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Abstract

This paper discusses the politics and economics of developing European coastal, short sea and inland shipping, particularly within the context of the trades of the British Isles. Essentially, the problem is one of balancing the economics of the open market for coastal shipping with the interventions of transport policy. The contention here is that shipping can play an increasing role in domestic and short-sea trades, as well as contributing to the environmental objectives of sustained mobility, if the contradictions of politics and economics can be resolved.

The transport concerns of the new millennium continue to be shaped by road gridlock and all its associated negative impacts – accidents, pollution, road surface damage, road building and replacement costs, declining transport productivity, rising transport costs. In addition, concerns over maritime safety, necessitate increased regulations on maritime standard, particularly in the tanker sector. Catastrophic events such as the Exxon Valdez and Erika oil spills have placed a major emphasis on safety in the marine environment. Against the increased regulation is balanced the need to achieve competitive advantage in these rigorously contested trades. In Europe, the recent EU Transport White Paper offers significant opportunities for member states to actively encourage a modal shift from road to more sustainable transport, namely rail and water. The EU has realised that shipping can make a significant and positive contribution to the transport problems by reducing the tonne-kilometre measurement of road haulage activity on European roads. Policies conducive to coastal and inland shipping are beginning to have an impact in Europe. The emphasis on large scale projects such as the Trans-European Transport Networks (TEN-T), however, may not always prove compatible with coastal and inland freight flows. 

Finally, this paper aims to demonstrate that conventional coastal and inland shipping can achieve an enhanced role in the transport economy if the inherent economic advantages of shipping can be matched by complementary transport policy. The rationale for this is based upon the following:

1) The imminent gridlock situation in Britain and Ireland demands serious consideration of the shipping alternative; 

2) Britain and Ireland have both neglected and undervalued shipping in the national agenda, particularly in contrast to Continental European trading partners; 

3) Shipping can achieve a greater participation in the British and Irish transport networks; 
4) Shipping can make a much larger contribution to the environmental objective of Sustainable Mobility in Britain and Ireland.
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Introduction:

Transport policy at the beginning of the 21st Century should be different to that of the old ‘predict and provide’ approach, which dominated political thinking in the 20th Century. However, the transport concerns of the new millennium continue to be shaped very much by those of the last, namely road gridlock and all its associated negative impacts – accidents, pollution, road surface damage, road building and replacement costs, declining transport productivity, rising transport costs etc. Water transport, which until now has suffered from acute under valuation by policy-makers, has the potential to address some of these problems by reducing the tonne-kilometre measurement of road haulage activity on British and Irish roads. 

The history of domestic freight transport in industrial Britain can be seen within the context of sweeping modal trends. This is evident in the investment surges associated with the canal, railway and motorway age. To some extent each new modal network has wreaked havoc in the business of its predecessor mode. Somewhere between the zenith of the railway age and the up-surge of the motorway age, coastal shipping reached its peak. The popular perception of coastal and inland shipping is dated and inaccurate: shipping is no longer a romantic picture of slow moving, unreliable and inefficient ships and barges. Developments in innovation and operational economies – along with the environmental prerogative - have forced a rethink of shipping’s role in the European economy. 

Recent developments within the Common Transport Policy and the shipping industry itself mean that coastal shipping is now in a position to make a significant and positive contribution to the future of European transport. This means less truck journeys, less congestion and carbon fuel emissions, improved fuel efficiency and sustainable economic growth. Few towns and cities within the British Isles are located more than a 150 kilometres from the sea. The water option, therefore, offers a more environmentally greener, less crowded route around the British Isles.

The assumptions of this paper relate mainly to conventional shortsea shipping; this means primarily, vessels in the 500-4000 dead weight tonne (dwt) range. Included in this category would be small bulk carriers, product tankers and feeder container ships. These vessels operate at speeds between 10 and 16 knots. It is recognised that opportunities exist for faster vessels, accommodating ro-ro traffics. Examples exist in Japan and Italy where fast coastal ferries have attracted significant traffics from the congested trunk road systems (Baird, 1997). However, such services require a different economic and environmental criteria in the debate on freight transfer, roads-water. 

If the economic and environmental benefits of conventional water transport are to become realised transport policy must prove fertile for the many new projects that are achievable. This paper sets out to discover the critical areas of transport policy pertinent to the attainment of an enhanced role for water transport. It is argued here that a limited perception of shipping’s capabilities has prevailed. This paper sets out to rectify this shortcoming by providing a fresh approach to the shipping legacy that has been allowed to atrophy in recent decades. Despite the maritime history, tradition and culture of the British Isles, politicians, planners and freight movers have largely ignored the shipping option. 

The rationale of this paper is to assert that there are considerable areas of opportunity for conventional short sea shipping - where sufficient traffic flows exist and navigational infrastructures are compatible with Continental standards of operation. The emphasis will be on the both the domestic traffics of British and Irish regions and the Continental European freight flows to the British Isles.

Outlining the Transport Problem

The creation of a Common Transport Policy (CTP) for transport, particularly in terms of enhanced infrastructure provision, was considered to be central to the completion of the Single European Market (SEM) and consequently the wider process of European integration. A lot has happened during the 10 years since the introduction of the Single European Act (SEA) in 1992 - the main developments will now briefly be discussed.

Creation of a Common Transport Policy: In the last 10 years the EU has introduced many initiatives under the heading of developing the European CTP. The most significant infrastructure developments that have taken place during this period are the completion of the channel tunnel, extension of the French TGV and ongoing construction of the projects within the Trans-European Transport Network (TEN-T) programme (CEC, 1995a). 

The development of the TEN-T policy was influenced by the 1993 Delors' White Paper on 'Growth, Competitiveness and Employment' (CEC, 1993), which clearly stated that TEN-T was essential to any effort to achieve a significant cut in unemployment by 2000. The TEN-T programme was designed to facilitate the movement of people and goods across the EU and is a policy heavily dependent on the capacity of the transport system to facilitate such movement. In other words, the TEN-T programme, which consisted of several "outline plans" was designed to meet the needs of the entire EU economy by connecting national transport networks and providing access to such networks. 

Creation of an Integrated and Open European Market: European directives, regulations and other pieces of legislation have been introduced over the last 10 years, which focus on the need for compatibility and standardisation of all transport modes. Such policy measures have assisted the development of the European trading market and this can now be described as one of the largest trading blocks in the world, and with the inclusion of the EFTA countries the block is still growing. The expansion of the EU trading block, including links to the Black Sea and other Eastern Europe countries, has created economic, social and environmental implications for transport and mobility. For example, recent developments in the European freight transport sector, trends towards ‘just-in-time’ logistics, have 'far reaching consequences not only in efficiency but also in terms of social consequences' (Giaoutzi & Nijkamp, 1993: p127). The road haulage sector has embraced the marketability of the logistics concept. One distribution centre manager interviewed in 2001 summarised the trend: “yesterdays haulage owner-driver is today’s mobile phone clutching logistics consultant”.

For shipping to compete successfully against road haulage it needs to match not only low tonne-kilometre costs but also must provide high quality services. Developments in vessel design has increased carrying capacity, crew numbers have been reduced – reducing operating costs - and fuel efficiency has been greatly enhanced in recent decades. Particularly successful has been the Sea-River design of vessels. These vessels are low profile (low air draught) which enables them to trade on rivers, which are restricted by rail and road bridges. This allows for direct services to such important inland European ports as Liege and Duisburg. Two state-of-the-art vessels, Crescent Rhine and Crescent Seine designed with sea/river trading in mind, were delivered to the management of Southampton based, Crescent Shipping, in 2001. The loaded draught of 4.05m and air draught of 5.2m enables the sisters to trade in the industrial heartlands of France, Germany, Belgium and the Netherlands as well into the British River Trent.  The box hold construction of the vessels provides for the carriage of steel coils – a staple of the sea/river sector – and the major European bulk flow, grain (Fairplay 5.4.01). Marchal’s study of steel flows between Liege and London has championed the economics of such vessels in serving inland destinations (Marchal 1995).

At the 2000 6th Short sea Europe conference held in Duisburg the road haulage barrier was clearly outlined by the representative of Dutch brewer, Bavaria. Reporting on difficulties in attempting to move its European exports to Southern Europe by sea, three obstacles were identified by the brewer:

1) Trucks returning from Northern Germany after delivering fruit offered highly competitive rates for backhauls into Southern Europe; 

2) The cost of road carriage between the brewery and the container terminal – a distance of only 15kms – contributed to 20 percent of carriage costs; 

3) The considerably longer lead times and comparative inflexibility associated with short sea shipping deliveries vis-à-vis road haulage. (Casagrande et.al, 2000)

Although haulage has attained consistent growth in the post 1960 period, a number of restraining factors are now beginning to impede the hitherto unbridled dominance of the lorry on European roads. At the turn of the millennium the UK road haulage industry was seen to be in crisis. A 2000 survey found that profit margins were slim, as small as 3 percent. The industry faced the highest fuel duty in Europe; driver shortages were being exacerbated by wage cuts (Lloyd’s List 12.2.01). 

The dichotomy of European integration and ensuing economic growth is the impact of the accelerated demand for road transport. Shipping can make a significant and positive contribution to these problem areas by reducing the tonne-kilometre measurement of road haulage activity on British and Irish roads. This means fewer truck journeys, less congestion and carbon fuel emissions and improved fuel efficiency. In the British Isles, the problem of limited land resource is becoming critical, particularly in the areas of high economic concentration. The surge in the “Celtic Tiger” Irish economy in recent years has also seen similar problems in the “hot spots” of growth, particularly Greater Dublin and Cork. The Irish solution appears to be an emulation of the British approach of the last four decades – bigger and faster roads! The evidence at the new millennium points to the serious flaws in the unrestricted road building strategy. The shipping option is only now beginning to be taken seriously as an option to limit the excesses of the road solution. The “coastal highway,” therefore, offers a more environmentally sustainable, less crowded route around the British Isles and Ireland.  

A further point of contention is that Britain and Ireland lag someway behind Northern European trading partners - France, Belgium, Holland, Germany in the utilisation of coastal and river shipping. Similarly, the Scandinavians - Denmark, Sweden, Norway, Finland – and Southern European Community members – Greece, Italy – divert a higher share of their freight flows to water than Britain and Ireland. Although the UK’s domestic tonnage figures for coastal shipping are by far the highest in Europe, the overwhelming influence of large tanker crude oil movements from the North Sea oil fields needs to be recognised. Coastwise and one-port oil and petroleum movements – primarily from Scottish oil fields – accounted for 79.4 percent of total UK waterborne freight in 1995 (Department of Transport 1996). Britain’s oil resources provide for a unique European opportunity for tanker shipping; when oil movements are taken out of the statistics a vastly different picture emerges, pointing to the low use of coastal shipping for dry cargo coastal and inland movements. 

Table 1 provides comparative tonne-kilometre figures for leading North European nations’ inland shipping. The weak position of the UK can clearly be seen with its 1999 total of 0.2 billion tonne-kilometres dwarfed by Germany’s 62.7 billion tonne-kilometres in the same year.

Table 1: Comparative European inland waterway traffics, 1970-99: Billion Tonne-Kilometres.

Nation
1970
1980
1990
1995
1999

Belgium
6.7
5.9
5.4
5.8
6.3

Finland
0.5
0.7
0.4
0.4.
0.3

France
12.2
10.9
7.2
5.9
6.8

Germany
51.2
53.6
56.7
64.0
62.7

Netherlands
30.6
33.5
35.7
35.5
41.4

UK
0.3
0.4
0.3
0.2
0.2

Source: ECMT National Statistics (2002)

Coastal and inland shipping expert, Dr. David Hilling, has questioned the endemic neglect of the waterborne mode in the UK, which can be traced from the decline of the canal system:

With the virtual extinction in the 1960s of freight carrying on Britain’s canals, there was clearly a widespread feeling that this was the end of inland water transport. On the part of the politicians, the public and transport planners there has since been a largely dismissive attitude towards this mode (Hilling 2001).

Particular emphasis is placed on this low level of domestic shipping activity. The question why the UK and Ireland lag behind European trading partners in domestic shipping needs to be considered within the context of economic, geographic, cultural and environmental factors. It is clearly evident that Britain and Ireland do not possess such river assets as the Rhine, Scheldte, Maas, Seine, Rhone. However, waterways capable of supporting viable ship and barge trades do exist in Britain and Ireland, including, the rivers Humber, Liffey, Ouse, Thames, Trent, Severn, Shannon, and the Manchester Ship Canal. Moreover, both Britain and Ireland possess extensive coastlines, which serve key industrial and population areas. From this context, shipping operates as a coastal alternative to the congested land transport networks – the coastal highway.

Reliance on Freight Road Transport: The distribution of EU freight transport by modes within the EU 15 member states, between the period 1970-1997, confirms that there has been an increased shift in modal emphasis towards road and airline transport in freight traffic (Table 2).

Table 2 Distribution of EU freight transport by mode, 1970 – 1997 (EU 15)

Mode
1970

%
1980

%
1990

%
1995

%
1997

%



Road
48.9
57.7
68.2
73.1
73.2

Rail
31.8
24.9
18.4
14.1
14.4

Inland Water
11.9
9.4
7.9
7.3
7.2

Pipelines
7.5
8.1
5.5
5.5
5.2

Source: CEC (1999).

The above trends show that freight road transport now accounts for about 70 per cent of all transport activity, or more specifically, in the mid –1970s it accounted for 630m tonnes per kilometre (t/km) to over 1billion t/km in the mid-1980s (Weidenfeld, 1994). The increase in freight transport volumes is primarily due to goods being moved further rather than more goods being moved (Whitelegg, 1997). The above trends also show that both the rail and maritime sectors have been in long-term decline. Various explanations exist to account for the trends demonstrated in table 2. The main causes relate to rising income levels, the failure of public provisions for passengers and freight and globalisation of business. 
One outcome of these modal surges is the attention given to the modern (road and rail) and the neglect of the older mode (sea/water). This is unavoidable as improved technological innovation gives the new mode competitive advantage over the older mode. A point not so apparent in these surges is that each mode has its own characteristics and niche advantages in the market. Acknowledgement of the capabilities of the older modes tends to be swept away in the waves of modernisation that bring a wholesale switch in emphasis to the modern. The older mode ends up being consigned to perception of old-fashioned and inefficient. The intention here is not to challenge innovation and development in the science of transport but to carefully consider the capabilities of each mode. Sound transport economics must be about the optimal use of each mode; fully utilising the attributes each has in the supply chain. 

Growing Environmental Agenda:

The increasing demand for mobility within Europe signified by a growth in travel, particularly in less environmentally friendly transport, has become one of the most serious problems facing EU environment policy. In 1995 an EU Communication outlined the potential of short sea shipping as an environmentally friendly mode (European Commission, 1995). Waterborne transport has many advantages over road and rail transport. High levels of environmental pollution, congestion, loss of community and land use do not feature as prominently in coastal or short sea shipping as it does in road and rail transport. Indeed, as Paixão & Marlow note 

‘Environmental friendliness is also explained by the inclusion of the external transport costs in the freight rates and high-energy consumption efficiency, especially when in 1997 transport accounted for more than 30% of total energy demand in the EU’ (2002: p.172).  
In other words, an inequality exists between the costs charged for transport amongst the various modes. A reason for this inequality is that there are many hidden subsidies given to road transport users that make it difficult for other more environmentally friendlier modes to compete. Indeed, the Commission maintains that the prices paid by individuals for transport services should reflect the real costs of journeys (CEC, 1995b: p4). For example, the social and environmental costs of using water transport are not as high as those incurred from using road transport (e.g. cost of building new roads, splitting communities, congestion etc).  Consequently, the creation of a ‘level playing field’ between the modes has not been achieved over the last 10 years. 

Shipping Performance: Economic or Environmental?

Shipping enjoys an important position in the European Commission’s sustainable mobility strategy; however it would be remiss to ignore the negative sides of shipping in this critical evaluation. For shipping to fulfil its “green” potential the industry must fully embrace a number of quality standards. Critical areas will need to be recognised and acted upon. These include the environmental issues of: anti-fouling hull paint, engine exhaust emissions, oil tank wash discharges and the fuel oil and cargo pollution caused by groundings, collisions and foundering. As well as the technical condition of the vessel, the human relations’ issues of recruitment, training standards and employment conditions need to be considered. Fatigue and stress are particularly pertinent to the coastal and short sea trades.  

Such environmental disasters as the feeder ship, Cita’s 1997 loss on Newfoundland Point, in the Scilly Isles’ grouping (MAIB) and the 1999 break up of the tanker, Erika (Lloyd’s List. 3.2.00) do much to undermine the environmental credibility of shipping. Both vessels were operating coastal routes; and it is apparent that both vessels failed to match up to the exacting standards required. Crew fatigue was identified as a key factor in the Cita’s grounding, leading to significant localised environmental damage on the Islands. The break up of Erika – resulting in 25,000 tonnes of heavy fuel oil spilling onto the environmentally sensitive French coastline – was apportioned to the age of the tanker (25 years) and ultimately, under-investment in shipping. Both examples serve as reminders of the outcome of economic decisions taking priority over safety and environmental concerns. The examination of shipping’s “green” potential, therefore, needs to focus on quality benchmarks and what needs to be done to ensure that all operators attain these standards. Transport policy needs to be acutely sensitive to the balance between economic and environmental performance

Fundamental to shipping becoming competitive with road haulage is the need to achieve operating economies; however, this imperative cannot be allowed to be at the expense of safety and environmental integrity.  Stoop et.al, (1996) have observed the dichotomy in negotiations between masters and charterers in the sea-river trades: In order to maximise the vessels payload the charterers:

‘…will invite the captains to accept an increased draught and tight sailing schedule. The captain will not be inclined to refuse… This may cause risk for the operational behaviour but at the same time is a challenge to the professional skills of the captains and pilots’ (Stoop et al, 1996: p.398).

Stoop’s analysis of the safety record of sea-river ships operating in tightly constrained inland waters identifies the importance of quality management. Findings were that vessels sailing under high quality standard flags, operated by high quality management, were rarely involved in accidents (Stoop pp.398-9). Unfortunately a vast spectrum does exist in the management quality of global shipping; the implications are particularly acute in the confined and congested waters of the coastal and short sea trades, where the highest standards of seafaring professionalism are called for.  Critical areas are oil tanks slop disposal, bilge pulping and oil spills following collisions and groundings. Other areas of concern are anti-fouling paint, and its detrimental impact on marine life and exhaust concentrations in busy waterway and port regions.

The free market in shipping brings low costs and, ergo, freight rates; however this may be at the expense of safety and the environment. The entrance of ageing, poorly maintained open registry tonnage into the coastal trades is testimony of the dynamics of the cost led market. Shipping has much lower tonne-kilometre costs than road haulage; however, this advantage has to be balanced against handling and time delay costs. Table 3 shows some of the other strengths and weaknesses associated with shipping, when compared to road transport. The table demonstrates there are a number of positive economic and environmental, as well as negative, attributes of waterborne transport. Such disadvantages must be overcome if waterborne transport is to be considered by policy makers and industry as a real alternative to road or rail. Based on the information in the table, a case could be made here for a transfer, where possible from roads to water. Essentially, waterborne transport is competitive if the following circumstances prevail:

· Where sufficient regular trade flows exist to employ  the vessel/s at full capacity;

· Where the distance factor is of such length as to off-set the costs of handling, storage and transit time costs;

·  Where freight flows is not time sensitive. 

Table3: Strengths and weaknesses of shipping as a viable alternative to road.

Strengths


Lower freight rates (economies of scale)
Weaknesses
Absence of a level playing field – favours road over sea


Unlimited capacity of the coastline



Capital intensive industry (volatile market, barriers to new entrants).


No timetable restrictions on driving hours during the night and/or weekends

Can’t operate a door-to-door transport service.


No Eurovignete (traffic tax – distance travelled and no. of days in a particular country).

Longer transit times


Port investment & port maintenance costs are low when compared to road & rail infrastructure

Double handling and storage costs (until cargo is despatched to its final destination)


Reduces the number of trucks on the road network

Costs incurred due to time a ship stays in port


Need the provision & implementation of new management philosophies such as a radical / innovative corporate culture both at port and short sea operations levels.

Pay additional costs when using expensive infrastructures, namely seaports and dry ports and cargo handling costs. Lack of adequate cargo handling equipment


Reduces social costs  

Lack of service performance indicators (SPI)


Environmentally friendly

Need to implement the lean port concept (reduce the integration gap)


Reduces air pollution (help EU meet climate change commitment).  

Lack of visibility and transparency of tariffs charged to shipping companies




Lack of information transfer between ship owners and ports – transparency of info needed




Lack of integration between seaborne and surface modes of transport either in terms of interconnection, interoperability or compatibility of information technology / information systems which increase the lack of flexibility compared to road haulage.




Documentary procedures far more extensive than road transport.




Uneven age distribution of ships.




Non-availability of reliable statistics




Different contractual liabilities existing in the different transport modes.




Lack of flexibility in terms of service departures / arrivals.

Source: adapted from Paixão & Marlow, (2002).

Roads to Water?

Governmental concern over the road problem led to the commissioning of the consultant, Jonathan Packer, to produce the Roads to Water report in the early 1990s. (Packer, 1995). This resulted in a study into the prospects for freight transfer from trucks to ships in the UK. The report’s findings endorsed the extent of the challenge facing shipping in winning traffics from road. Generally, the findings were not optimistic, with decline in key coastal trades – petroleum, dry bulks –in particular evidence. A major obstacle to coastal shipping identified was that of the geographic concentration of economic activity in the UK. This led to: “… a high proportion of inland freight movements within a central triangle of London-Teeside-Liverpool  - distances of no greater than 400km…” Packer’s concern was that the major part of freight movements were of too short a distance for shipping to prove competitive given that:

On current cost structure coastal unit load shipping is not generally competitive with road haulage direct over comparable distances below 800km and coastal bulk is generally not competitive below 400km where the consignee’s depot is at the discharge port and 600km where delivery is inland (Packer 1995). 

The distance factor will be seen as a major factor in modal choice. Table 4 shows the comparatively low averages of truck journeys between 1990 and 1999. It can be seen that all goods vehicles only average around 96 kilometres. Larger articulated vehicles, >33 tonnes average around 138 kilometres.

Table 4: Average Goods Vehicle Journeys (Km) 1990-1999

Vehicle
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999



All
79
83
83
84
86
89
90
91
93
95

>33 tonnes
129
133
132
135
133
137
133
131
135
136

Source: DfT (2002) 

In assessing the viability of coastal shipping vis-à-vis road haulage, distance is obviously an important factor in determining modal choice. However, other factors need to be considered. These include the volumes involved, the time sensitivity of the freight and the cost of storage. In addition, the problem of growing road congestion on European roads and the impact of rising haulage costs. The use of case study analysis here demonstrates not only the problems of water transport but also examples where shipping is competitive with road haulage over distances much less than those stipulated in the “Roads to Water” report.

European Water Transport Policy

The problems associated with road transport (as mentioned earlier) have led to the EU needing to introduce new policy strategies in order to ensure that allocative efficiency and distributional equity are compatible and the likelihood of environmental disasters and other externalities is reduced. 

The EU White Paper has the potential to offer significant opportunities for modal shift from road to more sustainable transport, namely rail and water. The Paper provides focus on four main areas and has identified 60 measures that it wants to implement:

(1) Shifting the balance between modes;

(2) Eliminating bottlenecks;

(3) Placing users at the heart of transport policy;

(4) Managing the globalisation of transport.  

However, the paper’s emphasis on “flagship” large-scale infrastructure projects, rather than the maintenance of existing facilities/modes, does raise questions on how water transport is to realise its potential. At the moment the 60 measures identified, particularly those relating to maritime and inland waterways, can be described as vague and do not really challenge the status quo. For example, the proposal to support intermodal initiatives and alternatives to road transport in the early stages is flawed unless the EU seriously addresses the problem of the ‘not so’ level playing field. This is an area that needs to be debated further and the main issues need to be addressed before financial support can be given to other modes.

The White Paper argues that water transport needs to be made more reliable, efficient and accessible. The measures contained within the Paper intend to promote the ‘image’ of waterborne transport by: 

· Eliminating bottlenecks;

· Installing highly efficient navigational aid and communication systems on the inland waterway network; 

· Continuing to standardise technical specifications throughout the Community’s inland waterway network;

· Further harmonisation of pilot certificates and; 

· Harmonising the rules on rest times.

When looking at the issue of capacity of the inland waterways the White Paper is correct in saying that national investment policies have given priority to other modes. The EU plans to redress the issue of bottlenecks within the transport system through its programme of TEN-T, ‘correcting gauges, providing missing links, revitalising goods transport waterways which have fallen into disuse’ (2001: p45). What the Paper does not say is that it will provide a firm commitment to the inclusion of more inland waterway projects within the revised TEN-T programme. If the use of inland waterways is to be taken seriously as a component within an intermodal policy then their role within the TEN-T should not be overlooked. Questions also remain concerning who determines the bottleneck ‘missing links’ as ‘missing’ – is this carried out on a commercial or social / political basis? There is no mention of levelling out the playing field, which is a major reason why goods transported by inland waterway and short sea / coastal shipping is fairly minimal.

Case Studies on British and Shipping.

A number of short case studies have been selected to demonstrate that it is more likely to be incremental policy changes that influence modal choice between road and water rather than the creation of large infrastructure systems. As the case studies in the following section will demonstrate, waterborne transport can have a realistic opportunity in ‘terms of delivering a market offering to its existing and potential users and viewed from the users’ perspective’ (Paixão & Marlow, 2002, p.167). 

Short Sea Container Flows ex Southampton

A logistics feature of deep sea container service is the hub and spoke network focussed on “mainline” port.  Southampton has achieved some success in providing the hub for spokes reaching out to Irish, French and Iberian Peninsula Ports. The concentration of UK-Far East container liner services on the Hampshire Port of Southampton poses the logistics question of distribution. Freightliner rail services have increased their market share to 33 percent of total container box flows (2000). Movements to Lexicoes, Lisbon, Le Havre, Cork, Dublin and Belfast feature feeder ship operations in competition with the road ro-ro ferry alternatives. The logistics art of feeder operations lies in the integration of the smaller short sea ships with the deep sea ‘mother’ ships. Reliability is an axiomatic pre-requisite of feeder services with shippers demanding fixed delivery and collection.  

Table 5 Southampton feeder services (Sept 2001)

OPERATOR
CYCLE
PORT ROTATION

Company
Weekly
Southampton-Rouen-Dunkirk-Bilbao-Casablanca

MISC/OOCL
Weekly

Weekly
Souhampton-Le Verdon-Bilbao-Leixoes-Lisbon-Bilbao-Le Verdon

Southampton-Antwerp-Hamburg-Gdansk-Gothenburg-Aarhus-Hamburg-Rotterdam

Holland Maas, OPDR, Portlink, NYK
Weekly
Southampton-Felixstowe-Rotterdam-Lisbon-Leixoes

MacAndrews
Weekly
Southampton-Thamesport-Felixstowe-Bilbao

BG Freight 
Weekly
Southampton-Antwerp-Rotterdam-Cork-Dublin-Belfast

Clydeport
2x Weekly
Southampton-Liverpool-Greenock

Eurofeeders
Weekly

Weekly
Southampton-Belfast-Dublin

Southampton-Rotterdam-Belfast-Dublin

Source: Southampton Container Terminals

The coastal highway took a significant step forward in 1999 with the inception of the Southampton–Liverpool-Greenock feeder service providing an initial weekly container service. The vessel Nordzee was charted by Greenock’s owners, Clyde Ports PLC to link with North Atlantic, South Atlantic and Far East services ex Southampton. The success of this service was confirmed by the introduction of an additional vessel, Tinka, in summer 2001. The staple traffics identified between the Clyde and Southampton were Scottish whisky exports and electronic and consumer exports and imports (Lloyd’s List 14.8.01).  By late 2001 the service was able to benefit from Channel Tunnel freight services disruption. The security problems associated with illegal immigrant stowaways on freight services caused a serious disruption to the freight timetable and whisky exports to Continental Europe were affected. The feeder option proved to be a viable alternative to rail, particularly given the serious service dislocations, post October 2000.  The high speed derailment at Hatfield revealed critical shortcomings in the up-keep of the rail infra-structure, leading to service chaos as hundreds of emergency speed restrictions were implemented. Undoubtedly this led to the loss of traffics to rail (Hailey, 2001).

The success of this service needs to be viewed within a long term context. It is apparent that the slow build up of traffic on such untested routes initially produces cash flow problems for the operator. The service provider, Clydeports plc, was prepared to sustain these early losses in order to secure the longer term benefits when loading increased.

Boston’s Steel Trade 

This short case study demonstrates the ability of sea-river shipping to integrate with rail in the steel trades. The Lincolnshire up-river port, Boston, markets itself as the provider of the nearest East Coast ship discharge to the Birmingham and West Midlands industrial region. Primarily, the port’s trade is European short sea and reflects East Anglia’s agricultural base. The steel business is a result of the re-organisation, integration and rationalisation of European production sites. The selective run down of UK steel production during the 1980s placed emphasis on imports from Belgium, the Netherlands and Germany. Competition for the handling of steel coils – bound for the automotive and metal fabrication industries of the West Midlands - is considerable, totalling at least ten ports. Included are the Humber and Trent ports, the East Anglia ports, Kings Lynn, Ipswich and even the South Coast ports, Shoreham and Poole, all vying for the business. Although cost competition is at a premium in the steel trade, quality factors are also paramount in the handling, transportation and storage.

The withdrawal of railfreight facilities in 1993 can now be seen as a result of the uncertainties of the privatisation period.  However, a number of demand and supply factors in favour of rail’s return in the mid-late 1990s converged. These included:

(1) The preference of the West Midland’s steel stockists for trainload deliveries of steel, approximating 1000 tonnes net; 

(2) The enduring energy of the port management in traversing the prolonged, complex and cumbersome planning  processes, in order to attain the logistical and environmental benefits of rail; 

(3) The emergence of a business led culture in railfreight following the US railroad corporation, Wisconsin Central’s setting up of EWS in order to take over British Rail’s railfreight companies; 

(4) Finally, the provision of Freight Facilities Grants (FFG) to assist with the specialist handling and storage equipment at both ends of the rail journey proving an inducement to freight transfer from water to rail.  

Despite the considerable pressure exerted by these forces for a return to rail in the port it took over three years to get the trains running! Additionally, during this prolonged planning period, it was necessary for the local council to act rapidly to prohibit the selling off of an essential component of the rail linkage to a supermarket chain!

The distances involved are on the low side of orthodox rail threshold being in the 140-170 kms range. The up-river bulk flows, however, compensate somewhat: vessels arrive with between 2000 and 4000 tonnes of steel. The river-sea journey component features services from Liege (Mass River) and Bremen (Weiser River). The design of sea-river ships has been proved to be particularly advantageous in penetrating the many low bridges between the estuary and Liege, reached via the Albert Canal. The frequency and volumes involved have proved conducive to an integration of river-sea-rail transport, providing for up to four sailings per week and five rail services per week between Boston and the West Midlands.

The early experience of Boston’s rail mission was marred somewhat by intensive road competition, with haulage rates reported to be falling by up to £1.50 per tonne (Hailey 1997). However, local haulage rates fluctuate in accordance with the seasonal demands of the regions agricultural trades.  This provides some advantage to the rail carrier, EWS, given their ability to offer a more stable rate over longer periods of time.
From 1999 onwards both sea and rail steel carriage increased significantly at Boston. It also became evident that the integration of rail and short sea shipping services was providing the port with considerable market advantage in the highly price sensitive steel trades. In a highly competitive short sea ports market, this successful integration of rail and sea-river shipping has demonstrated the viability of alternatives to road haulage.  

 Liverpool-Manchester Grain Flows

The rise in deep sea vessel size posed many problems for the Manchester Ship Canal, post 1970s. A mixture of size restrictions – channel draught, air draft, lock gates – meant that the canal could not handle vessels in excess of 12,000dwt. This led to the switch of North American grain imports to the Port of Liverpool.  The development of Liverpool’s Seaforth grain terminal in the mid-1970s meant that 65,000dwt panamax bulk carriers could be handled, thus contributing to a significant per tonne freight rates in the trade.  The logistics problem, however, was how to move the large grain volumes the 75 kilometres inland to the flour and bread mills of Manchester. Road tankers replaced initial attempts at a shuttle barge service. The uncertainties over the future of the Manchester Ship Canal and the completion of the M62 motorway between the two cities proved conducive to this switch to road. The re-appearance of barge traffic in 1999 was the result of the entrepreneurial K.D.Marine. With the assistance of a FFG a 1000 dwt seagoing barge was procured and named, Gina D. By the second year of operation trade had built up to >100,000 tonnes per annum and a second barge of 450 dwt was added to the fleet. The success of the revived service can be apportioned to a number of factors, principally:

(a) the enterprise and tenacity of the owners in pursuing the trade;

(b) the total supply chain package offered by K.D Marine which includes discharge and a short road transhipment distance of 250 metres;

(c) the support of the DETR in supplying a grant to support the capital outlay of the vessel and discharge equipment;

(d) the willingness of the millers, Rank-Hovis and Allied Mills, to reconsider the water option. 

The net result of the barge shuttle is that 266 round trip lorry movements are removed from the congested Liverpool-Manchester corridor. An unique feature – and obvious selling point of this service is the diversification of traditional ship operators into supply chain management encompassing, chartering, storage, discharge and road delivery to the grain silo.

Case Study Summary

The evidence from these case studies has demonstrated that in certain markets water transport can be successful. Key factors in developing new business:

· Regular flows of traffic;

· The need for financial assistance in setting up new services;

· The integration of water transport within the total supply chain.
Also evident is the incremental nature of traffic build up, once the initial planning barriers and early days of financial risk have been overcome.

Conclusion

The significance of the EU has increased since the introduction of the Single European Act and will probably increase again over the next couple of years when the next rounds of accession countries join the Union. It is predicted that the future growth of EU freight transport is expected to grow about 2% annually between 1997 and 2017 (Paixão & Marlow, 2002). Clearly, the time has come for European political leaders to come together to design a clear, long-term, common, strategic vision of sustainable transport. Unfortunately, a recent analysis of the TEN-T programme has shown that 'policy makers and planners continue to develop fragmented solutions to emerging bottlenecks by addressing the problem through specific local or modal solutions' (Wixey, 2002: p.19.10). In addition, the recent EU White Paper has shown that the concept of ‘sustainable mobility’ remains as mere rhetoric as road-based, large-scale infrastructure investments continue to dominate the EU transport agenda.

The focus of the White Paper is on the aggregate issues of European transport policy. When applied to the strategy of developing water transport in Britain and Ireland it fails to recognise the specific factors, which influence modal choice. The White Paper has shown that a coherent view of the functioning of the European transport system has not been established thus far. A basic question has still not been answered: what is the main purpose of the EU transport policy: the upgrading of service quality through the presence of more competitive western carriers or the protection of national businesses? How to improve the competitiveness of services within limited financial resources and how to make transport firms consider environmental factors? In other words, it can be argued that, the White Paper does not contain the right measures that will make a radical difference or attempt to change the current situation by encouraging a modal shift from freight road transport to rail or sea or inland waterways. The evidence presented within this paper is that transport policy needs to recognise the limits of the market mechanism in providing sustainable transport services. Water transport needs to have benchmark policies and regulations, which ensure that its economic benefits are not gained at the expense of safety and the environment. 

This paper has suggested that, short sea / coastal shipping offers an economic, efficient and viable alternative to both road and rail for freight transport. Within the EU, the Netherlands, Belgium, Luxembourg, Germany and France have already developed their waterborne transport policies and shipping accounts for more than 50% of the total EU inland shipping freight. In order for shipping to realise its full potential within the transport network, in the UK and Ireland, attention needs to be given to the dated image and poor perceptions of shipping that exist. As Worsford (1993) noted ‘modal shift to water cannot provide an overnight solution or panacea to Britain’s transport problems….The fact that we (Britain and Ireland) are islands with vast water resources should be viewed as a positive advantage in giving us the possibility of a viable and environmentally friendly alternative transport mode for the future’. Key decision-makers need full information to make modal choices and to become aware of the strides in technological innovation and business efficiency made by modern shipping lines. The emphasis should not be on mega schemes, which centralise traffic flows, but on the fragmented trades, which are capable of sustaining incremental growth.
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