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1. FACTS

1.1 The Atlantic Arch is composed of thirty eight regions, which are
part of five European Union Member States. All of these are
washed by the waves of the Atlantic Ocean (Fig. 1):
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1.2. Concerning land transportation and in the framework of the nine
Trans-European Transport (TEN-T) corridors, two main axes serve
the Arch Region: (a) the Atlantic Corridor and (b) the North Sea

Mediterranean corridor (Fig. 2).

1.3. As far as Maritime ports are concerned the following are
included in the Core Network:
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1.4 The share of the European Union exports and Imports by

maritime transport is over 85% of its production or consumption.
From that tonnage share, roughly 75% are moved by the ports of
the so-called “northern range” covering the area from Le Havre
to Hamburg. This means that a very important share of traffic
bound to Europe from the United States to the Panama area or
from Brazil or Africa goes to the English Channel. The same also
happens with traffic coming from Asia and bound to Europe
which still goes through the Strait of Gibraltar bound for the

Chanel (English/La Manche).(Fig.3 and 4)This Channel, in spite of

all the technical progress in terms of safety and safe and efficient
traffic management, still bottlenecks traffic flows and particularly
within the Dover Strait area leading permanent concerns over
the number and/or tonnage of the crossing vessels.

1.5 There is a regular flow of ships involved in the “round-the-world
trade”. Nevertheless those ships are limited in their dimensions
and characteristics to the ability to go through the Panama Canal
locks (the basic constraint existing in the Pedro Miguel lock). This
connection (Fig. 5) is, at the moment, limited to “Panamax” size
ships which for a container vessel represent a 4.500 TEU load.
With the opening of the new locks foreseen for 2015, the
“Panamax” size will go up to 12.000 TEU. (Fig.6) Nevertheless it is
important to stress that a container ship of 14.000 TEUs is
nowadays ordinary and some ships of 18.000 TEUs are already
operating and more on orders. Nevertheless, the investments
required for ports to be able to accommodate this jumbo size
ships is one of the key factors limiting their generalization. In
general, it is considered, that the 14.000 TEUs size will remain
the upper limit for current operations and even an 8.000 TEUs
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Main Maritime Shipping Routes
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capacity is more fashionable in the present economic scenarios
and trends.

1.6 Concerning both the European Far-East trade and the America’s

East coast trade, the two existing canals (Suez and Panama) are
fundamental. The world seems to be divided in two areas of
influence (Fig. 7). Whilst the Suez Canal is instrumental to all
origins and destinations west of the Malacca straits area, the
Panama Canal will command all traffic supporting trade
originated in the Pacific Coast of Americas, from Japan and
Koreas as well as from northern China ports.
It is also expected that the increase in Panama’s lock capacity will
have a direct impact on the size of the “round-the-world”
container trade vessels.
As one may see in the picture, neither the quantity of traffic nor
its origin (Panama or Suez) appears to be relevant to the “La
Manche”/English Channel entrance area. The eventual
bottleneck being related to the safety constraints in the Dover
Strait.

1.7 With global warming and Climate Change impacts, the
modifications on the so called “Northern sea Route”, appear to
point to a larger use of this route in the future, both time wise
and quantity wise, as the distance from Asia range ports is
reduced by 30%. Nevertheless one must take into account the
safety constraints of the passage, a seasonal closing of about 6-8
months a year and the need for an excellent international traffic
management and winter navigation assistance. The use of this
route would not change much on the ports to be used as the
main landing area would be in the North Sea (both Norwegian
and Northern range” ports) (Fig. 8)



Carte stylisée des principaux trajets desservis par les canaux de Suez et de Panama.

Trajets desservis par le canal de Suez Trajets desservis par le canal de Panama

Fig. 7
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1.8 The Tonnage carried by shipping has been growing steadily
(Fig. 9), the most relevant growth being containerized cargo
(Fig. 10) and within the containerized cargo that being carried by
the largest container vessels. This fact allows establishing a
correlation between the size of container vessels and the growth
in container trade, the growth being mainly related to external
trade (Fig. 11).

1.9 As a consequence of the enormous growth of European trade

with China, - Europe is still the largest trading block in the World
— the Chinese shippers are looking for trading posts/trade
counters (Fig.12). They are already installed in the port of Piraeus
and have acquired space in the port of Rijeka (Croatia) and in
Iceland. The latter has the potential to become an important
post, in particular if used in connection with the use of the
“Northern Sea Route” (even if seasonal traffic only)

1.10 The increase of pollution at Sea as a consequence of the traffic
growth is very expressive. Ships usually burn highly polluting
fuels, particularly in terms of SOx, NOx, C02 and particulates.
The resulting negative consequences can be mitigated using four
main types of technical solutions; (1) use of high quality marine
gas oil (MGO) — but the price is very high; (2) use of scrubbers,
the problem is that this is not a fully mature technology yet,
leading to some constraints in their use and still requiring
research for optimized working solutions; (3) use of methanol,
which shows some weaknesses in relation to both reliability of
supply and stability of prices and (4) The use of LNG (liquefied
natural gas) almost a perfect solution but whose prices vary
between US$ 4/ton in the US and US 24$/ton in Japan, (with an
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intermediate price in the EU of app US$ 14). These values reflect
highly changeable orders of price magnitude that oscillate in
time and much varies in relation to the consumption area — In
short prices are not defined by a global market demand such as
for oil.

In relation to the environmental consequences and the required

reduction of emissions, IMO (International Maritime
Organisation) has already defined (in the MARPOL Convention)
two maximum values for Sulphur emissions - according to the
geographic regions where to be applied: 0.1 ppm (in weight) on
the denominated SECAs (Sulphur Emission Control Areas) from
beginning 2015 and 0.5 ppm (in weight) from 2020 for the rest of
the Word. (Fig.13)

In Europe the countries of the Baltic Sea, of the North Sea and of
the English Channel are part of the SECA area as well as the East
and West Coasts of the United States and Canada. (Fig. 13) shows
the European SECA area where controlled emissions will be in
force from January 2015.

1.11 One of the problems created by the use of LNG refers to the
refueling of ships and to the geographical location of the ports
where refueling is available. Roughly, the refueling range for
ships and the network of refueling ports should be very close to
the network that in past times was supplying coal.

1.12 Evidently there might also exist technical problems in refueling
stations, but they seem to be under control as the use of LNG in
land e.g. district heating is a quite well known technology.
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Refueling may be done through a refueling barge or a truck or

through small pipelines in the port area.

1.13 With a view to guarantee both adequate supply and economies
of scale it seems advisable to add industrial and district heating
uses to the foreseen capacity required refueling ships.

1.14 LNG is carried out in the liquefied state at -170 degrees
centigrade in special ships, barges or trucks. It is during the initial
liquefaction process of the natural gas that particulates, different
impurities and the Sulphur precipitates, deposits and thus are
eliminated.

There are strict safety rules for the refueling operations; the
most demanding refer to Cruise or Ro-Pox vessels where
passengers are involved.

1.15 Maritime operations to be carried out between the United
States and Europe demand, in standard conditions and in the
present state of technology, a refueling point midway is
required, thus in the middle of the Atlantic hence the
Archipelago of the Azores. Concerning the shipping lanes to
South America (Brazil) and West Africa, those will be looking for
refueling points in Madeira, Canary or Cape Verde islands.

1.16 Concerning mixed routes — SECA and non-SECA — an optimal
refueling strategy is not yet defined globally. Certainly specific
solutions exist in a case by case approach.



2. OBJECTIVES

2.1 The analysis performed in this chapter is not intended to define
the entirety of specific measures that each one should adopt in the
future but rather the set of measures common to all and each and
every one of the regions must adopt in order that a homogeneous
situation is reached over the entire Atlantic Arch.

Evidently that although the specific position of each port depends on
the political vision of its own management, it is nevertheless
important that all ports agree on a common base line position that
not only guarantees a consistency on the support to shipping all over
the Arch but acts as a global value added for each one of the parts
(ports/regions) of the Arch as well. This phenomena quite common
on tourism e.g. the global promotion of a region helps (adds value) to
each one of its parts (cities, areas, etc.); should also be used in here.

2.2 The key global objectives to be commonly pursued are the
following:
1) Safety — common safety standards within the entire Atlantic
Arch Maritime space;
2) Efficiency - compatible efficiency indicators of the logistics
chains going through the ports and other multi-modal centres
within the Arch;
3) Environmental Protection — over the entire maritime space
and ports of the Arch;
4) Growth and Dissemination of the knowledge over the three
above issues (including Research, Training and Education and the
development of knowledge networks)
5) Professional Certification — continuous qualification of the
human element part of the logistics chains



2.3 The global objective for the definition of a strategy for Maritime

Transport on the European Atlantic front is to secure economic
growth for the Union and simultaneously prosperity for those
regions being part of the western European seafront which are
all currently peripheral to the more affluent central regions part
of the so called “blue bananat’ (Figl4).

2.4 One of the difficulties to be sorted out results from the existent
distance between the western façade of the “blue banana” and
the Atlantic façade proper. The land transport (both Railways
and Road) available has to bridge gaps of several hundreds of
kilometres between those ports of the Atlantic façade and
Europe’s most industrialised area. This raises the costs of
production for products which either result from the
transformation of raw materials arriving by maritime transport
through the Atlantic ports or to the transport of finished
products bound for the peripheral areas.

2.5 The commitment to transport efficiency objectives is of the
essence for the ports of the Atlantic façade as it is fundamental
for the area that the global costs of transport are reduced. To
attain this objective, a common role must be played by all ports
whether on the Comprehensive or on the Core network and
whether those ports are transhipment ports or gateway ports
(hinterland access) or have both functions.

2.6 As the European Maritime Space is the unifying element for an
otherwise very long and discontinued coastline (the largest in the
world), the existence of a large number of gateway ports with
very good hinterland connections that may feed smaller vessels
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calling the large hub ports specialised on transhipment — giving
rise to a massive use of vessels on this short sea trade.

2.7 The short sea trade fleet needs to be both efficient and compliant
with the new regulations — it must be equipped with the latest
technologies for reduced energy consumption and emissions as
well as general ships’ performance. The building (or retro-fitting)
of these vessels in Europe, largely depends from a concerted
action transport/industry/trade which inter-alia targets the
Eastern Shipyards dumping practices

2.8 Concerning port efficiency, it is required that each and every port
is equipped with a single window system interoperable with the
other interacting systems and allowing for full scale integration
and developing logistics services on the global transport chain

2.9 It is essential to guarantee the good interfacing of these ports
with the TEN-T Corridor system (9 intermodal corridors), starting
with those more closely connected to the Atlantic Arch Region.
These interfacing and subsequent integration will unfold based
on the interoperability of technical governance systems

2.10 The development of a single European Maritime Space must be
targeted to support the intra-European maritime trade (short sea
shipping) as well as (with specific rules) those which connect us
to the external markets (deep sea and short sea trades)

2.11 Tapping on the potential of a new special trade agreement with
the United States (Atlantic Partnership for Trade and
Development) requires to fully exploiting the possibilities and
characteristics of the Atlantic Arch ports. This entails that those



ports must be able to interoperate / to interconnect with
Canadian and USA ports as well as with North American security
and operational requirements. Furthermore they shall have to
comply with all international conventions’ requirements in force

2.12 Since it is not possible or even recommended to impose on a
strict technical way — how precisely to reduce emissions and
comply with Sulphur restrictions (see 1.10) or which one of the
four technical alternatives to choose for everybody — it will be
the responsibility of each actor (shipowner, etc.) to choose the
best fitted solution (technical, economical) to his own case (ship,
fleet). Authorities need to fix the objectives and leave the choice
of the means to achieve them to the industry.

2.13 Concerning air pollution, of the 5 Oceans, the Atlantic appears
to be the most polluted one, particularly on its Northern
Hemisphere part where the density of maritime traffic is larger.
This is easily detected using “remote sensing” techniques which
plot those routes with higher degree of air pollution. Given the
air pollution concentrations in the Northern Atlantic routes one
may see how beneficial it would be if the SECA limits would apply
to it.



3. ACTIONS

3.1 The first priority on safety concerns Surveillance and Traffic

Management alongside the whole seacoast of the Atlantic Arch.
The reliability of the whole VTMIS system must be guaranteed:
each and every system must be operational and information
exchange must exist.

3.2 IMO Conventions must be fully observed over their entire
application area: ports, ships, at sea, human element, etc.

3.3 One of those Conventions is the so-called STCW (International
Convention on Standards of Training, Certification and Watch-
keeping for Seafarers) which sets the minimum standards for the
training of Officers and Ratings. Within the Atlantic Arch the
competent authorities must ensure their application and should
focus on the effectiveness of the harmonisation of that
application — which may be translated in MOUs (Memoranda of
Understanding) and cooperation protocols.

3.4 As one of the objectives is the reinforcement of trade and
cooperation ties with North America (USA and Canada), the
corresponding cooperation on the application of IMO standards
needs to be reinforced. The cooperation needs to be extended,
at a later stage, to cover the remaining American countries
(Brazil, Mexico, Panama, etc.) and Africa following the sequential
order of trade exchange importance. Harmonisation of Standards
is the key objective so that a given level means/has exactly the
same content everywhere.



3.5 One of the other International Conventions is SOLAS (Safety Of

Life At Sea) which has defined standards aimed at ensuring the
improved quality and safety of the ships. This Convention was
triggered by the accident of the Titanic. With the expected traffic
increase as a result of deeper Atlantic trade ties, this Ocean will
gradually be losing its characteristics of deep and open sea to
become progressively a “Mare Nostrum”, that will entail more
and better surveillance and safer ships

3.6 The Paris Memorandum of Understanding on Port State Control
(M0U on PSC), regulates the Inspections performed by the
signataries (States) to verify compliance with the relevant
International Law, such as STCW, SOLAS and MARPOL.
Throughout the Atlantic Arch there must be an harmonised
application of the Memorandum rules.

3.7 IMO FAL Convention (on Facilitation of procedures) namely
addresses transmission lists for crew, passengers and cargo. It
aims at the facilitation of transport and trade through the
standardisation of those forms (in paper or digital form). It must
be strictly complied with as it is a key component of the
efficiency of interaction in ports and therefore fully linked to
their productivity.

3.8 IMO MARPOL (International Convention on the Prevention of
Pollution from Ships) deals with environmental protection. Its
harmonised implementation must also be guaranteed.

3.9 On European ports it is fundamental to guarantee the application
of EUs Directive 65 on Ship reporting so as to secure a smooth
flow of goods through the transport chain.



3.10 Surveillance systems such as VTMIS guarantee the protection of
the Economic Exclusive Zone at Sea. Together with the port State
Control system they guarantee adequate safety levels for
Maritime Transport exerting their right of “innocent passage’t.

3.11 VTMIS services are a set of civilian activities that may be
connected to coast guard type of functions. Good interaction
with neighbouring states is fundamental thus frequent joint
training is advisable.

3.12 Throughout the action one of the main highlighted targets is the
performance of the logistic chains. This is the reason why
physical connections between ports and their hinterlands are so
important as well as the harmonisation of processes and
practices connected to the functioning of the logistic chain,
thereby guaranteeing the interoperability of communication
systems connecting to the customs, phyto-sanitary, veterinary,
emigration, logistics...

3.13 The United Nations Convention on the Law of the Sea (UNCLOS).
This convention provides an holistic approach to the regulatory
activities concerning the Sea and aims at setting the basis for an
adequate balance on the integrated management of marine
resources. The organisation of workshops, seminars and regular
meetings between the Faculties of Law and marine stakeholders
should be actively promoted. Those meetings should provide an
open forum for exchange of views on regulation and new
problems and could take place on inter-regional meetings
complementary to international conferences. That would
contribute to find consistent answers to practical problems



either specific to a given region or common to a set of
neighbouring regions.

3.14 The development of partnerships between ports of the two
sides of the Atlantic should be stimulated in order to promote
convergence on good practices for port or maritime operations.

3.15 Maritime transports to the United States must comply with a
systematic scanning of containers for security reasons. Many
European ports already own those scanning systems but their
use should be further generalised starting with the core Network
ports. In order to better integrate the system in the port
operations and guarantee better efficiency ports may celebrate
cooperation protocols with Universities and Innovation centres.

3.16 The good integration of the logistic chain with the hinterland of
each port needs to be made more fluid inasmuch physical
connections (rail/Road) and processes are concerned (shippers,
forwarders, etc).

3.17 Ports of a macro-region or of several regions together should
have “embassiest’ on their important forelands in order to
maintain and increase the fluxes of trade with those regions.

3.18 The Northern Atlantic Area is not afflicted by piracy actions.
Unfortunately, those exist in the Gulf of Guinea and in certain
areas of the Caribbean Sea. It is important to find cost effective
ways to guarantee safety and security in those areas. Europe is
heavily dependent on the trade routes passing through the Suez
Canal, Piracy acts are common downstream of the Canal off

Somalia coast. The European Union cannot ignore Piracy and



security issues as the safety of its large fluxes of external trade
depends on it.

3.19 When looking for safer alternatives to the ports of the Gulf of
Guinea, the European ports in the Macaronesia region and those
of Cape Vert should be considered.

3.20 The Atlantic Arch regions own many knowledge and Training
centres. Those should be stimulated to work together forming a
network. Education is of paramount importance it must be
secured at all levels and constantly.

3.21 Hinterland Rail Connections must allow for 750 meters trains
instead of the current 350 to 400 meters in length.

3.22 It is necessary that logistic platforms exist on the hinterland
close to the large urban centres as those concentrate
consumption and production potential and needs. Ports and
cities should then joint-venture to create those logistic
platforms.

3.23 China is looking for allies in the European Port network. The
modalities of association vary, the least interesting seems to be
the sale or concession of the land needed for the building up of
logistic platforms in the port areas or on their hinterland.

3.24 When looking at the Far East one should not focus only in China
forgetting other such as India, Japan and Korea which represent
very interesting forelands for the European Ports.



3.25 The most interesting foreland for Europe is the US which is

already responsible for more than 25% of the European External
Trade and as an enormous weight on World Trade.

3.26 For Europe the South Atlantic area represents a fundamental
energy resources source. Atlantic Arch ports are on the front line
for the reception of their fossil or other fuel types.

3.27 European Union countries need to be able to export their
products for far distant countries within the global market
henceforth the importance of efficient maritime transport, ports
and foreland intelligence.

3.28 European Maritime fleets must be renewed. The average age of
the fleet is too high. One must stimulate renewal of the fleet
using the more innovative shipbuilding technologies.

3.29 Short Sea Shipping represents a major opportunity for the
Atlantic Arch which needs to lubricate their ship/port/hinterland
interface.

3.30 Knowing well the ecological footprint for each ship is important
to preserve the environmental quality for maritime transport.

3.31 Regions and Countries of the Atlantic Arch need to secure a
larger presence of their own shipowners on the European fleet.

3.32 Port Efficiency depends enormously on the available equipment.
A particular effort should be made to modernize port equipment
with a view to reduce port handling time hence costs (both in



time and monies) of multimodal transport operations which

include a maritime leg

3.33 It is important to guarantee that within the Atlantic Arch, both
port administrations and Universities participate in consortia
developing European projects involved in the upgrade and
modernisation of Maritime Transport

3.34 Each port’s competitiveness must be permanently monitored
and evaluated with a view to guarantee systematic
improvements of service

3.35 Ports should stimulate the activity of their port communities as
key tools for the definition of ports management and
investments policies

3.36 When their “size” permits, Ports should preferably adopt the
“landlord port” model. Consequently a consistent model for
concessions needs to be developed. Both concepts/tools aim at
increasing the efficiency, productivity and effectiveness of the
port.

3.37 Concerning Europe which continues to be the largest world
trading block, there is a vast array of origin and destination of
cargoes. To properly serve trade transport networks that serve
shippers should be developed. In order to plan those, the cargo
concentrations (origin and destination) must be properly
identified. In this process it should be born in mind that transport
operators’ choices will always be final transport costs’ driven



3.38 It will be advantageous for large ports to celebrate alliances and

joint ventures with other ports all over the world.

3.39 To better exploit all the potentialities of maritime transport it is
of the essence to guarantee their fluid an effective integration on
the land transport network.

3.40 Conflicts may arise from land ownership or building grounds or

accesses to the port issues, between Port Authorities and local
authorities. On these and other matters such as on
environmental impacts (noise, dust smoke, fumes, smell, etc)
resulting from Port operations, it is fundamental to build a good
relationship between these two types of authorities.

3.41 To develop (and keep) commercial relations with new (or
existing) forelands it is important to be present in different types
of international fairs. Small ports cannot cope with the costs
related to the participation in many of those fairs. To overcome
this problem, a cooperative participation, i.e. National or
Regional, should be sought instead. The important thing is to be
present where there is business potential — Cargo or passengers.
Main fairs are those dedicated to Logistics and Cruises.

3.42 Transatlantic links to the United States are a priority but those
connecting EU countries to South America and Africa cannot be
forgotten.

3.43 Nowadays and from a geopolitical viewpoint the Atlantic is a
peaceful Sea. This priceless reality should be properly used to
spur Growth and Trade.



These forty-three actions are important by
themselves, but equally important is the
awareness that decisions concerning their
implementation was taken. The dissemination of
information is of the essence.


