifts

 Investigate viability of concept
The collection of data and information, to understand the project completely, was made. A scoping can be made additionally.
By analysing all information, the viability of the project can be
figured out.
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 Feasibility study / Client analysis
The feasibility study has been carried out for a research of extending a berth for a Ro-Ro-ship. Several locations and designs
have been calculated. This structural calculation has been done
based on water level, structure of the soil, height of the quay
and the size of a possible ship. An estimated cost analysis has
been carried out, to be taken into consideration of the business
case.

2
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2
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 Location analysis
A location visit was used to identify the locations at Lage Weide,
which was calculated before. This visit is of high importance,
because the circumstances will be estimated by the project decision makers.
 Business case meeting
This meeting was held for all the stakeholders that were already
involved in the concept development. This aim of this meeting
was to finalize the latter steps and make follow-up steps. The
revealed interest at this moment is not enough for a profitable
business case (7,800 TEU while 10,000-12,000 TEU would be
profitable).
 Concept testing (Project “Waste”)
This project is a follow up from the previous steps. The actual
test took place in May 2014. A push barge with a capacity of
1,000 tons was loaded with 922 ton of bulk waste.
The test was claimed to be successful and will lead to a closed
business case. There is a reduction of environmental impact. A
global calculation shows that water transport saves 100,000 litres of gasoil per year and more than 300,000 km of road
transport.

In the following, the Ro-Ro project with its measures is rated and analysed:
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Figure 38
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Illustration of the measures contribution to the WP-specific objectives

Development of a modal-shift initiative on the collection, processing and transport of waste
The development of the modal shift of waste is not a specifically innovative project. The contribution of
CCP21 to this initiative is that it played a role in the initiation and covered for the costs of a test, which
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created publicity. The search for enthusiastic partners (logistic operators/ companies) and appropriate
sites for transhipment led to this initiative. Lesson learned is that a project does not have to be of a “high
level” to be successful. This project proves that making progress is sometimes simply about taking a step
to bring people and ideas together and facilitate their first move.
This project is a typical example of a modal shift initiative. The project seems to be successful as the initiative is about to start. The expected throughput has the right volume for regular transport flows and little
investments on required infrastructure are necessary. The avoided truck transport is on the heavily used
connection between Utrecht and Amsterdam, so the benefits on less traffic are significant. In addition,
other environmental aspects have a positive score.
As this project was the development of a concept and test, it is as a measure considered in the Ro-Ro
project (last step). The project on its own does not show individual measures.
Development of a new container terminal at ‘Het Klooster’ port
Results of this SCBA were negative and it would be irresponsible to use public funds for developing this
transfer station although these funds would be needed to ensure nautical safety and noise control. Because of these results, the initiators and stakeholders decided to resign on these developments in Het
Klooster. The performed market analysis showed that under certain conditions there are possibilities to
develop a container terminal after 2030. Therefore, the capacity of container terminals at Lage Weide,
Medel and Lelystad must be insufficient. Second condition is the attractions of companies to Het Klooster,
which also use inland shipments as modality (large enough to reach the minimum of 35,000 TEU in total).
An important argument to develop a container terminal at a central location is that it contributes to reduce environmental impacts like less traffic, cleaner air, less noise, better living conditions etc. The case
of developing a new container terminal at the location of ‘Het Klooster’ demonstrates that this appears
not always.
 The development and use of a container port in this urbanised environment leads to exceeding of
noise standards. The only way to overcome this problem is to reduce the use of the container port
(no transhipment in evening and night hours). This makes a container port less attractive for operators.
In terms of getting the required building permits it is not possible to balance the pros (noise reduction
near transport ways) and cons (increase of noise at container port location). Ultimately, the effects
on noise had a negative contribution on the feasibility of the container port at the location of Het
Klooster.
 The socio economic cost benefit analyses (SCBA) for the new container port of ‘Het Klooster’ had a
negative balance. The main argument for this negative balance is that the new transshipment at ‘Het
Klooster’ does not replace the transport by road. The new transhipment is at the cost of transhipment
at the neighbouring container ports. This aspect is not that relevant for the business case, but it indicates that the environmental effects (in terms of less traffic, cleaner air, etc.) are much lower than
one would expect (based on transport volumes).
Relevant measures that were carried out for the container terminal project are as follows:
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 Research of potential
The objective of this project was to reduce traffic jams around
Utrecht, find a solution for the expected shortage on container
terminal capacity in the Province of Utrecht and increase the
competitiveness of the business park. Research in 2011 showed
that there was good potential for developing an extra container
terminal at ‘Het Klooster’ because container transport in the region would double in the period 2010-2035 (due to forecasted
economic growth and containerisation).
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 Viability of terminal and present circumstances
Development of the container terminal at ‘Het Klooster’ would
optimise freight logistics in the region due to extended capacity,
reduced emission of greenhouse gases and facilitate in the
growing demand for modal shifts and thus inland shipments. A
container terminal at ‘Het Klooster’ would also have a positive
effect on reducing traffic jams in the region.
 Feasibility study
The initial integrated business case was carried out in 2011.
Given the current economic and social market position, the
most realistic and/or most positive business case was drawn.
The aim of the study was to investigate the main advantages
and disadvantages of the project and the interest in participating in this container terminal. This led to a support in the discussion under which circumstance the container terminal
would be viable.
 Update of market approach
The market potential and the demand of the service was
checked up once again. The market approach research in 2012
brought new insights to the case. Interviews with companies in
the area and other stakeholders were done. This was necessary
because of the time that passed by. It was figured out that the
demand is not as high as it was once expected. These interviews
showed that developing a container terminal at ‘Het Klooster’
would not have a profitable business case.
 Economic analysis and social cost analysis
Key factors in this business case where nautical safety, noise
control, traffic impact and the impact on the ‘Nieuwe Hollandse
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Waterlinie’ (World Heritage Site). Based on these factors and
the expected throughputs and cash flows, a Social Costs and
Benefits Analysis (SCBA) was developed. The balance of this
SCBA was negative, indicating that it would be irresponsible to
use public funds for developing this transfer station. These
funds are however necessary for a sound exploitation. Because
of these results the initiators and stakeholders decided to resign on these developments in ‘Het Klooster’.

2

Attract new customers

4

Promote modal shifts

In the following, the development of a container terminal project with its measures is rated and analysed:

Source: own assessment.
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Figure 39

Illustration of the measures contribution to the WP-specific objectives

Source: own illustration.

The concluding step of the evaluation is the disclosure of the implementation of the measures. This step
will summarise the stage of implementation, the expected duration of fully implementation, the necessary
resources for satisfactory implementation in terms of staff and investments as well as the need and the
helpful collaboration with potential partners.
The stage of implementation of the projects in Utrecht clearly indicates whether they are successful or
not. The Ecoboat was developed in 2010 and is operating from that year on. So far the boat is fully booked,
indicating that the concept works. The waste collection and transport on waterways has been developed
in a later stage (2014). This initiative needs little extra investments and is relatively easy to implement.
The initiative is about to start. Similar initiatives were taken in other Dutch cities.
So far, the Ro-Ro project did not come to implementation as the project did not come to a closing business
case. The project stays in the exploration phase with a search for a return flow, and additional and regular
freight to transport. A working group on developing the Ro-Ro project still exists, but there is no concrete
perspective on implementing this initiative. Specific knowledge of the business is available at the existing
Ro-Ro lines who operate on the Rhine River, so a project can be activated immediately if a positive business case appears.
The development of a new container terminal or transhipment platform at ‘Het Klooster’ has a negative
business case and a negative socio economic cost benefit analyses. This led to a no go decision, so the
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project will not be implemented. In the future, a new terminal is only viable when the market potential
increases significantly. This reaches beyond the scope of CCP21.
The socio economic cost benefit analysis (SCBA) is an instrument that has become a standard tool in the
Netherlands in the last decade. The purpose is to monitor the process of preparing public decisions about
investments and spatial development and create go/no go-decisions. Since a few years for all national
infrastructure and spatial plans, a socio economic cost benefit analysis is required, before it can be put
into the National Infrastructure and Spatial Program (MIRT). For this process, a standard framework was
developed named “Overview Effects Infrastructure” (OEI). On all levels (national, regional and local), this
is considered a powerful instrument. The Netherlands are considered to have an advantage within Europe
in using these instruments in decision-making processes. Therefore, these socio economic cost benefit
analysis SCBA and the standard framework OEI are recommended instruments for the toolbox. The Netherlands are considered to have an advantage within Europe in using these instruments in decision-making
processes. Therefore, these socio economic cost benefit analysis SCBA and the standard framework OEI
are recommended instruments for the toolbox.

4.3.2 Projects of RheinPorts
The RheinPorts activities within CCP21 circle around the implementation of a joint management system
between the three RheinPorts partners Basel-Mulhouse-Weil in the container segment. As the southern
Upper Rhine is the turning point of the upstream container vessels, most of the terminals in the port
region are affected by severe congestion and peak load problems. This mainly applies to the availability
of sufficient quay capacity, especially on Friday as a peak day. Taking the example of the container terminal in Weil am Rhein, it can be stated that almost 50 % of the work distribution in terms of container
handlings is concentrated on the end of the week.
Figure 40

Weekly work distribution in terms of Container handlings for CT Weil am Rhein
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Source: RHG Weil am Rhein.

Regardless of the need to develop additional infrastructure capacities for the region, concepts for a more
efficient capacity allocation seem to be an appropriate solution without large investments. Until today,
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there is no common approach - the three RheinPorts partners still act as separate entities on this field. A
major challenge for an increased collaboration is the organisational structure of the three ports: the ports
of Weil am Rhein and Mulhouse are public service ports, whereas the Port of Switzerland (in Basel) is
organised as a landlord port. Therefore, a concept for the future cooperation in the container segment
has to consider operational topics as well as aspects of port organisation.
Within the CCP21 WP3 “freight logistics organisation” the RheinPorts partners have carried out two major
reports which have been accompanied by further activities such as a workshop with the major
stakeholders and a project presentation on the Munich trade fair “transport logistics 2013”. The following
analysis will focus on the above-mentioned reports:
 Implementation of a (cooperative, cross-border) container management system,
 Development of an IT concept (to facilitate the efficient organisation of container transport in the
Upper Rhine region).
4.3.2.1 Implementation of a container management system
4.3.2.1.1

Project outline and key findings

Coming from the previous, more general description of the initial situation in the Upper Rhine region, the
outline as well as the key findings of the project “implementation of a container management system”
can be portrayed with recourse to the report conducted by Hanseatic Transport Consultancy on behalf of
the RheinPorts partnership. The study comprises the following five work packages.
Figure 41

Five work packages of study
Implementation of a container
managment system
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Source: HTC

 WP Throughput and capacity
The development in the seaports of Rotterdam and Antwerp plays a major role for the market expectations in the Upper Rhine region, as almost 100 % of the containers handled in the Ports of Basel,
Mulhouse and Weil am Rhein have their origin or destination in one of the above-mentioned seaports.
According to the latest forecasts published by the port authorities, both seaports expect a strong increase in the container handling volumes. As the existing port development projects (e. g. Maasvlakte
II) are accompanied by a modal shift policy in order to support the hinterland transportation on inland
waterways, sometimes even more optimistic expectations can be thought. Based on these forecasts,
the latest throughput developments in the Upper Rhine region and a detailed assessment of the terminal capacities in the three ports, the consultants have developed a scenario for the future capacity
requirements until 2030. As a result, divergent growth paths and infrastructure needs for Basel and
Weil am Rhein on the one hand and Mulhouse on the other hand were identified. Whilst the terminals
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in Germany and Switzerland require further actions in terms of additional handling capacities starting
in 2020, overcapacities can be expected on the French side, especially if the projected terminal extension will be realised. As potential shifts between the relevant terminals seem to be unlikely from a
market perspective, further means to relieve the terminals in Basel (-Kleinhüningen) and Weil am
Rhein have to be taken on a short- to mid-term basis.
 WP Landlord port
As described above, the different port organisation models within the RheinPorts cooperation (Basel
as landlord port, Weil am Rhein and Mulhouse as public service port) can be considered as a major
obstacle on the way to a cross-border container management system. Within the consultant’s report,
the framework conditions for a landlord transition in Mulhouse and Weil am Rhein were analysed in
detail. Therefore, potential intermediate steps such as a toolport or a WEOO-port4 were evaluated by
considering their advantages and disadvantages as well as their applicability. Due to the high complexity of the process, a direct switchover to the Landlord model was recommended. Furthermore,
possible partners such as terminal operators from other inland ports, shipping lines, seaport operators,
financial investors and local logistics operators were identified and benchmarked. As further preliminary investigation for a landlord transition, financial as well as legislative aspects were investigated,
business plans for a future infrastructure manager and a terminal operator were developed by focusing on the container sector. Consequently, a road map for each port was developed, showing the
milestones on the way to a landlord implementation. For Weil am Rhein questions of decision-making
in terms of licensing, contract design and deadlines as well as employee participation were identified
as major challenges whilst on the French side expected changes in the national legislation play a major
role for the future progress.
 WP Neutrality
The planned landlord transitions in Mulhouse and Weil am Rhein have led to severe concerns amongst
the relevant stakeholders in the region regarding the neutrality of a future external port operator.
Based on a detailed assessment of the operational procedures in both ports, measures to protect the
customer-specific data were developed. Following the overall objective of separating terminal operations and data flows, the scope and prospects of a “neutral agency” were discussed in order to guarantee a multitenant data exchange. As a result, the implementation of a stationary or a mobile agency
were considered, taking over the responsibility for the (manual) document handling. Regardless of
the general feasibility of both solutions, the occurrence of additional costs as well as their marketacceptance were investigated. A successful implementation can therefore not work without a strong
participation of the port operator in terms of cooperation and financial commitment. Under the given
framework in the Upper Rhine area, a neutral agency was identified as mandatory precondition for a
successful landlord transition. With regard to a mid-term perspective, the potential for the implementation of an IT platform was analysed. Overall idea was to design an IT-solution with interface to the
IT-applications of all relevant stakeholders such as barge operators, shippers and terminal operator

4

„Wrap-around-Equip-Operate-Own“ as public-private-partnership in a transition period.
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to simplify the exchange of data. This platform could be merged with an IT-based capacity management and connected to other already existing platforms e. g. in the seaports.
 WP Integration/coordination
The work package “integration/coordination” can be considered as the core of the investigated report,
as it primarily contributes to the CCP21 objective of optimising the organisation of freight logistics.
Based on the identified capacity and peak load problems, measures for an improved pre-stowage of
the containers, a better coordination of the vessel round-trips between the RheinPorts terminals and
an increased bundling of cargo volumes were developed. Therefore, operational procedures, quay
allocation plans, terminal productivity measures as well as data pools with already existent information were investigated. As a result, a concept for a “barge appointment system” for the RheinPorts
container terminals was developed. Furthermore, additional options to optimise and accelerate barge
handling and to provide a carefree one-stop-shopping package for the ship-owners by establishing a
central clearing agency were looked at. In this context, already existing solutions in the seaports were
analysed with regard to their transferability. Additionally, perspectives for a further consolidation of
cargo as well as measures to improve the empty container management in the region were evaluated.
 WP Marketing
With an annual throughput of more than 12 million tonnes, RheinPorts is the second-ranked river port
on the Rhine. Despite this remarkable position, the single RheinPorts facilities are still considered as
separated entities. Within the report, several means were developed to promote the RheinPorts activities on the B2B-sector as well as in the political environment. Therefore, marketing activities such
as press relations, port blogs, social media etc. were portrayed and assessed.
4.3.2.1.2

Identification of relevant measures

The identification of relevant measures is based on a detailed screening of the existing report. A major
challenge in this context is that the given document provides a large bandwidth of analyses, statements,
recommendations and measures, which are hard to separate. With regard to the quality and the quantity
of the measures within the five work packages mentioned in the previous chapter, it has to be stated that
not all work packages provide appropriate results in equal measure. Most of the individual findings can
be assigned to a few superior topics. The majority of these topics is at least to a certain degree interwoven
and related to the identified capacity and peak load problems. As the implementation of the landlord port
model in Mulhouse and Weil am Rhein can be considered as an accompanying measure for a closer cooperation in the container segment, this topic has to be considered irrespective of the other, more “practical”
topics. The following figure shows the major fields of action as well as selected interdependencies:

84

Development of a transferable toolbox based on the deliverables of the CCP21 project

Figure 42

Major fields of action

Source: own illustration.

The description and assessment of the individual measures generally follows the above-mentioned
scheme, all identified measures are marked in bold.
Capacity management
Due to the dynamic development in the container sector, especially before 2008 and after the recovery
from the crisis 2009, many terminal facilities in the hinterland of the seaports were affected by severe
capacity problems. Consequently, various projects to develop new capacities were started over the last
years, but have not been finished so far, as realisation takes time. Therefore, the identification of further
measures in order to increase the efficiency of the existing terminal infrastructure has gained importance.
Within the report, the RheinPorts capacities as well as the existing plans for capacity extensions were
assessed in detail. As a major challenge, the comparability of the individual terminals needed to be handled, since all terminals show different parameters in terms of terminal layout and handling concept.
Therefore, a separated assessment of the handling capacity at the quay and the storing capacity in the
yard was recommended. With regard to the majority of the RheinPorts facilities, the storing capacity can
be considered as main bottleneck.5 Based on this finding, the reduction of dwell-times with special focus
on empty container handlings was identified as core measure. This measure is closely connected to the
aspect of relocation, especially for those containers with long-dwell-times or empties. Based on this more
general approach, a more detailed concept was developed under the topic of “Integration”.
Landlord implementation
For obvious reasons, changes in the structure of a port organisation require complex prearrangements
and are highly dependent on the political approval. Therefore, the findings of the report concerning the
landlord topic can predominantly be considered as recommendations or preparatory actions to support
the transition process as well as the political decision-making. The following figure shows the most relevant fields of action in form of a simplified road map:

5

Constraints caused by the lack of quay capacity only appear in certain peak windows and will be dealt with later
in this chapter.
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Figure 43

Simplified road map for landlord transition
Milestones
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concessions
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participation
Financial
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Corporate
assessment
(Internal)
Separation of
infrastructure
and terminal
operations

Call for
tenders

Privatisation of
terminal
operations

Contracts

Business plans

Source: own illustration.

This simplified road map can be considered as a guideline for further analyses and projects, which should
be executed consecutively and be supported by an overall project management.
Neutrality guarantee
As a consequence of the intended landlord transition, a large number of regional stakeholders has claimed
predefined measures to ensure the neutrality of a future private terminal operator. Based on a detailed
assessment of the relevant information and data flows between barge operators, skipper, terminal operator and consignor/shippers, the establishment of a neutral agency was recommended. This neutral
agency could show the following characteristics:
 Neutral agency as stationary counter/dispatch office on the terminal,
 Neutral agency as mobile agent with responsibility for all RheinPorts terminals,
 Neutral agency as IT-platform.
Just generally, a mobile agent solution seems to be less cost-intensive, but implicates the problem of
availability. With regard to the travel distances between the individual RheinPorts terminals, a fixed solution was identified as being favourable. The additional costs for the neutral agency need to be covered or
at least supplemented by the terminal operator, which for its part benefits from efficiency increases due
to an increased data availability. The following illustration shows the general concept for a neutral agency
independent of the detailed approach (stationary or mobile):
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Figure 44

Concept for a neutral agency (stationary or mobile)

Source: own illustration.

As the illustration shows, this concept is mainly based on a “manual” handling of the relevant documents.
Dependent on the database, a more forward-looking approach should include the integration of the neutral agency in an IT-platform in order to simplify the information exchange. This IT-platform could be part
of an integrated platform solution covering further operational aspects dealt with in the next abstract.
Integration
As described above, most of the relevant findings or measures are related to the capacity and peak load
problems, which can only be solved by a smart integration of the existing RheinPorts terminals. Therefore,
a bundle of individual measures was identified, covering three major aspects:
Figure 45

Measures related to the capacity and peak load problem

Productivity increase
• improved pre-stowage

Improved coordination
• approach control
• berth allocation
• rotation
• load status
• terminal status
• loading plan

Enhanced consolidation
• shuttle-services
• container repositioning
• "pick-up" services

The peak loads in the Upper Rhine region, which cumulate at the end of the week, suggest that productivity increases can contribute to solve the congestion problem. The terminal productivity at the quayside
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is generally dependent on the crane movements, which are e. g. influenced by the experience of the crane
driver, the set-up time as well as the idle time. As the technical parameters of almost all quay cranes in
the RheinPorts terminals do not allow significant productivity increases, an improved pre-stowage was
identified as the key to further efficiency increases. Prerequisite for this is the availability of further information regarding the key characteristics of the containers, which need to be loaded. Based on this information the container loading and unloading can be accelerated. Due to the short berthing times at the
terminals, the impacts of this measure are expected to be of minor importance.
In contrast, far-reaching effects are likely to result from an improved coordination of port calls. The focus
is on the question, how greater transparency regarding the availability of berth-capacities can be achieved.
Therefore, six central measures could be identified:
 Approach control: Seaport congestion, delays in other port locations, technical problems or environmental influences could lead to delays in ship arrivals with significant impacts on the port planning
and operations in the RheinPorts terminals. By the use of a so-called “E-Fencing”, automatic messages
can be generated, when a ship passes a certain position. Such an “E-Fencing” system could be implemented as part of a RheinPorts container management system to supplement the real-time control
of the barge activities.
 Berth allocation: A further important component of a cross-border container platform could form a
central berth allocation system. Currently, there are no fixed time windows for the barge handling at
the single terminals; the disposition is done “ad hoc”. To make planning easier, three approaches are
proposed by the consultants that contain some overlap:
̶

Implementation of a “slot-management system”: Fixed time windows for the exclusive handling
at selected berths.
̶

Implementation of a “barge-appointment system”: Barge operators define in advance a time
window in which they will definitely be handled at the terminal. If they meet this pre-announced
time window, they gain priority. The expected utilisation level will be displayed on a board as
shown below to support the pre-booking.
̶

Implementation of a central “coordinating body”: Coordinating body takes responsibility for the
planning and coordination of calls and berth allocation.
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Figure 46

Illustration of barge-appointment system and coordinating body

The implementation of a coordinating body forms the most far-reaching form of collaboration with
the highest requirements in terms of IT and data availability. Based on the existing framework in the
Upper Rhine region, in a first stage the implementation of a barge-appointment system seems to be
the appropriate measure. The following measures require the implementation of a coordinating body:
 Rotation: Changes of the port rotation can be decided by the coordinating body depending on the
operational situation at the terminals and the current location of the barges.
 Load status: In order to guarantee a highly efficient berth allocation, real-time information regarding
the load status are of high importance. This information includes both the number of already loaded/
unloaded containers as well as the incomplete handlings and the current productivity.
 Terminal status: Furthermore, additional information about the current operating situation such as
operating problems, delays, maintenance works could be provided to ensure the highest possible
transparency.
 Loading plan: The implementation of a central coordinating body provides the ability to gain further
efficiency potentials through an optimised loading and unloading of the barges over the RheinPorts
terminals.
The enhanced consolidation approach is based on the idea of reducing the number of terminals in one
port rotation. The aim is to skip ports or terminals from the rotation, where only a few container handlings
are expected. To support this idea, further measures need to be undertaken to guarantee a pre-defined
service level:
 Shuttle-services: Shuttle services can be characterised as RheinPorts internal transports in order to
serve the individual terminals at the three port locations on a regular base. The establishment of a
regular shuttle service with barges follows the objectives:
̶ to optimise yard capacities by transferring containers with long dwell-days to terminals with sufficient capacity,
̶ to provide containers from terminals, which are not served in a port rotation,
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̶

to consolidate empty containers at terminals with sufficient capacity.

 Container repositioning: In addition to barge shuttles, the repositioning of containers can be done by
using the road network. Due to severe congestion problems in the region and difficult customs procedures repositioning activities should be limited to the provision of containers with significant efficiency increases due to shortened port rotations.
 "Pick-up" services: Another alternative to the establishment of shuttle services could be a “pick-up”
service, where barge operators carry containers of other market participants to the next RheinPorts
terminal in order to reduce the number of calls for each vessel.
Marketing
The current external representation of the RheinPorts cooperation is primarily based on the "classical"
instruments of public relations (website, brochures). "Greed" from urban development as well as an increasing competition among the inland ports and with other logistics hubs require a better positioning of
the port in the public perception (population, political space, companies and customers). Upcoming
changes such as the landlord transition necessitate an intense "communicative" project support (particularly in the direction of policy, customers and the regional economy). Planned measures to introduce a
cross-border container management platform need to be addressed to ensure the close involvement of
relevant stakeholders. This results in three fundamental areas of action for the RheinPorts marketing:
 (General) public relations (PR): With regard to this topic, various actions are possible in order to support the RheinPorts position in the regional environment:
̶ Publication of a port “newspaper”,
̶ Intensification of press relations with the objective to achieve a better reporting of port topics in
the regional press,
̶ Social Media Marketing,
̶ Establishment of an information platform for the port community,
̶ Port cruises or other events to integrate the public,
̶ Further measures to increase the public participation in certain projects.
 Political "Engineering": Possible measures for a closer cooperation between port and local politicians:
̶ Provision of regular information regarding the progress of selected projects and transitions with
focus on the benefits,
̶ Regular local events such as port visits to make the port "alive",
̶ Close public participation,
̶ Targeted communication of successes and projects.
 B2B communication: Measures to integrate the port community as well as other stakeholders along
the transport chain:
̶ Strengthening of the brand “RheinPorts” and positioning of RheinPorts as a B2B platform,
̶ Addressing of existing and potential customers e. g. by presence on trade fairs, extension of the
website, targeted events in or with the seaports, advertisements on sector-specific "information
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̶
̶

platforms" (e. g. Bargelink), "presentation" on the hinterland platform InlandLinks (www.inlandlinks.com), direct marketing on a regional level,
Integration of port marketing, location marketing and land marketing, if necessary, by an organisational unit with own budget,
Marketing for the container platform by using the “traditional” channels such as mailings, special
events, technical papers, advertising in industry services or at industry platforms, customer visits.

4.3.2.1.3

Assessment of relevant measures

The given RheinPorts report is part of the CCP21 WP3 with the overall objective to optimise the organisation of freight logistics. Therefore, the following assessment of the relevant measures will focus on the
defined WP-specific criteria as shown in Figure 16. For the derivation of the weighting factors, port-specific aspects were considered and matched with the project partners within a workshop. With regard to
the described situation within RheinPorts, it becomes clear that a special emphasis should be on efficiency
increases as well as the avoidance of bottlenecks and an improved data exchange. In order to improve the
applicability, the individual criteria will be categorised as shown below:
Weighting factor

Individual criteria

0,05

Economies of scale
Improve quality

0,10
0,05
0,20

Ensure reliability
Reduce costs

0,10

Increase efficiency
Improve competiveness
Attract new customers

0,25

Promote modal shifts
Overcome bottlenecks

0,25

Improve data exchange

Furthermore, other criteria from WP1, 2 and 4 will be considered outside the rating scheme. For RheinPorts possible other criteria could be:







Image as logistics hub,
Less congestion -> redundant due to overlapping with overcome bottlenecks,
Less pollution,
Integrated port development,
Improvement of connectivity,
Convince stakeholders.

For the purpose of a holistic assessment, all measures identified in the previous work step will be reviewed
one after another. This will be done in two stages:
1. Listing of measures and first consolidation.
2. Detailed evaluation of contribution to the individual sub-criteria.
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In the end, an aggregation level without duplications/redundancies will be reached, which can be used
for the consolidation with the results from the second RheinPorts report.
Based on the preliminary work from the previous chapter, the individual measures can be listed and commented as shown below. Due to the comments, selected measures will be eliminated or transformed in
order to increase their operability.
Measure (before)

Measures for storing capacity extension:
 Reduction of dwell-times
 Relocation of containers with long dwell-times or empties

Comment

The identified measures are far too general to contribute to the sub-criteria. Further “integration” measures fulfil this task better.

Measure (after)

No further consideration (see “Integration”)

Measure (before)

Measures to support the landlord port implementation
 Development of a road map as guideline for further activities

Comment

The identified measures can only be considered as supporting measures and will
therefore not be followed.

Measure (after)

No further consideration

Measure (before)

Comment

Measure (after)

Measure (before)

Measures to guarantee neutrality:
 Establishment of a stationary neutral agency
 Establishment of a mobile neutral agency
 Establishment of an IT-based neutral agency
The first two measures can be taken together as they show many similarities. The
IT-based solution partly overlaps with the “Integration” topic.
 Establishment of a neutral agency (stationary or mobile)
 Establishment of an IT-platform for an advanced data exchange

Measures for an advanced integration:
 Increase productivity
̶ Improved pre-stowage
 Improve coordination
̶ Approach control
̶ Berth allocation
̶ Rotation
̶ Load status
̶ Terminal status
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̶ Loading plan
 Enhance consolidation
̶ Shuttle-services
̶ Container repositioning
̶ “Pick up” services
Comment

As measures to improve berth allocation can be considered as core of this WP, all
three measures will be handled separately. Further measures under the “coordination” topic will be aggregated, as they are only applicable in case of a coordinating body.

Measure (after)







Measure (before)

Comment

Measure (after)

Improved pre-stowage through advanced data provision
Approach control by E-Fencing
Slot-management system
Barge-appointment system
Coordinating body (incl. aspects of rotation planning, load/terminal status,
loading plan)
 Shuttle services
 Container repositioning
 Pick-up services

Measures for a better marketing:
 General PR measures
 Political “engineering”
 B2B communication
All measures will be handled on a high aggregation level, as their contribution to
the overall objectives is comparably low.
 Enhanced marketing measures

Starting from the previous listing and first consolidation, the remaining 11 measures can be evaluated in
detail, referring to the individual sub-criteria. The number of considered criteria from other work packages
will be limited to three to avoid further complexity. The assessment will be based on a simplified numerical
rating with a value between 1 (low contribution) and 4 (high contribution).
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 Establishment of a neutral agency (stationary or mobile)
The establishment of a neutral agency targets on a detached exchange of
documents by separating private terminal operator and neutral agency.
Therefore, positive impacts can be expected with regard to reliability and
image aspects. On the other hand additional costs caused by the provision
of the agency need to be covered, data exchange becomes more complicated. As the neutral agency is claimed by a large number of stakeholders
in case of a landlord transition, it predominantly contributes to maintain
the current position of the port without strong incentives for new businesses.

Contribution to criteria
1

Economies of scale

2

Improve quality

3

Ensure reliability

1

Reduce costs

2

Increase efficiency

2

Improve competiveness

1

Attract new customers

1

Promote modal shifts

1

Overcome bottlenecks

2

Improve data exchange

4

Image as logistics-hub

4

Convince stakeholders

1

Economies of scale

4

Improve quality

4

Ensure reliability

2

Reduce costs

4

Increase efficiency

4

Improve competiveness

2

Attract new customers

1

Promote modal shifts

1

Overcome bottlenecks

4

Improve data exchange

4

Image as logistics-hub

4

Convince stakeholders

4

Improved connectivity

2

Economies of scale

3

Improve quality

3

Ensure reliability

2

Reduce costs

4

Increase efficiency

3

Improve competiveness

2

Attract new customers

2

Promote modal shifts

3

Overcome bottlenecks

2

Improve data exchange

3

Image as logistics-hub

3

Improved connectivity

3

Less congestion

1

Economies of scale

3

Improve quality

2

Ensure reliability

1

Reduce costs

2

Increase efficiency

2

Improve competiveness

1

Attract new customers

1

Promote modal shifts

2

Overcome bottlenecks

 Establishment of an IT-platform for an advanced data exchange
The establishment of an IT-platform for an advanced data exchange can
be considered as improved neutral agency. Therefore, almost the same
positive ratings can be applied. As all transactions and exchange process
between the market participants will be based on an IT-platform, positive
impacts on the efficiency side can be expected as todays situation can be
characterised by serious interoperability problems in terms of data exchange. Compared to the “manual” solution for a neutral agency, a sophisticated IT-platform with interfaces to all relevant market participants
(barge operator, terminal operator, skipper etc.) needs to be developed
(time, costs).
 Improved pre-stowage through advanced data provision
An improved pre-stowage due to an advanced data provision can
contribute to shorter handling times at the terminals. Periods with low
handling volumes can be used to prepare for peak periods, if the relevant
container information are available. Therefore, a positive impact on quality, reliability, efficiency and competitiveness as well as on image and connectivity can be expected. As an improved pre-stowage causes additional
handlings, increased costs for the system can be expected. The contribution to reduce bottlenecks can be assessed as relatively poor compared to
other measures.
 Approach control by E-Fencing
An automated approach control can only be considered as small component in a sophisticated container management system. Therefore, the contribution to most criteria is comparably low.
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 Slot-management system
The introduction of a slot-management system can work as “door opener”
for the implementation of a berth allocation system. It contributes to some
of the assessment criteria as it increases the transparency of the activities
and processes. The comparably low liability of the system as well as the
lack of flexibility prevent a better rating.

 Barge-appointment system
The proposed barge-appointment system seizes the advantages of a slotmanagement system and enriches them by an increased flexibility, transparency and manageability. Basic requirement for a functioning system is
the introduction of penalties in case of unannounced delays. The success
of the system is highly dependent on the acceptance of the market
participants. The system can be connected to an approach control system
in order to increase the service level.

 Coordinating body (incl. rotation planning, load/terminal status, etc.)
The implementation of a coordinating body forms the most far-reaching
form of collaboration, as it comprises a centralised steering of most of the
processes. The positive impacts of a centralised “authority” are comparably high, but as all participants have to give away many responsibilities,
the acceptance of such a system is questionable. Furthermore, it is by far
the most expensive solution. Examples from selected seaports show that
comparable systems can be designed on a manual or completely automated basis with corresponding impacts on the flexibility and customerorientation of the system.

2

Improve data exchange

2

Image as logistics-hub

3

Improved connectivity

2

Economies of scale

2

Improve quality

2

Ensure reliability

2

Reduce costs

2

Increase efficiency

2

Improve competiveness

1

Attract new customers

1

Promote modal shifts

2

Overcome bottlenecks

2

Improve data exchange

2

Image as logistics-hub

2

Improved connectivity

2

Less congestion

3

Economies of scale

4

Improve quality

4

Ensure reliability

2

Reduce costs

3

Increase efficiency

2

Improve competiveness

2

Attract new customers

2

Promote modal shifts

3

Overcome bottlenecks

2

Improve data exchange

3

Image as logistics-hub

2

Improved connectivity

3

Less congestion

3

Economies of scale

4

Improve quality

4

Ensure reliability

2

Reduce costs

4

Increase efficiency

4

Improve competiveness

3

Attract new customers

3

Promote modal shifts

4

Overcome bottlenecks

4

Improve data exchange

4

Image as logistics-hub

3

Improved connectivity

4

Less congestion

4

Economies of scale

2

Improve quality

2

Ensure reliability

 Shuttle services
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Shuttle services as RheinPorts internal transports contribute to optimise
yard capacities by transferring containers or empties to terminals with sufficient capacity. Furthermore, load consolidations are supported in order
to avoid port calls. Positive impacts on capacities and economies of scale
are the consequence. As most shuttle services use the waterway an additional contribution to less pollution can be stated. Major obstacle are the
additional costs for transfer and handling.

1

Reduce costs

3

Increase efficiency

2

Improve competiveness

1

Attract new customers

2

Promote modal shifts

3

Overcome bottlenecks

1

Improve data exchange

3

Less pollution

3

Improved connectivity

3

Less congestion

3

Economies of scale

2

Improve quality

2

Ensure reliability

2

Reduce costs

2

Increase efficiency

2

Improve competiveness

1

Attract new customers

2

Promote modal shifts

3

Overcome bottlenecks

1

Improve data exchange

1

Less pollution

4

Improved connectivity

3

Less congestion

4

Economies of scale

3

Improve quality

2

Ensure reliability

3

Reduce costs

2

Increase efficiency

2

Improve competiveness

1

Attract new customers

2

Promote modal shifts

4

Overcome bottlenecks

1

Improve data exchange

4

Less pollution

4

Improved connectivity

4

Less congestion

1

Economies of scale

1

Improve quality

1

Ensure reliability

1

Reduce costs

1

Increase efficiency

3

Improve competiveness

4

Attract new customers

3

Promote modal shifts

1

Overcome bottlenecks

1

Improve data exchange

4

Image as logistics hub

 Container repositioning
Same as shuttle services container repositioning contributes to increase
efficiency by avoiding redundant port calls (less congestion in peak times).
As the repositioning is usually done by truck due to smaller lot-sizes, there
are negative environmental impacts due to more truck transport.

 “Pick-up” service
“Pick-up” services seem to be the smartest way of shuttling between the
RheinPorts terminals. Major obstacle is the necessary commitment of the
barge operators, which seems questionable.

 Enhanced marketing measures
Enhanced marketing measures only contributes to the more “soft” criteria
as image and attractiveness as it has no influence on port operations and
processes.
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Based on the previous assessments, the following table provides an overview of the 11 measures and
their contribution to the WP-specific criteria including their weighting coefficients. The contribution of the
measures to the other criteria (not in the table) stresses the importance of the RheinPorts image as logistics hub, the improved connectivity and the stakeholder integration.

Promote modal shifts

2
4
4
2
2
3
4
3
2
2
1

Attract new customers

1
2
2
1
2
2
2
1
2
3
1

0,10

2
4
3
2
2
2
4
2
2
2
3

1
2
2
1
1
2
3
1
1
1
4

1
1
2
1
1
2
3
2
2
2
3

Improve data exchange

3
4
3
2
2
4
4
2
2
2
1

0,20

Improve competiveness

Improve quality

2
4
3
3
2
4
4
2
2
3
1

0,05

Overcome bottlenecks

1
1
2
1
2
3
3
4
3
4
1

0,10

Increase efficiency

Neutral agency (stat. or mob.)
IT-platform for data exchange
Improved pre-stowage
Approach control, E-Fencing
Slot-management system
Barge-appointment system
Coordinating body
Shuttle services
Container repositioning
“Pick-up” services
Enhanced marketing

0,05

Reduce costs

Weighting coefficient

Ensure reliability

Overview of the 11 measures and their contribution

Economies of scale

Table 15

0,25

0,25

1
1
3
2
2
3
4
3
3
4
1

2
4
2
2
2
2
4
1
1
1
1

Source: own assessment.

The results from the table can be illustrated as shown below. The weighted ratings for the individual
measures underline the strong contribution of the coordinating body. The more simple alternative “bargeappointment” is still ranked above average. Furthermore, the IT-platform for the data exchange as well
as the pick-up services see a good rating.
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Figure 47

Illustration of the measures’ contribution to the WP-specific objectives

Source: own illustration.

As described in chapter 3.2, the concluding step of the evaluation procedure will be, where applicable,
the disclosure of the implementation of the measures. This step will summarize the stage of implementation, the expected duration of fully implementation, the necessary resources for satisfactory implementation in terms of staff and investments as well as the need and the helpful collaboration with potential partners. Since only incomplete information is available with regard to the individual aspects, the
evaluation will be carried out in the form of a simplified overview based on the following more general
parameter:
 Duration
̶ Short (< 2 years)
̶ Medium (2-4 years)
̶ Long (> 4 years)
 Resources
̶ Staff (S) – high, mid, low
̶ Investments (I) – high, mid, low
 Partners
̶ Terminal operator (TO)
̶ Barge operator (BO)
̶ Skipper (Sk)
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̶
̶

Consignor/shipper (Co)
IT provider (IT)

Table 16

Disclosure of the implementation measures
Stage of
implementation

Expected
duration

Necessary
resources

Potential
partners
TO, BO, Sk
TO, BO, (Sk),
(Co), IT
TO, BO, (IT)
(BO), (IT)
TO, BO, (Sk), (IT)
TO, BO, (Sk), IT
TO, BO, (Sk), IT

Neutral agency (stat. or mob.)
IT-platform for data exchange

not implemented
not implemented

Medium
(Medium-)long

S mid, I low
I high

Improved pre-stowage
Approach control, E-Fencing
Slot-management system
Barge-appointment system
Coordinating body

not implemented
not implemented
not implemented
not implemented
not implemented

Short(-medium)
Short
Short-medium
Medium
Long

Shuttle services
Container repositioning
“Pick-up” services
Enhanced marketing

not implemented
not implemented
not implemented
First actions with
focus on B2B

Medium
Short
Short-Medium
Short

I low, S low
I low
I low, S low
I mid, S low
I high, S midhigh
I/S mid
I/S low-mid
I low
I/S low-mid

BO
TO
BO, Sk
none

Source: own assessment.

4.3.2.2 Development of an IT concept
4.3.2.2.1

Project outline and key findings

As the previous report on the framework conditions for a (cooperative, cross-border) container management system has indicated, the extension of the IT support at the interface between the individual terminals as well as barge operators on the one hand and the relevant stakeholders (e. g. authorities, skippers
and pilotage traffic centres) on the other hand can be considered as key measure for the optimisation of
freight logistics. Therefore, the RheinPorts partnership has commissioned a follow-up study in order to
develop an IT-platform to facilitate the efficient organisation of container transport in the Upper Rhine
region. The up to this point identified requirements for this ICT tool include aspects of cooperation as well
as neutrality. Therefore, the original task of developing an IT-supported container shuttle was extended
in order to achieve a maximum benefit for the overall project output and results. As the intended platform
can be considered as very complex, a detailed conceptual design for this platform received preferential.
Based on these preliminary thoughts, the outline as well as the key findings of the project “development
of an IT concept (to facilitate the efficient organisation of container transport in the Upper Rhine region)”
can be portrayed with recourse to the report conducted by Hamburg Port Consulting on behalf of the
RheinPorts partnership.
The presented report can be considered as a technical specification for the realisation of the required ICT
tool. Based on the input from the previous study, interviews and workshops with selected stakeholders
were conducted in order to identify and define practical business processes with regard to the following
topics:
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 Coordination of port rotations: The coordination of port rotations is based on an appointment system,
which the shipping lines have to use for the pre-announcement of their call. The terminals process
the pre-announcements and enter feedback on the results of their berth assignments. The terminals
also have the ability to enter limitations of berth capacities. The platform provides a visual overview
on the current and planned berth assignments.
 Real-time provision of container data: The involved users of the IT platform are supposed to benefit
from the real-time availability of electronic container information in the future. The provision of cargo
lists and loading plans enables the platform to give a constantly updated picture about the current
cargo flows and load status.
 Brokerage for transport capacities: In addition to the previously mentioned functions, the IT platform
will work as an information platform displaying the market demand for transport services.
 Authority integration: As customs procedures play an important role for smooth container flows, the
relevant authorities will be integrated in the platform approach.
The report provides a detailed overview of the relevant business processes e. g. for the pre-announcement of the vessel, berth assignments, vessel positioning, vessel clearance, loading/unloading of containers, shuttle services etc. Based on the identification and definition of the relevant processes the report
defines the functional and technical requirements of the platform as well as the relevant interfaces. Additionally, future requirements regarding the project management for the implementation of the platform
are listed.
4.3.2.2.2

Identification of relevant measures

The previous description of the outline and the key findings indicates that the report contains various
measures with a different degree of “operability”. As the overall measures to improve the efficiency of
container transportation in the port region have already been discussed in the context of the first report
and the project outline, the description of these measures can be reduced to the following “list”.
 Coordination of port rotations: Pre-announcement of calls and feedback of terminal operators.
 Real-time provision of container data: Provision of a constantly updated picture regarding the operational status.
 Brokerage for transport capacities: Information platform for transport exchange.
 (Authority integration): Data access for relevant institutions.
In addition to the so far mentioned overall measures, further activities were described, which contribute
to a successful implementation of an IT-platform. These (more abstract) measures can be subsumed under
the title “Development of a technical specification to ensure a smooth implementation of the platform”
including the following sub-activities:
 Documentation of business processes: As a clear understanding of the related business processes
plays a vital role for the development of an appropriate specification of the IT infrastructure, a distinct
process description is necessary. This documentation should be done by using process charts or diagrams and with the support of additional explanations.
 Definition of functional requirements: In this particular case, the definition covers the following functional requirements:
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̶

General functional requirements such as log-in, data transmission, data import and export,
̶ User applications such as coordination of port calls, container data (incl. cargo list, inventory list
etc.), notification, container search, container history,
̶ Authority access: delivery stop, consignment stop, further activities (e. g. inspection, sample
drawing, veterinary inspection),
̶ Transport brokerage: transport request, container specification (type, location, time, contact).
 Definition of technical requirements including the following topics:
̶ General technical requirements: authorisation/access, language, availability, security, configuration ability, performance, user administration, data storage, expandability, scalability, versioning,
software distribution, tests.
̶ Hardware: server, devices, hosting.
̶ IT security: middleware products and plug-ins, architecture of web-platform, architecture of EDIplatform, software.
̶ EDI-platform: licences, use of existing standards (EDIFACT, XML), data exchange (e-mail, FTP,
HTTP), codification.
̶ Database: master data, entities (ships, round-trips, terminals, container).
̶ Reporting tools: lists, reports, statistics.
̶ Notifications: E-Mail, SMS etc.
̶ Administrator functionalities: access, administration, supervision.
 Interface requirements: Interfaces and related messages need to be agreed upon by all relevant stakeholder: message-type, ID, reference, sender, recipient, date and time. This specification needs to be
done for all previously described business processes.
The technical specification should be accompanied by a detailed definition of the work steps for the implementation of the project. With regard to a future tender procedure, the following topics should be
addressed:
 Company profile,
 Project coordination,
 Methodological approach,
 Project plan, milestones,
 Meetings, reports,
 Quality management, change management,
 Documentation,
 Approval,
 Training,
 Introduction,
 Support.
Additionally, accompanying measures for the successful implementation of an ICT-tool were identified:
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 Involvement of the relevant stakeholders: To reach the full functionality of the platform a strong
participation of all involved parties is of high relevance. Therefore, accompanying measures such as
workshops, trainings, product information etc. are necessary.
 High degree of standardisation or compatibility with existing standards in order to involve as many
parties as possible and reduce costs.
 Opening of the platform for enhanced applications: The concept of the platform should consider
extension possibilities to both other participants as well as new functions (e. g. truck or rail adaption).
4.3.2.2.3

Assessment of relevant measures

The second RheinPorts report is also part of the CCP21 WP3 with the overall objective to optimise the
organisation of freight logistics. Therefore, the same WP-specific criteria as in the previous section will be
used. For the derivation of the weighting factors, a stronger focus is set on the IT topic. The individual
criteria will be categorised as shown below:
Weighting factor

Individual criteria

0,05

Economies of scale

0,10

Improve quality
Ensure reliability

0,05

Reduce costs

0,10

Increase efficiency
Improve competiveness

0,10

Attract new customers
Promote modal shifts

0,20
0,40

Overcome bottlenecks
Improve data exchange

Furthermore, the criteria “image as logistics hub” from WP1 will be considered.
As the identified measures are relatively clear and comprehensive, a further validation of the individual
measures is not necessary. Only the topics “Authority integration” and “Stakeholder involvement” seem
to be partly redundant and will be condensed. Based on the preliminary work from the previous chapter,
the individual measures can be commented and assessed as shown below:
 Coordination of port rotations
The coordination of port rotations can be regarded as one of the key instruments to overcome the current bottleneck situation at the southern
Upper Rhine. Therefore, a strong impact regarding most of the topics can
be found.

Contribution to criteria
3

Economies of scale

3

Improve quality

3

Ensure reliability

3

Reduce costs

4

Increase efficiency

3

Improve competiveness

1

Attract new customers

2

Promote modal shifts

4

Overcome bottlenecks

3

Improve data exchange

3

Image as logistics hub
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 Real-time provision of container data
The real-time provision of data is an adequate means to support a better
coordination of the port rotations, but also other port-related activities
like pre-stowage etc. Therefore, impacts on the efficiency of all port-related processes can be expected.

 Brokerage for transport capacities
The capacity brokerage can be seen as a complementary function of the
platform. As questions regarding the market acceptance cannot be answered clearly today, the positive impacts appear to be of minor importance from today’s perspective.

2

Economies of scale

3

Improve quality

3

Ensure reliability

2

Reduce costs

4

Increase efficiency

3

Improve competiveness

2

Attract new customers

2

Promote modal shifts

3

Overcome bottlenecks

4

Improve data exchange

3

Image as logistics hub

4

Economies of scale

3

Improve quality

1

Ensure reliability

3

Reduce costs

2

Increase efficiency

3

Improve competiveness

1

Attract new customers

1

Promote modal shifts

2

Overcome bottlenecks

1

Improve data exchange

2

Image as logistics hub

1

Economies of scale

3

Improve quality

3

Ensure reliability

2

Reduce costs

3

Increase efficiency

3

Improve competiveness

3

Attract new customers

2

Promote modal shifts

3

Overcome bottlenecks

4

Improve data exchange

3

Image as logistics hub

3

Economies of scale

2

Improve quality

2

Ensure reliability

2

Reduce costs

2

Increase efficiency

4

Improve competiveness

3

Attract new customers

3

Promote modal shifts

2

Overcome bottlenecks

3

Improve data exchange

4

Image as logistics hub

3

Economies of scale

4

Improve quality

 Development of a technical specification
The guideline for the technical specification is the core element of the second RheinPorts report. It plays a major role for the successful implementation of the project. As the specification is a more abstract measure the
application of the assessment criteria is partly difficult and might lead to
an underestimation of a well-prepared and -structured implementation
approach.

 Involvement of the relevant stakeholders
As the success of the platform is closely related to a strong participation of
all relevant stakeholders, it is necessary to involve all parties as early as
possible e.g. by joint workshops etc.

 High degree of standardisation or compatibility
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The higher the degree of standardisation, the less obstacles for an involvement of the key stakeholders exists.

2

Ensure reliability

3

Reduce costs

3

Increase efficiency

2

Improve competiveness

2

Attract new customers

2

Promote modal shifts

2

Overcome bottlenecks

4

Improve data exchange

2

Image as logistics hub

3

Economies of scale

3

Improve quality

2

Ensure reliability

1

Reduce costs

2

Increase efficiency

3

Improve competiveness

3

Attract new customers

1

Promote modal shifts

3

Overcome bottlenecks

3

Improve data exchange

3

Image as logistics hub

 Opening of the platform for enhanced applications
The opening of the platform for enhanced applications can be seen as a
second step in the platform development. If the first step has been successful, there are various possibilities for creating additional efficiency and
attracting new customers e. g. by integrating other modes of transport.

Based on the previous assessments, the following table provides an overview of the 7 measures and their
contribution to the WP-specific criteria including their weighting coefficients.

0,10

Improve data exchange

Promote modal shifts

Attract new customers

0,10

Improve competiveness

0,05

Overcome bottlenecks

0,10

Increase efficiency

Improve quality

0,05

Reduce costs

Weighting coefficient
Coordination of port rotations
Real-time provision of container data
Brokerage for transport capacities
Development of a technical specification
Involvement of the relevant
stakeholders
High degree of standardisation or compatibility
Opening of the platform for enhanced
applications

Ensure reliability

Overview of the 11 measures and their contribution

Economies of scale

Table 17

0,20

0,40

3
2
4

3
3
3

3
3
1

3
2
3

4
4
2

3
3
3

1
2
1

2
2
1

4
3
2

3
4
1

1

3

3

2

3

3

3

2

3

4

3

2

2

2

2

4

3

3

2

3

3

4

2

3

3

2

2

2

2

4

3

3

2

1

2

3

3

1

3

3

Source: own assessment.

The results from the table can be illustrated as shown below. The weighted ratings for the individual
measures underline the strong contribution of the port rotation and the real-time data provision. As
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described above, the measure “technical specification” is the core element of the second RheinPorts report. As the specification is a more abstract measure the application of the assessment criteria is partly
difficult and might lead to an underestimation of a well-prepared and -structured implementation approach.
Figure 48

Illustration of the measures’ contribution to the WP-specific objectives

Source: own illustration.

The milestones for the implementation of the platform are clearly defined. Based on the technical specification the implementation of the first module of the platform is planned by mid of the year 2015.

4.4

WP4 Sustainable city distribution

4.4.1 Project of the Ports of Lille
More than 60 % of the European population is living in urban areas, making the cities actual economic
engines. This however creates congestion situations with dangerous consequences e. g. on health and
conditions of living for the people not talking about the new difficulties encountered to ensure deliveries
in the city centres because of new strict regulations (authorised hours, parking places…). Consequently,
new solutions must be investigated to avoid a complete thrombosis.
In the 1980’s in the Ports of Lille, the container transport by barges progressively replaced the traditional
transport of goods on inland waterways. It became also clear that the exceptional location of the port in
the heart of the city could be used for more sophisticated activities, especially the ones linked with the
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urban needs. Furthermore, the land prices in this area request an appropriate utilisation. The port location
can indeed only be legitimated by an increased added value of the port activities to prevent a transfer in
a less sensitive area. At the same time, abandoned facilities in a zone very close to the city became available.
The objective of the Ports of Lille project carried out within the CCP21 framework is to create a multimodal
urban freight platform based on the mutualisation of the logistics needs of the Lille area and hyper centre
shops. Through this platform, deliveries to various shops or delivery points in the city centre can be organised. In the future, these activities can be extended to other types of deliveries such as construction
materials, health products etc. For example:
 Deliveries of the e-commerce goods,
 Reverse logistics (e-commerce but also recycling, waste management).
These topics underline that this project approach goes beyond the typical port activities. In 2009, the first
reports were written about the future of selected port areas, which became of no use due to the reduction
of water transport except for containers and heavy cargo (handled in other areas). The Ports of Lille identified early that the urban logistics could become a development axis, but did not know which links could
be established between the exceptional port location and the new urban needs. The Ports of Lille took
the initiative to organise seminars on these subjects and came to the conclusion that the port activities
linked to the urban distribution could replace the lost water transport. These new activities still remain
port activities as there is an hope that on a second stage the water transport could be used for consolidation of the outwards cargo for recycling etc.
Basically, the targeted flows are the flows which are not yet fully organised or at least not yet optimised
like the flows to rather small shops. As far as the large distribution groups are concerned, their interest in
the project has been as from the beginning identified as only a support to their existing supply chain.
The project has been conceived as transferrable to other cities bearing however in mind that a deep
knowledge of the city distribution conditions and regulations is necessary before as they very much affect
the process. The following illustration describes the overall project idea of the "Centre Multimodal de
Distribution Urbaine" (CMDU) for Lille.
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Figure 49

Overall project idea of CMDU

Source: own illustration.

The CMDU incoming goods use mass transport such as water and rail, but also road. They are discharged
and stored before being delivered to the final destinations, using as much environmental friendly means
of transport as feasible. The deliveries to the various shops or the urban depots are based on a mutualised
transport management by the CMDU software, analysing the immediate available transport capacity.
Wastes and reverse goods are returned by using the same means of transport to the CMDU for further
dispatch to recycling centres possibly using water or rail transport.
The CMDU will consequently have to handle the:
 Reception of the multimodal flows (rail, water and road),
 Discharge of the goods as well as the storing of them, but also potentially the provision of added
services such as labelling, packaging etc.,
 Deliveries through mutualised processes of the retail shops, sales points as well as the e-commerce
customers,
 Reception of the return flows and consolidation for onward transports by barge or rail to recycling or
return centres.
In order to ensure the feasibility of the CMDU, the project will consequently focus on both: adequate
infrastructures (warehouses for all types of goods including foodstuff) and the relevant software (management, reporting and billing). The CMDU will use in a first stage (test period) some existing facilities in
the Ports of Lille.
4.4.1.1 Project outline and key findings
For the establishment of the above project, the Ports of Lille has initiated early talks with the local authorities and the city commerce representatives. Three topics eventually emerged as being of common interest e. g. the last mile provision, the e-commerce and the reverse logistics, which except for the large distributors are not yet organised nor structured because of the split of the actors. The reflection progressed
after numerous contacts with retailers and hauliers. For the further project design, a large questionnaire
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as well as interviews were prepared in the cooperation with IFFSTAR (Research Institute) after determination of the shops typology, relevant streets etc. An extensive door-to-door survey has also been conducted. The results have been discussed with a large scope of stakeholders during several meetings and
this process allowed a clear and common understanding of the commerce and haulage constraints and of
the complex and unstandardised regulations frame as well.
The conclusion of this large collaborative preparation work was to propose an integrated process of urban
supply, by using a multimodal platform to prepare mutualised final deliveries based on a common tool
managed by a specific software. As from the beginning of the project, it appeared that it should not be
monoservice, but opened to several activities. Furthermore, it must present an interest for the economy
and the environment and that it should be duplicable. It has to be noted that all previous experiments
concern cities much smaller than Lille, cannot be compared with. Predominantly, these experiments have
been initiated by local authorities and have suffered from a lack of interest from the economic and logistics actors. The Ports of Lille project is reversing the process by creating new demand. The CMDU will
consequently participate in the reduction of the numbers of trucks on the city roads then improving the
congestion, pollution and all related nuisances, but this has to be considered as a consequence and not a
cause.
As of the end of 2014, the consultants can say that the project can be considered as successful. The ports
of Lille recently launched a tender to appoint an operator for the CMDU. The conception process was a
success as many stakeholders were involved. Nevertheless, the result of the tender and the implementation will confirm whether the project turns into a success or a failure. Still there are some reasons that
may be difficult for the bidders:
 The size of the market may be too small,
 The CMDU implementation requests subsidies.
Lessons learned out of this project is the exact and precise analysis of the market considering the size and
the potential in advance to further work on the project.
4.4.1.2 Identification of relevant measures
The identification of the relevant measures is based on the information collected through the interview
with the Ports of Lille representative and the large quantity (27) of documents handed over including
market and flows surveys, software analysis etc. These documents are considered confidential.
Basically, it appears that the process is based on three major topics, leading to the intended implementation of the new urban distribution system in a near future.
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Figure 50

Overall structure of the project measures
Implementation of a new
urban platform

Extensive
knowledge

Partnership for
innovation

Market

New services
definition

Hauliers

New operational
concepts

Experimentation

Regulations
Source: own illustration.

In the following, the identified measures will be explained in detail.
 The precise knowledge of the urban practices, constraints and needs
After having identified that the urban distribution could be a new opportunity of development corresponding to new societal needs, the Ports of Lille wanted to have a more precise idea which services could
be relevant and in which conditions. The CMDU project could not be defined without knowing precisely
what it should cover and in which context. For this reason, the port authority undertook extensive and
comprehensive market and flow surveys to identify the existing and the potential demands. The flows of
goods (type of products, routes, customers) have been broken down to details and various scenarios were
established. The analyses also considered door-to-door enquiries to measure the shopkeepers’ interest in
the new concept. These surveys were completed by questionnaires for all the stakeholders concerned.
External consultants have conducted the market surveys. They have been completed by an international
benchmark (46 cases have been studied), which turned out to be extremely detailed following a scientific
approach. The outlines of the project emerged from the confrontation of the urban shops sociology and
geography with the potential services to be rendered to them by the CMDU. This method backed up by
research institutes assistance, modelling tools and extended partnership led to a selection of streets,
shops, products and CMDU services forming the basis of the future experimentation. Going deep in the
knowledge of the Lille urban area distribution process allowed to define initial precise service targets and
then appears far more efficient than to propose only a concept of a multiservice platform. This was the
first part of the data collection process. It is understood that this phase of acquiring an extensive range of
data represents a strong human and financial investment.
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The different market knowledge tools can be specified as shown below:
 Extensive market survey to analyse the commodities, which could delivered to the CMDU by barge.
This survey has been conducted once the CMDU concept was roughly known. As from the beginning,
the CMDU aims to provide a new service to shops not “logistically equipped” hence excluding large
companies and large department stores chains. The survey consequently selected the new possible
flows using barges and the CMDU services.
 With the assistance of a transport research institute (IFFSTAR) the Ports de Lille prepared an extensive
questionnaire to identify all the details related to the flows of the shops in the selected type of products and streets. This questionnaire was backed up by a door-to-door interviews programme.
 With another public transport research institute (CETE), a selection of road hauliers (for the final deliveries) have been established and a special questionnaire was prepared.
 With a consultant (STRATEGO) the new services to be rendered by the CMDU have been quantified
(resources, equipment etc.).
The second part of understanding the urban distribution market was to register the hauliers’ constraints
and demands as they are the key elements. With the assistance of the CETE (public research institute in
transport matters) 15 hauliers have been selected to participate in the CMDU definition.
The third part was to grasp the various regulations for urban delivery (hours, truck sizes etc.). It appeared
that with the time the number increased significantly, making the project more complicated. The urban
distribution has so far not been considered as a subject in itself and is then impacted by various nonharmonised regulations. It was intended that the CMDU project contributes to defining a new standard
legal frame for urban delivery thus ensuring a better cost effectiveness.
 An extended partnership for innovation in new services and new tools
To ensure the projects’ sustainability the Ports of Lille took into account at a very early stage the fact that
the project had to coordinate as many stakeholders as possible. To ensure the legitimacy of the project
and check the actual traffic potential quite a substantial number of surveys, enquiries, polls etc. have been
conducted under the Ports of Lille management, but with the help of neutral bodies (IFFSTAR, CETE etc.)
to guarantee the neutral and scientific approach of the project. Doing that, a very large partnership
emerged. This extended partnership constituted a very good basis to develop the above-mentioned global
knowledge of the project environment. The participation of the shopkeepers, the hauliers, the city representatives, the police etc. in the project definition saved many future pedagogic efforts and prevented a
lot of future misunderstanding possibly leading to a rejection of the CMDU. All along the project construction, all parties have regularly been informed about the progress of the reports and were progressively
convinced that the success will rely greatly on the mutualisation of the service acceptance and on the
collaborative method leading to a win-win situation.
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Figure 51

The win-win-strategy of the CMDU

Source: Ports of Lille.

The partnership is planned to last after the full implementation of the CMDU as it has been agreed that
the GIE will supply the City Council and other local authorities with follow up information in order to
possibly modify the urban distribution regulations.
From the extended partnership and the deep knowledge of the urban distribution requirements, the Ports
of Lille got to the conclusion to maintain and legitimate port activities in a dense area as the urban pressure becomes stronger and stronger. A part of their activities should aim to a change of the perception of
their functions by bringing the port closer to the urban needs rather than to stick to the traditional logistics
operators demands.
This is a complete change of strategy. The port clients used to be the structured professional logistics
operators who were looking for facilities, which are able to cope with their own constraints. The Ports of
Lille project is now based on a strategy conceived to satisfy the urban needs and expectations in total.
This includes the present non-organised logistics demands (small shops, most of the reverse logistics)
identified thanks to the precise knowledge of the environment or new potential services to which most
of the shops have no access. The large distributors will probably keep their own integrated chain.
The aim is then to create a new demand able to replace the reducing quantity of the industrial
commodities passing through the ports and to create new services able to satisfy new demands and new
expectations as enlightened by the above surveys. As mentioned earlier, the CMDU is an actual innovative
project as all similar ones concern much smaller urban areas than Lille. It appears that the Lille potential
is very large, but to be on the safe side, the Ports of Lille decided to concentrate on some services and
some targets (selected after a close analysis of all the steps: product by product, street by street, sorting,
labelling, added value, reverse, etc.) in only one place to conduct the validation phase. The idea is to
concentrate the selected services offered by the CMDU in a single building in a first stage to gain experience and to give time to reach relevant volumes before the CMDU becomes a logistics zone rather than a
building and to rationalize the services by mutualizing the road transport tools.
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The newly proposed services will rely on an innovative mutualised transport organisation backed up by a
software developed on purpose named ULIS (Urban Logistics Intelligence System) which will cover both
WMS and TMS functions. Once put into effect in Lille, the CMDU concept will become a product composed
of a software (ULIS) and a toolbox (methodology, implementation conditions, technical specifications etc.)
in itself planned to be transferred under licensing agreements into other locations.
Figure 52

Structure of Lille IT-platform ULIS

Source: Ports of Lille.

 A preliminary experimentation process
As the project is innovative because of the large size of the city, it appears necessary to conduct preliminary experiments before implementing the CMDU. The Ports of Lille supports this experimentation with
its own building, own staff etc. on selected topics via a GIE (economic interest group) before handing over
the project to private operators. If the hauliers and the local authorities had intuitively identified that the
CMDU project could be of interest, only the Ports of Lille had the capability and the facilities to organise
the experimentation to confirm the project legitimacy, to select the relevant services and to analyse the
potential operating weak points. The experimentation should prepare the real implementation by private
operators, the Ports of Lille contribution being then reduced to renting the facilities.
Many of the similar projects (although not concerning similar sizes of cities) failed because the initiators,
being often local authorities, had no possibilities to validate the concepts. The projects were based on
theoretical grounds with no concrete experimentation and often no active participation from the operators or the public. The possibility for the Ports of Lille to federate the GIE CMDU to act as the coordinator
and the financial support of the experimentation process avoids premature give up and gives time to
finalize the various technical options.
The assessment measures will be as follows:
 Extensive knowledge of the urban distribution problematic
 Extended partnership before/during/after
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Innovation in new tools and services/ creating a new demand
Innovative organisation
Experimentation process
Environmental measures
(Tender launch)

4.4.1.3 Assessment of relevant measures
The Lille project is part of the CCP21 WP 4 with the overall objective to implement a sustainable city
distribution concept through inland ports. Therefore, the following assessment of the six above-mentioned measures will focus on the defined WP-specific criteria with various weighting factors as the specific criteria have not the same contribution role in the WP objective.
Table 18
Individual criteria weighting factors
Weighting factor
Individual criteria
0,05
0,10

Improve competiveness
Less traffic

0,05
0,05

Cleaner air
Improved safety

0,05

Less noise

0,20

Better living conditions

0,15
0,10

Promote modal shifts
Attract new customers

0,10

Convince stakeholders

0,15

Achieve cost efficiency

Some additional criteria from WP1, WP2 and WP 3 have been taken into account. The criteria are:
 Legitimisation of port activities
 Image as logistics hub
 Integration in town /urban planning
Starting from the previous chapter, the six measures can be evaluated in detail, referring to the individual
sub-criteria. The number of considered criteria from other work packages will be fixed to three (see above)
as they appear to be in close line with the other sub-criteria. The assessment will be based on a simplified
numerical rating with a value between 1 (low contribution) and 4 (high contribution).
 Environmental measures
The environmental measures are not placed in the front position of the
project. They have been taken into account in the Ports of Lille reflection,
as the project could not have a negative impact on the environment. The
mutualisation of the transport tools and a better use of them will bring a
reduction of transport and a positive impact in terms of less traffic, cleaner
air, etc. Negative impact would have jeopardise the project. The use of the

Contribution to criteria
1

Improve competiveness

2

Less traffic

2

Cleaner air

2

Improved safety

2

Less noise

3

Better living conditions

2

Promote modal shifts

2

Attract new customers
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river transport will also potentially be a consequence of the CMDU, which
will bundle some products hence offering new traffic potential to the water transport.

4

Convince stakeholders

3

Achieve cost efficiency

4

Legitimate port activities

1

Image as logistic hub

2

Town planning integration

3

Improve competiveness

2

Less traffic

2

Cleaner air

2

Improved safety

2

Less noise

3

Better living conditions

3

Promote modal shifts

4

Attract new customers

4

Convince stakeholders

3

Achieve cost efficiency

2

Legitimate port activities

3

Image as logistic hub

1

Town planning integration

1

Improve competiveness

1

Less traffic

1

Cleaner air

1

Improved safety

1

Less noise

3

Better living conditions

3

Promote modal shifts

4

Attract new customers

4

Convince stakeholders

3

Achieve cost efficiency

2

Legitimate port activities

2

Image as logistic hub

3

Town planning integration

3

Improve competiveness

1

Less traffic

1

Cleaner air

1

Improved safety

1

Less noise

2

Better living conditions

3

Promote modal shifts

4

Attract new customers

4

Convince stakeholders

4

Achieve cost efficiency

2

Legitimate port activities

2

Image as logistic hub

1

Town planning integration

3

Improve competiveness

1

Less traffic

1

Cleaner air

 Creating a new demand
The CMDU project relies on innovative services proposed to customers
(shops, etc.) not integrated yet in structured logistics processes. Based on
mutualisation and optimisation of the trucks rounds and of the storing facilities, the new services aim to reduce the individual deliveries costs and
to bring solutions to retailers. These new services must stick to the local
needs, which requests a very good knowledge of the shops network, the
local regulation etc. The new services create a new demand for logistic optimisation, which would have not existed otherwise.

 Extended partnership
As from the beginning of the project on, the Ports of Lille looked after extending the reflection to all parties intended to participate in the future
operations. This partnership was necessary first to gather all useful information about urban distribution problematic and to create favourable
conditions for the implementation of the project. As the concept is new
and depends on many constraints, it was of utmost importance to extend
the partnership under the Ports of Lille management. The interactive approach avoids rejection of the project and heavy mistakes in the new services construction. The partners include research institutes.
 Extensive knowledge of the urban distribution
The Lille CMDU project has been prepared through extensive market surveys (e.g. flows of goods, street analysis, shops). These surveys allow deciding which streets would be concerned by the CMDU experiment. The
perfect knowledge of the flows, the shop needs etc. is a prerequisite to
establish the project and at the same time to set up a group of partners. It
is because of this knowledge that the Ports of Lille have been in a position
to select the new services likely to validate the concept.

 Experimentation process
The Ports of Lille decided to conceive the organisation of the CMDU in the
same spirit as the one prevailing in the large partnership. To ensure the
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sustainability of the project, the Ports of Lille selected some services to be
handled in an existing building in a limited scale to experiment and validate
the concept. This gain in experience will possibly bring modifications, but
also makes closer the links between the partners. After the experimentation period, the Ports of Lille will transfer the operations management to
the private operators.

1

Improved safety

1

Less noise

2

Better living conditions

3

Promote modal shifts

4

Attract new customers

4

Convince stakeholders

3

Achieve cost efficiency

4

Legitimate port activities

1

Image as logistic hub

2

Town planning integration

3

Improve competiveness

3

Less traffic

3

Cleaner air

3

Improved safety

3

Less noise

4

Better living conditions

3

Promote modal shifts

4

Attract new customers

4

Convince stakeholders

3

Achieve cost efficiency

2

Legitimate port activities

1

Image as logistic hub

2

Town planning integration

 Innovative organisation
The CMDU is the conjunction of available facilities in the port and of a new
innovative organisation. Due to the large split of potential customers, services etc. the Ports of Lille had to set up a new organisation based on performing software to handle all the operations from the warehouses to the
various destinations including mutualisation of storage facilities, transport
means and other services. The new organisation is the key success factor
of the CMDU, which has brought the creation of the CMDU. The GIE mixes
public and private stakeholders.

Based on the previous assessments, the following table provides an overview of the identified measures
and their contribution to the WP-specific criteria including their weighting coefficients. The contribution
of the measures to the other criteria stresses the importance of the CMDU Ports of Lille project as a major
contributor to an innovative sustainable city distribution but also a contributor to a new way to consider
the town/urban planning by integrating the port as an urban element.

Achieve cost-efficiency

0,20

Convince stakeholders

0,05

Attract new customers

0,05

Promote modal shifts

Better living conditions

Cleaner air

0,10 0,05

Less noise

0,05

Improved safety

Weighting coefficient

Less traffic

Overview of the measures and their contribution
Improve competiveness

Table 19

0,15 0,10 0,10 0,15

Extensive knowledge of the urban needs

3

1

1

1

1

2

3

4

4

4

Creating a new demand

3

2

2

2

2

3

3

4

4

3

Extended partnership

1

1

1

1

1

3

3

4

4

3

Innovative organisation

3

3

3

3

3

4

3

4

4

3

Experimentation process

3

1

1

1

1

2

3

4

4

3

Environmental issues

1

2

2

2

2

3

2

2

4

3

Source: own assessment.
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The results from the table can be illustrated as shown below. The weighted ratings for the individual
measures underline the strong contributions of the Ports of Lille in inventing new services provided to
new trades by an innovative organisation under their management after very deep investigations to identify the project potential.
Figure 53

Illustration of the measures’ contribution to the WP-specific objectives

Source: own illustration.

With regard the other sub-criteria, additional remarks can be made.
 Legitimisation of port activities
This sub-criteria is both at the start of the project and at its conclusion. It is because the Ports of Lille had
to find new activities subsequently to the progressive disappearance of the traditional bulk cargoes and
to complete the development of the containers traffic. The first thoughts about urban distribution have
been launched. Additionally, the expected success of the CMDU implementation will confirm that the
location of the port facilities very close to the city centre is relevant. The CMDU could also be used as a
delivery point where the citizens could come to get the products after having bought them in the shops
used then as showrooms. The Ports of Lille are integrated in the urban scenery.
 Image as logistic hub
Because of the CMDU, the traditional image of the Ports of Lille as industry related area will be changed
to a more logistic orientated one. The logistics image itself is modified.
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 Integration in town/urban planning
In a near future, depending on the level of activities and the range of services of the CMDU, it is possible
that new regulations can be established for the urban deliveries in Lille. This might also include the creation of a CMDU belt around Lille to optimise the operations as much as possible and use of special locations in side the city to be used as new delivery points.
As concluding step of the evaluation procedure, the stage of implementation and the expected duration
of fully implementation can be done briefly. Other steps have already been discussed earlier.
 Stage of implementation
The Ports of Lille have recently launched a call to identify potential operators for the CMDU. This is
the normal way, as the Ports of Lille did not want to operate themselves and a preliminary step before
the final operator nomination. The Ports of Lille will hand over the building and the equipment, the
software and possibly the warehouse staff during 3 years. Special rental conditions could be offered
in the starting period. Private contractors have been associated at an early stage of the project to
define it. It however differs from the Paris project as in Paris there were only three stakeholders and
in the Lille case the objective is to convince many customers to use the new services offered. It is then
difficult to compare. The CMDU is very complex. The result of the tender will be very interesting, as
we will know whether the private operators trust the model and go beyond the experimentations
already made by the Ports of Lille on some services to validate the concept of externalised stock.
 Duration
There is no limit in the duration of the project.

4.4.2 Project of the Port of Brussels
4.4.2.1 Project outline and key findings
The Port of Brussels wants to promote city distribution by water transport. In the centre of Brussels however, little space for new developments is available. The Port of Brussels therefore wanted to demonstrate
that port activities and other urban activities can be combined. The idea was to build a multi-purpose
platform combining people and freight. This combination could be possible as these streams have different time schedules. Feasibility studies have been made on the passenger terminal and on the type of
freight to be transhipped. The study on the freight concluded that, without changes in the current conditions (with businesses currently located near the terminal, and with the current legislation regarding truck
traffic, etc.), the last mile delivery made it not cost-effective to develop a freight terminal at this location.
Therefore, the idea of a multi-purpose terminal was abandoned, and only a passenger terminal is now
being built. As this project does not support the goals of CCP21, the passenger terminal is not further
regarded in this report.
Therefore, the first idea led to a no-go decision and showed that it is rather complex to implement a multimodal approach in transport. The willingness of companies to join the initiative is crucial and in that respect, the cost-effectiveness is the most important parameter. The barrier to overcome the last mile in
the transport scheme plays an important role in the cost-effectiveness.

117

Development of a transferable toolbox based on the deliverables of the CCP21 project

As of the end of 2014, the consultants can say that the project can be considered as not successful. The
idea of combining passengers and containers in one terminal shows bad judgement of the international
situation of the container market. Since 9 to 11 people are rejected from all container terminals for security reasons, and huge fences have appeared around the terminals. Therefore, the market parties refused
to cooperate, because it interfered too much in their ongoing business. No measurements and implementation took place.
Lessons learned is to reconsider carefully the idea of the project with potential partners before launching
it. This might clarify the practical implementation opportunities and can help at a “go” or “no go” decision.
The Port of Brussels decided to focus its CCP21 project on creating a network of transshipment platforms
along the waterway, for city distribution activities.
Figure 54

Transhipment Network Brussels

Source: Port of Brussels CCP21 project

The overall plan covers the implementation of two larger platforms (hubs, in red on the map), one in the
south (Biestebroeck basin) and the other in the centre (Vergote basin). Both platforms should be connected through a chain of smaller transshipment platforms (spots, in green on the map). To realise these
plans, the existing quays have to be reinforced and specific loading equipment and storage systems have
to be determined. The considerations therefore are made in the “Study on development of multi-purpose
canal side transhipment platforms in the Brussels region”.
The network will respond to the task of little available space and also contribute to the minimisation of
the transport effort in the last mile. Smaller and cleaner vehicles can be used for the final delivery. The
transport of goods from and to the hubs and the smaller transhipment platforms can be done with the
innovative concept of a freight catamaran, which can convey up to 300 tons of goods in various formats
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(big bags, pallets, containers, roll-tainers, tri-cycles etc.). Anything that is not dry or liquid bulk can potentially be transported on these catamarans and being unloaded with the onboard crane that can lift up to
2 tons within a 12 meter reach. This idea of city distribution is in line with the current plans of the Region
of Brussels Capital regarding the transport of goods and mobility.
It is interesting to note that public authorities can also influence private actors, by taking adequate
measures to promote multimodality. A municipality can decide to raise taxes on trucks entering the city
or ban trucks in certain areas or at certain times of the day. This will not only lead to a cleaner and safer
environment in the city, but it will also encourage the use of alternative transport and delivery modes,
like inland waterway transport. Recently the Municipality of Brussels started to develop a policy plan on
the transportation of goods. The promotion of waterway transport is part of that policy plan.
Figure 55

TIR Centre of the Port of Brussels

Source: Port of Brussels. This unique logistic centre, ideally located near the city centre, will soon be connected to the waterway
with a transhipment platform.

The Port of Brussels has taken serious efforts to work on the feasibility and the optimisation of the network of hubs and transhipment platforms. This includes studies on circulation plan, fences, covered area,
actual building, security issues and location studies (for example the connection of the central hub with
an existing warehouse on the other side of the street). In the meantime, the first of the transshipment
platforms (Biestebroeck basin) is now finished. Moreover, on 16 March 2015, the hub was used for the
first time. Blue Line Logistics and AB Inbev transported empty beer barrels and bottles (160 pallets) from
the distribution center of AB Inbev in Brussels, via the transshipment platform to Jupille. The Zulu 1 has
been used for the transport, an innovative catamaran with a crane on board. Evaluation of the test navigation turned out to be positive and plans for structural traffic are being currently worked out. The challenge for the Port of Brussels is now to identify further transport flows that can be facilitated by the new
city distribution concept. This inventory can contribute to the optimisation of the city distribution system
as it identifies possible customers and their needs.
The new network of hubs and transhipment platforms will lead to a more efficient city distribution in
Brussels. City distribution activities already take place within the Port of Brussels, but mainly through road
traffic, leading to traffic congestion and environmental pollution. For the Port of Brussels, the network of
platforms and the use of freight-catamarans will widen its array of services. Essential is that the public will
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notice the avoided truck movements. They should see how goods can be transshipped from the street
onto the waterway straight. Therefore, the investment also contributes to increase awareness, visibility
and acceptability of the activities of the Port of Brussels, especially as the Port will be active in the heart
of Brussels where it currently does not have activities. It will also carry out city distribution activities that,
unlike other activities on the Port’s concessions, will benefit to the greater population of the city, and not
only to a specific group of users or clients.
The investment in platforms has links with the project implemented in Paris (e. g. the multi-purpose use
of the land) and parallels to the city distribution system at Utrecht. Though the hubs will be only dedicated
platforms for the transhipment of goods, the smaller platforms between the hubs are intended as temporary transhipment spots, that will share the space with other urban functions (sidewalks, parks, parking
places), on a time-sharing basis for instance. The transhipments spots will be good visible for the public,
creating awareness and therefore contribute to the mental shift that is needed to create a modal shift. A
challenge is to organise the “last mile” of transport, from the transhipment spots to the end user, getting
as less trucks into the city as possible.
One of the hubs is located at the Vergote basin at Brussel-Schaarbeek. An important logistic area is situated here. A specific logistic study “Etude marché extension portuaire sur le site de Schaerbeek Formation” was carried out, comparing the site with ports in Paris, Basel and Zeebrugge. The other hub at
Brussels will be located at the Biestebroeck basin. In the study “Etude de la faisabilité économique d'un
report modal des FMCG palettisés sur les voies navigables”, an inventory of possible pallet transport in
and around the Brussels agglomeration to these hubs was made. Both reports were written to support
the business cases of the two hubs. In the first stage of the second study, existing general data of 21
regions in Europe were compared with the specific figures of Brussels. In a following stage, the most important players in the region were interviewed about available volumes and chances to make a modal
shift. Apart from the measurements mentioned in the project above, a final and important recommendation in the study was made: To allow the two hubs at Brussels to attract profitable volumes as identified,
it is necessary that they will be registered in the European hub network. Improvement of the urban distribution at Brussels must therefore be carried out first, in coordination with other regions of which the
Brussels logistics depends.
As part of the CCP21 project, the Port of Brussels provided a report named “Research into economic and
environmental performance of inland ports”. This study was carried out by Ecorys and does not only consider the activities of Port of Brussels, but compares all port characteristics and economic and environmental output of the CCP21 Ports. Studies like this can be used as input for a socio economic cost benefit
analysis as mentioned in the Utrecht case. In this research, a tool is developed that indicates the environmental benefits resulting from port activities. The central premise of the calculations is that transport by
water replaces the transport by road. When the economic performance of the ports would be generated
by road transport, this would lead to emissions (noise, CO2, air quality, traffic congestion). These emissions
are calculated with general experience numbers. The results are presented in a fancy/ graphic way. This
makes it possible for the participating ports to use the outcomes for communication purposes. Although
the tool expresses the added value of inland ports, it is not tailor made for city distribution (work package
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4). The tool has been developed with general applicable experience numbers that fail to estimate the
specific inner city issues. The new city distribution system of Brussels was not assessed by this tool. More
than that, city distribution is not part of the list of recommendations to improve the environmental performance of the ports. Therefore, this tool is not described and assessed in this chapter.
4.4.2.2 Identification of relevant measures
The Port of Brussels takes part in the WP4- objective to implement a sustainable city distribution concept.
The first concept of a quay where a multipurpose platform was already suitable for passenger ships soon
revealed to be unsuccessful due to lack of interest from companies on that location. Although a flow
analysis showed that there would be enough market potential, they could not be convinced to enter the
project. The idea of a multipurpose platform was abandoned and a second concept was developed. Two
larger transhipment platforms, marked red in figure 42, would be equipped to receive larger barges carrying goods for Brussels-based companies. A freight-catamaran would then be used to ship products to
the smaller platforms (green in figure 42) closest to the receiving companies, so the last-mile delivery is
kept as small as possible. The project has been set up and it is not yet profitable since only a few companies take part until now. The business case is shaped in such a way that the concept can extend at any
time, and the project will be self-supporting after more companies will start to participate.
The lack of interest within companies is founded in restraints in relation to competitive position and confidentiality of deliveries. Companies seem to prefer organizing their transports within their own organisation to keep their own span of control. Another restraint is due to the idea that none of the involved
companies wants to be the launching customer, having to wait for the first results once the project has
been started. After a project reveals to be successful and full implementation has taken place, they consider hooking on, depending on the actual offered service. Improvements on the image of the port and
the communication of the port (to society and companies) might give a swing to this project and result in
a widening of the ports market potential and clients. The positive effect on reducing traffic jams and the
emission of CO2 and other environment-unfriendly gases of the project is indisputable. At this moment,
the Port of Brussels is working with a company that already operates their deliveries by waterways in
other European cities and considers starting this also in Brussels. Therefore, the case is not if the project
will start up, but when.
Figure 56 shows the relevant measures for the development of sustainable city distribution in Brussels. In
order to come to a working concept, information has to be gathered on the market potential (For instance,
is there a demand for city distribution on waterways?) and the infrastructure (what basic infrastructure/
supply is necessary for a working system of city distribution?). The presented measures in this figure are
complementary measures. They all contribute to the goal of developing a system of sustainable city distribution.
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Figure 56

Coherence of relevant measures in Brussels

Source: own illustration.

Identified relevant measures, based on the projects in Brussels, are:
 Knowledge of market needs
Studies focussing on market needs are highly important for the development of a closing business
case. It is obvious, that these studies are difficult to perform. Statistical data and information are not
always easy to interpret and not all the information needed is available or is not confidential. In addition, it is difficult to predict market needs in the future. Having identified that the water transport
may represent economies for both the companies and the society, the study of the modal report of
the palletised Fast Moving Consumer Goods on barges had three objectives:
 Check whether the volumes are sufficient to justify the modal report,
 Assess if subsidisation can attract more flows to justify the barge transport,
 Evaluate the best locations for the platforms.
A total of 29 traffic generators, 11 hauliers, 2 platforms and 13 various institutions have been consulted resulting in 14 data basis analysis representing over 2 million pallets.
The survey came to the conclusion that numerous factors curb the modal report. The main ones are
reported hereunder:
 The costs. It is reported that the use of the transhipment platforms will create extra costs because of the additional handling charges of an extra step in the logistic chain, and the trucking to
or from the modal platform;
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 The packaging. Some goods within a shipment require specific transport conditions. Some need
to be protected from moisture, some others require controlled temperature, and some of particular high value needs special safety measure. As long as the water transport does not provide
these measures, this will condemn the water transport;
 The volumes. Water transport is justified for large volumes. To reach these volumes, barges will
have to gather either a limited number of clients with large individual volumes, or more clients
with limited volumes. In the first case, this will lead to storage problems for the clients, as space
is scarce and expensive in the heart of the city of Brussels. To cope with this difficulty, urban multimodal platforms with warehousing facilities can be useful, but they have to be developed as part
of the business case by a specialised logistics provider. In the second case, the challenge is to
coordinate the objectives of a large number of clients.
 Multipurpose platform restraints
A business case is necessary for the development of a multipurpose platform. This business case includes market potential for the transport of goods on the selected location and the use of the terminal
by passenger ships. For passenger ships using the multipurpose platform there are hardly restraints,
the platform is used frequently to load- and unload passengers from cruises. Detailed information on
the business case of the passenger terminal can be found in the study “Etude de faisabilité Terminal
Passengers”. Because the waterway transport of goods was rejected in the business case as a result
of this study, the passenger terminal does not further contribute to the objectives of the CCP2 project.
The flow analysis indicates sufficient potential of goods and products to tranship at the platforms.
However, restraint in the concept arises from anxiety in competitive position and product-confidentiality.
 Promote multimodality
The first concept of the platform is not really focussing on promoting multimodality but the strength
of this is the better use of available space in the centre of Brussels. Instead of multimodality the multipurpose use of a transhipment platform is the key-issue. The concept developed afterwards is promoting more efficient and convenient ways of last-mile delivery after reducing the truck-kilometres
by substituting it through a freight-catamaran. In this respect, the latter concept is promoting comodality.
Connecting the two new hubs within the Brussels agglomeration to the European hub network is a
necessary action, that requires coordination with other regions first.
In the “Masterplan Horizon 2030”, the Port of Brussels aims to set up a network of transhipment
points for urban distribution with transfer points sharing a small space (a few tens of m2) with other
urban functions on the edge of waterways (cycling, parking, green and recreational space, drive etc.).
These transshipment points will have to supply the surrounding commercial areas, but also for nearby
building projects or delivery of parcels and can be completed by late 2014.
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Technical features from the study:
 Creating several small transhipment points in the city, great tens of m2, where goods are immediately cleared.
 No technical equipment on the quays, the transhipment points will be served by the cranes on
board of the vessels.
 All transfer points will remain in the property of the Region or municipalities.
 Transhipment network inner-city
This measure arises from the latter. The inner-city transhipment network reduces trucks in the city,
thus the last mile delivery of products brought by large barges. This has a positive effect on traffic
congestion, quality of air and possibly on better living conditions. The new project will lead to a more
efficient and environmental friendly city distribution in Brussels. The design of the transhipment network is already described in paragraph 4.4.2.1.
 Optimisation studies
The Port of Brussels will carry out studies on the optimisation of hubs (circulation plan, fences, covered storage area, actual building, security issues, connecting of the central hub with an existing warehouse on the other side of the street) and the location of the small platforms (based on an analysis of
existing flows and in cooperation with the public institution in charge of mobility in Brussels). Afterwards, infrastructure works will take place and the platforms (hubs and spots) will be developed.
4.4.2.3 Assessment of relevant measures
The Brussels project is part of the CCP21 WP4 with the overall objective to implement a sustainable city
distribution concept through inland ports. Therefore, the following assessment of the relevant measures
will focus on the defined WP-specific criteria. The list includes weighting factors for assessing the contribution of the criteria to the goal of developing sustainable city distribution:
Table 20

Individual criteria weighting factors

Weighting factor

Individual criteria

0,10
0,15

Improve competiveness
Less traffic

0,05

Cleaner air

0,05

Improved safety

0,05

Less noise

0,15

Better living conditions

0,15

Promote modal shifts

0,10
0,10

Attract new customers
Convince stakeholders

0,10

Cost efficiency

Improve competiveness
The development of multimodal facilities in the Port of Brussels leads to an expansion of the services that
can be provided by the port. Therefore, the competiveness of Brussels will improve and the image of the
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Port of Brussels can reap the benefits from it. In addition, not only the competiveness of the port towards
other ports will improve, this will also happen to the competiveness within the harbour. The network of
platforms and the use of freight-catamarans will enable the Port to widen its array of services, and in a
more sustainable way. The harbour is now competing with logistics services such as trucking companies.
City distribution by a freight-catamaran instead of a small distribution truck is less harmful to the environment and improves the visibility of the Port of Brussels within the city centre.
Environmental aspects
Sustainability is of major importance for the Port of Brussels. In her daily activities, the Port of Brussels
unites three pillars to achieve sustainable development: 1) environment, 2) economy, 3) social aspects.
This can be identified as the People, Planet, Profit/Prosperity theory, developed by John Elkington in which
these three pillars need to be developed in a harmonious way to be sustainable. The ports’ financial policy
focuses on long-term investments by governmental organisations and companies located in the Port of
Brussels. One of the sustainable forms of investments are public-private partnerships. These investments,
based on a cooperation of private companies and public institutions lead to long term cooperation and
integration within the port, together focusing on optimisation of port activities (e. g. modal shift) in a
sustainable way.
Promoting transport by waterways, the least polluting transport modality, annually saves 740,000
transport movements by truck around the city of Brussels. Without the port and its related activities, the
city of Brussels would have to deal with almost 2,000 trucks extra each day, with all the environmental
consequences. A survey, performed in 2007, calculated that the port (and the related waterway modality)
is responsible for a saving of 32,590 – 51,545 ton CO2 emission each year. The trend of the growing inland
transport by waterway and railroad instead of road transport might lead to an increase of saving emissions
in the upcoming years.
Promote modal shifts & attract new customers
Although market studies in Brussels showed that there would be enough market potential to have a
closing business case, obviously there are other factors influencing the concept making it not as successful
as expected in the market analysis. Many of the consulted companies are reluctant in using the water
transport because of the additional constraints on their supply chain organisation. Uni-modal transport
has the advantage to be fast and flexible allowing the “just in time” and “next day services”. The slowness
and the complexity of the water transport create a perception of incompatibility between their organisation and the water transport.
The enterprises point out the Full Truck Load and the “one shot deliveries”. To use the water transport
will involve splitting the flows between the palletised ones and the others. Consequently, the concept
should be extended to other packaging forms.
As far as the subsidies and the locations of the multimodal platforms are concerned, the study is not very
optimistic for the possibility to develop the water transport of the Fast Moving Consumer Goods as only
one big operator would be in position to use water transport with limited subsidies but this operator just
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turned to the rail transport. To reach sufficient volumes to justify the two platforms would then necessitate looking for long distance traffics, which is contradictory with the urban constraints.
By promoting these new modal shifts, one should focus on keeping the last mile delivery as short as possible since the last leg of this supply chain is often less efficient comprising up to 28 % of the total costs.
Convince stakeholders
The avoided truck movements will be noticed by the public when they see how goods can be transhipped
straight from the street onto the waterway straight. The investment contributes to increase awareness
and acceptability in several ways. Not only will the Port be active in the very centre of Brussels where it
currently does not have activities, and therefore be more visible, but it will also carry out city distribution
activities that, unlike other activities on the Ports’ concessions, will benefit to the greater population of
the city, and not only to a specific group of users or clients. It also shows the feasibility of developing
creative transportation solutions in areas where space is lacking.
Achieve cost efficiency
Normally one would focus on finding new customers in order to develop the city distribution concept. The
Port of Brussels is doing so as one can see in the inventory on Fast Moving Consumer Goods. However,
the Port of Brussels is also looking for existing customers, as the concept of city distribution is rather new.
The concept of city distribution is at the stage of showing that it can work. When a company (or a group
of clients) initiate the transport over water in the city centre, other potential clients can see that the concept is more than just an idea. Eventually they can join the concept, and together they create a larger
transport flow with better opportunities to operate in a cost effective way. In that perspective the Port of
Brussels wants to facilitate the firm KNAUF who is already supplying their stores in Utrecht, Liège and
Paris by water transport. The aim is to connect Brussels in this chain.
 Knowledge of market needs
Contribution to criteria
3
Improve competiveness
Studies focussing on market needs are highly important for developing a
1
Less traffic
closing business case. That these studies are difficult to perform is obvious.
1
Cleaner air
Statistical data and information is not always easy to interpret and not all
1
Improved safety
1
Less noise
the information needed is available or confidential. In addition, it is diffi1
Better living conditions
cult to predict market needs in the future. Although market studies in
3
Promote modal shifts
Brussels showed that there would be enough market potential to have a
4
Attract new customers
4
Convince stakeholders
closing business case, obviously there are other factors influencing the
4
Cost efficiency
concept making it not as successful as expected from the market analysis.
 Multipurpose platform restraints
For passenger ships using the multipurpose platform there where hardly
restraints, the platform is used frequently to board and unboard passengers from cruise vessels. For barges and other vessels, this was not the

2

Improve competiveness

1

Less traffic

1

Cleaner air

1

Improved safety

1

Less noise

1

Better living conditions
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case. Restraint in the concept arises from anxiety in competitive position
and product-confidentiality.

3

Promote modal shifts

3

Attract new customers

2

Convince stakeholders

4

Cost efficiency

3

Improve competiveness

4

Less traffic

2

Cleaner air

3

Improved safety

2

Less noise

1

Better living conditions

4

Promote modal shifts

2

Attract new customers

2

Convince stakeholders

3

Cost efficiency

3

Improve competiveness

4

Less traffic

2

Cleaner air

3

Improved safety

2

Less noise

1

Better living conditions

4

Promote modal shifts

2

Attract new customers

2

Convince stakeholders

3

Cost efficiency

3

Improve competiveness

2

Less traffic

2

Cleaner air

2

Improved safety

2

Less noise

1

Better living conditions

2

Promote modal shifts

1

Attract new customers

3

Convince stakeholders

4

Cost efficiency

 Promote multimodality
The first concept is not really focussing on promoting multimodality but
the strength of this concept has to be found in the better use of available
space. Not multimodality but multipurpose of a transhipment platform.
The concept developed afterwards is promoting more efficient and convenient ways of last-mile delivery by reducing the truck-kilometres by substituting it through a freight-catamaran. In this respect, it is promoting
multimodality.
 Transhipment network inner-city
This measure arises from the latter. The inner-city transhipment network
reduces trucks in the city, thus the last mile delivery of products brought
by large barges. This has a positive effect on traffic congestion, quality of
air and possible on better living conditions. The new project will lead to a
more efficient city distribution in Brussels.

 Optimisation studies
The Port of Brussels will carry out studies on the optimisation of hubs (circulation plan, fences, covered storage area, actual building, security issues, connecting of the central hub with an existing warehouse on the
other side of the street) and the location of the small platforms (based on
an analysis of existing flows and in cooperation with the public institution
in charge of mobility in Brussels). Afterwards, infrastructure works will
take place and the platforms will be developed.

Based on the previous assessments, the following table provides an overview of the identified measures
and their contribution to the WP-specific criteria including their weighting coefficients.
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Improved safety

Less noise

Better living conditions

Promote modal shifts

Attract new customers

Convince stakeholders

Cost efficiency

Knowledge of market needs
Multipurpose platform restraints
Promote multimodality
Transhipment network inner-city
Optimisation studies

Cleaner air

Weighting coefficient

Less traffic

Overview of the measures and their contribution

Improve competiveness

Table 21

0,10

0,15

0,05

0,05

0,05

0,15

0,15

0,10

0,10

0,10

3
2
3
3
3

1
1
4
4
2

1
1
2
2
2

1
1
3
3
2

1
1
2
2
2

1
1
1
1
1

3
3
4
4
2

4
3
2
2
1

4
2
2
2
3

4
4
3
3
4

Source: own assessment.

The results from the table can be illustrated as shown below. The effort on developing a transhipment
network in the inner city of Brussels and the promotion of multimodality generate the most added value
in the development of sustainable city distribution. The measures like the multipurpose platform restraints and the optimisation studies lead to interesting information/ lessons learned, however with less
focus the goal of sustainable city distribution.
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Figure 57

Illustration of the measures’ contribution to the WP-specific objectives

Source: own illustration.

As described in chapter 3.2, the concluding step of the evaluation procedure is the disclosure of the implementation of the measures. This step will summarize the stage of implementation, the expected duration of fully implementation, the necessary resources for satisfactory implementation in terms of staff
and investments as well as the need and the helpful collaboration with potential partners.
The city distribution system that has been developed by the Port of Brussels is still in the exploration phase.
Brussels is looking for a lead partner that is willing to use (part of) the designed transhipment network.
The hope is that such a lead customer convinces other customers to join. By scaling up the initiative the
city distribution system can become cost efficient. As soon as there is concrete interest the building of the
platforms and hubs can start. In other words, the project did not come to implementation so far. When
implementation starts, there is no limit in the duration of the project. The passenger terminal (without
the multipurpose element of freight transport) has a closing business case and is about to be built.
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5 Transfer and integration
In the review of all the results and the outputs of the CCP21 activities, it is noticeable that not all of the
projects were successfully implemented nor all of them are suitable or adequate for the transfer and integration in the transferable toolbox. This is why the consultants decided to modify the outputs by adapting or deleting some of the measures to make the output as suitable and convenient for the toolbox as
possible and at the end suitable for any inland port.
The CCP21 projects focus on today’s challenges of inland ports and intend to promote connectivity and
sustainable transport by optimizing the organisation of freight logistics and sustainable spatial development. The four work packages cover different perspectives and cluster various actions. Although the work
packages were carefully selected, for transferring them into a general view, it is necessary to find an application that can find recognition in any inland port. For this reason, the single actions can be transformed
and clustered as shown in the following matrix.
Figure 58

Transfer matrix

Source: Own illustration. Surface picture: Bundesministerium für Wirtschaft und Technologie.

For the contribution to the overall objective, the promotion of connectivity and sustainable transport, it
is necessary to consider the relationship between the city and its inland port. Where are connections and
interactions which can be improved? The relationship between a city and an inland port cannot be seen
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as a strict line or a clearly defined border between two different spheres with different functions in one
city. It should more be seen as an integrated and homogeneous cohabitation between parts of one city,
that grow together in a sustainable way. Nevertheless, it is still a tough challenge to bring these parts
together.
On the one hand, it is the city that has to be involved. For a smart city involvement, a detailed planning
and the consideration of several issues is necessary. In a city with an inland port and the resulting transportation, even more circumstances have to be taken into account. Urban development generally depends on social, cultural, economic and physical aspects, which have to be in accordance with the city
logistics, its residents, the administrations and the political stakeholders. Concerning urban development
or town planning, a wide range of topics exists. In the CCP21 context, the harmonisation of port and city
interest is of highest importance. Integrating a port in the city development or involving the belongings of
a city in the port development, implies the balanced interaction of city and port acting.
On the other hand, the port development plays a vital role for the improvement of the connection between a city and its inland port. For the sustainable integration of transportation caused by an inland port
in the routine of a city, the supply chains of goods can be analysed. In a modern supply chain, an adequate
infrastructure without bottlenecks is essential. In the case of an insufficient infrastructure provision, the
extension of the existing infrastructure is one option to meet the market and city requirements. Creating
new port infrastructure related capacity could be challenging under special circumstances. Moreover, the
existing infrastructure should be used as efficient as possible. New concepts or tools can help to take
advantages out of the established infrastructure, in form of optimisation of usage. Additionally, there is
the option of different utilisation of infrastructure in an inland port. At this point, creativity and openness
is needed. Still for all kind of infrastructure development, the city and its population with its needs and
requirements has to be considered. As a foregone conclusion, the development of infrastructure can be
seen as an improvement of transportation in a city.
Accordingly, a key success factor for achieving the CCP21 objectives is the aspect of port and port-related
infrastructure provision. In times of growing transport volumes, inland ports have to adapt to upcoming
market requirements by developing new infrastructure or by improving the use of the existent infrastructure. Furthermore, there are cases where the port infrastructure is sufficient, but there is a necessity to
adjust the infrastructure use. These dimensions have to form one entity with a sustainable spatial
development and an efficient transport organisation.
Considering the urban perspective of the relationship between the city and the port, likewise there are
city-related topics that affect the business in the port or that are affected by the port activities. The challenge of the port operations is to respect these topics. One of the most sensitive topic is to achieve the
acceptance within the society. Residents, institutions, politics etc. all need to be integrated in best way
into the port activities. The main challenge nowadays is the relationship between the city and its residents
on the one hand and the port with its operations on the other. There can be superficial contradictions,
but in the optimal situation, a cohabitation between the city and the inland port can be achieved. In addition to that, the integration is another topic especially for inland ports in city centers. The competition
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of limited space and the interests of the society is often a challenge for politics and decision makers. Furthermore, mutual benefits from the blending of the different interests of the port and the city can be
reached. On this basis, the outcomes of the CCP21 project will be analysed in further details.
In the following, the identified measures of each project will be transformed into separate actions. Every
action will be shown as part of a procedure in order to demonstrate the way in which the actors were
proceeding in the single projects and ports. Thereby it has to be considered that each project had its own
initial situation concerning aspects like infrastructure requirements, link to the population, given facts
about the urban development and the organisation and the concepts of transport.
For transferring the special outcomes to a general view, each project has to be separated from the single
port-specific circumstances. Moreover, a distinction will be made between the low rated measures and
the high rated measures of the assessments from the previous chapter. Measures rated lower than 1.5
will not be considered within the transferable general procedure, measures rated higher than 2.5 will be
highlighted in red, so that there will be a special attention to these measures. The result will be the identification of the proceeding for reaching a target by a standardised process. The process, which should be
transferable to any inland port, obviously has to be re-adjusted and modified when it comes into force in
any port, because in any special and new situation there are different circumstances.
The next sections of this chapter follow the objective to transfer all single CCP21 projects of each port into
the above mentioned identified key areas or transferable topics. Each main topic will be explained in general and supported by a case study out of the CCP21 projects.
In this context, it should be stated that the organisation, operation and implementation of the studies
were dependent on the effort of the motivation of single persons who were responsible for the projects.
This knowledge will not be further explained or considered, but will be taken as a basis for the successful
procedure.

5.1

Integration

Building new infrastructure requires extensive preparation work like studies, analyses as well as well-defined planning procedures. Concerning financial aspects, new infrastructure often needs high investments,
which require a detailed assessment of the total investment costs including the acquisition of land, the
construction of structures and buildings and the installation of moveable or fixed plant, machinery, vehicles and vessels.6 In order to determine the costs, some assumptions have to be made concerning the
estimated life cycle for the assets, the estimated annual capital costs, asset value, interest rates, etc. The
expenditure for this infrastructure must not only depend on the public sector, more and more private
engagement, like public private partnerships, become important for the establishment of new infrastructure.
The focus when planning new infrastructure, is lying on the cost-benefit-ratio of a new project. Often the
investors have the restriction of tight budgets as well as the competition of other investment projects.
6

The allocation of expenditure concerning the acquisition or installation of moving plants, vehicles or other superstructure depends on the port model.
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With the calculation of a cost-benefit-ratio, different projects can be compared and the project with the
best ratio will be implemented. For the cost-benefit analysis, special business plans and expectations have
to be pointed out taking several assumptions as basis.
The integration of the port, especially upcoming changes like new infrastructure or other projects, in the
city with its population should consider challenges concerning the existing infrastructure, like waterways,
road or rail connection. In conclusion, the detection of the optimal location of new infrastructure plays an
important role. Moreover, especially further location-specific restrictions may exert influence on the planning of new infrastructure.
REFERENCE – PORT OF SWITZERLAND
The port of Basel is facing challenges, as the port receives fierce competition from other urban
stakeholders for the limited space available at the waterside. Therefore, the idea to combine port activities with (semi-)public spaces, which legitimize port activities in urban areas and city centers, are of high
interest for the port.
The Port of Switzerland administration has set the focus on the growing market of passenger shipping,
preferably in form of river cruises. In order to support the further development of this market segment in
Basel, the port authority has taken several actions in order to ensure a close participation of the major
stakeholders as well as the broad public. Therefore, in total eight workshops different parties were involved. The outcome, the report “Procedure and standards for assessing passenger ship terminals”, can
be considered as general guideline for the assessment of infrastructure investments in passenger ship
terminals for international passenger shipping on inland waterways. The relevant measures of the analysis
were as follows.

In preparation for the toolbox, the port-specific criteria as well as other framework conditions of the
above indicated procedure will be sorted out and general points of view will be added, if necessary. The
result is the following standardised procedure, which is applicable in any inland port. Still it is important,
before establishing the measures that special criteria in any different inland port have to be taken into
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account. The basis for further application is given below. The general action plan for the integration of
new infrastructure in urban planning can be illustrated as following:

Explanation of single steps:
 Demand analysis: There is a huge need for a detailed and exact demand analysis, which reflects the
real market needs. In the case of a reasonable demand for new infrastructure, business cases can be
defined around on the positive result. This analysis is essential for further development.
 Project definition: A clear project definition can ensure the transparency and comprehensibility of the
vision of the project. It should contain the overall idea of the project and the outcome.
 Identification of possible locations: For new infrastructure, such as terminals and/or hubs, it is necessary to find the optimal location. This can be done by the analysis of different cases of possible locations.
 Identification of key players: Developing new infrastructure has to be based on a business model. It
can be an advantage having key players for building, business operations, etc. prior to the implementation. The connection between the theoretical planning and the practical implementation can be
simplified in case there are key players already involved.
 Integration of stakeholders: The involvement of all stakeholders is of relevance for the acceptance of
the implementation. Integrating the stakeholders by informing and listening can give a benefit for a
target-orientated implementation.
 Cost-benefit-analysis: An economic view on the project in form of a cost-benefit-analysis will give a
reference for the “Go” or “No-Go” decision of the project. This step is unavoidable. The decision can
be made on basis of the overall result or the (long-term) profitability. This is a structural decision,
which should be decided by the project manager.
 Decision about implementation: If all determinants are of positive result, the decision of implementation can be taken. Furthermore, there is the need of practical action. The real case should fit to the
initial facts. The process can be accelerated, when some part of the stakeholders will be responsible
for the implementation.
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5.2

Acceptability

The society in a city is probably the most sensitive factor that has to be respected when assessing port
activities within a city. The needs of the residents should be harmonised with the economic and ecologic
needs of a city.
One recommendable method to increase acceptance by encouraging transparency, exchanging opinions
between politics and population and being open for different points of view while developing port and
city. Transparency can be achieved by letting the population know what is planned and by listening, what
their opinion is. The integration should take place under the terms of the strategy of the port development.
Citizens should understand and identify with the belongings of the port activities and they should be
aware, that the port could bring a benefit to the population. The opportunity of learning about the port
and its business can contribute to a higher acceptance of the port with its external effects. The port can
give the population an understanding of its business by opening the doors for example like open hour
days, informational road shows or guided tours. Hosting events can arouse interest and the necessary
acceptance. Furthermore, supporting universities and research institutes on behalf of the port can help
integrating young professionals into port business. Young professionals form the basis for future potential
and with a commitment to their employer, young professionals can assure that the port is prepared for
actual challenges like, for example, the shortage of skilled professionals. Moreover, the integration of
professionals can produce a beneficial multiplier effect. Integrating professionals can be a pull-factor for
further interests in the port belongings.
For the development of port infrastructure or business processes, it can be of high importance to let the
population know from the beginning on what is planned. Furthermore, it is important not to get the population negatively influenced and to explain in a language that every citizen can understand (no technical
specifications). To highlight the advantages and to declare the side effects can bring acceptance and motivation for development. Permanent information or periodical organised events or road shows with the
allowance of comments of the population are approved methods. The integration of the opinion of the
population has to be taken into account. Sometimes it is helpful to react on the comments to gain acceptance.
Integrating the port as tourist attraction can also ensure the positive perception of the business. Not only
the maritime side of the port, like maritime museums or aquariums, cause attention, also the business
and industrial side can be presented in an interesting method.
REFERENCE – PORT OF LIÈGE
In Liège, a modern multimodal platform with the ability to handle large volumes of cargo by using barge
services with either local or other Belgian destinations was to develop. In one of the most attractive logistics and distribution area, the Liège Trilogiport should be established on a large piece of land previously
dedicated to heavy industrial activities. As the road transport in Liège suffers from severe congestion, the
water transportation should be promoted. Not only because of the good connection to the Port of Antwerp, Liège has a big opportunity for economic growth.
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The Liège Trilogiport is a project that would claim extensive space and financial resources. That is why as
from the initial steps of the project on, the communication was structured and professionally conducted
in order to avoid a public “misdirection”. The public is nowadays extremely concerned of air and water
pollution and of any negative influence from ports and/or logistics facilities, like noise and etc. It is clear
that if some uncontrolled information is spread, there is a potential danger that they develop negative
attitudes towards any new project in the port. An informational link to the population about the project
should be established by communicating in the right way.
The measures that were essential for getting the awareness and acceptability of the population are as
follows:

In preparation for the toolbox, the general action plan to achieve acceptance can be illustrated as following:

 Clear project definition and presentation: A clear definition of the project, including a strategy and a
vision for transformation, forms the basis for all upcoming steps. A presentation to all interested people should deliver information about the relevant phases of the project. The project definition should
not be restricted to the port area, but to all the port vicinities impacted. The definition must be as
comprehensive as possible leaving no open questions.
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 Emphasise social and economic benefit: The main social benefit of a port can lie in the reduction of
externalities, caused by the transport of goods by truck. These include reduced road congestion, reduced fuel and energy use and lower emissions. The economic benefit of a port lies in several aspects,
like the expected employment, increased GDP, etc.
Achieving a target, especially concerning environmental or city logistics aspects should be made public
and accessible for the society. Not only for the port, also for the city reached targets can be used as flagships.
 Political support: The political support is of high relevance, as city and port development should be as
compatible as possible. The strategy of the politics should support the port strategy.
 Involve all stakeholders: The involvement of all stakeholders is of interest for the acceptance of the
implementation in all belongings. Integrating the stakeholders by informing and listening can give a
benefit for a target-orientated implementation.
 Professionalised communication: A transparent proceeding of the project under the usage of different
modes of communication (internet, road shows, open project-days, exhibitions, etc.) is important
when integrating the society into the port development. The external communication practice can
either be carried out by the port or the administration, or can be supported by professionals, which
can be of advantage concerning expertise.
 Social dimension: To simplify the implementation of a structuring project, some parallel actions
should complete the communication process. The organisation of a project follow up committee (authorities, and representatives of the residents) and specific training sessions for the future jobs created by the project as well as the integration of local universities should be pursued.
 Compensation programme: A compensation programme can be offered to the local residents in order
to encourage their acceptance of the project. The compensation programme must still be limited, as
not all claims can be accepted. The compensation has to be part of the sustainable development process.

5.3

Multipurpose Use

Space in a city is a scarce resource, which has to satisfy the requirements of both economic and social
interests. City ports usually have limited options for land expansion. Furthermore, existing port areas are
in focus of town planning considering living and leisure areas whilst inland ports as green logistics hubs
gain importance because of growing (maritime) transport volumes. The utilisation of a port area or the
extension of port sites can be in contrast to town planning projects. Especially external effects, like noise,
particulate and light emissions can influence the neighboring residential areas negatively. The combination of both, port business and city comfort is sometimes challenging. Coordinated planning and usage of
sites may lead to a homogeneous cohabitation of economic needs and environmental and social responsibility. An optimisation of the traffic network in the city, integrating pedestrian walks, bicycle routes, tram,
roads, tunnels, bridges, railway and waterway can affect the belongings of the integration of space in a
city. Not only the layout and positioning of the actual port site must be considered, but also the traffic
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system and environmental strategy. A port normally has to face a considerable amount of traffic producing noise and further external effects. The optimal solution of traffic planning, regarding time, capacity,
handling service etc. has to find optimal coordination with the urban transport and city traffic, for example
congestion at prime time in the morning or evening. A key success factor of a port however is the opportunity to minimise the traffic because of potential modal shifts.
REFERENCE – PORT OF PARIS
In Paris, the Port of Paris was obliged to develop an innovative business solution with a high degree of
practicability and economic as well as social feasibility. The specific situation in Paris can be characterised
by the extreme vicinity to the main tourist attraction - the neighborhood to the Eiffel tower. The Port of
Paris with its central location inside the city center is increasingly confronted with the discussions about
land use. Can the port area still be used as business land or is it worth modifying the area into a recreation
area?
The development of space was a transformation of site weaknesses (location in Paris center) into
strengths by using it in the interest of the population (urban distribution). Therefore, the “Quai de La
Bourdonnais” was redeveloped. In addition to the site, a special concept was developed to achieve the
integration of the existing space into the city and port interests. It includes a transportation system of
goods for providing the city by using the port area with the belongings of the population and tourists
interests in the city. Together with a local partner, a strategy was developed that combines the port activities at special time slots and the usage of the port area for the population and tourists during daytime,
when the port site can be used as recreation area. This solution meets the requirements of co-existence.
The measures that were essential for reaching this outcome can be shown as following

In preparation for the toolbox, the general action plan to achieve a multipurpose use can be illustrated as
following:
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 Partnership with operators: A partnership between the port and one or more operators is highly
recommended at a very early stage. An early commitment of a cooperation can secure the implementation and increase the success of the project. Finding the optimal partner can be a challenge, once it
is found, a theoretical project can turn into a practical planning. Strong support from the highest management level contributes to a fast and successful realisation.
 Finding a leader: For the efficient project management it is important to have all belongings under
one roof. Therefore, a project leader should be determined from the beginning on. This institution
should be contact person for all stakeholders at the same time. It can ensure the coordination during
the whole project. Different interest (public, political, economic) can be addressed to this institution
(environment, architecture, land share…).
 Cohabitation concept: As an inland port often is located very close to the city, it is of utmost importance that the new port activity is well integrated in the sensitive environment. New concepts
should include the cooperation of people and freight in the usage of space. This could contribute a lot
to the port legitimisation as well as to the integration in town planning.
 Involve all stakeholders: The involvement of all stakeholders is very important, because a project can
only go full speed, when all stakeholders take part and are committed. This needs increasing communication and caring about every stakeholder.
 Communication: A special attention should be paid to the communication between the port, the local
authorities and stakeholders. Regular meetings and information sharing via communication tools
should be exploited to achieve transparency and acceptance. The aim of this communication is to
present the project, its integration in the local environment and to explain that this project is in full
compliance with the local policies. The objective is to underline the benefit of port activities in the city
and make the public familiar with the river transport. Moreover, in this context, an operator should
use the opportunity to exploit his service.
 Investment policy: A monitored investment policy is necessary to control the costs of the project. An
investment plan should include the goals, objectives and guidelines for the asset management. Either
the authorities, the ports or operators can take the investments. Investment sharing can be advantageous when an early cooperation between the institutions is agreed.
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 Operational cost control: To ensure the financial implementation, the operational costs have to be
monitored. The operational costs can be a critical challenge or even a barrier in the proceeding of a
project. It is necessary to get a person responsible for this so that signals can be detected early.
 Societal benefits as recurrent theme: Social benefit is the increase in the welfare of a society that is
derived from a particular project. This can be, for example, the reduction of pollution by supporting
environmentally friendly transport modes (inland vessel instead of truck) or the benefit for the society
by the opportunity of better usage of space. The welfare can be presented based on quantitative or
qualitative values. If a project can gain positive results in terms of pollution, etc., it can lead to the
congestion to change the public perception of the river transport and the urban planning, which
should be an operational aim.

5.4

City Distribution

Port infrastructure normally follows a life cycle. The cycle starts with the planning and development of
the infrastructure where studies and analyses are made and passes on to the settlement phase, which
includes the construction. It is followed by the phase of growth, where the market potential will be
realised and traffic will grow. Generally, the next step is a stage of maturity, where the port business finds
stabilisation. In this phase, business is at highest level. Sometimes this phase is followed by a phase of
decline, where the claim for usage of the infrastructure in another way can be taken into consideration.
When the market conditions have changed, new ideas and creative approaches are needed. This may be
carried out in very differing options. Concerning the neighborhood to the city in an inland port, it is
recommendable to find a solution that harmonise with the city planning. This may include options of traffic, city logistics and living, leisure and recreation planning. Especially city logistics and the city distribution
can benefit from the existing port area, because existing infrastructure can be further used for the logistic
needs of the society or the distribution of goods for the city.
REFERENCE – PORTS OF LILLE
The objective of the Ports of Lille was to create a multi-modal urban freight platform based on the logistics
needs of the Lille area. The idea was to build a small hub for the bundling and delivery of goods to various
shops in the city center. In the future, it should be possible to extend these activities to other types of
deliveries such as construction materials, health products or deliveries of the e-commerce goods or even
for reverse logistics (e-commerce but also recycling, waste management).
The Ports of Lille identified that the urban logistics could become a key driver for the future development,
whilst the practical links between the exceptional port location and the new urban needs were undefined.
The Ports of Lille took the initiative to organize seminars on these subjects and concluded that the port
activities linked to the urban distribution could replace the lost water transport activities. These new activities still remain port activities as there is an hope that on a second stage the water transport could be
used for consolidation of the outwards cargo for recycling etc.
The proceeding in Lille was as follows:
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In preparation for the toolbox, the general action plan for considering city distribution by the use of the
existing infrastructure can be illustrated as following:

 Extensive knowledge of the urban needs: Extensive market surveys (e. g. flows of goods, street analysis, shops) are needed for the knowledge of the urban needs and for assess the urban trends. The
surveys allow deciding, were to start changing or developing new ideas on the existing area. The perfect knowledge of the flows, the shop needs etc. is a prerequisite to establish the project and at the
same time to set up a group of partners.
 Thinking about new demand: For the usage of infrastructure in another way, sometimes it is necessary
to have new ideas and innovative concepts for the extension of usage. Innovations are difficult to
produce, as creative work is demanded. Some preparations like workshops with different stakeholders can help sorting out the requirements and the possibilities of a region, which can be used as basis
for innovative ideas.
 Finding partners: Operational partners of diverse branches can built a basis for the further proceeding.
Cooperating with practical orientated partners can secure the economic perspective. Partners of the
vicinity might know the situation and the needs very well so that they can use their information about
the problems and challenges to lead the project to a practical implementation. Partners can also be
research institutes, which can foresee special challenges.
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 Brainstorm (Idea-finding): An innovative brainstorm will collect all possible ideas and notes. Thinking
in all directions is allowed without any judgement. Afterwards a good management of the different
ideas is of importance. Sometimes ideas that previously were assessed as failure could now be
interesting in the new thinking.
 Experimentation process: An experimentation has to be prepared, conducted and analysed properly.
One of the main advantages of an experimentation process is the control of an insecure process. This
ensures the possibility for changes before the actual real case.
 Implementation possibilities: Different scenarios should be analysed by the assessment of possible
future events, considering possible outcomes. The analyses does not show an exact picture of what
will happen, but can present consciously several alternative future developments. Once all possible
scenarios exist, the different implementation strategies can be created, adjusted to the different scenarios.
 Implementation decision: On basis of the implementation possibilities, an implementation decision
has to be made. The chosen one optimally should be flexible to react on different circumstances and
should bring the best outcome possible.
REFERENCE – PORT OF BRUSSELS
The Port of Brussels wants to promote city distribution by transport over water. In the centre of Brussels
however, little space for new developments is available. The Port of Brussels therefore wanted to demonstrate that port activities and other urban activities can be combined. The idea was to build a multi-purpose platform combining people and freight. This combination could be possible as these streams have
different time schedules.
The Port of Brussels decided to focus on creating a network of transshipment platforms along the waterway, for city distribution activities. Two larger platforms (hubs) have to be created in the centre and in
the south and should be connected through a chain of smaller transshipment platforms. The network will
respond to the task of little available space and also contribute to the minimisation of the transport effort
in the last mile. The transport of goods from and to the hubs and the smaller transshipment platforms can
be done with the innovative concept of a freight catamaran, which can convey up to 300 tons of goods in
various formats with its own crane. In general, the network of platforms and the use of freight-catamarans
will widen the array of services in the Port of Brussels. Moreover, this concept can avoid truck traffic inside
the city and this will reduce the environmental and social costs.
The proceeding in Brussels was as follows:
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According to the above example, this process for using the port area for city distribution can be illustrated
as following:

 Knowledge of market needs: An analysis about the market needs and the demand is indispensable
and forms the basis for further work. The analysis helps deciding, where to start developing new ideas
on the existing area. The perfect knowledge of the flows, the city transport needs etc. is a prerequisite
to establish a project.
 Multipurpose platform restraints: It is important to record all the restraints that a multipurpose platform can have. This should consider restraints for passenger and for goods. The platform should be
prepared to be used frequently to load- and unload passengers from cruises and goods from ships.
This is of significance for cruises as well as for barges and other vessels. Restraint in the concept arises
from anxiety in competitive position and product-confidentiality.
 Promote multimodality: Multimodality brings the opportunity to use the existing capacity as effective
as possible. Multiple modes of transportation cause a higher communication and cooperation effort,
thereby it should also bring efficiency in the processes. This desired multimodality is to be promoted
at several customers. A wide range of customers can be addressed.
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 Transshipment network inner-city: The network of transshipment in a city should be analysed and
examined for further development. Especially the inner-city transport system will find attention because of the chance to reduce inner-city truck transportation.
 Concepts and it´s optimisation: Testing concepts and finding bottlenecks is to be carried out before
the real implementing of a business process can take place. Test results should bring optimisation
approaches, which will lead to business objectives.

5.5

Freight Concepts

The function of a port mostly is limited to one activity: the port business. Nowadays it is of interest, that
the port is open for unlimited concepts and innovative ideas. An inland port does not have one exclusive
function, implying that an inland port can service several functions at once. Therefore, there does not
exist a single model for an inland port that can be transferred to any inland port. A port can join industry
and business with interest and belongings of a population of the city and create a positive image.
The port and its activities with its freight concepts is not only limited to the port area itself, but also on
waterway and roads that link in any way to the port. For incoming and outgoing flow of goods to and from
a city or hinterland, an inland port can be an important node in a supply chain. This may enrich the possibilities of the inland port such as the aggregation of freight distribution centers, customs clearance, container depots and logistical capabilities. Moreover, a port can serve for the consolidation and deconsolidation of cargo flows depending if it concerns inbound or outbound logistics. This can probably be
achieved by the connection of port activities and required provision of the city. Worth mentioning at this
point is the general shift of city traffic into port traffic. The logical consequence of developing an inland
port is the increasing port traffic - but there with the reduction of city traffic, especially truck traffic. The
port thus has a supporting function for the reduction of external effects and emissions in the city center.
Not only the delivering of goods, also the collection of old material or waste can form a freight concept as
an added value service for the population and the city. Moreover, when considering new freight concepts,
also the passenger logistics should be concerned. City logistics is not limited to freight transport, also
passenger or tourists are part of a logistic system and this should also be integrated in the port business.
REFERENCE – PROVINCE OF UTRECHT
The Province of Utrecht was facing the optimisation of the freight logistics in the city. The water routes in
the Province of Utrecht and the city of Utrecht are very well distributed. Many houses have direct or
indirect water access. So do have Bars and Restaurants in the city center. The provision of goods and the
disposal of waste was taken up and linked to the port function. All this, by respecting economical belongings of the city.
Four projects were developed. In one project, an existing concept was redeveloped into an environmental
friendly Eco-Ship. This ship can transport goods on the tiny canals and is used for the disposal of the city.
The specialty of this ship is the electrical motor. Both ships contribute to the minimisation of air pollution
and damage caused by heavy traffic to the streets in the historic city center.
One project was the promotion of Ro / Ro transport. The project was not successful because of no fitting
concept. The general idea was the organisation of freight logistics in connection with the needs of the city.
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The procedure of this project was as following:

Furthermore, a container terminal was meant to be built. After an update of the market approach and
interviews with stakeholders, it was found out that at the moment there is not enough demand for a
container terminal. However, the developed concepts still exist and with an upcoming demand, they can
be used once again.
For the development of the container terminal the procedure can be shown as follows:

The two above named project were in its procedure quite similar and both had the aim to optimize the
organisation of freight logistics in connection with the linking of city interests and port interests. Therefore,
the two processes could be transformed into one transferable process.
In preparation for the toolbox, the general action plan to integrate different freight concepts in the port
development can be illustrated as following:
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 Free potential and existing concepts: The analysis of free potentials while looking at already existing
concepts in the inland port or in other inland ports is of high interest when optimisation freight logistics. If there is any free potential or market need, one opportunity to implement a concept is to reuse
an existing concept and to adopt it to the special situation.
 Viability study: This study should contain parts like a consumer demand, the regulatory of environment, an analysis of the competition and an analysis about the available resources. It is a pre step for
further studies.
 Feasibility study: The feasibility study follows the viability study and is an evaluation and analysis of
the potential of the proposed project. It should support the process of decision making by presenting
the special circumstances.
 Market / client analysis: This analysis includes the special stakeholders in form of interviews and informal interactions. Located institutes should be includes as well as potential settlements.
 Location analysis: The selection of location is to be realised very carefully. The location can be the
crucial factor of a business. A visit of the location is not substitutable.
 Economic and social cost analysis: Analysing the economic and social costs will clarify whether a project is economically and social valuable. There is a wide range of variables that may be relevant to a
full economic and social cost analysis. They have to be defined by the decision makers.
 Business case: The theoretical business case is to be calculated and the prospected chance of success
is to be constituted. Is the theoretical calculation is positive; the further development of the project
should generally be valuable.
 Concept testing: A developed concept should be tested under real and controlled conditions. A test
can underline open questions or barriers, which should find clarification afterwards.
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5.6

Port Efficiency

In case infrastructure of insufficient capacity and congestion problems, the optimisation of the existing
procedures to ensure a more efficient use of the infrastructure can be another option. This can contribute
to avoid cost intensive new buildings. Additional gains in efficiency are normally easy to reach when an
optimisation of processes or operations can be achieved. An optimisation should concern the intelligent
freight organisation as well as an efficient resource allocation. An optimisation in port efficiency can be
achieved inside one port site or also between different ports or logistics nodes.
A huge opportunity to achieve efficiency increases lies in the implementation of IT tools. IT can help to
optimise logistics procedures and the business. The development of IT tools often needs to consider all
business departments, as normally there is no limit in possibilities. Implementing IT tools sometimes is
quite complex, but usually worth the effort.
REFERENCE – RHEINPORTS
As the southern Upper Rhine is the turning point for the upstream container vessels, most of the RheinPorts terminals are affected by severe congestion and peak load problems. This mainly applies to the
availability of sufficient quay capacity, especially on Friday as a peak day. Therefore, RheinPorts worked
on the implementation of a joint management system between the three RheinPorts partners Basel-Mulhouse-Weil in the container segment.
Regardless the need to develop additional infrastructure capacities for the region, concepts for a more
efficient capacity allocation seem to be an appropriate solution without large investments. A major challenge for an increased collaboration is the organisational structure of the three ports: the ports of Weil
am Rhein and Mulhouse are public service ports, whereas the port of Switzerland (in Basel) is organised
as a landlord port. Therefore, a concept for the future cooperation in the container segment has to consider operational topics as well as aspects of port organisation.
In two steps, RheinPorts analysed the opportunities of a joint management system and the implementation of an IT tool to implement the system practically. The procedure for developing the system was as
follows:
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Afterwards RheinPorts has carried out the development of an IT concept (to facilitate the efficient organisation of container transport in the Upper Rhine region).
In preparation for the transferable toolbox, the general action plan for the optimisation of port efficiency
can be illustrated as following:

 IT-platform for data exchange: The establishment of an IT-platform for an advanced data exchange
forms the basis for the improvement in a port and can bring benefits for its customers in terms of
enhanced efficiency, reduced costs or increased profits. As all transactions and exchange processes
between the market participants will be based on this IT-platform, positive impacts on the efficiency
side can be expected. The goal should be the solving of interoperability problems in terms of data
exchange. A sophisticated IT-platform with interfaces to all relevant market participants (barge operator, terminal operator, skipper etc.) needs to be developed (time, costs).
 Improved pre-stowage: An improved pre-stowage based on an advanced data provision can
contribute to shorter handling times at the terminals. Periods with low handling volumes can be used
to prepare for peak periods, if the relevant container information are available. Therefore, a positive
impact on quality, reliability, efficiency and competitiveness as well as on image and connectivity can
be expected. As an improved pre-stowage causes additional handlings, increased costs for the system
are likely and need to be compensated by efficiency increases.
 Approach control, E-Fencing: An automated approach control can only be considered as small component in a sophisticated container management system. Therefore, the contribution to most criteria
is comparably low. An approach control system can provide the user with the whole information
about movements of ships and can consequently ensure a huge advantage for the logistical planning.
 Slot-management system: The introduction of a slot-management system can work as “door opener”
for the implementation of a berth allocation system. It contributes to some of the assessment criteria
as it increases the transparency of the activities and processes.
 Barge-appointment system: The proposed barge-appointment system seizes the advantages of a slotmanagement system and enriches them by an increased flexibility, transparency and manageability.
Basic requirement for a functioning system is the introduction of penalties in case of unannounced
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delays. The success of the system is highly dependent on the acceptance of the market participants.
The system can be connected to an approach control system in order to increase the service level.
Coordinating body: The implementation of a coordinating body forms the most far-reaching form of
collaboration, as it comprises a centralised steering of most of the processes. The positive impacts of
a centralised “authority” are comparably high, but as all participants have to give away responsibilities,
the acceptance of such a system is challenging. Furthermore, it is by far the most expensive solution.
Examples from selected seaports show that comparable systems can be designed on a manual or
completely automated basis with corresponding impacts on the flexibility and customer-orientation
of the system.
Shuttle services: Shuttle services contribute to optimise yard capacities by transferring containers or
empties to terminals with sufficient capacity. Furthermore, load consolidations are supported in order
to avoid port calls. Positive impacts on capacities and economies of scale are the consequence. As
most shuttle services use the waterway, an additional contribution to less pollution can be stated.
Major obstacle are the additional costs for transfer and handling.
Container repositioning: Same as shuttle services container repositioning contributes to increase efficiency by avoiding redundant port calls (less congestion in peak times). As the repositioning is usually
done by truck due to smaller lot-sizes, there are negative environmental impacts due to more truck
transport.
“Pick-up” services: “Pick-up” services seem to be the smartest way of shuttling between terminals.
Major obstacle is the necessary commitment of the barge operators, which seems questionable.

In preparation for the transferable toolbox, the general action plan to develop an IT concept for port
efficiency can be described as following:

 Coordination of port rotation: The coordination of port rotations can be regarded as one of the key
instruments. Therefore, a strong impact regarding most of the topics can be stated.
 Real-time provision of data: The real-time provision of data is an adequate means to support a better
coordination of the port rotations, but also other port-related activities like pre-stowage etc. Therefore, impacts on the efficiency of all port-related processes can be expected.
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 Brokerage for transport capacities: The capacity brokerage can be seen as a complementary function
of the platform. As questions regarding the market acceptance cannot be answered clearly today, the
positive impacts appear to be of minor importance from today’s perspective.
 Technical specification: The guideline for the technical specification is the core element of the proceeding. It plays a major role for the successful implementation of the project. As the specification is
a more abstract measure, the application of the assessment criteria is partly difficult and might lead
to an underestimation of a well-prepared and -structured implementation approach.
 Involvement of the relevant stakeholders: The Involvement of all stakeholders is of interest for the
acceptance of the implementation in all belongings. Integrating the stakeholders by informing and
listening can give a benefit for a target-orientated implementation. As the success of the platform is
closely related to a strong participation of all relevant stakeholders, it is necessary to involve all parties
as early as possible e. g. by joint workshops etc.
 High degree of standardisation or compatibility: The higher the degree of standardisation, the less
obstacles for an involvement of the key stakeholders exists.
 Opening of the platform for enhanced applications: The opening of the platform for enhanced applications can be seen as a second step in the platform development. If the first step has been successful,
there are various possibilities for creating additional efficiency and attracting new customers e. g. by
integrating other modes of transport.
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6 Toolbox design
The toolbox design can be considered as the initial point for the further aggregation as well as consolidation of the results and will include the findings from the analysis of the individual reports and the transfer
potentials. Based on the previous research the extracted lessons learned, best practices, recommendations, methodologies etc. will be adjusted to form the base for the toolbox embodiment. Thereby, form
and content have to consider different requirements regarding the toolbox formatting as described in the
following chapter.

6.1

Definition of toolbox outline

The output of the consultants’ work in this chapter can be specified as a synopsis, showing relevant actions
to achieve smart growth for inland ports and its transportation system. This synopsis includes activities,
strategies and practical recommendations to promote connectivity and sustainable transport for inland
ports based on the initiatives taken by the CCP21 partners. The delivered content should enable all participating ports as well as other inland ports, seaports and other stakeholders involved in inland waterway
transportation to take further actions based on concrete proposals for the implementation of these best
practices. To ensure a maximum dissemination of the results, an easy to use and handle, generic and
duplicable format for the toolbox has to be developed. In respect to reach all interested parties, different
formats need to be generated.
In order to address interested parties of inland waterway transportation as well as other stakeholders
from industry, authorities and especially the vigilant public a “classical” output in form of a booklet, factsheet or leaflet is inevitable. Under consideration of the expected target group habits, the approach to
supply all different recipients with all relevant information independently of technical equipment or circumstances seems reasonable. As additional format, a digital makeup can be considered as the best
method to guarantee the wide dissemination of the comprehensive conclusions of the transferable and
duplicable results. Both formats can be specified as follows.
The classical output in form of a booklet, factsheet or leaflet can be displayed at various points of interest
e. g. in inland ports and municipalities or can be distributed during certain events. Therefore, the presentation of the toolbox results has to meet specific requirements such as a simple and easy handling and a
comprehensible illustration of the content. Furthermore, a leaflet or similar output should meet the following requirements.
Characteristics:  Flexible
 Handy
 Cheap
 Easy in printing and re-ordering
 No additional equipment needed
Layout:

 Simple and easy
 Content easy to understand – concisely, short and easy phrases
 Images in connection with writing
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Content:

 General information
 Special information
 Web-link to more information and background to CCP21 projects

Based on the above mentioned requirements in this chapter a draft for the content and general outline
of a leaflet will be provided. The conceptual design and final realisation of the leaflet belongs to the responsibility of the CCP21 partners.
For the digital output, the publication of the toolbox content in the existing CCP21 website is a self-evident
option. A large target group can be reached and the results of the CCP21 projects can easily be shared
with interested parties. Therefore, the content from this report needs to be condensed in order to meet
the following criteria.
Characteristics:

Layout:

Content:

Functionality /
Compatibility:
Organisational
requirements




























Handy
No loss of information
Dynamic
Actual
New media
Mobile
Images and writing
Concisely focus
Structured construction
Corporate design of CCP21
Consistent content
Clear construction
Navigation bar
General information in English
Multimedia elements
Sound / Speech
Podcast
Contact address
Downloads
To be arranged with programmer
Search engine optimisation
Possibilities for contact/questions
Pre-tests before going online
Regular revision
Actualisation of contents
Web analytics

A draft for the webpage content will be provided in this chapter. The embedding of the content belongs
to the responsibility of the CCP21 partners. Furthermore, this report can be made available for download
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in order to give every individual party the chance to get a large scale of the substantial information about
the CCP21 findings.
To reach a maximum attention of the toolbox results, the traditional web presence should be supported
by additional multimedia elements. The decision on the realisation of further going applications also has
to be taken by the CCP21 partners. In order to illustrate possible display formats, the consultants have
developed a showcase in form of a “Prezi” presentation. Prezi is a presentation software with a zoomable
user interface and a storytelling tool for presenting ideas on a virtual canvas. The showcase can be found
under http://prezi.com/zdfvvhjliz0s/?utm_campaign=share&utm_medium=copy&rc=ex0share. For the
final publication of the results in Prezi, the consultants recommend a further developed, more professional design, which is not part of this toolbox report.
As the so-called “gamification” of web contents becomes more and more popular, further applications
can be developed on the provided content. Gamification is the use of game thinking and game mechanics
in non-game contexts to engage users in solving problems. Gamification has been studied and applied in
several domains, with some of the main purposes being to engage (improve user engagement, physical
exercise, return on investment, flow, data quality, timeliness), teach, entertain (enjoyment, fan loyalty),
measure, and to improve the perceived ease of use of information systems. Potential applications can e. g.
be based on smart phone apps.
Just generally, all output forms should be linked and interwoven to create a maximum attention.

6.2

Composition of toolbox content

In general, the classical and the digital toolbox will provide the same information. Nevertheless, it is expected that the digital toolbox will have the opportunity to go into further detail. The toolbox content, of
which the classical and digital toolbox will be formed, is a combination out of three findings in this study.
Main part is the information out of chapter 5, the measures that were developed after the transfer of
information out of the different projects. The generic and transferable processes build the body of the
toolbox. This information will be extended by the particular project experiences. For this reason, lessons
learned on how to avoid errors will find room in the toolbox. Statements of the participants of CCP21 will
further complete this information. Individual persons from the project partners will be asked for their key
messages. This evaluation will give practical indications for the toolbox and can ensure the personal approach to the user of the toolbox.
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Figure 59

Toolbox content

1 - Measures

2 - References

3 - Statements

CCP21
Toolbox
Source: own illustration.

6.3

Toolbox realisation

6.3.1 General content
Firstly, the consultants provide a general overview of the relevant toolbox content as origin for the further
transfer to the physical and the digital format. The content will be subdivided into the following sections:
 CCP21 - Overview
 Transfer
 Content
̶ Challenge
̶ Measures
̶ Reference
̶ Statement
 Message
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CCP21 - Overview
 Project scope:
The CCP21 project intends to promote connectivity and sustainable transport by optimising the organisation of freight logistics and sustainable spatial development of inland ports. The project activities stimulate smart growth by promoting inland ports as nodal points and integrated parts of EU
transport chains, sustainable and physically integrated in the urban environment. In order to break
down the overall scope into concrete objectives, the project is split into four core areas (work packages). Each work package clusters different actions and investments, according to a common objective.
The seven partners of CCP21 with its projects and targets can be assigned into these overlapping work
packages; each specific project follows anyhow the main objective of CCP21: the smart growth of
inland ports.
 About the toolbox:
The toolbox is dedicated to any interested inland port, seaport and other stakeholder involved in inland waterway transportation. It was launched as many inland ports face the same challenges and
have similar potentials. Within CCP21 diverse experiences in various projects were gained – the
toolbox brings together all transferable and duplicable results and lessons learned. The purpose of
the toolbox is to use these similarities to extend the benefits of the project beyond CCP21. The transfer of knowledge and experiences contributes to find a good practice to face the actual challenges of
inland waterway transport.
Transfer
Reviewing the CCP21 outputs, it is noticeable that not all of them are suitable or adequate for the transfer
and integration in the toolbox. For the general understanding within the toolbox, the single port-related
outputs were transformed and clustered as shown in the following matrix covering the dimensions “sustainable spatial development” and “optimised organisation of freight logistics”. To support understanding,
guidance and applicability the six areas of activity (red) are surrounded by accompanying success criteria
(blue). Furthermore, the matrix indicates the focusing of the areas of activity being more port- or cityrelated. By following the success criteria, it should be possible to find responses to challenges in any inland
port.

155

Development of a transferable toolbox based on the deliverables of the CCP21 project

Content
The toolbox layout sees six analogue layers according to the areas of activity. Each layer gives a short
insight in the challenge, an outline of the recommend measures/activities, an idea about the lessons
learned in the relevant port as well as a final statement from the responsible CCP21 partner.
Integration
The integration of port (infrastructure) projects in urban planning procedures and social interests has to
respond to challenges from a tightening conflict regarding the limited space at the waterside. The development of new port infrastructure can be facilitated by the idea to combine port activities with
(semi-)public spaces in order to legitimize port activities in urban areas and city centers. Extensive preparation work like studies, analyses and well-defined planning procedures on the one hand as well as a close
participation of the major stakeholders and the public on the other hand are vital for a successful implementation of the project.
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Challenge:

Fit port development best into urban planning and social interests

Measures:
Perform demand
analysis

Define project
scope

Search for
optimal location

Involve key
players

Create
implementation
plan

Assess economic
feasibility

Integrate
stakeholders

 Perform demand analysis: A detailed and precise demand analysis reflecting the real
market needs is the key to a successful project. In case of a reasonable demand, further economic details have to be evaluated by defining a business case.
 Define project scope: A clear project definition contributes to increase transparency
and comprehensibility of the project. The definition should submit the overall project
idea and vision as well as the intended outcome.
 Search optimal location: Location decisions for new infrastructures should be based
on a broad and detailed assessment of all relevant location choice criteria and consider all locations as well potential alternatives.
 Involve key players: Dependent on the intended business model the early involvement of key players e.g. for construction, business operations, etc. prior to the implementation can be of advantage. The connection between the theoretical planning
and the practical implementation can be simplified if key players already involved.
 Integrate stakeholders: The integration of stakeholders is of high relevance for the
acceptance of the project. Stakeholder participation by informing and listening contributes to a target-orientated implementation.
 Assess economic feasibility: An economic view on the project in form of a cost-benefit-analysis will give a reference for the “Go” or “No-Go” decision of the project. This
step is unavoidable. The decision can be made on the basis of the overall result or
the (long-term) profitability and should be taken by the project manager.
 Create implementation plan: The implementation phase should be well organised in
order to avoid inefficiencies. The process can be accelerated through the participation of selected stakeholders.
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Reference (Passenger terminal Basel, Port of Switzerland)
Space limitations at the waterfront have supported
the idea to combine port activities with (semi-)public
spaces. The Port of Switzerland administration has set
the focus on the growing market of passenger shipping, preferably in form of river cruises. In order to accelerate the further development of this market segment in Basel, the port has taken several actions in order to ensure a close participation of the major stakeholders as well as the broad public. Therefore, in total
eight workshops different parties were held. The outcome, the report “Procedure and standards for assessing passenger ship terminals”, can be considered
as general guideline for the assessment of infrastructure investments in passenger ship terminals for international passenger shipping on inland waterways.
Statement
“The project CCP21 has brought together 7 important
inland ports in North West Europe. Together we have
used the project intensively for strengthening the position of the ports, promoting awareness and acceptance among the people, pointing out the diverse
strengths and advantages of marine transport and
multimodal transport. The partners have supported
each other in their projects, have mutually benefited
from recent experiences - cross-border partnership
and collaboration at the highest level. The added
value of this collaboration will be further enhanced by
the transferable toolbox, with the aim to preserve and
propagate the results and findings from the cooperation, such as international standards for quay infrastructure for future interests.”
(Martin Nusser, Port of Switzerland)
Acceptability
The population is probably the most sensitive factor when developing port activities within an urban zone.
The needs of the residents have to be harmonised with the economic and ecologic needs of the city and
the port. Acceptance can be increased by encouraging transparency, exchanging opinions between politics and population and being open for different points of view. Within the port development process it is
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of high importance to let the population know from the beginning on, what is planned. Furthermore, it is
important not to get the population negatively influenced and to explain in a language that every citizen
can understand (no technical specifications). To highlight the advantages and to declare the side effects
can bring acceptance and motivation for development.
Challenge:

Gain acceptance of the society for an infrastructural project

Measures:
Define strategy
and vision

Appoint
benefits

Stimulate
political support

Involve
stakeholders

Offer
compensation

Cover social
dimension

Extent
communication

 Define strategy and vision: A clear definition of the project, including a strategy and a
vision for transformation, forms the basis for all upcoming steps. A presentation to all
interested parties should deliver information about the relevant phases of the project.
(The project definition should not be restricted to the port area, but to all affected areas
in the proximity of the port. The definition should be as comprehensive as possible leaving no open questions.)
 Appoint benefits: The main social benefit of port activities is the reduction of externalities caused by road transport including aspects of congestion, energy use and emissions. Further economic benefits can be described by employment aspects, increased
GDP, etc. A clear target, especially concerning environmental aspects should be made
public. Not only for the port, but also for the city reached targets can be used as flagships.
 Stimulate political support: The political support is of high relevance, as city and port
development should be as compatible as possible. The strategy of the politicians should
support the port strategy.
 Involve stakeholders: The participation of all relevant stakeholders is of high importance for the acceptance before, during and after the project. Integrating the stakeholders by informing and listening contributes to a target-orientated implementation.
 Extent communication: A transparent execution of the project by using different communication channels (internet, road shows, open project-days, exhibitions, etc.) is important when integrating the society into the port development. The external communication practice can either be carried out by the port or the administration, or can be
supported by communication experts, which is can be expected to be more professional.
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 Cover social dimension: The project realisation should be accompanied by additional
social actions. The implementation of a project committee (including authorities and
representatives of the residents) is of high importance. Furthermore, specific training
sessions for the future jobs created by the project as well as the integration of local
universities should be pursued.
 Offer compensation program: A compensation program for the local residents contributes to increase the acceptance of the project. It has to be part of the sustainable development process, but cannot cover all claims and demands.
Reference (Liège Trilogiport, Port of Liège)
In Liège, a modern multimodal platform with the ability to handle large volumes of cargo was to develop.
In one of the most attractive logistics and distribution
areas, the Liège Trilogiport should be established on
a large piece of land previously dedicated to heavy industrial activities. From the initial steps of the project,
the communication was structured and professionally conducted in order to avoid a public “misdirection”. Focus was on the professionalised communication and transparency of the planning. The consideration of possible time delays because of exogenous
factors are difficult to calculate. Time schedules
should be set up with respect to interruptions that
may occur.

Statement
“A good communication at the very early stage of a
project is of high importance. Port authorities have to
set up a communication strategy towards the stakeholders and towards the population. Thanks to a regular and an interactive communication the population is involved in the project and can feel concerned
about it.”
(Anne-Sylvie Lonnoy, Port of Liège)
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Multipurpose Use
Space in a city is a scarce resource, which has to satisfy the requirements of both economic and social
interests. City ports usually have limited options for land expansion. Furthermore, existing port areas are
in focus of town planning considering living and leisure areas. Coordinated planning and usage of sites
may lead to a homogeneous cohabitation of economic needs and environmental and social responsibility.
A key success factor of a port however is the opportunity to reduce externalities by fostering modal shifts.
Challenge:

Reach homogeneous cohabitation by balancing economic and social interests

Measures:
Create
partnerships

Appoint project
leader

Enable
cohabitation

Involve
stakeholders

Stress social
benefits

Perform cost
control

Create
investment plan

Extent
communication

 Create partnerships: A partnership between the port and one or more operators is highly
recommended at a very early stage. An early commitment of a cooperation can secure
the implementation and increase the success of the project. Furthermore, a strong support of the highest management level is a very important success factor.
 Appoint project leader: For the efficient project management it is important to have all
belongings under one roof. Therefore, a responsible project leader should be appointed
in an early stage.
 Enable cohabitation: As an inland port is mostly located close to the city centre, it is of
utmost importance that new port activities and concepts are well integrated in the sensitive environment. New concepts should include the cooperation of people and freight
in the usage of space. This could contribute a lot to the port legitimisation as well as to
the integration in urban planning.
 Involve stakeholders: The intense participation of the stakeholders is very important as a
project can only be successful, when all stakeholders take part and are committed. This
requires appropriate communication as well as integration of every stakeholder.
 Extent communication: A special attention should be paid to the communication between the port, the local authorities and stakeholders. Regular meetings and information
sharing via communication tools should be implemented to increase transparency and
acceptance.
 Create investment plan: A monitored investment policy is necessary to control the costs
of the project. An investment plan should include the goals, objectives and guidelines for
the asset management.
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 Perform cost control: To ensure financial stability, the operational costs have to be monitored regularly, as they can be a challenge or even a barrier for the proceeding of a project. It is necessary to get a person responsible for this so that signals can be detected
early.
 Stress social benefits: As most projects contribute to reduced externalities by avoiding
emissions, congestion etc. they can change the public perception of the port. These benefits need to be identified and communicated. Social benefits can be presented based
on quantitative or qualitative values.
Reference (Quai de La Bourdonnais, Ports of Paris)
The Ports of Paris were obliged to develop an innovative business solution with a high degree of practicability and economic as well as social feasibility. The
specific situation in Paris can be characterised by the
extreme proximity to the Eiffel tower as main tourist
attraction. Ports of Paris transformed the weakness
of the port area “Quai de La Bourdonnais” (location
in Paris centre) into a strength by using it in the interest of the population (urban distribution). Together
with a local partner, a strategy was developed that
combines the port activities at special time slots for
sustainable city distribution with the usage of the
port area for the population and tourists during daytime, when the port site can be used as recreation
area.
Statement
“The homogeneous cohabitation of economic and social interests is our challenge here in Paris. One key
factor for a focused approach is the good and strong
partnership with public and private actors. It allows
to keep confidentiality about the project and decisions are effective. At the same time, the independency of subsidies on the long term is of high interest.
Our learning about the cohabitation between freight
and pedestrians and the urban integration is something additional we want to share with the communication about our project.”
(Manuel Garrido, Ports of Paris)
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City Distribution
Considering the neighborhood of city and inland port, it seems obvious to strengthen the use of the port
for creating social and environmental benefits for the city. Especially city distribution activities can be
promoted as the existing port infrastructure can further be used for the logistical needs of the society or
the distribution of goods for the city.
Challenge:

Find new ideas and creative approaches for sustainable city distribution by including the port

Measures:

Urban freight platform
Identify
urban needs

Stimulate
demand

Create
partnerships

Collect ideas

Take
decisions

Develop
scenarios

Perform
experiments

 Identify urban needs: Extensive market surveys (e. g. flows of goods, street analysis,
shops) are needed for a clear assessment of the urban needs and for the identification of
urban trends.
 Stimulate demand: For the developing city distribution concepts, it is necessary to have
new ideas and innovative concepts for the extension of usage. Innovations are difficult to
produce, as creativity is needed. Workshops with different stakeholders can help identifying the requirements and potentials within the region.
 Create partnerships: Operational partners of diverse branches built an important basis
for the further proceeding. Cooperating with practical orientated partners can secure the
economic perspective.
 Collect ideas: Brainstorming with potential partners and stakeholders contributes to collect potential ideas and notes. Thinking in all directions is allowed without any limitation
or judgement.
 Perform experiments: A phase of experimentation contributes to control an insecure process and identify mistakes before starting the “real case”. This phase has to be prepared,
conducted and analysed properly
 Develop scenarios: Different scenarios should be analysed by the assessment of potential
future events under consideration of possible outcomes.
 Take decisions: Based on the identified alternatives, an implementation decision has to
be taken. The selected alternative optimally should be flexible to react on different circumstances and should bring the best outcome possible.

163

Development of a transferable toolbox based on the deliverables of the CCP21 project

Urban transhipment network
Evaluate market
needs

Allow
multipupose
use

Support
multimodality

Create a
network

Develop pretests

 Evaluate market needs: An analysis about the market needs and the demand is indispensable and forms the basis for all following work steps. The analysis helps deciding, where
to search for new ideas and to develop innovative concepts.
 Allow multipurpose use: A multimodal platform should be designed for loading and unloading of goods as well as for boarding passengers. It is important to identify and record
all restraints that can affect the platform operations.
 Promote multimodality: Multimodality offers the opportunity to use all existing capacity
as efficient as possible. Multiple modes of transportation cause a higher communication
and coordination effort, which has to be handled as efficient as possible.
 Create a network: The creation of a network to support the transshipment activities in a
city is vital for the future success. The focus should be on the reduction of inner-city truck
transportation.
 Develop pre-tests: Testing concepts with the objective to detect inefficiencies and bottlenecks should be carried out before the implementation. Test results should show optimisation potentials and support the economic feasibility.
Reference (Multimodal urban freight platform, Ports of Lille)
The objective of the Ports of Lille was to create a
multi-modal urban freight platform based on the logistics needs of the Lille area. The idea was to build a
small hub for the bundling and delivery of goods to
various shops in the city centre. In the future, it
should be possible to extend these activities to other
types of deliveries such as construction materials,
health products or deliveries of the e-commerce
goods or even for reverse logistics (e-commerce but
also recycling, waste management).
The Ports of Lille identified that the urban logistics
could become a key driver for the future develop-
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ment, whilst the practical links between the exceptional port location and the new urban needs were
undefined. The Ports of Lille took the initiative to organize seminars on these subjects and concluded that
the port activities linked to the urban distribution
could replace the lost water transport activities.
These new activities still remain port activities as
there is an hope that on a second stage the water
transport could be used for consolidation of the outwards cargo for recycling etc.
Reference (Transshipment network, Port of Brussels)
The Port of Brussels wants to promote city distribution
by transport over water. In the centre of Brussels, little
space for new developments is available. The Port of
Brussels demonstrates that port activities and other urban activities can be combined. The port decided to focus on creating a network of transshipment platforms
along the waterway, for city distribution activities. Two
larger platforms (hubs) have to be created in the centre
and in the south and should be connected through a
chain of smaller transshipment platforms. The network
will respond to the task of little available space and also
contribute to the minimisation of the transport effort
in the last mile. The transport of goods from and to the
hubs and the smaller transshipment platforms can be
done with the innovative concept of a freight catamaran.
Statements
“Thanks to the exchanges we have had with our partners, within the frame of the CCP21 project, we learned
faster and we got a more accurately understanding of
the urban logistics question, especially on the opportunities that the waterways mode can bring. All our
achievements in the CCP21 project (studies, publications, communications, experiments, ...) helped to legitimize our proposals further than our initial objective.
At a such level, that the urban community and the city
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of Lille, adhere now to our project of creating a dedicated area for urban logistics activity in a whole part of
the Port of Lille.”
(Didier Lieven, Ports of Lille)
“In a project as such it is first of all of key importance to
carry out a study to determine the location of the platform (s). Besides, we have learned the importance of
working on the infrastructure project and the operational aspects of it simultaneously. In our case we have
waited until the infrastructure works are almost finished, but it would have been better to already involve
potential operators in an earlier stage to get a better
idea of how the hub finally will be exploited.”
(Anthony Callens, Port of Brussels)

Freight Concepts
The function of a port is mostly limited to one activity: the port business. Nowadays it is of interest, that
the port is open for unlimited concepts and innovative ideas. For incoming and outgoing flows of goods
an inland port can be an important node in the supply chain. This may enrich the possibilities of the inland
port such as the aggregation of freight distribution centers, customs clearance, container depots and logistical capabilities. Moreover, a port can serve for the consolidation and deconsolidation of cargo flows
depending if it concerns inbound or outbound logistics. Furthermore, the port has a supporting function
for the reduction of external effects and emissions in the city center. Not only the delivering of goods, also
the collection of old material or waste can form a function-model as an added value service location for
the population and the city.
Challenge:

Think out of the box concerning the functionality of the port. Which new freight concepts
can be incorporated to the port activities?

Measures:
Identify
potential

Develop smart
concepts

Assess
feasibility

Work out
needs

Perform tests

Consider social
costs

Develop
business case
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 Identify potential: Changing market needs and new city distribution requirements can
create new transport potential for water-ways. These potentials have to be identified
in close collaboration with the key stakeholders.
 Develop smart concepts: New potentials or market needs require smart solutions.
Before developing elaborate projects, existing concepts and transfer potentials
should be considered. Overall objective should be an increased sustainability and efficiency.
 Assess feasibility: Market trends, regulatory limitations, competitive landscape and
available resources should be assessed in order to decide on the feasibility of the project.
 Work out customer needs: This addresses stakeholders and potential partners. Requirements related to new concepts and sites can be identified in form of interviews
and informal interactions. Local companies should be integrated.
 Develop business case: A business case that respects financial and organisational aspects allows an assessment of the economic viability of the project. If the result is
positive, the project should be realised.
 Consider social costs: The consideration of social costs will clarify if social aspects can
support the project idea and realisation. The range of variables that may be considered should be defined by the decision makers.
 Perform tests: A developed concept should be tested under real conditions. A test
contributes to identify open questions or barriers, which should find reporting, modification and clarification afterwards.
Reference (New urban freight concepts, Province of Utrecht)
The Province of Utrecht was targeting at the optimisation of the freight logistics in the city. The water
routes in the Province of Utrecht and the city of
Utrecht are well distributed. Many houses have direct
or indirect water access. So do have Bars and Restaurants in the city centre. The provision of goods and
the disposal of waste was taken up and linked to the
port function. All this, by respecting economical belongings of the city. Four projects were developed. In
one project, an existing concept was redeveloped
into an environmental friendly Eco-Ship by the city of
Utrecht. This ship can transport goods on the tiny canals and is used for the disposal of the city. Another
project was the promotion of RoRo transport. The
project was not successful because of no fitting concept. Furthermore, a container terminal was meant
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to be built. After an update of the market approach
and interviews with stakeholders, it was found out
that at the moment there is not enough demand for
a container terminal. However, the developed concepts still exist and with an upcoming demand, they
can be used once again.
Statements
“A sound business case needs a more permanently wellfilled wheelbarrow. A large bulk of cargo is easier to put
in a wheelbarrow (e.g. gravel) and it is less volatile than
smaller parts (e.g. frogs). Frogs are harder to catch and
they can again quickly jump out of the wheelbarrow during the search process. Therefore, start with finding a
large bulk of cargo, possibly smaller cargo can be put on
later to really fill the wheelbarrow.”
(Anne Jousma, City of Utrecht)

“Think about the balance between social costs and social
investment. In addition, it is important to determine
what the alternative is when there is no port. Direct economic benefits (e.g. employment) are rarely representative of the social benefits. They are more in the indirect
economic effects and social effects (less congestion, less
pollution). Then make public involvement / initiative always goes hand in hand with private commitment and
build it from two sides. Once the private commitment or
public initiative fails, the project is no longer viable.
Spend the plan preparation early attention to the key
success / failure factors and involve environment and
politics with it.”
(Hans Kraaij, Province of Utrecht)
Port Efficiency
In case of insufficient capacity and congestion problems, the optimisation of the existing procedures to
ensure a more efficient use of the infrastructure can be an important option. This can contribute to avoid
cost intensive new buildings. Efficiency increases can be gained by an intelligent organisation as well as
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an efficient resource allocation. Optimisation can be achieved inside one port site or also between different ports or logistics nodes. A huge opportunity to achieve efficiency increases lies in the implementation
of IT tools.
Challenge:

Optimize existing procedures for a more efficient use of the existing infrastructure

Measures:

Management system
Enhance data
exchange

Improve prestowage

Introduce
E-Fencing

Allocate slots

Introduce
appointment
system

Test “Pick-up”
services

Perform
repositioning

Support shuttle
services

Develop
coordinating
body

 Enhance data exchange: A joint IT-platform for an advanced data exchange between the
port and its customers strongly contributes to enhanced efficiency, reduced costs and increased profits. Overall objective of this platform should be to introduce a common standard
in order to solve interoperability problems in terms of data exchange.
 Improve pre-stowage: An improved pre-stowage based on an advanced data provision can
contribute to shorter handling times at the terminals. Periods with low handling volumes
can be used to prepare for peak periods, if the relevant container information are available.
As an improved pre-stowage causes additional handlings, increased costs for the system are
likely and need to be compensated by efficiency increases.
 Introduce E-Fencing: An approach control system can provide the user with information
about movements of ships and can consequently ensure a huge advantage for the logistical
planning.
 Allocate slots: An advanced slot allocation contributes to an increased transparency of the
quay operations and simplifies the planning procedures. Furthermore, a slot-management
system can work as “door opener” for the implementation of a more complex berth allocation system.
 Introduce appointment system: A barge-appointment system seizes the advantages of a
slot-management system and enriches them by an increased flexibility, transparency and
manageability. Basic requirement for a functioning system is the introduction of penalties in
case of unannounced delays. The success of the system is highly dependent on the acceptance of the market participants. The system can be connected to an approach control
system in order to increase the service level.
 Develop coordinating body: The implementation of a coordinating body forms the most farreaching form of collaboration, as it comprises a centralised steering of most of the processes. The positive impacts of a centralised “authority” are comparably high, but as all participants have to give away responsibilities, the acceptance of such a system is challenging.
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Furthermore, it is by far the most expensive solution. Examples from selected seaports show
that comparable systems can be designed on a manual or completely automated basis with
corresponding impacts on the flexibility and customer-orientation of the system.
 Support shuttle services: Shuttle services contribute to optimise yard capacities by transferring containers or empties to terminals with sufficient capacity. Furthermore, load consolidations are supported in order to avoid port calls.
 Perform repositioning: Same as shuttle services container repositioning contributes to increase efficiency by avoiding redundant port calls (less congestion in peak times). As the
repositioning is usually done by truck due to smaller lot-sizes, there are negative environmental impacts due to more truck transport.
 Test “Pick-up” services: “Pick-up” services seem to be the smartest way of shuttling between
terminals. Major obstacle is the necessary commitment of the barge operators, which seems
questionable.
IT-platform
Coordinate port
rotations

Provide real-time
data

Brokertransport
capacities

Develop
technical
specification

Stay open for
enhanced
applications

Foster
standardisation

Involve relevant
stakeholders

 Coordinate port rotations: The coordination of port rotations can be regarded as one of the
key instruments to achieve a more efficient infrastructure use.
 Provide real-time data: The real-time provision of data is an adequate means to support a
better coordination of the port rotations, but also other port-related activities like pre-stowage etc. Therefore, impacts on the efficiency of all port-related processes can be expected.
 Broker transport capacities: The capacity brokerage can be seen as a complementary function of a platform. As questions regarding the market acceptance cannot be answered
clearly today, the positive impacts appear to be of minor importance from today’s perspective.
 Develop technical specification: The development of a technical specification is the core procedure when introducing a new IT-platform. Before starting the platform development all
relevant features have to be specified in every detail in order to ensure a successful realisation.
 Involve relevant stakeholders: The involvement of all relevant stakeholders is of strong importance for the acceptance of the project. As the success of the platform is closely related
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to a strong participation of all relevant stakeholders, it is necessary to involve all parties as
early as possible e. g. by joint workshops etc.
 Foster standardisation: The higher the degree of standardisation, the less obstacles for an
involvement of the key stakeholders exists.
 Stay open for enhanced applications: The opening of the platform for enhanced applications
can be seen as a second step in the platform development. If the first step has been successful, there are various possibilities for creating additional efficiency and attracting new customers e. g. by integrating other modes of transport.
Reference (Container Management and IT-Platform, RheinPorts)
As the southern Upper Rhine is the turning point for
the upstream container vessels, most of the RheinPorts terminals are affected by severe congestion and
peak load problems. This mainly applies to the availability of sufficient quay capacity, especially on Friday
as a peak day. Therefore, RheinPorts worked on the
implementation of a joint management system between the three RheinPorts partners Basel-Mulhouse-Weil in the container segment. Regardless the
need to develop additional infrastructure capacities
for the region, concepts for a more efficient capacity
allocation seem to be an appropriate solution without
large investments. As a key instrument the specification for an IT-platform was developed.
Statement
“Participating in CCP21 was a great experience for us. On
the one hand it was excellent to be involved as a pioneer
of cross-border cooperation and to discuss our issues,
on the other hand it was great to learn from other major
inland ports in Europe about their problems and solutions. Together we managed to strengthen the inland
waterway transport towards other competing modes of
transport. Additionally, we could widen our network
and we made new friends within the partners in the project.”
(Manfred Gooßens, RheinPorts)
Message
The portrayed procedures and explanations can be used as a reference for similar challenges that modern
inland ports have to deal with. But: Each inland port has its own regional specifications which have to be
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considered when using the toolbox. Therefore, processes have to be adjusted where necessary. For further information on the single projects within CCP21 and a deeper insight in the toolbox and its development, please visit the CCP21 website: www.citizenports.eu

6.3.2 Application to physical format (Leaflet)
The leaflet application of the toolbox follows the same structure as the general toolbox version - some
content will be condensed in order to meet the requirements of a leaflet in terms of structure and extent.
CCP21 - Overview
 Project scope:
The CCP21 project intends to promote connectivity and sustainable transport by optimising the organisation of freight logistics and sustainable spatial development of inland ports. The project activities stimulate smart growth by promoting inland ports as nodal points and integrated parts of EU
transport chains, sustainable and physically integrated in the urban environment. In order to break
down the overall scope into concrete objectives, the project is split into four core areas (work packages). Each work package clusters different actions and investments, according to a common objective.
The seven partners of CCP21 with its projects and targets can be assigned into these overlapping work
packages; each specific project follows anyhow the main objective of CCP21: the smart growth of
inland ports.
 About the toolbox:
The toolbox is dedicated to any interested inland port, seaport and other stakeholder involved in inland waterway transportation. It was launched as many inland ports face the same challenges and
have similar potentials. Within CCP21 diverse experiences in various projects were gained – the
toolbox brings together all transferable and duplicable results and lessons learned. The purpose of
the toolbox is to use these similarities to extend the benefits of the project beyond CCP21. The transfer of knowledge and experiences contributes to find a good practice to face the actual challenges of
inland waterway transport.
Transfer
Reviewing the CCP21 outputs, it is noticeable that not all of them are suitable or adequate for the transfer
and integration in the toolbox. For the general understanding within the toolbox, the single port-related
outputs were transformed and clustered as shown in the following overview.
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Integration

Port
Efficiency

Acceptability

CCP21
Toolbox

Freight
Concepts

Multipupose
Use

City
Distribution

Content
The toolbox layout sees six analogue layers according to the areas of activity. Each layer gives a short
insight in the challenge, an outline of the recommend measures/activities, an idea about the lessons
learned in the relevant port as well as a final statement from the responsible CCP21 partner.
Integration
Challenge:

Fit port development best into urban planning and social interests

Measures:

 Perform demand analysis: precise analysis, which reflects the real market needs
 Define project scope: clear project definition, which allows transparency and
comprehensibility of the project and its vision
 Search for optimal location: detailed assessment of all relevant sites to find the
optimal location
 Involve key players: involvement of key players to facilitate the practical implementation
 Integrate stakeholders: integration of stakeholders to support acceptance and
target-orientated implementation
 Assess economic feasibility: Cost-benefit-analysis as key decision criteria
 Create implementation plan: Decision about the processing followed by a practical action plan
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Reference:

Space limitations at the waterfront have supported the idea to combine port activities with (semi-)public spaces. The Port of Switzerland administration has set the focus on the growing market of passenger shipping. In order to accelerate the further
development of this market segment in Basel, the port has taken several actions to
ensure a close participation of the major stakeholders as well as the public. The outcome “Procedure and standards for assessing passenger ship terminals” can be considered as general guideline for the assessment of infrastructure investments in passenger ship terminals.
“Together we have used the project intensively for strengthening the position of the
ports, promoting awareness and acceptance among the people, pointing out the diverse strengths and advantages of marine transport and multi-modal transport. The
partners have supported each other in their projects, have mutually benefited from
recent experiences - cross-border partnership and collaboration at the highest level.
The added value of this collaboration will be further enhanced by the transferable
toolbox, with the aim to preserve and propagate the results and findings from the
cooperation. “
(Martin Nusser, Port of Switzerland)

Acceptability
Challenge:

Gain acceptance of the society for an infrastructural project

Measures:

 Define strategy and vision: clear project definition and presentation of the project, including a strategy and a vision
 Appoint benefits: reduction of externalities as main social benefit and economic impacts such as employment, value added need to be stressed
 Stimulate political support: political strategy should support the port strategy
 Involve stakeholders: integrating the stakeholders contributes to a target-orientated
implementation
 Extent communication: clear and comprehensive communication as a key success factor, external support helps to make the communication more professional.
 Cover social dimension: project committee (authorities, and representatives of the residents) as additional social action
 Offer compensation: programme to be offered in order to increase acceptance

Reference

In Liège, a modern multimodal platform with the ability to handle large volumes of cargo
by using barge services was to develop. From the initial steps of the project, the communication was structured and professionally conducted in order to avoid a public “misdirection”. Focus was on the professionalised communication and transparency of the planning.
The consideration of possible time delays because of exogenous factors are difficult to calculate. Time schedules should be set up with respect to interruptions that may occur.
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“A good communication at the very early stage of a project is of high importance. Port authorities have to set up a communication strategy towards the stakeholders and towards
the population. Thanks to a regular and an interactive communication the population is involved in the project and can feel concerned about it.”
(Anne-Sylvie Lonnoy, Port of Liège)
Multipurpose Use
Challenge:

Reach homogeneous cohabitation by balancing economic and social interests

Measures:

 Create partnerships: early commitment with operators simplifies the implementation
and increases the success, management support is vital
 Appoint project leader: early appointment of project leader as single contact person for
all stakeholders
 Enable cohabitation: port activity has to be well integrated in the sensitive environment
and harmonised with urban planning
 Involve stakeholders: participation of stakeholders as means for a smooth implementation
 Extent communication: exchange of information between port, local authorities and
stakeholders to increase transparency and acceptance.
 Create investment plan: necessity to control the costs of the project. An investment plan
should include the goals, objectives and guidelines for further asset management.
 Perform cost control: operational costs have to be monitored regularly to ensure financial
stability.
 Stress social benefits: increase in the welfare derived from the project should be presented

Reference

The specific situation of the extreme proximity to the main tourist attraction has forced the
Ports of Paris to develop a special concept integrating city and port interests. Core of this
concept is the combination of port activities at special time slots with the usage of the port
area for the population and tourists during daytime.
“The homogeneous cohabitation of economic and social interests is our challenge here in
Paris. One key factor for a focused approach is the good and strong partnership with public
and private actors. It allows to keep confidentiality about the project and decisions are effective. At the same time, the independency of subsidies on the long term is of high interest. Our
learning about the cohabitation between freight and pedestrians and the urban integration
is something additional we want to share with the communication about our project.”
(Manuel Garrido, Ports of Paris)
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City Distribution
Challenge:

Find new ideas and creative approaches for sustainable city distribution by including the port

Measures:

 Identify urban needs: knowledge about flow of goods and local demand as basis for the
assessment of urban trends
 Stimulate demand: developing new city distribution concepts requires creativity, workshops with different stakeholders contribute to identify potentials
 Create partnerships: cooperation with practical orientated partners secures the economic perspective and feasibility
 Collect ideas: thinking in all directions without limits as key to innovation
 Perform experiments: allow experimentation before starting the “real case”
 Develop scenarios: implementation based on the assessment of possible future events
and potential outcomes
 Take decisions: selection of scenario without losing the flexibility to react on different
circumstances
 Evaluate market needs: demand analysis as basis for further work steps
 Allow multipurpose use: multimodal platform should be designed for goods and passengers, restraints have to be identified and recorded
 Promote multimodality: promotion of different transport modes contributes to use all
existing capacities as efficient as possible
 Create a network: transshipment opportunities within the city should be analysed. Innercity transport solutions will gain importance due to increasing congestion problems
 Develop testing concepts: verifying concepts and finding bottlenecks has to be carried
out before the implementation. Test results should bring optimisation approaches

Reference

The objective of the Ports of Lille was to create a multi-modal urban freight platform based
on the logistics needs of the Lille area. The idea was to build a small hub for the bundling and
delivery of goods to various shops in the city centre. In the future, it should be possible to
extend these activities to other types of deliveries such as construction materials, health
products or deliveries of the e-commerce goods or even for reverse logistics (e-commerce
but also recycling, waste management).
“Thanks to the exchanges we have had with our partners, within the frame of the CCP21
project, we learned faster and we got a more accurately understanding of the urban logistics
question, especially on the opportunities that the waterways mode can bring. All our
achievements in the CCP21 project (studies, publications, communications, experiments, ...)
helped to legitimize our proposals further than our initial objective. At a such level, that the
urban community and the city of Lille, adhere now to our project of creating a dedicated area
for urban logistics activity in a whole part of the Port of Lille.”
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(Didier Lieven, Ports of Lille)
Reference

The Port of Brussels wants to promote city distribution by transport over water. In the centre
of Brussels, little space for new developments is available. The Port of Brussels demonstrates
that port activities and other urban activities can be combined. The port decided to focus on
creating a network of transshipment platforms along the waterway, for city distribution activities. Two larger platforms (hubs) have to be created in the centre and in the south and
should be connected through a chain of smaller transshipment platforms. The transport of
goods from and to the hubs and the smaller transshipment platforms can be done with the
innovative concept of a freight catamaran.
“In a project as such it is first of all of key importance to carry out a study to determine the
location of the platform (s). Besides, we have learned the importance of working on the infrastructure project and the operational aspects of it simultaneously. In our case we have
waited until the infrastructure works are almost finished, but it would have been better to
already involve potential operators in an earlier stage to get a better idea of how the hub
finally will be exploited.”
(Anthony Callens, Port of Brussels)

Freight Concepts
Challenge:

Think out of the box concerning the functionality of the port. Which new freight concepts
can be incorporated to the port activities?

Measures:

 Identify potential: potentials from changing market needs and new city distribution requirements have to be identified in close collaboration with the key stakeholders
 Develop smart concepts: before developing elaborate projects, existing concepts and
transfer potentials should be considered
 Assess feasibility: market trends, regulatory limitations, competitive landscape and
available resources should be assessed in order to decide on the feasibility
 Work out customer needs: requirements related to new concepts and sites have to be
identified in form of interviews and informal interactions
 Develop business case: a business case that respects financial and organisational aspects allows an assessment of the economic viability of the project
 Consider social costs: consideration of social costs will clarify if social aspects can support the project idea and realisation
 Perform tests: concepts should be tested under real conditions to identify open questions or barriers

Reference

Waterways in the Province as well as city of Utrecht are well distributed. The provision of
goods and the disposal of waste was taken up and linked to the port function. All this, by
respecting economical belongings of the city. Four projects were developed. In one project,
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an existing concept was redeveloped into an environmental friendly Eco-Ship. This ship can
transport goods on the tiny canals and is used for the disposal transport of the city. Another
project was the promotion of RoRo transport. The project was not successful because of no
fitting concept. Furthermore, a container terminal was planned. After an update of the market approach and interviews with stakeholders, it was found out that at the moment there
is not enough demand for a container terminal. However, the developed concepts still exist
and with an upcoming demand, they can be used once again.
“A sound business case needs a more permanently well-filled wheelbarrow. A large bulk of
cargo is easier to put in a wheelbarrow (e.g. gravel) and it is less volatile than smaller parts
(e.g. frogs). Frogs are harder to catch and they can again quickly jump out of the wheelbarrow during the search process. Therefore, start with finding a large bulk of cargo, possibly
smaller cargo can be put on later to really fill the wheelbarrow.”
(Anne Jousma, City of Utrecht)

“Think about the balance between social costs and social investment. In addition, it is important to determine what the alternative is when there is no port. Direct economic benefits (e.g. employment) are rarely representative of the social benefits. They are more in the
indirect economic effects and social effects (less congestion, less pollution). Then make public involvement / initiative always goes hand in hand with private commitment and build it
from two sides. Once the private commitment or public initiative fails, the project is no
longer viable. Spend the plan preparation early attention to the key success / failure factors
and involve environment and politics with it.”
(Hans Kraaij, Province of Utrecht)
Port Efficiency
Challenge:

Optimize existing procedures for a more efficient use of the existing infrastructure

Measures:

 Enhance data exchange: all transactions and exchange processes between the market
participants need to be concentrated on an IT-platform to increase the overall efficiency of port-related processes
 Improve pre-stowage: use periods with low handling volumes to prepare for peak periods, if the relevant container information are available
 Introduce E-Fencing: introduce approach control system to gain information about
movements of ships and optimise the logistical planning
 Allocate slots: instrument to increase the transparency of the activities/processes and
“door opener” for the implementation of a berth allocation system
 Introduce appointment system: continuation of a slot-management system to increase
flexibility, transparency and manageability. Basic requirement for a functioning system
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is the introduction of penalties in case of unannounced delays. The success of the system is highly dependent on the acceptance of the market participants.
Develop coordinating body: most far-reaching form of collaboration, as it comprises a
centralised steering of most of the processes. The positive impacts of a centralised
“authority” are comparably high, but as all participants have to give away responsibilities, the acceptance of such a system is challenging.
Support shuttle services: contribution to optimise yard capacities by transferring containers or empties to terminals with sufficient capacity
Perform repositioning: Same as shuttle services container repositioning contributes to
increase efficiency by avoiding redundant port calls (less congestion in peak times).
Test “Pick-up” services: smartest way of shuttling between terminals. Major obstacle
is the necessary commitment of the barge operators, which seems questionable.

 Coordinate port rotation: coordination as one of the key instruments to increase efficiency.
 Provide real-time data: means to support a better coordination of the port rotations,
but also other port-related activities like pre-stowage etc.
 Broker transport capacities: complementary function of a platform
 Develop technical specification: guideline for the technical specification is the core element of the proceeding. It plays a major role for the successful implementation of
the project.
 Involve relevant stakeholders: The involvement of all stakeholders is of interest for the
acceptance of the implementation in all belongings. Integrating the stakeholders by
informing and listening can give a benefit for a target-orientated implementation. As
the success of the platform is closely related to a strong participation of all relevant
stakeholders, it is necessary to involve all parties as early as possible e. g. by joint workshops etc.
 Foster standardisation: The higher the degree of standardisation, the less obstacles for
an involvement of the key stakeholders exists.
 Stay open for enhanced applications: The opening of the platform for enhanced applications can be seen as a second step in the platform development. If the first step has
been successful, there are various possibilities for creating additional efficiency and
attracting new customers e. g. by integrating other modes of transport.
Reference

As the southern Upper Rhine is the turning point for the upstream container vessels, most
of the RheinPorts terminals are affected by severe congestion and peak load problems.
This mainly applies to the availability of sufficient quay capacity, especially on peak days.
Therefore, RheinPorts worked on the implementation of a joint management system between the three RheinPorts partners Basel-Mulhouse-Weil in the container segment. Regardless the need to develop additional infrastructure capacities for the region, concepts
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for a more efficient capacity allocation seem to be an appropriate solution without large
investments. As a key instrument the specification for an IT-platform was developed.
“Participating in CCP21 was a great experience for us. On the one hand it was excellent to be
involved as a pioneer of cross-border cooperation and to discuss our issues, on the other hand
it was great to learn from other major inland ports in Europe about their problems and solutions. Together we managed to strengthen the inland waterway transport towards other competing modes of transport. Additionally, we could widen our network and we made new friends
within the partners in the project.”
(Manfred Gooßens, RheinPorts)
Message
The portrayed procedures and explanations can be used as a reference for similar challenges that modern
inland ports have to deal with. But: Each inland port has its own regional specifications which have to be
considered when using the toolbox. Therefore, processes have to be adjusted where necessary. For further information on the single projects within CCP21 and a deeper insight in the toolbox and its development, please visit the CCP21 website: www.citizenports.eu

6.3.3 Application to digital format (Web-Page)
In principle, the web-page application of the toolbox follows the same structure as the general toolbox
version – the presentation will be adjusted in order to become more illustrative.
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