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Foreword by the Chairman

I am delighted to introduce our 2002 Annual Report.

The past year has been a remarkably significant and busy one for ESPO.

Significant because for perhaps the first time we have started to appreciate the impact that the expansion of the
EU will have on our industry and on ESPO as an organisation.  Our General Assembly meeting in Gdansk in

October was the first to be held in an applicant country and members from Poland, Latvia, Lithuania, Cyprus and Malta have now been
welcomed on to the Executive Committee.

And busy because in addition to the more familiar issues we have a new one - security in ports.

The agreement in December at the IMO on a new security framework for ports and shipping was a momentous one.  Work now begins on
introducing security measures in ports which are effective and which also respect the operational needs of our industry.

Much ESPO activity has concentrated on the aftermath of the “Ports package” published in February 2001 and especially the Access to Port
Services Directive.  The Directive is now going through its second reading in Parliament and the final outcome is uncertain, but substantial
progress has been made in getting the changes we wanted as demonstrated by the Council Common Position adopted in November.  The
Directive remains controversial and a step into the unknown and ESPO has been instrumental in influencing events.

But the Directive is only part of a much wider strategy whose significance (we hope) will become more apparent during 2003.  This strategy
involves port financing and state aid issues which are complex but which have an impact on every port.  We have been using the past year to
familiarise ourselves with the issues in greater depth in readiness for the decisions that lie ahead.

Two highly successful conferences - one kindly hosted by the port of Le Havre, the other by the port of Genoa - have been held, dealing with
detailed marine and environmental issues.  Protection of the environment and its compatibility with sensible and much needed new port
development is a major challenge for the future.  

We were also delighted to see the launch of the “Ecoports” project  - yet more evidence of our commitment to environmental progress.

I can only pick out just a few of the many issues we have tackled, all of which are expanded on in our report.

Finally, after another exciting and challenging year, I would like to thank all my colleagues within the organisation for their marvellous support
and commitment.

And last but not least, I would like to record my appreciation of the hard work and resourcefulness of the ESPO secretariat, without whom very
little would be possible.

DDaavviidd  WWhhiitteehheeaadd

CChhaaiirrmmaann  ooff  EESSPPOO



4



5

1. Port and transport policy

EEuurrooppeeaann  sseeaappoorrtt  ppoolliiccyy  ::  tthhee  ppoorrtt  sseerrvviicceess’’  DDiirreeccttiivvee  ttaakkeess  sshhaappee

In February 2001, the European Commission published its Communication “Reinforcing Quality Service in Sea Ports : A Key for European
Transport” (so-called “port package”). The Council and Parliament made important steps forward in 2002 on the DDiirreeccttiivvee  pprrooppoossaall  oonn
mmaarrkkeett  aacccceessss  ttoo  ppoorrtt  sseerrvviicceess,, which constitutes the main element of the Communication and aims to establish open and transparent
procedures for potential services providers wishing to operate in EU ports. 

The successful ESPO seminar on European port policy, held in Antwerp in autumn 2001, together with the frank internal discussions which
ESPO pursued, contributed to a better understanding between members on the different interpretations of the role of the port authority, which
is an important actor in the context of the Directive. 

This helped ESPO in submitting a detailed position paper, including a series of concrete amendments, for the discussions in Council, under
the Spanish Presidency. Thanks to this input, and also thanks to an excellent co-operation with some of the national governments, ESPO was
able to substantially influence the decision-making process in Council which led to the conclusion of a satisfactory political agreement in June. 

In particular, ESPO welcomed the changes brought forward in the following areas :

• clear focus on port-specific services and a more targeted scope;
• more discretionary powers for the port authority which is recognised as the principal “competent authority”;
• deletion of the requirement to have a minimum of two independent service providers for each category of cargo;
• more flexibility regarding selection procedures;
• realistic maximum durations and more flexibility regarding extension and early termination of authorisations;
• equal criteria for self-handling;
• transitional regime which is simpler and which allows more respect for existing agreements.

A limited number of amendments nevertheless remains necessary. ESPO therefore produced a briefing document for the second reading in
Parliament highlighting those areas which are not -or not sufficiently- addressed by the Council and which therefore need further attention
by the European Parliament :

• precision regarding cargo handling activities covered by the scope;
• tighter definition of self-handling;
• extended possibilities for limitations;
• inconsistency related to maximum durations;
• inconsistencies related to the transitional regime;
• relevant market for port competition.

Discussions in the second reading in the European Parliament on the Council’s Common Position will run into the first months of 2003 and
may be followed by a conciliation procedure. It is expected that the incoming Greek Presidency of the Council will conclude the debate on the
Directive.

The Council’s political agreement of last June also requested the Commission to address the questions of inter-port competition, ppuubblliicc
ffiinnaanncciinngg  ooff  iinnffrraassttrruuccttuurree  aanndd  SSttaattee  aaiidd  aass  wweellll  aass  ttrraannssppaarreennccyy  rruulleess.. The Commission formally announced that it would produce a follow-
up to the “port package” which would consist of :
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• an amendment to the general Transparency Directive which would ensure that all ports covered by the port services’ Directive would 
equally be covered by the Transparency Directive;

• further guidance with regard to the application of State aid rules to port investments. 

ESPO believes that competition between ports needs a level playing field in terms of financing and State aid and as a result strongly supports
these two forthcoming initiatives. 

Differences in Member States’ legal and financial treatment of ports have indeed continued to influence the development of ports, notably
through State aid. Subsidies, taxation and social security differences currently are among the main factors influencing the relative competitive
positions of many EU seaports. Taking into consideration this variety of juridical and institutional regimes currently in place in European ports
and the absence of common definitions of relevant key concepts at European level, a careful approach is needed before any concrete measures
can be taken towards the creation of a more level playing field. Creating more transparency and providing more guidance on the application
of State aid rules would have to be the first logical steps.

In order to get an overall picture of the various financing and charging systems in place in EU ports and to clarify this complex issue, ESPO is
in the process of carrying out an internal fact-finding exercise, the results of which will be of high value for the forthcoming debate. 

WWhhiittee  PPaappeerr  oonn  TTrraannssppoorrtt  PPoolliiccyy  ::  ccoonnccrreettee  pprrooppoossaallss  ssttiillll  aawwaaiitteedd

The White Paper “European Transport Policy for 2010 : Time to Decide”, published by the European Commission in September 2001,
identifies the challenges to develop a sustainable European transport system.

ESPO supports the Commission’s aim of reducing transport-related congestion and pollution and welcomes the prominent position given to
maritime transport as a positive step. ESPO believes that the policy instruments envisaged contain potential positive elements but, likewise,
may have negative effects for ports and maritime transport, thus leading to the opposite of what is generally aimed at in the White Paper. 

This is certainly the case with respect to ffiinnaanncciiaall  mmeeaassuurreess  ttoo  pprroommoottee  mmaarriittiimmee  ttrraannssppoorrtt, available through European funds, such as the
Marco Polo programme and TEN :

• The Marco Polo Programme will subsidise European projects aiming to shift freight from road transport to short sea, rail and inland
waterway transport. The programme is expected to be operational in early 2003. 

• “Sea motorways” will be created within the framework of the Trans-European Network, giving the possibility to finance some short 
sea services. This new concept will be introduced by the thorough revision of the TEN Guidelines in 2004.

ESPO believes that an interventionist approach to promote maritime transport should be approached with care. Financial aid measures could
have negative consequences and lead to distortion of competition between maritime operators and between competing ports, leading to shifts
of traffic within the mode (for instance from one port to another) without obtaining a true modal shift. 

Ports are looking favourably towards the Commission’s intention to develop a cchhaarrggiinngg  ffrraammeewwoorrkk, whereby each mode would actually pay for
the costs it imposes, including external costs, and within which the most environmental-friendly modes of transport would come out as
winners. ESPO supports such a charging framework if it would help ports in obtaining a “level playing field” in terms of competition. Within
such a framework sufficient commercial flexibility must however be maintained. ESPO will actively contribute to the consultation organised
by the Commission in early 2003, which will precede the actual framework Directive for all modes, in order to ensure that the envisaged
charging policy will not have counterproductive effects for ports and maritime transport. 
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Being nodal points in the transport chain, sea ports welcome the intention of the Commission to issue proposals to hhaarrmmoonniissee  tthhee  tteecchhnniiccaall
cchhaarraacctteerriissttiiccss  ooff  iinntteerrmmooddaall  llooaaddiinngg  uunniittss as this could facilitate handling operations and allow seamless and smooth interconnections
between modes. However, ESPO, as well as other associations in the Maritime Industries Forum, are concerned by the Commission’s plan to
introduce a standardised European intermodal loading unit It would be counter-productive to impose different standards for worldwide
container movements and the costs of conversion to new units would be very high. 

IImmpprroovveemmeenntt  ooff  ddooccuummeennttaarryy  pprroocceedduurreess  ttoo  ssttiimmuullaattee  SShhoorrtt  SSeeaa  SShhiippppiinngg

Short Sea Shipping is, as ever, considered by the European Institutions as an important factor to achieve a sustainable and balanced
development of transport in the European Union. Spain gave special attention to short sea transport during its Presidency and encouraged the
adoption by the EU Transport Ministers of a Declaration in Gijon, in early June 2002, which lays down a strategy for improving the performance
of this mode of transport. One of the main elements of this action plan is to simplify customs and administrative procedures which hamper
the development of Short Sea Shipping. 

Concrete steps have been achieved through the publication of :

• Directive 2002/6/EC on reporting formalities for ships arriving in and/or departing from EU ports (so called IMO FAL Directive), 
• The Commission’s Vademecum on customs procedures for Short Sea Shipping.

Eliminating bottlenecks is also discussed at industry level, within the framework of the Maritime Industries Forum, in which ESPO plays an
active role. On the basis of the recommendations made at the workshop on documentary procedures, held under the Belgian Presidency in
November 2001, the MIF has worked on measures to reduce administrative bottlenecks as identified by the Commission in its 2000 exercise.
On the basis of the Commission’s Vademecum, it is also identifying practical problems and searching for possible remedies. 
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2. The ship-shore interface 

PPoorrtt  sseeccuurriittyy  mmoobbiilliisseess  aatt  aallll  lleevveellss

As a result of the dramatic events of 11 September 2001, awareness raised that ports could also be targets of terrorist attacks and that their
vulnerability was actually very high. As ports accommodate chemical industries, oil refineries or other activities involving dangerous goods, the
impact that a terrorist attack would have, not only on the port installations but also on the adjacent private housing or offices, would be
tremendous from a human as well as an economic point of view. 

Political pressure logically came from the United States, who had to respond to the trauma that the attacks had caused to its people. The US
Customs administration launched several initiatives, of which some led to high controversy overseas. A good example is the CCoonnttaaiinneerr  SSeeccuurriittyy
IInniittiiaattiivvee  ((CCSSII)) by which US Customs establish agreements with foreign governments in view of collecting information, pre-screening and
inspecting high-risk cargo. The agreements involve the stationing of American Customs officers in foreign ports. The Regulation requiring sea
carriers to provide cargo manifests 24 hours prior to the loading of cargo at foreign ports for shipment to the US created similar controversy.
ESPO issued statements on these two initiatives, highlighting the adverse effects that they may have for the European port industry, notably in
terms of distortion of competition. 

Port and maritime security was also addressed at international level. Major progress was achieved by the International Maritime Organisation,
who has been developing a CCooddee  oonn  IInntteerrnnaattiioonnaall  SShhiipp  aanndd  PPoorrtt  FFaacciilliittyy  SSeeccuurriittyy  ((IISSPPSS  CCooddee)), which sets up an international framework
involving co-operation between governments and the shipping and port industries to detect security threats and take preventive measures
against security incidents affecting ships or port facilities. As far as port facilities are concerned, the ISPS Code will require security plans to be
developed for each facility in the port, on the basis of a security assessment of the facility. ESPO issued detailed comments on the ISPS Code,
focusing on the practical aspects of the measures proposed. 

As IMO’s competence is essentially limited to the maritime side of things, which can be stretched to the so-called “ship-shore interface”, other
international fora have, in parallel, been looking at security. The World Customs Organisation and the International Labour Organisation are
respectively focusing on security in the whole international transport chain and security in the entire port area. 

The European Commission shares the same security concerns and objectives as the USA, but believes that much more can be gained from
global solutions than bilateral agreements which could potentially distort trade and competition. The Commission therefore actively
contributed to the discussions in the IMO and took a firm position on the CSI agreements concluded by a number of Member States. The
Commission is also envisaging to publish its own lleeggiissllaattiivvee  pprrooppoossaallss  oonn  ppoorrtt  sseeccuurriittyy, which will be largely based on the forthcoming IMO
Code, but will make certain recommendatory parts mandatory for all ports in the EU and will probably also go beyond the ship/shore interface
to address security in the overall port area. 

ESPO has made security one of its top priorities and is working closely with the services of the European Commission on the issue. During the
summer period, ESPO organised a series of informal visits to a number of European ports, involving officials of the Commission and the
Federation of European Private Port Operators (FEPORT) in order to get a first general impression of current security measures, practical
problems and best practices. The Commission will build on the results of these visits by carrying out an impact assessment of the forthcoming
security measures it will propose. ESPO will be closely involved in this exercise. 
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In general terms, EESSPPOO’’ss  ppoolliiccyy  oonn  ppoorrtt  sseeccuurriittyy is based on the following basic principles :

• ESPO is in favour of global solutions and would like to avoid distortion of competition through unilateral measures;
• equally, security measures should be balanced and not hamper the efficiency of trade and the logistics chain;
• ESPO sees anti-terrorist measures as part of an overall approach, integrated as much as possible with measures aimed at fighting 

“classic” security problems such as illegal immigration, smuggling and theft;
• port facility security plans should be dovetailed with an overall security plan for the entire port area;
• co-operation with all concerned parties, such as the police, customs, immigration services, port authorities, terminal operators and 

port customers is essential; and
• the most important point is that all measures should be based on risk assessment, taking into account the diversity of ports.

MMaarriittiimmee  ssaaffeettyy  lleeggiissllaattiioonn  sshhoouulldd  bbee  iimmpplleemmeenntteedd

The year 2002 saw the official publication of the two Erika packages (Port State Control, classification societies, phasing out of single hull
vessels, European Maritime Safety Agency, monitoring & reporting system). ESPO welcomed the speedy adoption of these texts, as their
application will lead to great improvements in the safety of maritime transport. 

Implementation is indeed now the key point to ensure a safe transport by sea. If the Erika measures had been applied, the oil spill resulting
from the sinking of the Prestige tanker, in November 2002, could have been avoided. The Commission has therefore called on Member States
to implement fully and effectively the maritime legislation and it will, with the help of the European Maritime Safety Agency, make sure it is
applied properly. It may also propose some further measures to improve the existing regime.  

The Prestige disaster highlighted the problems related to the aaccccoommmmooddaattiioonn  ooff  sshhiippss  iinn  ddiissttrreessss, which had also been raised at the time of
the Erika incident. Port authorities are ready to take up their responsibilities in this respect. However, the decision to impose on a ship to seek
a port of refuge is always difficult. It requires a realistic assessment of the risks involved, either in refusing port access in order to keep the
pollution or explosion away from the coast or in requiring a ship in a precarious condition to head for a port in order to keep the ship and its
crew safe and to avoid sea pollution. Indeed, a port may be putting itself at considerable risk by accepting a ship in distress, endangering local
inhabitants and the environment. Moreover, the commercial and operational activities in the port may be hampered. 

ESPO welcomes the approach supported by Directive 2002/59 which provides a reasonable balance by leaving the possibility for the port
authority to prohibit a ship to leave or enter the port if the accommodation of this vessel would endanger the safety of the port, its wider
community, environment and economy. The Directive also introduces the concept of “places” of refuge which may provide better shelter for
ships in distress than ports. 

Directive 2002/59 also requires nnoottiiffiiccaattiioonn  ooff  ttrraaffffiicc--  aanndd  ccaarrggoo--rreellaatteedd  iinnffoorrmmaattiioonn.. Port authorities can contribute to the safety of
navigation by putting in place reporting systems, which allow for an exchange of information with different parties such as port state control
authorities and port authorities which are on the ship’s route. By making a better use of the data, maritime traffic can be monitored more
effectively and the risks posed by ships carrying polluting and/or dangerous goods can be reduced. 

Different reporting requirements are foreseen in other pieces of legislation (notably under Directive 2000/59 on port reception facilities for
ship generated waste). The combination of these various obligations of notification entails practical difficulties. ESPO is facilitating exchange
of experience on practical solutions (notably electronic systems) which are developed by some ports in order to avoid redundancy and facilitate
the work of the various parties involved. The workshop which was organised in Le Havre on 16 April 2002 was a first step in the dissemination
of good practices in that field and in assisting ports in implementing the above-mentioned Directive. 
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3. Ports and the environment 

RReeddrreessssiinngg  tthhee  bbaallaannccee  ooff  EEUU  eennvviirroonnmmeennttaall  lleeggiissllaattiioonn……

The BBiirrddss  aanndd  HHaabbiittaattss  DDiirreeccttiivveess provide a comprehensive protection scheme for a range of animals and plants, as well as for a selection of
habitat types. They furthermore enable the set-up of a network of protected sites known as Natura 2000. 

Awareness is growing in the EU institutions concerning the adverse effects that the implementation of the Natura 2000 network may have on
economic activities. In June 2002, the Environment Council adopted conclusions, highlighting the difficult combination between nature
conservation and human activities and called on the Commission to carry out an economic assessment of Natura 2000 and to tackle the
question of its financing. The European Parliament has also started to look at these problems. 

Constraints that designations under the Birds & Habitats Directives impose on port development are a very good example of the tension
between nature protection and economic activities. ESPO initially carried out a survey on the impact of this legislation on European ports,
which showed that port development in Europe is more and more constrained by scarcity of land, urban development and ecological
considerations. 

The survey was followed by a sseemmiinnaarr  oonn  tthhee  tteennssiioonn  bbeettwweeeenn  ppoorrtt  ddeevveellooppmmeenntt  nneeeeddss  aanndd  eennvviirroonnmmeennttaall  ccoonnssttrraaiinnttss in the widest sense,
including both ecological and urban aspects. The event was held on 22 November 2002 in Genoa and was attended by more than 150
participants.

The seminar underlined the importance of ports for European trade and focused on the crucial role ports play in developing short sea shipping
which is one of the most environmental-friendly modes of transport. Economic analysis presented at the seminar demonstrated that European
ports are running out of capacity. Traffic forecasts for the coming 15 years predict that European container throughput will grow with an average
of up to 7 % per year, leading to a serious imbalance between supply and demand if no further investments are made in port facilities. 

European environmental legislation, such as the Birds and Habitats Directives, often hampers such investments. Fundamental weaknesses
include the lack of concertation with the port sector, neglect of the pre-existing legal regime of port infrastructure and the absence of
compensation for ports. One of the main conclusions of the seminar was that the present state of EU environmental law is unsatisfactory and
needs to be amended. 

ESPO will therefore start a campaign to redress the balance between the needs of port development and environmental conservation. 
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……  AAnndd  pprroommoottiinngg  eennvviirroonnmmeennttaall  ffrriieennddllyy  aaccttiivviittiieess

At the same time, ESPO will continue to encourage port authorities to come to workable solutions in day-to-day activities by focusing on the
exchange of best practices and on dialogue with local authorities and stakeholders.

Over the years, the EU port sector has shown pro-activeness and innovation to respond to environmental challenges. Awareness has grown that
environmental effectiveness means cost-efficiency. 

The EEnnvviirroonnmmeennttaall  RReevviieeww, that ESPO published in 2001, looked at the progress that ports have achieved and the action they have taken since
the publication of ESPO’s first Environmental Code of Practice in 1994. This Review showed that the port industry is getting better in helping
and improving the environment and it set out a series of highly innovative recommendations for future action (notably publication of annual
environmental reports, environmental monitoring and use of environmental indicators to measure progress). The ECOPORTS project is
developing tools that will help port authorities to put these recommendations into action. Already, ESPO has recommended to its members the
wide use of the Port Environmental Review System (PERS), prepared by the ECOPORTS project, as a standard for the implementation of the
recommendations of the 2001 Environmental Review.

As a next step, ESPO is now preparing a full revision of its 1994 Code of Practice. The new Code will provide guidance to those ports that
voluntary adopt it and will set a framework on which ports can base their individual environmental policies and action. This Code will be
another step forward in the EU port sector’s commitment to environmental improvement. 

The EECCOOPPOORRTTSS  pprroojjeecctt, which started this year and will extend until 2005, will build on the success of the ECO-Information project (1997-
1999), which stimulated a great deal of progress in port environmental management.

The ECOPORTS project aims to create a level playing field by eliminating the environment as a competitive factor. In this project ports assist
ports to avoid double work and share the costs of development of joint solutions. The envisaged products of the project include an
Environmental Management and Information System (EMIS), a training system to familiarise port managers with EMIS and an extended
network of ports which will continue to interact after the end of the project. 

These various initiatives, which bring together the available experience and jointly tackle new environmental issues, should be recognised by
the EU institutions as valuable contributions to the environment, which should lead the EU port sector towards self-regulation regarding
environmental issues, and therefore limit the Commission’s legislative action in this field. As the port sector has demonstrated its efforts towards
a sustainable port management, it should be left, as much as possible, the possibility to choose the means to integrate environmental
considerations into its activities. 

For instance in the context of the Commission’s strategy to reduce the harmful effects of ship emissions, ESPO has made it clear that, if
differential charging may be used to encourage good environmental practice in ports (some ports already do so), it should however be a matter
for individual ports based on their own circumstances. Ports are commercial operators and their charges are designed to reflect commercial
realities and to ensure that port users make a fair contribution towards the cost and the services which they enjoy. Ports should be able to
choose, if they wish to do so, to structure their charges in a way which favours environmentally friendly vessels, but should not be imposed to
use such practice. 
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Annexe 1 : Structure of ESPO

GGEENNEERRAALL  AASSSSEEMMBBLLYY

• sets the overall policy of the organisation
• 3 delegates per member State + 1 per observer country
• meets twice a year 
• elects its Chairman and two vice-Chairmen
• appoints Secretary General

EEXXEECCUUTTIIVVEE  CCOOMMMMIITTTTEEEE

• daily policy-making body
• 1 representative per member State + observers
• meets 5 times a year 

TTEECCHHNNIICCAALL  CCOOMMMMIITTTTEEEESS

• give technical advice on specific subjects which fall within their scope of 
competence

• four areas : transport, marine, environment and statistics
• make recommendations to the Executive Committee which takes the final

decision
• 1 representative per member State + observers

SSEECCRREETTAARRIIAATT

overall coordinator, responsible for :

• communication
• representation
• administration and finance

EESSPPOO  ooffffiicciiaallss  ::

Chairman : David Whitehead (UK)
Vice-Chairman : Giuliano Gallanti (I)
Vice-Chairman : Maria Nygren (S)

Chairmen Technical Committees : 
• Transport : Stavros Hatzakos (GR)
• Marine : Guido Van Meel (B)
• Environment : Herman Journée (NL)
• Statistics : Txaber Goiri (E)

SSeeccrreettaarriiaatt  ::

Secretary General : Patrick Verhoeven
Assistant Secretary General : Marie-Philippe Coloby
Secretary : Cécile Overlau
Accounting : Jeanette Voosen

The ESPO Secretariat with Mario Caselli of the port of Genoa

The ESPO General Assembly in Gdansk, Poland
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Annexe 2 : Developments in ESPO members and observers 

BBEELLGGIIUUMM

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: E. Bruyninckx (Antwerp), P. Kerckaert (Bruges-Zeebrugge), E. Van Craeyvelt (Ghent)

Executive Committee: P. De Somere

Technical Committees: Transport: P. Van Cauwenberghe, Marine/Environment: G. Van Meel, Statistics: G. Ickx & M. Scheirs

After the record year 2000, overall sea-borne cargo traffic in the Flemish seaports showed a slight 2% decline resulting in an overall figure of 190 million tonnes in 2001.
The main cause is the slowdown in economic growth that was even enhanced by last year’s 11 September events. Where the GDP rise in Europe amounted to some 1.7%, it
was hardly 1.1% in Belgium.

On May 17, 2001, the shares of the Maatschappij van de Brugse Zeevaartinrichtingen nv (MBZ) held by the Flemish Region were transferred to the City of Bruges, as a direct
consequence of the Port Decree of 02/03/1999. Until that moment, the Flemish Region happened to be the majority shareholder in the Zeebrugge port management. MBZ
is, as well as the other three Flemish seaports, an autonomous port authority.

The Antwerp ‘masterplan’, a solution for mobility related problems in Antwerp, was approved by the Flemish Government. The most important projects with large impact
on the port of Antwerp will be the closure of the Kleine Ring (motorway), the renewal of two locks (Royer lock en Van Cauwelaert lock) and the modernisation of the Albert
canal (inland waterway connection between the port of Antwerp and the port of Liège) up to 9,000 tonnes. In July 2001, the City of Antwerp, together with the Antwerp Port
Authority, decided to build a new Cruise terminal along the quays of the river Scheldt at the site of old historic harbour sheds near the city centre. Completion of the new
terminal is scheduled for September 2002. The construction of the Deurganckdok was stopped on March 9, 2001 due to the decision of the Council of State pronouncing
a suspension of the regulating building permit. In the port of Ghent, construction phase 1 (quay wall of 1,500 m) of the Kluizendok project was completed, together with
the dredging works for the first phase. The second phase (building of a quay wall of 1,850 m) was started. A paper producing group decided to build the world’s largest paper
mill at its site in Ghent, with an annual capacity of 400,000 tonnes. A supplier of automotive components started the building of a new factory in the autumn of 2001 as
supplier of the new Volvo production line, that will be assembled at the Volvo Cars plant in Ghent. In January, the first Toyota cars were handled at the dedicated terminal
in the inner port of Zeebrugge. Toyota chose Zeebrugge as its distribution platform for the Yaris which is produced in France and for cars produced in Japan and Great
Britain. Toyota Motor Europe Marketing & Engineering (TMME) officially inaugurated its Vehicle Logistics Centre in July. In October 2001 Tropicana, a fruit juice producer
from Florida, decided to build a production and processing unit in Zeebrugge. In April 2001, a new (first) feeder service was started on a regular basis between Ostend and
the ports of Rotterdam and Antwerp. For the handling of the containers of this feeder line, the port authority invested in a new mobile 100 tons container crane.

In the beginning of 2001, the Antwerp Port Authority entered into an agreement with Natuurpunt Antwerpen Noord regarding the implementation of a project of which the
first part aims at taking stock of the present and potential natural values within the Antwerp port area.

The stern island in the eastern outer port of Zeebrugge, was further extended to more than 5 ha. This island was realised as a compensation measure for the nesting places
of rare seabirds in the western outer port and enables the continuation of the extension of the Albert II dock.

On February 5, 2001 a first memorandum of understanding was signed between the Netherlands and Flanders ministers of mobility regarding the further deepening of
the channel in the river Scheldt towards the port of Antwerp. This memorandum lays down a tight schedule for completing the necessary studies and the political decision-
making.

The Flemish Government decided to have a strategic plan drawn up for each Flemish seaport. Therefore, in this respect, the four Flemish ports are drawing up policy
studies and strategic plans.
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BBUULLGGAARRIIAA

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: Capt. Dereliev (Association of the Bulgarian Ports, Port Operators and Concessionaires)

The Bulgarian sea and inland ports are territorially united in unicorporate public liability companies of 100% government shareholding. The present management system
is a “tool port system”, which is typical for countries of central planned economy. After the adoption of the “Law for sea space, inland sea ways and ports” in 2000 and
the establishment of the Executive Agency “Port Administration”, conditions were created for a transfer to a more modern system of port management – “Landlord Port
System”, in which the government owns the port infrastructure and concedes it to the private business for operation under different conditions (concession, leasing
contract).

Amendments to the “Law for sea space, inland sea ways and ports” are currently under preparation, which should determine and implement the “Land Lord Port System”.
The Law is expected to be passed in 2003. This new Law will create opportunities for evolution and reform in the Bulgarian ports management. There are plans for the
establishment of a National Company “Ports” for ports’ management within 4 territorial departments in the cities of Varna, Bourgas, Rousse and Lom. The National
Company “Ports” will manage the public transport in ports of national importance and will manage and organize the ports operation. 

Port services in the ports will be performed by specialized port operators. At this stage these are public joint stock companies. Some of the port services ( i.e. nautical
services – pilotage, tugging, etc.) are fully performed by private companies. The process of concession (privatization) in the Bulgarian ports is expected to be completed
at the end of 2003.

The sea ports of Varna and Bourgas offer a combination of favorable geographical location, strong industrial hinterland and excellent rail and road access – the bridge
to the CIS, Middle and Far East through TRACECA.

The total capacity of cargo, which passed through the Bulgarian sea ports in 2002 was over 20 million tonnes. Traffic increased for the following goods : grain, ores and
non-metal minerals, containers.  

Some main projects are under way in the Bulgarian seaports. The Port of Bourgas is implementing an investment extension, reconstruction and modernization project for
450 million Euro (construction of a new eastern breakwater, terminal for bulk and liquid cargoes, container and Ro-Ro terminals, oil harbour). The Port of Varna is
implementing a General Plan for the development of the port, which includes the establishment of 4 new terminals (containers, Ro-Ro, grain and LPG). The investment
projects amount to 150 million Euro. Additionally, terminals for soda, coal/coke, liquid chemicals and cement/clinker will be established on the existing infrastructure in
the port of Varna in cooperation with world leading companies (Solvay, Oiltanking, Italcemente). The investment projects in both ports (Varna and Bourgas) will be
implemented through concession contracts, BOT, PPP.

The adoption of a new legislation, in accordance with the requirements of the European Union, will accelerate the modernization of the Bulgarian ports and the
implementation of the main port projects.

CCYYPPRRUUSS

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: A. Toumazis (Cyprus Port Authority)

Executive Committee: Capt. C. Assimenos

Technical Committees: Transport: Capt. C. Assimenos; Marine: Capt. C. Assimenos; Environment: Capt. C. Assimenos; Statistics: A. Kitromilidou-Koutsou

The Cyprus Ports Authority (CPA) is a semi-governmental autonomous organization established by law in 1973 for the administration and exploitation of the ports in
Cyprus. It is governed by a Board of Management appointed by the Council of Ministers. The budget, tariffs and port operating regulations of the Authority are approved
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by the Government and by the House of Representatives.

The Cyprus Ports Authority is responsible for the development, maintenance and operation of the ports of Cyprus. Its main functions, besides its regulatory role, include
the provision of port infrastructure, equipment and services for the accommodation and facilitation of ships, cargoes and passengers, excluding the loading and unloading
of vessels and the handling of cargo, including transit cargo, that are carried out by the private sector. Payments for the services offered by the Authority are included in its
tariffs, whereas those for the loading/unloading of vessels are fixed through private agreements between the parties concerned.

The Cyprus Ports Authority has under its jurisdiction all ports and terminals in Cyprus.  The main ports of Limassol and Larnaca are multipurpose ports and serve the
economy at large, while specialised oil terminals at Larnaca, Moni and Dhekelia are used for the handling of petroleum products mainly imports.  The industrial port of
Vassiliko handles mostly dry bulk cargo for the needs of the local cement factory. There are also a number of small ports (at Limassol (old port), Zyghi, Paphos, and Latchi)
that are currently used as fishing and pleasure boat shelters. The CPA cannot, at present, exercise control over the ports of Famagusta, Kyrenia, Karavostassi and Xeros.
These ports, being in the area occupied by the Turkish troops since 1974, have been declared closed to international navigation.

Cyprus is a developed economy and the cargo mix the handling methods as well as the level of local imports and exports do not show great variations, though there was
some improvement in the level of containerisation of local cargo. 

The daily management at the two main ports of Limassol and Larnaca is carried out by the Ports’ Harbour Masters who are directly involved in the making of port policy
and thus responsible for its implementation as well as the smooth operation of all port activities.

During the year under review the policy of the Cyprus Ports Authority (CPA), was aiming at meeting the requirements of world trade liberalisation in the provision of port
services, as well as in meeting the new requirements of serving regional traffic, as they will be developed from Cyprus’ accession to the EU. 

Efforts are being continued for the development of Larnaca port into a major cruise port. Towards this direction Larnaca port is to be re-developed into a specialized
passenger/cruise port. The project will be assigned to the private sector through international tenders. The government has secured the services of consultants to assist in
the implementation of the project. 

At Limassol port the CPA has invited tenders for the feasibility study for the construction of a new passenger terminal to cater for the traffic for the next 10-20 years.
Meanwhile improvements of the existing passenger terminal will be carried out. As regards the Limassol Western Container Terminal, work is under progress for the
enlargement of the container stacking area. The CPA is also negotiating the construction of a new Floating Dock of a maxim ship length of 200m. 

New harmonised legislation will be introduced in 2003 to cover all the provision of directive on Port Reception Facilities.

DDEENNMMAARRKK

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: B. Mathiesen (Port of Aarhus), J.P. Peters (ADP A/S), H. Berthelsen (Association of Danish Ports), J. Jensen, substitute (Association of Danish Ports)

Executive Committee: J. Jensen 

Technical Committees: Transport: G. Nørgaard; Marine: S. Felix Andersen; Environment: T. Hansen; Statistics: H. Munch Jensen 

The European Commission, DG Enterprise, commissioned a consultancy firm to carry out a study of the Economic Impact of Maritime Industries in Europe. “Ports and
port services” is considered as one industry. The study contains data about the development in employment figures and in value-added for each maritime industry in the
1990s. An elaboration of the data gives an indication on the developments in productivity for each port and services industry in the member states. For the years 1993 and
1997, the employment figures for the Danish ports and port services industry are identical. For the other member states the overall employment figures decreased by 3.7
%. However, the increase in value added for Danish ports and port services was 23.6 %, while in the case of the other member states the value added increased only by 7.1
%. Altogether, the data thereby serves as a clear indication that the development in productivity in the Danish ports and port services industry was considerably higher than
in other member states. It may be that this is part of the explanation for why total tonnage handled in Danish ports decreased by only 2.5 % to 94 million tonnes in year
2001, and why Danish ports still handle 75 % share of total exports (measured in tonnes) from Denmark. With a slowing world economy and the growing effect of the two
great bridges, the one connecting Zealand and Funen and the other Sweden and Denmark, one could have expected a less positive development.

Danish fishing ports changed their status from state-owned to municipality-owned ports in 2001. As a consequence the fishing ports obtained membership of the Danish
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Association of Ports. The change in status has introduced a new set of tasks for fishing ports and the association to solve. They include practical tasks like paving the road
to EU investment resources as well as strategic objectives like development of business plans, strategic analysis, and organising seminars on co-operation with companies
within the fishing industry and affiliated industries.

The Maritime Network is an informal co-operation between parties in the Danish transport sector. Notable participants are the Danish Shipowners’ Association, Danish
Transport and Logistics Association, the Confederation of Danish Industries, the Danish Maritime Authority, the Ministry of Transport and the Association of Danish Ports.
The overall aim of the network is to improve the framework conditions for the development of a full-scale multimodal transportation system, where all members of the
network enjoy advantages. Both traditional transport policy areas like the Port Package and Maritime/Port Security and development of the multimodal transportation
system are subject areas in the work programme of the network.

During 2001 Danish ports implemented waste management plans as a consequence of the EU Directive 2000/59/EC on port reception facilities. All plans describe how the
ship crews should act when delivering waste in the ports and how ports handle waste on the way to its end-destination. Except from cargo related waste all waste can be
delivered in the port in accordance with the no special fee system. One can understand that Danish authorities have thereby decided to go beyond the EU Directive and
implement the HELCOM recommendations.

Many Danish ports experience difficulties in relation to sediments. The Danish authorities are very reluctant towards the process of giving permits to aquatic disposal. As
a consequence, some Danish ports await guidelines on how to approach the problem with sediments. The focus on TBT led to a discussion on where and how sediment
should be handled. The Danish Environmental Protection Agency is therefore expected to present a plan for the handling and disposal of sediment. It is expected that an
element of the plan is a requirement for more nearshore and/or upland disposal sites. The implication is an extra economic burden on many ports. This poses a serious
threat to their survival as commercial ports. The plan will be discussed in the beginning of year 2003.

Also during the year the first Danish ports have implemented environmental management systems certified in accordance with the international norm ISO 14.001, and
more ports are expected to follow.

FFIINNLLAANNDD

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: M. Aura (Finnish Port Association); M. Sinisalmi (Pori); M. Meinander (Helsinki)

Executive Committee: M. Aura

Technical Committees: Transport: M. Aura; Marine: E. Kotiranta; Environment: J. Komsi; Statistics: K. Tarnanen-Sariola

The overall capacity of Finland’s ports is staying ahead of the steady growth in annual tonnage. The geographical proximity of Finnish ports to Russia, the Baltic States and the rest
of Scandinavia creates compelling advantages in logistics and distribution.

Finland has around fifty public or private ports and loading places. Twenty-three of the sea ports are kept open all year round; twenty-seven are municipally owned. All municipal
ports are also public ports. Private companies are commissioned to handle most of the traffic in the ports, creating a favourable and efficient shipping environment.

In 2001, Finnish seaborne traffic totalled 97 million tonnes of the total volume of goods flow.

The amount of passengers via all Finnish ports was 15.6 million. Most of them – 9.1 million– travelled to and from Sweden and 6.0 million to and from Estonia.

Finland and Russia have a common land border of more than 1 200 kilometres. All Finnish ports are situated 550 kilometres or less from the border. The leading Finnish ports are
located on the Gulf of Finland, as is St. Petersburg. Finns and Russians have hundreds of years of experience in doing business together. Finnish ports offer a fine infrastructure and
superstructure. Plenty of free capacity and high efficiency through specialisation keeps transit times short and delays to a minimum. The ports themselves, with their railways, highway,
sea and even river links offer safe access to the border and to inside Russia and the former Soviet Republics. Acting as a gateway requires links in other directions as well. Several daily
and weekly connections to the ports around the Baltic Sea and numerous continental European ports guarantee efficient access. The new railway connections to Russian inland areas
will help increase the transit traffic through the Finnish ports.

Responding to environmental issues and regulation is part of ports’ regular agenda. The Finnish Port Association started an Environment Working Group which has dealt with e.g.
Ship waste directive and ports’ environmental permits during its first year.
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FFRRAANNCCEE

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: J.M. Lacave (Le Havre), J. Truau (Marseille), A. Plaud (UPACCIM)

Executive Committee: A. Plaud

Technical Committees: Transport: M. Bonvalet; Marine: F. Brevault, J. Sublet; Environment: M.Y. Le Garrec; Statistics: J. Braems, J.M. Piétri

Total French seaports traffic amounted to 350,9 million tonnes in 2001, including 10.2 million tonnes overseas. Liquid bulk traffic, representing half of total tonnage
decreased by 1%, compared to 2000. Dry bulk traffic, representing 23% of total tonnage dropped by 9,7 %. Containerized traffic amounted to 26.3 million tonnes, increasing
by 2,8 %.

All six main metropolitan sea ports (Marseille, Le Havre, Dunkerque, Rouen, Nantes-St-Nazaire, Bordeaux) plus one overseas (Guadeloupe) were granted autonomous
public management as in 1965. With 268 million tonnes in 2001 (-1.8%), they account for 76% of French sea ports freight traffic. Seventeen metropolitan sea ports of
national interest, plus four overseas, also remain under direct State supervision. Only their commercial operations are usually delegated to Chambers of Commerce and
Industry. They account for 21,5% of total traffic, namely 75.5 million tonnes in 2001 (equals 2000).

Sea ports belong to the French state, and their administration remain mainly under tight central control. Decentralised ports which are under the control of Departements
account only for 1,5% of total national sea ports tonnage. The present government has launched a widespread consulting process in order to identify new transfers of
responsibilities from central to regional and local governments. This process will broaden the scope of the latter decentralization law of February 27th 2002, that already
includes an offer to French Regions to take over the responsibility from central State, for some of the current 17 metropolitan + 4 overseas ports operated by Chambers of
Commerce and Industry, on a voluntary and experimental basis. The expected legal results of the late 2002 consultation, followed by a spring 2003 parliamentary debate,
should notably express a lesser involvement of central decision making in French port business developments (except for a few major ports). Such a transfer of responsibility
could give some official status to currently growing public financing of sea ports investments by regional and local governments, compensating for national budget scarcity.

The rate of growth of container traffic in French seaports totalled 14 % over the last 10 years, sizeably less than that of main competing ports of other European countries
(North Sea, Mediterranean). The major explanation is that French ports, except for Le Havre, have not entered yet the container transhipment market that is thriving on
both northern and southern ranges.

Investments for extended containers facilities are under way in Le Havre (Port 2000), Dunkerque (Quai de Flandre), and Marseilles (Fos 2XL). All French ports are now
open to private investments on terminals according to a new specific contracting procedure (Convention d’exploitation de terminal) between port management and private
terminal operators. These terminal operations (e.g. : containers, dry bulk) are private ventures, requiring that any public capital investment be restricted to a minority
share.

New port projects have been subject to careful environmental assessments. This did not prevent controversial debates and constant bobbytraping from some ecologist
associations.  The global environmental advantage of developing the maritime mode of intra-European transport has not yet been taken into account in the local debate
on port extensions.

After the adoption in April 2002 of an ambitious 2020 Schema for transport investments (“Schema de services collectifs de transports de voyageurs et de marchandises”),
the new government decided to launch an audit on the financial total cost and feasibility of some 140 billions euros worth of road and rail projects it contains. Projects
will be reviewed and reordered according to cost effectiveness criteria. Otherwise a new parliamentary investigation on the potential of short sea shipping is also under
way. It is thus expected that port and maritime development projects will emerge as credible alternatives.

Beginning with 2003, the former subsidy programme for having the French railroad lessen the price of combined rail transport, will be cancelled. It should be replaced by
a program of subsidy to operators for the intermodal transfer of goods, as far as it induces a modal shift from all road transport. Transfers to and from the maritime mode
have been included in the scope of the new program. It is expected this will reinforce the 2003-2007 Marco Polo programme in favoring Sea motorways as an alternative
to congested continental corridors.
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GGEERRMMAANNYY

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: D.Behrendt (Hamburg); I.Piorkowski (Bremen); E.Jagl, alternate (ports of Lower Saxony); J.Eggers, alternate (ports of Schleswig-Holstein); 
K.Richter, alternate (ports of Mecklenburg-Vorpommern)

Executive Committe: D.Behrendt

Technical committees: Transport: B.Müller, D. Behrendt; Marine: C.Lampe; Environment: D.Behrendt; Statistics: K.Gisevius

In spite of the difficult developments in the global economy the last year has been a successful one for the German ports. The overall cargo turnover has increased especially
in the container sector, which has been growth-promoting:

• In 2001, for the third time in succession, the volume of cargo handled in Hamburg port reached a new record high. With the final total standing at over 92
million tonnes, results were 8.5% above the previous record 85 million tonnes for the year 2000. Container traffic grew at a rate of 10.4 %. 
Altogether 4.7 million TEU were loaded or unloaded in the port. 

• The ports of Mecklenburg-Vorpommern reached a cargo handling volume of 25.5 million tonnes.

• Bremen ports handled 2.93 million TEU, an increase of 8% compared to 2000. The general turnover grew by 2.8 % and reached 
a new peak of 46.0 million tonnes.

• The ports of Schleswig-Holstein reached about the same total transhipment volume as in 2000 (35 million tonnes). 

• The overall cargo handling turnover in the sea ports of Niedersachsen arrived at 67 million tonnes.

Port development has been very important, so new infrastructure has been built or at least the decisions for new infrastructure have been taken :

• In Bremerhaven, the construction of the additional Container Terminal Ct IIIa is proceeding. The construction of the additional Container Terminal Ct IV 
has been decided. It will provide four deep-water berths for container vessels and will have a length of 1,700 m on a 170-hectare site. 
In Sassnitz a new berth has been built and in Wismar the restructuring of the South Quay has been continued. 

• In Niedersachsen the planning for the new deep-water port in Wilhelmshaven, which will be built in close cooperation with Bremen, is making a good progress.
The first container vessel shall be calling at the port in 2009.  

• New intermodal terminals are planned or under construction in the North Sea port of Brunsbüttel and in the Baltic Sea ports of Kiel and Lübeck. 
The Port of Kiel concluded the extension of the new Ostuferhafen (East Shore Port ). In the port of Lübeck a new Lift-on/Lift-off intermodal rail terminal will
start operation. This terminal is designed to provide a fast container-transfer between the Baltic Sea region and Hamburg as an international container hub.

• In Hamburg, the first two berths of the “Container Terminal Altenwerder” became operational. Preparations are in full swing to complete the second terminal
section. The “Container Terminal Altenwerder” will increase Hamburg port’s container handling capacity by 2.1 million TEU and provide about 70 ha for 
distribution services additionally. The adaptation of the Eurogate Terminal to the growing demand in container handling has been decided. 
In addition to measures raising the cargo handling capacity, the Senate of Hamburg has initiated the necessary steps to further deepen the Elbe 
to provide conditions which keep calling at Hamburg port an attractive proposition. 
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GGRREEEECCEE

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: J. Zavelakis (Port of Thessaloniki), A. Kamarinakis (Ministry of Merchant Marine), N. Nesteroulis, substitute (Ministry of Merchant Marine), S.
Hatzakos, substitute (Piraeus Port Authority), I. Papaconstantinou, alternate (Port of Thessaloniki)

Executive Committee: A. Kamarinakis

Technical Committees: Transport: S. Hatzakos; Marine: S. Theofanis; Environment: S. Hatzakos; Statistics: M. Arvanitidis, V. Michalopoulos

The Olympic Games 2004 that will take place in Athens, the need for modern and competitive port infrastructures, according to free market rules, but also the significant
increase in sea tourism have dictated drastic reforms in Greek ports’ operation and administration institutional framework.

These changes which were introduced in 1999 and are still going on until now can be summarized as follows:

The alternation by Law 2688/1999 of Port Organizations of Piraeus and Thessaloniki into SA companies of public utility. These two major Port Organizations are promoting
appropriate structural changes and measures that will help them ensure and further increase their competitiveness in relation to other ports. The legal status of another
ten Port Funds of a major national significance (i.e. Alexandroupoli, Elefsina, Heraklion, Igoumenitsa, Kavala, Kerkira, Laurio, Patra, Rafina Volos) has been changed.
According to Law 2932/2001 they have been  transformed into public limited companies with the State being at present their only shareholder and having a supervising
role, at tactical/strategic level and not in their daily matters. The newly established SAs, as port operators and administrative agencies, are already promoting their
operational and strategy plans, pricing policy etc.

As provided for by the Law 2738/1999 responsibilities of remaining Port Funds are transferred to the prefectural or local government,, which in turn will assume the
management of the local or prefectural ports. For the time being six Municipal Port Funds have been established. This way, port works are expected to become more
effective and promptly executed, while services provided to be upgraded in terms of quality and competitiveness. 

The port of Piraeus is taking appropriate measures in order to meet increased passenger and vehicle traffic but also the needs of coastal liners in view of the forthcoming
Olympic Games 2004 and has already planned a number of interventions aiming at its modernization and increase of competitiveness, in parallel with a developmental
and investment program that has already been approved and is implemented gradually. Port Authority of Piraeus is in the process of being listed in Athens Stock Exchange
and it is foreseen that it will take place about the first trimester of 2003. At the same time, works of smaller scale are in progress in the ports of Thessaloniki, Patra,
Heraklion, Volos in the cities of which some of the Olympic sports are scheduled to take place, but also in the ports of Igoumrnitsa, Kerkira, Katakolon, Lavrio and Rafina
which are considered as entering gates and ports of wider Olympic interest. 

The need for the 12 Ports’ Organizations SA to deal with common issues and problems facing them, as well as to collect data and information and to process requirements
on the on hand, and to develop common positions on the other hand, have led to the establishment of a “Greek Ports Association”. In this framework, close cooperation
of the 10 new port organizations SA with the two big port organizations SA of Piraeus and Thessaloniki (already possessing experience, appropriate means and
specialization) shall be very useful to the rest ten newly established SA.

Furthermore, the new Law foresaw the formation of the General Secretariat of Ports and Port Policy which operates at the Ministry of Mercantile Marine under the
supervision of the Minister of Mercantile Marine. The General Secretariat has the responsibility for the overall planning and the enforcement of a national port policy with
the purpose of developing competitive ports with modern infrastructure. A Port Planning and Developing Committee was set up : it  consists of 11 members from various
Ministries and is assigned with the task of mastering and implementing the Greek Port Policy.

Moreover, the above-mentioned law (2932/2001) provides that, from November 1st 2002, maritime transport activities should have been liberalized for European Union
flagged ships in accordance with the country’s obligation to harmonize its national legislation with community law (EEC Regulation 3577/1992 - Liberalization in the field
started in fact 14 months before the date set by the Regulation (01-01-2004)). The state retains its institutional role insuring social aspect of transport services (social
cohesion, geographical unity of the country) encouraging fair practising and promoting upgrading of services provided and developing business initiative.

In the middle of the year 2002, a Common Ministerial Decision 3418/2002 was signed: “Conditions and measures on port facilities for the reception of cargo residues and
waste produced aboard ships”, transposing Directive 2000/59/EC into national legislation. Its primary aim is to reduce rejection at sea, in particular illegal waste and cargo
residues discharge overboard by ships using community ports, and therefore to enhance marine environment protection. In this framework, all interested agencies and
specially the managing bodies of the Greek ports promote radical changes in the operation and management fields with a view to an efficient and rapid implementation
of the above-mentioned Decision the soonest possible. 
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IICCEELLAANNDD

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: H. Valdimarson

Technical Committees: Transport: H. Valdimarson; Marine: H. Valdimarson; Statistics: B. Thorleifsson

IIRREELLAANNDD

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: E. Connellan, (port of Dublin), B. Keating, (port of Cork), P. Keenan, (Irish Port Association)

Executive Committee: P Keenan

Technical Committees: Transport: P. Keenan; Marine: R. Wiltshire; Environment: A. P. Farnan; Statistics: V.  Malcolmson

Irish Ports handled 45.8 million tonnes of goods in 2001 which represented a 1.2% increase over 2000. Goods received increased by 3.0% in comparison with 2000 while
goods forwarded decreased by 3.2%. Dublin Port handled 15.8 million tonnes of mixed cargo while Shannon Foynes and Cork handled 10.7 and 9.8 million tonnes
respectively.

Imports accounted for 71% of the total goods handled while exports accounted for 29%. Of the total goods handled, dry bulk accounted for 32.4%, liquid bulk 31.1%, roll-
on/roll-off 20.2%, lift-on/lift-off 12.5% and break bulk 3.8%.

The Minister for the Marine and Natural Resources set up a task force to advise him on the potential for development of port estates at commercial harbours operating
under the Harbours Acts. The Task Force submitted its report to the Minister but it has not yet been published.

The Minister also set up a task force on transport logistics as related to Ports and this report has been published and won wide acceptance. It is expected to influence
Government policy in this area.

The Government continued its policy of corporatising the commercial ports and port companies were established in Dundalk and Wicklow to join those established in 1997.
The term of office of the Directors initially appointed to the companies established in 1997 expired during the year and in accordance with normal policy outgoing directors
were replaced by new appointments.

It was felt that the timing was appropriate to examine critically the present corporate model and a study was commissioned from a consortium headed by Raymond Burke
and Associates to assist the High Level Review Group tasked with carrying out the critical appraisal. A report is expected early in the new year and it will also address the
future of the smaller ports which lack critical mass and resources.

Ports continue to invest in new facilities to meet growing demand while at the same time being frustrated by the failure of Government to roll out the promised National
Development Plan in relation to Ports. Major port infrastructural projects were completed in Dublin, Cork and Waterford.

New legislation which came into effect during the year removed the doubt which existed as to the liability of ports for local authority rates into the future. However the ports
continue to be involved in litigation at High Court level in relation to assessments covering the period since corporatisation and the quantum of the liability going forward.
The liability which the Valuation Office is seeking to impose would seriously hamper the ability of ports to fund ongoing development.
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IITTAALLYY

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: G. Gallanti (Genoa); T. Affinita (Assoporti); L. Robba (Assoporti)

Executive Committee: G. Gallanti

Technical Committees: Transport: L. Robba; Marine: L. Robba; Environment: P. Ferrandino & G. di Luca; Statistics: O. Giannotti & F. Bugliani

During the year 2002, within the unchanged legislative framework provided by Law 84/94 as amended, the major Italian ports have continued, notwithstanding the
difficulties due to the world unfavorable economic situation, to handle increasing traffic volumes (goods and passengers) and to improve their maritime connections. In
particular, the implementation of S.S.S maritime services has been strengthened. 

Through direct and indirect connections, the Italian major ports constitute a system linked to the world economic areas.

Both from the quality and quantity points of view, the good results achieved by the national port sector have been possible thanks to the professional skills and the efforts
made by the port operators in a competitive environment and thanks to the Port Authorities. The latter are non-economic public bodies established in 23 major ports with
port and port activities planning, programming and promotion duties.   

In particular, during the year 2002, Port Authorities took care of port infrastructure adjustment, improvement and development. In most cases, they also drew up new
planning instruments for the port areas in order to make available modern infrastructures to shipping and transport activities and to connect Italian ports to the Trans-
European Transport Network.  

LLAATTVVIIAA

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General assembly: L. Loginovs (Riga), I. Gorbatikova (Riga)

Technical Committees: Environment: S. Lizuma 

The “Law on Ports”, adopted in 1994 as an umbrella law for the port sector, determines, that the port authority, an institution established by the respective City Council,
is under the supervision of the Ministry of Transport.  The port authority, being a public authority, carries out state administration functions and acts in accordance with
the principles of a non-profit organisation, performing port administration functions. Cargo and/or passenger handling operations are performed by private enterprises,
which rent port sites from the port authority.

Riga is an ice-free port, navigable all year round, with excellent hinterland connections to neighbouring countries –Russia, Belarus, Lithuania, Estonia. Riga, as one of
the main logistical centres of the Baltic States, operates extensive railway and road infrastructure included in Pan-European transport network and provides good links to
most places in Eastern Europe. 

Since the adoption of the “Law on Ports” in 1994, Harbour Master’s office, pilotage services and VTS in the port as well as the maintenance of lighthouses are the
responsibilities of Latvian Maritime administration. According to the latest amendments to this Law, the above-mentioned services have passed to be the structural
branches of the port authority. 

Major port operating companies are represented in Freeport of Riga Council, thus providing a discussion forum. 

In 2000 Freeport of Riga Authority had signed a “sister ports” agreement with the Port of Santander (Spain), providing legal basis for trade and business fostering, expertise
and information exchange. 
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The major ports of Latvia are united in the Latvian Ports Association in order to express common needs to the Government, municipal or state authorities. 

Priority development projects in the Freeport of Riga are :

- Construction of new oil products terminal in Daugavgriva area;
- Construction of new oily waste water treatment facility;
- Development of Mangalsala area into a general cargo handling area;
- Implementation of industrial parks in Spilve meadows; 
- Reconstruction of the passenger terminal;
- Transformation of Andrejsala area into services industry facilities (banking and finance centre, residential area, hotels, recreation and leisure area, etc.).

Unique geographical location, excellent hinterland connections, free land-sites for further business development, favourable tax legislation and additional cargo handling
capacities make the Freeport of Riga very attractive for co-operation for partners both from the west and the east, offering great opportunities for business.

Main environmental issues of the Freeport of Riga in 2002 :

- Soil and underground water contamination investigation project;
- Elaboration of oil spill contingency plan and improvement of technical preparedness;
- Soil treatment activities in most polluted port territories.

As Latvia has set an aim to join the EU, all national legislation acts of the Republic of Latvia are being harmonized with EU legislation.

LLIITTHHUUAANNIIAA

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: S. Dobilinkas & V. Sturys (Klapeida)

Executive Committee: V. Sturys

Technical Committees: Transport: V. Sturys

MMAALLTTAA

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: C. Schembri

Executive Committee: C. Schembri

Technical Committees: Transport: C. Schembri; Marine: C. Schembri; Environment: C. Schembri 

The ports industry in Malta is regulated by two main government agencies : the Malta Maritime Authority and the Malta Freeports Corporation. The Malta Maritime
Authority was established by law in 1991 in order to develop, promote and advise government on the various maritime activities in Malta. The Ports Directorate of the
Authority is considered as the port authority for all ports in Malta. It has the regulatory role of ensuring the preservation of good order in the territorial and internal waters
of Malta, the control of port work, the provision of various maritime facilities and the prevention and control of pollution. In its managerial capacity it is entrusted with the
general planning, development and promotion of the ports in Malta. The Malta Freeport Corporation plc, which was established in 1989, is responsible for the regulation of
free zones in Malta and thus its main function is the licensing of companies operating within the latter areas.
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During the current year port activity has experienced a substantial growth. Shipping traffic has increased by 5%, while cargo handled and passenger traffic grew by about
10% and 25%, respectively.

The most important highlight this year was the establishment of a Ports Consultative Council whose terms of reference were to prepare recommendations on a much
required port reform. These recommendations have been submitted for the consideration of the Ministry for Transport and Communications. In the meantime, the Ports
Directorate endeavoured to assist the ports industry through facilitating commercial activities by enhancing the dialogue with port users and service providers.

One other important event was the privatisation of the management of passenger operations and facilities in the port of Valletta. Through this concession the private
consortium, will, besides operating the present facilities, construct a new cruise terminal and a separate ferry terminal and will rehabilitate the whole waterfront adjacent
to the cruise and ferry berths. The whole project is expected to take about four years to complete and the consortium will be investing about 30 million Euro.

The refurbishment and upgrading of the present quay structures has been a continuous programme for the Authority. However, the major projects in the two international
ports included the dredging of the access channel within the port of Marsaxlokk in order to allow larger vessels to manoeuvre within the port.

The Ports Directorate conscious of its social obligation as a regulatory body in respect of the preservation of good order in local waters and the prevention and control of
pollution took several initiatives in this regard. The human resources of the Marine Department have been upgraded in order to enhance the enforcement regime in respect
of port operational hazards and sources of pollution.

In view of Malta’s application for EU Membership it has carried out several legislative reviews to comply with the EU Acquis particularly that related to the handling of
dangerous goods and marine pollution. It is important also to note that during this year the Authority has carried out the necessary legislative amendments to become
party to the IMO Convention on Facilitation of International Maritime Traffic. It has also been involved in the further strengthening of its administrative capacity in order
to be in a position to meet the obligations introduced with these legislative amendments.  

TTHHEE  NNEETTHHEERRLLAANNDDSS

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly:W. Scholten (Rotterdam); H. Gerson (Amsterdam); E. van den Berg (Zeeland), V. Schoenmakers, substitute (Rotterdam), H. Journée, substitute (Amsterdam)

Executive Committee:V. Schoenmakers

Technical Committees: Transport: B. Janssen; Marine: P. Mollema, P. van der Kluit; Environment: H. Journée, B. Janssen; Statistics: L. Monninkhof, H. Fonteijn

The 16 seaports represented in the Dutch National Ports Council handled over 427 million tonnes in 2001, a decline of 0.7% compared to 2000. Only the liquid bulk volume
showed an increase of 1.9% . The main causes for the decline were developments in the global economy.

The Dutch ports continue their efforts to increase their quality by investing in infrastructure and service. Over the last few years a number of major projects were planned,
started or completed. In brief:

- The port of Harlingen started the second phase of its port expansion in 2001. In 2003 another 65 hectares will be added to the port area.
- In 2001 the construction of a third tidal dock at Ymuiden was started. Some 25 hectares will be added to the port area to accommodate short sea vessels carrying

general cargo, ro-ro and neo-bulk.
- The first container-terminal in the world where ships can be loaded and unloaded from both sides was completed in Amsterdam in 2001. In the same year the

new Afrika-harbour was completed, adding another 275 hectares to the Amsterdam port area. 
- The Rotterdam-Maasvlakte port area will be expanded by 500 hectares. With respect to the financing no decisions have been taken yet. According to the current

planning this project will be completed by 2010. 
- In 2000 the construction of Betuwe railway was started. It will link the Rotterdam harbour railway with the German railway network and will be operative in 2007.
- The Rotterdam Municipal Port Management will be transformed into a private company. The municipality of Rotterdam will be a major shareholder. The Dutch

government considers participation. 
- At Flushing (Zeeland-seaports) the Western Scheldt Container Terminal (WCT) will be constructed. The first ships are expected to call on this deep-sea container

terminal in 2005. The ultimate capacity of the WCT will be 2 million TEU/year. The first phase of the new Cobelfret ro/ro terminal terminal (56 hectares) at
Flushing will be completed in 2003.

- Zeeland Seaports (the Flushing and Terneuzen port authority) and Oiltanking agreed in 2001 to construct a new liquid bulk terminal at Terneuzen. It will havea
total capacity of 400.000 m3 and will be operative in 2004.
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In May 2001 the National Ports Council in the Netherlands officially presented its report “Nederland Havenland”, containing a joined port strategy that aims at intensifying
co-operation among the Dutch ports in matters of common interest and fair competition in other matters. Co-operation is expected to improve the international
competitiveness of the Dutch seaports and to optimize the use of infrastructure and space.

NNOORRWWAAYY

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: W. Krohn-Hansen (Norwegian Ports Association); A. S. Hamran (Oslo)

Executive Committee: W. Krohn-Hansen, R. Mjøs

Technical Committees: Transport: R. Mjøs; Marine: H: Grytbakk; Environment; T. Jørgensen; Statistics: T. Svendsen

Norway has a coastline of 2700 km and about 300 communities border to coastal waters. In several regions, public ports join together under a common inter-municipal
port administration, thus about 80 communities are organized in approximately 60 port authorities and port administrations. Of these 53 are members of the Norwegian
Port Federation

The administration of Norwegian ports and coastal waters is governed by the Port and Seaways Act from 1984. The port structure in Norway is based on municipal port
districts, within which you can find both public and private port sections and quays. Each municipality is in charge of their port district ruled by the Port Act. The financing
of the port activities is based on the principle of self-financing. Even in the public ports areas, which are landlord owned by the respective municipalities, the cargo handling
operations are carried out by private operators and stevedore companies.

Several changes in the public administration recently have been implemented in Norway. By the end of 2003, a municipal port authority should be organised either as an
autonomous municipal enterprise or as an inter-municipal legal liable enterprise. The Norwegian Port sector welcomes this opportunity for the public port sector to operate
on a more business-like approach than previously.

These new changes, together with changes in the transport policy, made it desirable to revise the present Port and Seaways Act. A Government appointed Revision
committee delivered in March a report with recommendations. The report is now considered in the Ministry of Fisheries and Coastal Affairs. It is presumed that a proposal
on revision of the Act will be put up for the Parliament in 2004.

The Norwegian Parliament (Stortinget) adopted in 2001 a National Transport Plan (NTP) for the period 2002-2011. The idea behind the NTP being to integrate all modes
of transport in one common national plan in order to enforce intermodality in the transport sector. The port industry was not quite satisfied with the weak attention ports
and sea transport got in NTP 2002-2011. However, as work has started on NTP 2006-2015, the Norwegian Ports Federation is participating as member of the Main Reference
Committee and with members of several sub-committees. In this work, related to NTP 2006-2015, the port sector in Norway will link its views to ESPO-policy on important
and major port maters in Europe.

Thus, the Norwegian Port Sector feels confident that the importance of sea transport, handling practically 95% of the transport work of foreign trade and something like
45% of domestic transport work, in the NTP 2006-2015 will receive more evident attention than what was the case in the NTP 2002-2011.

On the environmental side the problems with polluted sediments in the ports have been the main topic.  Industrial activities and various urban activities  have led to serious
pollution of the bottom of several ports.  The two main questions are; who is responsible and how to deal with the sediments. In most of the cases the cause of the situation
is not port activities and the ports feel that they should not be left with the responsibility for solving the problems. With regard to the question how to deal with the polluted
sediments, there are many solutions, dependent of the local situation and type of sediment. However, there is some governmental financial support to pilot projects to
investigate and develop different types of solutions.

The Norwegian Ports Federation participates in a work of establishing a SSS promotion Bureau. At present one is working with a feasibility study, which is assumed to be
delivered in January 2003. The study will form the basis for the further work.

The total amount of commodities handled over public and private quays in 2001 in Norway, amounted to about 185 million tonnes. This is an increase of 7,8% from 2000
to 2001. The total throughput of General cargo in 2001 was 22 million tonnes, which is a reduction of 9%.
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PPOOLLAANNDD

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: R. Wocial (Port of Gdansk) 

Executive Committee: R. Wocial

Technical Committees:Transport: K. Gromadowski, Environment: B. Oldakowski

The Polish port system was set up by the Parliamentary Act on Sea Ports and Harbours in 1996. According to it, the major Polish sea ports of Gdansk, Gdynia and both Szczecin
and Swinoujscie are managed respectively by three landlord type port authorities. The port authorities are joint stock companies where the State Treasury is a majority
shareholder. A minor part of shares belongs to municipalities and a certain portion of the shares belongs as well to employees. 

Port operations such as cargo handling, pilotage, towage, mooring and other ancillary services are offered by both private and port authorities owned companies. All three
port authorities are making efforts to complete privatisation of their operational activities. The port of Gdansk Authority still own one stevedoring company, while several private
ones operate within the port area. The port of Gdynia Authority is in the process of selling its container and grain terminals. The ports of Szczecin and Swinoujscie still remain
minority shareholders for a few operating companies. The Act on Sea Ports and Harbours, which is currently being amended provides that port authorities have to sell all their
shareholdings to the operating sector by December 31, 2005.

The ports of Gdansk, Gdynia, Szczecin and Swinoujscie handle approximately 90 % of all Polish maritime traffic.

Among the major port projects successfully concluded during 2001/2002, it is worth mentionning the opening of a new ro-ro terminal in Gdynia and the inauguration of a
newly constructed ferry terminal in Gdansk. The port authorities of Gdansk, Gdynia and Szczecin–Swinoujscie have submitted several new projects within the framework of
the Polish Operational Programme for Transport and Maritime Economy Sectors for the years 2004-2006, prepared by the Ministry of Infrastructure. The development of the
projects basically will facilitate the sea access to the ports and will result in the modernisation of existing and construction of the new infrastructure dedicated to modern cargo
handling including logistic centres services. The projects can be co-financed by European Regional Development Fund.   

The ports projects are being prepared simultaneously with projects for Polish road and rail network to be developed according to TEN, TINA transport corridors definitions.

The Polish Parliament passed on September 12, 2002 the Act on Port Facilities for the Reception of Ships’ Wastes and Cargo Residues. According to the Act, port authorities are
obliged to ensure access for the vessels to the reception facilities. The charges for the specified types of wastes are included in the tonnage dues, whether the vessel use the port
facilities or not. Types of wastes which are not defined within the Act are charged additionally. The amendment to the Act on Sea Ports and Harbours is at the final stage of the
legislative process. Basically it will determine the types of dues to be paid in Polish ports, i.e. tonnage dues, berthing dues and passenger dues.

PPOORRTTUUGGAALL

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: J. H. Marinho (Port of Leixões), J. Oliveira de Martins (Port of Lisbon), Luis Arroz (Port of Sines), J. Viera Conde, substitute (Port of Lisbon)

Executive Committee: J. H  Marinho

Technical Committees: Transport: A. Santos Gomes, Marine: C. Marques, Environment: J. Brazuna Fontes, Statistics: D. Gil

The main five Portuguese ports are located on the west coast and, starting with the northernmost, are: Leixões; Aveiro; Lisbon; Setubal and Sines. In 1998 they underwent
an organic transformation from “Public Institutes” to “Anonymous Societies” (S.A.) wholly owned by the State. This enabled the port authorities to have a more dynamic
and agile management. They are independent and their boards of directors report to the Ministry of Public Works, Transportation and Housing.

All the ports that handle containers have registered a steady increase in their number.
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In the last two decades there has been a shift of the role of the Port Authority from purchasing or building, manning and repairing the equipment, towards privatising
(long term leases) of port activities, i.e. loading and unloading of ships (e.g. oil terminals in Leixões, container terminals in Lisbon and most recently container  terminal
and the break general cargo terminal in Leixões). The main role of the Port Authorities involved thus became one of exploitation and development of the port in all aspects
without being involved in actual cargo handling operations.

Ongoing port development projects:

- Leixões: New Multipurpose Terminal; Deepening the main basin and access canal to dock 4; Application software which allows quasi real time viewing of the
status of ships and containers and the invoices for services rendered; New service highway which will segregate all the truck traffic out of the surrounding city.

- Aveiro: New Terminals – Ro/Ro, Liquid & Solid Bulk; Lengthening by 250m of the quays of the North Terminal; Construction of Rail Road connection to the main
network.

- Lisbon: Addition of Post Panamax Ship to Shore Cranes.
- Setubal: New Terminals – liquid Bulk and cement. 
- Sines: New breakwater, new container terminal (Terminal XXI, Port of Singapore Authority); New LNG Terminal all due to be inaugurated in late 2003.

New legislation was introduced in 2002 defining the scope of the Port Authority and implementing in Portugal the concept of Harbour Master.

SSPPAAIINN

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: M. Moron (Algeciras); F. García Pérez (Santander); C. Ibarz (Puertos del Estado)

Executive Committee: C. Ibarz 

Technical Committees: Transport: C. Ibarz, E. Arbos; Marine: P.J. Roman, M. Chao; Environment: A. Guerra, F. Torres; Statistics: T. Goiri, J. M. Sanchez Segovia, J. Lopez

Traffic volume has grown in the last years at rates higher than the GDP, particularly in respect of containerised general cargo, reflecting a more competitive position for
Spanish ports in the progressively deregulated market of transport services and their greater integration into the domestic and trans-European combined transport
networks.

Goods traffic in the State-owned System has reached over 349 million tonnes in 2001, representing a 3.31% increase over the previous year. It should be noted that the
number of containers moved (in TEU) and the tonnes transported in them rose by 6.79% and 12.55% respectively. Within this section, most noteworthy is the Port Authority
of Algeciras Bay which handled some 2 151 770 TEUs, an increase of 7.1%, as well as the port Authorities of Valencia and Barcelona, which have consolidated their positions
as large container ports. They handled  1 506 805 and 1 411 054 TEUs respectively. 

In absolute terms, the Port of Algeciras Bay remains, as in 2000, in the first place with more than 52 million tonnes of goods handled (an increase of 10,9%). Among other
ports authorities which handled over 10 million tonnes, Cartagena, Valencia and Las Palmas have registered the greatest increases in traffic of all Spanish port authorities
with 17,4%, 13,0% and 11,2% respectively. 

The stated-owned Port System in Spain consists of 50 General Interest Ports, managed by 27 Port Authorities, with the Public Entity “Puertos del Estado” responsible for
coordination and efficiency control. The legislation provides the Spanish Port System with the necessary instruments to improve its competitive position in an open, global
market, setting up extended self-management faculties for the Port Authorities, which must be run on commercial business criteria. Within this framework, the General
Interest Ports are intended to respond to the “landlord” model, whereby the Port Authority does no more than provide the port land and infrastructure and regulate the
use of this public property, whereas the port services are essentially provided by private sector operators under an authorisation or concession regime.

The Spanish port system is legally subject to the principle of self-financing. Private participation is highly increasing, not only in providing services but also in relation to
investments in port infrastructure and equipment.

Several changes are foreseen for next year in the Spanish Port Legislation concerning economic and financial aspects, as well as the regime for the provision of port
services, in order to adapt the legal framework to the new port circumstances and the orientations of the forthcoming Directive on market access of port services.



SSWWEEDDEENN

RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: E. Nilsson, (port of Göteborg), L  Karlsson (Copenhagen-Malmö port), M. Nygren (Association of Swedish ports), C. Hök, substitute (Association
of Swedish ports)

Executive Committee: M. Nygren

Technical committees: Transport: M. Nygren & C. Hök; Marine: A. Klingström; Environment: A. Olofsson; Statistics: C. Hök & P. Hansson

From a transportation point of view, Sweden is in effect an island nation. Situated in a northern corner of Europe, with the longest coastline in Europe and with its trading
partners far across the sea, Sweden depends heavily on efficient maritime links. Nearly 95 percent of the Swedish foreign trade is transported on sea going vessels and the
50 Swedish public ports, ranging from small specialised ports to ferry ports and large full service ports, are there to offer service to customers. 

The majority of the Swedish ports are municipally owned. In most cases the municipality also is the owner of the port´s infrastructure, which it leases to the port on
commercial terms. In an international context, Swedish ports are unique, insofar as most of them are organised as integrated companies, due to the merger between the
former port authority and the stevedoring company. The aim has been to increase efficiency and reduce costs, which also has been achieved to a great extent.  

The ports’ customers are in favour of the system with integrated port companies, since there is only need to negotiate with one party. The mergers have resulted in a more
flexible administration and planning and the port has become a partner to count on when finding smart transport solutions. 

Another organisational trend in Swedish port business is regional co-operation between stevedoring companies in some cases and sometimes between integrated port
companies. In the Stockholm region and around the Great Lake Vänern, one will find several ports under a common administration. The latest example is the ports in
Köping and Västerås situated in Lake Mälaren, which together have created Mälarhamnar AB. With the creation of Copenhagen Malmö Port AB–CMP - the port
cooperation has crossed the country borders. The terminal operator CMP is a Swedish registered limited liability company equally owned by Port of Copenhagen and Port
of Malmö.

Following the merges and co-operation that have taken place, the number of port administrations in Sweden has slowly but steadily decreased. Sweden now count
approximately 30 port authorities and port companies that have created larger organisational units.

Eco awareness is a factor of growing importance and Swedish ports strive to reduce maritime pollution. Most ports have –on a voluntary basis– introduced reduced
harbour dues for ships, which have taken measures to reduce the SO2 and NOx emissions. In addition, they contribute to the protection of the surrounding waters, i. e. by
receiving the waste from ships without taking any special fee related to the amount of waste taken care of. This scheme is now being introduced in the entire Baltic region
as an element of the so-called Baltic Strategy. The reasoning behind it is that there should be no economic incentive for ships to dumping their waste at sea rather than
leaving it in a port, and there is reason to believe that the quality of Swedish waters will improve substantially over the years to come. The Legislation in the environmental
field has accelerated over the last years. For instance, an authorisation will be needed for port operations after 2004 or otherwise the port will have to close down. Further,
the environmental impact of a port due to for instance emissions and noise is regulated and assessed by the county administrative board.  

The cargo flows in and out of Sweden are concentrated to a few larger ports, meaning that 10 handled as much as 73 percent of the total amount 2001. About 50 percent
of the cargo that is transported via Swedish ports consists of bulk cargo, i.e. cargo that is not unitised or packed in some other way, where mineral oils represents the major
part. The main part of the other half consists roro traffic (trailers and lorries). Containers, flats and cassettes represents 7 percent of the total traffic. 

28
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RReepprreesseennttaattiivveess  iinn  EESSPPOO  ::

General Assembly: J. Dempster (UKMPG), P. Davey (Felixstowe), D. Galway (Larne)

Executive Committee: J. Dempster 

Technical committees: Transport: J. Dempster; Marine Committee: N. Pryke; Environment Committee: D. Appleton; Statistics Committee: A. Jeffrey, A. Duffy 

The UK port industry is the largest in Europe. There are about 120 commercial ports in the UK but 80% of the traffic is handled by the largest 16. There are about 80 trust
ports which are independent, non-profit making statutory bodies governed by independent boards of trustees. Most of the remaining ports are owned by private companies,
although a few belong to local authorities. Although fewer in number, company owned ports account for about two-thirds of all cargo handled.

During 2001 total traffic was 566 million tonnes which represented a reduction of 1% on the previous year. The volume of imports rose by 4% but the volume of exports
dropped by 7%. Bulk fuels (mostly oil) represented 53% of total tonnage : container and ro/ro traffic represented 24%. The top 3 ports in terms of tonnage remained as
before, namely Grimsby & Immingham, Tees & Hartlepool and London, each of which handled more than 50 million tonnes of cargo.  

There were no major changes in structure or management of the industry. The Mersey Dock and Harbour Company acquired the port of Heysham; ownership of the Tees
and Hartlepool Port Authority changed hands; and the port of Newhaven was acquired by a consortium of French interests. There was an important change in
arrangements for pilotage on the River Humber. Associated British Ports, who are responsible for the arrangements for pilotage on the river previously had an agreement
with a company, Humber Pilots Limited, for the provision of self-employed pilots. On 26th April 2001 HPL gave notice of termination of their agreement with ABP. ABP has
since provided a pilotage service on the Humber estuary with directly employed pilots. The changeover has been successfully completed.

During the year a number of new port facilities were opened, notably new ro/ro terminals on the River Humber, for P&O North Sea Ferries, at Twelve Quays in Birkenhead
for Irish Sea Services and at the former naval port of Rosyth for a new service to Zeebrugge, which is the first direct service from Scotland to mainland Europe. New deepsea
container terminals are planned for Dibden Bay near Southampton, Bathside Bay near Harwich and at the London Gateway on the River Thames. A public inquiry into
the Dibden Bay project started in January and is expected to run until the end of the year, with a decision in 2003.  Inquiries into the other two projects have not yet been
held.

During the year the biggest issue for the UK port industry was the draft Directive on access to port services.  Because the structure and ownership of the UK industry is
different from elsewhere in Europe the industry was very concerned that the Directive would disrupt operations to no purpose and in particular would discourage investment
in new facilities. The changes agreed by the Transport Council before Common Position was reached have gone some way to remove the industry’s concerns, but the future
progress of the Directive will be watched closely.

The House of Commons Transport Committee has been conducting a lengthy inquiry into the port industry, and its final report has not yet been published. The committee
took evidence from the Minister, the European Commission and the industry itself. One of the issues which the committee is considering is the question of a planning
framework for port development. Despite its obvious attractions such a framework does not sit easily with an industry where all investment is privately financed on a
commercial basis.

On the administrative side a new organisation was formed, Port Skills and Safety which replaced the two separate organisations previously responsible for safety and
training.  All significant commercial ports in the UK subscribe to the new organisation. Targets for a reduction in the number of accidents in ports over the next 5 years
have been adopted.

Following the development of the Port Marine Safety Code competence standards are being developed for harbour masters, pilots and VTS operators. Use of the standards
is voluntary but many ports have found them useful for recruiting and training staff for these functions.

The UK does not currently have a short sea shipping promotion bureau, but discussions are in train with a view to setting one up.

UUNNIITTEEDD  KKIINNGGDDOOMM
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Annexe 3 : Statistics
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Liquid bulk in European ports (per country)

* Including French overseas territories
** These figures do not represent the Italian ports system as a whole but only 18 main ports.
***Tare weight not included 
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** These figures do not represent the Italian ports system as a whole but only 18 main ports.
***Tare weight not included 
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***Tare weight not included 
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* Including French overseas territories
** These figures do not represent the Italian ports system as a whole but only 18 main ports.
***Tare weight not included 
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Other general cargo in European ports (per country)
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Unit : 1000 tons

* Including French overseas territories
** These figures do not represent the Italian ports system as a whole but only 18 main ports.
***Tare weight not included 
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* Including French overseas territories
** These figures do not represent the Italian ports system as a whole but only 18 main ports.
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For further information, please contact :

ESPO 
Michelangelolaan 68 Avenue Michel-Ange
B - 1000 Brussel/Bruxelles

Tel: 32-2 736 34 63 – Fax: 32-2 736 63 25
E-mail: mail@espo.be
Website: http://www.espo.be




