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FEPORT1,2 welcomes the recent publication of the staff document on the maritime strategy and the intention of the European 

Commission to launch a more comprehensive evaluation exercise of EU maritime legislation.

FEPORT assumes that the word “maritime” concerns all industries belonging to the maritime cluster given that most of the 

focus areas described in the document are priority topics for all actors of the wider maritime transport and logistics chain. 

We fully support this approach and believe that all industries of the wider maritime cluster warrant inclusion in future policy 

discussions on competitiveness, digitisation, innovation and sustainability.

Logistics is a key-enabling sector for the European economy and a crucial element for further growth of industrial activity and 

trade on a global scale. Therefore, it is of vital importance that significant efforts are mobilised to improve efficiency of the EU 

logistics sector3. 

Current market developments and ongoing discussions about environment related topics also call for an integrated approach. 

The interdependence of all actors of the maritime logistics chain is clearly demonstrated and justifies a holistic and balanced 

approach, be it in regards to investment, competition, level playing field, digitalisation, trade facilitation, sustainability or 

innovation.

We are confident that the European Commission will give priority to measures 

boosting the competitiveness of the whole chain and support industry efforts to 

contribute to EU GDP and create EU jobs. We trust that the maritime industries’ 

initiatives aiming at mitigating the effects of economic activity on society and 

environment will also continue to be valued. Failing to do so would be a major 

setback for the whole maritime cluster and could significantly affect the sector’s 

ability to attract the necessary levels of investment it needs to continue improving.

In view of the upcoming comprehensive evaluation exercise of EU maritime 

legislation in 2017, and the preparation of the multimodal year in 2018, we 

would like to present a number of proposals which we hope will feed into current 

and future reflections. 

FEPORT proposals embrace three dimensions that, from our point of view, 

urgently require attention and action: 

• An enabling framework for private investors

• Digitisation and trade facilitation

• Sustainability and innovation

1 FEPORT represents the interests of l200 private cargo handling and stevedoring companies carrying out activities in over 425 terminals in 
the seaports of the European Union and Turkey.

2 74% of EU trade is handled in EU ports and 37% of the total intra-EU exchange of goods (in ton-km) goes through the EU’s ports (Infog-
raphy : European ports : an engine for growth - European Commission).

3 Improvement in efficiency in the EU logistics sector would potentially equal a € 100 – 300 billion cost relief for European industry (Euro-
pean Logistics Action Plan, 2007).
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Executive summary

Local, national and European public authorities have a 

fundamental role in ensuring the availability of a reliable 

transport infrastructure. Society and economic activity can 

only fully develop if an effective and efficient infrastructure 

is at their disposal.

Efforts to build the physical TEN-T network have been 

significant and need to be supported further to allow 

effective connectivity at the appropriate nodes, whether 

through ports, inland ports, dry ports, logistics platforms 

or rail terminals.

Private companies and investors play a significant role in 

adding value to the basic infrastructure provided by the 

public sector.

Over the last ten years, FEPORT members have already 

invested more than 40 billion Euros in equipment, 

intermodal solutions and training, leading to a significant 

improvement in the quality of services in ports and beyond 

ports (i.e. connections to the hinterland and to other modes 

of transport).  

Substantial amounts of private financial resources are 

allocated to training and the improvement of health 

and safety conditions in port terminals. FEPORT is fully 

committed to continuing dialogue with employees’ 

representatives in the framework of the Social Dialogue 

Committee for Ports. FEPORT members also consider 

continuous dialogue between employees and employers 

to be of crucial importance to the competitiveness of the 

maritime logistics chain.

Since 1992, intra and inter port competition as well as 

the liberalisation of port services have been a priority for 

EU regulators. As mentioned by the European Court of 

Auditors in its recent report on maritime transport4, be it in 

4 Special report No 23/2016:Maritime transport in the EU: in troubled waters — much ineffective and 
unsustainable investment – European Court of Auditors.

terms of pricing or investments, inter port competition is 

fierce in the EU. The strongest evidence of this competition 

is that shipping companies, particularly in the liner sector, 

hold significant market power, which allows them to put a 

high amount of commercial pressure on many ports. 

A number of ports and terminals are in this respect facing 

challenging situations because of the current overcapacity 

in the shipping sector and its ongoing structural 

reorganisation/reconfiguration.  In the container sector, 

recent studies have established that in some areas of 

the world, container shipping overcapacity is mirrored 

by an overcapacity on the port side. The reasons for this 

are complex, involving decisions made by multiple actors 

and constant pressure for continuous infrastructure 

investment.

Private port operators have made significant investments 

over the last 20 years and currently handle 74% of the 

EU’s trade that is carried by sea. This achievement and 

the commitment of private port operators to continue 

improving the efficiency of their operations, has to be 

acknowledged.

FEPORT fully supports the European Commission’s 

vision: “the full integration of ports in seamless logistic and 

transport chains is needed to contribute to growth and a 

more efficient use and functioning of the trans-European 

transport network and the internal market5”. 

As private port operators, who are constantly investing 

to improve efficiency, we remain convinced that the 

good functioning of the logistics chain also requires a 

balanced sharing of efforts between the different actors 

of the chain and a real commitment to reach common 

objectives, fostering a better operating environment for all 

participants in the chain.

5 Communication from the Commission Ports: an engine for growth COM/2013/0295 final.
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In the logistics chain, constituent actors are, by their 

very nature, linked. When one actor is able to implement 

successful strategies or faces systemic challenges, there 

is high probability that the rest of the chain will feel the 

positive or negative effects as well. Therefore, there is 

an urgent need for dialogue and cooperation within the 

logistics chain to agree on a sustainable EU roadmap to 

overcome economic crises or market inefficiencies and 

their consequences.

Future EU maritime6 logistics policy should be 

inclusive. It should embrace measures that aim at enabling 

maritime industries to preserve their competitiveness 

in a sustainable manner, and should ensure the effective 

integration of those industries in the wider supply chain. 

Such future policy does not necessarily require new 

regulations. Clarification of existing legislation or 

targeted, quick reviews of legislation with the objective 

of introducing changes that will facilitate inter modality 

and/or bring benefits to the maritime logistics chain, can 

be more effective. In cases where EU legislation is recent 

and reviews are unnecessary, the framework should be 

stabilised to allow a proper harmonised implementation. 

A future maritime logistics policy should also incorporate 

a holistic approach to investment, taking into account the 

role of private port operators in the modernisation of EU 

ports7.

Port investments are capital intensive and long term 

binding. Private port operators, who often cannot own the 

land needed for their business (as it is part of the public 

domain) but only rent or lease it, are looking for profitability 

and return on investment. It is difficult for them to engage 

in a context where applicable rules are liable to change, 

derived from fragmented jurisprudence or resulting from 

a variety of unclear governance rules.

6 FEPORT understands “Maritime logistics policy” or “waterborne logistics policy” as both aiming at 
connecting maritime transport to the rest of the supply and logistics chain.

7 See chart "FEPORT's Figures" about amount of private investment in EU ports on p. 12.
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Establishing an enabling framework for 

private investors in the transport sector 

should become a priority for EU and national 

policy makers. It constitutes the best way of 

attracting sustainable private investment in 

transport related projects. Such a framework 

should be characterised by stable rules and 

predictable outcomes.

To remain competitive, FEPORT members are 

constantly innovating, be it in terms of processes, 

technology, training or improved environmental 

performance. For instance, most private port operators 

abide by standards much higher than those mandated 

by environmental legislation.

Sustainability and innovation are high on their agenda, 

and both priorities receive large amounts of private 

financial resources.

FEPORT strongly supports digitisation and measures 

facilitating connectivity and intermodality. Seamless and 

resilient intermodal operations are indispensable enablers of 

the competitiveness of supply and logistics chains in Europe. 

Simplification and trade facilitation initiatives also play an 

important role in this respect and should therefore not be restricted 

to the ship-port interface. Seamless port operations beyond the 

port-ship interface will indeed lead to a significant potential for 

improvement in terms of sustainability and efficiency of the overall 

logistics chain. 

Taking into account the need for effective progress on a number of files, 

FEPORT strongly favours the creation of an Industry alliance, allowing all 

actors of the supply and logistics chain to join forces and together voice 

their expectations concerning EU policy priorities. Maritime industry 

actors should not be treated as discrete and disconnected when discussing 

reliability, efficiency, sustainability or competiveness. The reality of the 

interdependence that exists between actors of the supply and logistics chain 

has to be taken into account.

Greater visibility of the needs and constraints of the chain as identified by a future 

alliance could also help to shape a relevant and timely research and innovation 

agenda for maritime transport and logistics.
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An "innovation framework for logistics" would, for instance, help to rationalise the use 

of available funding resources and better support projects with high added value for the 

efficiency of the overall logistics chain. Projects relating to intermodality, connectivity, 

greening as well as digitalisation could also be part of the priorities. 

FEPORT is supportive of the discussions within the DTLF8 and ESSF9. Ongoing 

debates show the necessity to encourage dialogue about digital communication 

and environment between industry and institutional stakeholders.

To conclude, FEPORT is convinced that the potential for growth and value 

creation would be significantly boosted through a policy framework 

which gives priority to an integrative approach. Maritime industries’ 

sustainable competitiveness will only become reality if public policy 

focuses on measures that encourage connectivity between modes 

and nodes. 

FEPORT’s proposals concerning a sustainable maritime logistics 

policy are a modest contribution, intended to encourage reflection 

about maritime transport and how it can be better integrated in 

the multimodal chain. Our focus on maritime logistics should be 

understood as an “open invitation” to the other industries of the 

multimodal chain since private port operators see themselves 

as part of an indispensable “whole”, acting for the benefit of 

the EU’s economy and its growth.

The measures we propose do not require long legislative 

procedures. They call for concentrated efforts to 

clarify and improve existing legislation and financing 

procedures. 

Terminal operators see the role of the Directorate-

General of Mobility and Transport as essential in 

supporting the efforts of the industry to perform 

and remain competitive and look forward to having 

further constructive dialogue with the European 

Commission, the European Parliament, Member 

States as well as other EU institutions.

8 Digital Transport Logistics Forum.

9 European Sustainable Shipping Forum.



Interdependance of the actors of the maritime logistics chain

Seaside Landside
Connecting and enabling role 

of terminal operators 

Port operations
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transport
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Logistics 
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Schematic view of a container terminal
(Meersmans & Dekker, 2001)

For the majority of ports around the world, the landlord 

model applies. The division of roles between public port 

authorities and private port operators is well defined 

and usually derives from applicable national laws and 

regulations. 

It is the role of port authorities to provide basic and 

access infrastructure, whereas typically private port 

operators invest in superstructure. The contractual 

links with mutually binding obligations between port 

authorities and private port operators are subject to 

specific contracts.

In most ports, commercial and operational activities are 

undertaken and ensured by private port operators, while 

port authorities are in charge of the general management 

of the port area and the supply of services of general 

interest.

Private port operators are by necessity close to the needs 

of the market, be it on the seaside or landside. They 

have substantial experience in the management of cargo 

handling operations and customers’ needs. Their know-

how also includes the use of innovative information 

systems and the capacity to rapidly comply with legal 

procedures related to customs clearance and security.

Introduction to the economic rationale 
of the private cargo handling sector
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Private or industrial companies rent the infrastructure and generally invest in superstructure, Information and 
Communication Technology Systems (cranes, straddle carriers, etc.) and in some cases, own buildings (offices, sheds, etc.)

Terminal Operators are constantly investing
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Infrastructure =  Port authority/municipality

Landlord ports
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What do private port operators need?

According to various studies, including publications of the World Bank10, 

private investors evaluate their participation in port projects on the 

basis of the following elements:

• Political stability related to long-term government support, stable 

rules and policy making coordination resulting in national/regional 

master plan (visibility/stability)

• Regulatory framework that allows private investments and 

clarifies the roles of private and public sector (governance)

• Growing market in the long-term that also enables opportunities 

to add value to the services (attractive growing market)

• Business friendly environment concerning bidding, permitting, 

licensing rules (clarity of rules and timeframe)

And 

• Economic stability related to inflation control 

• Operation efficiency concerning inland connectivity

• Know-how and financial soundness of sponsors/partners

• Capital availability concerning public grants and funding schemes

The following paper will address some of these requirements and 

express private port operators’ expectations.

10 World Bank, 2003. Module 1: Framework for port reform. In: World Bank ed., 2003. Port reform toolkit: effective decision 
support for policymakers. Washington, DC: World Bank.
World Bank, 2003. Module 3: Alternative port management structures and ownership models. In: World Bank ed., 2003. Port 
reform toolkit: effective decision support for policymakers. Washington, DC: World Bank.
World Bank, 2003. Module 5: Financial implications of port reform. In: World Bank ed., 2003. Port reform toolkit: effective 
decision support for policymakers. Washington, DC: World Bank.
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FEPORT's Figures
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An enabling framework for private investors

A strong cargo market with a positive long term outlook, be 

it on the seaside or hinterland side, is by far the strongest 

deciding factor for private investors in port operations, 

but there are other elements which are also decisive in 

convincing private port operators to invest.

To attract sustainable demand for port services, ports need 

to be connected to the inland preferably by more than one 

mode.

The TEN-T Guidelines Regulation, adopted in 2013, has 

been a major step forward in terms of network policy versus 

the past disconnected priority projects’ approach. It opens 

up new opportunities for infrastructure development that 

should allow a better circulation of cargo and information 

flows along the different TEN-T corridors. 

By setting infrastructure standards and requirements, 

the TEN-T Guidelines Regulation has provided relevant 

legislation and policy objectives in various transport 

sectors, but also introduced provisions for multi-modal 

infrastructure. The linkage between infrastructure and 

transport policy development is established at EU level. 

What is still missing  is an enabling framework for private 

investors that will further strengthen existing EU policy 

and pave the way for the completion of the hard and soft 

TEN-T network.

An enabling framework for private investment will give 

a positive signal to all investors and contribute to clarify 

rules and available financial schemes.
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Stable and consistent framework

Clarification of the legal framework applicable to public 

and private investments in ports and to intermodal 

terminals

Developments in ports case law have been gradual and 

always justified by specific circumstances.

Different interpretations create some confusion and legal 

uncertainty. This is particularly true for cases concerning 

State Aid and infrastructure in ports. It is indeed very 

difficult to draw clear conclusions when cases concern a 

variety of transport infrastructures.

In effect, there is currently no transparent legal framework 

in the EU regarding the funding of general and user 

specific infrastructure or superstructure of seaports (e.g. 

operational services).  Equally, there are no harmonised, 

agreed-upon definitions of public infrastructure at EU level.

The case by case approach regarding State Aid to ports is 

a source of concern for private port operators and cannot 

constitute a sustainable framework for private investment. 

Private investors need legal certainty to be able to make 

decisions. The current approach through jurisprudence 

does not provide that certainty.

FEPORT has always been in favour of clarifications of 

key concepts relating to the notion State Aid in regards 

to transport infrastructure and supports the inclusion 

of provisions about ports in the Global Block Exemption 

Regulation. However, while we consider notification 

procedures may be complex and time consuming, we 

consider that in a number of situations, those procedures are 

useful filters preventing risks of distortion of competition.

Regarding contracts in ports, it is also important to 

avoid confusion about  applicable rules. Recital 15 of the 

Concession Directive11 stipulates that “certain agreements 

having as their object the right of an economic operator to 

exploit certain public domains or resources under private or 

public law, such as land or any public property, in particular 

in the maritime, inland ports or airports sector, whereby 

the State or contracting authority or contracting entity 

11 Council Directive (EU) 23/2014 of 26 February 2014 on the Award of Concession Contracts [2014] 
OJ L94/1.

establishes only general conditions for their use without 

procuring specific works or services, should not qualify as 

concessions within the meaning of this Directive”. 

This is normally the case with public domain or land lease 

contracts which generally contain terms concerning entry 

into possession by the tenant, the use to which the property 

is to be put, the obligations of the landlord and tenant 

regarding the maintenance of the property, the duration of 

the lease and the giving up of possession to the landlord, the 

rent and the incidental charges to be paid by the tenant”.

Current contracts in ports are submitted to a procedure 

under which a provider or recipient is in effect required to 

take steps in order to obtain from a competent authority a 

formal decision, or an implied decision, concerning access 

to a service activity or the exercise thereof (Article 4 of 

Services Directive 2006/123/EC).

In the case of greenfield projects, article 18 and 43 of the 

Concession Directive clearly stipulate the conditions which 

apply to concession contracts in terms of duration of the 

concession and modification of contracts during their term. 

Terminal operators have therefore been surprised to 

note that recent proposals of the Commission12 have 

been assimilating port contracts to concession contracts 

and therefore implicitly suggesting that the provisions of 

the Concession Directive regarding duration of contracts 

systematically apply to all contracts. 

Constantly changing interpretations about the legal 

framework relating to port contracts, in a context where 

terminal operators are facing significant challenges such 

as those resulting from the increase in ship size, can have 

seriously detrimental effects. It may lead port operators to 

delay or cancel their decisions to invest in new equipment 

or engage in port projects. 

Private terminal operators are also operating a number 

of intermodal terminals and would certainly be willing 

to increase their involvement if a sustainable and stable 

regulatory framework concerning intermodal terminals 

was established. 
12 Proposal for a Regulation (EU) 296/2013 establishing a framework on market access to port 
services and financial transparency of ports (Trilogue compromise version).
COMMISSION REGULATION (EU) amending Regulation (EU) No 651/2014 declaring certain catego-
ries of aid compatible with the internal market in application of Articles 107 and 108 of the Treaty.
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Need for consistency between rules applicable to ports

Definitions of infrastructure differ amongst member 

states and cover a variety of configurations with regard 

to organisational structures, ownership and financial 

responsibility. These differences also have an impact on 

how State Aid rules can be applied. To date, the European 

Commission has not provided a list of public infrastructure 

falling within the scope of the exercise of public powers in 

the different European ports. 

FEPORT would also like to stress the importance of ensuring 

that Member States can continue to plan and finance 

transport infrastructure and projects of European and 

national interest. The construction and operation of basic 

transport infrastructure is an exercise of public powers, 

and should by no means be considered an economic activity 

subject to State Aid control as long as it is open to all on 

equal terms.

In this regard, while FEPORT respects the autonomy of 

ports in setting their charges, it is essential that inter port 

competition does not lead to a situation where unsustainable 

charging policies towards users are implemented, thus 

transferring the burden of uncovered losses along the chain. 

It is crucial for private port operators, who invest 

significantly in their operations, to have legal certainty and 

clarity regarding the applicability of rules. The rules should 

not distort competition and penalise ports that have natural 

geographical constraints that are dealt with by Member 

States in the framework of their exercise of public powers. 

Some of the new provisions of the GBER do interfere and 

sometimes contradict the spirit of the Ports Regulation as 

well as the clearly expressed will of the European Parliament 

and the Member States in this respect. 

FEPORT hopes that discussions around the GBER will allow 

agreement on a number of important definitions and their 

inclusion in the text of the Regulation. 

An inclusion would provide legal certainty and would be 

in many respects preferable to an analytical grid on the 

application of State aid rules to the financing of infrastructure 

projects which does not constitute a statement of the law 

and does not prejudge of future interpretations of the Treaty 

provisions on State aid by the Union Courts.

In any case, an agreement on GBER in consistency with 

the Ports Regulation will certainly allow a smooth and 

appropriate implementation of both texts and allow private 

port operators to have clarity over the applicable rules.

Many private port operators are also aiming at establishing 

positions to access direct port hinterlands to allow 

operators to offer inland services to their customers. This 

reinforces the need for a clear division of roles between 

private and public port stakeholders but also, as mentioned 

above, greater clarity over the future applicable rules for 

intermodal terminals.
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The European Commission announced work plan for 

2017, which includes the revision of the Directive 92/106 

concerning Combined Transport offers a good opportunity 

to clarify a number of aspects: precise definitions, uniform 

transshipment terminal rules and digital services to support 

intermodal operations, amongst others.

Clear governance rules

Clear governance rules on the roles of private and 

public sector

In the majority of European ports, (i.e. ports following the 

landlord model), investment in terminal superstructure is 

privately financed by the terminal operator or the lessee 

(port operator), while the Port Authority provides land and 

infrastructure.

Superstructure (mobile and non-mobile equipment and 

IT systems) is, in general, privately financed and owned 

by private operators who perform commercial activities. 

Any exemption from vetting of public investment in 

superstructure through competition authorities may 

increase the risk of distortion of competition between public 

entities receiving public funding and private companies 

performing the same activities.  Similarly, in most ports, 

commercial activities are undertaken and ensured by 

private port operators while port authorities are in charge 

of general port management.

Private port operators have substantial experience in the 

management of cargo handling operations and the provision 

of customer oriented services. It is important that both the 

managerial expertise and the role of private port operators 

are recognised and reflected in the rules of governance of 

European ports.

Whenever public entities decide to perform commercial 

activities and receive public funding, it is important that the 

provisions of the Ports Regulation regarding transparency 

and the obligation relating to separate accounting are 

effectively applied13.

Systematic consultation of existing private operators 

about port project development

While in many ports private investments in superstructure14 

already represent a significant part of the overall 

investment15, private port operators are often not properly 

consulted regarding new project developments that may 

impact their activities. 

Given the fact that investments in additional capacities 

are, in a majority of cases, designed to be commercially 

exploited by private port operators, FEPORT suggests that 

future port development plans are subject to a procedure of 

consultation, as recommended by the compromise version 

of the Ports Regulation in Recitals 52  and Article 15(2)16.   

While FEPORT would have preferred a distinction between 

service providers making significant investments in the port 

and other stakeholders, the provisions proposed by the Port 

Services Regulation nevertheless constitute a useful legal 

basis for stakeholders’ consultation that should be applied. 

FEPORT hopes that the provisions of the Ports Regulation 

will encourage the spirit of good cooperation between public 

and private investors in ports and will incite managing bodies 

of ports and port authorities to systematise consultation of 

existing private port operators before new investments in 

new port capacities are planned. 

Private port operators are willing to continue their 

efforts to modernise European ports and to make 

significant investments as long as risks of overcapacity 

and cannibalisation are curtailed through continuous 

consultation and enhanced governance rules. 

13 Proposal for a Regulation (EU) 296/2013 establishing a framework on market access to port services 
and financial transparency of ports (Trilogue compromise version).

14 For container handling it represents almost 92%.

15 See chart "FEPORT's Figures" about amount of private investment on p. 12.

16 Recitals 52 and Article 15(2) of the Trilogue compromise version of the Proposal for a Regulation 
(EU) 296/2013 establishing a framework on market access to port services and financial transparency of 
ports.-
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Better targeted investments within reasonable timeframes

Assessments of market needs both on the seaside and the hinterland side 

prior to the funding of new capacities

FEPORT recommends that thorough assessments of market needs both on the 

seaside and the hinterland side are carried out prior to the funding of new 

capacities. 

Current market developments in the liner shipping sector do not solely 

explain the low profitability of many initial investments in ports. Missing 

and inadequate links in road and rail are among the other causes of port 

capacity underutilisation.

In this respect, FEPORT welcomes the intention of the Commission, 

through the Connecting Europe Facility (CEF) for Transport, to focus 

on cross-border projects and projects aiming at removing bottlenecks 

or bridging missing links in various sections of the Core Network and 

the Comprehensive Network.

Detailed and exhaustive feasibility/ market studies in relation 

with hinterland needs/cargo flows and Cost and Benefit Analyses 

(CBAs), which look at all aspects of the relevant market and 

reflect the evolution of cargo interests’ needs, are useful tools 

to prevent investments that are not market driven. 

The role of INEA, the European Commission and EIB in this 

respect is essential not only for project financing but also to 

ensure that studies are exhaustive and providing relevant 

market data.

Enhancement of the selection criteria used by INEA 

and the European Commission for future projects

FEPORT hopes that the decision to repatriate 

the technical and financial management of 

the CEF under INEA’s umbrella will generate 

greater consistency and improve the selection 

procedures for new projects. It is essential 

that future port developments do not lead 

to the funding of redundant, ineffective and 

unsustainable investments in infrastructure 

and superstructures. 

The current four blocks of award criteria 

used by INEA and the European 

Commission for the selection of projects, 

i.e. relevance, maturity, impact and 

quality, introduce a number of key 
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requirements while maintaining strong 

links with the political objectives of 

the TEN-T network. This link should 

be preserved throughout the selection 

process. 

It is also vital that funding eligibility and 

funding rates are regularly assessed to 

take into account the evolution of needs and 

characteristics of projects.

FEPORT welcomes the recent launching of 

the CEF consultation17 and will provide its 

contribution. Without prejudice to further 

comments, we already propose that the following 

criteria are also included in the process of evaluation 

of port related projects applying for CEF funding: 

a) Competition analysis of the project impact on 

other transport services and ports in the same or 

nearby regions (award criteria: impact)

b) As projects are also subject to pre-selection processes 

through regional joint calls for proposals organised 

by Member States/regions/Cities, it would be highly 

recommended to require that sufficient consultation/

coordination has taken place between public and private 

stakeholders (award criteria: maturity)

c) Port projects concern a variety of stakeholders: terminal, 

inland combined transport operators, logistics companies, 

shippers, shipping companies and other transport operators, 

who could, through letters of support/intent, express their 

interest in the project. The existence of a “consortium” of interested 

parties and/or an agreement already at the application stage would 

demonstrate a high level of preparedness and may also underline 

the maturity of a proposal (award criteria: maturity)

While each block of award criteria is currently given a score between 0 

and 5 points, no weighting coefficients are used during the preliminary 

checks. 

Requirements for each block do not have the same importance, do not 

prevent the same risks and do not serve the same purpose. It would therefore 

make sense to allocate weighting coefficients to better prioritise the projects. 

If such a method applied, in the case of port projects, we would recommend that 

those supported both by public and private stakeholders could get higher scores, 

thus ensuring sustainable involvement of private investors.

17 Mid-term evaluation of the Connecting Europe Facility (CEF).
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Reasonable timeframes for permitting procedures and 

project implementation

It takes approximately one and a half years between 

the order and delivery of a ship while the realisation of 

infrastructure projects (e.g.: enhancements) or dredging 

usually take much longer. Diverging views between 

different actors are often a cause for delays, which can be 

extensive. 

For investors who are trying to respond to market needs, 

such delays may become a source of concern, if not 

discouragement and loss of business opportunities. While 

permitting procedures are necessary, it is absolutely vital 

that they are carried out within reasonable timeframes (i.e. 

within two or three years maximum instead of ten years).

FEPORT is looking forward to learning more about the 

follow up to the EU Commission study about permitting 

and facilitation of the preparation and implementation 

of the TEN-T core network projects. It is  crucial that 

permitting procedures and project implementation do not 

have a negative impact on the competitiveness of European 

ports and their hinterland.

Prioritisation of investment in favour of hinterland 

connections, ICT and multimodal projects including 

ports

FEPORT is calling for a real prioritisation of investment in 

favour of hinterland connections and multimodal projects 

including ports.

Private port operators support the TEN-T coordinators 

“Corridor synergies” approach as well as the following 

recommendations:

• TEN-T funding procedures – for example in areas such as 

multi-modality and freight logistics or alternative fuel 

infrastructure – should be enhanced to ensure continuity 

of projects along corridors; where appropriate, CEF and 

Structural Funds contributions (also including Interreg 

/ Territorial Cooperation) should be aligned for this 

purpose; procedures for access to CEF funding may need 

to be adjusted to better reflect the nature of new TEN-T 

project promoters (such as industry)

• Along with their potential to innovate the European 

transport system, such projects may also be suitable for 

the use of new financial schemes and the European Fund 

for Strategic Investment, thereby also contributing to 

the Investment Plan for Europe; such efforts should be 

appropriately supported by the European Commission 

and the EIB

The intention of the European Commission to devote more 

calls to hinterland connections and ICT is certainly a good  

news. 

With respect to future infrastructure projects and as a 

means to encourage the development of market driven 

multimodal projects, FEPORT would recommend that 

those presented by a “multimodal consortium” (i.e., cluster 

projects, for instance, involving ports and other actors 

of the maritime logistics chain such as shipping lines, 

shippers, freight forwarders and terminal operators) are 

granted higher scores in the evaluation process.
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Enhanced promotion of existing financing 
opportunities 

Better clarification of TEN-T funding procedures 

and possibilities for private investors in ports and 

hinterlands

FEPORT welcomes the enhanced cooperation between EIB 

and INEA. This will surely contribute to a greater level of 

clarity in the rules of financing and blending. 

The European Investment Project Portal (EIPP) and the 

European Investment Advisory Hub (EIAH) - Europe's 

gateway to investment support are positive initiatives 

providing general information and FEPORT members are 

looking forward to having more practical guidance on 

existing financing opportunities. 

As a follow up to the “Investors’ conference” held during 

Rotterdam TEN-T days in June 2016, FEPORT would also 

recommend that INEA/EIB create a one-stop shop desk for 

private investors in transport to facilitate the understanding 

of existing funding opportunities.

TEN-T days and CEF “Info days” are very positive initiatives 

that could be complemented by the creation of a one stop 

shop. A single desk providing technical information about 

existing financing blending schemes would certainly 

contribute to attract more private investment in transport 

projects. 

Clear blending rules and assistance from the European 

Commission and the EIB

FEPORT is of the opinion that further clarification of the 

roles between the Commission and the EIB in terms of 

project assessment and complementarity between the 

types of available financing would be very welcome.

Private investors are familiar with financial institutions and 

conditions applying to PPPs. 

There is a lack of knowledge however about CEF/EIB 

financing mechanisms and whether they are all actually 

relevant to private investors.

Thresholds for transport related projects are currently 

indeed very high and do not seem to allow for small 

tranches. 

In this respect, FEPORT hopes that projects below the 

threshold but with high added value for the completion of 

the hard and soft TEN-T network will not be excluded.  We 

hope that the publication of the upcoming “blending call” 

will contribute to clarify the complementarity between 

existing financing mechanisms.



Digitisation and trade facilitation

The ultimate objective of digitisation is to improve efficiency 

by facilitating communication and removing administrative 

burdens and bottlenecks in the transport chain. It should 

not be viewed as an end in itself, but rather as a means to 

an end, namely to assist in increasing the efficiency of the 

logistics chain. 

Creativity, entrepreneurship, data sharing, cross border 

efforts and support to industry and government initiatives 

are crucial to the creation of a digital single transport area. 

The Internet of Things (IoT) is triggering changes that cross 

corporate silos, allowing companies to look holistically at 

their end-to-end supply chain practices. 

This is necessary in order to deliver the market agility and 

standards of service that customers expect. A single truck 

owner/operator can use an app to perform a tracking 

check, just like a GPS-equipped truck, without ever picking 

up the phone. Similarly, a global shipper can view a tracking 

update anywhere in the world via a phone, PC, or tablet. 

If we want a truly integrated the wider maritime chain, 

then we need to be inspired by existing best practices and 

encourage innovation.

Member States need to adopt a cross-organisational 

approach if they are to keep pace with the growth of IoT 

applications and innovation within the supply chain 

domain. IoT can also assist in maximising the benefits 

of the Union Customs Code, namely the digitalisation of 

customs formalities

Industry actors are already looking at the use of apps and 

other web based systems for communicating information 

between actors, thereby removing paper based 

communication. However, national authorities are a key 

actor here, and for such initiatives to be applicable to the 

entire logistics chain, national authority uptake is crucial.    

In many cases, and as highlighted in the case of IoT, Business 

to Government (B2G) and Government to Business (G2B) 

communication urgently needs to be streamlined and 

improved. 

Effective communication and coordination between the 

customs services and other government agencies is a 

crucial prerequisite in order to attract economic activity 

and facilitate trade and ensure the safe and efficient 

movement of goods. 

The IoT and its benefits are rapidly spreading within the 

industry as well as in countries which want to maintain a 

leadership position in the area of technology and innovation 

that is reshaping world trade. 

Digitisation 
and trade

facilitation

Improved Data sharing: 
B2B, B2G and B2G2B

Real cross border 
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Agreement on the procedures of 
communication and access to information
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dissemination about door to door

and logistics pilot projects

Better cross border cooperation regarding 
mutual recognition of freight documents

Agreement between MS about access to 
“Pull/Push” system/access rights/ AEO status

Enhanced EU support 
to industry and 

government initiatives

Sustainable TEN-T financing of ICT
connections with EU Ports – soft infrastructure

Smart, targeted revision of existing
legislation for “quick win” results
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Improved Data sharing: B2B, B2G and B2G2B

To assist in the seamless flow of cargo throughout the 

European Union, a methodology for cross European 

e-communication must emerge. This methodology will 

ensure that communication systems are interoperable with 

one another and that data which is useful to the movement 

of cargo, and not of a security or commercially sensitive 

nature, can be shared between actors in the logistics chain.

Methods of communication already exist. For instance, all 

major shippers, ports and shipping lines have developed 

specific systems for communicating information. The 

European Union must allow the best methodology for cross 

European e-communication to emerge.

FEPORT believes a crucial prerequisite to agreeing on 

sharing information is to discuss what information should 

be pulled in the interest of the efficiency of the logistics 

chain. Data to be communicated should be existing data 

sets (such as those introduced by the Union Customs Code).

Agreement on the procedures of communication and 

access to information B2B, B2G and B2G2B

Obviously, some information that is important to the 

logistics chain is sensitive (for instance; whether a container 

has dangerous goods inside it) and some information is not 

(for instance; the estimated time of arrival of a vessel). An in 

depth discussion on the reality of sensitive and commercial 

data in B2B communication is needed. 

Information that is deemed sensitive (either for security 

or commercial reasons) and that is not needed for cargo 

movement should not be required to be shared unless the 

owners of this information allow it. 

FEPORT considers it crucial that Member States, the 

European Commission and industry stakeholders agree 

on the types of data that can be shared through “push and 

pull” systems, thus allowing better B2G2B communication.

Enhanced EU communication and dissemination about 

door to door logistics pilot projects

A number of good EU initiatives, such as the CORE18 project 

and the ALICE19 platform, are already in place and have a 

strong focus on the entire logistics chain. However, the role 

of such initiatives can at times be diminished due to a lack 

of coordination between projects and platforms. 

In discussions on digitalisation (for instance within the 

Digital Transport and Logistics Forum), FEPORT is of the 

view that there needs to be regular updates on ongoing 

projects and the role of platforms so as to ensure that 

achievements are capitalised on and when relevant 

disseminated and/or replicated.

18 CORE Project: FP7 project working towards consolidating solutions developed in Reference Proj-
ects (Cassandra, CONTAIN, SUPPORT, SAFEPOST, EUROSKY, e-Freight) in each supply chain sector.

19 ALICE Platform: The European Technology Platform ALICE has been set-up to develop a 
comprehensive strategy for research, innovation and market deployment of logistics and supply chain 
management innovation in Europe. The platform will support and assist the implementation of the EU 
Program for research: Horizon 2020.
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Real cross border cooperation 

Better cross border cooperation regarding mutual 

recognition of freight documents       

FEPORT believes that where harmonisation is required 

between governmental bodies, it should be pursued. For 

instance, one of the main barriers to digitalisation is the 

existence of different national regulatory requirements 

which make investment in digital solutions unattractive as 

the incurred costs outweigh potential returns. 

This is because, due to different national requirements, 

we still often only have a national market rather than a 

European market. Therefore, we believe that the creation 

of standardised and harmonised communication, with the 

necessary data safeguards through access rights, is crucial. 

The fact that e-documents for freight (for instance 

eCMR) are not always recognised across borders needs 

to be addressed. Without cross border cooperation here, 

digitisation will be hampered due to the lack of secure 

investment environment.

Agreement between MS about access to “Pull/Push” 

system/access rights/ AEO status20

Not all information is relevant to all actors (a shipping line, 

for instance, does not need to know whether goods have 

been cleared for general circulation by customs). Therefore, 

all information that is shared does not need to be accessible 

for all parties, both in the interest of data security and not 

overburdening operators.

Once the data of relevance to the logistics chain have been 

identified, a discussion on access rights is crucial. This will 

allow for the secure communication of information which 

is relevant to the efficiency of the logistics chain. Such 

procedures relating to access rights already exist in most 

systems.

20 https://ec.europa.eu/taxation_customs/general-information-customs/customs-security/autho-
rised-economic-operator-aeo_fr

Finally, once an agreement on access rights is agreed upon, 

actors can look towards the interoperability of systems, 

and thereby allowing for streamlined communication of 

information. This will allow for information to be pulled 

from various systems, subject to access rights. One possible 

proposal could be that access rights are granted to the 

relevant AEO operators in the logistics chain. This would 

ensure that only trusted actors can pull information. It 

would also mean that we can use existing authorisations 

rather than needing to create a new status for the sole 

purpose of information sharing.

FEPORT reiterates that the ultimate aim of discussions 

on data exchange must be to ensure seamless cargo 

flows throughout the European Union through sharing of 

relevant information and maximizing the use of existing 

infrastructure.

Enhanced EU support to industry and government 
initiatives 

Sustainable TEN-T financing of ICT connections with EU 

Ports – soft infrastructure

Until now, the majority of TEN-T funding has been directed 

towards hard infrastructure. In future calls emphasis also 

needs to be put on ensuring there is sufficient funding 

set aside for maximising the potential of existing hard 

infrastructure through the development of ICT systems.

Ports are one of the main sources of congestion in the 

European logistics chain, especially due to the larger 

peaks in handling in ports as a result of the deployment of 

larger vessels,  calling at EU ports. Developing hinterland 

connections that can handle such congestion needs to be a 

priority of the TEN-T network. However, tackling congestion 

does not solely come from building hard infrastructure. 



FEPORT is of the opinion that the development of ICT 

systems can help to optimise the use of existing hard 

infrastructure such as, for instance, real time information 

on cargo flows will allow port operators to offer a range of 

possibilities in terms of inland solutions to their customers 

(synchro modality) and avoid congestion in terminals.

In terminals themselves, digitisation of documents will 

speed up the time taken to enter and exit a terminal, 

and thereby reduce waiting times and queues to enter a 

terminal.

Funding for the development of interconnected systems will 

help port operators in proposing more efficient operations. 

For instance, some terminals still do not currently have 

information on what mode of transport will be used collect 

cargo until the last moment. If terminals could access such 

information through interconnected systems, they would 

be able to plan where containers are placed in a yard 

accordingly. 

If a container has to be collected by a barge, the terminal 

would note this in advance and after unloading the container 

from a vessel, the container would be placed in the yard of 

the inland terminal. This would reduce movements in the 

yard, which in turn would reduce emissions and operating 

time.

The creation of digitised systems, and making said systems 

interconnected, requires significant resources. Terminal 

operators are investing, as are other actors within the 

logistics chain, therefore effective and efficient systems are 

emerging. However, their progress is hampered by diverging 

national regulatory and implementing approaches. 

FEPORT believes that investments in IT systems could be 

accelerated if IT providers and companies got a clear picture 

of the needs for the sector in the EU and internationally. 

Sufficient TEN-T funding for soft infrastructure would send 

a clear message that the European Union is committed to 

the development of interconnected ICT systems and making 

logistics chain truly digital. If the funding is conditioned by 

award criteria aiming at real connectivity then the speed 

of digitisation and systems interoperability would most 

probably be accelerated.

Smart, targeted revision of existing legislation for 

“quick win” results

As mentioned in the foreword, FEPORT believes that 

significant improvements of competiveness can be achieved 

through smart, targeted revisions of existing legislation.  

In relation to simplification and digitisation, the announced 

review of the Reporting Formalities Directive offers the 

potential for improvement. The current text has not led to 

the creation of a single maritime window in each Member 

State. Its revision offers a good opportunity to broaden the 

scope of its application to relevant data that can be used 

beyond the Port-Ship interface. The scope could also be 

expanded to include other information, such as the one 

required for the safe loading and unloading of vessels, 

which is essential for greater efficiency in port operations21 

but also allows a better prevention of risks in relation to 

cargo handling work on board of ships. 

FEPORT is looking forward to discussing this topic with 

other actors of the maritime logistics chain.

“Quick wins” should not be viewed as an end in themselves, 

but rather as building blocks towards further connectivity. 

This needs to be kept in mind when reviewing all legislative 

texts.

21 For instance, in the case of bulk vessels the electronic communication of completed Annexes, such 
as the ship-shore safety checklist, of the IMSBC Code.



Sustainability and innovation

As already mentioned, sustainability and innovation are 

high on FEPORT members’ agenda and both priorities are 

allocated large amount of private financial resources. 

Private port operators are ready to contribute their share 

and are already investing considerable resources into 

greening their operations. Yet, when talking about further 

actions, they underline the fact that port equipment has to 

be recouped over a period of time and that it is therefore 

important to balance long-term commercial interests with 

environmental objectives.

Balanced environmental legislation enabling 
investment and level playing field

Streamlined and pragmatic approach to environmental 

legislation impacting port operations 

For many years, EU Terminal operators have been exceeding 

EU carbon emission 2020 reduction targets. Container 

terminal operators, for instance, take the responsibility to 

reduce carbon emissions very seriously and have taken the 

initiative to develop a common methodology for calculating 

carbon emissions. 

The methodology (EEEG/FEPORT Guidance for Greenhouse 

Gas Emission Footprinting) elaborates how container 

terminals can calculate their emissions over a set period of 

time. 

FEPORT members are currently active in establishing 

whether the methodology could possibly be expanded to 

other cargo types and discussing with other actors in the 

logistics chain whether a common methodology for all 

actors in the logistics chain can be established.

When thinking about future legislation, policy makers 

should take into consideration that investments are made, 

and recouped, over what is usually an extended period 

of time. For instance, in the case of terminal operators, 

terminals usually invest with a long-term vision of up to 

50 years. There are some best practice examples that show 

that legislation can balance long-term commercial interests 

with environmental objectives.

One such example is the recently adopted Non-Road Mobile 

Machinery (NRMM) Regulation22. The NRMM Regulation 

sets a clear legislative framework for engine requirements 

for all new engines entering the market. This has been 

welcomed by FEPORT, as it allows terminals to have a clear 

understanding on engine requirements for the foreseeable 

future and allows them to invest accordingly when 

purchasing new port equipment.

The Regulation also allows for a transitory period for 

replacement engines given that the lifetime of a vehicle 

and the lifetime of an engine are not the same. This allows 

operators to recoup their investment in the short term 

without undermining the objective of the regulation.

22 Regulation (EU) 1628/2016 on requirements relating to gaseous and particulate pollutant emission 
limits and type-approval for internal combustion engines for non-road mobile machinery [2016] OJ 
L252/53.
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The Non-Road Mobile Machinery regulation 

should serve as an example that the notion that 

environmental needs and the competitiveness of 

EU industries cannot go hand-in-hand is a myth. 

FEPORT therefore calls for all environmental 

legislation to have a long-term and pragmatic 

approach that takes into account industries’ 

proactivity and efforts to mitigate the impact 

their activities on environment.

Smart revision of existing legislation to 

improve reactivity and compliance to global 

rules

A number of Regulations and Directives need to 

be improved and built on in order to streamline 

administrative burdens, add legal clarity and 

improve environmental performance. 

FEPORT supports the European Commission’s 

current program aiming at reviewing legal 

texts rather than introducing new obligations. 

For instance, the current process of revision of 

the Port Reception Facilities Directive is a good 

illustration of the fruitful consultative approach 

allowing concerned parties to provide comments 

and suggestions to improve the text. Since 

the introduction of the above mentioned text, 

relevant international legislation has changed. 

To add legal clarity, the Commission needs to 

ensure that international law (where it exists) 

and European law are consistent with one 

another.

For private port operators, the current version 

of the Water Framework Directive severely 

handicaps economic development near water. 

The strict and narrow interpretation of the 

text by Courts has led to important delays and 

postponement or cancellation of a number of 

significant projects. 

While environment related concerns are 

important, FEPORT underlines the necessity for 

EU regulators to properly balance those concerns 

and the benefits deriving from economic projects.
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Enhanced access to funding for the greening of the 

logistics chain 

An "innovation framework for logistics" under the 

supervision of INEA

FEPORT believes that it is important to avoid a fragmented 

approach to research and innovation. Dedicating EU calls 

to innovation in the transport system to improve the use 

of infrastructure, reduce the environmental impact of 

transport and enhance energy efficiency would constitute 

a positive impetus.  

FEPORT hopes that the decision to repatriate the technical 

and financial management of the CEF as well as parts of 

Horizon 2020 under INEA’s supervision will bring more 

and more consistency and improve the selection process 

for new projects.

The repatriation of all H2020 funding for transport 

related innovation and a less fragmented publication of 

calls could  also help attract more project promoters. It 

is difficult for industry stakeholders to identify the most 

relevant call they could target when those are published 

at different times and under a variety of headings.

Private port operators are looking forward to establishing 

good working relationship with INEA and the European 

Commission in this respect. As regards to innovation, 

conceiving calls as parts of an "innovation framework for 

logistics" would help to rationalise the use of available 

funding resources and better support projects with high 

added value for the efficiency of the overall logistics chain. 

Projects relating to intermodality, connectivity, greening 

as well as digitalisation should also figure in the priorities.

Port operators are also looking for greater synergies 

between innovative projects concerning maritime 

logistics which could be replicated and disseminated 

more widely. An "innovation framework for logistics" 

establishing “bridges” between calls.

EU Funding for greening of terminal operations

As already highlighted, private port operators are 

committed to the greening of the European logistics chain 

and are actively investing in research and development 

for the greening of their operations. This ranges from the 

deployment of wind turbines in terminals to the provision 

of green training to port workers.

Terminals are investing and innovating to reduce carbon 

emissions by minimising carbon use in operations, shifting 

to cleaner modes of transport through investment in 

connections to rail and inland waterways and improving 

their performance through the deployment of green 

fleets. All of this requires significant investment of private 

capital.

FEPORT welcomes the HORIZON 2020 - Work Programme 

2016 - 2017 “Smart, green and integrated transport” 

and hopes that calls regarding "Ports of the Future", 

will include possible funding for the greening of port 

equipment. There have already been some success stories 

of EU funded terminal projects, such as the Green Cranes 

project, but these have been limited compared to funding 

mobilised for other actors of the logistics chain.
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