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Abstract

This paper provides an extensive overview of the economic importance and development of the Flemish
maritime ports, over the period 1995 - 2002. Focusing on the three major variables of value added,
employment and investment, it also provides some information about the financial situation of a few vital
segments in each port. In addition, it includes figures with respect to the ongoing growth of several cargo traffic
segments and attempts to establish a link between these and the progress of the production in the industries at
stake.

The breakthrough of this research - compared to its previous editions - consists of evaluating the indirect
effects of the sectors in question in terms of value added and employment. A few refinements have also been
made, such as the routine geographical and functional selection of companies according to the cluster they
belong to (NACE-Bel code approach), the limitation of administrative work incurred, the review of the company-
size analysis, etc. Annual reports data from the Central Balance Sheet have been computed for the calculation
of direct effects, the study of financial ratios and the analysis of the social balance sheet. For the estimation of
indirect effects, Supply and Use Tables from the National Accounts Institute have been resorted to.

The developments in the maritime ports sector are numerous nowadays, namely in the Hamburg - Le Havre
range: concentration of capital, privatization of ports logistics services, expansion and dispersion of foreign
trade, the internationalization of the production and consumption patterns (e.g. increase in containerized
shipments), the latest requirements of world trade concerning transport and distribution. The increase in scale
and specialization of the vessels inevitably impact on the operation of the ports.

Production, trade and transport are not longer considered as individual, isolated activities, but are integrated in
a single system. Therefore, ports have to evolve from mere centres of transport (discharging and loading of
vessels) to logistics centres. Moreover, ports able to add value to the goods passing through the port area,
have a major asset in a climate of increasing international competition. These developments are also
mentioned in this report, since no Flemish port is an exception to this rule.

Key words:  branch survey, maritime cluster, subcontracting, indirect effects, transport intermodality, public
investments.

JEL classification: C67, H57, J21, L22, L91, L92, R15, R34 and R41.
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Preface

For several years the National Bank of Belgium has published annual studies relating to the ports of Antwerp,
Ghent, Ostend and Zeebrugge. These four studies will from now on be presented as a single item. In addition to
this change of form, the methodology has been considerably changed, notably for the purpose of estimating the
indirect effects linked to the activity of the port sector. This approach offers the best way of assessing their
economic importance.

Introduction and objectives of the report

Restructuring of the ports went on throughout the nineties following changes in the economic environment:
dispersal of centres of rapidly expanding foreign trade, accelerated internationalisation of production and
consumption processes and new requirements for world trade in terms of transport and distribution. The port
authorities now had to adopt new management styles to bring the ports more in line with the market. Rapid
changes were seen, particularly in the container sector in the Hamburg — Le Havre range1, in order to make the
ports in this region more attractive to this trade. The need for automation was also undeniable and the cargo
handlers recorded significant job losses due to takeovers and mergers in this sector.

« Cargo handling is [indeed] one of the activiies most affected by technological progress and competition
between ports. The market trend is towards concentration of capital, specialisation and vertical integration.
Provision of these services is being transferred, little by little, from the public to the private sector in order to
increase efficiency and reduce public expenditure on labour at ports. »2 This phase of liberalisation of the port
cargo handling sector (dockers) across Europe was a result of the order made by the Court of Justice of the
European Communities on 10 December 1991 (also called the « Port of Genoa » order).3

Ports in Europe are of considerable importance in terms of labour. They have considerable infrastructure
requirements and are at the heart of a huge network of interdependent branches of activity. Their growth is very
important for the European economy.

In addition, « (...) because of its geography, its history and, now, globalisation, the European Union (EU) remains
heavily dependent on maritime transport:
e More than 90 p.c. of its foreign trade and around 43 p.c. of its domestic trade is done by sea; in total
more than 1 billion tonnes of freight are unloaded and loaded in ports in the Union each year;4
e The shipping companies belonging to EU countries control a third of the world fleet and around 40 p.c. of
EU trade is carried on ships controlled by European shipping companies (which doesn't mean that their
ships are flying the flag of an EU member);
e The maritime transport sector, which also includes shipbuilding, the ports, fishing and related industries
and services, employs some 2.5 million people in the European Union. »°

Just as in the air, road and inland water transport sectors, the process of liberalization and opening up maritime
transport to competition from national markets within the Union is practically complete. (...)

This necessary process has not, unfortunately, been sufficient to stop the continuing exodus of the community
fleet to what are called « flags of convenience », i.e. countries offering shipping companies much more favourable

This term refers to the area where different important seaports, serving the same hinterland, operate and therefore are in
competition with each other.

Quotation from the EC Green Paper relating to « Maritime ports and infrastructures » published on 10 December 1997.

See the speech by K. Van Miert made at Ghent on 6 October 1997: « Competition rules and maritime ports », or see the
website of the Court of Justice of the European Communities.

The increase of the port infrastructure is mainly due to the growth of the container transport. The latter considerably reduces
the cost of shipping (for example compared to bulk cargo). The main factor which determines such a low cost level lies in
the rapidity and flexibility of this mode of transport and the economies of scale it allows (some ships can carry up to
10,000 TEU - see glossary in annex 9). Maritime transport is also economically essential for distances greater than 1,500
kilometres. This explains its importance for extra-Community trade (Sources: work by Dr. Jean-Paul Rodrigue of the Dept.
of Economics & Geography, Hofstra University, 11549 NY - USA; « Maritime Economics » 2nd edition, Martin Stopford).
Extracts from the « Overall view of the maritime transport policy » supplied by the European Commission. For further
information, see the website http://europa.eu.int/comm/transport/maritime.
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conditions than those in Europe in terms of taxation, social security and safety or environmental standards. (...)
Today only 13 p.c. of the world fleet is flying the flag of a Member State as against 32 p.c. in 1970. (...)

As a result of this evolution, which mainly affects the freight sector, the European Union has decided on two
courses of action:

1) To define a global strategy aimed at making the community fleet competitive again by means of « positive
measures »;

2) To increase safety on ships and environmental protection by ensuring strict compliance within the Union with
international standards (« the polluter pays » principle).

The Commission White Paper on the subjectG, published in 2001, lists sixty practical measures designed to make
significant improvements to the quality and efficiency of transport in Europe by 2010. The development of the
ports in the European Union is one of the mainstays of this general strategy, with the particular objective of
relieving congestion on traffic axes. According to this analysis, the growth of maritime transport in Europe
currently relies on two pillars: the increase in capacity and intermodal” efficiency of the ports and the opening up
of the port services market to potential service providers.

The European Community Green Paper relating to ports and maritime infrastructures, published on 10 December
1997, presents this sector as characterised by major disparities between regions in terms of structures,
operations, organisations and legal systems. Competition between the ports continues to grow. The new
technologies and the development of the trans-European rail network (TEN) are playing major roles. The TEN
means that users and operators can be offered greater choice within an intermodal environment. A community
framework would seem to be necessary in order to guarantee the principle of competition without obstruction or
discrimination.

These considerations obviously apply to Belgium, a country largely dependent on the rest of the world with regard
to trade, since it exports the equivalent of two thirds of its GDP. Because of its geographical location and its role
as a place of transit in Europe, Belgium would certainly not have been able to achieve its economic expansion
without an excellent transport infrastructure (ports, waterways, railways, roads, etc.). In addition, there are few
industries in Belgium which do not in some way depend on the ports in the Kingdom and it is important to know
how these affect the economy as a whole. This is why, for the first time as part of this study, an attempt is being
made to estimate the importance for the rest of the economy of the indirect effects linked to port activity.

In view of the scope of this study, its structure and the priority given to the use of micro-economic data processed
by the Bank, certain changes have been made to the methodology in relation to previous issues®. These relate
mainly to the following aspects:
e Standardisation of the method for extracting micro-economic data and calculations to give a more
systematic analysis. A break from the casuistical approach used up to now;
e  Greater consistency with figures in the national accounts (NAI);
e Limiting the use of surveys, which leads to time-saving and a reduction in the administrative overload
suffered by businesses (only a few public institutions or enterprises are still surveyed);
e Previously unpublished presentation of the indirect effects of port activity based on an algorithm used
to study the ICT and car manufacturing sectors®

These modifications were introduced with a view to maintaining consistency with previous issues with regard to
definition of the sample and the industry groups studied. The results obtained with the classification previously
used, relating to the « sectors » of port activity, are therefore also presented in chapter 4. With regard to
calculation methods, however, some differences should be noted: for example, for investments or for distinction
between large businesses and SMEs. The modifications are expected to improve the accuracy of the results.

The micro-economic data used come mainly from the Central Balance Sheet Office and the NAI, the latter being
used in particular for the calculation of indirect effects. As in previous issues of the study, this report presents an

2001 white paper entitled « European Transport Policy for 2010: time to decide ».

Intermodality relates to transfer of goods from one mode of transport to another. See also annex 9.

See « Economisch Belang van de Zeehavens: Boekjaar 2001, methodologie » - NBB, Antwerp branch.

Respectively NBB publications: « The ICT sector in Belgium », Economic Review 2004/1 and « De autonijverheid in Belgié:
het belang van het toeleveringsnetwerk rond de assemblage van personenauto's », Working Paper no. 38 of June 2003.

2 NBB WORKING PAPER No.56 - JUNE 2004



analysis of the economic, financial and social positions of businesses belonging to the industries which show an
economic link with the ports concerned.

The economic importance of the four ports is analysed on the basis of development from 1995 to 2002 of three
basic aspects:

e value added at current prices;

e FTE" salaried employment;

e investment at current prices.
Other developments are presented for the last three years: financial analysis and the social balance sheet based
on the annual accounts.

In order better to identify the developments in progress, the work has been done in two stages. The results of the
Flemish maritime ports as a whole are given in chapter 3, while each port is reviewed separately in chapter 4.

" Full-time equivalents; employment, whether direct or indirect, is expressed in this unit.
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1 INTERNATIONAL CONTEXT

In 2002 the world economy suffered even more acutely the consequences of the slowdown in growth which had
started the previous year. The drop in consumer confidence, the growing uncertainty on the markets and
international tensions were manifested by a postponement of business investment. The rate of growth of the
Belgian economy fell below the 1 p.c. threshold and bankruptcies rose sharply, especially in Flanders.

Port policy and port management were regionalised in Belgium in 1989. Public investment in the ports and
maritime accessibility therefore became the responsibility of the Flemish regional authority. Since then, the
Flemish Region has invested more than 3.3 billion euro'! in the four Flemish seaports, over half of which was
allocated to maritime accessibility. Since 1995 a clear increase in these budgets has been recorded, particularly
because of the programme to deepen the Scheldt'. This operation was begun on the west bank of the river and
was practically completed in 2001.

In spite of the economic slowdown, the transport sector was relatively less affected than most of the other sectors,
and the ports managed to maintain their levels of activity, especially because of the structural growth in container
traffic in the ports of Antwerp and Zeebrugge. Although within the Hamburg - Le Havre range the Flemish ports
lost some points of their market share, this was essentially because the neighbouring ports caught up after the
cumulative delays during the eighties.

1.1 Short description of the ports in the Hamburg - Le Havre Range

The ports described here, from North to South, are only those foreign ports which belong to the range. Chapters 3
and 4 give a wide-ranging account of the three Belgian ports in the range - Antwerp, Ghent and Zeebrugge,
together with Ostend.

Hamburg: Major port or « Central hub port » of a huge region located where the North Sea meets the Baltic: it
is the largest German port and the third largest in Europe, a passage for sea traffic to and from
northern, central and eastern Europe. This port also plays a major role in trade to Asia, especially
China. Traffic volumes of just under 98 million tonnes were recorded there in 2002. Cargo traffic,
which grew by 6 p.c. in the same year, and container cargo, which increased by 14.6 p.c., are the
keys to this expansion.

Bremen: This is the most southerly German port, situated on the Weser about sixty kilometres from the North
Sea coast: it benefits from excellent links with its hinterland. It handles almost 47 million tonnes
every year.

Amsterdam: This Dutch port belongs to a region which includes the harbours of Beverwijk, Velsen/IJmuiden and
Zaanstad. These are independent but work in close collaboration so that the figures given below
cover all of them. This is one of the most important port regions in Europe, supported by a highly-
developed transport network in its hinterland. AiImost 70 million tonnes are transhipped each year at
Amsterdam, a port which specialises in bulk cargo handling (coal, oil, animal feeding stuff) and is
number one in the world for cocoa.

Rotterdam: This port, which extends over a 40-kilometre long area at the mouth of the Maas and covers
10,500 hectares, is one of the main crossroads for goods in the world and the leading world port for
tonnage of freight handled annually. It holds first place in Europe for trade in chemicals and oil, iron
ore, coal, metals and foodstuffs and leads the continent in container traffic. It has a highly-
developed overland communication network and the deepest sea channel in the North Sea: in 2002
it handled 322 million tonnes and can accommodate ships with a draught of up to 22.5 metres, i.e.
a maximum of 350,000 dwt'?.

Dunkirk: The third French port, the first being Marseilles; it is situated at the entrance to the North Sea and
occupies first place in France for the export of steel and sugar and for the import of ores, coal and
West-Indian bananas. It handled more than 47 million tonnes in 2002. The tidal Port Ouest is
accessible to ships of 300,000 tonnes for short stays.

Source : Vlaamse Havencommissie Annual Report 2002.

Investments by the Flemish Region for improvement to maritime access amounted to 187.7 million euro in 2002, which
includes the amounts invested in deepening the Western Scheldt.

See glossary in annex 9.
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Le Havre: First French port for handling general cargo including containers, second French oil port: it
concentrates mainly on the import and export of automobiles with the United Kingdom. Since the
Port 2000 project has been implemented, Le Havre is among the leaders in terms of growth in
container traffic (+ 12.9 p.c. in 2002, just behind Hamburg and Antwerp). This port recorded a total
of more than 68 million tonnes of transhipments in 2002, taking all types together (goods, oil,
containers, automobiles, etc.).

1.2 Maritime goods traffic: comparative analysis

In 2002, the total maritime traffic (loadings and unloadings) improved somewhat in all the ports in the range,
surprisingly with the exception of Le Havre (table 1). In the ten ports (those in the range and Ostend) the total
transhipment recorded is in fact 2.6 p.c. greater than that for the previous year, since it reached 827.1 million
tonnes. This increase is attributable in the first place to the ports of Rotterdam (+ 2.4 p.c.), Hamburg (+ 5.6 p.c.)
and Dunkirk (+ 7.0 p.c.), although throughput at the port of Antwerp only expanded by 1.2 p.c. But this is the
logical consequence of the strong growth recorded in Antwerp port traffic in 2000 (+ 12.8 p.c.). The proportion of
the traffic in the range (including Ostend) which relates to the Flemish seaports remained stable at 23.5 p.c. The
total traffic for the range and Ostend amounted to 15.1 p.c. of world maritime traffic and has therefore recovered a
few points after the nineties which were marked by significant growth in South-East Asia. The development of
trade by the countries in this zone could however again affect this percentage in future years.

TABLE 1 TOTAL MARITIME TRAFFIC IN THE HAMBURG -LE HAVRE RANGE
(INCLUDING OSTEND)

(millions of tonnes)

1995 1996 1997 1998 1999 2000 2001 2002 Average Relative

relative share in
share (in 2002 (in
p.c.) p.c.)

Hamburg .......cccoovveenee 721 711 76.7 75.8 81.0 85.1 92.4 97.6 10.8 11.8
Bremen ......ccccoeieninne 31.2 31.6 34.0 34.5 36.0 45.0 46.1 46.6 5.1 5.6
Amsterdam ... 31.2 36.7 36.8 36.1 37.6 44.6 49.3 50.3 54 6.1
Rotterdam 292.9 292.0 310.1 314.4 303.4 322.1 314.7 322.1 411 38.9
ANtWErD .o 108.1 106.5 111.9 119.8 115.7 130.5 130.1 131.6 15.9 15.9
Ghent ..o 21.6 21.0 23.0 23.6 23.9 24.0 23.5 24.0 3.1 2.9
Zeebrugge 30.6 28.5 324 33.3 35.4 35.5 32.1 329 4.3 4.0
Ostend ...... 4.6 4.5 4.3 3.9 3.1 43 4.8 6.2 0.6 0.8
DUNKIirk .....ocvveeeivericnines 39.4 34.9 36.5 39.2 38.3 45.3 44.5 47.6 54 5.8
Le Havre ......cceeeenee 53.8 56.2 59.7 66.9 64.4 68.0 69.0 68.1 8.4 8.2
Total for the ten ports .... 685.5 683.0 725.4 747.6 738.9 804.4 806.4 827.1 100.0 100.0
Total world traffic ........... 4,687 4,859 5,092 5,062 5,161 5,434 5,435 5,491
Share of the ten ports in
world traffic (in p.c.) ....... 14.6 14.1 14.2 14.8 14.3 14.8 14.8 151

Sources: For traffic in the range: Vlaamse Havencommissie Annual Report 2002 and data from the port authorities — including statistics

from the Port of Rotterdam; for world traffic: Shipping Statistics Yearbook 2003.

1.3 Employment in the range in 2002

It is rather difficult to develop a standard way of calculating the level of employment in the ports in the range since
each port authority applies its own methods of estimation. The definition of maritime employment poses a
particular problem. The inclusion of personnel put at the disposal of businesses established in the port poses
another problem. On the basis of the figures supplied by the previous issues of this study (NBB data), the port of
Antwerp, in terms of its workforce, was above the average for the range with 56,400 direct jobs in 2002. The port
of Ghent had 27,500 direct jobs. Zeebrugge employed 11,200 people in the same year and the workforce at
Ostend was 2,750. The figures obtained after applying the new methodology are slightly different (see below).

For the ports of Rotterdam, Hamburg, Amsterdam and Bremen, the figures supplied by the various port
authorities with regard to their population are 61,000, 56,000, 38,000 and 25,000 units respectively. Although all
these figures relate to direct employment, they do not correspond to the values which might have been expected
on the basis of the traffic observed over the last few years (table 1). At Rotterdam, for example, the method of
estimating employment seems in effect quite restrictive: only the industries which exhibit an immediate economic
link with the port are taken into consideration. Over the period 1995 — 2002, Rotterdam itself represented on

" Goods shipped through inland navigation are not taken into account in these figures.
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average 41.1 p.c. of the traffic in the range, which is more than two and a half times that of Antwerp. Even if the
level of employment is not directly proportional to the tonnage passing through the ports, the nature of the tasks
and the productivity encountered in the ports further influences the activity of the workforce. For example, the port
of Rotterdam, which concentrates more on bulk liquids, needs proportionally fewer workers than the port of
Antwerp, which is traditionally oriented towards general cargo. The figures relating to employment should be
treated with great caution.

Moreover, by estimating the indirect effects we can go further towards assessing the economic importance of the
ports. These figures are given in detail for the Flemish seaports in the chapters which follow.
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2 NOTE ON METHODOLOGY?®

2.1 Selection and sampling

Numerous studies'® on the economic impact of port activities focus on the notion of « maritime cluster », which
groups together all the industries (companies and supplier chains) associated with the ports. For the sake of
consistency with previous port studies and the Bank’s other publications, and in order to cover port activity as a
whole, it was also decided to study other segments and present the results by « sector » of activity, as defined
previously (detailed in annexes 1 and 3).

Two « clusters » are thus considered within the framework of the study on Belgian port activity:

e The maritime cluster, which includes branches of the ports themselves, and whose existence is essential to
them (management and maintenance, shipping, transhipment, loading, locks, storage, dredging, fishing,
maritime services, etc.);

e Four segments that do not have an immediate economic link with port activity but which exhibit a high degree
of interdependence with it by virtue of their geographical proximity, and vice versa. This cluster, known as
« non-maritime » covers, in particular:
o the industry segment;
o the wholesale trade segment;
o the transport segment;
o the logistics services segment.

Two approaches have been selected, depending on whether the company under review forms part of the
maritime or non-maritime cluster.

For non-maritime companies, geographical location within the port area'’ is the determining factor.

With regard to companies in the maritime sector, these have an immediate operational link with port activity. This
does not necessarily imply that they are situated in the port area. Depending on the definition of their activity, a
geographical approach based on the narrow or wider sense has been adopted for the selection of the companies
of this cluster. Some maritime companies are, therefore, not situated in the port area. Nevertheless, their results
are taken into account in chapter 3, and allocated, by port, in chapter 4.

2.2 Calculation of direct effects

Direct effects are calculated mainly on the basis of the following variables, relating to the activities of the
companies in the sample:

= Value added (or VA) at current prices;

= Salaried employment;

= Investment at current prices.

For companies established in more than one location, i.e. companies which have several subsidiaries,
employment is calculated by subsidiary according to data from the National Accounts Institute (NAI) relating to
employment data at places of business established within the port area (reference: NSI code18). Since this is the
only information used for selecting these companies, it was decided to calculate their VA and their investment
using the same procedure.

Public company data are obtained from surveys by the various authorities concerned. This is the only category of
company for which information needs to be gathered in this manner, and most of the data are taken from the
annual accounts filed at the Central Balance Sheet Office and from the national accounts for the estimation of
indirect effects.

The complete version of this note is given in annex 1 (calculation method, main adaptations from previous methodology,
impact on the results, etc.).

Including Dutch publications of the Nederlands Economisch Instituut and the Nationale Havenraad (Netherlands), and
studies by the Faculty of Applied Economics at Antwerp University.

The four port areas in question are given in annex 2.

National Statistical Institute.
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The study goes on to describe some of the latest social changes for the years 2000 to 2002 in all the ports. The
social balance sheet constitutes a consistent set of data covering different aspects of employment in the
company. All private companies for which the data relating to the social balance sheet are available in sufficient
quantity for these three years are analysed (constant sample). This is particularly the case for those filing annual
accounts based on the full presentation.

Three financial ratios are stated for the period 2000 — 2002 for each port, with regard to clusters and « sectors »:
e Return on equity after taxes;
e Liquidity in broad sense;
e Solvency.

2.3 Estimation of indirect effects

The Supply and Use Tables available up to 1999'% can be used to estimate the indirect effects linked to port
activity, but with certain provisoes. The industries in ports actually generate indirect VA and indirect employment,
especially through purchases which the companies under review make from subcontractors.

On the basis of the Supply and Use Table we may determine the subcontracting branches and the dependency
rates for a given branch. By applying this dependency rate to the total employment of the supplier or suppliers
indirect employment is obtained. The same procedure is used to calculate the indirect VA, where the dependency
rate is applied to the total VA.

This method is applied to the industries covered by the study at two levels of calculation: level 1 - first rank
suppliers — and the infinite level — the chain of all the upstream suppliers.

2.4 Presentational structure of the results

Chapter 3 presents the results in terms of value added, employment and investment for all the ports. We should
remember that some maritime companies, which are not established in port areas, have nevertheless been
selected: they are covered under a separate heading. In chapter 4, the results relating to them are divided by port
in order to assess their actual overall economic impact. In each summary table, the values relating to these
companies are shown for information purposes.

Additional details:

e For companies in the maritime cluster which are selected but are outside the port areas, direct
employment, direct VA and direct investment is allocated to the different ports using the allocation
formula relating to the direct VA weighting which each holds in all the ports, at the level of each SUT
branch;

e The allocation of indirect effects for employment and VA by branch is carried out according to the same
pattern as the allocation of direct effects observed in each port;

e For VA and employment, once the distinction between direct effects and indirect effects has been
established, direct VA and direct employment are defined as the sum of what is achieved in the ports
and what is allocated (i.e. the maritime companies established outside of the port area, see above). The
concepts of total employment and total VA for their part express the sum of the direct and indirect
figures. On the other hand, total investment is defined as the sum of the investment by companies
established at the ports and investment attributed to ports by allocation: it therefore corresponds to direct
investment;

e The percentage of annual average change over a given period is calculated by geometric mean.

" The 2000 SUT (Supply and Use Tables) data were only published after the calculations for this study were carried out: the

figures for 1995, 1997 and 1999 respectively were used to calculate the indirect effects for the years 1995 - 96, 1997 - 98
and 1999 - 2002. Detailed results by sector are given for the years 1995 to 1999 (see annex 5).
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3 GENERAL SITUATION FOR ALL THE FLEMISH MARITIME PORTS

This chapter relates to the situation observed from 1995 to 2002 for all four ports. In the following chapter, the
details are given by port, for each variable studied, with an attempt to explain the changes observed.

3.1 Overall data on direct and indirect value added (VA)

As defined in the methodology, the value added at current prices is the value which the company adds to its
inputs by means of the production process. The sum of all the gross VA of private and public companies,
households, non-profit-making organisations, etc. is equivalent to the Gross Domestic Product (GDP).

TABLE 2 VALUE ADDED
(millions of euros)
1995 1996 1997 1998 1999 2000 2001 2002 Relative Change Annual
sharein  from 1995 average
2002 to 2002 change

(inp.c.) (inp.c.) (in p.c.)

Direct effects

Antwerp .. 5,475.7 5,548.3 5,956.1 6,106.0 6,091.3 6,927.0 6,705.3 6,936.4 63.2 26.7 34
Ghent............... 2,670.9 2,731.0 2,565.8 2,897.9 2,661.5 2,891.4 2,795.6 2,929.0 26.7 9.7 1.3
Ostend.............. 188.0 201.4 217.3 236.0 271.8 255.9 319.1 313.8 29 66.9 7.6
Zeebrugge ........ 514.4 534.9 516.7 583.1 630.9 686.7 694.6 663.2 6.0 28.9 3.7
Outside ports™.. 122.2 112.6 208.9 130.2 121.7 125.5 139.0 124.4 1.1 1.7 0.2
Total direct
effects .....ocueeeee 8,971.3 9,128.1 9,464.9 9,953.1 9,777.2 10,886.4 10,653.6 10,966.8 100.0 22.2 2.9
Indirect effects
1stlevel ........... 5,105.6 5,265.3 5,517.1 5,574.8 5,924.7 5,882.3 6,021.2 6,322.0 56.1 23.8 3.1
2nd level........... 2,094.8 2,178.2 2,318.4 2,386.6 2,611.3 2,598.8 2,669.4 2,803.5 24.9 33.8 43
3rd level............. 847.1 882.9 969.9 1,009.0 1,128.1 1,127.0 1,160.3 1,213.4 10.8 43.2 5.3
Next levels......... 583.5 609.4 701.9 7421 856.8 862.1 889.0 922.5 8.2 58.1 6.8
Total indirect
effects .....cccceee 8,630.9 8,935.8 9,507.2 9,712.4 10,520.9 10,470.3 10,740.0 11,261.4 100.0 30.5 3.9
Total value
added ............... 17,602.2 18,063.9 18,972.1 19,665.6 20,298.1 21,356.7 21,393.6 22,228.1 - 26.3 3.4
Source: NBB.

3.1.1 Changes in direct VA

Over the eight years in question, the port of Antwerp has achieved on average 62.3 p.c. of the VA for all four ports
(table 2). The greatest increase was recorded in 2000, with 11.3 p.c. growth compared to 1999. This growth
should be compared to the excellent performance of the Belgian economy in 2000, when GDP grew by 3.7 p.c.21.
From 1995 to 2002 it was at Ostend that the VA increased most significantly (+ 66.9 p.c., i.e. 7.6 p.c. as an annual
average). This figure reached 3.4, 1.3 and 3.7 p.c. respectively for Antwerp, Ghent and Zeebrugge. The years
1998 and 2000 were exceptional in terms of production (direct VA associated with the ports) for Ghent
(+ 12.9 p.c.) and Antwerp (+ 13.7 p.c.) respectively.

The contrast between the growth in VA at Antwerp and Ghent arose particularly from the more favourable
geographical position of Antwerp (see next chapter).

For all ports together, the average growth in direct VA reached 2.9 p.c. per annum, a rate higher than that of
inflation in 2002 (general domestic output price index of 1.3 p.c.22). The VA achieved in the ports was therefore
almost 11 billion euro.

20 As already indicated, a significant proportion of the VA also relates to the companies in the maritime cluster situated outside

the port area (detailed methodological explanations in annex 1). When each port is studied separately, care is taken to
allocate the VA of the companies in each port.

# Change observed from 1999 to 2000, at 1995 prices. Source: NBB Annual Report 2002.

2 gource: Belgostat Online http://www.belgostat.be.
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3.1.2 Changes in indirect VA

As pointed out above and explained in detail in point 5.2 of annex 1, we can distinguish several levels of
calculation of indirect effects. Level 1 only takes into account first rank suppliers or sub-contractors. But this is not
sufficient to measure all the indirect VA, which implies that we have to consider all the higher levels. If we add the
figures obtained for the infinite level to those for direct VA, we can estimate the total economic impact of the
sector in terms of production. Only a few are given in table 2, the volumes diminishing as the number of
middlemen increases.

From 1995 to 2002, the indirect VA increased on average by 3.9 p.c. per annum® (table 2). Taking all levels
together, the most significant increase is found in 1999 (+ 8.3 p.c.). This growth was followed by a slowdown the
following year and a weak recovery in 2001. The next year was a favourable one for suppliers of the companies in
question since the indirect VA increased, taking all levels together, by 4.9 p.c. and, at first level, by 5.0 p.c. It
amounted to 11.3, which is well above that of direct VA, and 6.3 billion euro respectively. This recovery is
analysed in greater detail below.

The indirect VA for all suppliers of the companies in question is practically equivalent to the total direct VA
achieved in the Flemish maritime port sector (exactly 99.97 p.c. over this period). The ratio of indirect VA to direct
VA reached a peak in 1999, as it increased by 10.3 p.c. to reach 107.6 p.c. With a return to values lower than the
100 p.c. threshold, the year 2000 seemed to mark a significant fall in that trend, although in the two following
years the ratio increased by 4.8 p.c. and 1.9 p.c. respectively, taking all levels together, and by 4.6 and 2.0 p.c. for
the first level. In 2002 the ratio amounted to 102.7 p.c.

3.2 Overall data on direct and indirect salaried employment

Direct employment is measured in FTE®, on the basis of the annual accounts filed by companies. If certain
corrections® are made, indirect employment calculated using the supply and use table®® may be expressed in the
same units. The importance of port workers in employment in the ports studied should be noted. In 2002, the
annual report published by the Vlaamse Havencommissie indicated that their work had increased at Antwerp and
Ostend and diminished at Ghent and Zeebrugge. These port workers are, of course, included in the employment
figures which are given in detail below, particularly with regard to the cargo handling sector (maritime cluster). The
maijority of the contingent is based at Antwerp (C.E.P.A.27). The general contingent may be distinguished from the
logistics contingent. The first includes mainly dockers and goods handlers and the second includes more
specialised personnel such as warehousemen.

% The changes observed because of the application of the VA allocation formula for each port (see annex 1) are as follows:

+3.2,+5.3,-3.8 and + 6,3 p.c. respectively for Antwerp, Ghent, Ostend and Zeebrugge (see details in chapter 4).
Full-time equivalents.

See point 5.2.2 in annex 1.

NAI data. Details of the algorithm used to estimate the indirect effects are included in point 5.2 of annex 1.

Centrale der Werkgevers aan de Haven van Antwerpen. The regularly used acronym C.E.P.A. stands for Centrale des

24
25
26

27

Employeurs au Port d'Anvers. In English: Group of Employers at the Port of Antwerp.
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TABLE 3 EMPLOYMENT

(FTE)
1995 1996 1997 1998 1999 2000 2001 2002 Relative Change Annual
share in from 1995 average
2002 to 2002 change
(inp.c.) (inp.c.) (inp.c.)
Direct effects
Antwerp ............ 59,618 59,596 59,703 58,695 57,776 59,300 61,074 59,472 57.8 -0.2 0.0
Ghent................ 27,905 26,885 27,300 27,493 27,909 28,370 29,348 28,309 275 1.4 0.2
Ostend.............. 4,909 4,847 4,688 4,290 4,296 3,745 3,981 3,960 3.8 -19.3 -3.0
Zeebrugge......... 9,394 9,051 9,117 9,122 9,493 9,801 9,846 9,465 9.2 0.8 0.1
Outside ports..... 2,778 2,032 1,871 1,942 1,883 1,835 1,950 1,736 1.7 -375 -6.5
Total direct
effects .....ocueeee 104,604 102,410 102,680 101,541 101,358 103,051 106,199 102,942  100.0 -1.6 -0.2
Indirect effects
1stlevel ........... 62,694 63,621 63,367 64,415 65,544 64,859 66,980 62,720 56.9 0.0 0.0
2nd level........... 25,661 26,075 26,111 26,720 27,818 28,010 29,022 27,035 24.5 5.4 0.8
3rd level............. 10,348 10,521 10,845 11,150 11,821 12,003 12,455 11,614 10.5 12.2 1.7
Next levels........ 7,228 7,348 7,917 8,183 8,967 9,158 9,502 8,873 8.0 22.8 3.0
Total indirect
effects ............... 105,931 107,566 108,240 110,468 114,150 114,031 117,959 110,242 100.0 4.1 0.6
Total
employment .... 210,535 209,976 210,920 212,009 215,508 217,081 224,158 213,184 - 1.3 0.2
Source: NBB.

3.2.1 Changes in direct employment

The level of employment seems relatively stable in the ports, down by an average of just 0.2 p.c. per annum
(table 3). This slight contraction is due mainly to Ostend, where employment has deteriorated on average by
3.0 p.c. per annum. At the port of Antwerp, however, there is considerable stability. With regard to Ghent and
Zeebrugge, the workforce there has increased on average by 0.2 and 0.1 p.c. respectively per annum. The
largest rise in overall direct employment, recorded in 2001, was 3.1 p.c., the employment level amounting to
106,199 FTE. The year 2002 saw this gain disappear as it fell again to 102,942 FTE for the four ports. Over the
period under review, the port of Antwerp accounted on average for 57.6 p.c. of the total workforce in the sector. In
2002 it was in fact employing 59,472 FTE.

3.2.2 Changes in indirect employment

There is a certain degree of stability observable here as well, since indirect employment has increased by just
0.6 p.c. on average per annum?®. However, a significant increase in indirect employment, taking all levels
together, was recorded in 1999 (+ 3.3 p.c.). First level indirect employment (first rank suppliers) recorded its
strongest growth in 2001 with 3.3 p.c. The same year, total indirect employment increased by 3.4 p.c. The largest
fall over the period in question was in 2002, with a decrease in indirect employment of 6.5 p.c. taking all ports
together (- 6.4 p.c. at first level). After peaking at 117,959 FTE in 2001, indirect employment taking all levels
together fell back to 110,242 FTE in 2002.

Subcontracting was a very marked trend at the end of the nineties and these estimates show the extent of the
phenomenon and its evolution. For the years under review, estimated total indirect employment for all the Flemish
maritime ports, taking all levels together, produced an average figure of 107.7 p.c. of direct employment. This
ratio grew to 112.6 p.c. in 1999 and stabilised at 110.7 p.c. in 2000 and 111.1 p.c. in 2001. It then fell again to
107.1 p.c. in 2002, i.e. less than the average level for the period. Subcontracting in the ports covered by the study
therefore seemed to show a slight decline in the most recent years. Chapter 4 examines the extent of this
phenomenon port by port.

% Calculated using the employment allocation formula (see annex 1). This figure corresponds to an average annual change of

+0.2, +2.2,-7.4 and + 2.4 p.c. respectively in indirect employment in the ports of Antwerp, Ghent, Ostend and Zeebrugge
(see chapter 4).
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3.3 Comparison of change in value added and employment

GRAPH 1 CHANGES IN VA AND EMPLOYMENT
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Graph 1 shows that direct and indirect VA changes in almost the same way. Anyway the correlation is quite high.
However the same cannot be said about employment. Although over the period in question direct employment is
relatively stable, with a peak in 2001, the same is not the case for indirect employment. The latter, after strong
growth up to 2001, shows a marked drop the following year. The decline in employment by the Antwerp shipping
companies, in the car manufacturing at Antwerp and Ghent and in the fishing sector at Ostend explains the
decrease in indirect employment in 2002, since these three sectors are heavily dependent on external manpower,
the ratio of indirect to direct employment sometimes exceeding the 200 p.c. mark. The fall in indirect employment
is also explained by the deterioration in the economic climate in 2002. As noted in point 3.5, stagnation in
temporary working is observed as well.

The graph also highlights the changes between indirect and direct VA in 1999 and 2000. Although these two
variables change according to the same pattern, we can in fact see a significant positive difference between
indirect VA and direct VA in 1999, which becomes negative in 2000. The origin of the first event can be found in
the fact that in 1999, services provided by shipping companies improved at Antwerp, Ghent and Zeebrugge; this
year was also favourable to the other Antwerp logistics services (mainly coordination centres) and the Ghent and
Ostend food industry. Although other sectors, which were not very dependent on subcontracting, saw their
production fall in the same year, those just quoted, which are heavily dependent on external services, saw an
increase in their own production. This explains why the curve for indirect VA moves above that for direct VA. At
the same time, the reversal of the trend observed in 2000 is explained by a fall in activity in the car manufacturing
sector at Antwerp and Ghent and with regard to shipping companies at Ghent and Zeebrugge.
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3.4 Overall data on direct investment

The study relates to tangible fixed assets at current prices as fixed assets realised in the course of the financial
year. Some corrections are made in the event of takeovers, as stated in the methodology (annex 1).

TABLE 4 INVESTMENT
(millions of euros)

1995 1996 1997 1998 1999 2000 2001 2002 Relative Change Annual

share in from 1995 average

2002 to 2002 change

(inp.c.) (in p.c.) (inp.c.)
ANtwerp .......cc..... 1,098.2 1,231.8 1,224.6 1,211.8 1,012.0 1,3214 1,559.5 1,481.3 59.2 34.9 44
Ghent......cocoveenee 331.4 447.4 385.3 430.5 659.0 600.3 629.8 802.4 32.0 1421 13.5
Ostend........ccco...... 154.2 50.8 90.1 101.5 117.7 97.5 64.8 58.5 2.3 -62.0 -12.9
Zeebrugge .... 109.9 97.4 130.1 187.6 191.0 166.4 122.7 110.0 44 0.1 0.0
Outside ports......... 55.5 65.4 715 80.1 70.5 77.9 63.2 51.6 21 -7.0 -1.0
Total investment. 1,749.2 1,892.8 1,901.5 2,011.5 2,050.3 2,263.5 2,440.0 2,503.8  100.0 43.1 5.3

Source: NBB.

For Antwerp, the year 2001 constitutes a peak for the period concerned, with investments exceeding 1.5 billion
euro (table 4). The upward trend, which began in 2000, seemed to be confirmed after a more modest year in
1999. From 1995 to 2002, the port of Ghent saw investments more than double (+ 142.1 p.c., i.e. + 13.5 p.c. as
an annual average). At Antwerp, the amount of investment has increased by 4.4 p.c. per annum over the same
period. On the other hand, there was stagnation at Zeebrugge (after several increases in 1997 and 1998, in 2002
it returned to the 1995 level) and a drop of 12.9 p.c. per annum at Ostend. In 2002, investments at current prices
reached 2.5 billion euro for all ports, i.e. a rise of 2.6 p.c. in comparison to the previous year: this level was above
the investment price index for 2002 (- 0.4 p.c.zg) This trend came from the port of Ghent, which recorded a rise of
27.4 p.c. However, investments dropped in the other three ports: - 5.0 p.c. for Antwerp, - 9.6 p.c. for Ostend
and - 10.4 p.c. for Zeebrugge. These developments are examined in detail in the next chapter.

3.5 Overall data on the social balance sheet®

Since its introduction in 1996, the social balance sheet has offered a consistent data set covering changes in
various aspects of company employment ranging from staff appointments and staff composition to employees’
contractual status and qualifications, personnel costs, training policy and reasons for contract termination. As not
all companies included in this study file their annual accounts based on the full presentation, the findings below
are not exhaustive. Indeed, the constant sample defined for the period from 2000 to 2002 groups together 1,555
companies, which is slightly less than half of the total population considered in this study (3,147 companies in
2002). Comments focus on the changes that took place during the last three years. The 2002 figures are given in
greater detail, by sector, in annex 7.

% source: Belgostat online (http://www.belgostat.be)

The national data given in point 3.5 are taken from the Social Balance Sheet 2002 (NBB, Economic Review 2003/4). The
results given here relate to a constant sample and are aggregated for all of the ports.

30
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3.5.1 Contract type and human resources

In 2002, the port staff as a whole comprised 60.5 p.c. blue-collar workers and 39.5 p.c. white-collar staff, as
opposed to 61.8 p.c. and 38.2 p.c. in the previous year.

GRAPH 2 HOURS WORKED AND COSTS ASSOCIATED WITH INTERNAL HUMAN
RESOURCES*
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Source: NBB.

For the companies under review as a whole, an increase was seen from 103,051 FTE in 2000 to 106,199 FTE in
2001, falling back to 102,942 FTE in 2002 (table 3). This change can also be seen at the level of full-time hours
worked (constant sample), which increased from 131.6 million in 2000 to 132.8 million in 2001, before falling back
to 130.2 million in 2002 (graph 2). Part-time employment developed in a different way, increasing consistently
from 2000 to 2002. In 2002, it totalled 6.5 million hours, an increase of 17.4 p.c. against the previous year —
exceeding the national average -, while full-time work fell, in these same terms, by 2.0 p.c. But full-time
employment still accounts for 93.4 p.c. of total port employment (in FTE), above the national average (88.7 p.c.)

Staff costs increased for both full-time and part-time employment. In 2002, despite the fact that the number of full-
time hours worked fell, these costs continued to rise due, particularly, to expenditure related to early retirement
(see table 5). Staff costs increased from 4.6 billion euro in 2000 to 4.9 billion in 2002 (+ 8.3 p.c., an increase
above the 2.2 p.c. rate of inflation for domestic producer prices recorded between 2000 and 200232). Turning to
staff costs associated with part-time work, these rose from 157.6 to 316.4 million euro in two years. This
represents an increase of 100.7 p.c. for this periodaa.

¥ Term covering employees recorded in the personnel register of the companies under review.

Source: Belgostat online.
This increase, which appears disproportionate compared to the increase in part-time hours worked, stems from the cargo
handling sector (see annex 7). This sudden rise is explained in the accounts of C.E.P.A.

32

33
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GRAPH 3 HOURS WORKED AND COSTS ASSOCIATED WITH EXTERNAL HUMAN
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Note: The analysis of graph 3 relates only to companies filing their accounts based on the full presentation.

The number of hours worked by temporary staff barely changed, increasing from 4.8 to 4.9 million hours between
2000 and 2002 (graph 3). The costs associated with these services increased at current prices from 107.9 to
118.3 million euro in two years (+ 9.7 p.c., an increase above the 2.2 p.c. rate of inflation for domestic producer
prices recorded between 2000 and 2002). The number of hours worked by staff placed at the disposal of the
companies rose from 10.3 million hours in 2000 to 11.2 million hours in 2002. The costs associated with these
services continued to rise in 2002, reaching 379.9 million euro, an increase of 9.8 p.c. compared to 2000.

3.5.2 Entries and departures of personnel

For the ports as a whole, net employment fell in 2002, due more to the decline in the number of jobs created
(graph 4), than to job cuts. Indeed, fewer jobs were cut in 2002, but this movement was not enough to counter the
net reduction in the workforce (see graph 7). This was particularly the case in the chemicals, metal-working and
car manufacturing industries, as well as in fishing. Whilst 20,549 FTE were still being created in 2000, this figure
fell to 18,470 FTE and 15,143 FTE respectively over the next two years, the fall in 2002 amounting to 18.0 p.c. As
far as contracts for an indefinite period are concerned, a slight decrease was noted initially, from 10,603 FTE in
2000 to 10,519 FTE in 2001. 2002 saw a fall of 20.9 p.c. with regard to these contracts as only 8,326 FTE were
created.

Based on these last results, it can be deduced that the creation of fixed-term posts is also in decline (- 14.3 p.c. in
2002), in contrast to the creation of part-time employment.

% Category encompassing temporary staff and staff placed at the disposal of the companies under review.
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GRAPH 4 TOTAL NUMBER OF STAFF EMPLOYED IN THE PORTS
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Note: The analysis of graphs 5 and 6 relates only to companies filing their accounts based on the full
presentation.

In 2001 and 2002, men accounted for 84.9 p.c. of port staff. Although a significant decline in the number of jobs
being offered to the least qualified men was recorded during this latter year, this was less so in the case of
graduates. In fact, jobs created for holders of primary school certificates, secondary school diplomas or a non-
university higher education diploma fell by 47.9, 7.2 and 16.4 p.c. respectively, whereas the creation of jobs for
graduates climbed by 11.0 p.c. — a particularly marked trend in the oil industry. These figures must be seen in the
context of a 18.0 p.c. fall in FTE jobs created (graph 4). In 2002, job creation totalled 1,315 FTE among the least
qualified men, 5,712 for holders of secondary school diplomas, 1,307 for holders of non-university higher
education diplomas and 743 for graduates (graph 5).

In 2001 and 2002, women accounted for 15.1 p.c. of port staff. Although, as with the men, a significant decline
was recorded in 2002 in terms of jobs available to women entering from primary (- 12.2 p.c.), secondary
(- 13.8 p.c.) or non-university higher (- 18.3 p.c.) education, it also applied to those with a university degree
(- 20.8 p.c.). These figures must be seen in the context of an 18.0 p.c. fall in FTE jobs created (graph 4). In 2002,
job creation among women was 334 FTE for the least qualified, 1,670 for holders of secondary school diplomas,
707 for non-university higher education (a higher percentage than that of men — graph 6) and 217 for university
graduates. Unlike 2000 and 2001, 2002 was therefore not characterised by a significant rise in jobs created for
highly qualified women.
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GRAPH 5 QUALIFICATION LEVEL GRAPH 6 QUALIFICATION LEVEL

The changes in gross departures of staff (graph 7) must be seen in relation to the gross entries into employment
of staff (graph 4), in order to obtain the balance of net job creation or job losses. Despite the constant fall in the
number of job cuts -from 18,961 FTE in 2000 to 18,014 in 2001 and 17,337 in 2002 -, net job creation also
shrank. Despite totalling 1,588 and 456 FTE in 2000 and 2001 respectively, this balance turned negative the
following year with net job losses of 2,193 FTE. These figures do not fully show the real situation. A substantial
part of the information is in fact not included in the social balance sheet analysis as a result of certain companies
becoming defunct (bankruptcy, liquidation, takeover, etc.). It is indeed a constant sample which does not fully
reflect economic reality. On the other hand, if the whole sample of this study on direct effects is taken into
account, net job losses for 2002 actually amounted to 3,257 FTE, a 3.0 p.c. net loss of jobs in relation to 2001.
This figure is worse than the deteriorating employment figure recorded in the national accounts for the economy
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as a whole (0.8 p.c. in 2002). Despite a slight increase in production and port activity, the port employment

situation could thus hardly be considered favourable in 2002.

The reasons given for contract terminations can be broken down as follows (this point only relates to companies

having filed accounts based on the full presentation):

TABLE 5 REASONS GIVEN FOR TERMINATING CONTRACTS
(percentages)
2000 2001 2002

Retirement 4.9 3.7 4.0
Early retirement..........c.ccoceeinnee. 4.9 6.5 9.9
Dismissal.......cccovvieenieiiiiiiicnne 13.9 17.4 17.7
Other reasons (in particular

ending of temporary contracts).... 76.3 724 68.4

Source: NBB.

Since 2000, the proportion of dismissals within this total has increased significantly, by 24.8 p.c. in two years
(table 5). With 17.7 p.c. of contracts ended for reasons of dismissal in 2002, this remains just below the average
noted for all Belgian companies filing accounts based on the full presentation (17.9 p.c.). This is followed by early
retirements: their number more than doubled over the same period, partly explaining the continuing increase in

staff costs during 2002, despite a fall in staff numbers.

3.5.3 Training
GRAPH 8 HOURS OF TRAINING AND ASSOCIATED COSTS
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Source: NBB.

The number of men following a training course has been declining since 2000. Whereas 41,747 men were
involved in some form of training in 2000, this number had fallen to 40,160 and 38,042 in 2001 and 2002
respectively. The respective change in the number of training hours for the years 2000 - 2002 is as follows: 2.3,
1.7 and 1.6 million hours. In relation to the previous year, account being taken of the change in male employment,
this last decrease represented a fall of 1.7 p.c., with the proportion of men following a training course in 2002
falling to 50.8 p.c., whereas the costs associated with this policy continued to rise (+ 5.1 p.c.).

18
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More women participated in training sessions during 2002 (+ 1.1 p.c.), the number involved being 6,573, or
48.9 p.c. of the total number of female employees. In 2000 and 2001, the number of female employees involved
was 6,019 and 6,479 respectively. The gap is thus gradually being closed with the men, even though a certain fall
in number of hours devoted to their training could be noted: 0.3 million hours in 2000 and 0.2 million hours in 2001
and 2002. Training sessions were thus more frequent but shorter. A slight drop in associated costs incurred by
companies in 2002 was also noted (- 4.8 p.c., graph 8).

The proportion of hours devoted to training in relation to the total number of hours worked - for both men and
women - fell from 1.42 p.c. in 2001 to 1.32 p.c. in 2002, a level which remained above the national average
(0.90 p.c. recorded in 2002). In spite of the difficulties encountered in terms of employment, companies that rely
on the ports are maintaining their staff training efforts, particularly with regard to women, whilst endeavouring to
limit costs. This is particularly the case in the following sectors: other services, the electronics and oil industries
where more workers are spending time training.

In cargo handling, too, there would seem to be an effort to broaden, update and improve workers’ qualifications.
This translates into a dynamic human resources policy and lifelong training efforts. This will cannot yet be seen,
however, in the 2002 figures.

3.6 Overall data on the financial situation

The financial ratios are aggregated by port and compared to levels recorded for the economy as a whole (non-
financial companies). The detailed results by port are presented in chapter 4.

The trend over the last three years under review is as follows:

TABLE 6 SUMMARY OF FINANCIAL RATIOS BY PORT

Ports Retum on equity after tax Liquidity in broad sense Solvency

(in p.c.) (in p.c.)
2000 2001 2002 2000 2001 2002 2000 2001 2002
Antwerp... 5.3 3.8 74 1.2 1.4 0.9 48.3 50.9 47.4
Ghent.....ccccoeeuee. 8.9 3.3 -76 1.1 1.0 0.9 47.0 46.2 41.8
Ostend ................ 4.4 7.2 7.0 1.1 1.2 1.2 32.1 33.7 36.1
Zeebrugge........... 5.5 5.9 2.8 1.2 1.2 1.3 37.6 434 45.2
Total Ports ......... 6.2 3.8 45 1.2 1.2 0.9 47.1 48.9 46.0

Non-financial

companies ......... 9.4 5.0 2.7 1.1 1.2 1.2 42.9 45.9 45.7

Source: NBB.

The same method is used to calculate the ratios for the ports and for non-financial companies as a whole, i.e.
aggregation. This method differs somewhat from that used by the end of 2003 in the Economic Review™.

. Although the profitability of Belgian non-financial companies almost halved in 2002, that of all the ports
under review increased slightly, with the exception of Zeebrugge and Ghent. The strongest growth was
noted at Antwerp port, where the average ratio in 2002 was more than 2.5 times that of non-financial
companies as a whole, due particularly to good performance on the part of the chemicals and energy
industries (see chapter 4). From 2000 to 2002, profitability fell rapidly at Ghent port and turned negative, due
to bad results in the metal-working industry. At Zeebrugge, it was the metal-working and electronics
industries that primarily pushed down profitability;

. In 2002, the liquidity ratio was less than 80 p.c. that of non-financial companies. The Antwerp oil industry’s
cash position explains this development and, to a lesser extent, that of logistics services at Ghent. For the
ports of Ostend and Zeebrugge, liquidity was above that of the economy as a whole, due to a reduction in
the short-term debts of services in the former and in the electronics industry in the latter;

% In the chapter on non-financial companies’ results in 2002 (NBB, Economic Review 2003/4), the median ratio method is

used.

NBB WORKING PAPER No. 56 - JUNE 2004 19



20

A slight decline in solvency was noted in 2002 at the ports of Antwerp (chemicals and car manufacturing
industries) and Ghent (metal-working and electronics industries). Ghent port’s solvency is less than the
average for non-financial companies as a whole. At Ostend and Zeebrugge, the opposite situation can be
noted in the metal-working and cargo handling sectors respectively.
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4 SPECIFIC SITUATION OF EACH PORT

4.1 Port of Antwerp

4.1.1 Significant facts in 2002%

e Context

The signs of economic recovery at the beginning of 2002 did not last. World growth in output however amounted
to 2.8 p.c. in spite of poor performances in Europe (0.7 p.c. for the EU, the same as Belgium at 2000 pricesy).
During this period, the prospects for recovery in 2003, which have since proved unfounded, helped to support
trade and, consequently, the freight level.

According to the Antwerp port authority Annual Report 2002, this year was relatively favourable to the port's
activity. The total volume of freight (131.6 million tonnes transhipped in total) placed it in the Top 10 of the world’s
maijor ports, in fourth place for international maritime goods traffic®® and tenth place for container traffic. Container
freight remained the main element in the growth of the port of Antwerp and domestic freight also grew.

However with regard to the competitive position of the port of Antwerp in the Hamburg — Le Havre range, a
cyclical decline was recorded in liquid bulk traffic and a structural decline in dry bulk traffic, even though the port
remains the European leader for non-containerised general cargo39 with a 25 p.c. market share for the range.
Antwerp, just like Hamburg, is gaining ground in container traffic, at the expense of the leader in this field,
Rotterdam. But the ports of Antwerp and Rotterdam are becoming increasingly complementary with regard to
infrastructures. The conditions for achieving synergies are also being examined. To this end, a memorandum has
been signed by Belgium and the Netherlands.

e Industry

In January 2002, Opel expanded with a spare parts unit. The following month, Noord Natie Terminals planned the
setting up of a new tank storage terminal for hazardous chemicals to be run by A4S (Antwerp for Storage). On 28
February, the merger between Hessenatie and Noordnatie was completed. At the end of April, the first semi-
mobile container scanner was introduced. In the chemicals sector, the BASF group decided to build a factory at
Antwerp to manufacture ABS material and in June the same company opened a new factory on its site for the
production of SAP, superabsorbent polymer. The construction of combined systems for the production of
electricity, industrial gas and steam distribution was confirmed in 2002. Air Liquide, RWE and Electrabel are
taking major initiatives to extend their presence and networks in the port area.

¢ Infrastructure

A memorandum of understanding was signed on 4 March 2002 with a view to reaching a decision at the end of
2004 on the strategic report on the environmental effects and cost-benefit analysis for the project to deepen the
Scheldt. In order to deal with the continued growth in container traffic, it was decided to build Containerdok West,
also called Deurganckdok, to the South of Doel on the left bank. In addition, a number of projects were continuing:
« Iron Rhine route »*°, the development of a second railway line for the port and the opening up of the left bank.

% Sources: Antwerp Port Authority Annual Report 2002 and Viaamse Havencommissie Annual Report 2002. See also website

www.portofantwerp.be.

Source: Belgostat online.

This ranking does not take account of the traffic between two ports of the same country.

See terminology in the glossary in annex 9.

This Belgian-Dutch project, which made little progress in 2002, consists of continuing the development of the railway line
linking the port of Antwerp to the German region of the Ruhr and to eastern Europe. Reducing the railway section with
50 kilometres compared to the existing line constitutes the main benefit of this project, together with the fact that the land
through which it runs is much flatter than that of its present route.

37
38
39

40
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4.1.2 Value added

TABLE 7 SUMMARY OF CHANGES IN VALUE ADDED AT ANTWERP FROM 1995 TO 2002
(millions of euros)
Sectors 1995 1996 1997 1998 1999 2000 2001 2002 Relative Change Annual
(direct effects) share in from 1995 average
2002 to 2002 change

(inp.c.) (in p.c.) (inp.c.)

Maritime cluster
Shipping agents and

forwarders...........o....... 431.7 449.8 511.1 485.1 490.0 513.1 489.6 449.8 6.4 4.2 0.6
Cargo handlers ............ 814.4 717.1 805.7 789.1 849.8 794.5 868.1 903.8 12.9 11.0 15
Shipping companies ....  241.5 204.1 169.2 120.9 121.3 2258 140.7 62.6 0.9 -7441 -17.5
Other services.............. 6.4 6.3 5.3 6.2 75 9.8 8.4 8.3 0.1 28.6 3.7
Fishing......cooveveurirecunnns 0.9 0.0 0.0 0.0 0.5 0.3 0.3 0.2 0.0 -77.6 -19.3
Shipbuilding and

[T 11 RN 23.6 323 28.8 34.3 28.7 30.1 28.9 26.4 0.4 11.5 1.6
Other industries............ 56.0 60.9 51.1 421 53.6 75.5 91.7 108.0 1.5 92.8 9.8
Public sector ................ 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0
Total maritime ............ 1,574.5 1,470.5 1,571.2 1,477.8 1,551.3 1,649.2 1,627.6 1,559.0 222 -1.0 -0.1
Non-maritime

cluster

Total wholesale trade... ~ 405.5 401.8 469.9 460.5 583.2 706.1 599.4 772.8 11.0 90.6 9.6
ENergy.....coeeenniernnns 157.9 156.3 182.7 145.9 140.2 163.9 199.4 183.9 26 16.4 2.2
Oil industry .......ccccvuneeee 604.0 685.0 820.4 780.1 736.8 1096.3 870.0 929.4 13.3 53.9 6.4
Chemicals ........ccccco.e. 1,709.0 1,745.5 1,930.7 1,975.2 1,849.4 2,113.0 2,123.3 2,143.9 30.6 25.4 33
Car manufacturing ....... 550.1 584.4 530.6 704.0 559.1 492.1 469.1 488.4 7.0 -11.2 -1.7
Electronics ...........cce... 6.3 6.9 8.0 10.3 10.1 13.7 11.9 8.3 0.1 31.4 4.0
Metal-working

INAUSHTY....coevce 67.8 68.6 76.9 71.6 79.1 84.4 93.1 99.9 14 474 57
Food industry ............... 233 22.0 27.2 20.6 19.7 35.9 36.7 40.4 0.6 73.7 8.2
Other industries............ 60.9 65.9 80.9 88.1 93.8 117.9 132.3 142.0 2.0 133.3 12.9
Total industry ............... 3,179.3 3,334.6 3,657.3 3,795.8 3,488.3 4,117.2 3,935.6 4,036.2 57.6 27.0 35
Other services.............. 138.4 146.4 152.9 193.2 253.7 239.8 291.4 288.4 4.1 108.4 11.1
Other industries............ 29.6 25.8 26.8 30.1 41.9 428 55.1 54.1 0.8 83.0 9.0
Public sector ................ 89.9 90.4 81.4 79.0 91.2 90.6 94.7 93.4 1.3 3.9 0.5
Total logistics

SEIVICES ..o 257.9 262.6 261.1 302.3 386.8 373.3 441.2 435.9 6.2 69.0 7.8
Road transport 70.8 72.8 75.3 78.0 81.6 83.0 825 93.1 1.3 31.4 4.0
Other services 71.5 85.8 86.5 84.6 80.9 86.2 103.5 115.9 1.7 62.0 71
Total transport.... 142.4 158.6 161.8 162.6 162.5 169.2 186.0 209.0 3.0 46.8 5.6
Total non-maritime .... 3,985.1 4,157.7 4,550.1 4,721.1 4,620.9 5,365.8 5,162.2 5,453.9 77.8 36.9 4.6
Direct effects .............. 5,559.6 5,628.2 6,121.3 6,198.9 6,172.2 7,015.0 6,789.9 7,012.9 100.0 26.1 3.4
Allocation (p.m.)*" ........ 83.9 80.0 165.2 92.9 80.9 88.0 84.5 76.5 - -8.8 -1.3

Source: NBB.

“"" The results of the maritime companies located outside the port area are recorded under the title « Allocation (p.m.) ». These

results have already been taken into account in the direct effects’ figures and are mentioned here for the record. For the
methodology, see chapter 2 and annex 1.
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TABLE 7

SUMMARY OF CHANGES IN VALUE ADDED AT ANTWERP FROM 1995 TO 2002

(continued) (millions of euros)
Sectors: 1995 1996 1997 1998 1999 2000 2001 2002 Relative Change Annual
indirect effects* sharein  from 1995  average
2002 to 2002 change
(in p.c.) (in p.c.) (inp.c.)
Total maritime ..... 2,267.6 2,192.8 2,511.6 2,086.7 2,228.7 2,152.0 2,126.9 2,031.8 29.1 -10.4 -1.6
Total non-
maritime ............... 3,320.9 3,541.1 3,812.6 4,126.8 4,352.9 4,461.7 4,543.4 4,950.8 70.9 49.1 5.9
Indirect effects ....  5,588.4 5,733.9 6,324.2 6,213.6 6,581.5 6,613.7 6,670.3 6,982.6 100.0 24.9 3.2
Total value
added.........cccoeune 11,148.0 11,362.1 12,445.5 12,412.5 12,753.7 13,628.7 13,460.1 13,995.5 - 25.5 3.3
Source: BNB.

General changes

From 1995 to 2002, the direct VA for the port of Antwerp (including allocation) grew by 26.1 p.c., with an annual
average of 3.4 p.c. (table 7). This figure reaches 25.5 p.c. and 3.3 p.c. as an annual average if indirect VA is
included. The rise in total VA is therefore due both to the companies in the sample and to subcontracting
operations, in very similar proportions. The largest increase in total VA (direct, including allocation, and indirect)
was recorded in 1997 with growth of 9.5 p.c. The strongest growth in direct VA (+ 13.7 p.c.) was seen in 2000.
The sharpest drop was recorded in 2001 with a fall of 3.2 p.c. in direct VA, i.e. 1.2 p.c. in total. A feature of the
year 2002 was the return to growth in the port of Antwerp where the total VA rose by 4.0 p.c. while direct VA was
up by 3.3 p.c. In the same year, direct VA in the port of Antwerp amounted to 7.0 billion euro and 14.0 billion euro
if indirect effects are added.

From the point of view of production, the ratio of indirect VA to direct VA reached a peak in 1999 at 106.6 p.c.,
due to the growth seen particularly in production by shipping companies, a sector strongly dependent on external
labour. This ratio fell back again in 2000 (drop in production in the car manufacturing) and amounted to 99.6 p.c.
in 2002.

Changes by cluster in direct effects

The maritime cluster occupies an important position in the direct VA at the port of Antwerp (24.7 p.c. on average
over the period 1995 - 2002). Over this period, the sharpest drop was recorded in 1996 with a fall of 6.6 p.c. The
non-maritime industry segment represents the largest percentage of production at the port of Antwerp (58.5 p.c.);
its most significant rise was recorded in 2000 (+ 18.0 p.c.). The VA for this segment improved on average by
3.5 p.c. per annum from 1995 to 2002. The non-maritime wholesale trade segment improved by 9.6 p.c. per
annum for direct VA and recorded its largest increase in 1999 (+ 26.7 p.c.) and in 2002 (+ 28.9 p.c.). The VA for
the non-maritime logistics services and transport segments rose on average by 7.8 p.c. and 5.6 p.c. per annum
respectively. In 2002, the wholesale trade and transport segments recorded their greatest improvements with
rises in VA of 28.9 p.c. and 12.4 p.c. respectively. The reasons for this are touched on below.

Changes by sector in direct effects

Chemicals (30.9 p.c. on average of the VA in the port) and, to a lesser extent, the car manufacturing, other
services, cargo handling, oil industry and shipping agents and forwarders constitute the main part of the VA
produced at the port of Antwerp (table 7). The most significant rise was recorded in 1997 (+ 8.8 p.c.), a year in
which chemicals production saw its second strongest growth (+ 10.6 p.c.).

The year 2002 was favourable for most of the sectors.

At the port of Antwerp, the major changes recorded in 2002 for the direct VA in the main sectors were as follows:

e Chemicals gained 1.0 p.c. to reach 2.1 billion euro. In 2002, this rise was explained in part by the increase of
11 p.c. in production at Degussa, which brought the new Oxeno unit into service for dibutene production. In
addition, BASF opened a new factory on its site for the production of the super absorbent polymer, SAP, and
decided to build a factory to manufacture ABS materials: this was in spite of a slight fall in production
(- 0.3 p.c. the same year); Air Liquide, whose production level remained exactly the same as in 2001,
announced the construction of a new wet goods factory on BASF land;

42 The breakdown of the indirect effects by sector for the period 1995 - 1999 can be found in annex 5 (table 49).
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The car manufacturing rose by 4.1 p.c. to reach 488 million euro. Opel Belgium, whose production grew in
the same year by 9 p.c., expanded to include a spare parts unit;

The other services (including wholesale trade) increased by 18.2 p.c., to reach almost the 1.2 billion euro
mark;

Cargo handling recorded a rise of 4.1 p.c., producing a total of almost 904 million euro. At the end of
February, Hessenatie, whose VA was estimated at 146 million euro, merged with Noordnatie Group to create
the largest group in this sector; in addition, a new tank terminal for storage of hazardous chemicals was taken
on by A4S, on the initiative of Noordnatie Terminals; Havenbedrijf Antwerpen ordered an automatic dredging
crane; LBC, whose production grew by 1.6 p.c. in 2002, decided on the construction of a new storage
terminal;

The oil industry gained 6.8 p.c. to reach 929 million euro: production improved by 47.0 p.c. for Exxon Mobil
Petroleum & Chemical, whose VA reached 431 million euro following the takeover of the Diegem branch, and
by 38.0 p.c. for Petroplus Refining Antwerp, whose VA amounted to some 17 million euro;

The shipping agents and forwarders showed a fall of 8.1 p.c., declining to 450 million euro. Large companies
such as Transaf, whose VA was worth 2.5 million euro, were taken over; howev