YK 347.793:656.61
NATURE AND CHARACTERISTICS OF SHORT SEA SHIPPING

OCOBEHHOCTH CYAOXOOCTBA MAAOT'O TOHAXKA
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B cmammi poszansioaromucst ocobaugocmi, nepesdzu ma paKkmopu po3gumiry
cyoHoniaecmea Maio20 moHHAXKY. ObTpyHmosyemuocsi HeobXiOHICMb Yb0o20 udy
cyoHoniascmea sk 0CoONUBOT MOIKAUBOCMI 3AYUEHHSL NOMOKY MO8API8 3 YCb020

ceimy. IIpoaHani308aHO 1i020 NOKA3ZHUKU Y HATOLIbUL PO3BUHEHUX NOPMAX,
docnioxKeHo noaimuky €8poKoMicii U000 CMUMYNIOBAHHS. AKMUBHO20 PO38UMKY
cyoHonaecmea Mai0z0 MOHHANY.

Nowadays Short Sea Shipping (SSS) is strongly progressing and becoming an
alternative to move cargo out of ports and closer to their final destinations in conditions
of trade increases. The share of SSS in total maritime transport, however, varied widely
from one country to another.

The Short Sea Shipping market is strongly diversified, due to the variety of

cargoes, vessel types and capacity, and segmented due to the existence of many national
and peripheral submarkets.
SSS places containers and other cargo onto barges and smaller vessels for the purpose of
transporting them from larger import/export ports. It can be considered a most
environmentally friendly mode of transport, in particular, because of its comparatively
low external costs and high energy efficiency.

Defining SSS is not an easy task and often the definition varies from one study to
another. Several differing definitions are found in the literature, which shows the
complexity of the concept, thereby leading some authors to define SSS in terms of what it
is not. This complexity was explained by Marlow et al.(1997) when they stated that SSS
can embrace different ships, from conventional to innovative ones such as fast ships, with
a variety of cargo handling techniques (horizontal, vertical or a mixture of both), ports,
networks and information systems, which when studied from engineering, economics,
logistics, business/marketing or regulatory viewpoints increase even further this
complexity. How ever, this reflects the complex nature of the EU trade. Moreover, while
many authors describe SSS as a tramp shipping activity mainly due to the role this mode
has in the movement of dry and liquid bulk cargoes, even though many scheduled
operations are being performed by small lift-on-lift-off (LO-LO) and roll-on—roll-off
(RO-RO) ships, others go deeply into the subject and try to find more precise definitions.
Consequently, four categories of ships have been identified. The description of these are
found below. The traditional single-deck bulk carriers employed on a voyage basis are
mainly engaged in the carriage of the neo-bulk cargoes, which embrace forest and
steel/metal products, unless the vessel’s construction is flexible enough to carry the
traditional dry bulk cargoes. The next category is a fleet of container feeder vessels, that
have been replacing the traditional general cargo vessels engaged in the movement of
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break-bulk cargoes, which carry high value cargoes and provide a link for deep-sea
container vessels employed in the transoceanic East— West and North—South bound
voyages. These ships having a capacity of between 150 and 500 twenty-foot equivalent
units (TEUs) operate under the schedule of the deep-sea vessels and are engaged in four
broad regional areas, namely the Mediterranean Sea, the English Channel and Atlantic
Coast, the Baltic Sea and other small feeder routes[2]. These represent a drawback in the
delivery of dedicated transport services. The ferries engaged in SSS constitute the third
category and are seen as an extension of road transport and even rail if they are prepared
to take on board rail wagons, although this last option requires the commitment of high
capital investment and can only be employed on routes whose terminals are prepared to
receive such technology. These ships are capable of carrying both passengers and/or a
whole range of cargoes that embraces palletised cargo, accompanied and unaccompanied
trailers, semi-trailers, pallets, swapbodies, railway wagons, cassettes, project cargo and
machinery. SSS operations in the Baltic Sea are a clear example of this. Finally, there is a
fleet of bulk carriers and tankers, whose dimensions are less than 3000 deadweight (dwt)
tonnes engaged in the pure and conventional dry and liquid bulk trades such as mineral
oil products, chemicals, liquefied petroleum gas (LPG), coal, iron ore and grain.

The European Comission gave the following definition to SSS : the movement of
cargo and passengers by sea between ports situated in geographical Europe or between
those ports and ports situated in non-European countries having a coastline on the
enclosed seas bordering Europe.

Short sea is a durable link in the transport chain. By short sea shipping the
important traffic is created and if it present at the port suited for deep-sea traffic it offers a
unique opportunity to attract goods flows from various locations worldwide.

Some short sea ship vessels are small enough to travel inland on inland
waterways. Short sea shipping includes the movements of wet and dry bulk cargoes,
containers and passengers around the coast. Typical ship sizes range from 1000dwt (tones
deadweight — i.e. the amount of cargo they carry) to 15000dwt with drafts ranging from
around 3m to 6m. Typical cargoes include grain, fertilizers, steel, coal, salt, stone, scrap
and minerals (all in bulk), oil products (such as diesel oil, kerosene, aviation spirit - all in
bulk), containers and passengers. Short sea shipping should not be mistaken with inland
navigation.

Short Sea Shipping, generally, deals with the transport of goods between ports in
the EU-27, Croatia and Norway on one hand, and ports situated in geographical Europe,
on the Mediterranecan and the Black Sea on the other, i.e. ports in EU-27 countries
(Belgium, Bulgaria, Cyprus, Denmark, Estonia, Finland, France, Germany, Greece,
Ireland, Italy, Latvia, Lithuania, Malta, the Netherlands, Poland, Portugal, Romania,
Slovenia, Spain, Sweden and the United Kingdom), candidate countries for membership
in European Union (Montenegro, Croatia, Iceland and Turkey), European Economic
Area countries (Iceland and Norway), Baltic (Russia), Mediterranean (Albania, Algeria,
Bosnia—Herzegovina, Egypt, Israel, Lebanon, Libya, Morocco, Occupied Palestinian
territory, Syria, and Tunisia) and Black Sea (Georgia, Moldova, Russia and Ukraine).
The “other seaborne transport” includes “deep sea shipping” and transport with
unidentified partner ports (“unknown ports”). According to the definition, SSS includes
“feeder services”: a short sea network between ports in order for the freight to be
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consolidated or redistributed to or from a deep sea service in one of these ports ("hub
ports").

The shift of freight from road to sea and especially to SSS, a ‘special mode of sea
transport’, is considered one of the major objectives of the common transport policy as
witnessed by the many documents and press releases from the various European Union
(EU) authorities. Despite these efforts, such a shift is far from being a reality. The
pressure of multinationals in defining their logistics strategies to comply with their
objectives of pull supply chains, which support economic growth and fierce competition,
has demanded the use of efficient and effective transport modes/transport systems, often
chosen at the expense of the quality of life and without regard for the social costs
involved. Road transport is regarded as the mode that fulfils to a higher degree
customers’ requirements in terms of transit times, flexibility, reliability, frequency and
cargo safety and is often the chosen mode. The latest statistical data released by
EUROSTAT show that road transport still accounts for the biggest market share, both in
terms of performance by mode and modal split; it is followed by intra-EU sea transport
[5]. Give n this fact and taking into consideration the future growth of EU freight
transport, which is expected to grow about 2% annually between 1997 and 2017 a careful
analysis must be made of SSS as an alternative to road, with the aim of it becoming
integrated in the multimodal/intermodal transport chains. An evaluation of SSS
advantages and disadvantages in terms of delivering a market offering to its existing and
potential users and viewed from the users’ perspective must be made so that at a later
stage of its strategic planning SSS operators can better identify their opportunities and
threats and define their respective strategies/best practices accordingly. This will lead,
firstly, to an effective and sustainable shift of freight from road to sea and, secondly, to a
consolidation of this mode in the future transport systems that support the future supply
chains. However, before this evaluation takes place a definition of SSS is presented so as
to avoid misunderstandings on the subject.

The main advantages of SSS are:

. Low infrastructure costs;

. Alternative varieties of service (route);

. Environmentally friendly low energy consumption;

. Unlimited capacity usage;

. Being much more secure in comparison to the other modes of transportation;
. Fair pricing;

. Lower jam rate;

. Optimum duration in navigation, convenient transit duration.

The geographical advantage can have tremendous economic impacts as SSS can
contribute to the integration, cohesion and economic development of the peripheral areas
(and even beyond) of the EU. These economic impacts can also be extended to SSS
companies. By offering services at lower freight rates due to inherent economies of scale
and distance, these companies can employ and exploit an underused available capacity
without immediately incurring high investment in additional vessels. Although shipping
in general, and SSS in particular, are capital-intensive industries, which could to a certain
extent be considered a weakness due to the volatile nature of the market and sometimes
the difficulty of getting finance from financial institutions for new entrants into this
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business, the fact is that this can be seen as a strength since it gives the shipping players
already in the market a tremendous competitive advantage [1]. SSS players already
possess the most expensive assets involved in intermodal freight transport and so have a
good position to develop transport systems.

To this should be added the virtually unlimited capacity of the sea. This does not
require costs to be incurred in the building of sea-lanes, although exception is made for
any additional superstructure along the coast that may contribute to the safety of
navigation and which may help the commercial exploitation of these broken transport
chains, such as in the case of the vessel traffic management information systems.
Consequently, and unless new ship technologies are introduced, port investments and port
maintenance costs are low when compared with the ones required by road and rail
infrastructure whose external costs are increasing considerably. The development of road
and rail mode networks requires huge investments not only to build both the road surfaces
and the railway lines but also additional tunnels and bridges whereas ports are the only
land area or physical space required by SSS. Since SSS does not require a huge land take
to function we can conclude that, in this regard, SSS is environmentally friendly although
improvements will need to be made at ships’ engine level and at the entry and exit of
goods through ports to avoid bottlenecks and therefore friction costs. Using SSS as an
alternative means of freight movement reduces not only the number of trucks also
associated social costs, which cannot be removed/reduced unless huge investments in
infrastructure are made at the expense of more social cost. The advantages of SSS can
also be seen from an industry perspective.SSS can contribute towards the further
development of the shipbuilding industry [3]. Additional advantages of using this mode
are higher safety levels in the transport of dangerous cargoes which in itself is a good
enough reason for removing the transport of dangerous goods from road, the possibility to
carry large indivisible heavy unit loads, additional storage capacity, and it is one of the
modes with underused capacity (the other one is the railway). Given the nature of
maritime transport, the advantages of SSS can be said to fall into seven main groups:
geographical advantages, financial advantages, knowledge/ skills-based/ human resources
advantages, energy advantages, environmental advantages, underused capacity for
expansion, and positive effects in ancillary activities thereby creating employment which
supports the Communication of the European Commission on growth, competitiveness
and employment.

Short sea is a growing branch of industry. Based on the information available, it
has increased considerably from 1990 to 1997 (by 17% in tones and 23% in tone-
kilometres), but the performance of road has increased even more (by around 26% in
tone-kilometres). At the same time the tone-kilometre performance of inland waterway
transport grew by 10% between 1990 and 1997, and rail had a negative growth of 7%.
Since 1999 the volume of cargo has increased by more than 52% from 88.5 million tones
to almost 135 million tones [4].

In 2009, short sea shipping of containers recorded an even stronger decrease (-
15 %) in volume (TEUs) terms. This was accompanied by some rationalisation of the
transport activity as the shipping of empty containers decreased by 17 %.

It was observed that:

171 ExonomiuHi inHOBanii 2011
Bunyck 46



- the port of Antwerp handled 84.1 million tones of short sea cargo in 2010 on a
total volume of more than 178 million tones. Compared to 2009 that represented a growth
of 12%. The port of Antwerp only just failed to reach the 2008 figures (-1,2%);

- the port of Ghent handled 15.7 million tones of short sea cargo in 2010 on a
total volume of 27 million tones. In terms of percentage this amounted to the largest
increase: 26.4% compared to 2009 and 12.9% vis-a-vis 2008;

- the port of Zeebrugge was also a big riser in 2010. The port realised a volume of
30.1 million tones of shortsea load on a total of 49.6 million tones, which amounts to a
growth of 17.4% compared to 2009 and of 15.3% in relation to 2008;

- with 99,4% of the almost 5 million tones handled, the port of Ostend reached
the highest percentage of shortsea traffic. However, due to a shift of the goods flow from
Ostend to Zeebrugge, the former port has been unable to reach the 2009 figures. In 2009,
EU-27 SSS totalled around 1.7 billion tones of freight. United Kingdom SSS came to 313
million tones of cargo, accounting for 15 % of total EU-27 SSS. It was followed by Italy
(15 %) and the Netherlands (12 %).

The following sea regions have been taken into account to group the SSS partner
ports: Baltic Sea; North Sea; Atlantic Ocean (including the English Channel and the Irish
Sea); Mediterranean Sea; Black Sea.

The percentages shown in Figure 1 are calculated using as denominator the sum of the
figures for sea regions at EU-27 level.
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1. EU-27 SSS of goods by sea region of partner ports in 2009 (% based on gross weight
of goods)
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The European Commission has a strong promotion policy, supporting
coordination centers for SSS. The Commission's programme describes legislative,
technical and operational initiatives which are aimed at developing Short Sea Shipping at
EU, national, regional and industry levels.

In addition, the establishment of a "European maritime transport space without
barriers" should help to boost short sea services in all maritime regions. This concept
would ensure a reduction of the administrative formalities, in particular customs
formalities that apply today to the intra-EU seaborne trades and that do not apply to
similar road transport services [6].

The main key factors for SSS development are: correlation and cooperation
between ports; further development of inland waterways; improvements made in port
services-port efficiency and costs. Opportunities in the development of the Short Sea
Shipping are: global warming and the reinforcement of the environmentalist sensitivity;
increase in the highway jams and casualties; reduction of costs in the global economies;
international support to the Short Sea Shipping. But we have to mention also the threats
in the development of the Short Sea Shipping, which are:

- Unknown by the vast majority of the market;

- Insufficient infrastructures at ports;

- Insufficient co-ordination with the other modes of transports;

- Bottlenecks experienced in the Customs procedures;

- Insufficient market infrastructure.

The main advantages promoted for this type of shipping are alleviation of
congestion, decrease of air pollution, and overall cost savings to the shipper and a
government. It is often cheaper than road and rail transport; reliable with guaranteed
transit times; environmentally friendly and flexible in being able to move all types of
cargo, e.g. containers, break bulk and rolling stock.

Shipping goods by ship (one 4000dwt vessel is equivalent to between 100-200
trucks) is far more efficient and cost-effective than road transport (though the goods, if
bound inland, then have to delivered by truck) and is much less prone to theft and
damage.

The latest statistical data released by EUROSTAT show that road transport still
accounts for the biggest market share, both in terms of performance by mode and modal
split; it is followed by intra-EU sea transport. Give n this fact and taking into
consideration the future growth of EU freight transport, which is expected to grow about
2% annually between 1997 and 2017 a careful analysis must be made of SSS as an
alternative to road, with the aim of it becoming integrated in the multimodal/intermodal
transport chains.

An evaluation of SSS advantages and disadvantages in terms of delivering a
market offering to its existing and potential users and viewed from the users’ perspective
must be made so that at a later stage of its strategic planning SSS operators can better
identify their opportunities and threats and define their respective strategies/best practices
accordingly. This will lead, firstly, to an effective and sustainable shift of freight from
road to sea and, secondly, to a consolidation of this mode in the future transport systems
that support the future supply chains.
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Annomayus

CynoX0CTBO Majoro TOHHa)ka SIBIISIETCS MPOYHBIM 3BEHOM B TPaHCIOPTHOH
nernn. [lo cpencTBam CymoXoJCTBa Majoro TOHHAaXKa CO3JaHBI JOCTATOYHO 3HAYHMMBIC
00BbEMBI TPY30MEPEBO30K H, CIIEAYET OTMETUTh, YTO OH MpeJiaraeT YHHUKaJIbHYIO
BO3MOXKHOCTB JUIsl TPHUBJICYEHHS TPY30MOTOKOB M3 pa3iM4HBIX ToueKk Mupa. [lepexon
MOTOKA I'Py30IEPEBO30K C JOPOKHOTO BUa TPAHCIIOPTA HA MOPCKOM, B OCOOCHHOCTH MPH
WCTIOJIb30BAHUH CYIOXOJICTBA MAJOr0 TOHHAa)Ka CUYMTACTCS OJHOW W3 TJIAaBHBIX Ilejied
CIMHOW TPAHCIOPTHOH MOJUTHKH, YTO TOATBEP)KIAACT MHOTHE MOKYMEHThI M TIpecc-
penu3bl Pa3IUYHBIX OpraHoB BiIacTu EBpocorosa.

EBporelickass koMuccusl TPEANPUHUMAET aKTUBHbBIE JEHCTBUS IO TOJAEPKKE
CYZI0XOJICTBA MaJIOTO TOHHAaXa. [IpoIeHT epeBO30K M0 CPEICTBAM CYAO0XOJICTBA MaJloro
TOHHaXa B 00IIeM OObeMe MOPCKOIO TPAaHCIOPTa BapbHpPyeTcS B Pa3HBIX CTPaHAX
EBpocoroza Bechma 3HaunTenbHO. OJHAKO CIEAYyeT OTMETHTHh 3HAYUTEIBHBIH POCT
rpy30000poTa B OOJNBIIMHCTBE CTPaH, JOCTUTHYTHIH WMEHHO TIpU  YCIOBUHU
WCITIOJIb30BaHMS JAHHOTO BHJIA TPAHCIIOPTA.

EBponeiickas Komuccusi UMeeT CHUIIbHYIO TOJUTUKY MPOIBHIKSHUS, MOICPKKH
KOOPJIMHAIMOHHBIX IIEHTPOB CYJOXOJICTBa Malloro ToHHaxa. B mporpammy Komuccnn
BKJIFOUCHBI 3aKOHOJATENbHbIC, TEXHHYCCKUE W OIMECPATUBHBIC HHUIIMATHBBI, KOTOPHIC
HaTpaBJeHbl Ha pa3BUTHE JTOr0 BUJAA CyHoxojacTBa Ha ypoBHe EC, HammMoHanbHOM,
pEerMoHaIFHOM M OTpacieBoM YpoBHAX. Kpome Toro, cosmanme '"eBporeickoro
MPOCTPAHCTBA JUIsI MOPCKOTO TpaHcmopTa 0e3 OapbepoB" TOKHO CIOCOOCTBOBATH
PaCIIMPEHUIO MPEJOCTABICHUS €r0 YCIYT BO BCEX MOPCKUX peruoHax. JTa KOHIICIIHS
o0ecreunT  COKpallleHHhe aJMHHUCTPATUBHBIX  (OpPMalbHOCTEH, B  YacTHOCTH,
TaMOXXEHHBIX (popMasTbHOCTEH.

Crnenyer OTMETHTh, YTO POJIb CYJOXOJCTBA MAallor0 TOHHAaXKa B JIOCTHIKECHHH
Henei, mocTaBleHHbIX EBPOCOI030M B TPaHCIOPTHOM IMOJMTHKE, HEMMOBEPHO Ba’KHA.
JlaHHBIH BUJ CYJOXOJACTBA B COCTOSIHHM Pa3peliuTh MPOOJIEMbI, CBS3aHHBIE CO
CIIEp)XKMBAHUEM IIPOTHO3UPYEMOT0 pOCTa TEPEBO30OK TIPy30B aBTOTPAHCIOPTOM, C
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MIOCTOSIHHBIMH, XapaKTepHbIMU 1J1s 3amaaHoil EBpombl 3aTopamu Ha noporax. [imaBHoe
MPEUMYIIECTBO  3THX  TEPEBO30K 10 CPaBHEHHIO C  aBTOMOOWJIBHBIM  WJIH
KEJIE3HOOPOKHBIM TPAHCIIOPTOM - BO3MOXKHOCTh TPAHCIIOPTHPOBATH OOJIBIIAE 00BEMBI
IPY30B B IIAJSIIEM OKPYKAIOLIYIO CPENY PEKUME.

OCHOBHBIMH TIPEUMYILIECTBAMH CYIOXOJACTBA MAaJIOTO TOHHAXXAa SBIISIIOTCA:
HU3KHE 3aTpaThl Ha WHQPACTPYKTYPY, aIbTEpPHATHBHBIC BUJBI CEPBHCA, IKOJIOTHYECKU
0e3BpenHbIi HU3KHW YPOBEHB MOTPEOJICHHSI DHEPTUH, HEOTPAaHUYEHHOE HCIIOb30BaHHE
MOTEeHIna a, 0e30MacHOCTh B CPaBHEHHH C JAPYTMMH BUJIaMH TPAHCIOPTa, YMEpEHHas
IleHa, HU3KHWHA YpOBEHb TNepeboeB B paboTe, ONTUMalbHAS MPONOIKUTEIBHOCTh B
HaBUTallMH, NOAXOAAIAS IPOAOIKUTEIBHOCTh TPAH3UTA.

CynoxoacTBO Malloro TOHHaXka, KaK IPaBUIIO, HCIONB3YeTCsl B IEPEeBO3Kax
rpy30B Mexay nmoptamu B crpanax EC-27, XopBatuu 1 HopBeruu, ¢ 0IHOM CTOPOHBI, U
MOpPTaMH, PacIoioKEeHHBIMU B Teorpaduueckoii EBporne, CpeanzemHomopbe 1 UepHoMm
Mope.

KimtoueBpiMu  pakTOpaMu pa3BUTHSL JaHHOTO BHJA TPAHCIOpPTa SIBISIOTCS:
COTPYIHUYECTBO MEXKIY IOPTAMM; JajibHEHIIee pa3BUTHE BHYTPEHHHUX BOJIHBIX ITyTEH;
yIy4IIeHHE TOPTOBBIX YCIyT- 3P PEKTUBHOCTH U CTOMMOCTH.

VYuuteBas crenuuKy MOPCKOTO TPAaHCIOPTa, MPEHMYIIECTBA CYIOXOJICTBA
MaJIOrO TOHHAa MOYKHO YCJIIOBHO Pa3Je€lIUTh Ha CEMb OCHOBHBIX TPYIIIL:

reorpaduyeckue npenMyIiecTsa,

(hMHAHCOBBIC IPEUMYIIIECTBA,

3HaHUS / yMEHHS / IPEUMYIIECTBA YeTIOBEUECKUX PECYPCOB,

SHEPreTUYECKU e NPEUMYLIECTBA,

3KOJIOTMYECKHUE IIPEUMYIIIECTBA,

HCIIOJIB30BaHUE HENOTPY>KEHHBIX POU3BOJCTBEHHBIX MOIIIHOCTEM,

MOJOKUATENBHBIN 3((EKT OT BCOMOTaTeNnbHbIX BHJIOB JCATEILHOCTH.

[locnenaue  craTWCTUYECKWE — JaHHBIC,  ONMyOJMKOBaHHBIE  EBpocTatom
MOKAa3bIBAIOT, YTO HAa AaBTOMOOWIBHBIA BHJl TPaHCIOPTa IO-PEKHEMY IMPUXOIUTCS
caMmblii OOJIBIION PHIHOK aKIMi, 32 HUM CJCIYIOT MOPCKOW TPaHCIOPT B Ipeieiax
EBpocoroza. YuuteiBasi 3T0oT (hakT, U C y4eroM OYAYIIEro pocra rPy30BBIX IEPEBO30OK
EC, xoropble kak oxkugaercsi, 0yayT pacTH eKeroHo MpUMepHO Ha 2% B MEPUOJ MEKIY
1997 u 2017 ronamu TOJKEH OBITH MPOBEICH TIIATEIbHBIN aHAIN3 CYA0XOJICTBA MaJOro
TOHHaka KakK aJbTEPHATUBBI JOPOKHOMY, C  LEJbIO WHTETPUPOBAHUS B
MYJIBTUMOJANIBHBIC / HHTEPMOJIAJIbHBIC TPAHCIIOPTHBIC TIETTOYKH.

175 ExonomiuHi inHOBanii 2011
Bunyck 46



