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he visibility of ports in the public eye and in terms of increased scrutiny 
by regulators and other government agencies has increased signifi cantly. 
Th e pandemic and the associated congestion in supply chains eff ectively 

brought ports to the forefront of public attention and, even after the dissipation of 
the problems, has generally left this attention at a higher level.

The one-off event of the Evergreen vessel the Ever Given blocking the Suez Canal, 
which took place in March 2021 during the pandemic, served to consolidate and 
expand attention on the supply chain. It was an unprecedented event that caught the 
public imagination and one that in 6.5 days, the duration of the blockage, racked up 
economic damage to the global economy estimated to be in the order of €2 billion to 
€2.5 billion.

Russia’s invasion of Ukraine has also seen supply chain issues jump to the front pages 
of the world’s media, with ports very much part of this. The importance of ports being 
allowed to function effectively to serve vital grain exports has been and continues to be 
to the fore. When Russia invaded, in February 2022, its navy blockaded Ukraine's Black 
Sea ports, trapping 20 million of tonnes of grain meant for export. As a result, world 
food prices soared and threatened to create shortages in Middle Eastern and African 
countries, which typically import a lot of food from Ukraine.

A deal subsequently brokered by Turkey, in July 2022, provided some relief of this 
situation, with a safe corridor established facilitating grain exports. This ran for 310 
nautical miles to and from the Ukranian ports of Odessa, Chornomorsk and Yuzhny/
Pivdennyi. While it lasted, this deal saw the export of nearly 33 million and a near 20% 
drop in world food prices. Russia chose to exit this arrangement almost a year on, but 
since then Ukraine has been quite successful in covertly moving grain across the Black 
Sea via a coastal route that maximises safety.

The end of the deal, however, also saw Russia launch a series of air attacks on 
Ukrainian ports. In turn, Ukraine has looked to utilise the Danube River as another 
route for grain exports and this too has attracted large scale attacks by Russia on port 
facilities, notably on ports near the Romanian border.

The war continues and with it the heightened profile of the role of ports in the supply 
chain.

There is also now the Israel-Gaza conflict, which has prompted serious attacks on 

EDITOR’S COMMENT

MIKE MUNDY
Guest Editor

Communication is key
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shipping by the Houthis, the Iran-aligned 
Yemeni group. Distressingly, these 
attacks against Red Sea shipping have 
recently caused the first fatalities of 
innocent seafarers.

Again, there is heightened attention on 
the supply chain, particularly concerning 
the disruption initially caused and the 
need to re-route vessels around the 
southern tip of Africa away from the 
danger zones. There has also been 
considerable media hype about the 
potential increased costs to business, 
retailers and the public in general.

The media spotlight continues to grow 
brighter.

Be prepared
What supply chain issues and the related 
media attention have taught us is that it 
is important to be fully prepared to 
respond to increased media attention. 
Ports are now much more on the radar 
than in pre-pandemic days, when there 
was less conflict in the world. The media 
management and public relations 
functions are commensurately much 
more important and, as such, worthy of 
increased resources to deal with this.  

This is an important message for the 
decade ahead, where increased scrutiny 
promises to be the order of the day.

There are also other, more positive, 
drivers to take this course of action. The 
clean energy transition, for example, is 
not just an area of potentially massive 
new business engagement but again 
makes ports subject to greater public and 
formal attention.

Recent times have provided 
some important lessons in the 
communication sphere. It is vital that we 
learn from these. :

Award-winning journalist Felicity 
Landon is a well-known figure in 
maritime circles, with the depth of 
knowledge and network of contacts to 
prove it. Felicity is versatile in her areas 
of coverage, with these spanning the 
container, dry and liquid bulk, cargo 
handling, energy and diverse other 
subject areas. In this issue, a highlight 
is her In Conversation piece with Karin 
Orsel, the first female President of the 
European Community Shipowners 
Association (ECSA) and Patrick 
Verhoeven, Managing Director, IAPH. :

FELICITY LANDON
Freelance journalist

Vlad Vorotnikov is an international 
journalist specialising in coverage of the 
energy, agriculture and transport 
services markets. He holds a master’s 
degree in journalism and specialises in 
covering Eastern Europe and Asia. Based 
in Georgia, he has been contributing to 
Ports & Harbours since 2018. In this 
issue, Vlad takes an in-depth look at 
investment activity in Pakistan’s port 
industry, recent and foreseeable, and 
charts future prospects and areas of 
challenge. :

VLAD VOROTNIKOV
Freelance journalist

Ben Hackett brings more than 35 years 
of experience in liner shipping, ports, 
international economics, trade and 
transportation planning as well as 
in-depth knowledge of the industry to his 
editorial commentary. In this issue, he 
addresses in depth near-time global 
economic prospects and assesses the 
potential ramifications of this for liner 
shipping and ports. :

BEN HACKETT
Consultant editor
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Different
perspectives

IN CONVERSATION WITH  KARIN ORSEL

Karin Orsel, the first female President of the European Community Shipowners’ Association (ECSA), 
and IAPH Managing Director Patrick Verhoeven (former Secretary-General of ECSA) 

discuss the importance of resilience, adaptability, inclusion and diversity, as the 
maritime industry faces immense challenges ahead

FELICITY LANDON

t's not unusual for maritime leaders to wear several hats 
– the breadth of experience they bring to their roles is of 
clear value. Karin Orsel is no exception, although 

perhaps she has even more hats than most. The owner and CEO 
of MF Shipping Group, which she founded 30 years ago, Karin is 
a board member of the International Chamber of Shipping, 
board member of the Royal Dutch Shipowners’ Association 
(KVNR), Chair of the International Seafarers Welfare Assistance 
Network (ISWAN), and an Ambassador and Past President of the 
Women's International Shipping & Trading Association (WISTA) 
– to name but a few.

Recently appointed President of ECSA, Karin says her various 
roles certainly help her to build a broad picture of the industry 
with various viewpoints. “My extensive experience in the 
maritime industry, at company, national, European and global 
level, provides me with a unique opportunity to approach 
challenges from different perspectives,” she says. “I am highly 
motivated to promote excellent working conditions for seafarers 
and to broaden the talent pool for our industry by focusing on 
diversity and inclusion. These are two areas where I want to raise 
standards for the industry. Although we already have good 
standards, I believe there is always room for improvement and 
we can raise the bar a little higher.”

Momentous occasion
Becoming the first female President in ECSA’s history is ‘a 
momentous occasion’, says Karin – signalling the positive 
progress we are making towards greater diversity and inclusion 
in the maritime industry. “I firmly believe that diversity brings 
fresh perspectives and innovative ideas to the table.”

Considering her goals for the coming two years, she notes that 
navigating the complexities of the post-pandemic recovery and 
geopolitical unrest has been a challenge for the shipping sector. 
“With the climate crisis in the backdrop and the introduction of 

the most ambitious climate package internationally, ECSA has 
faced a lot of challenges over the past four years. However, the 
organisation has managed to come out stronger and become 
the focal point of the shipping industry in Brussels.”

IAPH Managing Director Patrick Verhoeven, who was ECSA’s 
Secretary-General from 2013 to 2017, agrees. “The shipping 
lobby has made a huge leap forward in recent years, including at 
the international level of ICS, especially on topics such as 
decarbonisation,” he says. “In my day, there were still a 
considerable amount of national shipowner associations who 
were in denial about the carbon footprint of the industry. Today 
this is very different, and it is great to see how ICS is now able to 
play a very proactive role at the IMO, with ECSA doing the same 
in Brussels.”

Throughout the unprecedented challenges of Covid-19 and 
associated disruptions, and increasing geopolitical instability, 
shipping has remained resilient and adaptable, says Karin. “In 
fact, it has become increasingly clear that shipping is the 
cornerstone of European security, from energy to food to supply 
chain security. Shipping also plays a strategic role in achieving 
Europe’s climate objectives, towards the Fit for 55 target by 2030 
and the Net Zero target by 2050. It is key for Europe to support 
shipping as a strategic sector, but this needs to be balanced 
against the need to ensure open access to markets, avoiding a 
protectionist approach.”

Resilience has also become a key theme for IAPH. “The 
pandemic brought this topic to the forefront of our agenda,” says 
Patrick. “We started out with a Covid-19 Taskforce which met on 
a weekly basis to track the worldwide impact of the pandemic 
on port business. We quickly transformed it into a permanent 
technical committee, and this has been very useful as we have 
been moving from crisis to crisis since, with the Red Sea attacks 
being the latest unfortunate episode. Our committee produced 
a series of concrete guidelines that help ports deal with 

I
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unpredictable disruptions and strengthen their resilience as 
critical infrastructures.” 

He adds: “The recent crises have also brought the maritime 
industry closer together and there is now a permanent dialogue 
between IAPH, ICS and other stakeholder organisations.”

Global regulation
ECSA has welcomed the objectives of Fit for 55 and worked 
closely with the EC to achieve workable solutions for the 
shipping industry in its discussions around the EU Emissions 
Trading System (ETS) and FuelEU regulations, to ensure that 
these measures deliver on their decarbonisation goals, says 
Karin. However, we should not forget that shipping is a global 
sector that needs global regulation, she adds. “This is key to 
ensure that European shipping operates on a level playing field 
internationally. In its recent Communication on the EU 2040 
climate target, the Commission considers differentiated targets 
for shipping in alignment with the IMO GHG Strategy, under the 
three scenarios for the decarbonisation of the European 
economy. We believe this is a strong message of support to the 
IMO to develop the measures necessary to reach Net Zero GHG 
emissions from international shipping by 2050.”

Cooperation between shipping and ports is paramount when 
facing challenges such as decarbonisation and digitalisation – 
indeed, these challenges create opportunities for increased 
cooperation, notes Karin. “We cannot work without each other. 
The infrastructure for new fuels is an example. Ports will play an 
increasingly important role in delivering new fuels and the 
dedicated bunkering infrastructure for the green transition. In this 
regard, ECSA and the European Sea Ports Organisation (ESPO) 
cooperated closely to push for the earmarking of the revenues of 
the EU ETS for transfer back to the maritime sector, and we are in 
dialogue with the Commission and other stakeholders to best use 
these revenues under the EU Innovation Fund.” 

Karin was only 23 when she ‘took the plunge’ and set up MF Shipping 
Group in 1994. Today it manages 55 vessels

         It is key for Europe to support
         shipping as a strategic sector, but 
this needs to be balanced against the 
need to ensure open access to markets, 
avoiding a protectionist approach

‘‘
KARIN ORSEL, President, European Community 
Shipowners’ Association (ECSA)

Although it is understandable why the EU wants to press 
ahead with the inclusion of shipping in its Emissions Trading 
System, Patrick has serious doubts about its effectiveness, given 
also the negative impacts it will have on port trade. “The 
proposal was already on the table when I was at ECSA and I 
recall that European ports did not share the concerns of 
shipowners back then and were even openly lobbying in favour 
of the inclusion of shipping,” he says. “Now it appears that these 
concerns were legitimate and that the risk of diversion of traffic 
away from EU ports as a result of the scheme is real. 

"All eyes now are on the IMO, which is expected to set the 
framework for its own market-based measure in the coming year. 
I sincerely hope that the EU will then withdraw its scheme and 
align with the global market based measure (MBM), which is 
more likely to take the shape of a carbon levy.” IAPH is arguing in 
favour of a scheme that will earmark revenues collected from an 
international shipping MBM to port infrastructure projects in 
Least Developed Countries and Small Island Developing States, 
including investments that will protect these ports from the 
effects of climate change and enable them to play a role as 
energy hubs.

People-centred energy transition
The importance of a ‘people-centred’ energy transition and the 
need for upskilling and reskilling of seafarers are essentials 
highlighted by Karin.  

“Shortage of skilled labour is a societal and economic challenge. 
It is striking that 77% of EU companies struggle to find workers 
with the necessary skills,” she says. “This is even more pronounced 
in the maritime sector, where shortage of skilled labour is a 
significant problem, in particular for more technical functions, 
such as ratings and engineers. The green transition brings 
additional challenges, as future fuel technologies such as 
hydrogen, ammonia, batteries and biofuels, to name a few, require 
new skills, education and operational training for seafarers. 
Studies show that as many as 800,000 seafarers will require carbon 
upskilling by the mid-2030s. I believe that a people-centred 
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transition is important across the whole maritime sector. For 
example, low and zero-carbon fuels on board ships have different 
technical characteristics to the current marine fuels and come 
with safety implications requiring training and reskilling of both 
seafarers and port employees. 

The influx of talent in the port industry is also a concern for 
IAPH. “We have started a discussion internally of what we can 
do to attract tech-savvy people to our sector to ensure future 
generations of workers. This includes people with a nautical 
background, who are much needed in many shore-based 
professions, such as harbour masters, maritime pilots and 
others,” says Patrick.

Port call optimisation
Is there always a tension between shipping lines and port/
terminal operators? Karin would argue that there is always room 
for improvement on both sides. “We look forward to our 
continued cooperation with the port organisations. Ports are the 
engines of the economy and major enablers of open trade. We 
need to work together so that paperwork is reduced and 
operations become more digitalised, to save time and make trade 
more efficient. We’ve got a big exercise at European level with the 
European Maritime Single Window environment that aims to 
streamline the submission of data requested by ports and 
competent authorities. We should work even harder to optimise 
port calls so that ships do not wait for days to enter the ports.”

Patrick couldn’t agree more. “Port call optimisation is a 
no-brainer, but it is still far from being widespread practice. A lot 
of good work has been done by the International Task Force Port 
Call Optimisation in mapping out port call processes and 
advocating international standards, but we need to start using 
them worldwide.”

Karin was only 23 when she ‘took the plunge’ and set up MF 
Shipping Group in 1994. “I had the opportunity to take over a 
bankrupt company where I was working. Starting with a modest 
fleet of six vessels and a team of 50 crew members onboard and 
just three people in the office, my adventure began,” she says.

Today, MF Shipping Group manages a fleet of 55 vessels with 
approximately 1,250 crew members on board and a further 80 
employees in its office in the Netherlands. “Our fleet includes a 
diverse range of vessels, from product and chemical tankers to 
multipurpose vessels, self-unloaders, cement carriers and a 
roll-on/roll-off vessel. We are recognised as a leading ship 
management company in the tanker segment.

“During those times, I was fortunate to have the right people 
around me for valuable advice and support – people who 
believed in me. This experience taught me the importance of 
trust and accepting support. In my work, I share my experience, 
network and knowledge in the belief that if everyone helps a few 
people in some way, it will create a positive chain reaction.”

One of the first lessons she learned from her own experience 
is the importance of staying authentic and true to yourself. “By 
doing so, you not only build a trustworthy reputation, but also 
inspire others to do the same. I have been able to sustain these 
30 years by staying true to myself, and it is still about trusting 
and surrounding yourself with the right people. Success is a 
team effort.”

Diversity and inclusion
MF Shipping Group strives for diversity and inclusion at various 
levels within the organisation, including roles that are 

traditionally considered ‘male dominated’ such as technical 
superintendent, and vice versa. Diversity goes beyond gender, she 
emphasises. “We work with 21 different nationalities on board 
and 11 different nationalities in the office. We work to create an 
inclusive work environment where individuals, regardless of 
gender, age, sexual orientation, religion or other characteristics, 
can thrive and contribute to the maritime industry.

“Diversity in the maritime workforce is not just a matter of 
equality; it is a strategic imperative that brings a wealth of 
benefits to the industry. Both women and men bring unique 
perspectives, skills and insights that drive innovation and 
improve overall performance.”

Addressing the barriers for women in the maritime sector 
requires a multifaceted approach, she notes. “This includes 
reducing gender bias, providing adequate onboard facilities 
such as sanitation and appropriate clothing, implementing 
mentoring programmes and offering opportunities to promote 
work-life balance. Educational initiatives such as outreach 
programmes and scholarships can play a crucial role in 
encouraging young women to pursue studies and careers in 
maritime-related fields.

“Encouraging more women to pursue maritime careers is 
crucial to unlocking untapped talent and ensuring a dynamic and 
forward-looking industry. To attract more women to maritime 
careers, it is essential to break down existing stereotypes and 
showcase diverse role models. Highlighting success stories, such 
as my own story of starting my own business as a shipping 
manager at the age of 23, can inspire women to consider the 
maritime sector as a dynamic career path.”

Patrick concurs that there is a need to encourage greater 
diversity and foster new types of leadership in the maritime 
sector. “The latter is especially an issue for port authorities, 
which are moving from traditional ‘landlords’ to more 
entrepreneurial business developers, and this obviously 
requires a different managerial skillset. This partially links to 
the World Bank’s upcoming new edition of the ‘Port Reform 
Toolkit’, to which we contributed as IAPH, and I hope we can 
announce a concrete initiative on the future of work in ports 
later this year.” :

         A lot of good work has been done
         by the International Task Force 
Port Call Optimisation in mapping out 
port call processes and advocating 
international standards, but we need 
to start using them worldwide

‘‘
PATRICK VERHOEVEN, Managing Director of IAPH
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REGIONAL FOCUS: S.E. ASIA

With the economy in China potentially faltering, what are ports in Southeast Asia doing 
to take advantage of the shift in manufacturing activity to their region?

A J KEYES

s China still the unstoppable economic force and 
manufacturing engine room for the world? Well, it is 
becoming apparent that a combination of economic 

challenges, following Beijing’s hard-line COVID-19 approach to 
completely shut-down port cities, continues to raise questions 
about the country’s future trading position.

There has been a negative impact on the supply chain for 
goods out of China, with the container industry of shipping 
lines, beneficial cargo owners and ports receiving the Chinese 
export loads, being negatively impacted. Unsurprisingly, 
manufacturing has continued to move to other locations, 
ostensibly to Southeast Asia, as well as India in South Asia. 

Countries in the the South East region are highlighted in Figure 
1, and this review assesses major container ports in this area. 

The region’s transshipment hub ports are highly established 
and this is reflected in the volumes handled (Figure 2). 
Singapore has long been one of the largest, or the largest, 
container volume ports globally, reflective of its current activity 
of over 39 million TEU per annum, while both Port Klang (14.06 

million TEU in 2023) and Tanjung Pelepas (10.48 million TEU 
per annum) also, unsurprisingly, handle higher volumes than all 
gateway facilities.

Nevertheless, there are substantial container volumes, and 
continued year-on-year growth, moving through many 
gateway ports in the Southeast Asia region (Figure 3). 
This is true in Vietnam, which is a country that continues to 
seek manufacturing growth, including encouraging a switch 
from China.

Vigorous Vietnam
There has been continued growth at major container ports, such 
as Haiphong in the north, handling an estimated 5.70 million 
TEU in 2023 and reflecting growth of 7.3 per cent per annum in 
the period since 2010. Likewise, in the south is Ho Chi Minh City, 
which saw an estimated eight million TEU in 2023, annual 
growth of 5.1 per cent since 2010.

VietnamCredit recently stated that it expects Vietnam’s 
container port traffic to increase by 8.6 per cent per annum 

I
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during the period 2022-2030, meaning that there is a continued 
need for more investment in infrastructure and equipment.

In response to the expansion of container port capacity, the 
government in Vietnam is focusing on developing the quality of 
facilities at both Hai Phong and Cai Mep ports to what it 
classifies as “international standards.”

Mediterranean Shipping Co (MSC), with the Vietnam 
Maritime Corporation, is developing a massive new container 
terminal near Ho Chi Minh City, which is looking to invest 
US$6bn over an 18-year period.

The aim is to build a new terminal on a 1,400-acre site, with an 
annual capacity of up to 15 million TEU per annum and able to 
support ships up to 24,000 TEU in size.

Interestingly, the facility is anticipating 80 per cent of its 
volume to be international cargo and the remaining 20 per cent 
serving domestic demand.

The terminal is slated to be operational in 2027 and then 
develop in seven phases by 2040 and follows recent port 
developments by both Maersk Line and CMA CGM in the region.

Thailand’s eastern focus
Thailand’s maritime freight industry continues to build steadily, 
with over 90 per cent of goods imported to and exported from 
the country moving by sea. The country has signed a range of 
agreements on economic cooperation that aim to increase trade 
and investment flows, notably amongst the ASEAN Economic 
Community (AEC). 

Around 70 per cent of Laem Chabang container port volumes 
involve Intra-Asian trade, with links to China of importance. 
Despite a minor drop in 2023 to 8.68 million TEU, down slightly on 
the 2022 figure of 8.73 million TEU, this port has recorded 

increases of four per cent per annum between 2010 and 2023. 
Despite previous weak global demand, for Q3 and Q4 of last 

year the national government reported “good shipment” 
demand because of positive year-end orders, with confirmation 
of a “cycle where there will be a lot of orders" .

Improvements in Laem Chabang continue to occur at the 
expense of Bangkok, which has seen its 2010 total container port 
throughput of 1.50 million TEU fall to around a 1.30 million TEU 
annually. 

This position is not expected to change because port 
development continues to be focussed in Laem Chabang, which 

Figure 2: Total container throughput at key transshipment ports in Southeast Asia, 2010-2023e in TEU
Source: Port authorities, published press, UNCTAD, dataand.com

Figure 1: S E Asia – container powerhouse
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is currently working through a US$927 million expansion that 
will see the existing stated capacity of 11 million TEU per annum 
increase to 18 million TEU per annum by 2029.

This expansion is linked to the country’s growth plans for its 
Eastern Economic Corridor (EEC), which is targeting the 
development of Thailand’s eastern seaboard into a hub for 
high-tech industries, including medical services, biotechnology, 
biofuels, automation/robotics, aviation, digital technologies and 
smart electronics. Automotive is already a vital cog to the 
national economy, accounting for 10 per cent of national GDP.

Currently, approximately 88 per cent of transport from the 
port is via the road system and 9.5 per cent by rail. A new 
freight rail hub will increase the handling capacity for rail 
transport from 500,000 TEU per year to two million TEU per 
year. This will increase the proportion of container traffic 
moved by rail to 30 per cent.

Strong ICTSI Investment in Philippines
Manila in the Philippines is another of the very largest container 
ports in Southeast Asia. In 2023, the port handled an estimated 
5.21 million TEU, which confirms growth of 3.7 per cent per 
annum since 2010, when 3.26 million TEU passed through its 
facilities.

International Container Terminal Services Incorporated 
(ICTSI) has commenced work on the expansion of the Manila 
International Container Terminal (MICT). The construction of 
the new Berth 8 will be carried out in two phases and will allow 
MICT to handle extra volumes, while accommodating next-
generation container ships of up to 18,000 TEU, to complement 
its existing capacity of three million TEU per annum.

The new Berth 8 will add 400m of quay and up to 12ha on the 
landside, with a dredged depth of 13.5m, with the possibility of 
further dredging to a depth of 15m.

Figure 3: Total container throughput at key gateway ports in Southeast Asia, 2010-2023e in TEU
Source: Port authorities, published press, UNCTAD, dataand.com (e = estimated)

MICT remains a key facilitator of trade for the Philippines, 
complemented by ICTSI’s network of marine and inland 
terminals across Luzon, the Visayas, and Mindanao.

At the same time, Asian Terminals, Inc. (ATI) is increasing the 
Manila South Harbor’s annual capacity to nearly two million 
TEU per annum capacity, up from 1.5 million TEU per annum. 
The construction of Pier 3 adds five new yard cranes and two 
ship-to-shore (STS) container cranes.

New Priok Port for Indonesia
Indonesia’s largest volume container port, Tanjung Priok, 
handled an estimated 6.5 million TEU in 2023, which reflects 
growth of 2.5 per cent per annum in the period since 2010. This 
is down on the decade-high 2018 figure of 7.64 million TEU, 
although this resulted in substantial congestion with the port 
reportedly only designed to offer a capacity of five million TEU 
per annum. 

Consequently, it is unsurprising that there are plans to 
increase container-handling capabilities, through the ongoing 
project for New Priok Port (also known as Kalibaru Port) on a 
195-acre site in North Jakarta.

When completed, the new facility will enable Tanjung Priok to 
increase its annual capacity to 18 million TEU per annum, with 
the ability to facilitate ships of up to 18,000 TEU+.

Ports in Southeast Asia continue to see increases in 
container volumes handled but the shift of manufacturing 
from China means a need for more terminal capacity. 
It needs to be delivered because the ability for manufacturing 
to shift to India also remains a competitive threat. Indicative of 
this trend: the port of Tuticorin has just issued tenders for two 
new high-capacity container terminals in the port’s outer 
harbour offering an eventual total throughput capacity of
4 million TEU. :

-

1,000,000

2,000,000

3,000,000

4,000,000

5,000,000

6,000,000

7,000,000

8,000,000

9,000,000

10,000,000

2
0

10

2
0

11

2
0

12

2
0

13

2
0

14

2
0

15

2
0

16

2
0

17

2
0

18

2
0

19

2
0

2
0

2
0

2
1

2
0

2
2

2
0

2
3

e

SIHANOUKVILLE

YANGON

TANJUNG PERAK
(SURABAYA)
TANJUNG PRIOK 

BELAWAN

JOHOR

PENANG

CEBU

MANILA

BANGKOK

LAEM CHABANG

CAT LAI (HO CHI MINH)

(JAKARTA)



1111

t’s clear that the Southeast Asia region is highly 
dynamic, but this has been driven by Chinese 
exports and the integration of regional industry 

by means of Chinese investment. This model now looks, 
at best, broken and far-reaching changes seem certain to 
reshape the port sector. China’s problems are well known: 
slower growth, a declining population and deepening 
concerns over regional political instability (Taiwan and 
other issues).

China’s unprecedented expansion has been driven 
primarily by low labour costs. This advantage is also 
declining, which is forcing international investors to look 
for alternatives, with this already modifying supply 
chains. There are plenty of alternatives to China in the 
region which offer cost advantages without the baggage 
of geopolitical threat. Realising these opportunities will 
require further large-scale port investment.

At present, major investments from international 
companies are focusing on nearshoring (the recent 
surpassing of China by Mexico as the US’s primary 
import source is a good example of this). However, it 
seems more likely that the focus will shift to lower cost 
ASEAN and Indian suppliers at the expense of China. The 
rapid pace at which China developed underlines the 
speed at which these changes could take place. The 
current hollowing out of Hong Kong provides a potential 
model of what could happen more broadly in China.

In ten years’ time?
If we discount the unmeasurable impact of any major 
geopolitical upset, then an extrapolation of these trends 
gives an indication of how the markets will develop. At 
present (as A J Keyes explains in the preceding article, 
Opportunity Knocks) investment is proceeding strongly 

in the region – although this (largely) represents a 
piecemeal expansion of major existing projects. 
Currently, the level of demand in most instances is 
insufficient to justify Megamax-capable port 
development. So, although demand is highly dynamic 
this indicates a general expansion of current operations. 
Looking ahead it seems that a phased development is the 
most likely outcome.

Initially, ship size limitations – together with a reliance 
on smaller ports – will see a further expansion in the 
feedering and transshipment model. This will directly 
benefit the major regional transshipment hubs – 
Singapore, Port of Tanjung Pelepas, Port Klang, etc. – 
where demand is set to accelerate further. The focus here 
will be on the Europe trades. Other ports will also see 
transshipment volumes increase for Transpacific 
operations, but this will be superimposed on direct 
export flows. It seems certain that this pattern will drive 
the market at least for the next five years.

Change of emphasis
After this, with volume accelerating further, the emphasis 
will switch to the provision of truly deepwater capacity 
allowing the direct handling of the largest container 
vessels. This will generate a new round of (commercial) 
investments in ASEAN ports and also in India.

This process of maturation of the market has already 
been underway for some time, but the real catalyst for 
development will be worsening uncertainties with regard 
to the role of China in the trades. These developments 
could happen quickly, and close attention must be paid to 
the development of inward manufacturing investment in 
the smaller regional economies and the consequent need 
for infrastructure funding. :

Andrew Penfold does some 
‘crystal ball gazing’ on the longer term 

outlook for Southeast Asia

Wake-up call

ANDREW PENFOLD
Independent Maritime Economist

I
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The world of terminal operations continues to evolve at a rapid pace. 
Ports & Harbors talks with a leading global operator about contemporary challenges 

and what it takes to succeed in a highly competitive sector

MIKE MUNDY

orts & Harbors sat down with 
Christian Martin R. Gonzalez, 
Executive Vice President, 

International Container Terminal 
Services inc. (ICTSI), to discuss what 
constitutes a modern-day international 
terminal operator, what are the 
prevailing areas of challenge and how 
does ICTSI separate itself from the 
crowd when it comes to providing 
terminal operating expertise for a 
landlord port authority?

His first point he sees as an important 
one and one that has not yet fully 
registered with many port authority 
managers. “The structure of the terminal 
operating industry has changed a lot 
over the last 10 years. There are now 
more categories of terminal operator 
than have existed previously with 
distinct differences between them which 

has implications for port authorities 
seeking a strong investor/good operator. 
As an example, there are more 
government-owned and controlled 
operators today, some of which are now 
targeting much longer concessions often 
via government-to-government deals on 
an exclusive basis. Similarly, while 
shipping lines have traditionally been 
players in the sector with the increased 
emphasis by many on transitioning to 
fully-fledged logistics providers. This 
means that terminal operating units can 
increasingly play the role of cost centre 
(not profit centre) supporting the core 
freight transport business.”

This is evolution Gonzalez 
acknowledges but it can also be 
distorting. Port authorities can be 
enticed under government-to-
government deals by both big sums of 
money and all sorts of add-ons. Equally, 
with shipping lines there is the 
attraction of volume but this, in reality, 
can be a honey trap as it is not 
accompanied by strong earnings 
characteristics.

Where does ICTSI sit in this context? 
“Where we always have, underlines 
Gonzalez, we pride ourselves on our 
independence, offering a level playing 
field of competitive services to all our 
shipping line and other clients” – Table 
2. “We also firmly believe that terminal 
concessions are best awarded via a 
competitive, fully transparent, tender 
process. We see the multi-criteria bid 

Talking Terminal Business

PIctured: ICTSI’s flagship Manila International 
Container Terminal is now seeing the 
proactive development of Berth 8 ahead 
of contractual requirements

P



         We pride ourselves on our independence,
         offering a level playing field of competitive 
services to all our shipping line and other clients…‘‘
CHRISTIAN MARTIN R. GONZALEZ, Executive Vice President, ICTSI
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– comprising a technical and financial 
submission – as having a proven track 
record, which properly administered, 
can deliver the best result for all 
concerned; host port authority, terminal 
operator and the terminal’s clients and 
stakeholders in general.”

How does ICTSI view Master Port 
Concessions, where the whole port is 
privatised? “I have to say we are still 
learning,” states Gonzelez. “Our fully 
automated terminal in Melbourne, 
Victoria International Container 
Terminal, is now hosted by such an 
entity and we have endeavoured to 
embrace the wider powers of the 
privatised Melbourne Port Corp (MPC) 
by placing a submission with them for 
the next phase of development at Webb 
Dock, but we have not yet seen any take 
up in this respect. We believe our 
proposition is unique in terms of the 
inherent scale economies and levels of 
efficiency that it offers. We remain open 
to engaging with MPC on this.” 

Gonzalez perhaps hits upon one of 
the ironies of so-called Master Port 
Privatisations in that the take-up for 
these has largely been by financial 
entities, private equity and so on, and 
that they are, comparatively speaking, 
new to the sector and tend to tread 
carefully not wishing to upset the host 
regional or central government. There is 
perhaps a case for them to be bolder to 
achieve more.

Cost Containment
Cost containment is an area of ongoing 
attention, as might be expected. “As you 
would expect we have a strong focus on 
this,” says Gonzelez. “Where capital 
projects are concerned, we budget 
carefully, the emphasis being on 
avoiding costly over-runs and 
maximising return on investment. In 
terms of operating cost, we see certain 

service areas as spiking to levels beyond 
what we consider to be acceptable, 
notably the IT side of things when 
paying on a per move basis. But this is 
not just our issue and as such we expect 
a market correction.”

At a broader level, it evident that 
ICTSI is not afraid to take risk as is 
exemplified by its 33 strong terminal 
portfolio with many of these business 
units sitting in emerging or developing 
markets which are recognised as having 
a greater level of challenge. “We are 

good in these markets,” underlines 
Gonzalez, “we have considerable 
experience and our track record speaks 
for itself with many successes under our 
belt.” He adds: “we were recently 
awarded the concession for Durban 
Container Terminal Pier 2 (DCT2) 
where we will work together with 
Transnet to boost efficiency levels 
across the board. We look forward to 
working with them and building a 
highly productive partnership.”

Also, on the subject of risk, it is known 

Headquarters: Manila, Philippines

Regional Offices: Manila (Asia-
Oceania), Dubai 
(Europe – Middle 
East – Africa), 
Panama: 
The Americas

Founded: 1987

Terminals: 32 

Market 
Capitalisation:

US$ 10 billion

Table 1: ICTSI: Key facts

ICTSI’s terminal portfolio is diverse. It spans the fully automated Victoria International 
Container Terminal in Melbourne through to multi-purpose facilities
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from ICTSI’s current investment activity 
that it is not afraid to invest over and 
above the requirements of any 
concession agreement, subject to 
identifying the usual business positives 
for doing so. 

ICTSI is presently developing Berth 8 
at its flagship Manila terminal which 
will cater for increased demand but 
importantly also allow vessels of up to 
18,000TEU capacity to be handled. In 
this context, Gonzalez has previously 
explained: “ICTSI is not specifically 
obligated under its contract with the 
Philippine Ports Authority to build 
Berth 8. We’re doing it to become more 
competitive….our commitment has 
always been to provide the highest 
levels of service and infrastructure, and 
building another berth to increase our 
terminal’s capability is one way of 
honouring that commitment.”

What makes ICTSI successful?
ICTSI has turned in some impressive 
results recently compared to its peers in 
terms of profit margin on turnover and 
yield per TEU handled. When asked by 
P&H what makes ICTSI the best in the 
sector, he points to the Group’s recent 
financial performance as a barometer of 
this and similarly the range of blue-chip 
investors in ICTSI, many headquartered 
in the USA and Europe. But it is just not 
one thing which has propelled ICTSI 
forward and which gives it strong 
credentials as an investor and operator 
– Gonzalez cites a menu of key factors 
which he summarises in Table 2 and 
which makes interesting reading. :

Independence We value our independence as a great asset which enables us 
to treat all liner and other clients even handedly.

Ultra Diverse This is reflected in our terminal portfolio which spans mature, 
developing and emerging economies and is reflected in our 
operating expertise, which extends right across from one 
of the world’s most successful fully automated container 
terminals, active in Melbourne, Australia, through to multi-
purpose facilities.
Our ability to adapt to local requirements, partner and client 
needs is reflected throughout our terminal portfolio which 
also reflects our diversity in a development context spanning 
terminals developed on a Build Operate Transfer basis, 
acquired as a walk-in concession or in some cases on a full 
ownership basis.

Sustainability Sustainability is at the core of what we do at ICTSI, and our 
underpinning principle of Good Global Citizenship guides our 
relationships and actions. ICTSI’s sustainability initiatives serve 
as both our compass and ballast and enable us to evaluate our 
performance against our targets for social, environment and 
economic impact.

Management We maintain a slim but highly effective management team. 
Collectively, the Executive Management team possesses a 
wealth of experience drawn from along the supply chain – 
shipping, freight transport, port management and the terminal 
sector as well as other supporting specialist disciplines.

Workforce ICTSI empowers its workforce with training, including IT 
supported training, and permanence in traditionally difficult 
environments. Progressively, we are creating digitally driven 
jobs in markets where these did not exist before, up-skilling our 
employees and facilitating upward mobility in the workforce 
structure.

Digitally Empowered The company harnesses new digital technology to help build 
service capability and levels. Equally, there is a strong focus on 
empowering port users to make better, more timely business 
decisions with new digital tools such as the ICTSI App which 
gives port users real-time access to critical logistics data 
across ICTSI’s global operations.

Investment Friendly Building stakeholder value is a catalyst to our day-to-day 
activities and drive for progress.

Table 2: ICTSI: Key characteristics underpinning the ICTSI success formula

Pictured: ICTSI D.R. Congo – an important 
part of ICTSI’s success is its ability to rapidly 
adapt to challenging operating environments 

Christian Martin R. Gonzalez, Executive 
Vice President, ICTSI, identifies sector 
issues and key elements that have helped 
ICTSI build a network of 32 terminals, in 
19 countries and across six continents
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Closing the gaps

Q
&

A

Ian McRobbie, Programme Manager for Ports and Maritime 
Infrastructure at BMT in the Asia-Pacific region, shares BMT’s 
experience and ideas regarding collaborating with ports and 
closing the engineering gaps

Q: Please give us a brief introduction of 
your role and how you interact with the 
port sector.
A: I am the Programme Manager for Ports 
and Maritime Infrastructure at BMT in the 
Asia-Pacific region and play a pivotal role 
in the strategic planning and execution of 
maritime infrastructure projects. My role 
is to use my expertise and experience to 
ensure that BMT’s projects not only meet 
the current demands of the maritime 
sector but also anticipate future 
developments and challenges.

In my role, I act as a focal point for 
maritime infrastructure initiatives, 
overseeing BMT’s projects and strategies 
across the Asia-Pacific region. My 
responsibilities include governance of 
ongoing projects and engagement with 
current and prospective clients to ensure 
BMT’s offerings align with the evolving 
needs of the maritime sector. 

Q: What do you see as the critical 
factors now when planning and 
implementing port infrastructure 
development and guaranteeing a return 
on investment?
A: I believe that there are several critical 
factors in port infrastructure 
development that are crucial for ensuring 
a robust return on investment. This 
includes the efficient use of capital in 
both the construction of new port 
infrastructure and the enhancement of 
the operational efficiency of new and 
existing ports, with a notable industry 
trend towards the adoption of automated 
port operations. 

Environmental compliance and social 
licence to operate are also paramount in 
port infrastructure solutions, 
encompassing the management of 
emissions, water quality, noise and light 
pollution to meet community 
expectations and regulatory standards. 

Finally, futureproofing port 

infrastructure is essential, requiring 
foresight in planning for factors including 
increasingly larger ships, multi-user and 
multi-product cargo handling and the 
integration of renewable or alternative 
fuels and shore power — which will 
significantly impact port design and 
operations in the future.

Q: How has your range of services 
expanded in recent times to 
accommodate the new needs of ports; 
can you highlight one that you see as 
being particularly successful?
A: BMT has broadened its service 
offerings to meet the evolving needs of 
ports, merging environmental expertise 
with infrastructure design for a holistic 
port infrastructure design approach. A key 
example is BMT’s involvement in a 2022 
green port initiative at Malaysia’s Port 
Klang. Here, we conducted a feasibility 
study for an International Ferry Terminal 
Development, where our environmental 
and engineering consultancy services 
combined to promote a sustainable yet 
operationally efficient port ecosystem. 
This project underscores BMT’s ability to 
provide ‘blended’ consultancy outcomes, 
offering integrated solutions for the 
complex demands of contemporary port 
development.

Q: What do you identify as the main 
technical factors underpinning port 
development going forward?
A: Looking ahead, I highlight several 
technical factors that will underpin future 
port development. The implementation of 
flexible digital tools and the development 

of digital twins can revolutionise port 
planning, construction and operations, 
offering unprecedented efficiency and 
decision-making capabilities. Moreover, as 
ports become increasingly integrated 
within urban centres, technical solutions 
that mitigate their impact on 
neighbouring communities, such as the 
electrification of port operations, 
increased use of rail over road haulage, 
and the adoption of low or zero-emission 
fuels, will be crucial. Utilising digital 
modelling tools to quantify and validate 
these mitigations will be vitally important.  

BMT’s involvement in enabling the 
energy transition through our port 
infrastructure solutions underscores the 
critical role ports play in supporting 
marine energy systems, such as offshore 
wind, tidal and wave power generation. 
BMT’s expertise in global offshore wind 
energy, coupled with its comprehensive 
experience in port infrastructure design 
and development, positions it uniquely to 
support the growth of renewable energy 
infrastructure development in the region 
and globally. This holistic approach not 
only addresses the operational needs of 
ports but also aligns with BMT’s broader 
environmental and sustainability 
objectives.

Q: Is there anything you want to add 
about you and/or your company’s 
approach to handling the complex 
challenges relating to modern port 
operations?
A: BMT’s increasing focus is on 
innovation, data-driven technologies, and 
smart port operating models and reflects 
our commitment to redefining port 
operations for enhanced efficiency, 
security, and sustainability, which is what 
port developers and financiers are 
increasingly demanding. BMT’s holistic 
approach is finely tuned to modern day 
sector challenges. :
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he gloom and doom of the economic impacts of high 
interest rates, stubborn inflation, volatile energy prices 
and wars across three continents did not bear well 

for the global economy in late 2022 through 2023.  In the U.S., 
Europe, China and Japan, the various fiscal policies enacted to 
counter inflation (deemed the evil for economic growth) began 
to strangle growth, industrial output and trade as most of the G7 
economies considered that by fighting inflation the short-term 
pain would quickly turn into rapid growth with wages kept in 
check and a rise in investments leading to economic expansion.  
This return to the policies of the Austerity period which followed 
the Great Recession of 2010 was akin to a total loss of memory of 
the impact of the policies enacted during that period. As a result, 
we are witnessing stymied economic growth in most parts of the 
EU and Japan, where 2023 has turned out to be so low as to be 
considered recessionary.

Predictions of GDP growth for 2024 have been ratcheted back 
by most economic forecasting institutions as the cost-of-living 
crisis globally and the downward pressure on wages have sparked 
a reduction in retail sales which, in turn, impacts industrial 
production and subsequently lower energy consumption. 

Exception to the Rule
The exception to this has been the United States, where 
President Biden pushed for the "Infrastructure Investment and 
Jobs Act" which came into force in August 2022 augmenting 
spending of approximately $1.2 trillion, with $550 billion being 
newly authorised. The U.S. benefited from continuous growth and 
managed to see inflation reduced with little change in the low 
level of unemployment.  Very counter-intuitive.  Perhaps Europe 
should take note.

The growth was driven by increases in consumer spending, 
exports, state and local government spending, non-residential 
fixed investment, federal government spending, private inventory 
investment, and residential fixed investment. The consistent 
growth in U.S. GDP is highlighted in Figure 1. Note that this is 
contrary to developments in Europe, China, and Japan. The 

NEAR TERM ANALYSIS

estimated real GDP growth for the year 2023 is put at 2.3 per cent.
The weak EU economies and declining consumer demand in 

Japan are being felt in international trade as it failed to show 
much, if any growth at a global level. This had a direct impact on 
container carriers reported income as highlighted in the adjacent 
price index, with December 2023 rates registering at around 
50 per cent below the same month in 2022.

Red Sea Impact
Then along came the Houthi attacks on shipping passing into 
the Red Sea with links to Israel, beginning in November last 
year. Whatever the stated focus of targets was, it became more 
of a turkey shoot. After the initial uncertainty, most shipping 
companies opted to re-route via the Cape of Good Hope and for 
goods destined to the U.S. a diversion via the U.S. West Coast or 
Panama was also an option. The uninformed media and public 
institutions warned of rising inflation and shortages as ships 
could not use the Suez Canal and were faced with much higher 
costs. As this is not the first time that the Suez Canal was not 
available, carriers moved quickly to insert additional vessels into 
their services and to increase transshipment in order to maintain 
the schedule reliability of the larger ships.  Importers in Europe 
and the U.S. drew down on inventories to avoid undue shortages 
in the retail sector.

In short order, after a hiatus of a few weeks, revised schedules 
were in place with little subsequent impact on ports as the 
normal seven-day service recovered. Negatively impacted are the 
Suez Canal, Egyptian ports, and notably the Suez Canal Container 
Terminal, the ports of Aqaba, Jeddah and others. The cost of 
going around Africa is partly offset by not having to pay for the 
Suez Canal transit.

What next?
So where does this leave us in 2024? Currently in a state of 
uncertainty is probably the best description. In the latest, 
January, forecast of the International Monetary Fund (IMF) the 
predictions have moved from a recessionary outlook defined 

Amid geopolitical tensions and widespread uncertainty, Ports & Harbors puts 
global economic performance and allied port prospects under the microscope

BEN HACKETT

Global
economic

prospects

T
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as a hard landing to avoidance of a global recession defined as 
a soft landing. It projects global growth at 3.1 per cent in 2024 
and 3.2 per cent in 2025. The forecast for 2024–25 is below the 
historical (2000–19) average of 3.8 per cent, however much of 
the stronger trend in growth comes from the African and Asian 
developing economies. The advanced economies are projected to 
have slower growth than in 2023, 1.5 vs 1.6 per cent, driven down 
by Germany, Italy, the UK and Japan.  

The outlook for ports for this year remains relatively good as 
businesses in Europe and North America will need to replenish 
their inventories. We expect them to build up those inventories 

Figure 1: Consistent growth in U.S. GDP (contrary to developments in Europe, China and Japan)

Figure 2: Global container trade volumes (TEU) vs. freight income price index
Source: ContainerTrade Statistics https://cedar.containerstatistics.com/

for more rainy days given the global political risks, but this 
growth will be cautious, keeping the wars in Ukraine and Israel in 
mind and the uncertainty of the U.S. political scene, which could 
very easily change the outlook for 2025.

The OECD data also highlights the lack of optimism for growth 
in the coming two years.

Potential for growth
Focusing on the potential for growth at a more detailed level, 
we can look at the largest global economy, the U.S., as well as 
some of the other major economies influencing global trade. It 
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should be noted that the relationship between GDP and trade has 
dropped to a ratio of 1:1 or less in recent years and is expected to 
stay there as the impact of globalisation diminishes.  Historically 
we saw ratios of trade exceeding GDP by up to four.

The World Bank projections for the U.S., featured above, are 
cautious with growth of around 2.5 per cent going into the longer 
term, but then, most economists will be hesitant to buck this trend.

India and Vietnam are projected to stay ahead of the pack in 
terms of strong annual growth rates, well ahead of China which 
has been the big loser in economic expansion in recent years.  
China’s growth rate is below 5 per cent looking forward.

The shift away from China has become quite noticeable in 
recent years, partly due to tariff wars and more recently 
geopolitical issues linked to the Ukraine war.  Focusing on the 
source of containerised imports for the U.S. in the graphic above, 
is a bellwether of what is happing in Europe as well.

These two charts show a similar picture, the left focused 
on tonnage and the right on value. They compare the 
change in containerised imports over the past five years
from a number of regions. The countries and regions account
for about 85 per cent of the containerised tonnage each year 
and 88 per cent of the value. 
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Figure 3: G7 countries real GDP forecast total, annual growth rate (%), Q1 2019 – Q3 2025
Source: OECD Economic Outlook: Statistics and Projections January, 2024

China is a clear loser, with ASEAN and South Asia benefiting in 
the shifting trade patterns.

The trade war and the introduction of tariffs, followed by 
the pandemic, saw US-based businesses look for additional 
sources for their cargo. And while it’s clear that China has lost 
market share, it’s equally clear that it still dominates. There’s 
been much talk about the surge in volume coming from Vietnam, 

Cambodia, Indonesia, and India…but in terms of gaining market 
share it’s a just a few percentage points over the past five years. 

One thing is certain, it will be a rocky period ahead, 
with continuing pressures on both the Suez and Panama 
canals, albeit for different reasons, as well as weakening 
consumer demand in the EU and the U.S. Ports however, appear 
to face the least risk. :

While China has lost market share it 
is clear that it still dominates

0

20

40

60

80

-20

-40



22

SHIPPING INNOVATOR

Grimaldi is still owned by the 
same family that founded 
it and the company has 
successfully developed a 
specialist network using 
flexible roll-on/roll-off vessels

AJ KEYES

belonging to what it dubs as the Grimaldi 
Green 5th Generation (GG5G) class, 
standing out as a prime examples of this.

Innovative vessel design
The latest vessel in the G5 series is the 
Great Tema, delivered to the Grimaldi 
Group at the Hyundai Mipo Dockyard in 
Ulsan, South Korea in late December. 
She joins the Great Antwerp and Great 
Lagos, delivered in April and August 2023 
respectively, operating between North 
West Europe and West Africa with this 
service route also to benefit from three 
further vessels of the same class which 
are yet to be delivered.

Pictured: At the helm of the Grimaldi Group 
from the left,  Gianluca Grimaldi, Emanuele 
Grimaldi and Diego Pacella

E
stablished in 1947, Grimaldi is 
a fully integrated multinational 
logistics group specialising in the 

maritime transport of cars, rolling cargo, 
containers and passengers. It is wholly 
owned by the Grimaldi family.

The Grimaldi Group is today one of the 
world’s leading ship owners and is at the 
forefront of the maritime transport of 
rolling freight, as well as the European 
leader on the Motorways of the Sea. 
The Neapolitan group is led by Gianluca 
Grimaldi, Emanuele Grimaldi and Diego 
Pacella – pictured.

The group additionally operates a 
network of port terminals and logistics 
companies, forming an integrated logistics 
chain, and is also active in the passenger 
and container transport sectors.

The Grimaldi Group comprises six 
different shipping companies, operating a 
total fleet of 120 ships consisting of 
roll-on-roll-off (ro-ro) vessels, including 
pure car and truck carriers (PCTC), ro-ro 
multipurpose, ro-ro container and ro-ro 
passenger ships. 

In addition to family ownership of the 
company, fleet additions and acquisitions/
shareholding participations remain the 
Grimaldi strategy. 

Atlantic Container Line was purchased 
in 2001, control of Finnlines occurred in 
2006, with all shares acquired in 2016, 
and a majority stake in Greek domestic 
ferry and ro-ro operator, Minoan Lines, 
dates back to 2008.

Grimaldi is recognised as a shipping 
system innovator with its G5 class vessels 
and its hybrid ro-ro vessel design, 

The design of the Great Tema, Grimaldi 
reports, is the result of an in-depth study 
of client needs with notable features 
including: a large cargo capacity of 4,700 
linear metres of rolling freight, 2,500 CEU 
(Car Equivalent Units) and a container 
capacity of 2,000 TEU; diverse solutions 
aimed at increasing energy efficiency and 
reducing environmental impact and in the 
latter respect the ability to cold iron in 
port (to be supplied by shoreside power 
where available).

Grimaldi states that Great Tema’s 
main engine and the auxiliary diesel 
generators will meet the NOx levels 
imposed by the Tier III regulation, while 
the integrated propulsion system 
between rudder and propeller will 
minimise vortex losses and, consequently, 
optimise propulsion efficiency and reduce 

Family ties
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fuel consumption. In addition, the 
electrical consumption of on-board 
machinery (pumps, fans, etc.) is said to be 
reduced due to the installation of variable 
frequency drive devices, while the 
application of innovative, low friction 
paints reduces hull resistance, thus 
increasing efficiency. Further, the vessel is 
equipped with hybrid exhaust gas 
cleaning systems for the abatement of 
sulphur and particulate emissions.

Overall, Grimaldi estimates that the 
Great Tema will enable a reduction of up 
to 43% of CO2 emissions per tonne 
transported compared to other con-ro 
vessels in its fleet.

Great Tema has a beam of 38m, a 
length of 250m and a deadweight of 
45,684 tonnes. The container capacity is 
basically twice that of the earlier design 

vessels operating on the North Europe – 
West Africa service.

The Eco Italia is the latest delivery of its 
GG5G vessel class, delivered by the 
Chinese Jinling shipyard in Nanjing in 
October 2022. She will be followed by two 
further deliveries of the same class by 
2025, also to be deployed in the 
Mediterranean and Northern Europe. 
This will bring the fleet in the 
hybrid ro-ro class up to a 
total of 14 vessels.

Representative of 
the class, the Eco 
Italia has a length 
of 238m, beam of 
34m, a gross 
tonnage of 67,311, 
and a service 
speed of 20.8 
knots. The loading 
capacity of her 
seven decks — two of 
which are movable — is 
twice that of the previous 
generation of vessel employed 
by Grimaldi in this trading 
area. Capacity comprises 7,800 linear 
metres of freight, equivalent to around 
500 trailers and 180 cars. As with its 
GG5G class of vessels, the hybrid 
ro-ro design incorporates many positive 
energy efficiency and reduction of 
negative environmental energy 
features with its ‘zero emission in 
port’ target notable in the latter 
respect. The Eco Italia uses the electricity 
stored in mega lithium batteries with a 

total power of 5 MWh for the latter 
purpose.

Landside focus
Recent times have also demonstrated 
Grimaldi’s strong interest in extending 
its influence along the supply chain. In 
January 2024, Terminal Darsena Toscana 
(TDT), the Livorno container terminal, was 

acquired from Infracapital and this 
was preceded in December 

2023 by the acquisition of 
a majority stake in the 

capital of Heraklion 
Port Authority (HPA 
S.A.) via Holding of 
Heraklion Port S.A., 
the consortium 
formed by the 
Grimaldi Group 

companies Grimaldi 
Euromed SpA and 

Minoan Lines S.A. 
Heraklion is the island 

of Crete’s busiest port. 
Grimaldi continues to 

advance on a broad basis — shipping, 
ports and logistics.

The Grimaldi Group retains a 
well-defined operating strategy — flexible 
cargo operations with family-ownership. :

Pictured (top): The innovative GG5G class as 
represented here by the Eco Catania. Zero 
emissions in port is a prime design feature. 
Pictured (circled): Atlantic Container Line (acl) 
was added to the Grimaldi Group portfolio in 
2001. The vessel pictured here shows the 
distinctive on-deck cell guides employed by ACL
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t seems India is considering taking 
a leaf out of China’s pocketbook by 
securing port capacity overseas.

China’s Belt and Road Initiative (BRI) has 
seen some significant success, albeit that 
like China’s economy today it is not 
achieving the rapid growth that it has in 
the past. Independent analysis suggests 
that by end December 2023, based on the 
number of countries that have signed a 
Memorandum of Understanding with China, 
approximately 150 countries had signed up
to the BRI. 

The geographical spread is broad-based, 
with the highest take-up for the BRI, 
not surprisingly, seen in 
Sub-Saharan Africa with 
44 companies registered 
in this respect. Europe 
and Central Asia comes 
next, with 34 countries, 
then East Asia and the 
Pacific with 25, Latin 
America and the 
Caribbean with 22, the 
Middle East and North 
Africa with 19 and Southeast Asia with six. 
Interestingly, this includes 17 countries in 
the European Union and eight countries in 
the G20 grouping. 

The slowdown in the take-up of the 
BRI is particularly notable from 2020 
onwards. There are diverse reasons for this: 
concern over the costs associated with the 
BRI, the complete loss of the asset to 
China as a result of the inability to pay for 
projects (as in the case of the Hambantota 
Port, Sri Lanka), China itself scaling down 
lending, security issues, political concerns, 
increased competition from conventional 
funding and so on. 

There is no doubt, however, that in its early 
growth years, when it was hailed by President 
Xi Jinping as the “project of the century”, it did 
rack up some significant successes. Clearly, 
China has enjoyed some significant success 
as regards the underlying objective of 
China extending its global economic 
reach through the BRI, widening the scope 

for trade, which has been so key to the 
country’s development.

India initiative?
There is no real head-on competition to 
the BRI. In 2021, the “Build Back Better 
World” project was launched at the mid-
year G7 summit, but this has never really 
taken off. It can in fact be consigned to the 
overflowing basket of political rhetoric.

So, is India, a fast-emerging economic 
power, about to come up with its own form of 
BRI? Yes, for sure in the first instance and 
possibly in the second. There are some 
fledgling signs of this.

Kyriakos Mitsotakis, 
Prime Minister of Greece, 
recently made a trip to 
India, where he 
reportedly experienced 
strong interest in a 
variety of business 
deals across multiple 
sectors, most in 
established fields but, 
notably, one that is "a 

new kid on the block". India, according to 
informed sources, wants to mirror China’s 
actions and acquire a port in Greece via which 
it can connect commercially with the 
European Union. Further, India expressed 
interest in developing large logistics centres 
in the Balkans.

Will these ideas become a reality? Greece’s 
two major ports of Piraeus and Thessaloniki 
are already in private ownership, with Chinese 
interests in the majority in Piraeus. As such, 
there don’t appear to be any suitable 
candidate ports available. But who knows 
what the future might bring? :

India plotting 
overseas investment?

ABOUT THE AUTHOR
MIKE MUNDY is a well-known 
commentator and independent analyst of 
the global maritime sector. He has edited 
a number of prestigious publications and 
worked in a consultancy capacity with 
leading port sector businesses

         Is India about to
         take a leaf out of 
the Belt and Road 
Initiative pocketbook?

‘‘
MIKE MUNDY, Editor and 
Independent Analyst
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PAKISTAN PORT DEVELOPMENT

Positives and 
challenges

Not without controversy, Pakistan has recently 
made progress with securing inward port 

investment but big challenges remain for the 
port system’s full potential to be unlocked

VLADISLAV VOROTNIKOV

he ongoing economic crisis and persisting security 
risks will determine the future of the Pakistani seaport 
infrastructure development for decades ahead. While 

some ports attract investments, critically important big 
infrastructure projects appear to be in jeopardy.  

On August 10, 2023, the Pakistani government approved a 
landmark commercial agreement to hand over exclusive 
operations and development rights for over 85% of the east 
wharf of the Karachi seaport to the AD Ports Group.

Few deals involving foreign investors have caused such a 
backlash in Pakistani society. Muzzammil Aslam, a spokesperson 
of a prominent Pakistan political party, for example, wrote in his 
blog that handing over the port for “this meagre US$50 
million” didn’t make economic sense. 

The inconsistent positions of government officials have 
fueled the outrage. The Cabinet Committee on Inter-
Governmental Commercial Transactions — a body empowered to 
approve the agreement — publicly described the deal as “below 
par” only a few days before giving it a green light.  

A part of Pakistani society sees this transaction as a forced 
decision. This was the first agreement, signed under a 
procedure established in 2022 for selling state assets on a 
fast-track basis to raise emergency funds.

The emergency funds are needed to help buttress the 
national economy severely hurt by the COVID-19 pandemic and, 
most recently, catastrophic floods, which have displaced over 
20 million people, destroyed infrastructure in several regions 
and effectively left the economy in tatters with external debt 
soaring to US$125bn and inflation reaching a record 38%. 

The deal will help inject funds for the strained national 
budget and have the benefit of securing the inflow of much-
needed investment in port infrastructure. 

Under the terms of the deal, AD Ports Group will pay US$25 
million upfront, adjustable against revenue sharing in the next 
seven years, with US$3 million per annum for the first five years 
and US$5 million each in the next two years. The company will 
also invest US$220 million in the first ten years of operation in 
the Karachi port. 

T

Pictured: Pakistan’s ports are seeing new investment but 
challenges remain
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AD Ports Group has recently shown determination to double 
down on its Pakistani business. On February 7, Karachi Gateway 
Terminal Multipurpose Ltd, a joint venture between AD Ports 
Group and another UAE-based company, Kaheel Terminals, 
rolled out a 25-year concession agreement to develop, operate 
and manage the bulk and general cargo terminal berths 11-17 at 
Karachi Port’s East Wharf. 

The deal technically gives AD Ports Group full operational 
control over Karachi Port’s East Wharf. 

The joint venture also unveiled plans to invest approximately 
US$75 million in the first two years, including upfront fees, 
prepayments and investments in superstructure and equipment, 
followed by further investment of US$100 million within five 
years. The latter will be used to increase efficiency and capacity 
by 75%, enabling the terminal to handle up to 14 million tonnes 
per year.

Despite the public criticism, people familiar with the matter 
believe that securing cooperation with AD Ports Group 
represents a success for the Pakistani government. 

Pakistan is pursuing the landlord port model, which 
incorporates the world’s best practices of attracting investors 
into infrastructure development, comments Dr Anjum Sarfraz, 
former Senior Research Fellow at the National Institute of 
Maritime Affairs in Islamabad.

“The quay walls are given to terminal operators on 
concession agreement on lease with certain terms and 
conditions,” Dr Sarfraz indicates, emphasising the rules of the 
procedure are transparent, including in the case of the Karachi 
port agreement with AD Ports Group.  

Pakistani seaport development in the coming years is associated 
with its three largest ports: Karachi, Bin Qasim and Gwadar. 

According to Dr Sarfraz, Karachi and Bin Qasim, which is also 
located in Karachi, suffer from infrastructure challenges, such 
as traffic congestion. In addition, Karachi is located relatively far 
away from the main shipping routes. 

Gaining momentum 
Although the agreement with AD Ports Group marks an important 
milestone for the Pakistani seaport industry development, UAE 
businesses have a long track record of working in Pakistan. 

DP World began operations in Pakistan in 1997 at the Qasim 
International Container Terminal (QICT) — the first of its kind in 
the country, notes Andre Martin, Vice President, DP World. Over 
the years, the company’s efforts have transformed the facility 
into a leading gateway for global trade in the region.

Generally, Pakistani seaport infrastructure is about to benefit 
from the political rapprochement pursued by Pakistan and UAE 
officials. 

“Following the recently signed framework agreement 
between the governments of Pakistan and Dubai, we will also 
develop an Economic Zone at Port Qasim, with the aim of 
attracting more investment and maximising economic activity,” 
Martin discloses.

DP World’s plans also include further improvement of the 
terminal infrastructure and equipment, as well as dredging of 
the navigation channel. 

“In addition, we are developing our freight forwarding 
capabilities and establishing intermodal terminals, along with 
IT-enabled solutions to further enhance efficiency in 
warehousing and trucking, as part of our drive to become an 
end-to-end logistics services provider,” Martin notes. 

Further, in cooperation with Pakistan Railways, DP World 
plans to develop a dedicated rail freight corridor to run from 
Karachi Port on the Arabian Sea, passing through Karachi, to 
the Pipri Marshalling Yard, approximately 45km away, where 
the company wants to establish an Inland Container Depot.

“This will improve efficiency and transport times, and reduce 
the overall cost of logistics,” Martin explains.

According to Dr Sarfraz, the importance of relevant 
infrastructure development is hard to overestimate. The 
planned development should considerably reduce the traffic 
congestion in Karachi and eventually make Qasim port 
operations much more effective. 

Gwadar is on shaky ground
Gwadar port, having a strategic location at the mouth of 
the Persian Gulf on the main shipping routes, is seen by 
some to have good opportunities. Its location is considered 
most suitable to operate as a transshipment hub, Dr Sarfraz 
is confident.

AD Ports Group has taken up a container handling 
concession at the east wharf of Karachi seaport 

under a government fast-track arrangement
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The future of Gwadar port is closely associated with the 
China-Pakistan Economic Corridor (CPEC), a massive bilateral 
project to improve infrastructure within Pakistan for better 
trade with China. 

CPEC is an essential part of the Belt and Road Initiative to 
improve connectivity, trade, communication and cooperation 
between the countries of Eurasia. It was launched on April 20, 
2015, when the Chinese President. Xi Jinping, and Pakistani 
Prime Minister Nawaz Sharif signed 51 agreements and 
memorandums of understanding valued at US$46 billion. 

Practically speaking, however, the future of Gwadar port looks 
difficult, as the CPEC project has reportedly stalled. 

Michael Kugelman, a South Asia expert at the Washington-
based Woodrow Wilson International Center, believes that the 
same worsening economic crisis that paved the way to the 
Karachi seaport deal with AD Ports Group, coupled with security 
concerns, has made the Chinese side wary of pedalling the 
CPEC development. 

“CPEC has faced momentum losses due 
to Pakistan’s economic crisis and growing 
security threats, both of which have made 
Beijing more reluctant to invest in new 
CPEC projects. The stakes are especially 
high for the Gwadar port project, because 
it has long been viewed as a cornerstone 
yet to this point an unfulfilled project of 
CPEC,” Kugelman says. 

China sees the development of the Gwadar port as a vital 
project, since it could serve as an alternative to the Strait of 
Malacca — a narrow waterway between Indonesia and Malaysia, 
through which China imports roughly 80% of its crude oil. 

“If CPEC fails or even slows down, Gwadar could be one of the 
biggest casualties,” Kugelman underlines. 

The security concerns are more than real. On January 29, 
2024, heavily armed terrorists launched three coordinated 
attacks, including one on a high-security prison in Pakistan’s 
Balochistan province, where Gwadar sits. 

“Beijing is especially concerned about security threats to its 
investment assets and interests in Pakistan, given that the 
upsurge in terrorism attacks in Pakistan in recent months has 
hit Balochistan especially hard,” Kugelman. 

In the past, Chinese citizens and workers were the targets of 
similar terroristic attacks — a factor looking particularly 
concerning for Beijing. 

“Gwadar is in a region with a long legacy of insurgency and 
other violent threats, and CPEC’s large presence in Balochistan 
makes it an especially big target for separatist insurgents,” 
Kugelman adds.

Better connectivity 
Despite the challenges, the outlook for Pakistan’s seaport 
development looks mostly bright, according to market players. 

The future for Pakistan’s seaport infrastructure development 
is positive and will have a beneficial cascading effect on the 
overall economy, Martin claims.

“Key factors determining its future include strategic 
investments, advancements in technology, global trade dynamics 
and effective public-private partnerships,” Martin says.

Pakistan’s ports have yet to unravel their 
true potential as transit hubs for China, 
Afghanistan  and Central Asian countries, 
Dr Sarfraz suggests. Additional investments in 
connecting infrastructure such as rail are also 
seen as catalysts for traffic development.

“Factors such as enhanced connectivity, 
streamlined logistics and the ability to 
accommodate larger vessels will play a 
crucial role in shaping the future landscape of 

Pakistani seaport infrastructure,” Martin agrees. 
In the near term, Pakistan is set to receive an investment of 

up to US$1 billion in its struggling railway sector, coming not 
only from the UAE but also from Russia, which is interested in 
establishing a new transport artery to Asia. 

Yet, this figure is dwarfed by a US$58 billion investment into 
a railway system connecting Pakistan to Western China pledged 
by the Chinese authorities within the Belt and Road Initiative, 
the future of which remains highly uncertain.

Undoubtedly, securing new investments into port 
infrastructure is a positive step for Pakistan’s government, but 
keeping the ball rolling with the CPEC project and helping 
Gwadar finally unravel its potential are seen as far more 
challenging objectives. :

Gwadar Port offers a gateway 
through Pakistan to western 

China but theory has not gone 
into practice yet

         If CPEC fails or
         even slows down, 
Gwadar could be one of 
the biggest casualties

‘‘
MICHAEL KUGELMAN, Woodrow 
Wilson International Center



30

OFFSHORE WIND

f ports are not aligned with 
ambitions for offshore wind 
power, "we will stay exactly 

where we are", warned Marco Alves, 
CEO of WavEC Offshore Renewables, 
at last year’s GreenPort conference. As 
he pointed out, the drive for offshore 
wind will lead to massive demand for 
turbines, steel and raw materials – and 
also for vessels and equipment, and for 
quayside, water depth, crane capacity and 
substantial storage/assembly/support 
facilities at strategically located ports.

This is, to coin a phrase, a challenge 
and an opportunity for ports. In the 
northeast Scotland port of Peterhead, for 
example, the ‘Energy Transition’ focus is 
all too real. Half a century ago, Peterhead 
expanded and adapted quickly in 
response to the emergence of the North 
Sea oil & gas industry. Now, the port is 
looking at new opportunities — 
replacement business as oil & gas support 
activity inevitably declines — and that 
includes gearing up to support an 
offshore wind farm construction boom. 

As well as offering easily accessible 
quays and landside space, the port 
authority believes that many of the skills 
built up locally in serving the offshore oil 
& gas sector are readily transferable to 
offshore wind farm construction — for 
example, expertise on seabed conditions, 
wave patterns, wind and climate. 

Peterhead provided the base for 
Equinor’s Hywind project, the world’s 
first floating wind farm; the structures 
for this were brought into ASCO’s base 

at Peterhead before deployment. In a 
curious good/bad concept, INTOG 
(Innovation and Targeted Oil and Gas) is 
focused on using floating wind power to 
electrify oil and gas infrastructure in the 
North Sea to decarbonise the industry’s 
production energy. The North Sea 
Transition Authority (NSTA), a UK 
regulator, is requiring the oil & gas 
industry to reach a Net Zero target 
by 2025, and a first round of offshore 
wind projects has already been 
announced, with at least three on 
Peterhead’s doorstep.

Framework needed
While highlighting the opportunities 
for the port, Stephen Paterson, Chief 
Financial Officer,  Peterhead Port 

Authority, recently pointed out the 
supply chain pressures and uncertainties 
when making investment decisions. 
“Ports are being asked for more services, 
deeper quays, deeper water and more 
land space but there are few guarantees 
and mostly agreements are fairly short-
term,” he says.

Henrik Carstensen, CEO of the Danish 
Port of Grenaa, has made similar 
comments, following the Danish 
government’s decision last year to halt its 
‘Open Door’ process for new offshore 
wind farm projects over possible conflict 
with EU regulations. The entire wind 
industry was ‘in shock’ after the 
announcement, he wrote. “There were 
many projects that were serious projects, 
close to the coast and created in close 

Energy 
transition 
support

Ready or not? Ports must 
cope with uncertainty as 
well as challenges around 

offshore wind support

FELICITY LANDON

Pictured: The handling challenge is growing 
as the wind turbines scale up in size

I
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collaboration with the municipalities and 
local businesses.” 

There is a common understanding of 
the need to expand green electricity in 
Denmark as soon as possible, he said, 
adding that the port continues to work to 
get projects through and green power 
produced. However, there is a bigger 

issue, he emphasised. “It is a crucial 
prerequisite for an effective green 
transition in Denmark that we can trust 
each other across government, private 
wind suppliers and manufacturers, 
municipalities, and the business 
community. We must have confidence in a 
proper framework for development and 
predictability in the agreements we enter 
into with each other.”

Offshore wind represents three per cent 
of European Union power demand at the 
latest count, according to WindEurope, a 
partnership that brings together 
European ports serving the wind industry 
and set up the Offshore Wind Ports 
Platform to share best practices and 
engage with industry and policymakers.  

In March 2023, Europe had a total 

installed offshore wind capacity of 30.3 
GW; member states have pledged to add 
up to 150 GW of offshore wind in the next 
decade to meet Europe’s climate 
ambitions. “This huge expansion entails a 
major increase in how much new offshore 
wind Europe installs each year: from 3 GW 
a year today to 7 GW by mid-decade and 
over 20 GW a year by 2030,” says 
WindEurope. It estimates that Europe’s 
ports need to invest €8.5bn between now 
and 2030 to support the expansion of 
offshore wind – to expand their land, 
reinforce quays, enhance deepsea berths 
and carry out other civil works. “This 
investment could be paid back in just five 
years and would bring significant savings 
for electricity consumers and society as a 
whole,” it emphasises. :

         Europe’s ports
         need to invest 
€8.5bn between now 
and 2030 to support 
the expansion of 
offshore wind

‘‘
WindEurope

Notable sector developments
5  The University of Plymouth is 

testing a FLOW (floating offshore 
wind) prototype in its COAST 
laboratory. Floating offshore wind 
is being developed for deployment 
in deeper waters where the wind 
resource is higher. This is 
particularly relevant to the 
southwest UK, as there are plans to 
create up to 4.5 GW of floating 
offshore wind in the Celtic Sea. 
   The university is a partner in the 
Cornwall Floating Offshore Wind 
Accelerator project, which is 
working to develop wind resource 
tools for the Celtic Sea and based 
on the acquisition of wind 
resource data; design, develop and 
build a floating offshore wind 
simulator for installation, 
operations and maintenance 
analysis; and provide research-led 
expertise relevant to FLOW.

5  Clydeport, UK reports a record 
year for handling wind turbine 
components at its King George V 
Dock in Glasgow. The port operator 
says it will process more than 
1,000 components, including 550 
blades, 100 drivetrains, 100 
nacelles and 300 tower sections, 
this year. Of these, 100 complete 
turbines and 249 blades are 
destined for the North Kyle 
Windfarm in East Ayrshire.
This reflects growing momentum 
across Scotland’s renewables 
sector, says Clydeport.
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Nine
to fi ve
Richard Ballantyne tells us 
about port visits, keeping 
on top of emails and his 
penchant for tea

I’m a slow riser 
and a bit of a 
phone addict. I 
typically spend 
the first few 
minutes of the 
day, which is 
probably not 
advisable from 
a health point 
of view, sifting 
through the 
flurry of emails 
that have 
come through 
overnight. Then I 
get up, at 6.45, to 
be greeted by an 
excited dog, Milo, 
and a grumpy 
teenage daughter. 
I am straight on 
to BBC Radio 
Four’s Today 
programme, which 
I adore, as long as 
it’s social.

On office days, 
I arrive at our 
office at London 
Bridge at about 
8.30. I do work at 
home sometimes 
but not as much 
as I used to. I am 
fortunate to have 
a short commute.  
I am a terrible 
tea drinker! A 
true Brit, Now we 
have the IAPH in 
the same office, 
I rather like their 
very nice coffee 
machine too – but 
always decaf! 
There is a great 
dynamic in our 
offices which 
we share with a 
couple of other 
ports bodies and 
the UK Chamber 
of Shipping. The 
BPA team is — of 
course — the most 
productive!

It’s the old cliché 
– no two days 
are the same. In 
the office, we will 
be in meetings 
with government 
or industry, 
or working 
on briefings, 
newsletters, 
events and 
circulars. I love 
what I do but have 
noticed post-
pandemic that 
the email traffic 
is even more 
substantial now. 
Any downtime I 
have I am usually 
looking at emails 
on my phone. As 
hard as it is, I do 
love sending out 
BPA circulars and 
notifications, so I 
definitely play my 
part in generating 
email traffic!

The new hybrid 
way of working 
has changed 
the balance of 
activities. Now 
much of the public 
sector prefers 
online sessions 
and that has, of 
course, extended 
to industry and 
particularly to 
ports. However, 
views on this 
are mixed. Some 
members and 
stakeholders are 
adamant that 
we must have 
physical meetings. 
The online option 
has enabled us to 
extend our reach, 
particularly for 
those ports not able 
to justify travelling 
to London, or 
the devolved 
administration 
capitals. 
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If I am not in the 
office, I can often 
be found on the 
road. I’m a total 
nerd for lists 
and we keep a 
competitive BPA 
tally of who has 
been to the most 
ports. Rarely is 
there a week 
where I don’t 
get out to visit a 
port. We are also 
a media-hungry 
association, 
although it’s got 
to be relevant, 
helpful and shared 
across our team. 
The last thing 
we want is to 
create a media 
cult of Richard 
Ballantyne! My 
view is that we’re 
all trying our best 
to get our group 
or view noticed.

I am very lucky 
with my team, 
who really get 
on top of issues 
and deal with 
the challenges. 
An added recent 
development for 
them is that every 
day we get some 
kind of sales-
related request 
from somebody 
who is adamant 
that a UK port 
will definitely 
need to part with 
their money for a 
particular product 
or service!  

Any week I 
probably have 
an overnight 
stay somewhere, 
typically in the UK. 
We have made a 
conscious effort 
to reduce our 
flying footprint 
and travel by train. 
Whether on plane 
or train, I always 
try to stay on 
top of emails and 
correspondence, 
again on my 
phone. If it’s an 
unsocial time, 
I schedule my 
emails to be 
sent later. I get a 
rather sad sense 
of satisfaction of 
getting through 
50 or 60 emails 
on a flight or train 
journey.

I usually finish 
in the office at 
about 6.30pm, 
much to the 
dismay of my wife 
and daughter, 
who would 
like me home 
earlier. But I am 
always catching 
up with things. 
We have been 
going through 
a phase of 
black-tie dinners 
in London and 
there is always  
something like 
a reception in 
parliament, an 
awards dinner or 
associated events 
around shipping 
and ports that the 
BPA gets invited 
to. This is a very 
social industry!

Evening time is 
chilled. My wife 
is in charge of 
the TV remote, 
and the dog 
gravitates to her. 
As well as tea, 
my other guilty 
British secret 
is that I am a 
Millwall supporter 
– a smallish 
London football 
club which has 
a particular 
reputation. The 
club’s slogan – “no 
one likes us, we 
don’t care” – will 
give non-football 
fans an idea of 
what the club is 
about. I still have 
a season ticket, 
but these days it’s 
difficult to find as 
many people to 
go with!

I am always late 
to bed, typically 
between midnight 
and 1am. Despite 
all the advice 
about not looking 
at screens, I 
check my phone 
last thing, quite 
often catching up 
with social media 
updates. It’s great 
to use things 
like LinkedIn to 
keep in touch 
with friends and 
colleagues and 
also record where 
you have been. 
There’s a mixed 
bag in maritime, 
though, with some 
insightful articles 
as well as amusing 
propaganda 
online! After this 
I switch off and 
usually sleep very 
well.
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ver since I was knee-high to a 
grasshopper, I wanted to be a 
ship’s Captain. This July (2024) 

will be exactly 60 years since I went to 
sea as a Cadet, or Apprentice Navigating 
Officer. The questionable signing of my 
indentures before the Shipping Master is 
another story — but away to sea I went, 
17 years old and hungry for adventure. 

Adventures came — like being sent 
down to the bilges of an old design 
general cargo ship to ‘look for the 
golden rivet’ and to ‘find the key to the 
keelson’. Of course, neither existed: I was 
just being taught to obey the orders of 
the ship’s Second and Third Mates. 
Exciting times did come when I became a 
Third Mate. 

On the morning of 6 June 1967, my 
crude oil tanker had just been through 
the Suez Canal and emerged into the 
Red Sea. We had come out from Ismailia 
and the Bitter Lakes at a faster speed 
than before and there were ships still 
in the convoy in the canal. I took over 
my watch at 0800, helped the pilot 
disembark and returned to the bridge, 
from which the old man went down to 
breakfast. The autopilot was set and all 
looked good for a 20-year-old navigator.
   Suddenly, I heard a huge explosion, 
followed by many more. Being on a 
tanker in ballast and being so young and 
new, but still remembering to note the 
time, I looked at the bridge clock. It was 
0832. I ran from bridge wing to wing, 
thinking there was something happening 
on my ship — and then looked astern. 
Suez, only a mile behind us, was 
covered with big balls of flame and 
planes were flying over the port, 

A bed of roses?

VIEW
from the
STERN

Capt Norman Lopez FICS
Extra Master, Solicitor

dropping what must have been bombs. 
That was the day the Suez Canal was 

closed. It did not open again until 5 June 
1975. We put on full speed and escaped 
southward as fast as we could through 
the Red Sea into the Bab al Mandeb and 
the Gulf of Aden. There were ships still in 
the convoy. Naturally we were terrified 
and rattled, but relieved not to have 
been bombed. 

This reminds me of the seafarers in the 
Red Sea and the Bab al Mandeb today. 
Tankers are being attacked with missiles 
and other weapons and the seafarers 
have no choice but to be on board the 
target. Three were killed on the True 
Confidence — our thoughts are for their 
families, and also with the seafarers on 

the car carrier Galaxy Leader, who faced 
automatic weapons on the bridge when 
their ship was taken. 

The weapons were very similar to a 
Kalashnikov that was stuck in my own 
ribs in Dumai, Indonesia, some years 
after my Suez experience, when I had 
progressed to become Captain. But that 
is another story …

During the Vietnam War, my ship was 
one of several carrying fuel into Saigon 
for the US Airforce. Another of the 
company tankers hit a mine in the then 
Saigon River — some of my friends died.

On another occasion, having gone 
ashore in Venezuela during crude oil 
loading, an armed conflict suddenly 
broke out and I had to run from the 
flying bullets. 

Being a seafarer can be exciting and 
adventurous — but in 60 years, I’ve also 
learned that being at sea is not always a 
bed of roses. :

E



Promote your business to the right audience in the right place at the right time.

Engage with our international audience of decision makers and buyers.  The Port Strategy 

Port Strategy’s valued content is dedicated to the international ports 
and terminals business and is delivered through multiple channels.

  t: (+44) 1329 825 335
   e: sales@portstrategy.com
    www.portstrategy.com

Contact us today

MAGAZINE
RECIPIENTS

DECISION
MAKERS

PAGEVIEWS
PER MONTH

17,800 72% 36,240

Reach industry professionals with Port Strategy

PORTSTRATEGY
INSIGHT FOR PORT EXECUTIVES

PS_Audience_AD_FP[210x275].indd   1 07/03/2024   10:50



36

EVENTS TIMELINE 2024

18

MARCH (18-22)
IMO MEPC 81

Decarbonization discussions with
IMO member states in London

Imo.org

25

MARCH (25-27)
IAPH Technical Committee Days

IAPH meeting in London

Iaphworldorts.og

IAPH
INFO

ESI – exceeding IMO standards
As of January 2024, 6,350 vessels 
were registered with the Environmental 
Ship Index (ESI). The ESI identifies 
seagoing ships that perform better in 
reducing air emissions than required by 
current IMO standards. Registered 
Incentive Providers in ports then 
allow vessels scoring high on the ESI 
to receive a discount on seaport dues. 
For IAPH regular members there 
is no annual contribution fee required

to become an Incentive Provider in 
the scheme.

A new ESl At-Berth module to evaluate 
cruise ship emissions during a port call is 
currently in trials. You can find out more 
about how to get involved in ESI via our 
dedicated website, or contact Green 
Award Foundation, the administrator of 
this lAPH scheme. :

environmentalshipindex.org
admin@environmentalshipindex.org

Scores: 1 January 2024 ESI Score > 20: 4587 ESI Score < 20 1763 Total 6350

Welcome to
new members
We are pleased to welcome as 
new members of the association:

Regular members

Autoridad Portuaria Nacional (APN)
Peru 
51 1 6309600 – Annex 1002   
esalvador@apn.gob.pe
www.gob.pe/apn
Walter Tapia Zanabria, President of APN

Port of Gdansk Authority S.A.
Poland  
(48) 58 737 91 00   
info@portgdansk.pl
www.portgdansk.pl/en?classic=1
Tomasz Braun, Head of Strategy

Associate members

Hartmann & König 
Stromzuführungs AG

Germany  
49 7255 71200       
Julia.Roetzel@hukag.com
www.hukag.com/
Karlheinz Stulz, Chief Executive Officer

Traxens
France    
33 (0)609 01 503 1     
f.rebeix@traxens.com 
www.traxens.com
Cédric Rosemont, Chief Executive Officer

CAD-IT Consultants
Singapore     
65 6508 7575    
farah.alifia@caditglobal.com           
www.caditglobal.com/
Ramesh Veerappan, Chief Technology 
Officer (CTO)

Cargill International S.A.
Switzerland      
41-22-703-2111                       
www.cargill.com/transportation-logistics
Eman Abdalla, Global Operations & 
Supply Chain Director

Corporacion Universitaria Reformada
France    
a.borja@unireformada.edu.co      
www.unireformada.edu.co/
Angelica Rocio Borja di Filippo, Teacher 
and Researcher of the Maritime and 
Port Administration Program
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8

APRIL (8-12)
IMO Facilitation Committee 48

Meeting focused on trade relations at the
IMO in London

Imo.org

22

APRIL (22-26)
IMO Legal Committee 111

Regulatory meeting in London

Imo.org

8

OCTOBER (8-10)
World Ports Conference

Annual IAPH conference in Hamburg

    Worldportsconference.com  

Recently appointed as 
Business Development 
Director for IAPH, 
Nick Blackmore talks 
about his new role 
and his longstanding links 
with the association

Q: Can you describe your role within IAPH and what 
your focus areas will be?
A: I’m focused on the strategic and commercial 
development and marketing of IAPH’s portfolio of 
products and services. In practical terms, this includes 
the Environmental Ship Index (ESI), the World Ports 
Conference and the many initiatives relating to the 
World Ports Sustainability Program (WPSP), such as the 
Port Endeavor business game. Much of this activity will 
represent an expansion of the work that I undertook for 
IAPH last year on a consulting basis.  

Q: Your relationship with IAPH goes back much 
further though, doesn’t it?
A: Yes, in 2008 I was appointed editor of Safety at Sea
magazine, and Ports & Harbors was one of the ‘sister 
titles’ in the publisher’s portfolio. So I’ve been following 
IAPH’s work closely for more than 15 years now.

Q: How did this relationship lead you to work on the 
2020 IAPH World Ports Conference?
A: A decade later, the publisher of Ports & Harbors also 
took on management of the IAPH World Ports 
Conference and I led the marketing and commercial 
delivery of the Antwerp edition, which was scheduled 
for March 2020. We had a fantastic programme and a 
full delegate list, but the arrival of the pandemic meant 
the event was rightly postponed, shortly before it was 
due to be held. That edition was successfully delivered 
as a digital event in 2021.

Q: You recently managed the association’s 
membership survey and consultation. Can you share 
any personal insights from that project?
A: A couple of findings stood out for me from that 
exercise. The first is that, for the majority of our 

members, IAPH’s greatest value is that it allows them 
to make connections and to share best practices at a 
global level. The IAPH offers a truly international 
platform, serving a sector that relies on connection and 
cooperation worldwide. The second finding that really 
resonated with me was the sheer diversity of 
challenges our members face. For the consultation, 
I interviewed senior leaders at 18 member ports and
port associations. It was fascinating to learn about their
differing strategic challenges – whether they were 
around governance, investment or sustainability or 
some other factor – and how IAPH might support them 
in tackling those obstacles.

Q: Do you see any immediate ways to address those 
findings?
A: IAPH produces an impressive number of tools and
publications, and that portfolio will continue to grow in 
the year ahead. I want to make sure those products are
both known to our members and easily accessible –
they need to know what IAPH is doing on their behalf.
Also, I think we can be clearer about the scale of the
association’s work at the IMO – this representation is
very highly valued by members, yet the specifics remain
unknown to many of them.

Q: Can you tell us a little about the initial work 
you’ve done to promote the Environmental Ship 
Index (ESI)?
A: ESI is another instance where we need to raise 
awareness of IAPH’s industry-leading work. We created 
a whitepaper to help address this, by explaining the 
service, highlighting its recognition by the IMO and 
presenting testimonials and case studies from users — 
including MSC and several major ports. ESI has set the 
standard for maritime environmental performance and 
there are major enhancements to the service on the 
horizon, so we have to ‘get the word out’.

Q: How can IAPH members engage with you?
A: I’m based in London, so I hope to see as many 
members as I can at our in-person technical committee 
meetings, or when they are ‘in town’ to attend meetings 
at the IMO. IAPH members are also free to email me at 
nick.blackmore@iaphworldports.com — last year’s 
survey and consultation demonstrated that the 
association is only strengthened by member feedback! :
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he IAPH World Ports Conference is coming to Hamburg 
in 2024, bringing together leaders in the global port 
community during a period of unprecedented upheaval 

and opportunity.  
Taking place during 8-10 October, #IAPH2024 will be held at 

Hamburg Congress Centre, a state-of-the-art convention venue 
located in the centre of the stunning Hanseatic city of 
Hamburg, Germany.

The host sponsor for the event will be Hamburg Port 
Authority (HPA) and registration is now open.

“We look forward to extending a warm welcome to the global 
port community for the IAPH World Ports Conference 2024,” says 
Patrick Verhoeven, IAPH Managing Director. “We have an exciting 
programme planned and we will continually update it to reflect 
the geopolitical, economic and environmental landscape.”

With regional instability on the rise, and physical and digital 
security under threat at sea and on shore, 2024 stands to be a 
pivotal year for ports and their communities.

Shipowners, supply chain providers and cargo owners must 
adapt rapidly to these changing circumstances. Increasingly, the 
urgent need for energy transition towards low- and zero-carbon 
fuels must be balanced against pressing national energy 
security concerns.

#IAPH 2024 will focus on how ports can better manage risk, 
build up resilience and take up the opportunities that are 
opening up with practical tools.

 The conference will offer networking and knowledge sharing, 
with delegates leaving Hamburg with new ideas and insights to 
apply back home.

With support from the World Bank, IMO, UNCTAD and other 
industry partners, #IAPH2024 features a programme that 
encompasses the whole end-to-end maritime supply chain and 
global port interests.

The 2024 conference will also host the coveted IAPH 
Sustainability Awards from the World Ports Sustainability 
Program (WPSP).

The 2023 edition of the conference was held in 
Abu Dhabi with host sponsor AD Ports Group and 
attracted a large international audience, as well as 
major speakers including Emanuele Grimaldi, Chairman 
of the International Chamber of Shipping, and Her 
Excellency Razan Khalifa Al Mubarak, UN Climate Change 
High-Level Champion. 

IAPH looks forward to welcoming port and supply chain 
executives to a fantastic event in Hamburg this October. :
8 www.worldportsconference.com

#IAPH2024 marks a pivotal year for ports
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Evolving Port Endeavor 
receives special nomination

ort Endeavor — the IAPH 
business game co-developed 
to encourage global ports and 

their communities to integrate the 17 
UN Sustainable Development Goals 
into their businesses — saw two major 
landmarks as 2024 began. The business 
game is now fully digitised and it has 
also been nominated for a prestigious 
UN innovation award.  

The digital upgrade allows both live and 
remote moderation for games of up to six 
ports with seven people playing in person 
per team with a given role. Players, as 
well as moderators, can use their 
smartphones and tablets to interact, 
meaning all that is required for a game is 
a space for players, wi-fi, a laptop 
projecting the map with team scores and 
a set of role cards for each team.

“Our game has already been played by 
over 1,000 port professionals from all five 
continents, and we would now like to take 
the game beyond the ports themselves 
to the communities they serve,” 
commented UNCTAD TrainForTrade Chief 
Mark Assaf. “Digitising the game allows 
moderators to operate more freely and 
to focus on the choice of solutions the 
teams must select based on World Ports 
Sustainability Program (WPSP) projects 
to become the most sustainable port with 
the largest number and widest variety of 
UN SDGs won.”

By automating the scoring, visualising 
the UN SDGs collected online per 
team using the famous seventeen icons, 
and even allowing for a digital dice 
throw to try and avoid real life incidents 
after round three, players can enjoy 
the game at a conference or on the 
sidelines of a corporate meeting, with 
the support of moderators equipped with 
tablets or iPads.

“The co-creation of this game, which 
began back in 2019 when our port’s 
sustainability team teamed up with 
our IAPH colleagues and a professional 
serious game creator, has now reached a 
new digitised level,” observed APEC 
and Port of Antwerp-Bruges 
International Managing Director Kristof 
Waterschoot, adding that the changes 
“will allow us as partners to bring 
sustainability best practices to all kinds 
of ports and their communities.”

This digital upgrade of the game 
coincided with the news that Port 
Endeavor had been nominated for a 
special award. 

Every year, the UN Secretary-General 
honours and recognises significant 
performance of UN Secretariat 

personnel who go above and beyond 
the call of duty in the discharge 
of their duties or initiate and implement 
projects with great impact and 
innovative potential with the UN 
Secretary-General Awards. 

The UNCTAD TrainForTrade team has 
been nominated as finalists in the 
category ‘UN 2.0 — Quintet of Change’. 
The award is given to the team which 
“cultivates an organisational culture 
that thrives on agility, creativity, 
learning, adaptability, innovation, data, 
digital and strategic foresight, and 
champions diversity, inclusion, and 
youth empowerment.

“Ultimately this game was conceived 
during a brainstorm between our port 
members, academia, shipowners and 
UNCTAD itself in its Geneva 
headquarters back in March 2019 when 
we all decided to find a novel way of 
bringing the World Ports Sustainability 
Program best practices to life,” observed 
IAPH Managing Director Patrick 
Verhoeven. “To see it being recognised 
by the office of the UN Secretary General 
five years later is testament to the 
teamwork between ourselves and our 
two partners. Port Endeavor offers an 
enjoyable way to inform and educate 
professionals on how ports work with the 
Sustainable Development Goals. We wish 
UNCTAD TrainforTrade the best of luck 
for the Award.” :
8 https://sustainableworldports.org/
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remember when mentioning 
Zeebrugge in Antwerp was like 
swearing in church,” says Paul 

Valkeniers, Managing Director of the 
Antwerp Port Employers’ Association CEPA, 
in the early pages of Patrick Verhoeven’s 
new book, Harbour Life Antwerp-Bruges
Indeed, as Patrick writes, a merger between 
the two port authorities was once deemed 
unthinkable! But now it is a reality.

Harbour Life was first published in 2018 
on an initiative of Marc Van Peel, then 
Vice-Mayor of Antwerp and Chairman of 
Port of Antwerp. “The merger of the port 
authorities of Antwerp and Zeebrugge in 
2022 was a not-to-be-missed opportunity 
to produce an updated edition, extended 
with chapters on Bruges and Zeebrugge,” 
says Patrick.

A fascinating opening chapter sweeps 
through the history of the two ports: a 
storm surge that transformed maritime 
accessibility in 1134; Antwerp’s 16th century 
Golden Age, when the port was at the 

pinnacle of its fame with 10 jetties and 
seven inner harbours – the city was 
attracting merchants from Europe’s most 
important trading centres and was also a 
magnet for intellectual and artistic activity; 
both cities becoming entangled in the 
Eighty Years’ War between Spain and the 
Netherlands; the fall of Antwerp in 1585, 
after which the Dutch closed the Scheldt to 
maritime traffic, the population halved in 
four years and the city slowly turned into a 
provincial backwater; the inauguration of 
the Port of Zeebrugge in 1907; extensive 
damage to both ports through the two 
world wars; the extraordinary investment 
and expansion afterwards; and, to jump a 
few decades, the 2005 inauguration of 
Antwerp’s Deurganck Dock and the formal 
establishment of the Port of Antwerp-
Bruges in 2022.

An intoxicating mix of old and new, 
people and places, Harbour Life is a 
‘guide book’ to be enjoyed from the 
armchair as much as in situ. It takes us 

from old docks to modern terminals, 
historic cathedrals and civic buildings to 
the Maritime Campus Antwerp LABS, 
opened by Compagnie Maritime Belge in 
2022 as a platform for maritime 
companies, start-ups, and educational 
and research institutions to collaborate 
and innovate. Along the way, there are 
cafés, fountains, statues and paintings.

The port community of Antwerp-
Bruges is a diverse but warm and 
accessible family, full of people who are 
passionate about what they do, says 
Patrick. He also seeks to demonstrate 
“how the port complex invests in 
sustainability, by combining economic 
development, welfare, nature 
conservation and heritage care”. This, he 
says, is underpinned by the Port of 
Antwerp-Bruges’ ambition to become 
Europe’s leading green energy hub.

He hopes that the stories of Harbour 
Life may provide ample inspiration. My 
verdict: They do! :
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Pneumatic and mechanical ship (un)loaders
Up to 2500 tph for loaders and up to 1200 tph for unloaders.  

Low noise & dust emission machine within reach
Turnkey solutions for cereals, soy flour, fertilizer, pellets and more...

Handle bulk with
efficiency and reliability



Protect Lives and Equipment
Minimize the risk of downtime and damages with 

Fogmaker’s fire suppression system!

www.fogmaker.com

The Fogmaker fire suppression system is 
tailor-made for each type of material handling 

equipment. A water-based mist chokes fires quickly 
and cools the area to prevent reignition. 100% 
PFAS-free with our new fluid, Eco 1. Automatic, 

independent of electricity, and always ready!


