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Port-centric logistics is a dimension of the industry that began 
to gain particular influence in 2018. With the burgeoning field 
of end-to-end operations and new technological capability, 
the ability to facilitate logistical processes within the port 
arena has become increasingly prized. With a port-centric 
logistical capability, sorting cargo at source is clearly far easier  
to travelling to distant warehouses. One paper within this 
edition – that of Dr Hacegaba at the Port of Long Beach – 
outlines why this change has occurred in the enigmatic phrase 
‘The Amazon Effect’. 

What exactly is The Amazon Effect then? While not uniquely 
referring to Amazon, it does refer to the new business models 
the giant multinational has implemented in logistics which 
have created a new normal – super-fast delivery. 

With this in mind, a standard has been set for ports and 
terminals to maximise handling speeds in order to secure 
masses of business. Some ports are innately well positioned 
to handle these new demands possessing the required space 
and ability to reconfigure themselves. Other ports are not so 
fortunate and are having to utilise more creative solutions in 
order to tackle the new demands. 

Whichever situation a port operator may well find 
himself in, a clear port-centric logistics strategy has become 
paramount in maximising a port’s ability to win customers. 

This e-Journal welcomes papers from a world-leading port 
operator (DP World), a world-leading supply chain academic 
(Professor Jean-Paul Rodrigue), a world-leading port (Long 
Beach), and a port that’s featured heavily in the news recently 
after its takeover by Gulftainer (Port of Wilmington) which has 
placed a port-centric logistics strategy at the very heart of its 
operations. Our final offering exhibits a regional example of 
port-centric logistics in Egypt (from Ashraf Ghazy). Collectively, 
I hope this offers you a thorough review of the subject. 

As with our first interactive e-Journal, this publication 
offers optimized, linked papers which are best enjoyed 
online. This isn’t just the case for our technical papers, but 
also our adverts, which are linked to our upcoming Container 
Automation Terminal Conference (CTAC). 

Richard Joy
Editor 
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As global trade continues it’s unstoppable 
march, the logistics network that supports 
it is expected to keep pace. Yet, with the 
growing strain of businesses’ end-to-
end requirements, consumers’ insatiable 
demand for instantaneous delivery and 
historically slow shipping times, traditional 
means of logistics will not suffice. The 
speed and saturation of the global economy 
means that, for businesses, it is no longer 
about finding a convenient port for import 
and export, but about choosing a port that 
that is already part of the integrated supply 
chains and wider logistics network.

At DP World, we believe that port-centric 
logistics is a game-changer. By placing the 
port at the heart of our logistics operations, 
we are able to create integrated supply 
chains that provide a far more efficient 
offering for businesses, enabling them to 
adapt and evolve through faster distribution 
times, greater capacity, better accessibility 
and increased cost savings. Alongside 
this, DP World has developed a range 
of secondary services for importers and 
exporters, from inventory management to 
warehouse management, to drive results 
and create further growth.

Port-centric logistics isn’t just about 
making trade faster, it’s about making trade 
smarter. It offers the type of advantages 
needed for businesses to gain an edge in 
the modern economy, bringing logistics 
services closer together and encouraging 
operators to develop and strengthen their 
offering to exporters and importers. What’s 
more, port-centric logistics can protect 
businesses from many of the structural 
challenges currently facing global trade.

CAUGHT SHORT 
Most notable among these structural 
challenges is the truck driver shortages 
that are becoming apparent across Europe. 
These shortages pose an existential threat to 
the functionality of European supply chains 
and both intra and international commerce. 
Analysts at Transport Intelligence have 
found that in just six countries – the UK, 
Germany, France, Denmark Sweden and 
Norway – the shortage of drivers adds up 
to a staggering 127,500 . The UK leads the 
way with a shortage of 52,000 drivers, but 
is closely followed by Germany at 45,000 
vacancies, with predictions that this could 
increase by more than 28,000 per year. 

France has a shortage of 20,000 drivers, 
while road freight associations in Sweden, 
Denmark and Norway report shortages of 
5,000, 2,500 and 3,000.

Such a huge amount of truck driver 
shortages across the continent could 
diminish the supply chain’s ability to meet 
manufacturers’ and consumers’ demands, 
especially when an uptick in market 
confidence or economic activity arrives. 

THE OPPORTUNITY FOR DISRUPTION 
Many a techno-optimist will look at the 
truck driver trend outlined above and point 
to the growth of electrified autonomous, 
self-driving haulage vehicles. Any hopes 
that this still-developing technology will 
plug the growing shortages are misplaced. 
While many of the biggest companies in 
tech and car manufacturing are quietly 
working away at making autonomous 
trucks a reality on the roads, most forecasts 
still put them years, maybe even decades, 
away from full long-range deployment. 

Instead of putting all our eggs in one 
basket – and banking on a technology that 
might not be fully operational until the 
2030s – the logistics industry should look 
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to change its focus, and favour a more 
port-centric approach like the one DP 
World is pioneering. This isn’t to say that 
technological disruption won’t be inherently 
important to the future of logistics, which 
it certainly will be, but that infrastructural 
disruption, and the subsequent structural 
changes that arise from it, are the most 
immediate opportunities available to the 
logistics industry to future-proof and fortify 
its operations. 

For such a port-centric approach to 
succeed, consolidation and capacity are the 
key components. By basing their operations 
around our ports, businesses can reduce 
their reliance on legacy road infrastructure, 
which will be increasingly affected by 
truck driver shortages, by favouring more 
high capacity, stable forms of transport, 
such as rail, which are already integrated 
into logistics networks. DP World London 
Gateway, for example, is the UK’s most 
integrated logistics hub with it’s deep sea 
port and rail terminal offering excellent 
accessibility to major trade hubs throughout 
the world. In addition, there’s less risk of 
loss or damage due to the reduced amount 
of touch points involved with a port-centric 
approach.

Yet, consolidation is only feasible and 
functional when paired with capacity. This is 
the other half of the port-centric approach 
undertaken by DP World. Increasing the 
capacity of our ports to offer additional 
services and spaces for businesses means 
that we can provide a smoother, more 
efficient solution that creates additional 
savings for businesses, while providing 
flexibility to grow. For instance, at DP World 
London Gateway, there is up to nine million 
square feet of warehousing approved 
under the Local Development Order. This 
type of capacity and flexibility means 
that businesses can import and export 
more goods and, as containers are packed 
and unpacked at the port, they can use 
overweight containers that would be illegal 
to transport via road. Ultimately, a port-
centric approach is about creating savings 
and efficiencies to drive further growth 
and better profit margins for importers and 
exporters.

GAINING AN EDGE
In many ways, port-centric logistics is 
becoming essential to compete within the 
global economy. Manufacturers have made 
the most of relatively cheap labour costs 
throughout the world, as well as emerging 
commodities markets for materials, but this 
has resulted in complex supply chains that 
entail a huge amount of transport. In fact, 
transport volumes are continuing to rise 
and show no sign of stopping. 

At the same time, many businesses in 
developed economies are now targeting 

growth markets, such as China and India, 
necessitating distribution and sales facilities 
in these countries. There are not only 
more goods being shipped, but also more 
countries to which significant volumes 
are being shipped to. Port-centric logistics 
simplifies the huge challenges inherent in 
servicing these extra markets.

It is, however, the advent of e-commerce 
and the mass customisation of products that 
makes port-centric logistics a necessity. The 
growing majority of consumers expect their 
products delivered to their door, at a time 
that suits them, and the supply chain has to 
be able to make that a reality. Port-centric 
logistics means goods can be unpacked and 
palletised at the port itself, meaning that 
companies can get their goods delivered  
to consumers quicker, thus making them 
more competitive in such a saturated and 
competitive market. Similarly, having fewer 
links in the supply chain cuts the cost of 
returns, which constitutes a huge chunk of 
e-commerce merchants’ costs.

Port-centric logistics allows businesses
to service these fast-paced markets by 
providing a joined-up approach to logistics 
and, in particular, integrated inventory 
and tracking technologies throughout the 
supply chain. The more logistics services 
offered by a port, the more integrated and 
efficient these systems can become.

A PORT-CENTRIC FUTURE
In conclusion, the port-centric model is 
not only bringing logistics services closer 
together in one place, but it is encouraging 
ports to develop and strengthen their 
offering to importers and exporters. Such 
a model allows port operators to develop a 
range of value-add services, such as order 
fulfillment and bulk product handling, while 
driving growth in other industries. 

As the markets eb and flow, and the 
confidence of investors and consumers 
responds accordingly, port-centric logistics 
offers a feasible framework to secure the 
logistics industry’s future against trends 
that are already in motion and showing 

no sign of reversing. Slower shipping 
times, growing truck driver shortages 
and the sluggish penetration rates of new 
technology, mean that port operators and 
their logistics partners need to change tack 
and be smarter about their operations. At 
DP World, we know that our ports offer the 
unique qualities required to enable smarter 
trade and help build a better world for 
everyone.

ABOUT THE AUTHOR

Rashid Abdulla is a business leader with 
a wealth of experience spanning over 20 
years in the maritime industry and is the 
CEO of DP World Europe and Russia. Mr 
Abdulla was most recently chief executive 
and managing director for DP World’s 
Asia Pacific region and chairman of Asian 
Terminals Inc, its operation in Manila, 
managing business units in China, Korea, 
and south-east Asia for four years. His 
previous roles include senior vice president 
for global operations at DP World Head 
Office in Dubai, and COO for DP World’s 
flagship Jebel Ali Port.

ABOUT THE ORGANIZATION

DP World has invested over US$4.8bn 
across our businesses whilst supporting 
over 4,000 jobs in the Europe & Russia 
region. We have invested in cutting edge 
technology and have three automated 
facilities in the region at London Gateway, 
Antwerp Gateway and Rotterdam World 
Gateway. We have integrated sustainability 
into our business across the region, with a 
long-term perspective. 

ENQUIRIES

https://www.dpworld.com/ 

CLICK FOR DPW'S LATEST NEWS 

EDITION 82   5 

PORT-CENTRIC LOGISTICS

https://www.porttechnology.org/search/results?keywords=dp+world&channel=news
https://www.dpworld.com/
https://www.porttechnology.org/search/results?keywords=dp+world&channel=news
https://www.dpworld.com/


Containeri ation has had an enduring impact 
on the relationships between ports and their 
hinterlands. These relationships shi ed in 
time with a dissociation in the earlier phases 
of containeri ation and the recent phase 
of reinsertion with port centric logistics 
Figure 1 . Historically, ports and adjacent 

areas had a pronounced maritime support 
function with a clearly defined port district 
composed of docks, piers, warehouses and 
other related activities. 

These are usually referred as first tier 
logistics since they are directly related to 
the support of the port’s cargo transfer. Low 
mechani ation levels implied the usage of 
a large workforce manually handling break 
bulk cargo. This was a time-consuming 
process with ships spending a large amount 
of time at ports  in many cases up to two-
thirds of their operational time. Directly 
adjacent to port districts were the second 
tier of port-centric logistics, which included 
warehouses, distribution centers, as well as 
manufacturing, commercial and financial 
districts. Inefficiencies in port operations 

and throughput were a strong driver for 
containeri ation and its diffusion indirectly 
incited a dissociation between ports and 
their logistical activities.

Because of the technical requirements of 
containeri ation, new port terminal facilities 
were built at locations more suitable for 
container operations, particularly those with 
a more extensive terminal footprint. This by 
itself incited a physical dissociation of the 
terminal with local logistical activities which 
was exacerbated by the substantial decline 
in port workforce because of mechani ation. 

Many old port sites were abandoned and 
converted to other uses commercial and 
residential , which further contributed to the 
dissociation. Port districts were declining in 
si e and importance. Lower inland transport 
costs and low levels of congestion allowed 
commercial and manufacturing activities 
related to ports to be less constrained in 
their locational choice. Container ports were 
servicing a wider hinterland, which went on 
par with trade liberali ation and the offshoring 
of manufacturing activities towards lower 

cost locations. While port-centric logistics 
were being dissociated in older port areas, 
new forms of port centric-logistics were being 
created in others. For bulk port activities such 
as metals and petrochemicals the level of 
integration did not change much because of 
high weight to value transport cost ratio for 
the involved commodities. What changed 
was mostly the larger scale of these activities, 
which for some has incited relocation to more 
suitable sites.

As containeri ation is reaching a phase 
of maturity in terms of its spatial diffusion 
and lower growth rates, a reinsertion of port 
centric logistics is taking place around many 
container port facilities. Enduring trade 
imbalances reflected in container flows 
require the management and repositioning 
of empty containers and the related logistics 
activities. For instance, at gateways with a 
strong import function, transloading the 
contents of containers into domestic load 
units is a notable port centric logistics activity. 
At export-oriented gateways, warehousing 
and container stuffing operations are more 

PORT-CENTRIC  
CONTAINERIZED LOGISTICS
FROM DISSOCIATION TO REINSERTION 
Dr. Jean-Paul Rodrigue, Dept. of Global Studies & Geography, Hofstra University, New York, United States
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prevalent. Global supply chains are becoming 
increasingly complex, which for some 
sectors incite locating in port centric logistics 
ones to maximi e connectivity to suppliers 

and customers that could be shi ing due to 
market, technological or regulatory changes. 
The impact of congestion is also non-
negligible as additional costs, uncertainty 
and delays could render port centric sites 
more suitable than lower costs inland 
sites. There is also a scale effect as large 
containeri ed volumes handled at major 
ports increase the commercial appear of 
their port centric logistics sites.

FUNCTIONAL TYPES OF PORT CENTRIC 
LOGISTICS
Port-centric logistics is not a uniform strategy 
because it is a function of the position of a 
port within the global maritime transport 
system. Three main types of port-centric 
logistics can be retained Figure 2 . The first 
illustrates the standard export-oriented 
paradigm where the container port is the 
pivot for an export-oriented pla orm. This 
is particularly prevalent in East Asia where 
offshoring has substantially influenced 
port development towards the setting of 
large manufacturing clusters. First-tier port-
centric logistics are dominantly focused on 
the consolidation of loads and container 
stuffing. Since there are more exports 
than imports in addition to the different 

composition of imports versus exports , an 
important component of first-tier logistics is 
the repositioning of large pools of containers 
between importers and exporters, many 
of which are empty. Second-tier logistics 
are oriented along manufacturing activities 
having a close relationship with the port to 
provide for their inputs parts  and outputs 
finished products .

The second functional type of port-centric 
logistics is the least common but represents 
a valuable proposition in a global economy 
where the importance of connectivity is 
increasing. It relates to major transshipment 
hubs as intermediary locations that connect 
deep sea and feeder shipping networks. 
Notable examples include Dubai, Singapore 
and Panama. Under such circumstances, 
the port becomes a distribution pla orm 
servicing a region through the stocking 
of parts and finished goods, as well as 
assembly, customi ation services and light 
manufacturing. New forms of interactions 
can also take place, particularly when 
maritime and air cargo operations are jointly 
used in supply chain management. The 
joint connectivity of both air and maritime 
networks creates multiplying effects since 
there are additional sourcing and distribution 
options through air/maritime transloading.

The third functional type of port-centric 
logistics is import-oriented, which is 
common in North America and Europe. Since 

the import retail goods dominates, first-tier 
port-centric logistics relies on container 
destuffing and the deconsolidation of 
loads for specific distribution centers. Like 
export-oriented pla orms, there is an active 
container repositioning market trying to 
reconcile inbound and outbound logistics. 
Transloading is also an important logistics 
activity with the contents of container load 
units transferred into domestic units, such 
as between 40-foot ISO containers and 53-
foot domestic containers in North America. 
Since inbound logistics has a significant retail 
orientation, second-tier port-centric logistics 
involves assembly and customi ation and 
various forms of distribution, such as 
fulfilment and postponement.

 Port centric logistics is likely to play 
a growing role in the future, in part 
because of changes in the cost structure 
of manufacturing due to automation and 
roboti ation. Under such circumstances, 
operating freight distribution activities from 
a port-centric logistics one has notable 
benefits in terms of connectivity to suppliers 
and customers considering unpredictable 
shi s in supply and demand.  

Figure 1: Evolution of Port-Centric Logistics
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The recent wave of consolidation in the 
shipping line industry set in motion a 
series of realignments across all sectors 
of the supply chain. M arine terminal 
operators, railroads, trucking companies 
and port authorities are adapting to 
working with fewer ocean carriers 
concentrated in fewer but larger and 
more powerful alliances. As the shipping 
lines attempt to optimize their networks, 
ports, in particular, are under pressure 
to upgrade their infrastructure, drive 
operational efficiencies and leverage 
technology in order to stay competitive. 
However, these improvements can no 
longer be done in isolation. As intermodal 
gateways, ports must ensure that their 
operations and infrastructure are in 
alignment with the business models of 
the broader supply chain and the needs 
of the customer. This requires ports to 
think ‘outside the docks’;  that is, to look 
beyond the port’s borders in order to add 
value to the entire supply chain.

BUILD SO THEY WILL COME?
As competition for fewer shipping services 
and vessel calls intensifies, ports must 
ensure that their investments are enhancing 
the overall value proposition of the supply 
chains they support. The old adage of ‘build 
and they will come’ has been rendered 
obsolete. Today, ports can build, but there is 
no guarantee the cargo will come. Ports have 
to build and modernize in strategic alignment 
with supply chain partners in order to attract 
cargo. In Long Beach, we are investing 
US$ 4  billion in our infrastructure to expand 
terminal and rail capacity. The success of 
our investments, however, can only be 
measured in relation to the value these 
create and add to the broader supply chain. 
We engage shipping lines, marine terminal 
operators, railroads, trucking companies, 
warehouse and distribution center operators 
and shippers to ensure that our product 
and service offerings align with their needs 
and provide a smooth port-centric logistics 
infrastructure for our customers. 

F or example, when the shipping lines 
announced their intention to deploy bigger 
ships, the Port of Long Beach responded 
with a ‘big ship ready’ capital campaign 
that prepared us for the big ships of today 
and the bigger ships of tomorrow. Long 
Beach is the only seaport in North America 
with three container terminals capable of 
handling 20,000 twenty-foot-equivalent 
units (TEU) ships. However, handling big 
ships is only part of the puzzle;  the next key 
element is the ability to facilitate a smooth 
logistics chain within the port conducive 
to contemporary evolving trade demands. 
F urthermore, in order to deliver value to 
the customer, the terminals, railroads and 
trucking companies working within our port 
have to ensure that the proper equipment 
and labour are in place – and optimi ed – to 
handle the additional cargo efficiently.  

PORTS ENABLE SUPPLY CHAINS
Ports enable supply chain efficiency 
when they upgrade and modernize their 

LOGISTICAL PORTS
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infrastructure. Ports that can handle the 
biggest ships, for example, create value for 
the entire supply chain. The advantages 
are amplified when port upgrades are 
matched by infrastructure improvements 
by the railroads, trucking companies 
and warehouse and distribution centre 
operators that support the supply chain. An 
integrated transition from the port to the 
hinterland is the key to a seamless, end-to-
end supply chain.  This is the best way to 
ensure a win-win strategy that benefits all 
in the supply chain, including the shipper.

THE ‘AMAZON’ EFFECT
One of the major factors driving the need 
for end-to-end supply chain efficiency is 
Amazon and its ongoing quest to deliver 
products in the fastest and most reliable 
and cost-effective manner. Also referred to 
as the Ama on effect’, the emergence of 
e-commerce is shi ing consumer behaviour 
and, with that, their expectations of their 
online order and delivery experience. Each 
year, the number of online shoppers and 
the frequency of their purchases grows 
exponentially. In fact, retail e-commerce 
sales worldwide are forecast to double in 
the next five years. In the United States 
alone, 4 0%  of internet users make online 
purchases several times per month and 
20%  make online purchases on a weekly 
basis. Ama on’s introduction of its Prime 
membership service is driving even more 
online shopping and, with that, more 
efficient ways to deliver goods to consumers 
more quickly and reliably.

As a result, speed-to-market and 
precision are more important than ever 
before. This means containers can no 
longer sit in the terminal, on top of a chassis 
or inside a warehouse for days or weeks. 
Access to containers and quick, reliable 
transportation of the container is necessary 
to meet today’s ‘last mile’ requirements. 
This is why port-centric logistics has 
become so crucial of late. 

The massive expansion of e-commerce is 
changing the way goods are transported in 

the ‘last mile’ but ‘last mile’ delivery has to be 
supported by first mile’ transportation and 
every mile in-between, including transport 
from the manufacturing firm, to the port 
of origin and to the port of destination. In 
order to achieve supply chain efficiencies, 
investment in physical infrastructure and 
operational enhancements is necessary but, 
by itself, this is not sufficient. The role of 
technology in driving supply chain efficiencies 
has also evolved, and ports can play a critical 
role in facilitating the digital transformation.

DIGITAL TRANSFORMATION
In addition to upgrading and moderni ing 
facilities and executing process 
improvements that meet the needs of the 
supply chain, ports have to participate in 
the digital transformation of the supply 
chain.  The rapid evolution of technology 
has created opportunities for supply chain 
actors to communicate, coordinate and 
integrate like never before.  Whether it is 
advance visibility, predictive analytics or 
machine learning, ports can create value by 
leveraging technology to enable end-to-end 
visibility and to optimi e port operations.  

In Long Beach, we recently completed a 
pilot demonstration of a port information 
portal in partnership with General Electric 
Transportation GET . GET’s Port Optimi er’ 
information portal was developed to facilitate 
the collection and transfer of data across 
the supply chain under a common user 
information pla orm. A pla orm like this 
improves line of sight and also enables users 
to execute operational transactions. Port 
Optimi er’ has the potential to increase 
visibility, inject predictability and improve 
productivity by aggregating data from 
different sources and allowing terminal 
operators and other supply chain stakeholders 
to receive advance notice of cargo arrival.  

Collecting and sharing data has become 
a critical tool to alleviate bottlenecks and 
improve operational transfers between 
supply chain actors. ‘GeoStamp’, for 
example, is a port traffic monitoring 
so ware that provides live port traffic 

updates to beneficial cargo owners and 
marine terminal operators on real-time 
port traffic conditions, which helps users 
avoid trouble spots throughout the day. 
Users contribute data by simply using 
the app on their mobile devices and 
connecting truck GPS devices. Information 
that is collected through the app produces 
reports for the marine terminal or localized 
‘geofenced’ area.  Terminal operators can 
use the reports to analyze performance, 
assess recurring conditions and, ultimately, 
improve truck productivity in the harbour.

CONCLUSION
As intermodal gateways, ports are a critical 
connection point for the broader supply 
chain. In order to remain competitive and 
add value to the supply chain, ports must 
align their operations and infrastructure 
investments to new customer needs, 
emerging trends and supply chain 
requirements. This is the path to value 
creation and the key to a win-win strategy 
for the entire supply chain.

ABOUT THE AUTHOR

Dr. Noel Hacegaba serves as Deputy 
Executive Director for the Port of Long 
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day-to-day operations and administrative 
functions of the Port, including commercial 
operations, finance, human resources, real 
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Officer and Chief Operating Officer.

ABOUT THE ORGANIZATION

The Port of Long Beach is the premier U.S. 
gateway for trans-Pacific trade, the nation’s 
second-busiest container seaport and a 
trailbla er in innovative goods movement, 
safety and environmental stewardship.  
With annual trade valued at more than 
$ 180 billion, the port supports hundreds of 
thousands of jobs and is ‘M ega-Ship Ready,’ 
serving 175 shipping lines with connections 
to 217 international seaports.  The port 
is nearly seven years into a decade-long 
capital improvement program worth $ 4  
billion, the largest in North America.

ENQUIRIES

Port of Long Beach
4 801 Airport Plaza Drive
Long Beach, CA 9 0815
Info@polb.com
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focus is the continued development of the 
supply chain for the Port of Wilmington, 
embracing both economic opportunity for 
the state as well as increased service and 
efficiencies for existing and new clients. 
Historically, the Port of Wilmington was 
established as a landlord port, with several 
corporate entities leasing space at the port 
for their operations. This resulted in the less-
than-optimal use of space and flow of goods 
throughout the terminal. The inherent lack 
of operational synergies among various 
tenants negatively affected increases in 
revenue, throughput, and growth.   

In order to rectify this, GT USA met with 
current and potential new clients to find 
a better way to service the end consumer 
the products arriving at the port, while 
developing a model to reduce frictions and 
increase velocity across the spectrum of 
port functions.

GT USA reviewed the diverse por olio of 
containeri ed, refrigerated, bulk, breakbulk 
and RO/RO cargoes that currently call on 
the Port of Wilmington, and is in the first 

stages of reshaping the port footprint to 
meet varied client needs. We also reali ed 
we need new equipment along with 
specifically planned civil works, which will 
maximi e the use of the footprint and 
enable the port to handle all types of cargo 
with a minimum of movement.  

In addition, GT USA has worked in 
conjunction with the International 
Longshoremen’s Association ILA , using 
their cargo-handling experience and 
their expertise in the local environment 
to strengthen our plan for optimi ing 
port centric logistics in Wilmington. Our 
agreement with the ILA has been the 
bedrock of our ability to support increased 
volume, technological advancement, and 
drive towards improved productivity. This 
mission will in turn drive new business to 
existing customers and ideally entice new 
enterprise – including the vital warehouse 
developers – to the region.  Without the 
full support of the labour unions, the effort 
to grow the business would fall far short of 
their potential.

GULFTAINER’S 
WILMINGTON STRATEGY
PORT-CENTRIC LOGISTICS & COLLABORATION
Peter Richards, Chief Executive Officer, Gulftainer Group

WWW.PORTTECHNOLOGY.ORG

Gul ainer is the world’s largest privately-
owned terminal operations company, 
and we’re functioning in a tough market 
full of technological change and new 
developments. This is why we’ve embarked 
on a new strategy focused on operational 
capability and port-centric logistics, as we 
believe this area represents a space of 
natural growth. Gul ainer’s GT USA  award 
of a 50-year concession to fully manage and 
operate the Port of Wilmington in the US 
is forcing us to lead in a creative manner. 
We have to ensure we change the 
economic dynamic for the local 
community, region, State of Delaware, 
and the US East Coast, in order to show 
we can do the best job possible. 

We also have to be an excellent place for 
companies to do business, ensuring we’re 
moving trade through exceptionally quickly.

FROM LANDLORD TO OPERATION MODEL 
The transition from a  landlord p ort to an 
operational m odel i s providing challenges 
and opportunities for GT USA. One area of 
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PORT LOGISTICS IMPROVEMENTS
Since taking over port operations, GT 
USA Wilmington has begun work on the 
improvement and extension of the dock 
and crane rail which should be completed 
in 3 201  at a cost of US$17 million. While 
providing that key extra space, this will 
also harmoni e flows within the port. Also, 
another development we have in process 
is enhanced warehouse storage. This has 
been developed to increase racking for 
palleti ed cargo and produce upgrades to 
the roof for improved safety and security. 
We expect that in the coming months 
we’ll also upgrade the cargo throughput 
from 350,000 TEU to 00,00 TEU and add 
capacity for roll-on roll-off cargo too.

PORT-CENTRIC LOGISTICS 
Having logistics and distribution services at 
or near the port reduces costs, minimi es 
transition, and speeds products to market. 
It is a core element of the GT service 
offering to customers. One key example of 
this is how the Port of Wilmington offers 
stripping and stuffing capabilities through 
our cold storage warehouses. We conduct 
full trans-loading and climate-controlled 
storage for our partners. Further still, 
on-site fumigation, rapid chill capability, 
and our inspection partnership with the 
U.S. Customs and Border Patrol and the 
Department of Agriculture minimi e delay 
and ensure timely delivery to market. 
Having all of these capabilities on site also 
improves food safety and offers supply chain 
decision makers complete transparency in 
the execution of cargo transshipment to 
premier produce global clients.

In addition, the port has agreements with 
external partners to store bulk products 
just outside the terminal gate. This offers 

easy operational management and quick 
order fulfillment, along with minimi ing 
costs caused by excessive dray of materials 
and commodities. The collaboration 
with partners, which we call Partnering 
Progress , allows us to meet emergent 
market demands. It gives GT USA the 
ability to continually adjust cargo handling 
capability to improve efficiency, reduce 
shrinkage and improve safety.

The port also has a dedicated auto-gate 
and berth with 42 acres available for auto 
receiving and storage. This allows for on-
site customs clearance for exports and 
quick transfer to market for imports. Along 
with this on-site service, the port has a 
cooperative agreement with a leading 
automobile handling service to maintain 
another 57 acres just outside the auto-gate 
for ease of movement to dealer networks. 
The proximity for expansion as required 
ensures that, as auto onload-o oad 
requirements expand, the port is prepared 
to meet volume requirements.

GT USA is working with partners and the 
State of Delaware to improve transition 
from the port to key transport nodes. 
Our uniquely cooperative relationship 
with the state has afforded the port the 
ability to plan for new transportation 
initiatives that will improve access both 
on and off the port, bypassing potential 
congestion and ensuring residential areas 
are unaffected by increased port traffic. 
It also enables the port to support the 
state’s initiatives to attract business such 
as warehouse and distribution centre 
development, transload capable business 
space, and new wholesale and retail 
customers to the State of Delaware, with 
its specific incentives and advantages for 
economic growth.  

CONCLUSION
GT USA is looking to the future by 
designing port-centric logistics attributes 
into a new, state-of-the-art 1.2M TEU 
terminal located just two miles from the 
existing Port of Wilmington.  The new 
terminal will be able to handle the largest 
ships that call on the Delaware River, and 
will have rapid transition from berth to 
out-gate to better move goods to market.  
As with the current terminal, it will include 
on-site transload, strip/stuff and ease of 
flow for both rail and truck transport onto 
and off the terminal.

Port-centric logistics significantly and 
positively impacts the economy of the 
local area of Wilmington, the State of 
Delaware, and the Eastern United States 
through GT USA’s development and 
expansion of the Port of Wilmington. With 
our continued partnership with the state, 
customers and clients, and especially 
our favorable relationship with the 
experienced workforce at Wilmington, the 
future is bright for GT USA and the State 
of Delaware.

ABOUT THE AUTHOR

With over 12 years of seagoing experience 
and 31 years of expertise in the operation 
and management of ports and container 
terminals, Peter Richards joined 
Gul ainer’s headquarters in the UAE in 
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Operations Manager, Terminal Manager 
and Operations Superintendent with the 
company. Mr Richards currently serves as 
CEO of the Gul ainer group, an Executive 
Board Member of Gul ainer, CEO of the 
Gul ainer Group and CEO of Gul ainer’s 
US arm, GT USA.

ABOUT THE ORGANIZATION

The Port of Wilmington, Delaware is a 
full-service deep water port and marine 
terminal handling approximately 400 
ship-calls annually with an annual import/
export cargo tonnage of more than .8 
million tons. Delaware s port is the busiest 
terminal on the Delaware River. It is the 
number one gateway in North America for 
imports of fresh fruit and juice concentrate, 
North America s largest banana port, and 
the largest dock-side refrigerated complex. 

ENQUIRIES

www.portofwilmington.com/contact-us 

CLICK FOR LATEST NEWS 

The Port of Wilmington is the largest importer of juice concentrate in the US
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In Egypt, many steps have been taken 
to support the development of ports 
by enhancing ship and cargo services, 
increasing storage capacity and dry port 
usage, and establishing port-centric 
logistics centers. IT has become crucial 
to buttress the move towards better 
performance via the electronic exchange 
of documents, electronic controlling and 
cargo traffic systems, and using periodical 
reports from data centres. Thus, special 
attention is given to applying International 
maritime codes particularly ISPS Code.

INTERNATIONAL TIES
International ties remain vital to the 
development of port logistics in Egypt, 
with Egypt the first Arab state to become 
a member of IMO. However, it did lose its 
seat from 2013 till 2014 due to political 
instability. Egypt was re-elected in 2016, 
and since then has strived to maintain 
sound relations with other maritime-related 

entities such as the European Maritime 
Safety Agency (EMSA), and the International 
Labor Organization (ILO). This is because 
a smooth harmonious relationship keeps 
Egypt and its port networks abreast of 
the latest developments in the sector, and 
ensures stability for workers. 

The Egyptian maritime sector usually 
formulates in coordination with port 
authorities any draft resolutions for the 
rules and practices regulating transport 
activities. Therefore, any necessary 
amendments to standing legislation are 
made regularly to cope with global and 
domestic variables and meet the country's 
maritime strategic objectives. 

THE NEW INVESTMENT LAW
Recently, the government of Egypt has 
initiated an ambitious programme for 
financial and economic reform. The 
progression achieved at regional level 
enables Egypt to have a higher international 

position. Given its strategic location, and 
the presence of several key ports like 
Alexandria and Damietta and the progressive 
development of port-centric logistics in the 
region make it ever more attractive and 
reliable to cargo owners. As world trade 
digitizes and the major players increase 
customer expectations regarding speed 
of delivery, it is vital for Egypt, at the main 
intersection of east-west trade at the Suez 
Canal, to facilitate optimal efficiency. In this 
regard, the government of Egypt has looked 
to attract Arab and foreign investment.

The Executive Regulations of the New 
Investment Law No.72/2017 aim to provide 
incentives, facilitate cross-border trade 
relations and supply sufficient guarantees 
to cushion against any coercive measures. 
They also generate regulatory tools to ease 
the investment process. Key among the 
investment law advantages are several factors 
that prove conducive to the development of 
port-centric logistics in the region. Among 

EGYPT THROUGH 
THE PRISM OF PORT-CENTRIC 
LOGISTICS
Ashraf Ghazy, Damietta Port Authority, Egypt 
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these factors are: curbing bureaucracy, 
allowing new incentives, and creating dispute 
settlement tools so that investors can finalize 
their procedures online. 

Timetables for investment services are 
now set where government authorities 
respond to investor requests. Single-
window systems are provided to save time 
and effort, as representatives of different 
government departments, which form the 
so-called Investment Services Center, can 
check and approve submitted documents 
on time. Special incentives as per the new 
law are tied with the project location in 
one of the two main sectors below and 
according to the investment map:
• Sector A: Economic Zone of the Suez 

Canal (SCZone) – Economic Zone of The 
Golden Triangle (three towns in Northern 
Egypt: Safaga, Koseer and Qena) – other 
zones needing development

• Sector B: Parts of the country that 
entertain good ingredients for 
development and lure investment  

EVOLVING INTO LOGISTICS PORTS
In December 2017, Egypt’s Ministry of 
Transport (MOT) received a detailed study 
by the Maritime Research & Consultations 
Center (MRCC) on how feasible it is to turn 
ports into port-centric logistics ports. The 
study confirms that the aim is to achieve 
added value for handled commodities when 
activities such as warehousing and diligent 
customs procedures are performed. This in 
order to reduce time and effort  - aside from 
the supply of IT networking - and connect 
all port community members through a 
communication system that reaches the 
customer directly. The study recommends 
that more port ‘Free Zones’ (FZ) should be 
established to deliver the incentives set 
forth by the New Law of Investment. An 
entity to supervise proposed zones is also 
recommended by MRCC study. According 
to the study, higher port productivity and 
better services are the key benefits of the 
FZ proposal, not to mention less modal 
transport and reduced cargo handling 
charges. Investment returns for port 
projects will increase in light of project 
volume and services provided by each 
project, the study predicts.

Recently, Transport Minister Dr. Hesham 
Arafat held intensive meetings with 
national port authority chairmen to draw a 
timetable to put the study into action in the 
wake of his successful visit to London and 
Germany, where he met with leading global 
shipping lines. This is the beginning of the 
evolution. In fact, the MRCC study paves 
the way for a scheme drawn by a Germany-
based consultant for a detailed assessment 
of Egyptian ports' competitiveness. This 
study stresses twenty six recommendations 
to implement the plan to transform Egypt’s 

ports into logistics ports, and offers five 
pointers to increase port competitiveness 
regionally and globally. 

THE PORT OF DAMIETTA
The above study selects the Port of 
Damietta as a viable sample to evolve from 
a traditional port into a port-centric logistics 
port. Damietta has the logistics port 
ingredients, such as automated operations, 
good use of land and rail transport 
networks, as well as the supporting services 
for large scale logistic potentials (such as 
investible land). The study recommends 
that some integrated logistics centers 
should be established inside Damietta.

A fully-developed manufacturing services 
center is also proposed where a versatile set 
of services can be provided, including the 
import of auto parts from manufacturing 
companies abroad, for assembly and re-
export to the Eastern Mediterranean or Far 
Eastern countries. The study also underlines 
the need for a container repair logistics 
center to provide services for several 
shipping lines which make regular voyages 
to the ports of Egypt, including Damietta.  

A key precedent before the full 
implementation of port centric logistics is the 
necessity to form regulations to guarantee 
investment, and provide a framework to 
supervise the entire process of developing 
the port-centric logistics evolution. Egypt 
should also take necessary measures to join 
international treaties related to logistics 
management and multi-modal transport 
facilitation to ensure ease of practicing 
optimal operations to global standards. This 
would allow Egypt to create a "One Stop 
Shop" system where all licenses, invoices, 
tax exemptions and concessions can be 
administered through one single office. 

Below are five key steps to a vision for 
port logistics competitiveness as proposed 
by the MRCC study. 
1. A comprehensive investment plan 

should be drawn showing maritime 
projects and the state's objectives 
behind these projects

2. Projects should include licenses and 
requirements with an implementation 
timetable for each project. Advanced IT 
is needed for this

3. Slash bureaucracy in logistics so ports 
can coordinate and harmonize with 
existing laws and marine-related 
regulations

4. Efforts should be consolidated to 
promote Egypt's niche in East Med. 
region and increase its competitive edge 
by taking measures to intensify hub 
presence in the Red Sea Region

5. Rehabilitation of the transport network 
in the Red Sea Region and provision of 
investment incentives to attract foreign 
entrepreneurs to the area

FINAL THOUGHTS 
The study points out one key thing: Port 
projects in Egypt  lack integration. While 
huge funds are required for port investment, 
capital turnover is slow and initial operation 
stages generate little return. Further, there 
are no signs that overall transport plans are 
matching trade and industrial investment 
activities.

Also, ports may well need a change in 
their port management system. According 
to the Global Productivity Index, the 
East Port-Said Port in Egypt came 35th 
globally in 2014, three steps up from its 
2012 ranking. This ranking confirms that a 
diverse range of shipping lines are dealing 
with the ports of Egypt, but this may 
simply be due to its good geographical 
location. The introduction of e-commerce 
in a number of ports and low labour costs 
are good points of strength to climb up 
the ranking table however. This, with the 
emergence of a complete network of 
feeders to serve the ports such as East 
Port-Said Port, will undoubtedly see Egypt 
become a much bigger player in the port-
centric logistics sphere. 
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The Port of Damietta is a government-
run Egyptian port. It is 10.5kms west of 
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