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The paper includes summary of interviews of transport policy makers, logistics operators, spatial planners 
in Latvia about the spatial planning need of logistics centres and about the state of co-operation between logistics 
operators and spatial planners in this question. 

The main goal of interviews – identification vision of different actors involved in the process of planning 
and development of LC on real state and possible decisions in this area.  
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1. INTRODUCTION 
 

The identification of the following is the main tasks of investigation: 
• past and present operations and possible development plans, 
• needs of logistics centres concerning land use, 
• problems for development concerning legislation and regulations, 
• problems in the spatial planning processes and co-operation between logistics operators, 

transport policymakers and planners, 
• co-operation between logistics operators and authorities in charge of regional and traffic 

planning. 
The main purpose of interview is collecting opinion on the logistics centres and concerning 

problems from the point of view of different actors (Fig.1). 
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Figure 1. Actors of interview 
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2. CONCEPTS AND OBJECTIVES OF THE LATVIAN NATIONAL TRANSPORT POLICY 

ROLE AND PLACE OF LOGISTICS CENTRES IN THE NATIONAL TRANSPORT POLICY 
 

The long-term objective of the Latvian transport development policy is to create an effective, 
safe, competitive, environmentally friendly, balanced and multi-modal transport system, which is fully 
integrated in the European transport system, and satisfies economic and social needs of Latvia for 
passenger and cargo transportation in domestic and international traffic. The improvement of the 
quality of the transport system is one of the main pre-conditions for re-industrialisation and for the 
development of an innovative economy in Latvia, since it encourages regional development and 
improves the competitiveness of Latvian companies at the European and international market. 

The main directions of Latvian transport policy development are identified in the National 
Programme for Transport Development 1996-2010. The National Transport Development Programme 
is a medium term strategic planning document in the transport sector. Its implementation is of vital 
importance and indispensable for the purpose of the balanced development of the society and the 
national economy of Latvia. For the full implementation of the National Transport Development 
Programme there are a range of tasks to be accomplished. Among these tasks are: maintenance and 
development of environmentally friendly transport infrastructure, increasing of traffic safety, 
promoting and ensuring an increasing performance efficiency of national and international passenger- 
and freight transport operations, developing transit operations and transit corridors as well as ensuring 
the integration and competitiveness of the transport system of Latvia in the European transport system.  

The National Transport Development Programme (1996-2010) is a most general document of 
plan character, which constitutes the activities (actions, tasks) of economic, organizational, and 
institutional nature. It is worked out for a 15 years period. 

Unfortunately transport research and business and transport policy do not have very close links 
in Latvia. Freight transit is the main part in Latvia’s transport sector. There is a large internal 
competition between different transport enterprises (e.g., sea ports) and between different modes of 
transport (e.g., road and rail transport) in Latvia. The profit of transport companies, involved in this 
transit business, is mainly depending upon political decisions of neighbouring countries but not upon 
optimisation and logistics decisions. Due to this situation the investments in research as well as 
correlations between research results and ‘real-life’ business are very small. 

The idea of logistics centre is at early stage of development in Latvia and now is not included in 
any official documents. 
 
3. ANALYSIS OF THE QUESTIONNAIRE AND INTERVIEW 
 

The development of freight terminals and warehouses should be promoted at crossings of 
transport corridors. In this process the development of logistics is of high importance. As a rule freight 
distribution centres are developing as joint ventures of private and respective municipal companies. 

In the future it is planned to set up freight distribution centres in Riga, Ventspils, Liepaja, 
Rezekne, Daugavpils and at other principal transport junctions. 

It is regarded that one of the most important issues for peripheral regions development is the 
development of logistics and distribution centres focused on attracting freight from Asia and the Far 
East. Latvia can serve as a distribution centre for cargo from Asian countries (e.g. China, Korea) not 
only in the Baltic States but also with equally successful results in Russia and the CIS countries. But 
today the idea of logistics centre is at early stage of development in Latvia. 

The main sentences concerning logistics centres, legislation and regulation, land use needs, co-
operation between spatial and transport planners and logistics actors are summarised in the next part of 
report. 

 
3.1. General vision 
 
1. State spatial planners have not vision on development of logistics centres. 
2. Seaport city-regions are key nodes in the global logistics freight transportation network. The 

maritime activities exploited at the seaport location may promote the regional economic growth of 
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the surrounding because of the circular and cumulative causation a central place is capable to give 
origin to. The most appropriate regions for logistics centres development are ports of Riga, 
Ventspils and Liepaja. 

3. Transport policymakers and logistics operators both stress the necessity to build up an efficient 
transportation system by promoting the inter-modality patterns through the establishment of 
distribution and inter-modal centres. The seaport city-region should promote the settlement of 
such public logistics terminals at the local level in order to promote the local entrepreneurship, as 
well as to reduce the environmental impact of the freight transport within the urban area. The 
building of the inland logistics terminal at the more far hinterland locations should increase in 
efficiency the whole transport system because of the promotion of the inter-modality. 

4. The three main goals of co-operation between actors are supposed to achieve can be summarised 
as following: 1) to establish a more efficient logistics system; 2) to facilitate the implementation of 
advanced information systems; 3) to promote co-operative freight systems. 

5. The LC has to be seen as a meeting point for both public and private logistics operators. The 
consolidation of the urban logistics activities can be realised at this freight transport node of the 
transportation network by the application of the most advanced information systems. 

6. An efficient co-operative freight transportation system can be implemented at the LC location. 
This co-operative system enables a large number of shippers or freight carriers to share a jointly 
freight vehicles system, jointly terminals, as well as common information systems in order to 
exploit the synergy effects the spatial agglomeration of the logistics operations spread out. 

7. The individual economic agent should be able to reduce the costs for collecting and delivering 
goods due to the exploitation of the economics of space at the LC. The spatial agglomeration 
enables the co-operative performance of the logistics operations jointly with other entrepreneurs, 
as well as the supply to the customer of a level of services of better quality. 

8. Through the establishment of a spatial multi-function cluster the entrepreneurship in the logistics 
transport sector may be promoted, and at the same time the negative externalities generated by the 
road transport modality may be reduced. 

9. The establishment of public logistics terminals in the area surrounding a seaport city can be 
helpful for promoting the co-operative freight transport systems. 

10. The general vision of different actors at the problem of logistics centres development is shown in 
the Table 1. 

 
Table 1. The general vision of different actors at the problem of logistics centres development 

Actors of interview Relation to idea of logistics 
centre development 

General problems 

State level of spatial planning 
(Ministry of Regional 
Development and Local 
Government) 

Have not vision on development 
of logistics centres. 

Transport policymakers 
(Ministry of Transport and 
Communications) 

There is a sensation of necessity 
of creation of the logistics 
centres, but there is no practical 
programme of their 
development. 

Regional level of spatial 
planning (Riga and Daugavpils 
City – two largest cities of 
Latvia) 

There is a desire of creation of 
the logistics centres, but know-
how of their design and the 
practical programme of their 
development are absent. 

 No special legislation and 
regulations of LC. 

 No special rules for land use 
needs. 

 No principles of 
cooperation between 
stakeholders of LC. 

 No methodological and 
practical approach for LC 
establishment. 

 No cooperation between 
state level of transport 
policymakers and regional 
level of spatial planners. 

 
 



Transport and Telecommunication Vol.6, No 5, 2005 

 31

Continuation of Table 1 
 

Transport and logistics 
operators (Transport and 
logistics companies) 

There is a need of creation of 
the logistics centres, but is 
absent know-how their 
creations. The mutual 
competition and mistrust of 
transport operators to each other 
essentially interferes with the 
decision of practical questions 
of LC creation. 

Transport and logistics research 
and education establishments 

There is a sensation of necessity 
of creation of the logistics 
centres; there is a general vision 
on development of logistics 
centres. There is no demand 
from the other actors. 

 No practical experience in 
pilot project of design and 
development of LC. 

 Transport transit much more 
outnumber of distribution at 
the state level. 

 
 
3.2. The Main Problems of the Optimal Geographical Location and the Optimal Spatial 

Physical Size of the Logistics Centres 
 

The are two main problems in the development of LC: 
• the optimal geographical location and  
• the optimal spatial physical size of the LC. 
The location choice among different potential sites has to evaluate the trade-off between 

transportation cost and facility cost. Th e  facility cost is defined by the sum of the construction, 
maintenance, land and truck operation costs at the LC site. 

The land price plays a major role when the potential nodal location is settled nearby the urban 
agglomeration. In this case, the lower transport costs the logistic operators had to bear for the pick-
up/delivery activities between the LC and the urban centres might compensate in such a way the more 
expensive fixed investments necessary to bin the land, as well as for building the infrastructure. 

The public planner should have the role to perform a macroeconomic decision about the more 
suitable geographical location and dimension of the LC. His aim is to minimise the total cost of the 
LC. It follows that the accessibility patterns are absolutely relevant (Table 5). 

Among all the potential proper places, the location choice of the public planner should be 
addressed in favour of the geographical site closer to the major inter-modal transport links, which 
connect the urban agglomerations that had to be served by the new settled LC. If any congestion 
problem already exists, then an inappropriate location decision of the traffic policy planner might 
induce a worsening in the road traffic conditions within the region. 

The improvement in the efficiency of the road network can significantly help to mitigate the 
negative economic impact the spatial traffic congestion induces, which is reflected by the increase in 
the transportation costs. 

The public planner has no influence at the microeconomic level of decision, when the 
distribution and assignment of the freight traffic is considered. 

At a micro level, where the individual transport operator decides to use his own freight vehicle, 
the choice of making a stopping call at a certain LC rather than another is supposed to be 
determined by the behaviour of the single transport operator or company. At this  l eve l of 
choice, the goal is to minimise the transport costs (Table 2). 
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Table 2. The public logistics terminals and the two levels of decision 
 

Level of Decision Kind of Decision Goals 

Macro level: 

Public planner 

Location choice, and optimal 
size of the LC 

Min the total cost = 

Min (transport cost + 
facility cost) 

Micro level: 

Every entrepreneur, each 
company and  
freight vehicle 

Choice of the LC and 
optimal routing 

Min the transport cost 

 
The structure of the transportation sector has not to be forgotten. The freight transport is 

generally undertaken by individual entrepreneurs and private companies, which operate within a 
competitive market framework. Hence, the control and regulation measures put in force by the 
regional public planner should not excessively interfere with the activity of the transport sector. 

Besides the transport policy instrument of the LC several other city logistics initiatives have 
been proposed in order to overcome at the best all the negative externalities the urban freight transport 
generates. 

The freight transport carriers fire expected to provide economically efficient just-in-time 
services. This means that the minimising of the transport and logistics services should be achieved. At 
the same time, some urgent problems had to be solved, such as the traffic congestion, the 
environmental impact of the transport activity, as well as the problem of the energy conservation. 

The crucial role played by the public-private partnership is always stressed when speaking about 
the city logistics initiatives. Besides the LC the implementation and diffusion of progressive 
information systems in order to organise the routing and scheduling of the consignments in advance, 
the promotion of co-operative freight transport systems, the control of the load factor for the pick 
up/delivery activities, as well as the planning of the must innovative underground freight transport 
systems are all potential instruments of transport policy the regional public planner had to consider 
and properly evaluate. 
 
3.3. Advanced Information Systems 
 

The improvement of advanced information systems is one of the most relevant instruments in 
order to achieve the rationalisation in the logistics activity. Planning in advance the routing and 
scheduling of the consignments may effectively improve the efficiency in the transport system. 

The advance information systems enable both the drivers of the trucks and the control centre to 
communicate to each other, to provide the information on the traffic conditions in real time, as well as 
to store detailed historical data about the pickup/delivery truck operations. In particular the last 
function plays an important role for rationalising the logistics operations. 

The most important findings beyond the particular ease are as follows: 
• Large customers (shippers) require logistics partners (forwarders) to either accept paper 

input (primarily fax) or to subscribe to customer's choice of technology. Such customers are 
unlikely to reimburse their partners for related effort, the implementation thus have to bear 
sufficient saving potential for the forwarder;  

• EDI data transmission and the relating process automation provide the basis for 
improvements of transport planning and execution. This results not only in commercial 
benefits but may eventually lead to a reduction in unnecessary transport (e.g. empty 
legging) and a better utilisation of public and commercial infrastructure (e.g. roads, floor 
space and terminal equipment); 

• Port community systems provide the technical, managerial and business background to 
implement EDI systems. While they are normally successful in linking the majority of 
directly port related companies they are traditionally weak when it comes to hinterland 
companies;  
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• Linking only one additional exporter or importer in the hinterland may have very significant 
multiplication effects. The company may communicate with additional partners in the same 
and in other ports. Likewise the resident logistics partner has been enabled to also 
communicate with other hinterland partners; 

• A success factor is the usage of standardised communication and messages. In transport 
EDIFACT has the largest user base. 

Computer based information systems in transportation chains have several advantages: 
• Increased management options through tracking and tracing and improved quality control of 

own services and those of subcontractors; 
• Outsourcing of transport services, but staying in control of logistics performance; 
• Increased production-to-order orientation and better transparency of market demand and 

supply. 
 
3.4. The Inter-regional Level 
 

At the inter-regional level, the programme instrument should enable the integration between 
seaport regions by following the broader issues of network connectivity and logistics. The three 
fundamental network characteristics of (1) inter-modality, (2) interoperability and (3) interconnectivity 
should be achieved in order to add value to the seaport network. 

A coherent collaboration programme between the seaport regions should particularly emphasise 
the benefits of its realisation, in order to attract as many potential private/public investors as possible. 
The regulatory and organisational framework represents a valid tool of transport policy, in particular 
when the negative externalities generated by the different transport modalities are not completely 
internalised into the market price of the transport service. The under-pricing in the transport sector 
occurs when a transport modality hides its full social cost. The structure of the transport sector is 
typically shaped as an imperfect competitive market system, which is assumed to allocate inefficiently 
the economic resources. Hence, the under-pricing in the transport service shows the lack in efficiency 
of the market instrument of allocation. The larger the share of the full social cost a transport mode is 
able to hide, the sharper the under-pricing it may form. 

The new economic figure of the Multi-modal Transport Operator (MTO) is assumed to exploit 
the provision of the logistics services within a wholly integrated transport network. The Table 3 
summarises the key issues and the critical patterns of success at the inter-regional level of decision. 
 
Table 3. The inter-regional level of decision 
 

Level of Decision Key Issues Critical Success Factors 

 
 

Inter-regional 
Level: 

 
Programme 

For each transport modality: 
• Inter-regional links 
• Inter-modality 
• Interconnectivity 
• Interoperability 
• Logistics and networking 

effects 
• Competitiveness 
• Environmental issuer 
• Information network 
• Economies of scale 
• Economies of time 
• Economies of scope 
• Economies of networking 
• Just-in-time requirements 

• Functional collaboration and 
competition 

• Interchange of complementary 
functions 

• Co-ordination for developing the 
infrastructure transport network 

• Information and knowledge 
interchange 

• Inter-regional management 
• Multi-modal transport operator 
• Adding value to the interregional 

network and communications 
• Sustainable balanced growth 

between regions 
• Favourable conditions for 

promoting a new innovative space 
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3.5. The National Level 
 

At the national level, the programme of LC creation is once again a powerful instrument of 
transport integration and co-ordination. Logistic effects and networking effects have to be considered 
in order to exploit a sustainable national transport policy. The freight transport by road seems to fit 
better the new logistics requirements due to the restructuring process in the supply chain of 
production. The environmental and social impacts of the transport negative externalities are not 
completely internalised into its market price. 

The under-estimation as well as the under-pricing of the road transport modality has a 
remarkable impact on the modal choice of the economic agents, due to the apparently higher 
efficiency this environmental unfriendly transport modality shows with respect to the others. A careful 
estimation of the real impact of the negative externalities on the national economic growth should be 
estimated in monetary terms to calculate the “green” GDP. 

There are three possible approaches in order to estimate and/or internalise of the negative 
transport externalities: the consumer-pays approach, the taxpayer-pays approach, and the cost-benefit 
analysis. 

Furthermore, the logistics companies look for a central location as basis for their logistics 
activities directed to their international clients, as well as a departure site in order to enlarge their 
commercial relationships. A relevant role is played by the technological changing in the 
loading/discharge operations, as well as the increasing availability of space within the neglected old 
port areas. At these locations, the logistics service companies may find an interesting supply of space 
to turn into their activities. 

From a functional point of view the three Latvian main ports are involved in an international 
maritime competition. A complementary set of functions should be promoted at each seaport site in 
order to lead to a better integration in the transportation chain, as well as in the road and rail links 
between the three seaports. 

In fact, the transport links from the seaport site towards the hinterland have to perform an 
increasing efficiency in order to attract the shipping companies, and moreover the specialist total 
logistics provider. 

All actors stress the necessity to build up an efficient transportation system by promoting the 
inter-modality patterns through the establishment of distribution and inter-modal centres. The seaport 
city-region should promote the settlement of such public logistics terminals at the local level in order 
to promote the local entrepreneurship, as well as to reduce the environmental impact of the freight 
transport within the urban area. The building of the inland logistics terminal at the more far hinterland 
locations should increase in efficiency the whole transport system because of the promotion of the 
inter-modality. 

Many different and interdependent factors usually influence the location choice of an economic 
agent. Few decisional patterns may not be spatially relocated such as the transport infrastructure, the 
urban settlement, or the environment. Others are more flexible and may be subject to spatial 
relocation, e.g., the skilled labour force, the research centres, etc. 

The accessibility to a seaport site is therefore strictly dependent on the optimal combination of 
all these elements. A seaport region might be consequently more or less attractive to the establishment 
of an economic activity or to the foreign investments in order to exploit its own local development 
potential. 

In order to support the overall LC objectives a close co-operation with similar projects and 
programmes must be established: 

• to strengthen the integration of spatial planning and regional transport development and 
develop a common regional approach to the issue of sustainable logistics solutions, 

• to promote the use of transport corridors, modes and technologies which support a 
sustainable regional development providing the economic and social development of the 
regions in the south-east part of the Baltic. The trans-national co-operation aims at assessing 
trade and transport potentials and develops environmentally friendly transport solutions. 

 
3.6. Framework for regional action 
 

As it has been analysed it would be inadequate to recommend “one best way” for spatial 
planning within the context of port related interaction in general and in BSR in particular. The main 
reasons to be careful with strong recommendations may be summarised as follows: 



Transport and Telecommunication Vol.6, No 5, 2005 

 35

1. The spatiality of transport and logistics activities has evolved from clearly delimited port areas to 
functional port regions and to port networks more recently. The functional interdependencies, 
creating the network, may consist on sequential relations (output of one node is the input for 
another, e.g., relation between port and in kind container depot), reciprocal relations (actors arc 
using each others output) and pooled relations (use of common resources). The term network 
suggests that these interdependencies may not be territorial and that modern port related activities 
have a strong tendency towards decentralisation. 

2. The trend of a spatial decentralisation of port related transport chains is accompanied by attempts 
of the main actors involved to achieve control over the segments of the chains. Though it is not 
clear whether one actor will be the most influential one in the future, the entrepreneurial strategic 
are not predictable in relation to their spatial outcome. But it is rather obvious that the crucial 
factor within the transport chain will be the customer orientation while the transport space will be 
organized as flexible as possible. This interpretation supports decentralized hub and concepts with, 
”footless” or shifting nodes. Based on some standardized norms the question of appropriate IT 
support will depend on the dominant position of an actor within the transport chain. Or to put it in 
other words: the inventions and early adaptation of new IT depends on the necessities to optimise 
integrated transport and logistics chains and the economic power of private actor constellations. 

Following these lines of argumentation the existing ports have to deal with territorial 
decentralisation of transport and logistics activities and tendencies of economic centralization of 
private actors involved. Therefore the frames of independent action become more and more narrow. In 
more general terms, existing ports do not only have to create and sustain competitive infrastructure 
including IT but have to be prepared to offer far reaching services for foreign trade, transport and 
communication in order to be able to react as flexible as possible to new challenges. Beside an 
effective node of physical interchange successful ports will become LC regions for transport and 
communication offering systemic knowledge for integrated transport and logistics chains. 

This strategy is open only for the existing main ports and those medium-sized ports are able to 
promote a certain specialisation because it presupposes very high investments and probably only 
indirect returns on welfare and employment. Small and the majority of medium-sized ports will 
function as possible nodes in future transport chains. This implies the latent danger that many ports try 
to invest in expensive infrastructure in order to compete with each other without being able to realize 
returns. A crucial element is finding a certain harmony between public investments in infra- and 
private engagement in the superstructure. Anyway, problems of public disinvestments are already on 
the agenda and there is a latent danger for continuous planning failures. To reduce an overall port 
competition in this segment institutionalised forms of information and co-operation between private 
and public actors should be promoted in order to avoid unnecessary public investments and to improve 
power balance. 

Faced with the imminent enlargement of the European Union and the integration of Latvia as 
well as further states of the Baltic Sea Region a general strategy of the modernization of the maritime 
infrastructure is to be recommended including IT. The expected increases of transport will not be 
manageable country-sided in spite of great infrastructure projects like Via Baltica. The expansion and 
improvement of sea-based mobility of goods and supporting infrastructures should be emphasized in 
initiatives of spatial planning within the Baltic Sea Region. 

Also in the transport and logistics sector the major players are changing. Former State 
Enterprises are privatised and must prepare themselves for the sudden competition. Just as the 
governmental telecommunications monopoly was eliminated in previous years, the state monopoly on 
the transportation of letters and parcels will now be eliminated too. These modifications of the general 
conditions lead to hectic activities within the sector. Many re-evaluate their middle- and long-term 
strategies, reposition themselves, co-operate and merge, withdraw from some markets and set 
themselves up in other ones. Co-operation with, or the incorporation of, other companies is the most 
usual reaction to the new conditions, in the transport and logistics sector as well.  

But according to opinion of the actors involved, both growths are important as quantitative so as 
qualitative. The new demands of the information society and the "New Economy" on the transport and 
logistics sector, make it necessary to increase the "know how" as quickly as possible in the field of IT, 
and develop information systems with which the logistics chain can be controlled and checked. IT 
departments of individual companies are no longer able manage such a task, so that big actors (e.g., 
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the Latvian Association of Railway International Electronic Documents Circulation Operators) buy up 
software enterprises throughout the world that develop information systems for the transport and 
logistics sector, or will be able to do so in the future. All actors participating in the transportation chain 
are convinced that the future leader of the information system will also dominate the material 
transportation chain and thereby gain the largest part of the increased value created by transportation.   
Furthermore, the evolution of such technologies is extremely capital-intensive: markets, which are 
becoming more and more transparent, involve ever-increasing costs for marketing and distribution. 
Smaller enterprises, endowed with a more limited capital, arc no longer able to make the investments 
necessary to remain competitive. 

 
3.7. The City Logistics Spatial Impact 
 

Inside the port area of Riga, mainly trucks operate the freight movements from a terminal to 
another. Also road carriers mainly make the distribution of goods towards the metropolitan region. 
The explanation is given by the higher efficiency of this transport modality on the short distances both 
in terms of time and of transport flexibility. But the negative externalities in terms of congestion and 
pollution are social costs, which have absolutely to be taken in account. 

The distribution centres play a remarkable role not only from an economic point of view 
because of the higher efficiency and optimisation in the transport chain they realise, hence the 
distribution and transport costs are reduced: but also from an ecological point of view because of 
loosening of the traffic intensity and therefore of the polluting emissions from the motor vehicles. 

Early in history Riga developed as a transit centre between the ports of Western Europe and the 
Russian hinterland. Riga enjoyed continuous growth as a merchant port. Today Riga is the main 
administrative, financial, industrial and transportation centre in Latvia. Embassies and consulates, a 
significant number of international organizations, who work in the Baltic States, have their 
headquarters located in Riga. Riga is also a significant financial centre in the Baltic region.  

As other cities Riga did not have specific strategies and theme plans concerning "urban 
networks". The member of group from Riga studied the following documents: The Riga Official Plan 
or Master Plan (1995-2005), The Riga Development Strategy (2005-2018), The Riga Transport 
System Development Programme (2005-2018), Concept of Riga City Intelligent Transport System 
(2002-2008) and others placed emphasis on implementation of the transportation planning and 
economic development.  

There was not anything concrete about urban networks in these strategies. These plans also 
describe advantages of development of Riga, admit a favourable geographical location of the city, 
determine the importance of Riga in the Baltic Region and also in the BSR. Riga has a remarkable 
growth potential in the future. To develop Riga as a transit centre is one of the priorities of Latvians 
development strategy and it is being promoted by improving elements of infrastructure and services in 
the Riga area. The main transport elements that make Riga a transit centre are the port, the 
international airport, and the bus and railway connections. Besides one of the most important tasks is 
to promote more profound collaboration with cities of the BSR. Finally Riga has to emphasise the 
environmental dimension of sustainable development. 
 
4. CONCLUSIONS AND RECOMMENDATIONS   
 

As discussed earlier in this paper, it is important to remember the market forces, even when 
discussing the development of sustainable transport solutions from a spatial planning perspective. The 
demand for freight transport services is generated and formulated by individual entrepreneurs and 
private companies, which operate on highly competitive markets. This obviously limits the 
possibilities to guide the development in a specific geographical area. It puts high demands on 
planning to be flexible and on the foresight of the planners. On the other hand good public 
infrastructure, e.g. the road system, also helps to attract business and to improve efficiency. 

An attractive and competitive port is often considered as a regional, if not a national objective 
supporting the economic development of the region or the nation. Traditionally, the consequence of 
this view was as follows – the port operation and the related infrastructure was a public responsibility. 
Today, port operation is no more considered as a suitable or even acceptable task for public services. 
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Some regions are starting to question the need for any public involvement in port business. Why 
should a city own a port? It does not own the marshalling yard or the truck freight terminal. 

Such ideas do not mean that the city should not plan for or care for its port, only that it must 
distinguish between public and business objectives. Local political opinions, competition with 
neighbouring regions and lack of overview might induce the city or the region to invest too much in 
relation to a realistic assessment of the commercial outcome.   

Waterborne transport of high value goods needs to offer high frequency of regular services and 
stability over several years in order to be competitive to other modes and to really allow for the 
emergence of solid trade relations. A few well-served ports also make it easier to focus national 
investments in the hinterland infrastructure, which normally cannot be spread out to cater for too many 
alternatives. Competition between regions in this respect often delays the investment decisions. In 
addition, stable and big transport volumes also on land open for more attractive intermodal services. 

In this context it might be worthwhile to question the benefit of transit traffic; through the port, 
the city or the region. The issue was raised in relation to the Russian transit traffic, but is also valid 
elsewhere. Investment needs and environmental impacts have to be assessed in relation to job 
opportunities and revenues against an appraisal of the stability of the traffic. Transit transport might 
help to develop new and highly needed services and skills, but it might also deviate resources better 
used elsewhere and might create e.g. environmental damages difficult to repair. 

Co-operation between the parties in a transport chain, between ports, regions and authorities can 
give concrete improvements to everyday practical problems and thus contribute to the goals of 
cohesion and economic development in the Baltic Sea region. The results have been achieved in a 
highly competitive environment and indicate that there are areas for co-operation, which do not distort 
competition, but promote a sustainable transport system to the benefit for the society as well as the 
private players. Such areas are the following: 

• Promotion of the use of IT among the port community and between the port and the world 
outside. 

• Introducing IT in the business process is a complex issue affecting internal and external 
procedures, core business ideas and market positions. Building efficient IT relations between 
authorities and private organisations requires special attention. E-business development 
suggests that Internet will speed up the reorganisation of commercial relations and market 
behaviour. Apart from infrastructure, companies need some basic agreements on standards. 
The public sector on a national, regional or local level can act as a catalyst in this process. 

• Co-operation between customs and other authorities in specific transport corridors 
• Goodwill and mutual trust is a good basis for solving practical problems within an existing 

regulatory framework. Regional authorities along a transport corridor sector can together 
create the platform for such facilitation work. They can bring in all parties and moderate the 
work of creating a common understanding of the problem and hopefully also have finding a 
practical solution. 

• Regional co-operation between public bodies and private companies in order to understand 
spatial needs based on the assessment of long term commercial trends for waterborne 
transport and other factors affecting future transport demand.  

• A port is acting and reacting on developments far beyond the region in which it is situated. 
Infrastructure investments in competing transport corridors have to be assessed as well as 
new commercial constellations and technical development. Spatial and economic planners 
have to understand the needs and prospects of the port in order to be able to assess the 
consequences for the region. 

• Implementing new networks between transport companies, scientific organisations and port 
cities. 
A modern LC can be characterised as an important node in a learning region, which in 
addition implies the need for co-operation with other, similar regions. What has been said 
earlier also indicates that there are other reasons for networking. A "market watch" in a 
wide sense is required not only by the commercial players, but also by other institutions in 
the region in order to be able to assess planning and investment needs. Another need for 
networking is generated by the many practical problems of becoming a true European 
Union. Knowledge, trust and common objectives across former borders could be better 
developed through co-operation around concrete problems. 
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The port region logistics restructuring process moved towards the development of new 
economic functions inside the port region itself. The aim of the local authorities has now become to 
offer a set of value added logistics services in order to integrate the port site into the transport logistics 
chain. The port location is not to be only a container floodgate but is to be transformed also in a 
logistics service centre. 

It is not surprising, that logistics centres tend to be located near the transport corridors. Access 
to all transport modes is vital for the success of logistics centres. The closeness to ports and sea 
transportation is natural for establishing a logistics centre in Latvia. 

Many aspects of the operation environment need to be taken into account in the planning of 
logistics centres. Co-operation between the logistics centres and the actors responsible for the design 
and production of infrastructure is important especially in planning infrastructure projects to be carried 
out on routes near logistics centres. 

Attention should be paid to environmental protection and legislation at the early stages of the 
planning of logistics operations and infrastructure. Land use conflicts based on environmental 
regulations may otherwise delay the logistics development projects considerably. This is one of the 
main challenges for the development of the logistics centres in the Latvia. The possibilities for co-
operation at the municipal level for the promotion of logistics should be thoroughly analysed.  

Based on corridor analysis, it seems there are many possibilities for new logistics centres: 
• the railway hubs in Rezekne, Daugavpils and Jelgava, 
• the important port cities of Riga, Ventspils and Liepaja.  
The success of these ports and logistics development projects depends strongly on the 

development of transit traffic. 
Using waterborne transport implies to also use other modes. This means that integrated transport 

concepts must be developed providing efficient interfaces between transportation means, organisations 
and authorities. Computer based communication and information systems must be used to provide the 
necessary management and business support. 

The harbour will form a core area in a wider concept of activities in the adjacent area of 
the city. Such activities might be many kinds of international, national and local commercial 
activities, logistic firms, consulting and transport services etc. Together with the harbour itself, 
this will form a logistic centre in the region as well as a transport hub (multi modal centre). 
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