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IMPROVING THE REGIONS’ MARITIME ACCESSIBILITY: 
A CHALLENGE FOR EUROPE 

Memo for those attending the seminar in Gijón on 15th April 2011 

This document contains a series of recommendations which, in the CPMR’s opinion, might provide 
European institutions with inspiration when drafting future EU policies on the development of 
maritime transport. 

The papers and discussions at the seminar will extend these preliminary thoughts. 

1 – Maritime transport must benefit from specific incentives because it reduces the carbon 
footprint of European transport as a whole and decreases congestion on Europe’s roads: 
intra-European maritime transport must be expanded  

As highlighted in the White Paper on the future of transport published by the European Commission 
on 28th March 2011, too many goods arriving in European Union ports are carried to their final 
destination over long distances by truck. This causes significant congestion around major cities and 
across sensitive areas such as mountain ranges.   

Maritime transport remains the most energy-efficient form of transport per unit carried and creates 
the lowest level of greenhouse gas emissions and other forms of pollution. At sea, a ship is both a 
means of transport and the corresponding infrastructure.  Measurement of greenhouse gas emissions 
must therefore integrate both these dimensions when comparing shipping to terrestrial modes of 
transport. A comprehensive calculation of the external costs of the various modes clearly shows the 
advantages of maritime transport in certain situations. The sea is a pre-existing network and the ports 
and their terrestrial interfaces require much less investment than the building of new terrestrial 
transport links. 

The CPMR believes that the White Paper does not draw all the possible conclusions from these 
observations and it is calling upon the European Union to promote a massive shift of freight transport 
from road to sea and the various forms of co-modality that integrate a maritime dimension. The 2011 
White Paper showed great ambitions in this respect by creating the Motorways of the Sea. Even 
though the system has not yet achieved the success it was hoped, a strong political message must be 
carried by European institutions and a new stage must be reached. 

Nobody would deny, however, that maritime transport must also reduce its own carbon footprint 
and, more generally, improve its energy and environmental efficiency. The maritime Regions are 
aware of the efforts required to achieve this. They consider that, in addition to technological progress 
(in fuel and engines) or the possibilities resulting from the carbon market, it is an improvement of the 
logistic chain and an increase in maritime freight volumes that will provide a unitary reduction in the 
carbon footprint. Putting more trucks, containers and other goods on ships will ensure that they are 
better filled, thereby reducing the footprint of each unit carried. Maritime transport must be 
expanded to make it more “sustainable” and more economically viable.  
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The European Union must take account of the shipping sector’s ability to take very effective action to 
reduce greenhouse gas emissions. The most effective technologies such as the fuel cell will only take 
over from current means of propulsion in the medium term. It is vital for the shipping sector to have a 
medium and long-term political vision so that it can direct its investment choices towards innovation. 
Particular attention must be paid to the requirement for economic balance within the sector to avoid 
any interruptions to innovation. 

The maritime Regions are watching with interest the efforts currently being made by the Commission 
and Council to set up a blue belt that would reduce the administrative, documentary and other 
(Customs) formalities which penalise intra-European maritime transport. Yet they consider that a 
major long-term issue, viz. more sustainable transport, deserves EU investment to promote 
shipping in a manner that goes far beyond simple improvements to the Single Market in this 
respect. 

2 – Improved regional accessibility by sea must become a priority in European transport 
and regional development policies: Europe’s port infrastructure must be more balanced, 
better served and more dynamic 

The Trans-European transport Network should be reviewed, based on a dynamic, proactive approach 
to improving territorial accessibility. There is a need for more than the mere strengthening of the 
existing framework of ports based on major ports that would be integrated into a core European 
network. Such a concept would not, for example, have allowed the port of Gioia Tauro in Calabria, 
which was created from scratch by political willpower, to become one of the main transhipment ports 
in the Mediterranean in just fifteen years. 

The economic and financial crisis, and its impact on public budgets, does not make it acceptable to 
abandon the idea of developing a balanced, “polycentric” European port framework that would 
enhance each of the Community’s seaboards. 

Instead of strictly applying the arithmetic criteria tabled by the European Commission in the 
methodology document published in January 2011, the Regions recommend a more strategic 
approach based on both the improvement of accessibility in the medium term and a more 
“geographical” concept that would strengthen the capacity of ports along sections of coastline that are 
notoriously lacking in port infrastructures. 

A map needs to be produced of the core “static” port network meeting only those criteria put forward 
by DG Move. It would show only ports with freight traffic representing more than 1% of the traffic in 
Europe as a whole. It would be easy to see the unacceptable under-representativeness of certain 
seaboards that are missing on the map because they have no major harbours. 

It is up to the European Union to define a map of a port framework based on criteria other than the 
current tonnage-related provision e.g. demographic and geopolitical development of Europe and its 
neighbours, reduction in carbon footprint, maritime accessibility for outermost territories etc. The 
notions of a core network and a comprehensive network are meaningless unless: 

- The ports in the core network are selected on a prospective, geographical basis (providing a 
service or a maritime basin or sub-basin); 

- The hierarchical relationship between a core and a comprehensive port does not result in 
preferential treatment for one of the categories as regards the amount of European co-funding. 

Moreover, the Commission proposes to grant the status of “core” port (i.e. visibility on the map) only 
to those ports that are engaged in extra-European trade. This option is, again, questionable. Should the 
TEN-T not also be a tool to promote intra-European trade and, therefore, intra-European maritime 
transport? The approach based on large multimodal corridors, which the Commission rightly wants to 
take into account when designing the “terrestrial” section of the TEN-T, is perfectly compatible with a 
polycentric port network. It should enable support for a group of dry ports and multimodal platforms 
that provide an active interface between the maritime and terrestrial networks. 
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As the CPMR has always said, Europe cannot allow itself a two-speed TEN-T, and this applies equally 
to the section of the policy applying to ports, with core ports assisted by the TEN-T budget on the one 
hand and, on the other, ports in remote areas receiving assistance through the cohesion budget. A 
funding framework is required, based on multiple criteria and multiple funds, to adapt the level of aid 
to the diversity of the territorial situations. Only then will the principle of territorial cohesion be 
upheld. This undoubtedly presupposes the launch of a “statistical project” to lay down the criteria. 
The CPMR is therefore calling on European institutions to commission a study with a view to 
prospective analysis of territorial accessibility, integrating the maritime component of accessibility 
fully and completely. 

3 – What financial resources are required for infrastructures to promote a renewed 
maritime aim? We have to look at maritime flagging for European infrastructure funding 

European grants are part of the solution. It is up to the European Commission to table budgetary 
forecasts that meet the maritime challenge facing us during the next post-21013 programming period. 

During the current programming period, maritime transport and ports receive only 0.8% of the TEN-T 
budget. The transport section of the cohesion budget (ERDF and Cohesion Fund) devotes less than 5% 
to investment in ports. 

A clear maritime priority should therefore be “mandatory” when implementing “conventional” 
instruments. The current regulations on ERDF, Cohesion Fund and TEN-T allow for the co-financing 
of maritime infrastructures in both convergence and competitiveness regions. However, under the 
terms of the principle of subsidiarity, the responsibility for prioritising the maritime sector (or not) lies 
with Member States and Regions. With a few exceptions (such as Spain and Italy as far as the 
Structural Funds are concerned), the States and Regions have preferred other modes of transport.  

The CPMR would like to see the idea of introducing “maritime earmarking” included in the 
regulations for the aforesaid European Funds.  

4 – What place is there for the OMRs and islands in the future TEN-T? We have to consider 
Europe’s outermost regions as advanced bridgeheads vis-à-vis the “rest of the world” 

The mechanical application of the criteria proposed by the European Commission for the definition of 
the core network immediately excludes Outermost Regions and islands. Yet the conditions set out in 
the Treaty state that the TEN-T must see these territories as a priority. For these regions, the concepts 
of hinterland, intermodality or multimodality should be seen from a specific point of view.  

In a comprehensive coherent package (“TEN-T /cohesion / support for transport infrastructures”) 
and in an a la carte approach to support based on territorial characteristics as suggested above, the 
criteria of extreme remoteness and insularity should, of course, create a high level of priority and the 
regulations applied to the funds should state this very clearly. The geographical and economic 
situation of these Regions is such that they are forced to be net importers of goods, so that imports far 
outweigh exports. The imbalance makes these territories relatively unattractive for operators of 
maritime transport. 
Yet here again, the CPMR is asking European institutions to introduce an “offensive” dynamic 
approach. There should be synergy between the “external” section of the TEN-T and the maritime 
basin approach that is part of the EU’s Integrated Maritime Policy and the European transnational 
territorial cooperation programmes. Community measures should be designed to enable European 
Regions in the West Indies, the Indian Ocean, Macaronesia and the Pacific to better enhance their 
advantages as European bridgeheads vis-à-vis the other continents. Feeder and transhipment systems 
can be developed in these maritime basins, making it easier for them to become part of the 
comprehensive shipping map and to be served by container (and other) large volume freighters.  

In addition to the TEN-T and structural funds, particular attention should be paid to the OMRs and 
islands when reviewing the Marco Polo programme from which they are actually excluded at the 
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present time. The guidelines on State grants for maritime transport must also be developed to 
facilitate aid for new maritime services with neighbouring third party countries. 

5 – How can we encourage maritime transport services? Looking forward to a European 
economic interest service for maritime accessibility 

Community instruments are already available to encourage a change in modes of transport and give 
preference to shipping. They also support the launch of new maritime routes and services: Marco 
Polo, “coastal shipping” regulations for services to islands, and the Motorways of the Sea in its 
“Services” section.  

The CPMR considers as relevant the considerations and initiatives in support of a European Ecobonus 
scheme and it would like to know what proposals have been tabled, or will be tabled, by professionals 
in this respect, for example as part of an extension to the current Marco Polo programme: more 
focussed on the reduction of the risk involved in the development of new projects. 

Further to the paper adopted on 23rd March 2011 by the European Commission, the CPMR is also 
asking players to send it any proposals that it might defend with a view to advancing the framework 
for State aid to general economic interest services, the aim being to improve the maritime accessibility 
of the most remote and insular territories.  

The CPMR would like to thank the European offices for the promotion of Short Sea Shipping in 
advance for any contribution in these fields, since it considers that there is significant crossover 
between the interests of maritime Regions and the interests of players in the short and medium 
distance maritime transport sector. 

6 – What contribution can maritime transport make to the 2020 strategy? Contributions to 
ports, technology and shipbuilding will be decisive factors in the success of “blue growth” 

Achieving the objectives set out in the White Paper on the future of transport requires considerable 
investment in a series of industrial sectors and in R&D. The CPMR is inviting the European 
institutions to consider maritime investments as one of the components in the 2020 strategy and to 
identify them explicitly as a specific budgetary sub-heading in the next multi-annual programming 
period.  

The emergence of a real European industrial maritime policy will require efforts in human resources, 
with the support of the Vasco da Gama programme, to encourage mobility among young people 
working in these sectors. The European Commission’s Directorate General Mare is asked to propose 
the forms that this European industrial maritime policy might take as soon as possible, in partnership 
with the other relevant Directorates General and agencies such as the Maritime Industries Forum. 

7 – What is the intelligent solution to sulphur levels in marine fuel? The European 
approach must take account of economic realities  

The application of Appendix VI of the IMO’s MARPOL Convention imposes very different constraints 
on ship owners as regards the limits on sulphur content in the fuels used, depending on the zones in 
which they operate. Shipping in the Baltic, English Channel and North Sea will, by 2015, be operating 
with fuel costs 70% higher than those in the rest of Europe. The competitiveness of maritime transport 
will, of course, be severely penalised. According to the scenarios already studied, the result could be a 
15% to 50% fall in the volume of cargo carried by ship, leading inevitably and mechanically to the 
closure of a large number of maritime routes and services. In addition to the operating costs, there will 
be a substantial fall in the merchantable value of the ships because the additional costs involved in 
integrating the equipment required to operate using sulphur-free fuel will not seen as justified by ship 
buyers operating in zones not subject to such constraints.  

This is a paradoxical situation in which regulations designed to assist sustainable development have 
the perverse effect of generating a “backward step” to road transport, thereby going against the 
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overall political consensus in favour of maritime transport and the need for sustainable mobility in 
Europe. 

8 – How can we fund a European maritime/port package that meets the challenges? 
General consideration of the issue is required 

All the above ideas and proposals obviously have a financial impact. 

European, national and regional budgets over the next few years will not show strong growth. 

It is, therefore, probably the application of the “polluter pays” principle to road transport, now called 
the “internalisation of external costs”, that would constitute one of the main sources of public funding 
for the maritime transport economy. 

The negotiations between the European Parliament and the Council on the review of the Eurovignette 
Directive are currently focussing on the question of “earmarking”. The States are opposed to the 
allocation of income generated by road tolls solely to the transport sector. 

The CPMR is interested in any argument that might enable it to bring a regional view to bear on these 
questions. However, as long as the European port network remains inadequate in terms of services to 
outermost regions, they will be penalised by the across-the-board application of a stronger 
Eurovignette Directive that is even more restrictive (at present, tolls are optional). The road routes to 
these Regions will always be longer and, therefore, more highly “taxed” than the routes to Regions 
located close to highly efficient ports. 

This is a further illustration of a situation in which a European policy that is praiseworthy in terms of 
sustainability would actually penalise regional economies handicapped by geographical 
considerations. 

9 – Developing the synergies between the supporters of sustainable maritime 
accessibility: “the Gijón Declaration” 

At its meeting in Caen on 11th February, the CPMR Political Bureau wanted to develop relationships 
and partnerships between outermost maritime Regions and the other European players that come 
together to discuss the ideas mooted in this memo. 

The European Commission, European Parliament (including its Seas and Coastal Areas Intergroup) 
and the European Council are faced with the difficult but motivating task of tabling a “package” of 
measures in favour of maritime transport for the next programming period. 

The Gijón Declaration presented on 15th April 2011 will suggest the pooling of the skills and energies 
required to provide EU institutions with the components they need to ensure the success of this 
objective. 

 


