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The location of logistics activities in Northwest Europe: 
an empirical analysis
Mathieu Strale

Abstract
Logistics activities have developed rapidly in Europe, because 
of the evolution of economic structures and of the integration 
of the European territory. Based on this statement, this article 
examines the geography of logistics across the Northwest 
Europe and their territorial impacts. The analysis is based on 
an empirical approach. The geographic analysis is based on the 
study of a sample of logistics facilities within Northwest 
Europe. The spatial development issue is treated by decryption 
of European policies. The results illustrate the importance of 
pre-existing socio-economic structures for understanding the 
geography of the logistics activities. Furthermore, they demon-
strate the impact of the changes in the territorial development 
policy at all decisional level in Europe on how the logistics 
development issue is handled.

Logistics, Northwest Europe, Geography, spatial development, region-
al policy

Zusammenfassung 
Standorte für Logistikaktivitäten in Nordwesteuro-
pa: eine empirische Analyse
In Europa haben sich infolge der Heranbildung wirtschaftlicher 
Strukturen und aufgrund des Zusammenwachsens des europäi-
schen Raumes schnell logistische Aktivitäten entwickelt. 
Ausgehend von dieser Aussage untersucht der Artikel geografi-
sche Logistik-Aspekte im Nordwesten Europas und deren 
territoriale Auswirkungen. Die Arbeit basiert auf einem 
empirischen Ansatz. Grundlage der geografischen Analyse ist 
die Untersuchung einiger beispielhafter Logistikstandorte in 
Nordwesteuropa. Der Aspekt der Raumentwicklung wird im 
Rahmen einer Aufschlüsselung europäischer Richtlinien 
behandelt. Die Ergebnisse illustrieren die Wichtigkeit bereits 
vorhandener sozioökonomischer Strukturen, die notwendig 
sind, um die geografischen Aspekte von Logistikaktivitäten 
verstehen zu können. Außerdem veranschaulichen sie die 
Auswirkungen von Änderungen in der Raumentwicklungspoli-
tik auf allen europäischen Entscheidungsebenen im Hinblick 
auf die Frage, wie die Logistikentwicklung behandelt wird.

Logistik, Nordwesteuropa, Geografie, Raumentwicklung, Regionalpo-
litik
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Introduction
Logistics activities (i.e. the activities that 
organize and manage the exchanges of 
goods between economic actors) grow 
rapidly in a context of economic flexibili-
sation and internationalisation (Dicken 
2015; Hesse & Rodrigue 2004). These 
evolutions led to the geographic and eco-
nomic empowerment of logistics activi-
ties. Thus, logistics spaces appear: distri-
bution centres, logistics platforms and 
even logistics regions (Hesse 2008; Ci-
dell 2010). At the same time, freight 
nodes, such as ports, airports or inter-
modal terminals, grow in importance. In 
this context, public bodies regulate their 
territorial impact and promote their de-
velopment to generate business and em-
ployment. The scientific literature on this 
subject remains scarce, especially in 
terms of spatial analyses. In addition, the 
development of an autonomous logistics 
sector is new, so statistics on this subject 
are rare.

In this context, the objectives of this 
paper are to identify and understand the 
geography of logistics activities and ana-
lyse their territorial impacts. The analy-
sis is organised into two steps: the study 
of the location factors of logistics activi-
ties within Northwest Europe, and the 
analysis of the policies adopted by Euro-
pean public bodies in logistics and freight 
transport. Their interaction is explored 
and general trends highlighted. 

The paper is structured as follows. 
First we explain our methodology for 
studying the geography of logistics facili-
ties in Northwest Europe. Indeed, this is 
the most original contribution of the 
analysis. We then focus on the contribu-
tion that our analysis makes to the under-
standing of European territorial develop-
ment and to the impact of logistics activ-
ities and related public policies. 

Context and research question
Logistics activity raises both economic 
and public policy issues. Indeed, logistics 
has a key role in the economy because it 
is a driver of and a necessary condition 
for the expansion of goods exchanges 
(Hesse & Rodrigue 2006). The produc-

tion of goods in short series and of tai-
lored items, the acceleration of produc-
tion cycles and the inventory reduction 
cannot be achieved without logistic sup-
port (Dicken 2015). Therefore, the logis-
tic function becomes a sector with its 
own spatial and economic existence 
(Dörrenbächer 2003). Logistics is com-
prised of players supporting tasks of in-
creasing complexity.

These developments necessarily have 
geographical effects: static (e.g., ware-
houses, industrial sites, industrial estate) 
(Hesse 2008; McKinnon 2009) and mo-
bile (e.g., freight transport and related in-
frastructures) (Rodrigue et al. 2013). 
However, there is limited scientific litera-
ture on the geography of this activity 
(Rodrigue 2006). In addition, freight 
transport issues have attracted the inter-
est of researchers. This is the result of the 
lack of data, the novelty of the sector and 
the fact that the most visible spatial ele-
ments are related to transport (e.g., con-
tainer ships, transport hubs, trucks). 

At the same time, public bodies seek to 
promote and develop logistics activities 
in order to create new activities and jobs 
(Sheffi 2010; Hesse 2008; Mérenne-
Schoumaker 2007). Indeed, this sector 
is seen as a potential growth driver in the 
so-called era of globalization. So, accord-
ing to entrepreneurial public policy, Eu-
ropean, national and regional authorities 
all promote logistics activities (Gunder 
2010; Baudelle et al. 2011). 
This raises two research questions:
• What is the geography of logistics ope-

rations − particularly its static ele-
ments − and what factors influence 
these locations?

• What are the impacts of logistics activi-
ties in terms of territorial development? 
What are the consequences of the cur-
rent action of European public bodies?

Methodology 
Regarding our research questions, the 
main methodological issue was the col-
lection of data about logistics locations in 
Northwest Europe. Indeed, traditional 
sources of data are indadequate. Public 
statistics at the European level do not 

meet the requirements for this study: 
outsourced logistics is a new sector, so it 
does not even exist in the statistical ag-
gregates. In addition, onsite/inner logis-
tics is integrated in the activity of enter-
prises. One potential solution is to use 
national population surveys, by analysing 
their employment structure (Savy et al. 
2004). However, this raises the problem 
of the non-unified methods that are used 
in the European country, which preclude 
international comparisons. 

We have therefore chosen to use al-
ternative methods: by surveying spe-
cialised press1 and professional direc-
tories2, we collected the names of logis-
tics companies (Strale 2013). We 
created a list of approximately 400 
companies. In a second step, we sur-
veyed all the websites of these enter-
prises and the Amadeus database for 
collecting data on their locations in 
Northwest Europe, their turnover and 
their range of activity. Finally we con-
structed a database of 5000 logistics lo-
cations, registered at least at the munic-
ipality level (see Fig. 1). 

Northwest Europe is defined here as 
comprising Belgium, The Netherlands, 
Luxembourg, England, Wales, northeast-
ern France and northwestern Germany. 
We hope to cover all of the North Sea’s 
main seaports and close hinterlands as 
well as the dense and industrialised 
space between northern England and 
southwestern Germany. 

Using a similar method, based on the 
specialised press, we collected data on lo-
gistics real estate:
• We established a list of the largest lo-

gistics real estate providers and built 
a database of their main achievements 
in Northwest Europe. 

• We collected the location, the occupier 
and the size of distribution centres 
that were mentioned in the specialised 
press.

1 For each analysed country, at least one specialised 
publication has been surveyed. These journals are  De 
Lloyd (Belgium), Logistik Heute (Germany), Logistiek.
nl (Netherlands), Warehouse & Logistics News (UK), 
Supply Chain Magazine (France), Logistics Manager 
(UK), Warehouse and Logistics (Belgium).

2 Surveyed directories are Europage and Kompass.
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Other researchers have already used this 
method (Carbone 2004; Dablanc et al. 
2010). However, the large number of lo-
gistics sites taken into account and the 
size of the territory we study are innova-
tive. No other geographic study of the lo-
cation of logistics activities is as detailed, 
both in spatial terms and in the differen-
tiation of its logistics activities. Since 
there are no complete statistics on this 
subject, our method may compensate for 
the lack of data. 

However, this also creates methodo-
logical issues. The first and main one is 
the fact that this study is limited to out-
sourced logistics. Indeed, our survey 

covers only autonomous logistics loca-
tions.  We have no data on inner logis-
tics. Internal logistics activities that are 
not carried out on independent loca-
tions (such as distribution centres), 
may not be analysed as pure logistics 
locations. They are influenced by other 
activities of the enterprises rather than 
by logistics constraints. 

Another limitation is the fact that our 
survey is limited to the biggest Europe-
an actors, because the smaller ones 
have not been analysed and followed by 
the specialised press. It should be inter-
esting to conduct a second analysis 
based on the small actors. However, 

such an analysis would require a differ-
ent methodology.

The last element is the representa-
tiveness of the surveyed logistics sites 
and the potential bias of the sample. 
The large number of sites and absence 
of a border effect (Strale 2013) dem-
onstrate the robustness of the method-
ology.

The study of the territorial impact of 
logistics activities and the related re-
gional policy is based on case studies. 

The European policy on logistics and 
freight transport is analysed, based on 
scientific literature, policy statements 
and publications by public authorities. 
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It is used as a framework for the next 
step of the analysis. 

Next, the five main logistics platforms 
in Northwestern Europe have been an-
alysed: Dourges Delta 3, Duisport Duis-
burg, Venlo Tradeport, Daventry DIRFT 
and Liège Trilogiport. stakeholder in-
volvement, location, infrastructures, 
aims, employment, funding, occupiers, 
surface are taken into account.  They 
were chosen because they are in five 
different countries, and are therefore il-
lustrative of different territorial and po-
litical contexts within Northwest Eu-
rope. In addition, these platforms the 

biggest logistics developments in their 
country of origin (Strale 2013). 

This illustrates how public bodies and 
private operators act in a variety of lo-
gistics and territorial development mat-
ters. 

The geography of logistics activi-
ties in Northwest Europe
The analysis of the geography of logistics 
activities is based on the survey database. 
The analysis is conducted at regional, 
metropolitan and local levels. The results 
highlight the close relationship between 
the development of the logistics sector 

and the evolution of the European econ-
omy. 

At the regional level, logistics activities 
are concentrated in the most industrial-
ised and populated parts of Northwest 
Europe (Fig. 2): the Rhine valley, the Ben-
elux at the axis linking London agglom-
eration and the centre of England and the 
Ile-de-France region. In addition, port re-
gions such as Bremen, Hamburg, Ant-
werp, Le Havre or Rotterdam concentrate 
logistics operations because of their role 
in international exchanges. 

Medium densities of logistics activities 
appear between these high concentration 

Source: STRALE 2013
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points. These are the linking axes. In par-
ticular, seaport hinterland regions close 
to Antwerp and Rotterdam benefit from 
a dense logistics fabric. This may be the 
result of the diffusion of these activities 
because of the saturation of seaports 
(Hesse 2008). Another main logistics and 
freight transport corridor appears along 
the Rhine valley. Finally a dense logistics 
space connects London, Birmingham and 
the English Midland cities.

In contrast, the least dense logistics 
spaces are the most rural parts of North-
west Europe. 

Moreover, there are cleavages between 
Northwest Europe’s urban and port re-
gions. For instance, the Antwerp and Rot-
terdam regions concentrate more logis-
tics activities than Zeebrugge, Le Havre, 
Felixstowe or Bremen. This may be linked 
to the greater density of industrial and 
urban activities around Antwerp and Rot-
terdam (Nottebom & Rodrigue 2004; 
Lavaud Letilleul 2007) and to the close 
and ancient relationship between port 
and industrial developments in these 
ports. Another element is the high densi-
ty of logistics activities in the Ruhr area. 
Indeed, this region has a dense industrial 
fabric; what is an attractive element for 
logistics providers also acts as a North-
west European logistics hub with high ca-
pacity rail, road and waterway links to 
main Belgian, Dutch and German sea-
ports (Hesse 2008; Boldt & Gelhar 
2010). 

There is a significant overrepresenta-
tion of logistics activities inside of North-
west European cities. This results from 
the quantities of goods that are produced 
and consumed in these spaces.

The statistical relation has been estab-
lished between the gross domestic prod-
uct (GDP) of European Functional Urban 
Areas (FUA, as Defined by ESPON (2007)) 
and their amount of logistics activities, 
based on logistics activities survey  
(Fig. 3). The aim was to analyse the link 
between economic activities and logistics 
turnover. There is a positive correlation 
between the logarithm of GDP and the 
logarithm of logistics turnover. The elas-
ticity coefficient is 1.08, signifying that 

logistics activities grow faster than GDP 
of FUAs.

Again, port cities show an overrepre-
sentation of logistics, because of the vol-
ume of freight exchanged there. In con-
trast, small cities with smaller markets 
generate less attraction. The biggest ter-
tiary cities, Paris and London have an un-
derrepresentation of logistics activities 
because of the relatively smaller amount 
of industrial activities in their economic 
structure. In addition, land is very expen-
sive there, and unfavourable to the estab-
lishment of warehouses. Following the 
same logic, other tertiary cities such as 
Brussels and Frankfurt do not show an 
overrepresentation of logistics activities. 
Some secondary cities located around the 
biggest agglomeration or on major freight 
flows concentrate logistics activities. This 
is the case around Paris and London, per-
haps as a result of the sprawl of logistics 
activities around the main cities, in rela-
tion to the cost and the availability of 
land. 

The last element is the growing role of 
logistics real estate. The availability of 
warehouses and of logistics platforms 
heavily influences the location of activi-
ties; at the same time, real estate provid-
ers act in the same way as in the office 
real estate, creating numerous specula-
tive sites. The geography of logistics real 
estate reflects the attractiveness of the 
Northwest European territory. At the re-
gional level, attractive spaces remain the 
most industrialised and populated. How-
ever, there is an overrepresentation of 
seaport hinterlands, because of the im-
portance of these spaces for European 
scale distribution schemes (Rodrigue et 
al. 2013; Notteboom & Rodrigue 2011). 
Distribution centres of multinational en-
terprises are located there, for receiving 
offshored productions coming from sea-
ports and distribute them throughout Eu-
rope.

At a more refined level, suburban spac-
es and spaces around highways are the 
most attractive. These territories are ac-
cessible, close to the market and benefits 
from cheaper land prices than the more 
central ones. Another spatial logic is the 

structure of the market: in centralised 
countries such as France, logistics real es-
tate is concentrated around the main cen-
tre whereas in multipolar countries like 
Germany or Belgium, logistics are spread 
around every major regional market  
(Fig. 4).  In England, there is a concentra-
tion of logistics buildings and distribution 
centres along the London-Birmingham-
Manchester axis, because these locations 
may be used as distribution nodes for the 
whole country, providing good connex-
ions to London as well as to the cities of 
North England (McKinnon 2009).

These results highlight the close rela-
tionship between the development of the 
logistics sector and the evolution of the 
European economy. The flexibility and 
the European integration of the economy 
are causing the development of an auton-
omous logistics sector (Hesse 2008 & 
2015). In turn, this activity contributes 
to the continuation and intensification of 
the current economic organization, facil-
itating the exchange of goods between 
economic actors. Therefore, the geogra-
phy of logistics activities is the result of 
this need of flexibility, in terms of organ-
isation and location. These results are 
similar to those regarding the geography 
of flexible economic activities (Dicken 
2015; Carroué 2002; Scott 1988; Har-
vey 2010): The preferred locations are 
close to urban areas, with an efficient 
real estate offer and good accessibility. 
These places are also far from socio-eco-
nomically or environmentally damaged 
territories such as the old industrial re-
gions. In this context, at the regional lev-
el, logistics activities participate in the 
metropolisation of the economic activity. 
However, there are differences among lo-
gistics activities and there are some con-
tradictory logics among the scales of 
analysis. For example, logistics real es-
tate prefers suburban locations, because 
of the cost and availability of land. In ad-
dition, good freight transport connexions 
are needed, which explain the overrep-
resentation of logistics activities in port 
cities. This situation has consequences 
for European territorial development 
and cohesion. 
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Logistics and spatial develop-
ment
Public policy on logistics is the result of 
the European, national and regional ac-
tions on economy, spatial development, 
social matters and environment (Fig. 5).

At the European level, economic policy 
is based on the creation of a competitive 
and unified market (Baudelle et al. 
2011). In this context, the development 
of freight transport and logistics services 
is promoted as a tool for exchanges 
growth and European territorial integra-
tion (EC 2007). By promoting logistics, 
the EU acts in the same way as other in-
ternational actors such as the World Bank 

or the OECD (Hesse 2015). By the same 
logic, the enhancement of “European 
champions” in logistics is a major goal 
because it may serve the competitiveness 
of the economy (Plehwe 2001; EC 2007). 
Part of these new logistics leaders come 
from the privatisation of mail and trans-
port services (Dörrenbächer 2003). On 
transportation matters, European aims 
are the development of multimodal trans-
port and reducing environmental impacts 
by promoting an efficient and competi-
tive transport market (Tight et al. 2004). 
Finally, the regional spatial development 
strategy is based on territorial competi-
tiveness and subsidiarity (Gunder 2010; 

Vanolo 2010). Land use and economic 
policy is therefore delegated to regions.

At the national and regional levels, 
authorities follow an entrepreneurial 
policy, focused on economic develop-
ment and private investment attraction. 
This is the consequence of the growing 
competition among European territo-
ries, of the rescaling of territorial com-
petences and of the evolution of eco-
nomic climate (Swyngedouw 2000). 
While benefiting from growing compe-
tence, regional authorities are in no po-
sition to regulate the economy; in this 
context, the downscaling of competenc-
es results in the obligation of public 

Source: STRALE 2013
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bodies to improve the business climate 
in order to enhance their position in a 
more global and competitive economy. 
As a result, regions are looking for in-
vestment (Harvey 1989). 

In logistics, this results in the creation 
of new infrastructure for attracting activ-
ities (i.e. logistics platforms) and of new 
business clusters for promoting their ter-
ritories. Indeed, logistics is seen as an in-
teresting activity, because it is a growing 
activity that may create low-skilled jobs 
and that seems less vulnerable to offshor-
ing because of the link between final dis-
tribution and consumption markets 
(Hesse 2008). Moreover, logistics has the 
potential to connect territories to global 
production and distribution networks 
(Hesse 2015). So, logistics is frequently 
promoted by regional authorities, in par-
ticular in (old) industrial territories, be-
cause of the need for reconversion of man-
ufacturing activities and jobs. Regions that 
were previously reluctant to host logistics 
activities, because of freight transport nui-
sances now aspire to become (European) 
logistics nodes (Hesse 2015).
Of course, these evolutions of public ac-
tion are linked to changes in the eco-
nomy. The European and world eco-
nomy are becoming more integrated 
and competitive, which is conducive to 
the growth of freight exchanges (Dicken 
2015). In consequence, logistics ser-
vices are growing, for treating and su-
pervise these goods flows. Related real 
estate services are also developing, fol-
lowing a similar operating mode as an 
office market: gathering institutional 
funding and investing in logistics real 
estate development (Hesse 2008; 
McKinnon 2009).
Thus, a common goal appears: the crea-
tion of new logistics spaces. This is an in-
strument of job creation, network integ-
ration, spatial development and attracti-
veness for public bodies, a potential 
development space for logistics services 
and a place to invest for real estate ac-
tors. 

As a consequence, there is a prolifera-
tion of logistics platforms in Europe. They 
are frequently based on joint public-pri-

vate partnerships (Hesse 2008). These 
initiatives are not supervised by a Euro-
pean structure, even if they have an inter-
national reach; in the territorial compet-
itiveness approach, the regulation of ini-
tiatives is expected to come from the 
competition among infrastructures. The 
privileged locations are seaport hinter-
lands, for attracting global logistics pro-
viders acting at a European level. Regard-
ing transportation matters, logistics plat-
forms are often multimodal, giving access 
to waterway or rail with direct connec-
tions to major seaports.

On this basis, five European logistics 
platforms are studied as examples. These 
case studies are chosen because they rep-
resent five countries, being one of the 
major infrastructures of the country 
(Hesse 2008; Strale 2013) and having 
that goal of attracting European-wide lo-
gistics services. These platforms are list-
ed in Table 1:
• Logport Duisburg is located in Euro-

pe’s largest inland port. This logistics 
platform aims at participating in the 
development of Duisburg as one of the 
most important logistics node in Eu-
rope. Logport is based on a public-pri-
vate investment and management and 
is located on an old piece of industrial 
land. It benefits from a multimodal 
terminal operated by major container 
operators. The occupants are major 
German and global logistics providers. 

• Venlo Tradeport is an industrial park 
which has been retargeted to logistics. 
New industrial lands have been dedi-
cated to logistics providers on pub-
lic-private partnership basis. The dis-
trict was specialised in foodstuff pro-
cessing, so large scale fresh logistics 
services have been targeted. There is 
a multimodal terminal with direct link 
to Rotterdam. Due to the relation of 
Venlo Tradeport with food production, 
half of workforce is seasonal.

• Daventry DIRFT is located between 
London and Birmingham, along the 
M1 highway and is directly linked to 
railway. It is a fully private operation, 
based on the development of new in-
dustrial lands and warehouses for lo-

gistics operators working at the nati-
onal or international level. The occu-
pants are major UK logistics operators 
and supermarket distribution centres.

• Dourges Delta 3 is a new logistics plat-
form that has been created on a former 
mining site. It is based on a public-pri-
vate partnership. Dourges Delta 3 is 
located along the highway between Pa-
ris and Lille and is connected to a 
high-capacity waterway linking the 
platform to Dunkerque. There is also a 
rail connection. New industrial lands 
and platforms have been created on the 
site. The occupants are European dis-
tribution centres and logistics services. 

• Liège Trilogiport is a future logistics 
platform that will be created close to 
Liège, along the Meuse and Canal Al-
bert Waterway, connecting it to Rotter-
dam and Antwerp. The site is a former 
coal factory. It will be based on a pub-
lic-private partnership for financing 
the multimodal infrastructures, indus-
trial lands and warehouses. Trilogi-
port is focused on European distribu-
tion and logistics by promoting its 
connection to major seaports and the 
vicinity to major markets.

These projects have several points in 
common.
Firstly, the funding is frequently based on 
public-private partnerships: public au-
thorities provide lands and private actors 
build warehouses. Regional and Europe-
an authorities are the major actors in the 
creation of logistics platforms, illustrat-
ing the key role of these decisional levels. 
On the private side, partners are banks, 
insurance companies and real estate pro-
viders. The management follows the 
same scheme, with a participation of pri-
vate and public actors.

The locations of these logistics plat-
forms are very similar: seaport hinter-
lands, with good road and multimodal 
connections to major seaport terminals. 
The aim is attracting European scale lo-
gistics providers that need to distribute 
goods at the continental level. Thus, the 
focus is on land availability, high capacity 
access to main transport nodes and fa-
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mous partners, in particular for real es-
tate offer. At a smaller level, preferred lo-
cations are brownfields. Indeed, this may 
give access to rehabilitation funds and it 
may also correspond to old industrial ter-
ritories, where there is a need for new ac-
tivities (Hesse 2015). In this context, 
these major logistics platforms are seen 
as redevelopment tools.

Regarding transport, multimodal ac-
cessibility is important, and all the logis-
tics platforms benefit from a terminal 
that is managed by major seaport con-
tainer transport actors. This seems to be 
an important factor for attracting logis-
tics actors.

Finally, the occupiers of these logistics 
platforms are very similar: major distri-
bution centres and European logistics 
platforms. They use their site as a natio-
nal or European node.

These policies and infrastructures 
raise several issues. 
They illustrate the similarities between 
regional policies around Europe. Faced 
with the need to attract investors in com-
petitive context, authorities act in the 
same way: positioning themselves as “lo-
gistics hubs” (Hesse 2015) in order to at-
tract large logistics and freight transport 
providers and to be a node in the trans-

portation networks. Because of the lim-
ited public financial resources and fol-
lowing an entrepreneurial policy, these 
projects are based on public-private part-
nerships. 

Thus, there is a competition among 
these territories to attract the same in-
vestors with the same arguments. In this 
context, private actors are free to use this 
competition to take advantage of better 
settlement conditions and more generous 
subsidies. Moreover, there is disequilib-
rium between large logistics firms or real 
estate actors and local or regional au-
thorities. The former may invest and 
move at will within the European territo-

Investment

Dourges Delta 3Daventry DIRFT Liège Trilogiport

Date of
creation

Land area

Warehouse
surface

Location Former industrial site
along the highway and
the waterway

2016

Investment: 160 m€

- Public: 43 m€ 
(20.5 m€ Région
Wallonne / 
22.5 m€ UE-ERDF) 

- Private: 115 m€
(DP World, WDP, DLL)

100 ha

Sources: Delta 3 2011; Duisport 2004, 2009; NOTTEBOOM 2009; Provincie Limburg 2008; RRSLP 2010; Wallonie, DGO2 2012

Old Krupp factory,
along the Rhine

1998

265 ha

200,000 m² built,
200,000 m² to be built

Industrial park: public
Investment: 200 million €
(155 m€ Port of Duis-
burg / 45 m€ UE-ERDF)

Trimodal terminal:
24 % Port of Duisburg
66 % Contargo (Rhenus)
10 % Hupac (Switzerland)

Real estate investment:
Privé, notamment
Prologis et RAG Montan

New industrial spaces
along the highway

1980

470 ha

350,000 m²

Tradeport industrial
parks: public land owned
by the municipality

bimodal terminal: TCT
(subsidiary of ECT
container terminal
manager)

Former industrial site
along the highway and
the waterway

2003

Total investment:
305 m€

- Public: 138 m€
(100 m€ NPdC /
38 m€ UE-ERDF)

- Private: 167 m€
(real estate)

300 ha

200,000 m² built,
300,000 m² to be built

Multimodal
access

Bi- or trimodalTrimodal TrimodalTrimodal Bimodal rail-road

New industrial spaces
along the highway

1997

Fully private investment

Real estate investment:
BT, Aviva investors,
Prologis

174 ha

Workforce (2,000)1,500 1,500 permanent
+ 1,500 seasonal

1,0003,000

Main
occupiers

Wincanton NYK Rhenus
IHG Cobelfret Mackprang
Group, GNS Imperial
group, Rhenus, Rheiner
Bronen, Simon Hengele,
Helman, DHL, Schenker,
GEFCO, Géodis

DP World, WDP, DLGPrologis, Géodis, DSV,
KLG, UPS Arrow, DHL,
Eurotyre, Rhenus

DHL, Kiabi, Decathlon,
Gefco, Rexel, Dascher,
Leroy Merlin

Tesco, Royal Mail, Eddie
Stobart, DHL, Mother-
care, Ingram Micro, NFT,
Malcom Group, Nissin

300,000 m² built,
1,000,000 m² to be built 

Manage-
ment

Land and warehouses:
WarehouseDePauw et
Deutsche Lagerhaus
Gesellschaft

Terminal: Port de Liège
and DP World

Logport: Port of Duis-
burg,
- 55 % Port of Duisburg
- 45 % RAG Montant
- Immobilien GmbH

Trimodal terminal: CMA
CGM, NYK and duisport

Prologis manages part
of land and warehouses

Land: private
management

Terminal: TCT

Land: Public

Terminal: LDCT
(Naviland, novatrans,…)

Land: Prologis

Terminal: Malcom Group

Venlo TradeportLogport Duisburg

150,000 m² to be built

Main Northwest European logistics platforms

Tab. 1: Main Northwest European logistics platforms
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ry when the latter depend on these large 
private actors’ strategies for their eco-
nomic and territorial developments.

Yet, logistics activities are less connect-
ed to their hosting territory, in particular 
European wide ones (Oosterlynck & 
Swyngedouw 2010; Hesse 2015). They 
are mobile and they may easily and rap-
idly move to another location because of 
financial incentives or strategic decisions. 
So, it may be risky to base its strategic de-
velopment on these activities. 

Thus, there is a higher risk of un-
derused or misused infrastructures 
where the offer of logistics platforms will 
be excessive or inadequate. At this time, 
these situations are limited to small plat-
forms, working at a lower scale (Hesse 
2008): in various European regions, the 
multiplication of infrastructure has gen-
erated empty and underused platforms. 
However, this phenomenon may also oc-
cur in larger platforms, if there are too 
many initiatives. Indeed, as stated in the 
first part of the article, not all places are 
suitable for logistics activities.

In addition, the employment growth in 
logistics and freight transport sector has 
not been scientifically or statistically 
proven. Indeed, the higher number of job 
in logistics and the development of logis-
tics providers are, at least partly, attribut-
able to the evolution of the industrial or-
ganization and to the outsourcing of these 
functions. Thus, job creation on logistics 
platforms may correspond to relocation 
or loss of activities in other places. 

Another promoted element when de-
veloping logistics platforms is the clus-
tering effect of such infrastructures 
(Sheffi 2010). However, as Hesse (2015) 
highlights, these logistics clusters are not 
so automatic and many logistics plat-
forms and nodes are only concentration 
of different enterprises without collabo-
ration and interactions. Thus, these may 
be fragile agglomerations, because of the 
absence of advantages of being close to 
each other.

From the environmental point of view, 
logistics platforms create various exter-
nalities, mainly higher freight traffic in 
the neighbourhoods and land consump-

tion (McKinnon 2009). Indeed, logistics 
is a low-density activity, based on sin-
gle-storey buildings and new develop-
ments, such as European distribution 
centres requiring large tracts of land. 
However, these logistics developments 
may be based on brownfield reconver-
sion. Regarding transportation matters, 
multimodality of logistics platforms may 
contribute to the reduction of road 
freight traffic. Yet, this requires a limited 
number of nodes, in order to concentrate 
freight flows on rail and waterways. 

In this context, the role and the action 
of the European Union are ambiguous. By 
promoting the development of logistics 
activities and by participating in the 
funding of many logistics infrastructures, 
the UE fuels competition among territo-
ries. Moreover, the absence of a Europe-
an framework on logistics platforms rais-
es the risk of waste, or at least of the mis-
use, of European funds and territory, 
because of the creation of underused or 
unused logistics structures. The main 
winners in this case are the private in-
vestors, because of the bargaining effect 
it creates inside the European territory, 
at the expense of European funds and 
population.

Discussions
The result of this study may be very use-
ful for improving the understanding of 
European territorial development. In-
deed, logistics activities are regularly 
seen as an economic (re)development 
tool both by the European Union and na-
tional or regional authorities. Thus, the 
understanding the spatial logics and of 
the territorial impacts of this activity is 
imperative.
Our result has put previous findings into 
perspective and has responded to a lack 
of knowledge about the economic geo-
graphy of logistics. This geography is 
exigent. It signifies that not all the Euro-
pean space is suitable and that logistics 
developments should be analysed care-
fully, to verify the actual needs and po-
tential of the chosen places. Since privi-
leged places already concentrate econo-
mic activity, logistics may not be the best 

economic sector for redeveloping terri-
tories that are facing economic difficul-
ties. Second, logistics is a necessary tool 
for improving the efficiency of goods 
exchanges. Therefore, its development 
influences the economic competition in-
side Europe and within Europe and the 
rest of the world. Third, the develop-
ment of logistics providers is the result 
of the externalisation of this operation 
by economic actors; its growth is not as-
sociated with a similar evolution of the 
employment. So, it creates a competiti-
on among European territories what 
wish to attract or preserve jobs. Finally, 
many environmental issues are linked 
with freight transport and logistics, so a 
knowledge of its geography is import-
ant. The preference given to semi-peri-
pheral spaces may be beneficial for road 
transport. However, the development of 
logistics hinterlands around seaports is 
a potential vector of goods consolidati-
on, which is a need for rail or inland wa-
terway development.

All these elements may be useful both 
for territorial and freight transport poli-
cies in Europe. In particular, it pleads for 
a more place-based approach of the Eu-
ropean policy in logistics and of related 
ESIF. Indeed, policies on logistics will not 
have the same results in all areas and 
some territories seem to be better suited 
for logistics developments. In addition, a 
better integration between freight trans-
port policies and logistics policies should 
be relevant. These are interlinked issues. 
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Résumé
Mathieu Strale
La localisation des activités logistiques dans le nord-ouest 
de l’Europe: une analyse empirique
Les activités logistiques se développent rapidement en Europe, 
en raison de l’évolution des structures économiques et de l’in-
tégration du territoire européen. Partant de ce constat, cet ar-
ticle s’interroge sur la géographie de ces activités à l’échelle de 
l’Europe du Nord-Ouest et sur les impacts territoriaux de cette 
activité. Pour répondre à ces questions, une approche empi-
rique est suivie, basée d’une part sur l’analyse de la géographie 
d’un échantillon d’établissements logistiques et d’autre part 
sur le décryptage de la politique poursuivie en matière de lo-
gistique en Europe. Les résultats illustrent l’importance des 
structures socio-économiques préexistantes pour comprendre 
la géographie de l’activité logistique. En outre, ils démontrent 
l’impact des mutations de la politique de développement terri-
torial sur la façon dont est traitée la question de la logistique 
en Europe

Logistique, nord-ouest de l’Europe, géographie, développement terri-
torial, politique régionale

Peзюме
Матье Штрале
Штандорты для развития логистики в Северо-Запад-
ной Европе: эмпирический анализ
В Европе в ходе формирования экономических структур и 
благодаря созданию единого европейского пространства 
произошло быстрое развитие логистики. Исходя из этого, 
в статье рассматриваются  географические аспекты 
развития логистики в Северо-Западной Европе и 
территориально-пространственные последствия 
указанного процесса. Работа основана на эмпирическом 
подходе. Основой географического анализа является 
изучение ряда типичных логистических штандортов 
Северо-Западной Европы. Вопросы регионального 
развития рассматриваются в рамках реализации 
соответсвующих европейских директив. Результаты 
показывают значение уже существующих социально-
экономических структур, необходимых для понимания 
географических аспектов логистической деятельности. 
Рассматривается влияние изменений в политике 
территориального развития на всех европейских уровнях 
принятия решений, касающихся развития логистики.

Логистика, Северо-Западная Европа, география, региональное 
развитие, региональная политика




