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Abstract 

Ports have changed profoundly over the last decades. The container was invented in the 1950’s, 

which increased the competitiveness of seaborne transportation. As container shipping began to 

dominate the market there was an increase in globalization in the general macro economy. This 

globalization meant that the shipping sector grew significantly since the 50’s. It has also meant 

that outsourcing has become more normal in the industry. The maritime sector has had to adapt 

to these changes. The shipping lines have always been global but they have been integrating a lot 

both horizontally by merging with other shipping lines and forming alliances with yet other 

shipping lines. The shipping lines however have also integrated vertically by acquiring new 

businesses such as terminal operators and hinterland logistic companies.  

In the ports the container caused a lot of cost savings as loading and unloading of cargo became 

much faster and required fewer employees. In the early day of the container most ports were 

owned and operated by the local and even federal governments. This has changed and the most 

commonly used type of port in today’s ports is the landlord port. In this port structure the port 

authorities are mainly concerned with ensuring smooth operation in the ports by attracting 

private companies to the port. These private companies are increasingly becoming large 

multinational companies that have operations in many ports around the world. These companies 

are involved in many different aspects of the port products around the world including but not 

limited to warehousing and terminal operations. However, it is complicated to obtain efficient 

partnerships between the public port authorities and the private companies that are working 

within the port. For a partnership to be efficient it is necessary to understand why these 

partnerships are becoming the norm. The private companies might get a share of a potentially 

very lucrative market. The local authorities however might get access to easier financing of port 

infrastructure. Furthermore ports are extremely expensive and the benefits to the taxpayers might 

be questioned. However, the local authorities have a major impact on the effectiveness of the 

private companies in the port by way of rules and regulations.  

As the competition in the maritime sector have becoming increasingly difficult in recent years 

effective management have become increasingly important. There are several different measures 

to effective management of ports and these are important to understand because the most 
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efficient port is in many cases the cheapest. Therefore the most efficient port is likely to be the 

port that is chosen. However that is not always the case as there are many different aspects to 

port selection. Effectiveness measures in ports are many but productivity and hinterland 

connectivity is among them.  

As many shippers are indifferent to which port their goods come trough it is necessary for the port 

authorities to distinguish themselves from other port alternatives. This can be done trough 

effective stakeholder management. Stakeholders are defined as every group that has a claim in an 

issue. In this case this means every group or individual who can affect or is affected by the 

decisions made by the port authorities. Effective stakeholder management is concerned with 

managing a very diverse environment in which multiple worldviews must be aligned. This means 

that the port authorities will have to prioritize some stakeholders to make them happy. This 

prioritization could however negatively impact other stakeholders.  

This thesis will be concerned with Jade Weser Port, which is the newest entry into the Hamburg – 

Le Havre range of ports. Jade Weser Port was planned around year 2000 and opened in 2012. The 

feasibility study showed a scenario where the German ports were running out of capacity and the 

existing German ports were difficult to access by the increasingly large vessels. However Jade 

Weser Port have been slow to pick up pace after the inauguration. 
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1.0 Introduction:  

There have been many very significant innovations in the global shipping environment over the 

past millennia where two different innovations can be attributed to large growth in 

intercontinental trade. The first is the advent of steamships that provided a reliable method of 

shipping thus providing the world with liner shipping. The second significant innovation was the 

introduction of the container in the 1950's that dramatically reduced the costs associated with 

global shipping. The cost reduction was obtained by standardizing the process of loading and 

unloading vessels, by limiting the number of employees involved in the process of handling the 

berthed vessels, by lowering the turnaround time in ports and by the better enabling economics of 

scale in the liner business.  

The containerization arguably enabled globalization and helped to develop global supply chains by 

making the cost of transport so cheap that sourcing and production did not have to be done close 

to the market that the product was intended to serve. However, some of this trend seems to be 

slowing down, as the container reaches maturity. The contracting container market has caused 

fierce competition in the sector where many different but homogenous companies are competing 

for the same goods.  

This competition has caused companies to focus on the economics of scale and to rethink the 

global transportation chain. Thus, companies are now focusing on increasing the competitiveness 

of supply chains rather than a narrow focus on their own business. For business managers it is thus 

becoming increasingly important to understand the entities that form their supply chains. These 

entities can be referred to as stakeholders. It is becoming increasingly important to include 

stakeholders in decision-making processes. However it is important to understand that the 

different stakeholders in the maritime logistics chain have differing objectives and even conflicting 

goals. To improve the general competitiveness of a particular supply chain, it is, therefore, prudent 

to understand what the stakeholders want and how to meet their demands. Utilizing stakeholder 

theory allows managers to develop a framework to better understand their stakeholders, which 

might give them a competitive advantage by making better strategic decisions.   

The supply chain is a system of organizations, information, resources that are involved in moving a 

product from suppliers to customers. Activities in the supply chain include the transformation of 
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raw materials into a finished product that is then delivered to the customer. There are many 

different definitions of a supply chain, but the Council of Supply Chain Management Professionals 

defines it as follows:   

“Supply Chain Management encompasses the planning and management of all activities involved 

in sourcing and procurement, conversion, and all logistics management activities. Importantly, it 

also includes coordination and collaboration with channel partners, which can be suppliers, 

intermediaries, third-party service providers, and customers.”  

(Canadian Supply Chain Sector Council., 2016) 

Supply chain management can thus be seen as an integrator of supply and demand not only within 

the company but also in a much broader context across different companies. Supply chain 

management is also concerned with facilitating communication between major business functions 

within and across different companies.  

This new focus on supply chains and economies of scale have caused companies to integrate 

horizontally by merging with competitors or forming alliances to utilize scope better. They also 

integrated vertically expanding their business into new areas such as shipping lines buying 

terminal operators.  

The integration trend has caused the big players in the marketplace to control their supply chain 

more thoroughly thereby allowing them to utilize assets better and providing more reliable 

information to their customers. However this new more holistic focus on supply chains also brings 

with it a need for much more cooperation between the different actors. However, some of these 

actors are more dominant in the field than others. Port authorities are generally perceived as less 

powerful than before while shipping lines are more powerful than before. This means that 

shipping lines can obtain a better bargaining power vis-á-vis for example, the port authorities. This 

coupled with the fact that shipping is inherently footloose, as shipping lines can simply decide to 

call other ports. This imposes some challenges for the other actors in the port, such as terminal 

operators and port authorities, because they have to make significant investments on the landside 

of the port.   
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1.1 Case Introduction: 

Jade Weser Port was planned in the early 2000’s because the German ports were running out of 

capacity. There were fears in Germany that the container traffic was moving towards the west 

ports in the Hamburg – Le Havre range, mainly Rotterdam and Antwerp. Jade Weser Port was 

initially planned as a joint venture between the local governments of Lower Saxony and Bremen. 

The port of Hamburg was also involved in this joint venture. However the port of Hamburg left the 

joint venture before construction of Jade Weser Port began. Jade Weser Port opened in 2012 as 

Germany’s only deep-sea port. Jade Weser Port should therefore be able to increase the capacity 

of the German ports while also providing the other German ports with a strategic transshipment 

port.  

When Jade Weser Port was planned, the vessel sizes were around 10,000 TEUs. Today the vessels 

are around 20,000 TEUs. This means that ports like Hamburg are challenged because Hamburg is 

located in-land and the only nautical accessibility point is the River Elbe. As the vessels are growing 

and the German ports are running out of capacity, the role of Jade Weser Port is becoming clearer.  

However, Jade Weser Port has thus far not been able to attract large container volumes. This slow 

start for Jade Weser Port sparked our curiosity and leads us to the following research questions:  

1.3 Research Questions:  

In this section of the thesis, we will be introducing our primary and secondary research question. 

The primary research question is: 

How do stakeholders, partnership and supply chain management influence the competitiveness of 

Jade Weser Port, in a changing maritime sector? 

To answer this question we reviewed an extensive amount of literature within the areas of port 

competition, consolidation in the maritime industry, effectiveness measures, system theory, 

public-private partnerships, and ports in the supply chains. These theories provided a basic 

framework for understanding the maritime industry and what factors drive port selection. We 

found that many theories suggested that the port authorities’ role was changing and that they 

need to adopt a role as supply chain integrator. In an effort to expand this framework we decided 

to include stakeholder theory. Stakeholder theory is concerned with managing all the entities that 

together form an organization. We therefore believe that stakeholder management is a 
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prerequisite to supply chain management. Furthermore we believe that Jade Weser Port can 

collaborate with their stakeholders in an effort to reach overall effectiveness.  

Furthermore, we will break the above research question down into single entities to make our 

framework more generally applicable. These questions are as follows: 

“How can stakeholder networks and stakeholder attributes help organizations  become efficient?” 

In order to answer this question we will apply the findings from our theoretical framework. By 

expanding the findings from the primary research question we will provide a framework that 

allows for efficient stakeholder management in ports.  

“What factors drive port selection?”  

To answer this question we will be reviewing and applying various measurements. These 

measurements will be factors like hinterland connectivity, port throughput and efficient 

management. These factors will be combined into a framework that allows us to describe what 

makes a port more or less competitive. 

“In what way have consolidation in the maritime industry changed the role of the port 

authorities?” 

Consolidation has had many affects on the port authorities. These will be described by analyzing 

how public-private partnerships changed the industry and what their benefits and limitations are. 

Lastly we will describe the port authorities’ role within supply chains. 

2.0 Methodology 

2.1 Research design 

At the beginning of the thesis, we decided that we would like to work with the competitiveness of 

ports in Hamburg-Le Havre Range. We did so because this range is the major gateway to and from 

the European continent. We then learned about the newest entry into this cluster of ports namely 

Jade Weser Port. Jade Weser Port is the only deep sea port in Germany and it is state of the art. 

However, the port has so far not been very successful which puzzled us. We decided to analyze 

Jade Weser Port and we decided to do it as a case study. 
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A case study is defined as a strategy for doing research that involves empirical research of a 

particular phenomenon in real time, while utilizing several different sources to validate the 

findings (Saunders et al., 2007). The case study approach has been criticized for not being very 

scientific compared with other types of research such as experiments, and the reliance on 

qualitative data does make it hard to verify or reject the research question. However, case studies 

allow researchers to explore the existing theory while adding their findings to the collective 

knowledge of the field. A case study can be conducted with several different types of data that 

help it become more credible such as interviews, documents and observations among others 

(Cooper and Schindler, 2007). 

From the onset of our research, we had many questions and ideas that we would like to work 

with. We believe that the case study would be the best approach for answering these questions. 

We believe that the case study provides a clear understanding of a particular phenomenon. As our 

research question aims to work within the more social spheres of science, we decided to use 

interviews as our primary source of empirical data. As our research data consists of interviews, it 

was important for us to find a way to validate our findings. We used the triangulation method and 

the seven-step interview model for this. These methods will be explained in more detail later.  

This thesis will rely upon qualitative data in the form of semi-structured interviews with relevant 

stakeholders in the industry. We will also use interviews conducted by other parties such as the 

media where we deem it necessary and could help further the understanding of the topic at hand. 

The literature review of this thesis will be used to conduct a more general analysis of the maritime 

industry. The empirical data that we collected will then be used to form the basis of a case study 

of the Jade Weser Port.  

The research thus started out with a broad focus and was later narrowed down to the current 

research question as we gained a more thorough understanding of the topic at hand. In the 

beginning of the research, we focused narrowly on a general application of literature review to the 

maritime sector.  
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2.2 Data selection: 

For this thesis, we started our research by gathering data and literature in a deductive manner. 

During the review process of the interviews, we realized that we lacked theories. Therefore our 

approach to the thesis was abductive. 

The empirical data for this thesis’ case study relied heavily on semi-structured interviews with 

several different interviewees. We prepared an interview guide of predetermined questions to the 

relevant interviewees. The strength of the semi-structured interview is that we as researchers are 

free to follow interesting topics that might appear in the interview. We, therefore, believe that the 

semi-structured interviews provided a clear understanding of the complex issues at hand.  

Once we had a better understanding of the environment, we were able to apply the empirical data 

on our case material (Eriksson and Kovalainen, 2016). Further, we used secondary data to support 

our interviews and secure the validity of the interviews as well as the secondary data. Due to the 

exploratory nature of our research question, in the second phase of data collection, we will verify 

our empirical data by using triangulation. Triangulation is concerned with verification of data and 

thus so by comparing multiple sources on the same topic. Triangulation will then help us not only 

verify our data but also to align our observations, theoretical perspective, sources of data and 

methodology (Bryman and Bell 2007). The qualitative approach considering the semi-structured 

interviews will be forming the foundation of the case used in this thesis. We decided that as many 

of the interviews as possible should be conducted at our interviewee's places of work. We believe 

that these on-site interviews would provide a better understanding of the interviewee's 

background. Using various types of secondary data further strengthened the empirical foundation.  

We have used secondary data for this thesis, but we are aware that there can be some limitations 

to secondary data. One of the limitations is that the data is not originally collected for this thesis. 

The data, therefore, could be biased. To mitigate this, we have tried to rely on as reputable 

sources as possible and the aforementioned triangulation approach. However, if we believe that 

the data was not suitable for our thesis either because it is not applicable or because the data is 

biased we will leave it out (Saunders et al. 2007). 
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2.3 Data collecting problems 

Time constraints: 

One of the biggest issues we faced in data collection was the time constraint. We were often faced 

with long response times regarding interview requests. We had to follow up on these interview 

requests very proactively. We did so by sending multiple e-mails and calling the potential 

interviewees repeatedly. One of the potential interviewees that we engaged was fired during this 

process, which meant that we had to start all over again. Eventually we got to do interviews with 

many high-ranking employees.  

Data sharing:  

In general, all the interviewees seemed very interested in our project and research. At Jade Weser 

Port the interviewee lasted for nearly two hours, which meant that we got more information than 

we had hoped for. We were a little worried that the long interview could lead to information 

overload which would make it difficult to analyze the data. However, we found that many of the 

interviewees agreed on many aspects. That allowed us to use the lengthy interview from Jade 

Weser Port as a benchmark to triangulate the data that we received from the other interviews.  

2.4 Literature review 

In essence, a literature review is a critical appraisal of the current collective knowledge in the field. 

The literature review should not be an exhaustive list of everything that has been published but 

should be a personal yet non-biased synopsis of the current collective knowledge and should 

provide a balanced view. This means that there should be conflicting views as well as established 

and current thinking (Winchester and Salji, 2016). The literature review should thus provide the 

reader with a comprehensive overview of what is deemed important by the researchers and helps 

place the information into perspective (Green et. al, 2006). A literature review also provides a 

basis for validating assumptions made by the researchers; provide insights into the dynamics of 

not only this study but also previous studies (Ibid.) 

The first step that we took in our search for literature was that we identified keywords that we 

deemed relevant to our thesis’ problem delimitation. These keywords included e.g. stakeholder 

analysis, port selection, and port competitiveness. These searches, however, returned several 
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thousand articles, so we had to narrow down our search. The below methods helped us to identify 

a more manageable amount of literature. 

As there is a lot of published material available in this area of study, it is argued by Oliver (2012) 

that it is prudent to use material that has been published by well-renowned publishers and 

experts. That is why we will be utilizing several academic journals such as Maritime Policy & 

Management as well as Lloyd’s List in this thesis. In the case of stakeholder theory, we decided to 

rely on Kivits (2011) and Mitchell et al. (1997) because they are widely regarded as the pioneers 

within the field of stakeholder theory. Researchers are according to Oliver (2012) attempting to 

quantify the relative worth of academic research by the number of times that they have been 

cited. This is more or less also, what we do in the case of Kivits (2011) and Mitchell et al. (1997).  

Our assumption is thus that if the article is cited very often, there must be a consensus in the field 

that this article is noteworthy. We are however also aware of the limitations of this approach as 

there is a great number of journals and scholars might not be aware of all of them.  

Oliver (2012), further argues that the peer-review system can be a helpful tool in deciding which 

authors and articles to include in the thesis. We will therefore mainly be focusing on peer-

reviewed articles as these articles are from well-renowned publishing houses and other scholars in 

the field also rely on these.  

2.5 Interviewing  

In our thesis, we collected our empiric data from interviews and thereby used a qualitative 

approach. We used the face-to-face interviews to the extent that the interviewees wanted to do 

so. According to Cooper and Schindler (2003), the face-to-face interview has the greatest value 

because interviewees are most likely to cooperate and provide more sensitive data. We believe 

that the face-to-face interview has provided better data because the interviewees were generally 

more forthcoming. We were generally able to better read the expressions of our interviewees thus 

asking questions that were more qualified. The interviewees further had the option to rely more 

on visual aids. Meidinger did also provide data of a more sensitive nature but we promised to omit 

this data from the thesis.  

The qualitative interview varies a great deal in the form of styles or approaches taken by the 

interviewer. According to Bryman and Bell (2007), the main approaches to a qualitative interview 
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are the unstructured interview and the semi-structured interview. In the unstructured interview, 

the interviewee is often met with only one question, which leaves the interview very open. The 

interviewee is thus free to respond to the question in any way the interviewee deems it 

appropriate. The semi-structured interview often has a list of specific topics to be covered. Bryman 

and Bell (2007) refers to this list as the interview guide. The questions in the semi-structured 

interview should be open-ended as this allows the interviewee to answer the questions more 

honestly. The interviews will have the same structure but the interviewer can deviate from the 

interview guide to follow interesting topics that come up in the interview. The same interview 

guide should be used in every interview with only slight modifications to reflect the current 

interviewee’s situation (Ibid.) 

In our thesis, we had a question that touched upon Eurogate being the only terminal operator in 

the port. So in our interview with Eurogate, we asked them:  

"Is it important to you that you are the only terminal operators in Jade Weser Port?" 

 (Appendix 3) 

This question would not be meaningful if we asked Hapag-Llyod the same question, as they are 

not terminal operators. So we asked them: 

"Would you be more inclined to call at Jade Weser Port if you had a dedicated terminal in Jade 

Weser Port?"  

(Appendix 4) 

It is, therefore, clear that we used the semi-structured interview for our thesis. The reason for this 

was that we would like to obtain similar responses as possible to issues we deemed important. But 

at the same time, we were interested in allowing the interviewees to elaborate and talk about 

what they found important.  

When we identified the people that we would like to interview we would send them a brief 

description of the project, our thesis' problem statement, and our motivation to include them. We 

preferred not to send our interview guide to the interviewee, as we believe they were more likely 
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to provide biased answers. So this method was used to attract relevant stakeholders but also to 

mitigate bias.  

2.6 Seven Stage Model Interview Guide 

The validity of the interview depends on three criteria, which are described by Cooper and 

Schindler (2003). The three criteria are as follows. Firstly the interviewee must have information 

about the topic. Secondly, the interviewees must provide accurate information about the 

questions asked. Thirdly the participant has to be engaged in the questions asked. Lastly, the 

interviewee has to be motivated by the questions, to get the best answers possible. 

To obtain valid and quality data from our interviews, we used the seven-stage interview designed 

by Kvale (2007) to some extent. By doing so, we interpreted Kvale’s (2007) model and fitted it to 

our research. This means that some of the seven steps were given priority as we found them more 

relevant to our research. It also means that the seventh step “reporting” was omitted because we 

believe it was redundant. By conducting this seven-stage interview guide, we were able to align 

the questions in our interview and make the questions general, but at the same time individual 

enough so that we asked each interviewee relevant questions.  

The seven-stage model was crucial for our analysis and our interviewing process. The seven-stage 

model helped us to validate the information that was given by the interviewees and thereby 

process them to gain empiric data. 

The seven-stage interviewing guide includes seven different topics, which should be studied very 

carefully to get the empirical data. Kvale (2007) defined the seven steps as follows: Thematizing, 

Designing, Interviewing, Transcribing, Analyzing, and verifying. 

2.6.1 Thematizing 

Thematizing has to do with the process before the actual interview. During this step, we 

formulated the research question and constructed our theoretical framework. Kvale (2007) argues 

that this step of the process is concerned with clarifying what is important to us as researchers 

and how we would like to obtain the information.  

When we decided to do our research we decided that we would like to do it qualitatively. We did 

so because we would like to investigate the social aspects of port competitiveness. We, therefore, 
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decided that we would like to interview relevant stakeholders within a port environment. We 

needed to obtain empirical data that would allow us to answer our research question in the best 

way possible. To do so, we decided to conduct semi-structured interviews to collect empirical data 

that would give us a general understanding of the problems the various stakeholders are facing. 

However, to get a holistic view of the sector, we decided that we needed to ask more or less the 

same questions in each of our interviews. As previously mentioned, some questions needed slight 

modifications to better fit the respective interviewees’ background. By doing so, we collected data 

that also allowed various stakeholders to share their thoughts on matters that are not normally in 

their sphere of interest. 

According to Kvale (2007), interviews can have an exploratory or a hypothetical-testing purpose. 

The exploratory interview is usually an open interview. This interview form only has a little 

preplanning compared to the hypothetical-testing interview. Researchers that are using the 

exploratory interview form introduce the topic of their research to their interviewees to obtain 

new knowledge. The interviewee's answers to these questions then further the researcher's 

knowledge on the topic. 

Our semi-structured interview followed the exploratory interview as described by Kvale (2007). 

This means that we had prepared questions but also allowed for flexibility. This flexibility allowed 

for the interviewees to elaborate on topics that they found relevant. We thereby allowed their 

expertise to show, which gave us a clearer understanding of the topic.  

2.6.2 Designing  

According to Kvale (2007), it is very important to choose the methodology for the interview guide 

very carefully. With this in mind, we designed our interviews in a way that allowed for minimum 

modification between the different interviews. We interviewed six different stakeholders, who all 

had a stake in our case. We reworked the questions several times to make the questions as 

concise as possible. 

The six different interviews was a compromise of obtaining interviews from the various 

stakeholders while also balancing the resources that were available to us. The selection process 

was very time-consuming as was the recruitment process. Several of the stakeholders required 

multiple e-mails or calls before getting back to us. To make the interviews non-biased we tried to 
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keep interviews as open as possible and to validate the responses that we got from other sources 

of data.  

According to Kvale (2007), there are a few major reasons for bias. First, the interviewer might ask 

leading questions or could have prejudices that could distort the answers. Secondly, the 

interviewee might evade questions or provide inaccurate responses.  

To reduce bias, we focused on formulating open-ended questions that were non-leading. We 

furthermore conducted as many interviews as possible at the interviewee's place of work to be in 

the correct social setting. We conducted interviews in Wilhelmshaven, Hamburg, and Hvidovre. 

We interviewed all the stakeholders individually so they would not be influenced by each other. 

We believe that this helped us to mitigate bias.  

2.6.3 Interviewing 

The informants for our interview was selected carefully. We forwarded many emails to the 

different stakeholder in which we clarified what we intended to do with our research. We also 

forwarded our research question and our motivation for the assignment. We did so to make sure 

that the interviewee would have relevant knowledge about our research question. We did not 

send our interview questions to any of the interviewees because we would like for them to be as 

honest as possible. We feared that if the interviewees had access to the questions before the 

interview, they might prepare for the interview thus providing biased statements.  

The interviewees were: 

Jade Weser Port – Ingo Meidinger, Sales Director. 

Nordfrost – Thorsten Reichart, Head of Fruit Logistics.  

Eurogate – Mikkel Andersen, CEO Eurogate, Jade Weser Port. 

Hapaq lIoyed – Nils Haupt, Corporate Communications. 

DB Schenker – Ulrich Helgason, Ocean Export Supervisor and Lars Sinnerup, Logistic solutions 

development.   

Maersk – Tine Gold, employee Maersk.  



18 
 

Out of the six interviews, we visited three companies and did the interview at their place of 

business namely, Jade Weser Port in Wilhelmshaven, Hapag-Lloyd in Hamburg, and DB Schenker in 

Hvidovre. All of the interviews were recorded except for Nordfrost where we had technical 

difficulties. When we conducted the interviews on site, found that it was easier to obtain good 

data. The interviews we did on-site were not limited by time while the interviews we did by phone 

was generally limited to half an hour by the interviewees.  

We decided to do all of the interviews in English. We did so for two reasons. First of all, we did not 

want to lose anything in translation and doing the interviews in English helped us to use the 

interviewee's own words. Secondly, we believe it was easier to transcribe the interview when the 

audio files were in English.  

2.6.4 Transcribing 

For our interviews we did not take field notes because we decided that the audio files would 

suffice. That left us more focused to ask new questions and get the interviewees to elaborate. This 

way we believe that we obtained the best possible empirical data. The only exception is Nordfrost 

where we could not get the recorder working. The interview with Nordfrost, therefore, relies only 

on written field notes. 

After the interviews had been concluded, we heard the audio files multiple times before we 

transcribed them. We did so because we only transcribed the portions of the interviews that we 

deemed most important. By listening to the interviews several times we had an opportunity to 

figure out what was most important to us. The process of listening to the interviews multiple times 

allowed us to start on the analysis of the data early because it got us thinking. However Meidinger 

provided sensitive information on the recording, which he would not allow to be released. 

Therefore we transcribed the interview with Meidinger fully as to compensate for the lack of the 

audio file. We did of course not transcribe the sensitive information. After the transcription was 

concluded we deleted the audio file as Meidinger requested. 

2.6.5 Analyzing 

To analyze the interviews we used descriptive coding. Descriptive coding has two cycles of coding. 

The first cycle is concerned with identifying different themes within the interview. Every 

paragraph of the interview has at least one theme assigned to it. It is argued that first cycle coding 
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is a method to summarize different segments of the data from the interviews. The codes are 

words or short sentences that have a summative nature of the paragraph at hand. The second 

cycle coding is concerned with patterns in the data. In this step the researchers group their first 

cycle codes into different topics, which are called patterns. This process allows the researchers to 

place similar codes into a broader category. This allows the researchers to locate data much 

quicker and to find all statements made by the interviewee in the same section of the document 

as they are grouped together (Miles et al. 2014). An example of a pattern could be 

"Competitiveness" and could include codes such as "Globalization and Containerization." 

For coding to be successful, we had to transcribe the portions of the interviews that was relevant 

for our thesis and research question. For our interviews, we used 39 different codes. An example 

of such a code could be "Good infrastructure." We assigned these codes to every interview we did. 

It was very time consuming to find the codes that matched the topics of our interviews. However, 

this process forced us to think about the overall theme of the interviews, which gave us an 

opportunity to utilize the interviews better.  

The descriptive coding also allowed us to critically assess our chosen literature. This assessment 

helped us realize that we needed to expand our section about partnerships. Furthermore, we also 

saw that a lot of the codes that we had assigned could be used in all of the interviews. We, 

therefore, believe that our questions worked as intended because we got similar responses and 

that the interviewees understood the questions as we intended. Even though we spend a lot of 

time listening to the interviews only to transcribe the most relevant parts of the interviews, we 

also found information in the transcriptions that we did not deem relevant. These sections are left 

black and are not marked with a code.  

Furthermore, we were both engaged in the coding process, which we believe enabled us to 

engage in discussions about the codes. By doing this, we were able to come up with concise codes 

and in the case of disagreement about codes; it allowed us to make new codes that better fitted 

the paragraph at hand. We also believe that the fact that we were both engaged in coding the 

same interviews at all times produced more reliable data because we were able to identify 

irrelevant paragraphs. Moreover, Miles et al. (2014) agrees with this view as they argue that team 

coding helps the researchers stay on the same analytical path. Appendix 1-6 shows all raw data 
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that we obtained from the interviews as well as the codes that we assigned to the interviews. We 

used the transcribed interviews and assigned every paragraph a code. The code was placed as a 

footnote in the document. We found that sometimes paragraphs could fit into two or more codes. 

In this case, we assigned all relevant codes. 

During the second step, we utilized pattern codes as described above. In this process, we defined 

eight distinct patterns. We then grouped all of the codes together into their respective pattern, and 

we then assigned a different color to the various patterns. We did so because we believe that the 

color-coding makes it clearer what codes fit into which pattern. Table 2.1 shows all the patterns that 

we used and what codes fitted into these patterns. 

Table 2.1 Coding 
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Using the two, coding system helped us gain a lot of knowledge about our interviews and a better 

understanding of our literature review. Working with the interviews like this, made us able to 

assess the empirical data that we collected critically. By doing so, we believe that we were able to 

locate relevant information that might otherwise have been neglected. We also believe that this 

approach helped us to identify and eliminate any biased statements. As we eliminated biased 

information we were able to produce valid empirical data and to locate weak links in our 

theoretical framework.  

2.6.6 Varifying 

According to Kvale (2007), one of the hardest things to do when verifying an interview is to 

identify biased information in the collected empirical data. It is essential for the validity of the 

thesis that the empirical data is as unbiased as possible.  

To eliminate bias, we decided that we would like to construct our theoretical framework before 

doing the interviews. This allowed us to formulate better questions for the interviews as we had a 

good understanding of the topics at hand. This knowledge allowed us to be critical about the 

statements made by the interviewees. This critical thinking helped us to validate the objectivism of 

the interviews. After we had concluded our interview process we analyzed them by coding them 

as aforementioned. We then aligned the interviews with our theoretical framework, which 

allowed us to use our collective knowledge of the topic to assess statements critically.  

To verify the empirical data that we collected for this thesis, we used triangulation. This approach 

helped us combine different data collection techniques to generate a set of valid data from the 

interviews and other data collections, to ensure that all data was confirmed by multiple sources. 

For this method to be successful, we had to do extensive research in libraries as well as collecting 

relevant empirical data. When relevant literature was found, it was added to our literature review. 

The literature would then be analyzed based on our understanding of the environment in which 

our case unfolded. Furthermore, the literature would be compared to the data that we got from 

the interviews. After having analyzed our interviews, we realized that the literature that we 

reviewed was not encompassing all relevant fields. This lack caused us to rework our literature 

review. 
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3.0 Stakeholder Theory 

In the following section, the thesis will outline the importance of stakeholder selection. Further, 

we will define stakeholders. We will then offer methods of composing the stakeholder group into 

a more manageable size and elaborate on the choice criteria for stakeholder selection. 

Stakeholder theory shows us that it is important to incorporate stakeholders in the decision-

making process, in order to gain the best value. Public and private organizations have embraced 

the stakeholder theory and have used this strategy to improve their relations with businesses, as 

well as stakeholders - both internally and externally Kivtis (2011). 

3.1 Stakeholder Management 

A stakeholder is a group or individual that has a claim in an issue under consideration. The group 

or the individual then must be able to affect the outcome of the issue or be affected by the issue 

(Freeman, 1984; Agle et al. 1999; Kivits, 2011). According to Laplume et al., (2008) a wide range of 

entities could be classified as a stakeholder such as, individuals, groups, NGO’s, organizations, 

neighborhoods and even natural environments. Mainly, stakeholders can be put into four general 

groups: communities, NGOs, government and the private sector (Amaeshi and Crane, 2006).  

Stakeholder management is increasingly being employed within private and public organizations. 

Using stakeholder management helps organizations to improve external stakeholder relations and 

align their corporate strategies with the stakeholders. Stakeholder theory show that incorporating 

stakeholders’ opinions into the decision-making processes and project implementations does add 

value to the supply chain of companies (Deelstra et al., 2003). 

Successfully aligning stakeholders ensure legitimization of issues, and facilitates a close alignment 

between organizations and the environment in which they operate. Scholars agrees that 

stakeholder management is best used in complex or large-scale projects that has multiple 

stakeholders (Crocker 2007). Dealing with a wide range of stakeholders with different interests 

and expectations requires flexibility and specialized engagement tools (Shandas and Messer, 

2008). By engaging in stakeholder management organizations are increasing the understanding of 

stakeholder behavior. This understanding can create a better link between stakeholders and the 

organization. Having a successful stakeholder management framework is a pre-requisite for 

successful stakeholder integration (Reed et al., 2009).  
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3.2 Stakeholder measurements 

Maylor (2010) identifies two types of stakeholders. The internal stakeholders and the external 

stakeholders. The external stakeholders are people outside the project. The external stakeholders 

are typically the people for whom the project is provided while the internal stakeholders are the 

people who work on the given project. In the case of a port, the external stakeholders could be 

local population while the internal stakeholder could be a terminal operator. The internal 

stakeholder would thus be groups or businesses that can exercise some degree of control on the 

day-to-day activities in the port. According to Maylor (2010), there are the internal stakeholder 

who are individuals or organizations who always will be central to the project and have direct 

claims in the project. Maylor (2010) further defines two categories of external stakeholders. These 

are the core external stakeholders and outer external stakeholders. The core external 

stakeholders are individuals or groups who have an external stake in the project but are crucial to 

the success of the project. The outer external stakeholders could potentially be the rest of the 

world.  

According to Maylor (2010), the first step in a stakeholder analysis should be identifying which 

stakeholders is beneficial to include in the project. The next step is to assess the stakeholders’ 

relative importance.  

On the one hand, it is crucial to include all the relevant groups such as shipping lines, terminal 

operators, freight forwarders, etc. However, it is also critical to stop including stakeholders at 

some point, as the project will become too complicated and uncontrollable when including all of 

the possible stakeholders. Reducing the number of stakeholders helps to keep the project 

manageable (Maylor, 2010).  

3.3 Salience, Frame of Reference and Networks 

Stakeholder theory shows us that it is important to incorporate stakeholders in the decision-

making process, in order to gain the best value. Public and private organizations have embraced 

the stakeholder theory and have used this strategy to improve their relations with businesses, as 

well as stakeholders - both internally and externally (Kivtis, 2011). Much of the older literature 

presumes that stakeholders are self-evident and self-constructed. This method though, tends to 

only focus on two approaches; the top to bottom approach and the bottom to top approach.  
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Kivtis (2011) argues that the main issue with the stakeholder theory and stakeholder engagement 

is aligning the stakeholders into one single entity. Therefore stakeholders can be categorized into 

several categories such as salience, frames of references and networks. Kivtis (2011) defines a 

stakeholder as;  

“Any group or individual who can affect or is affected by the achievement of the organization’s 

objectives’”   

(Kivits, 2011 s.319) 

The stakeholder theory presented by Kivits (2011), provides an opportunity to achieve a more 

comprehensive result, by creating a deeper insight and reflection upon the complex reality of 

stakeholders. In order to decide which stakeholder to take into consideration, it is important that 

the differences among these stakeholders are considered, as well as the nature of their stake 

(Ibid.). In practice, the stakeholder will make a claim toward the project or strategy, and then the 

organization will consider which stakeholders have the best claim on the issue under 

consideration.  

After the stakeholder has been identified the organization then needs to define the stakeholders 

clearly. According to Kivtis (2011), there are three main components, which define a stakeholder. 

These are stakeholder salience, stakeholder’s frame of references and stakeholder network. 

Mitchell et al. (1997) argues that stakeholder salience is the single most defining trait when it 

comes to stakeholder selection. 

3.3.1 Salience 

Stakeholder salience is regarded as the main factor in stakeholder classification (Mitchell et al., 

1997). Salience can help managers classify and prioritize different stakeholder’s needs. However, 

cooperation and competition is not to be overlooked, as they are factors that can help measure 

stakeholder salience. In other words, cooperation, competition, threat and stakeholder 

predictability as well as power can help determine the stakeholder’s claim (Kivtis, 2011).  

The most recognized and used way to determine a stakeholder’s salience is through power, 

legitimacy and urgency. Analyzing stakeholders by power, legitimacy and urgency will provide 

clear insights into which stakeholders are the most important. At the same time, it could provide 
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knowledge about which actions each stakeholder could undertake. By using power, the 

stakeholder can impose its principles onto a relationship (Mitchell et al. 1997). According to 

Mitchell et al. (1997), power is the most important factor. The means to exert power are often 

variable and are not in a steady state (Parent & Deephous, 2007). Power, therefore, might be 

gained or lost over time. It is, therefore, important to keep in mind the power relationships 

between various stakeholders and how these relationships might change over time. Urgency is the 

degree of importance attached to an issue by the stakeholders. It would seem that a certain level 

of urgency is needed in order for stakeholders to devote time and resources on solving the issues 

under consideration (Mitchell et al., 1997; Jonker and Foster, 2002).  

3.3.2 Frame of Reference 

The stakeholder frame of reference is the frame from where the stakeholder views the world (De 

Bruijn and Heuvelhof, 2000). A person's internal frame of reference, or policy frame, is unique and 

is shaped over the years by a person’s experiences, education, culture and family relationships 

(Butts, 2008). Within a community or in business, it is most common that multiple people with the 

same policies can exist together (Barry & Proops, 1999). Which means that a single person’s policy 

can overlap with another person’s policy, and thereby create synergies. According to Kivits (2011), 

this phenomenon is called policy discourse. A policy discourse describes how people look at a 

given problem or topic. By looking at the discourse policy, it becomes clear how stakeholders 

behave when faced with a given problem or topic. This allows orginazations to see how the 

stakeholders will interact with each other when faced with the same problem (Kroesen & Broer, 

2009). By looking at these policy discourses, it is possible to identify which stakeholders have the 

same beliefs, or which stakeholders have conflicting beliefs. This allows the stakeholders to be 

divided into groups based on the discourse policy.  

If a stakeholder differs from the policy, they tend to use different vocabularies and jargon which 

might cause them to attach different meanings to the topic at hand and thereby cause 

misunderstandings (Van Eeten et al., 2002). Furthermore, policy discourses helps understand the 

background of a given stakeholder and to see if the business’ and the stakeholder’s objectives are 

aligned. Discourse policies is a good tool in practice, since a lot of stakeholders and business have 

the same goal, but they want to use different means to get there (Kivits 2011).  
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The main problem with stakeholders and their interests are their political discourse. If the 

shareholder group does not have the same political discourse, it might be difficult for them to 

work together. In many cases, the stakeholders talk the same language but they attach different 

meanings to the words, which can be confusing, thereby making the relationship susceptible to 

miscommunication. By categorizing stakeholder groups based on their discourse policy, it is 

possible to enhance the effectiveness of project implementations due to a better understanding of 

the involved stakeholders (Gasper and Athorpe, 1996). 

3.3.3 Networks 

Stakeholder networks is a way to better understand the complicated interrelationships of the 

stakeholders (Kivtis, 2011). A stakeholder network is a network where stakeholders interact on a 

particular issue and how they relate to each other. Furthermore a stakeholder network is a stable 

pattern between mutually dependent stakeholders, which links stakeholders together to solve a 

policy problem (Kijn et al., 1995; Rowley, 1997). Kivtis (2011) argue, that all stakeholders 

surrounding a particular problem are linked to 

each other through the stakeholder network. 

Most stakeholders are therefore connected to 

each other because the stakeholders have a 

claim in the business as stakeholders.  

 

 

 

Figure 3.1, Stakeholder networks Kivits (2011, p. 7) 

Kivits (2011) examines the relationships, that are found among stakeholders, how the 

stakeholders positions themselves in the stakeholder network and, how the stakeholder 

relationships are structured in the overall network patterns.  

The consideration of stakeholder networks can lead to more informed social patterns and thereby 

lead to more effective means on how to approach particular stakeholders and how to engage in a 

more positive dialogue (Cameron et al., 2008). 
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The theory concerning stakeholder networks is used to identify and understand stakeholders, and 

sets out to develop the possibilities of managing or predicting the behavior of stakeholders, so 

that companies, organizations, and other parties can achieve their objectives as efficiently as 

possible, on time and budget (Kivits, 2011). If a stakeholder has personal relations with the 

business, these personal relations can change quickly if the stakeholder gains another position 

towards other stakeholders or the business. It is, therefore, essential to adapt to this new 

relationship between the organization and the stakeholder. This is crucial because the 

organization needs to predict the behavior of a stakeholder or the whole stakeholder network. 

Maylor (2010) argues that it is vital to align the stakeholders and their complexity to the project in 

order for the project to succed. 

3.4 Stakeholder identification  

Within the last decade, stakeholder approach has been used to understand how the business fits 

in its environment, to broaden the management’s vision, and to figure out which roles and 

responsibilities the companies need to incorporate - beyond the maximizing function. It is very 

important to not only focus on the stakeholders who already have a claim, but to also include the 

non-stakeholder’s interests and claims. The stakeholder approach presented by Mitchell et al. 

(1997) should provide a framework to help determine which group of stakeholders that deserves 

or requires management’s attention and which groups that do not.  

Freeman’s (1984) defines a stakeholder as a group or individual that can affect or is affected by an 

organization’s objectives. The stakeholder theory has since been recognized in the literature as the 

classical way to define stakeholders, although it is not accepted universally amongst scholars 

within the field of stakeholder analysis and stakeholder decision-making. This is because it is too 

broad a description. Mitchell et al. (1997) argues that the theory presented by Freeman (1984) is 

too widely applicable, and can virtually include anyone. It is further argued that a new approach 

with a narrower definition of a stakeholder is required. Mitchell et al. (1997) defines three sorting 

criteria which are power, legitimacy, and urgency. A better defined stakeholder group can help the 

organization manages the stakeholders better. This means that stakeholders who have legitimate 

claims are more likely to have their concerns accommodated. This also strengthens the policy 

discourse within the stakeholder network (Kivits, 2011). 
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3.5 Stakeholder Attributes - Power, Legitimacy, and Urgency 

As aforementioned, there are three main attributes to asses a stakeholder’s salience. The three 

attributes are power, legitimacy, and urgency. The usage of these three attributes will help to 

narrow down the stakeholders and give an identication of which stakeholder that should be 

included in the stakeholder network.  These attributes provides a method determining how much 

influence a stakeholder should have on a given problem. The attributes are not static and can thus 

be obtained or lost over time (Mitchell et al., 1997). 

3.5.1 Power 

Mitchell et al. (1997) thought of power as one stakeholder being able to exert his will upon other 

stakeholders. It is suggested that the stakeholder who commands the most power will be able to 

force his will upon the other stakeholders. It is further argued that power may be hard to define, 

but it is not hard to recognize. According to Etzioni (1964), power can be exercised in three 

different forms: coercive power, which is the power based on force, threat or restraint. Utilitarian 

power, which is based on material or financial resources. Lastly, normative power, which are 

symbolic resources (physical contracts, acceptance, etc.) Therefore, a stakeholder can have power 

towards the business if the stakeholder can gain access to e.g. resources which is crucial for the 

organization’s business. The stakeholder is then able to utilize its power through coercive, 

utilitarian or normative means, in order to impose its will on the other stakeholders. (Mitchell et 

al. 1997; P.Myllykangas et al., 2010) 

3.5.2 Legitimacy 

Legitimacy is the perception of socially accepted norms, values, beliefs and definitions. However, 

in the social environment, legitimacy is often coupled with the notion of power, where the more 

power a stakeholder has, the more attention the stakeholder can create around a particular 

subject and thereby increase their stakeholder claim. In other words, the term legitimacy is often 

coupled implicitly to power when people evaluate the nature of relationships in society (Suchman, 

1995; Mitchell et al., 1997). 

According to Mitchell et al. (1997) legitimacy can be found through several measures, these 

measures includes, social norms, risk, property rights, moral claims, among others. These 

measures should illustrate what is important to whom in a stakeholder relationship. According to 
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Mitchell et al. (1997) the notion of legitimacy is often coupled implicitly with power because 

legitimacy often refers to socially accepted structures of behaviors. Mitchell et al. (1997) argues 

that the attributes power and legitimacy can be combined to create authority. However, they can 

also be two independent attributes. If a stakeholder or business does not use legitimate power in 

a legitimate way, the stakeholder can lose its power. The power is then perceived as illegitimate. A 

stakeholder or a business might be perceived as legitimate by the society in which they operate, 

but if they are not perceived as powerful they are unlikely to be salient as power is identified as 

the most important attribute (Mitchell et al., 1997, P. Myllykangas et al. 2010).  

3.5.3 Urgency 

Urgency is the third element in understanding stakeholder saliance. Wartick and Mahon (1995) 

defines urgency as paying attention to the relationship between stakeholders in a timely fashion. 

Urgency helps define how important a certain claim is to a stakeholder and thereby how much 

attention should be devoted to this claim. For example, urgency could include dealing with the 

prevention of losses, reaching goals, etc. There are two attributes to define urgency. The first 

attribute is if the relationship or claim is of a time sensitive nature to the business and 

stakeholder. Second when that relationship or claim is important or critical to the stakeholder. 

Essentially, urgency can be defined as the degree to which stakeholder claims calls for immediate 

attention (Mitchell et al., 1997; Myllykangas et al. 2010). Mitchell et al. (1997) defines time 

sensitivity and criticality as follows:  

1. Times sensitivity – when the stakeholder does not accept managerial delay and finds delays 

to resolving his claim unacceptable.  

2. Criticality – When the relationship or the claim calls for immediate attention. As mentioned 

in the beginning of this paragraph, it is crucial that immediate attention is given to the 

stakeholders with the most important claim. Urgency is defined as the degree to which 

stakeholder claims demands attention.  

Even though time sensitivity and criticality is necessary, it is not enough to define when a 

stakeholder’s claim is urgent. The urgent claim has to be defined as critical and highly important if 

it should be considered as a legitimate claim. However, time-sensitivity and criticality are not the 

only criteria that needs to be considered when assesing urgent claims (Mitchell et al., 1997). 
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Mitchell et al. (1997) provides a few other points that are crucial to when we need to identify the 

urgency amongst stakeholders, they are as follows:  

1. Ownership, the possession of specific assets, which are controlled by the stakeholder, or 

assets that can not be used without loss of value. By losing value, this might be very costly 

for the business and stakeholder, and they might end the relationship. 

2. Expectation, the stakeholder, expects that the relationship will continue to provide value 

e.g. some sort of financial compensation.  

3. Exposure, the importance the stakeholder attaches to a relationship or asset that is at risk.  

3.6 Stakeholder classes 

Each stakeholder attribute is subject to change over time. They can change for any particular 

reason within the relationship. Further, the attributes are social constructs which means that it is 

not possible to quantify these attributes. This means that the application of stakeholder attributes 

must be done according to the organization’s belief system. Since the attributes can change over 

time, the organization has to continually asses their stakeholders. It is important to assess the 

stakeholders’ attributes because these attributes relate to their stakeholder salience. 

There are some concerns that should be addressed by the organization when assessing various 

stakeholders. The organization must first of all categorize their stakeholders based on the 

stakeholder attributes. This categorization of the stakeholders helps the organization direct 

attention to the stakeholder who can help further the organization’s goals (Mitchell et al., 1997).  

Mitchell et al. (1997) proposes seven different stakeholder types based on the stakeholder 

attributes described above. Any stakeholder can have one, two or all three of the attributes 

making the stakeholder more or less salient.  

The seven different types of stakeholders can then be compiled into three distinct categories. In 

the first of these categories the latent stakeholder, is where stakeholders only possess one of the 

stakeholder attributes. In the second category the expectant stakeholder, the stakeholder possess 

two of the stakeholder attributes. In the third category, the definitive stakeholder is a stakeholder, 

which possess all three stakeholder attributes. This categorization helps clarifying which 

stakeholders that are the most important and should therefore be devoted the most attention. 
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Figure 3.1 visualizes Mitchell et al.’s (1997) stakeholder 

classes as it become clear what kind of attributes the 

various types of stakeholders possess. These categories 

will be explained further in the following section. 

As above mentioned the first of Mitchell et al.’s (1997) 

categories is described as the latent stakeholders. The 

latent stakeholders are categorized as the Dormant, 

discretionary and demanding stakeholder in the figure. 

The latent stakeholders only possess one of the 

stakeholder attributes and are therefore not very 

salient. 

Figure 3.1 (Mitchell et al., 1997 p.872) 

The second category is defined as the expectant stakeholder. The expectant stakeholder is also 

classified by being a moderatly salient stakeholders. The expectant stakeholders are classified as 

the dominant, dangerous and dependent stakeholders. These stakeholders possesses two of the 

three stakeholder attributes. The last and third category is defined as the definitive stakeholder. 

The definitive stakeholder possesses all three of the stakeholder attributes, power, legitimacy and 

urgency. This stakeholder can also be classified as the highly salient stakeholder (Mitchell et al., 

1997).   

3.6.1 Latent stakeholders 

The latent stakeholder class consists of dormant, discretionary, and demanding stakeholders. 

These stakeholders only possess one of the stakeholder attributes and are therefore, deemed less 

salient. Thus, organizations will tend to devote little time and energy to this category of 

stakeholders. 

1. Dormant stakeholders: 

The dormant stakeholder only possess power. This is a stakeholder, which uses its power to gain 

influence, but since it lacks legitimacy and urgency, the power remains unused. The dormant 

stakeholder also has no direct interaction with the organization but has the possibility to require 
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one of the other attributes. As dormant stakeholders have difficulties in enforcing their claims, it is 

often difficult to identify the most powerful dormant stakeholder (Mitchell et al. 1997) 

2. Discretionary stakeholders: 

This type of stakeholder only possesses the attribute, legitimacy. Given the lack of urgency and 

power, there is very little incentive for the business to engage in relationships with this type of 

stakeholder. This type of stakeholder is often NGOs (Mitchell et al., 1997). 

3. Demanding stakeholders  

The demanding stakeholder is attributed with urgency and thus have no power or legitimicy. This 

type of stakeholder are percived as irksome but non-dangerous. They tend to make many claims 

but are often overlooked if their claims are not backed by other stakeholders. They are referred to 

as the “mosquito buzzing in the ears” (Mitchell et al. 1997, p. 875).  

3.6.2 Expectant stakeholders 

The expectant stakeholder class consists of dominant, dependent and dangerous stakeholders. 

This class of stakeholder possess two of the three stakeholder attributes. The expectant 

stakeholders, or the moderately salient stakeholders, is an active stakeholder compared to the 

more passive stakeholders of the latent category. This category of stakeholders is more salient and 

thus has better claims. They require more attention than the latent stakeholders do (Mitchell et 

al., 1997). 

1. Dominant stakeholders   

Dominant stakeholders possesses both power and legitimacy. By combining these attributes, the 

stakeholder is perceived as the dominant coalition in the business (Cyert and March, 1963). 

Because of their power and legitimacy, this type of stakeholder has enough power to enforce their 

claims. The claims that the dominant stakeholder addresses need to be taken seriously. The 

dominant stakeholder has a strong position in the relationship with the business. These 

stakeholders are regarded by some scholars as the single most important stakeholder, but 

Mitchell et al. (1997) disagrees, because the dominant stakeholder lacks urgency. Since the 

dominant stakeholder is already within the dominant coalition as described by Cyert and March 
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(1963) they can easily move to become definitive stakeholders. As the dominant stakeholder 

already possess power and legitimicy they only need urgency to become a definitive stakeholder. 

  

2. Dependent stakeholders 

Dependent stakeholders are the stakeholders who lack power but possess legitimacy and urgency. 

These stakeholders typically depend on other major stakeholders from whom they could get 

power to enforce their claims in a relationship. To get their claims satisfied they need to rely on 

guardianship of other stakeholders. The dependent stakeholders usually have to rely on the 

dominant stakeholders (Mitchell et al. 1997).  

3. Dangerous stakeholders  

Dangerous stakeholders are the stakeholders who have power and urgency but lack legitimacy. 

Dangerous stakeholders are coercive and possibly violent which could therefore be a potential 

danger to the firm. Dangerous stakeholders encompasses groups as diverse as e.g. unions, animal 

rights groups, pirates, and terrorists. Failure to identify this type of stakeholder could result in 

missed opportunities to mitigate the risk that these stakeholders pose (Mitchell et. al., 1997).  

3.6.3 Definitive stakeholders 

The definitive stakeholder is a stakeholder that possess all the three attributes i.e. power, 

legitimacy, and urgency. The more of the stakeholder attributes that the stakeholder possess the 

more salient the stakeholder becomes. Therefore, the definitive stakeholder is the most salient 

stakeholder, which means that the organization should prioritize their claim. The business should 

be aware of the definitive stakeholders when the environment within the business relationship 

changes. Furthermore, business must engage in a close relationship with the definitive 

stakeholders to act on their claims and urgencies (Mitchell et al. 1997). 

A. Paloviita & V. Luoma (2010), further argues that customers, suppliers, local suppliers, could over 

time become a definitive stakeholder. The stakeholders could also become a definitive 

stakeholder via mutual relationships in the complexity of the stakeholder network.  
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3.6.4 Non-stakeholders  

Non-stakeholders is a category by itself and can involve potential stakeholders. The stakeholders 

do not have any influence on the business and do not have any claim toward the project. They 

should however be recognized as potential stakeholders (P. Myllykangas et al. 2010). 

3.7 Summary 

We can see from the above literature that it is very important for the stakeholders to be selected 

carefully. It is important to narrow the stakeholders down from an internal and external 

stakeholder point of view to get a better understanding of the relevant stakeholders. 

Furthermore, it is very important to address stakeholder salience in order to investigate which 

stakeholder has the critical claim. To select the right stakeholder helps foster policy discourse and 

mitigate risk of misalignment and diverse attitudes toward a given issue. Stakeholder network 

combined with policy discourse keeps the stakeholder group focused and makes sure that 

everyone has the same goal. However, there might be different means to accomplish the goal. 

Every stakeholder surrounding a particular problem, are linked to each other through the 

stakeholder network. The stakeholder network will help the stakeholder group to better 

understand the stakeholders, which are involved in the issue and lead to more informed decisions. 

The social patterns within the stakeholder network will become clear and thereby enhance the 

effectivity within the stakeholder group (Maylor, 2010; Kivits, 2011). 

After narrowing down the stakeholders, organizations can use the stakeholder attributes to 

determine the stakeholder’s salience and their claims. There are seven different classes of 

stakeholders. These classes are determined by how many of the stakeholder attributes that the 

stakeholder possess. Effective stakeholder management helps the organizations achieve their 

goals as they can enlist the help of their stakeholders. Inefficient stakeholder management on the 

other hand can limit the organization’s performance (Mitchell et al., 1997). 
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4.0 Port Management and Logistics  

This part of the thesis will be divided into several topics. The first part will be concerned with ports 

in the supply chain as well as the competitive situation in the maritime sector. We will also be 

describing the consolidation that has happened in recent decades. The following section will be 

concerned with port selection and will describe a few different measures. This section of the thesis 

will describe how and why the port’s stakeholders choose one port over another. We will also 

touch upon the role that public-private partnerships play in the maritime sector.  

4.1 Ports in the supply chain 

This part of the thesis will focus on how ports fit into modern supply chains. Supply chain 

management is getting increasingly important for port authorities to engage in, as being efficient 

is no longer enough. Nor is it enough to have access to a large and very populous hinterland. It is 

important for the modern ports to offer their stakeholders value-adding services and efficient 

coordination of stakeholders and their individual supply chains, as will be discovered in the 

following section. 

Before we can describe the role and responsibilities of ports within supply chains, it is crucial to 

first clarify the terminology of supply chains. A supply chain can be defined as an interconnected 

series of activities that are concerned with the planning, coordination and controlling of materials, 

parts and finished goods from supplier to customer. Furthermore in a supply chain the goods and 

services will flow downstream from supplier to customer while information flows in both 

directions (Jones and Riley, 1985; Lamming, 1996; Stevens, 1989) However this approach does not 

naturally encompass the logistic element of the supply chain which is why we also rely on Mentzer 

et al. (2001) and their definition. They define supply chains much in the same way as the above 

examples but their contribution is the three degrees of supply chain complexity that they 

introduce. The first of these is the immediate supply chain, which only concerns the company, its 

immediate supplier as well as an immediate customer. The second degree is the extended supply 

chain, which includes the immediate suppliers’ suppliers and the immediate customer’s 

customers. The last degree is the ultimate supply chain, which includes all organizations involved 

in all of the upstream and downstream from the ultimate supplier to the ultimate customer. Only 
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the ultimate supply chain entails logistic service providers such as ports, 3PLs and so on. Therefore 

when we refer to supply chains we will be concerned with the ultimate supply chain.   

There have been many changes in the supply chain in recent decades and this includes factors 

such as integration of different stakeholders both horizontally and vertically, shortening product 

life, minimization of time to market, restructuring of logistics networks, developments in 

intermodal transport, advances in information and communication technologies among others. All 

of these changes have meant that the port is no longer viewed simply as a place only providing 

loading and discharging operations, but are now viewed more as an intermodal terminal in the 

supply chain that add values to port users (Cetin, 2015).  

 It is argued that ports have become the most important logistic link in the production, distribution 

and consumption chains of worldwide economies. As ports are becoming increasingly integrated 

in supply chains, it becomes clear that shipping lines no longer pick ports; so much as, they pick 

out entire supply chains (Cetin, 2015). These logistics services provide a pathway to the market. 

Thus, competition happens along the supply chain instead of between the individual ports. 

Furthermore, ports contribute to the supply chain by offering competitive advantages and value 

added delivery. Ports can no longer expect to be included in the maritime chain based solely on 

their access to rich hinterlands. They must also provide a high quality and a highly reliable supply 

chain to their customers. This integration allows some companies to compete effectively in the 

market without first having to own all the resources needed to do so (Magala and Sammons, 2008; 

Cetin, 2015). Carbone and De Martino (2003) define value added service as an activity that 

happens along the supply chain that adds some value that the customer is willing to pay for. Value 

adding services can vary from simple processes such as packaging and labeling to advanced 

services such as inventory management and quality control. Ports are generally trying to attract a 

big portion of the value adding activities within supply chains. By offering an increased amount of 

value adding services such as packaging and warehousing, Ports are able to strengthen their 

competitive position (Cetin, 2015). 

The previously mentioned changes in the logistic element of the supply chain and strong 

competition within the supply chains have caused ports to offer more specialized and integrated 

value added service. This means that ports are increasingly integrating themselves within supply 
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chains by cooperating with other stakeholders within the supply chain. As a result, ports and their 

stakeholders have been sharing information and communication networks more often, as well as 

gaining an increased accessibility to the hinterland where joint hinterland development projects 

can be conducted. The integration of ports within the supply chain have further shifted the role of 

the port authority and is now perceived as being mainly of the landlord type (Cetin, 2015). 

As outlined previously, the competition between networks is becoming more important than ever 

before - which is something that the entire maritime sector needs to embrace. The global 

production networks include various stages in the supply chain from transformation of raw 

materials, through to the manufacturing of goods to the markets. This framework of global 

production networks has caused companies to contemplate global logistics strategies instead of 

relying solely on conventional shipping and forwarding activities. Due to this, many stakeholders 

are adopting strategies to provide value-adding services in an integrated package to their 

customers. The competitiveness of a single product is widely determined by the underlying 

production network including the logistics network as they link production, distribution and 

consumption. These global networks are highly versatile and dynamic because they have been 

customized extensively as a response to the needs of a different product and market. What this 

means is that production and sourcing within the supply chain can be shifted easily if the need 

should arise (Hesse and Rodrigue, 2004; Rodrigue and Notteboom, 2008). 

Ports have had to adapt to the changes demanded by their customers i.e. the shipping lines. The 

shipping lines are now more concerned with being a strong player in the door-to-door business 

and value-adding logistics. This has largely been possible because of the vertical integration of the 

liners, the ports and the logistic companies (Cetin, 2015). Ports worldwide have invested massively 

in past decades in order to better cope with the demands of containerization, globalization and 

the new competitive nature of the liner business. These new and modern terminals have 

streamlined operational practices which means that processes like the customs processes are 

being simplified and forward planning is being implemented. These developments have cemented 

the port’s role as the most important link in the door-to-door transportation network. This means 

bottlenecks and other inefficiencies in the port sector can quickly diminish other benefits derived 

from the economics of scale that are obtained in the liner shipping business (Haralambides, 2015). 

Especially the ports in northern Europe where they have adopted a more proactive business 
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model, in which they expand their gate inwards by investing heavily in their hinterlands and 

coordinating various other stakeholders in the supply chain. It is clear that the former port 

competition is no longer just about the port but about the entire supply chain (Ibid.). The 

structural changes that have been happening in the liner business since containerization started in 

the 50’s, has forced the ports to focus more on a role as facilitator and integrator of supply and 

demand. Some of the developments that ports have had to deal with will be addressed in the 

following section (Cetin, 2015): 

1. Globalization of manufacturing, including the restructuring of logistics networks with a 

stronger focus on regional distribution centers.  

2. One-stop shopping concept, which has caused an increased reliance on strategic 

intermodal transportation links. 

3. Rapid progress in product technology that together with more powerful information 

technology has caused product life cycles to shorten. Information tends to be shared more 

within the supply chain. 

4. More responsiveness to customer demands with shorter lead times that enables just in 

time delivery and a higher degree of customization than previously.  

Ports play a critical role in the management and co-ordination of goods as well as information 

flows within supply chains, as the facilitation of these services is a very crucial part of the supply 

chain. In the port system there is a very direct link between changes in the environment and 

effectiveness in the port. Therefore a port is a very valuable, yet simultaneously a very vulnerable 

entity within the supply chain, because they are exposed to the coming and going of the shipping 

lines that are highly changeable (Ibid.). This means that ports are very sensitive to changes made 

by their stakeholders. The port is highly dependent on other stakeholders within the supply chain, 

transport industry, the trade and manufacturing industry or in a broader context the entire global 

macro economy. These fluctuations in these sectors have a direct effect on port organization and 

their management (Cetin and Cerit, 2010). Managing ports nowadays, is increasingly about 

managing changes in the port’s sphere of interest in order to achieve organizational effectiveness 

in order to sustain and further obtain competitive advantages (Ibid.).  

The integration of supply chain stakeholders and the introduction of seamless transport systems 

are forcing the ports to be more flexible in responding to the stakeholders within the supply chain 



39 
 

while also adapting to the uncertain conditions. It is argued that port competitiveness is becoming 

increasingly dependent on external coordination or control of the entire supply chain and less on 

the internal strengths such as efficient cargo handling. The port needs to be able to react swiftly to 

unforeseen external opportunities in order to gain a competitive advantage. It is further stated 

that the two main measures of success for the supply chain oriented port is leanness and agility, 

which means optimization and streamlining of processes (Cetin, 2015).   

4.2 Port competition 

Traditionally the management of a given port used to be almost exclusively in the hands of the 

port authorities. This has changed since the 2000’s, as port management’s power has dwindled 

profoundly. Now other strong stakeholders must be reckoned with, (particularly shipping lines and 

terminal operators) as they are becoming more prominent. National and regional authorities are 

also becoming increasingly important.  This is due to the fact that a strong and efficiently operated 

port is seen as a strong national asset, which can strengthen the national and regional 

competitiveness of a country, as ports offer employment, value adding services and they can 

attract a very broad range of industries (Meersman and Van de Voorde, 2010; Feng et al, 2012; 

Yeo et al, 2011; Cullinane, 2010). The national importance of the ports also helps explain why 

there is such fierce competition between ports, which can be exemplified by the ports in the 

Hamburg – Le Havre range in where the newly constructed Jadeweser port is the newest entry. 

Ports are perceived to have strategic importance to the economy of a nation and have caused 

regional and national authorities to protect their ports trough partial or full subsidiaries 

(Meersman and Van de Voorde, 2010).  

The objective of a port is closely related with the economic purpose of the port. These goals used 

to mainly focus on increasing the throughput of the port, generating value adding activities, 

creating local employment, and maximizing operating profits. As port operations have become 

more complex in recent years, so have the goals of the ports. The nature of the port product is a 

dynamic one with a series of activities such as warehousing and terminal operation among others. 

The large number of different stakeholders in any given port such as; port authorities, shipping 

lines, trade unions, terminal operators, warehousing etc. all have their own objectives that might 

conflict with other stakeholders goals. This means that ports are in their very nature 

heterogeneous structures and the port’s success depends on how well the port authorities 
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manages to control all of these different objectives that might arise (Meersman and Van de 

Voorde, 2010). The port meanwhile is also a link in global supply chains (Meersman and Van de 

Voorde, 2010; Feng et al, 2012; Yeo et al, 2011). As the trend of competition between supply 

chains - rather than single entities in the chains, continues to pick up pace, it is increasingly 

important for the ports to do what they can to ensure that they are a member of the supply chain 

with the lowest price. This leads to mutual systematic tradeoffs in the supply chains. This means 

that it may be more expensive to serve an inland port such as Hamburg, but the costs are offset by 

lower costs, such as hinterland shipping (Meersman and Van de Voorde, 2010). Within these 

supply chains however, the port costs are often only a fraction of the total costs related with 

shipping. Therefore port demand within a certain range is somewhat inelastic. With that being 

said, competition between the different ports and entities in the range is often fierce, and when 

there are several ports within the same range, some of the elasticity is brought back as the 

shipping business is characterized by fierce competition (Meersman and Van de Vorde, 2010). 

The competition of ports can be viewed from four different angles. The four different types of 

competition are between port undertakings, competition between ports, competition between 

clusters of ports (ports that are in close proximity to each other), and lastly, competition between 

ranges of ports (ports on the same coastline with a fairly common hinterland). The competition 

between port undertakings is mainly determined by production factors such as labor, capital, 

technology and power. The other types of competition are also affected by regional factors, which 

includes elements such as: geographical location, the available infrastructure, how industrialized 

the port and its hinterland is, government policies and subsidiaries, and the performance of the 

port. These are measured in variables such as the cost of storage, frequency of liner services, as 

well as possible connections, and the availability and cost of hinterland connection (Meersman 

and Van de Voorde, 2010).  

The complexity in the market as well as the changes that have occurred in recent years can be 

explained by a variety of factors such as: the significant impact that ports have upon the 

international economy; the increasing levels of competition that ports have been facing; the 

impossibility of competing on cost alone but focusing on quality of service; the globalization 

phenomenon; the important organizational, technological and commercial evolution that is 

happening in the transport sector; and the introduction of rapid communication systems (Paixão 
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and Marlow, 2003). However port competition and global logistics have also had some downsides. 

The extensive development of land infrastructure together with transshipment, and the footloose 

nature of the shipping lines have caused tremendous inter-port competition. It makes little 

difference in today’s maritime sector if the goods are arriving through one port or another. This 

competition has caused fierce competition for transshipment volumes at the expense of not only 

neighboring ports but has also led to excessive development of port infrastructure which is often 

paid for by taxpayers.  As competition increases and further investments are needed the 

governments are becoming more reluctant to provide the necessary funds, which have caused the 

private sector to fill the gap by forming public-private partnerships (Haralambides, 2015). 

Verhoven (2010) argues that the developments in port terminalization and regionalization means 

that logistics oriented ports of today have to integrate with inland ports, dry ports, and with other 

ports in the region. It is further argued that even though the ports are physically separated they 

still share a connection as they share the same multinational operators and clients (Cetin, 2015). 

Notteboom and Rodrigue (2005) argue that inland terminals, freight corridors and distribution 

centers are of the utmost importance for port competitiveness. This is because ports that are able 

to integrate both up- and downstream are better at moving the cargo efficiently, thereby creating 

value within the logistics chain (Cetin, 2015). Rodrigue and Notteboom (2009) also argue that 

ports are becoming more imbedded within the supply chain because logistics service providers are 

actively using these port facilities as an extended distribution center.  

 4.3 Consolidation 

The shipping lines are integrating both horizontally and vertically and this has resulted in a 

concentration of power with the port customers who in turn increase their bargaining power vis-à-

vis the port authorities. This shift has caused the port authorities to gain new roles, which are 

more focused on managing relationships in the port, which serves to increase the port’s 

competitive position. In order to stay competitive, the port have to focus their efforts on factors 

such as value added logistics; development of information and communication systems that can 

further enhance the integration of the port’s stakeholders; and networking with other ports by 

engaging in strategic cooperation with other ports (Notteboom and Winkelmans, 2001). However, 

port authorities will also have to be more focused on customer satisfaction because the new 

situation where the bargaining power has shifted means that customer satisfaction is more 
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important than ever. This also means that it is critical for the port authorities to better understand 

what is important for the users of the port. This also means that the ports will need to be focused 

on solutions not only within the port but throughout the entire supply chain (Cetin, 2015). 

Furthermore Song and Panayides (2008) found that the relationship between the ports and the 

shipping lines has a beneficial effect on the reliability as well as the responsiveness of the ports 

(Cetin, 2015).  

As the competition increases the stakeholder in the maritime sector have been forced to provide a 

meaningful answer to this trend. Many of the stakeholders have been consolidating. For example, 

shipping lines have merged with other shipping lines and have also acquired dedicated terminals. 

This has resulted in the major stakeholders of the market to control a larger portion of the supply 

chain for themselves (Meersman and Van de Voorde, 2010). Meersman and Van de Voorde (2010) 

argues that ports were very suspicious of these integration trends because they feared that the 

freight rates would be driven up thus lowering the throughput in the ports. The same kind of 

concerns surfaces with the mergers and acquisitions of shipping lines that results in fewer but 

bigger and stronger stakeholders in the maritime sector. The restructuring of shipping lines into 

these mega large shipping companies over the past decades, means great cost savings for the 

shippers. However, they cause bottlenecks in the ports, due in part to vessels calling the ports less 

often, but with bigger ships. Not only are vessels calling less often but they also take up berthing 

space that might have been built for two vessels originally, further decreasing the chance for 

efficient berth utilization. The above trends exemplify that utilization of the port’s facilities might 

not be ideal from a terminal operator’s and port authority’s point of view. Not only will the 

terminal be less utilized, it will also become increasingly difficult to handle the hinterland 

operations because of the peaks that these few but large vessels imply (Rodrigue and Notteboom, 

2008; Haralambides, 2015; Meersman and Van de Voorde, 2010).  

It is not only the shipping lines that have integrated. So have the terminal operators. The 

integration of the terminal operators means that there are becoming fewer but bigger terminal 

operators. These large terminal operators then become a stronger stakeholder in the field relative 

to the port authorities and shipping lines. This according to Meersman and Van de Voorde (2010) 

illustrates the two very important trends in the sector. The first of these is that there is a clear 
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trend towards economics of scale by mergers, cartels, and alliances. The other trend is that 

companies are trying to get greater control over larger parts of the supply chain.   

The integrating of the shipping lines also means that many shipping lines now own and operate 

terminals of their own. These terminals are called dedicated terminals, as their primary function is 

to serve a single shipping line or alliance of shipping lines. Meersman and Van de Voorde (2010) 

argue that this might have some unfortunate consequences, as the dedicated terminals may 

divide traffic between certain ports, as shipping lines are unlikely to have cargo handled by other 

shipping lines’ dedicated terminals. It also has the added effect; according to Meersman and Van 

de Voorde (2010) ports might be investing in order to provide new transshipment equipment to 

improve their competitive situation but will actually experience a net loss because of the 

dedicated terminals. In other words, port authorities run the risk of too much dependency on too 

few shipping lines that are tied to terminal operators in one way or the other. Shipping lines that 

have dedicated terminals are also more likely to use their dedicated terminals even if independent 

terminals are cheaper. This is especially true in times with declining markets where consolidation 

becomes more evident.  

4.4 Port Selection Criteria and Efficiency 

4.4.1 Productivity 

In order to do port selection, an analysis of a given port’s competitiveness could be prudent. 

However, port competitiveness is very difficult to measure because there are a lot of different 

factors to measure and different methods to measure these factors. For example, there can be 

differences in the geographical location of competing ports that hinders their performance, such 

as the case of inland ports or ports that are constrained due to dependency on tides. Difficulties in 

comparison also arise when the ports handle different kinds of cargo or when a port primarily 

serves its own hinterland and another functions as a transshipment port (Culliane, 2010). Dowd 

and Leschine (1990) tried to measure productivity in container ports by using cargo volumes 

because the highly standardized container would make it easier to measure. They figured that the 

industry demanded a universal benchmark for productivity. However they found that even 

container throughput is a difficult measurement as there are no uniformity in productivity 

measurements in the industry. For example some terminals might regard re-handles and hatch 

cover removals as a move, other ports might not. However another and more significant problem 
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when it comes to measuring port competitiveness, is the fact that the stakeholders might have 

varying goals which makes it extremely difficult to measure success as every different type of 

stakeholder might have their own interpretation of what is important. For example, the terminal 

might be interested in lowering the cost associated with calling at the port, while the port 

authorities might want as big a throughput as possible in order to maximize per unit of land in 

order to capitalize on the investment made in the port. The carriers on the other hand might 

simply be interested in turn-around times for their ships (Cullinane, 2010). To avoid misleading 

comparisons it might therefore be prudent to compare ports that are operating in a similar 

environment.  

Meersman and Van de Voorde, (2010) are highly critical of the productivity measures, as they 

argue that these production measures are narrowly defined and are only useful in comparison 

with ports that have similar operations or are being measured against a supplier's defined 

standards. They argue that there needs to be a realignment in regards to what ports and their 

users deem important, because the hinterlands of ports are expanding, which gives port users a 

context where the choice of port becomes much more open. Their approach means that ports 

have to focus less on narrow managerial goals such as cost savings and more broadly on marketing 

in order to achieve revenue maximization.  

It is argued that there are two types of cost associated with cargo handling. The first of these are 

the actual costs associated with handling the cargo such as lifts done by terminal operators. The 

other cost is the costs associated with immobilizing the ship at the berth. The cost of immobilizing 

the ship can be seen as an opportunity cost and as the cost of ships have increased in the past 

decades, so have the implied opportunity costs. This is further amplified in the liner shipping 

business, as they tend to call more ports than their bulk counterparts do. What this means is that 

the productivity in ports have a large effect on the opportunity costs for the liners, as long turn-

around times represents a huge loss. However a more efficient port might have to compensate 

their workers by paying higher wages, in which case the relatively lower opportunity cost might be 

offset by an increase in the port tariff (Cullinane, 2010; Suykens, 1983).  

As the container is reaching maturity, it becomes increasingly difficult to gain competitive 

advantages solely based on hardware deployed in the ports. For example, modern gantry cranes 
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are highly standardized and are becoming widespread. Global terminal operators whom only have 

a small selection of suppliers to buy their cranes from deploy these cranes worldwide. What this 

means is that terminal operators cannot rely on hardware to gain a competitive advantage and 

must find productivity gains in their management skills as well as the size of their hinterland 

(Rodrigue and Notteboom, 2008).  

As the demand for container transport have expanded in the past several decades, so have the 

demand for ports. They however have not expanded as quickly as the demand for them thereby 

moving towards becoming a scarce good. This means that port congestion is becoming a problem 

in the maritime sector. This scarcity can have a tremendous impact on an entire economic system 

as goods are being delayed and are becoming more expensive due to higher transportation costs. 

The scarcity of capacity in the ports can however also lead to new routing options for the cargo. 

New ports, for example, can help distribute the logistics of containers further than is the case 

today, while new ports located close to already existing ports can trigger formation of multi-port 

gateways that can then offer flexible cargo and vessel routing solutions (Rodrigue and Notteboom, 

2008). 

4.4.2 Effectiveness in ports 

As will be showing in this section of the thesis, there are many different ways of measuring 

effectiveness in ports. The most dominant are systems theory and organizational effectiveness. 

We will review both methods in an effort to provide a definition of effectiveness that covers all 

aspects in today’s ports. The systems approach will also serve as a transition towards a more 

supply chain oriented view. However, there is a noteworthy difference between effectiveness and 

productivity that must be addressed first. Cetin (2015, cited in Song and Panayides, 2015 pp. 363 

ed.) argues that efficiency is: 

“The production of desired results with minimum waste of time, effort and skill.” 

Cetin (2015 cited in Song and Panayides, 2015, pp.363, ed.) further argues that productivity is: 

“Achieving maximum level of output by using minimum level of inputs in port services.” 

It thus becomes clear that efficiency is a measure of managerial elements while productivity has to 

do with the output that leaves the system and therefore benefits the stakeholders directly. Sproles 
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(2000) argues that effectiveness as a concept can be summarized as a standard that can be used to 

judge how well the intentions were achieved. Productivity on the other hand is a measure of what 

was achieved (Ibid.).  

In order to determine the organizational effectiveness within ports, several measures have to be 

utilized due to the complexity and dynamics within the subsystems that form the port. Some of 

these measures will be addressed in the following section.  

Defining effectiveness and efficiency in ports is clearly a challenge because the various ports have 

different objectives and conflicting goals as previously mentioned. As such throughput of cargo 

volumes and TEUs is widely viewed as a key performance indicator in measuring competitiveness 

for ports. However as ports handle different types of cargo, it might be complicated to use cargo 

volumes to form a basis of rigorous comparison. Therefore, it is crucial to establish what factors 

that can contribute to a better comparison of performance. These factors include shipping prices, 

port management, cargo volume, service level, port expenses, government policies on regional 

development, logistic systems, cargo resources, port infrastructure, labor cost, reliability, terminal 

operation efficiency level, port charges, preference of carriers and shippers, hinterland 

connections, terminal productivity, port reputation, adaptability to the changing market 

environment, product differentiation, feeder services, and lastly environmental protection (Feng 

et al, 2012). Cetin and Cerit (2010) found that the most important effectiveness measure is 

adaptability and flexibility, which they defined as how successful adjustments made in the port 

are. These changes can be internal organization changes as well as how well they manage to adapt 

to external changes. Organizations are constructed to be the most efficient and effective construct 

as possible. The actual effectiveness of a specific organization is determined by how well it 

accomplishes its stated goals. Many ports do possess good infrastructure as well as all the 

necessary equipment to function effectively but they might be lacking effective management or 

the right expertise. It might be due to a lack of clearly stated goals and objectives in the port. It is 

therefore clear that the first step in achieving effectiveness should be to formulate clear goals and 

objectives for the port. That is the responsibility of the port authority (Cetin, 2015).   
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4.4.3 Effectiveness and Efficiency  

We have previously touched upon the terms effectiveness and efficiency. There are, however, 

some differences in the two terms that must be defined. Efficiency defines how well an 

organization performs its processes and is measured by how many units of resources are used to 

produce a unit of output. Efficiency is thus an economic index of inputs relative to outputs (Cetin 

and Cerit, 2010). Cetin and Cerit (2010) defines efficiency from an organizational and system 

perspective where they state that efficiency can be taken as an indication of the organization’s 

ability to use its resources in response to changes in the relevant subsystems. 

Effectiveness on the other hand is related to the goals of the organization. Effectiveness is the 

collected and shared opportunities that are present to the members of the organization. An 

organization must diligently show its stakeholders that the organization is able to meet the 

expectations of its stakeholders in order to be perceived as being efficient. Effectiveness can be 

seen as a domain where end users wish to know if the system is able to fulfill a given need 

(Sproles, 2000). Robbins (1990) argues that organizational effectiveness must consider both the 

means and the ends of processes in order to define effectiveness. 

However, it is extremely difficult to evaluate effectiveness in the organization. Cetin and Cerit 

(2010) argue that there still is a lack of consensus in what to measure when measuring 

effectiveness in an organization. It is argued that this is because effectiveness is an abstract idea 

rather than a phenomena. It is furthermore argued that effectiveness is a construct rather than a 

concept and that has led to ambiguity and confusion as to what effectiveness really is (Henri, 

2004). Not only the ambiguity regarding the effectiveness construct presents a problem in 

measuring effectiveness. It is also made difficult by the transitory nature of the many different 

ways to measure effectiveness and the conflicts that can emerge between different criteria and 

often the same criteria that was used is inapplicable because the situations differ or the 

organization does (Quinn and Rohrbaugh, 1983). 

4.4.4 Social Systems  

An organization such as a port is a highly complex entity and functions that must adapt to 

situations within five different environments. The first of which is the cultural environment, which 

covers value patterns in which the port is located. The second environment is the political 
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structure that provides legal norms and statues and defines the formal legitimacy as well as 

provides the necessary boundaries in which the port must operate. Thirdly the port has to function 

within an economic framework, which entails many different forms of stakeholders such as labor 

force and competitors as well as all the different companies that makes a port. Fourthly the port 

has to adapt to changes in the information flow while ensuring that the technical capabilities are 

up to date within the port. Lastly, the port has some geographical limitations such as depth and 

accessibility in the port (Cetin and Cerit, 2010).  

Cetin and Cerit (2010) defines eight basic needs that an organization must satisfy to be efficient. 

These needs are acquiring resources, interpreting the real properties of the external environment, 

production of outputs, maintenance of internal activities, coordination of relationships between 

subsystems, responding to feedback, evaluating the effect of its decision, and accomplishing goals. 

The system approach considers factors such as the organization’s relationships with the 

environment to assure a continued receipt of inputs and acceptance of outputs, flexibility of 

response to environmental challenges, the efficiency with which the organization transforms 

inputs to outputs, the clarity of internal communications, the level of conflict among groups and 

the degree of employee satisfaction (Robbins, 1990).  

From a system theory viewpoint, an organization is a social system, which activates a few different 

processes in its interaction with the environments described above. The first of these are inputs of 

various types of resources. The second is transformation of resources with the aid of technical 

resources. These outputs are then transmitted to other systems. Lastly there will be some 

feedback effects. These can be either negative or positive depending on the outcome of the above 

processes. It is furthermore possible to define a system as an ongoing process of various elements, 

which are functionally and operationally interdependent on each other in the achievement of a 

specified object. According to the systems theory: a system is an organized, unitary whole 

composed of two or more independent parts or components delineated by clearly identifiable 

boundaries from its environmental system (Cetin and Cerit, 2010).   

The system approach defines the organization as a network of closely interwoven subsystems. In 

this approach, the outputs of one such subsystem can easily become the input in another 

subsystem within the same organization. This means that the organization is efficient to the extent 
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that its subsystems are in harmony and are coordinated to work together. The inputs can be 

personnel, physical activity, technology, and money (Yuchtman and Seashore, 1967). In the 

resource approach the interdependency between the organization and its environment assumes 

the role of input-output transactions. There are three phases in the system model, which are: 

import of resources, usage of resources which includes allocation and processing and lastly the 

export of outputs that aids further input in the organization (Yuchtman and Seashore, 1967).  

In the system approach to organizational effectiveness, it is argued that it is impossible for an 

organization to reach overall effectiveness if one or more subsystems are not performing 

adequately. Thus the subsystems in a seaport should be identified in order to assess the 

effectiveness of the whole systems. Ports are multi-functional organizations that operate within a 

system of many subsystems. These subsystems are part of the transformation process in the port 

and every function in the port requires its own inputs (however some inputs might be more 

general and can be utilized more broadly among other subsystems). The output produced in the 

subsystems as well as the coherence between the subsystems has a direct impact upon the 

general effectiveness of the port. The system approach to seaport effectiveness covers 10 

subsystems, which are as follows: 

1. Port engineering - infrastructure, superstructure, equipment repair, and maintenance. 

2. Port operations - cargo handling, pilotage, towage, and service to ships. 

3. Logistical and industrial aspects - value-added services, distribution parks, manufacturing 

facilities. 

4. Social issues - port labor, interaction with the city and nation 

5. Economic and financial issues - economic impact to the region, creation of employment, 

arrangement of port tariffs, profit, finance of investments, employee expenditures. 

6. Political and legal issues - customs, immigration. 

7. Environmental issues - marine pollution. 

8. Safety and security issues, marketing issues - customer relations. 

9. Human resources - relations with employees, motivation, training. 

10. Organization and managerial issues - organization structure, leadership, and strategic 

planning. (Cetin and Cerit, 2010).  
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There are furthermore two different definitions on systems depending on whether they are open 

or closed. The closed system has rigid, impenetrable boundaries while the open system has open 

boundaries between itself and a much broader supra-system.  The open system places emphasis 

on close relationships between a structure and its supporting environment. An open system also 

has major emphasis on throughput within the system. Throughput in this sense is the processing 

of production inputs that yields some outputs that can be utilized either by an outside group or 

another system (Cetin and Cerit, 2010). It can be argued that an organization is an open system 

and thus Jackson (2000) proposes that the primary subsystems within an organization is the goal, 

technical, human and managerial subsystems. This approach looks at all subsystems, their 

interrelationships and the interactions between all the different subsystems that forms the 

organization as a whole and the environment in which the organization is embedded. As argued 

above an organization is an open system, which means that there is a great emphasis on flexibility 

and readiness in regards to changes in the environment. These factors can then be used to obtain 

gains in growth, resource acquisition and external support (Quinn and Rohrbaugh, 1983). The 

open system theory approach emphasizes the organization as an identifiable social construct and 

it emphasizes the interdependency processes that relate an organization with its environment 

(Yuchtman and Seashore, 1967). Every viable and sustainable system must provide outputs that 

can be utilized by the other stakeholders in the supra-system. A social system’s role can be 

determined by tracing the pattern of exchange between people as outcomes are produced and on 

how the output is then reinserted into the system in order to reactivate the pattern. Within social 

systems organizational boundaries can be very difficult to define and are mainly determined by 

the functions and activities of the organization. The main reason; (beyond the lack of clearly 

defined boundaries within social systems) is the rapidly changing conditions in the organization’s 

environment, the continuous interaction between the environment and the organization as 

organizations are non-static in nature. As these fluctuations in boundaries happens it becomes 

evident that organizations must develop adaptive structures, in order to gather information about 

trends in the environment or carry out research and plan for future developments (Cetin and 

Cerit, 2010) Morel and Ramanujam (1999) argue that organizations are viewed as dynamic 

systems of adaption and evolution, which contains multiple parts that interacts with the 

environment and the system as a whole.  
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4.4.5 Hinterland considerations 

The hinterland operations are of crucial importance for ports. Notteboom and Winkelmans (2001) 

show that inland transportation account for 40-80 % of the total cost of transportation. It is also in 

the hinterland that most of the bottlenecks occur. These bottlenecks includes congestion, 

inadequate rail infrastructure and problems with barge handling at the terminals. However, as Van 

der Horst and de Langen (2015) shows there is lack of coordination within the hinterland transport 

system and they identify seven general reasons for why there are difficulties in coordination and 

these are:  

1. Different business models and interests. A transport company is concerned with utilization 

of their equipment while a non-asset based logistics service provider is more concerned 

with the flow of goods. 

2.  Unequal distribution of costs and benefits of coordination. If one stakeholder have to incur 

all the costs associated with investing in a certain product, the stakeholder might be 

reluctant to invest due to high transaction costs and the risk of free riders.  

3. Lack of resources or willingness to invest of one or more entities in the supply chain. Even 

though several members of the supply chain see, the need to invest unwilling stakeholders 

in the supply chain can derail it. This is often the case when coordination involves small 

companies.   

4. Strategic considerations. Companies might be reluctant to invest if their competitors could 

also benefit from the improvements made. This is often the case in a market where there is 

fierce competition.  

5. The lack of a dominant firm. A firm that commands a lot of supply chain power will have 

major impact on the structure of the transport chain. Conversely a lack of supply chain 

power might reduce coordination. 

6. Risk-averse behavior and short term focus of firms in the hinterland. Companies that 

expect a costly and time consuming process and deem that the chance of success is 

uncertain could be reluctant to invest in the process.  

7. Contractual relations.  A lack of contracts between the stakeholders in the hinterland might 

hinder coordination. For example a contract between terminal operator and the hinterland 
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transport company might help better match the quay planning of the terminal operator 

with the planning of the transport company thereby getting mutual shared benefits.  

Coordination problems might arise on rail hinterland as allocation of rail tracks are often allocated 

by the rail authorities on a long-term basis. These long-term agreements however are rigid and 

not in alignment with the flexibility that the market requires. Coordination between the terminal 

operator and the rail operator might occur. The terminal operator draws up a daily plan with time 

slots for each train in the terminal. However, the lack of contractual agreements can severely limit 

the supply chain’s efficiency. Coordination is particularly required on the last kilometers of the rail 

tracks because of the many shunting operations that are happening which can cause idle times for 

locomotives. Some of the same considerations have to be accounted for in trucking. In trucking 

the major issues is road congestion as well as opening hours of the warehouses within the port 

(Van der Horst and de Langen, 2015).   

Another big problem is the lack of commitment by cargo-controlling companies in guaranteeing 

cargo volumes for newly formed hinterland services. Forming a new hinterland service such as a 

rail shuttle requires a certain base volume of cargo. However, shippers, forwarders and shipping 

lines are often unwilling to provide guarantees for these new services, severely hindering the 

introduction of new hinterland solutions. Cetin (2015) touch upon this as they argue that effective 

hinterland access is an inter-organizational challenge and depends on the behavior of different 

stakeholders in the supply chain. It is also argued that port authorities need to coordinate with 

other port authorities in order to solve some supply chain related problems. This could for 

example be hinterland concern. Furthermore, it is claimed that initiative and cooperation are the 

key components of effective port management and that effectiveness can be obtained by creating 

a platform where port authorities can work together with various stakeholders and thereby 

identify and address issues affecting logistics performance (Cetin, 2015). 

There are also coordination issues in the planning of empty container movement and it is 

suggested that some 40% of container movement is done with empty containers. There are also 

issues in regards to coordination between hinterland transport companies and organizations such 

as customs and inspection services like the veterinarian and nutrition inspection (Van der Horst 

and de Langen, 2015).  
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4.5 Public-Private Partnership 

For ports to stay important in today's markets, they have to be able to cope with the large ships. It 

is becoming more and more normal for container ships to exceed 18.000 TEUs and this poses 

some issues for ports. So ports need to expand their capacity, and they need to equip their 

facilities with a new generation of cargo handling equipment such as bigger gantry cranes and 

faster straddle carriers. These changes should help the port to obtain better levels of productivity 

and efficiency and thereby increase their competitiveness. Ports are increasingly seen not so much 

as links between sea-borne and land-borne traffic, as much as an important node in the supply 

chain where value-adding activities are taking place. Failing to comply with these new demands 

threatens ports to lose business and relevance. On the other hand succeeding in anticipating the 

market trends and attracting the shipping alliances could result in significant economic gains. 

These gains could be increased revenue for the port. However, it is not only the port that is 

interested in its success. Ports are important centers of trade and the local area around the port, 

therefore, relies heavily on the jobs created by the port and the taxation of the port. However 

these continued investments are difficult to do, and that is especially the case for public ports 

(Lam et al., 2015). The pursuit for greater handling capacity has therefore caused ports to 

increasingly seek out public-private partnerships. These partnerships seek to utilize collaboration 

between the port and an array of private companies such as terminal operators, warehousing 

companies, and truckers. The benefits of these partnerships are many and includes things like 

improvements in efficiency, reduction of public expenditure for infrastructure development, 

access to private financing, clearer objectives for the port, greater flexibility and better planning, 

and better tendering processes that allows to find the best suited candidate to fill a particular role 

(Nijkamp et. al, 2002; Spackman, 2002). The liberalization of the port sector has caused a lot of 

companies to diversify their product. This can be exemplified with the foundation of APMT in the 

early 2000s. The public-private partnership is also predominant in both advanced and developing 

economies. However, it is crucial, according to Van Ham and Koppenjan (2001) that public 

authorities should not define port projects by themselves as this is severely limiting to the idea of 

pure public-private partnership. If the private companies are not included in decisions, the port 

runs the risk of losing out on experiences made by the private companies as well as not gaining 

access to their creativity. It is further argued that this sort of partnership should focus on joint 
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development of port services, sharing of risk, costs, and resources connected with port services. In 

other words, it is crucial that the partnership is focused on maintaining a mutual relationship in 

which the various parties can realize a stake in each other’s success (Lam et. al, 2015).  

When countries and cities enter into public-private partnerships, they do so because they expect 

to obtain better port performance when compared to a purely public port. It is argued that the 

benefits of entering into public-private partnerships are higher levels of operational efficiency, 

enhancement of trade facilitation, generation of revenue for the government, better access to 

capital markets, easier investments, new industrial relations and promotion of needs competition 

which should lead to an increased financial and economic performance (Vining and Boardman, 

2008; Lam et. al, 2015). However, there can also be some drawbacks to public-private 

partnerships. Saundry and Turnbull (1997) argued that the sale of the public ports in the UK 

represented a significant loss to the stakeholders and taxpayers of the UK. The now privatized 

ports performed worse than they had done under public ownership. There have also been 

expressed some concerns by the large ports as shown in a study by (Baird, 2002). In this study, it 

has been demonstrated that 31% of the ports believed that the loss of control was a major issue. 

The ports in this study also had concerns about political and commercial ambiguity, difficulties in 

service operator selection including the lengthy process of granting concessions. As it is very 

expensive to establish the appropriate port infrastructure, it could be a deterrent for private 

companies to participate in this sort of business. However, the European ports are a somewhat 

different story because they have already seen a lot of government financed infrastructure 

projects, which makes it easier for the private companies to generate revenues earlier in the 

project's lifespan (Lam et. al, 2015).  

It is very important to also consider a country’s political and economic situation when formulating 

public-private partnerships, as these conditions are crucial for the private companies’ ability to 

generate revenue. The different economic conditions in different countries can also help explain 

decisions made by the government (Lam et. al, 2015). It is crucial to have strategic visions and a 

proactive environment within the government departments when awarding concessions to private 

companies. It is of particular importance to start negotiations early when dealing with complex 

port projects. The idea is that primarily a competitive dialogue with potential private business 

partners would lead to enhanced project value by having private sector companies help develop 
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and design the project to meet their requirements from early on in the project development 

(Siemonsma et. al, 2012).  

4.6 Government Policies Concerning Public-Private Partnerships 

There are some major institutional factors defined by the World Bank (2012b, cited by Lam et al., 

2015) that have an impact on port logistics performance within the context of public-private 

partnerships. These are as follows: 

1. Voice and accountability 

2. Government effectiveness 

3. Regulatory quality 

4. Market openness  

5. Ease to start a business 

6. Contract enforcement  

7. Protecting investors 

Voice and accountability relate to the ability of a country's citizens to participate in selecting their 

government along with their freedom of speech, association, and a free media. This is important 

because countries with a high voice and accountability score can provide investors with freedom 

and confidence in the country. Voice and accountability are important to assess because it helps 

to determine the willingness of the private sector to do business in this specific country. The 

partnership between the port and its private company partners are highly reliable on the levels of 

freedom that can be granted by the government. For example, this freedom allows the private 

company to make decisions about the hiring of their workforce, which in turn allows them to train 

the workforce more efficiently. Having a well-trained and efficient workforce, in turn, helps the 

companies to make the port more efficient thus improving the port's logistics performance. An 

example of liberalization of worker requirements that helped a port grow is the port of Rotterdam. 

In Rotterdam, there was a labor pool system from where the terminal operators had to employ 

dockworkers. This system was not effective in linking the workers with the operators. The system 

was liberalized in 1995, and today the operators employ a permanent workforce and can then hire 

temporary workers from the labor pool as needed (Lam et. al, 2015).  
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Government effectiveness is a measure of public service, policy formation and implementation. It 

displays the competence of the civil services and the degree of independence from political 

pressure. This can also be seen as a measure of how good the government is at formulating sound 

policies over the long term. This is important because it links to the general well-being of the 

country. Port authorities located in countries where the effectiveness of the government is low 

should be more inclined to seek out private investors as these are perceived to be more efficient 

in detecting market trends and can, therefore, enhance the logistics performance of the port. On 

the other hand, if the government is highly effective in developing and implementing policies it is 

not as necessary to incorporate private companies to increase port performance. The port of 

Singapore is an example of this. The port of Singapore decided that they wanted to be a multi-user 

port and the government, therefore, decided to own and operate terminals. This means that PSA 

can operate efficiently without relying on private investors (Lam et. al, 2015). 

Regulatory quality describes a government's ability to devise and implement sound policies that 

make it able for private companies to operate smoothly. To successfully promote the private 

sector and thus obtaining economic growth, it is crucial that there is an effective legal and 

regulatory framework in place. A weak framework, on the other hand, decreases the possibilities 

for public-private partnership because the growth potential might be severely limited. Private 

companies will be seeking growth in their business as well as in the overall economy of the 

country (Ibid.).  

The market openness of a country is characterized by how much government interference the 

port experiences. Market openness, however, is not concerned with port tariffs and subsidies. An 

open market is, therefore, a market in which trading can be done without external constraints. An 

open market should thus encourage private companies to enter the market because the barriers 

to entry are as low as possible. There is an ongoing process to reduce the barriers of entry and to 

enhance the competitive situation in the ports that is being championed by the EU's efforts to 

open the market (Ibid.). 

Ease to start a business is a measure of how many procedures need to be done to form and 

operate a company. This also includes factors such as how much time and money were spent in 

the process. Hence fewer regulations, shorter timeframes, lower costs both paid in minimums as 
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well as fees, allow for greater ease of starting a company which can open up foreign markets and 

thereby attract more private companies to the port. 

Contract enforcement describes how many procedures that must be completed, how lengthy the 

process is, and how costly the process is when a dispute must be settled by the courts. Effectively 

this is a measure of how effective and smooth the judicial system is in a given country. Ineffective 

contract enforcement obstructs the growth of business, and it thus follows that effective judicial 

systems can affect how willing private investors are to participate in public-private partnerships. 

The last point to be considered is the protection of investors. This reflects how well minority 

stakeholders are protected against misuse of corporate assets. The protection of investors is 

important because it gives confidence and assurance for the investors to participate in 

partnerships with the public. The elements of investor protection are things like the transparency 

of related-party transactions, liability for self-dealing and minority shareholders' access to 

evidence before and during trials. The stronger the level of protection of investors the more likely 

they are to participate in private-public partnerships. 

4.7 Ports authorities role within the supply chains 

The port authority is the administrative body within the ports. They are concerned with the 

strategic decision making as well as the goals that are set for the port. They are responsible for the 

overall effectiveness of the port. The port authorities are the principal owners of the land that the 

port is built on, and their primary asset is thus the land inside the borders of the port. Therefore 

the primary revenue drivers of the port authorities are the land value and the port throughput 

(Cetin, 2015). 

The most dominant ownership model in today's ports is the landlord type of port. In this type of 

port, the port authority can be seen as the landlord for the various private companies operating 

within the port. In this type of port the port authority owns the land but private companies have 

been granted long-term leases to do business. Private companies then conduct the day-to-day 

operations. In the landlord port, it is important for the public part of the port to provide the 

necessary legislation that ensures smooth operation of the port (Trujillo and Nombela, 1999; Lam 

et. al, 2015). Trujilo and Nombela (1999) argue that the primary task of the public port authority 

should be the management of the public infrastructure, safety, and environmental conditions. The 
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port authority under the landlord type of port is mainly responsible for port planning and 

development, preparation of the business plan and management of economic transactions in 

regards to the port infra- and superstructure. The landlord role of the port authority also includes 

customer and stakeholder management and that stakeholder management issues are of great 

importance because of the need for ports to cooperate closely with supply chains (Cetin and Cerit, 

2010).  

The changes in the maritime sector with an increased liberalization of port activities has caused 

the port authorities role to switch from a role more focused on operating the port to a role more 

concerned with coordination, facilitation, and integration between the different stakeholders. 

Another of their main responsibilities is also the granting and surveillance of concessions to 

private companies working within the port. The main reasons for these changes can be organized 

into two themes, operations and strategic. Operations include the monitoring of economic and 

financial performance as well as the bureaucratic environment. The strategic dimension is mainly 

concerned with political interference (Cetin, 2015).  

The increased pressure on the ports and their inland interface as a result of the changing maritime 

sector has caused relationships within the port community to become increasingly important. For 

the port authorities, this also means that they must put more emphasis on controlling the entire 

port cluster as well as the community. Verhoeven (2010) approaches the role of the port 

authorities from two dimensions, which is economic and social. The economic dimension involves 

issues such as solving hinterland bottlenecks, coordinating the port stakeholders, providing 

training and education, providing relevant IT solutions to the port stakeholders and lastly 

promoting and lobbying on behalf of the port. The social dimensions are the promotion of positive 

externalities and accommodating conflicting interests. The port authority also need to be engaged 

in networking with global ports for knowledge sharing and local ports for limiting waste of scarce 

resources on the inter-port competition. Finally, they need to be networking with inland ports to 

decrease port congestion and to gain better access to the hinterland (Cetin, 2015). In other words, 

the port authorities' focus will be on the inclusion of their port within a strong network of other 

ports, inland terminals, and the creation of strategic relationships with transport centers within 

the same supply chain. Better traffic management, hinterland connection and services, 

environmental protection, marketing and research and development are the main areas where 
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ports will be able to cooperate. Port authorities are getting involved in the development of the 

hinterland because the port competition is concerned with the entire supply chain and because 

inadequate connections mean that port authorities might become less competitive. If the port is 

perceived as less competitive, the port authorities might have to reduce port dues or offer some 

financial compensation to their customers to increase their market share (Cetin, 2015). 

4.8 Summary 

The impact of globalization and increasing demand for shipping caused the shipper to lower the 

transport costs by sharing the costs and risk associated with shipping among other stakeholders. 

These new and bigger stakeholders resulted in vessels becoming ever-larger vessels that let the 

shipping lines fully utilize economics of scale. However this shift has caused the port operators to 

rethink their infra- and superstructure within the ports to cater to the needs of these large ships 

(Paixão and Marlow, 2003). The ports had to merge and form joint ventures with their 

stakeholders in order to stay competitive. These large vessels also forced the ports to think more 

globally instead of the regional view that was the predominant previously. This increased global 

competition has forced the ports to increase the quality of the traditional port services, but has 

also forced them to implement diversification strategies by providing more specialized services, an 

increased focus on value added services and providing door-to-door transport solutions. This has 

caused the role of ports to shift from simply being a place where cargo is loaded or unloaded and 

is now intermodal terminals within the supply chain that adds value to the port users and their 

end customers. The ports have now started to integrate the other stakeholder in the supply chain 

more closely and are focusing on making transport more seamless by using new technology. As 

ports are one of the major links in the supply chain when it comes to adding value to the entire 

supply chain it is crucial that they adapt to the changing environment of transport networks. Many 

shipping lines in recent years have decided to expand their scope to also include terminal 

operation as well as hinterland operation, in order to gain a more streamlined product. It becomes 

increasingly important for ports to adapt as these changes have a direct impact on port structure 

as can be seen with the advent of dedicated terminals (Cetin and Cerit, 2010; Notteboom and 

Winkelmans, 2001). 
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5.0 Analysis:  

This part of the thesis will be divided into two sections. The first section will be concerned establishing the 

stakeholder frame of references and stakeholder networks. The second section will be concerned with 

analyzing the salience of the various stakeholders within Jade Weser Port.   

5.1 Stakeholder Management: 

Stakeholders have many different requirements when dealing with a project. According to Maylor 

(2010) these requirements are other stakeholders, requirements regarding a giving issue and 

timing. Stakeholders are therefore any given individual or group which has an interest in the 

project. Requirements are the multiple outcomes, which the stakeholders require from the 

project. Lastly, timing is when the project should be done. If we look at the stakeholders we have 

internal and external stakeholders. The internal stakeholders are those who have a claim towards 

the project and influence the project on a day-to-day basis. External stakeholders are potential 

stakeholders and the public in general. It is important for Jade Weser Port to narrow down its 

stakeholders, otherwise it will become too confusing and very hard to make time to every 

stakeholders claim. By reducing the stakeholders, Jade Weser Port will mitigate the risk of differing 

policy discourses. By doing so the stakeholders group should become smaller and should have the 

same goal. During the rest of the analysis, we will provide a couple of solutions to how Jade Weser 

Port should narrow down the stakeholder group, and what kind of things Jade Weser Port should 

take into consideration when selecting stakeholders. 

5.2 Salience, Frame of Reference and Networks: 

In this section of the thesis, we will analyze how Jade Weser Port can attract stakeholders and how 

they should manage their stakeholders. A port is made up of many stakeholders whom all have a 

claim in the port. It is therefore important to understand how these stakeholders affect each 

other. This analysis of stakeholders will provide an understanding of the complex nature of 

stakeholders. 

According to Kivits (2014) it is very important that companies incorporate their stakeholder in the 

organization’s decision-making process. This creates a more holistic picture with the interests of 

the stakeholder and the organization. Companies that successfully manage to cooperate with their 

stakeholders are shown to have better relationships. The cooperation creates alignment within 
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the organization, which also helps create legitimacy among the stakeholders. The idea is that 

stakeholder engagement should help the organization to form a single entity. From the empiric 

data we gathered we found that a common strategy was crucial in order to attract new 

stakeholders to the Jade Weser Port. 

The Port authorities in Jade Weser Port operated only as a landlord. So the port authorities 

handed out concessions to private companies that wanted to operate in the port. However, the 

lack of TEU throughput forced the port authorities to rethink their role. This caused the port 

authorities to formulate a common marketing strategy with Eurogate in an attempt to get a bigger 

throughput in the port. However, the port authorities have also had to manage disgruntled 

stakeholders namely Nordfrost. Nordfrost believes that the port authorities promised a port 

where the container volumes were much larger. This ended in a lawsuit by Nordfrost to get some 

financial recompense, as they believe that they were being misled. Nordfrost got a reduced lease. 

After the lawsuit had been settled Nordfrost decided to construct a new warehouse for deep-

frozen cargo. However, the lawsuit also gave Jade Weser Port a lot of negative publicity (Von 

Birger 2014). 

As the literature review showed any entity that can be affected by the organization’s 

achievements can be viewed as a stakeholder in the organization. Kivits (2014) argued that 

stakeholders could be groups like neighborhoods, natural environments and so on. However, this 

definition of a stakeholder encompasses too many groups and does not help the organization 

effectively manage their stakeholders. To narrow the number of stakeholders down Kivits (2014) 

introduces the usage of three components to define a stakeholder. The three components are 

salience, stakeholder frame of reference and stakeholder networks.  

5.2.1 Stakeholder frame of reference: 

As mentioned in the literature review, stakeholder frame of reference is the collected beliefs and 

values of a stakeholder. These beliefs and values are shaped according to the stakeholder’s 

experiences in various areas. These areas could be the culture in which the stakeholder fits into or 

the relationships that the stakeholder has. Barrt & Proops (1999) argues that it is most common 

that businesses with the same worldview can exist together. Kivits (2014) calls this phenomenon 

policy discourse. Policy discourse also includes how stakeholders look at a given problem. Policy 
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discourse could help Jade Weser Port by looking at how the stakeholder’s would behave when 

faced with a certain problem. Furthermore, policy discourse would help the port authorities select 

the stakeholders who match their beliefs and values. If the stakeholders have differing values and 

beliefs it might lead to misunderstandings. Even though the stakeholders talk the same language, 

they might attach different meanings to the words. This can make it very difficult for the 

stakeholders to work together. Jade Weser Port should be aware of this, since it is a very good tool 

in practice to align the stakeholders so they all are working towards the same goal. Stakeholder 

management can also be used to enhance effectiveness and foster new ideas because the 

stakeholders are more likely to be aligned if there is successful stakeholder management. 

However, even if the stakeholders are aligned and have the same policy discourse and goals they 

might still have different ideas to get there, which can cause problems with the other 

stakeholders. In Jade Weser Port the port authorities and their terminal operators have a common 

policy discourse and therefore are able to work together towards a common goal as Meidinger 

(appendix 1) said that he and the terminal operators are on the same side. This goal is to attract 

more customers to the port. Furthermore, both Nordfrost and the port authorities are working on 

developing the hinterland. Nordfrost (appendix 6) claims to have attracted two trucking 

companies to the port.   

5.2.2 Stakeholder networks: 

A stakeholder network is used to better understand the complexity of stakeholders. Stakeholder 

networks is a network in which stakeholders interact with each other, because they are facing the 

same issue or have the same policy discourse. Kivits (2014) argues that the stakeholders are 

connected to each other because they are surrounding a particular problem and thereby creating 

a network. Relations are key in stakeholder networks and successful stakeholder management can 

help to predict different stakeholder’s behavior. Seen from the port authorities’ point of view, 

stakeholder networks could help Jade Weser Port to identify and help understand their 

stakeholders. Meidinger is concerned with the personal relationships in the port. Meidinger 

believes that the port authorities have a personal relationship with some of the carriers that 

allows for improvement of the port. Meidinger also believes that the port authorities have a 

personal relationship with Eurogate, which allows for the two to formulate a common strategy. 

Meidinger states: 
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“There is also some sort of partnership with the carriers. We are also working with the 

liners in order to better improve the port. Some times it work and sometimes it doesn’t. It is 

a personal business so it helps to form relationships with customers” ( 

Appendix 1) 

Efficient stakeholder management by the port authorities could help formulate common 

strategies in an effort to become as efficient as possible. From the interviews it is clear that the 

port authorities are functioning solely as landlords. However, the literature review shows us that 

the port authorities need to be better at creating meaningful relationships with their stakeholders. 

The interview also did show us that the port authorities are engaged in formulating a common 

strategy with Eurogate in an effort to attract more potential customers to the port.  

Many of the interviewees have some sort of personal relationship with some of their stakeholders. 

However, it seems that these relationships are not utilized to their fullest potential. This is the case 

with Nordfrost and the port authorities where the two do not have a common strategy in place. 

Furthermore Gold argued that Maersk does not have any personal relationships with their 

stakeholders. Haupt on the other hand argues that Hapag-Llyod have very good relations with the 

captains they employ and the port of Hamburg. Haupt said that:  

“I just came from a talk with one of our operations captains and there is also a captain that is 

responsible for the port operations so we have a very good relationship with these guys. We also 

have a very good relationship with the port authorities when it comes to infrastructure 

developments and so.” 

(Appendix 4) 

The close relationship that Hapag-Lloyd has with the port of Hamburg might be one of the 

explanations that Hapag-Lloyd are not looking to expand their network into Jade Weser Port. The 

port of Hamburg already have a long standing relationship with Hapag-Lloyd which could make 

Hapag-Lloyd more likely to continue their service of this port. Sinnerup and Helgasson also 

emphasized personal relations in DB’s business. Sinnerup and Helgasson stated that: 
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“Yes there are many personal relationships. There is a lot of business meeting as client calls. There 

are different types of segments and these different customers have different needs. The personal 

relationships are important”. 

(Appendix 2) 

From the above statements it becomes clear that some stakeholders perceive personal relations 

as important. It is therefore crucial that the port authorities has a strong focus on forming and 

strengthening close personal relationships with stakeholders whom they share a common policy 

discourse with. This will also enhance innovation as the stakeholders have the same goal, but they 

have different means to get there. Further it is very important for Jade Weser Port, to engage 

more in their stakeholder network, so that they can create better personal relationships. The 

personal relations will then make the Jade Weser Port able to better understand the stakeholder’s 

point of view. However the Jade Weser Port should also be cautious of engaging in personal 

relationships. The policy discourse might change which could cause harm to the business. 

Furthermore Jade Weser Port should be aware of stakeholder salience when including new 

stakeholders. Jade Weser Port should prioritize claims based on the salience of stakeholders. This 

should make sure that the stakeholder with the best claim is prioritized. Furthermore a focus on 

stakeholder salience should also help Jade Weser Port make sure that stakeholders are not using 

excessive power. However not every stakeholder perceives personal relations as being important 

and places emphasis on business relations. Andersen states that: 

”Personal relationships I don’t think so. Maybe with some. We have very good business 

relationships” 

(Appendix 3) 

The above statement from Andersen shows us that Eurogate is not focused on personal relations 

and Gold told as the same as previously mentioned. It thus becomes clear that key stakeholders in 

Jade Weser Port are not focused on personal relationships. So in addition to being aware of 

stakeholder salience Jade Weser Port will also need to convince key stakeholders that personal 

relations can benefit them in the long run. However, Andersen does recognize that Eurogate has 

personal relations but it seems that they are primarily limited to the Asian carriers because 

relations are very important in an Asian business environment.  
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During the financial crisis there was a lot of market volatility which made the market very 

unpredictable. This volatility caused a lot of consolidation in the market. The shipping lines for 

example formed alliances to share cargo in an attempt to increase their ship’s rate of utilization. 

The consolidation in the liner shipping was extremely prominent as economics of scale is their 

single biggest competitive parameter. The crisis was further amplified by the fact that many 

shipping lines were taking delivery of very large vessels. These large vessels combined with 

declines in containers transported caused the spot prices to fall. As excess capacity continued to 

be a problem the shipping lines continued to consolidate. Gold puts it this way: 

“If you don’t get on the train you will end up being uncompetitive until the race reaches the 

bottom.” 

(Appendix 5) 

However, it is not only a problem that the container capacity is growing. The demand for container 

transport is also slowing. Andersen argues that the globalization that we have witnessed in past 

decades have pretty much stopped now. Andersen further argues that if a thing that is being 

shipped is not already in a container, it is because it does not fit into a container. He therefore 

thinks that the market will not be growing as much as we are used to.  

“Globalization and containerization has dominated the market in the past decades (…) 

Globalization is done and the world is not growing in that direction anymore.” 

(Appendix 3) 

If Andersen is right and globalization is coming to an end the industry will need to find meaningful 

responses to this. These responses can be seen right now with increased consolidation. However 

the consolidation have been most predominant in shipping lines and terminal operators that have 

expanded into many different ports around the world. APMT for instance have 189 port and inland 

facilities in 61 countries (www.apmterminals.com). However as the capacity right now far exceeds 

the demand the prices for transport are extremely low. These low prices are ultimately an issue 

for the entire industry. So far the liners have been coming up with ideas to consolidate but it could 

prove to be insufficient. As this is a problem for the entire industry it is important that more 

stakeholders in the industry gets involved in solving the problem. The port authorities of various 
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ports could be involved in this with increased efforts of coordination of activities within the supply 

chain. However, the increased focus on supply chain management also presents a new problem. 

The port authorities need to figure out which stakeholders they should prioritize and thereby 

which stakeholders have claims and which do not. For the port authorities this means that they 

need to figure out what kind of stakeholder is able to add value to their supply chain.  

According to Mitchell et al. (1997), it is very important to narrow down the stakeholders. A narrow 

focus on the stakeholders allows Jade Weser Port to sort the stakeholders by using the 

stakeholder attributes (power, legitimacy, and urgency). It is important to keep in mind that many 

businesses already do have long-term relationships such as the case is with the port authorities 

and Eurogate in Jade Weser Port. Meidinger believes that the port authorities and Eurogate have a 

personal relationship while Andersen does not bring up the port authorities while talking about 

personal relationships. It is therefore a little unclear how personal the relationship is but the fact 

of the matter is that Eurogate and the port authorities have had to work together ever since the 

port opened and that they are formulating a common strategy to attract more customers.  

Kivits (2011) argues that stakeholders who have a good relationship can form stakeholder 

networks with each other. In the case of Jade Weser Port the cooperation between the port 

authorities and Eurogate can be seen as a stakeholder network albeit a small one. Haupt 

(appendix 4) claimed that Maersk only calls Jade Weser Port because APMT have a stake in the 

terminal. This also means that APMT can be considered as a partner in the stakeholder network. It 

also means that Eurogate, APMT and the port authorities are working together within the same 

network to provide the best service for their customers. This however does not mean that APMT is 

considered a very salient stakeholder because they are only a minority owner in the terminal. 

Therefore APMT should not be considered as more than a latent stakeholder.  

Meidinger (appendix 1) would like to see more cooperation between the ports in Germany. He is 

worried that the German ports will lose relevance because of the nautical limitations of the Elbe, 

which makes it difficult to call at Hamburg. Furthermore Bremerhaven also has trouble with the 

river Weser and more urgently the breakage of the gantry cranes. Meidinger (appendix 1) is 

worried that if the German ports do not cooperate more closely in order to overcome these 

difficulties that the ports are facing the container traffic might move to other ports. Reichart 
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(appendix 6) also believes that the German ports need closer cooperation in order to stay 

competitive. Even though Hapag-Llyod have no immediate plans to call at Jade Weser Port, Haupt 

(appendix 4) believes that the port makes sense and that cooperation between Hamburg and Jade 

Weser Port is a good idea.    

5.3 Stakeholder Attributes 

As mentioned in the literature review, salience is one of the main factors in selecting and including 

stakeholders. Salience helps managers to classify and prioritize stakeholders. Mitchell et al. (1997) 

argues that salience can be defined by using three distinct attributes. These are power, legitimacy 

and urgency. This method allows identifying the stakeholders who have a claim in various issues. 

Power is the attribute that is most effective for the stakeholder to impose its will on the other 

stakeholders. These three attributes allows Jade Weser Port to align their stakeholders and 

identify potential conflicts early on.  

As we see in the case of Jade Weser Port with Nordfrost, salience is very important. By listening to 

Nordfrost’s complaints, Jade Weser Port found that Nordfrost was more salient than initially 

assumed. Jade Weser Port therefore had to prioritize Nordfrost’s claims. This caused Jade Weser 

Port to reduce Nordfrost’s annual lease because the cargo volumes that Nordfrost was promised 

failed to materialize.  

As previously argued there are three stakeholder attributes according to Mitchell et al. (1997). 

These attributes are power, legitimacy and urgency. The stakeholders can be assigned to one of 

these groups based on their values. Dividing the stakeholders into these groups makes it possible 

to assess who has a claim and who does not have a claim.   

5.3.1 Power 

Power is defined as a stakeholder having power over other stakeholders. The powerful 

stakeholder then gets to force its will upon the other stakeholders. There are three forms of 

power, which is utilitarian, coercive and normative. Utilitarian power contains material and 

resources. Coercive power is concerned with threats. Normative power is defined by contractual 

power (Mitchell et al., 1997). 

In our case where the port authorities want to attract more stakeholders to the port they should 

rely on normative power. Normative power is seen as the most flexible form of power and the 
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power form least likely to cause disruption among other stakeholders. This is also the case with 

the port authorities and Eurogate. The two formed a long-term contract, which formed the basis 

of closer cooperation. This closer cooperation eventually lead to the two forming a common 

strategy in an effort to attract more customers to the port. Normative power is less disruptive as 

compared to the other two types of power. This means that normative power can form the basis 

of long-term healthy relationships. 

5.3.2 Legitimacy  

According to Mitchell et al. (1997) legitimacy is often coupled with power, because legitimacy 

helps the stakeholder group to articulate a normative core. This normative core helps the 

stakeholder group to see which reasons and claims should be addressed. This helps the 

stakeholder group to find the legitimate claims. If legitimacy stands alone, it is very difficult to gain 

any claim, because there is no power to enforce it. But when stakeholder legitimacy can be 

combined with the attribute of power, can create authority. The combined authority can help the 

other stakeholders do business as the legitimate stakeholder provides some socially accepted 

behavior structures.   

It is very important for Jade Weser Port to combine power and legitimacy as these two attributes 

will help them to become salient. These two attributes help the port authorities enforce their will 

in the stakeholder group. The port authorities are the landlords of the port and according to our 

literature review should be coordinating the supply chains in the port. This means that Jade Weser 

Port is in a position to align the stakeholders and attract new stakeholders to the port. A strong 

port authority should be able to provide a course of action to the stakeholders in the port. 

Furthermore the port authorities have the ability to make the development plan for the port.  

However, the port authorities should formulate development plans together with their primary 

stakeholders. In Jade Weser Port major companies are already present which means that 

cooperation with these entities could prove useful. Gold (appendix 5) told us that Maersk have 

already cooperated with a Canadian port in order to put pressure on the railroad companies. That 

however did not work as intended. But it does prove that Maersk could have an interest in 

cooperating with the ports they call.  
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If the port authorities were perceived as more legitimate they might also be able to get rid of the 

rumors in the industry that some of the potential stakeholders are worried about. Haupt 

(appendix 4) for instance said that there is only a single track to the port when in fact there is a 

dual track connection. This rumor is of course very bad for Jade Weser Port as the hinterland 

connection out of any port is of the utmost importance.   

5.3.3 Urgency 

Urgency is the third criteria in Michell et al.’s (1997) stakeholder theory. According to Wartick and 

Mahon (1995), urgency is to pay attention to the relationship in a timely fashion, meaning that 

Jade Weser Port must consider all claims and select which stakeholder has the most urgent claim. 

For a claim to be defined as urgent two attributes must be fulfilled. The first attribute is time 

sensitivity. This attribute assess if the claim can potentially harm the stakeholder group short-

term. The second attribute is concerned with assessing how important the claim is to the 

stakeholders involved. 

An urgent claim for Jade Weser Port could be if a gantry crane broke like it did in Bremerhaven. 

Another urgent claim could be a stakeholder threatening to leave the port if the stakeholders 

claim is not met. Another urgent claim could be that extreme congestion in the Elbe could cause 

ships to be routed elsewhere.  

There is also the question of ownership. If a stakeholder owns a specific important asset these 

stakeholders claims might be urgent based on the ownership of critical assets. An example of this 

could be if Eurogate decided to halt their operations as a result of a dispute. In this scenario the 

gantry cranes would not be operational which means no containers would flow through the port. 

Expectations are also important in stakeholder relationships. If an expectation is not met it might 

cause disruptions as seen in the lawsuit that was filed by Nordfrost against Jade Weser Port, 

because Jade Weser Port failed to fulfill the expectations of Nordfrost.  

It is also important to have in mind that these attributes are not static. All the attributes are 

dynamic meaning that the possession of the different attributes can change. Therefore, if a 

stakeholder in Jade Weser Port possesses legitimacy they could over a period of time also obtain 

power or urgency.  
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Increasing the stakeholder group in Jade Weser Port also comes with a few difficulties. The port 

authority could have a specific outcome in mind and might therefore have too narrow a view on 

achieving this specific outcome. This means that port authorities might pay too much attention to 

certain stakeholders that can help them achieve their goal.  

According to Mitchell et al (1997) we can combine seven different stakeholders on the basis of the 

three attributes, power, legitimacy and urgency. To narrow down the stakeholder group we need 

to address the seven different stakeholders. The seven different stakeholder types are categorized 

into three main categories, which are the latent stakeholder, expectant stakeholder and the 

definitive stakeholder.  

5.3.4 The Latent stakeholder 

The latent stakeholder is categorized by having only one of the three attributes, power, legitimacy 

and urgency. There are three types of latent stakeholders. These are dormant stakeholder, which 

uses power to get influence. The second type is discretionary stakeholder who uses legitimacy to 

get influence. The last type of latent stakeholder is the demanding stakeholder who uses urgency 

to get influence.  

The customers to the shipping lines could be an example of latent stakeholders. Sinnerup and 

Helgason (appendix 2) told us that they forward cargo based on their customers wishes. As the 

forwarding agencies and shipping lines go where their customers want to go the shippers can thus 

be seen as a latent stakeholder for Jade Weser Port. The shippers do not have a direct stake in 

Jade Weser Port but the cargo volumes are important which means that shippers do have a stake. 

However, as Gold (appendix 5) puts it the customers are unlikely to care, which port their cargo 

comes through. They only care about how cheap the freight is and how fast it is.  

The dormant stakeholders can exercise their power in three ways. Coercive power is a way for the 

stakeholder to enforce its will. An example of coercive stakeholders could be union blockades of 

the port during employment disputes. It could also be employees intentionally breaking 

equipment to get their point across. The utilitarian power on the other hand is concerned with 

contracts. This power comes into play if a stakeholder believes that their contractual agreements 

are not being honored. In this power scheme the stakeholder will try to seek recompense from the 

courts of law. The last power structure is symbolic, which means that the stakeholder will threaten 
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to discredit Jade Weser Port by speaking negatively to the media like Bartels did. Bartels was 

unhappy about the cargo volumes that Jade Weser Port managed to attract (Von Birger, 2014) 

The discretionary stakeholder is often a NGO. This stakeholder type uses legitimacy to gain 

influence. They are not able to be as direct in their confrontations with Jade Weser Port as they 

are only perceived to have legitimacy. However, oftentimes NGOs have some goodwill from the 

community especially in regards to environmental issues. This goodwill might be useful for the 

port authorities as it can help Jade Weser Port profile its port product as being greener than other 

ports.  

The demanding stakeholder uses urgency as their way of obtaining influence. The demanding 

stakeholder has a hard time enforcing their claims unless a more salient stakeholder has a similar 

claim. The demanding stakeholder is described in the literature as being annoying. Because of this 

the Jade Weser Port might ascribe these stakeholders more salience then is justified. Jade Weser 

Port thus run the risk of spending more time and money than they should on a lesser stakeholder 

while neglecting the claims from a more salient stakeholder. 

5.3.5 Expectant stakeholder 

The expectant stakeholder is characterized as a stakeholder, which has two of the three 

stakeholder attributes. The expectant stakeholder is thus more salient than the latent stakeholder, 

which means that this class of stakeholders should be paid more attention. Like the latent 

stakeholders, expectant stakeholders also have three subcategories, which helps define what role 

the expectant stakeholder has in the port. The first of which is the dominant stakeholder. This 

stakeholder has power and legitimacy. The second category is the dependent stakeholder who has 

legitimacy and urgency. The last category in the expectant stakeholder group is the dangerous 

stakeholder. This stakeholder possesses both power and urgency. In the below section we will 

outline the different subcategories of the expectant stakeholders. 

The dominant stakeholder is a stakeholder, which possess power and legitimacy. The dominant 

stakeholder can enforce its claims because it commands two of the three attributes. The dominant 

stakeholder is perceived as a valuable partner because they can effectively get other stakeholders 

moving in the same direction. An example of this is hinterland coordination. Van der Horst and de 

Langen (2015) showed the lack of a dominant firm could derail investments made in the 
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hinterland. Jade Weser Port thus need to attract a dominant stakeholder to the port in order to 

ensure some coordination in the stakeholder group. However, it is very important that the 

dominant stakeholder as the same policy discourse as Jade Weser Port as differing policy 

discourse could lead to confrontations between the dominant stakeholder and the port 

authorities. In Jade Weser Port one of the most dominating stakeholders are Nordfrost. However 

as Nordfrost’s business is best suited for trucks they are not concerned with trains. This is a 

problem because the most dominating company is not able or willing to facilitate coordination in 

an effort to further develop hinterland transportation by train. This serves as an example of 

dysfunctional policy discourse between Jade Weser Port and its’ stakeholder network. Andersen 

(appendix 3) told us that the hinterland by train is lacking and that is a huge problem for the port 

as many shippers require smooth hinterland connectivity.  

The dependent stakeholder is a stakeholder that possess legitimacy and urgency. The dependent 

stakeholder does not have the necessary power to force its’ claims. However, this stakeholder 

usually depends on other major stakeholders that have enough power to enforce claims. An 

example of a dependent stakeholder could be a trucking company. They might lack power on their 

own but can obtain it through collaboration with companies such as Maersk or Nordfrost. An 

example of two stakeholders cooperating to put pressure on an outside entity could be the Halifax 

port that Gold (appendix 5) mentioned. The port and Maersk cooperated to put pressure on the 

railroad operators. In Jade Weser Port the truckers could be unhappy about long customs 

clearance processes in which case they could cooperate with other stakeholders who are affected 

by these long customs clearances. An example could be Nordfrost as their products have a short 

shelf life. Therefore, it is crucial for Nordfrost to get their products transported quickly.  

The dangerous stakeholders is a stakeholder who possessess power and urgency. The dangerous 

stakeholder use coercive power to enforce its claims. This stakeholder is potentially dangerous for 

Jade Weser Port. The dangerous stakeholders could be unions, environmentalist groups or pirates. 

If Jade Weser Port decides to fire a lot of dock workers the port might get into trouble with the 

worker unions and thereby risk bad reputation or heavy law suits. Furthermore, as this type of 

stakeholder can be very disruptive they need to be identified quickly. If the port authorities fail to 

identify these stakeholders in a timely manner they could be facing heavy risks. Therefore, this 

stakeholder group must be identified quickly to mitigate risk.  



73 
 

5.4 Definitive stakeholder: 

The last stakeholder Michell et al. (1997) presents is the definitive stakeholder. The definitive 

stakeholder is a stakeholder which possess all of the above mentioned stakeholder attributes. This 

stakeholder is typically in a very close relationship with the business i.e Jade Weser Port. This 

stakeholder has the potential to be very beneficial but can also be dangerous. Because the 

definitive stakeholder relies a lot on relationships it has very close relationships with the business 

i.e. Jade Weser Port. In Jade Weser Port we would argue that there are no definitive stakeholders. 

This presents a problem because the lack of a definitive stakeholder means that there is very little 

coordination between the varios stakeholders. Nordfrost and Eurogate can be viewed as dominant 

stakeholders which means that they are good at enforcing their will but they are not very good at 

ensureing coordination. However, both Nordfrost and Eurogate have close relationships with Jade 

Weser Port and they are collaborating with Jade Weser Port. However, Nordfrost can be seen as a 

bit more of a dangerous stakeholder than Eurogate because of the puplic criticism of Jade Weser 

Port. 

Eurogate and the port authorities are collaborating about a common marketing strategy in an 

effort to attract more cargo to the port. Nordfrost is working on enhancing the hinterland 

connectivity at least by trucks. These trucking companies are vital to every company that is 

interested in shipping cargo to and from Jade Weser Port as these trucking companies will be able 

to supply shippers with containers. However, as previously argued the stakeholders might not 

necessarily have the same goals. This is also the case in Jade Weser Port.  

Eurogate and Nordfrost are both intersted in getting the port going thereby obtaining more cargo. 

However, these two stakeholders are disagreeing when it comes to hinterland traffic. Eurogate 

believes that the railroad is an issue while Nordfrost believes that the hinterland connection is 

very good because Nordfrost only relies on trucks. This shows that there is no common policy 

discourse in Jade Weser Port.  

Jade Weser Port should also realize that the stakeholders in the port have their own supply chains. 

However, to be efficient in todays market it is important that the port authorities proactively does 

supply chain integration for their stakeholders. This means that the Jade Weser Port will have to 

provide value adding services to their stakeholders. If the port authoritites manages to integrate 
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e.g. Nordfrost’s and Eurogate’s supply chains they might be able to create close relationships and 

thereby create policy discourse in the port.  

As the stakeholders continusly evolve so does their relative power posistion. This means that the 

stakeholders needs to be paid attention regularly. As shown in the above, stakeholders can be 

beneficial or harmful to Jade Weser Port. To mitigate the risks and enhance the benefits the port 

authoritites need to analyze their stakeholders as this analysis will show which stakeholder is the 

most salient and thus which stakeholder has the most pressing claim. It is difficult to say which 

claim is most pressing at any one time especially in a structure as complex as ports.  

6.0 Analysis Ports 

This part of the thesis will be divided into four sections. The first section will be concerned with a 

discussion on growth in the container industry. That discussion will develop into an analysis of the 

consolidation trend in the maritime industry. 

The second section will be concerned with analyzing the effectiveness and competitiveness of Jade 

Weser Port. The measures that will be commented upon in this section are container throughput, 

port fees, port infrastructure, hinterland logistics, government policies and adaptability to changes 

in the environment. The government policies section will also include an analysis of the motivation 

behind the construction of Jade Weser Port. 

The third section will be concerned with how system theory is related to modern ports. This 

section touches upon how ports are an interlinked system constructed from many other systems. 

This section of the thesis connects the effectiveness theory with the supply chain theory. 

The fourth section of the thesis will focus on private-public partnerships and how these affect the 

port authorities. This section of the thesis will also provide an analysis of how effective 

governments are at attracting private companies to ports. This section of the thesis concludes with 

an analysis of how supply chain integration is handled in Jade Weser Port.  

In the following section all organizations will be understood as stakeholders for Jade Weser Port 

unless otherwise noted. 
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6.1 Globalization and growth in the container industry 

There has been a lot of globalization since the container was invented in the 50's. This 

globalization means that products are often no longer produced where they are consumed. For 

the shipping sector, this has caused tremendous increases in freight volumes as economies have 

grown which has resulted in a much bigger and much richer middle class worldwide. The middle 

class demands a variety of products that are made readily available thanks to the decrease in 

transport prices that have been ongoing for the past decades. In the globalized world, goods are 

procured worldwide and shipped to any number of locations for production and so on and then 

shipped to the end customer. 

In our research, we encountered a few differing views on the growth of the container industry and 

the role of globalization. Andersen (appendix 3) claimed that the container industry has grown by 

10% annually in the past decades up until the financial crisis in 2008. Andersen (appendix 3) 

further claims that there has been no growth in the container industry since the financial crisis. 

Andersen (appendix 3) believes this has to do with the globalization effort slowing down or even 

coming to a halt as companies are increasingly looking into near-shoring and re-shoring. Andersen 

(appendix 3) further argues that in the future, companies that are involved in container shipping 

must be prepared to see their sector growing at the same pace as the general macro economy. 

Haupt (appendix 4), on the other hand, is not as cynical and suggests that the market is still 

expanding - especially the ports in Antwerp and Rotterdam, which have experienced growth in 

volumes. Hamburg has also seen growth in volumes but at a slower pace according to Haupt 

(appendix 4). Where Andersen (appendix 3) offered near-shoring as an explanation for the slow 

growth, Haupt (appendix 4) said that the trade embargo against Russia had impacted the port of 

Hamburg a lot because the Russian market is important for the port of Hamburg because they see 

a lot of transshipment. According to Bimco (Sand, 2016a) these two views might be equally right 

as container volumes out of China has dropped, but the biggest drop in container volumes 

happened in the Russian trade. Andersen argues that the industry is being transformed while 

Haupt (appendix 4) sees it more like a passing political issue with Russia. Overall the container 

market does seem to have expanded since 2010 according to Bimco (Sand, 2016b) and they offer 

the growth of the supply side as the explanation for the difficulties that the container industry is 

facing.  
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6.2 Consolidation of volumes 

In times of crisis, it is normal to consolidate volumes more extensively than it is in times of 

expanding markets. Our literature review showed this was the case for dedicated terminals and 

Andersen (appendix 3) recognized this pattern. He believes that it is normal for shipping lines to 

call terminals in which the shipping line has an ownership stake. What this means is that less 

competitive terminals might be utilized more because a major shipping line has an economic 

interest in this terminal. To Andersen (appendix 3), this is part of the reason why Hapag-Lloyd and 

their alliance partners are not calling Jade Weser Port as Hapag-Lloyd has a stake in the container 

terminal Altenwerder in Hamburg. This means that Hapag-Lloyd has an economic interest in 

getting cargo to this terminal. To Andersen (appendix 3), this is a problem because the 

protectionism by the shipping lines of their dedicated terminals means that the alliance and 

therefore the entire supply chain loses out on the most competitive product. As Hapag-Lloyd 

continues to call Altenwerder despite the relatively low height of the Köhlbrand Bridge and insists 

that their alliance partners do the same, it becomes a problem for the supply chain because some 

of the large vessels are unable to enter the terminal Altenwerder. This is also the view of 

Meersman and Van de Voorde (2010) who argue that shipping lines are less likely to have their 

cargo handled by terminals that they do not have a stake in. Furthermore, Meersman and Van de 

Voorde (2010) also argue that the terminals are required to invest heavily in new infrastructure 

and equipment but might never see an increase in traffic because the traffic is being routed 

towards the dedicated terminals. Gold (appendix 5), on the other hand, claims that no liner has 

required terminal operators to make investments. However, she does recognize that the terminals 

need to do so to attract for example the Triple E-Class of vessels. Our literature review shows that 

some scholars believe that the mega large vessels reduce costs for the shipping lines but might 

create bottlenecks in the ports thus diminishing cost savings for the entire supply chain. It was 

argued that these ships because of their large volumes leads to fewer vessels calling the ports than 

before but when the ships do call they will bring more containers. This presents a problem 

because the ships might take up berthing spaces that were initially meant for two ships thus 

lowering the capacity in the ports. The terminal operators will also have to invest in bigger cranes 

and stronger quay walls. Furthermore, the hinterland logistic operations become more difficult 

when there are these peaks. This also reflects the view of Andersen (appendix 3) who stated that 
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the large vessels did indeed present the terminals with requirements for new equipment that 

better fits the need of the large vessels. Andersen (appendix 3) also said that the large vessels 

caused significant peaks and longer idle times, which present a problem because of the terminals 

still have costs while waiting for work. However, it is not only the shipping lines that have merged 

into bigger stakeholders. The terminal operators have integrated as well which means that there 

are fewer stakeholders, but many of them are international and focused on economics of scale 

and offering a standardized product to their customers. This means that the terminal operators 

are also growing stronger compared to the port authorities, but that is not a problem according to 

either Meidinger (appendix 1) or Andersen (appendix 3), as they believe that they are on the same 

team and only want to attract more ships to the port. It does, however, present a problem for the 

Jade Weser Port 2 (Jade Weser Port 2 is a proposed expansion of Jade Weser Port. This expansion 

is however limited to a scenario where 1 million TEUs are being shipped through Jade Weser 

Port.), as there are fewer terminal operators to choose from in the granting of the lease in the 

expansion of the port. However, as Meidinger (appendix 1) told us, another terminal operator 

might have an easier time attracting the alliances that Eurogate cannot attract.    

However, consolidation is not only a matter of which terminals that gets chosen. It is also an issue 

in building new vessels that better utilize the economics of scale by transporting a large quantity 

of containers. These large vessels however, are very difficult to fill by the liners especially in a 

slow-growing or even declining market. That has caused the shipping lines to consolidate into a 

variety of alliances where they share cargo with other members of the alliances thereby obtaining 

the lowest combined unit costs. Now the alliances are growing bigger which presents a challenge 

to the port authorities of any given port. As argued above the liners have ownership stakes in 

some terminals and want these utilized as much as possible. The growing alliances might present 

the ports with another problem as the potential customer base shrinks according to the above 

argument made by Andersen (appendix 3). Meidinger (appendix 1) reflects Andersen's (appendix 

3) view as he argues that Jade Weser Port might grant the lease of the terminals in the potential 

Jade Weser Port 2 to another terminal operator. A new terminal operator might be better suited 

to attract the other alliances. Meidinger (appendix 1) also argues that a dedicated terminal might 

be considered for JWP 2 because they are easier to secure financing for.  



78 
 

As the shipping lines are increasingly calling at certain ports, it also leads to further consolidation 

of containers in certain ports. If this consolidation trend endures, then the terminals that get 

utilized risk a situation of congestion and too low a capacity, thus increasing transport costs for the 

entire supply chain. While ports that are not included in global supply chains will become 

irrelevant even though the other ports might be fully utilized. This means that the costs of the 

entire supply chain might increase.   

According to Gold (appendix 5), the alliances are very important for the shipping lines because 

they allow the shipping lines to do asset sharing and thereby increase their rate of utilization on 

the mega large vessels. Gold (appendix 5) do not believe that the ships will get much bigger than 

the ones already ordered and fear that the ports will have too many difficulties handling the ships 

should they increase. Jansen, the CEO of Hapag-Llyod, reflects this view, as he believes that the 

economical limit has been reached with the 20.000 TEU vessels (appendix 7). Furthermore, Gold 

(appendix 5) states that one of the most important choice criteria for port selection is how many 

moves per hour the port can do. This has to do with the need to get the ship back to sea quickly 

because a berthed ship has very high opportunity costs. Gold (appendix 5) also suspects that the 

current consolidation efforts will continue because she believes there are too many shipping lines 

with too much capacity. Haupt (appendix 4) also made it clear that Hapag-Lloyd does not want to 

participate in creating further overcapacity in the market. They have dealt with the need to secure 

these large vessels by merging with APL whom already had mega large vessels in their fleet. With 

this merger, Hapag-Llyod did not create further overcapacity, but they did secure access to mega 

large vessels. Furthermore Jansen (appendix 7) also stated that there are no plans to invest in 

large vessels in the near future but that might change in the long term. Bimco also addressed the 

overcapacity in the market with an analysis that showed that the scraping rate is going up, and 

that the ordering of new capacity is slowing, which is good news for the container industry (Bimco, 

2016). 

The largest vessels in the sector are now around 19,000-20,000 TEUs. This provides some 

challenges to the entire industry. For the shipping lines, the mega large vessels further increase 

the overcapacity in the market that have been predominant recently. This overcapacity means 

that the freight rates are at an all-time low, which means that the carriers are bleeding money. 

However, as there is very little room for diversification in the shipping sector the shipping lines are 
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forced to compete mainly on price. The mega large vessels can transport containers at a much 

lower unit price, which is the reason behind these vessels. However, they are also very expensive 

to build and will only obtain lower unit cost if they are utilized. This is the reason behind the 

shipping alliances that allows for the shipping companies within the alliances to secure the best 

utilization of their ships. The trend of mergers and acquisitions will have to continue for some 

years to come until the capacity is at a more sustainable level. However, Meidinger (appendix 1) 

claimed in that the big carriers are not likely to fail as they are supported by various governments 

and large banks which mean the shipping companies get to continue business despite them being 

unhealthy. Haupt (appendix 4) also believes that the merges will be an ongoing process until there 

are fewer but bigger stakeholders in the market and Gold (appendix 5) agrees with this view. As a 

response to these mega large vessels, the ports, and the terminal operators have been forced to 

make substantial investments in new infrastructure to cater to these large vessels. However, even 

though ports have made considerable investments in infrastructure there are still some issues. 

When a large vessel calls a port, there will be a lot of container moves, which is likely to create a 

bottleneck in the port. These bottlenecks might then incur higher costs on the hinterland traffic 

thus effectively raising prices for transportation as a whole despite lowering transport cost on the 

seaside. As Andersen (appendix 3) says, the utilization of terminals is also suffering from these 

large vessels because there are fewer but bigger vessels, which means less work for the terminals. 

However, the terminals will still have to keep staffing. Haralambides (2015) arrives at a similar 

conclusion when he states that inefficacies in the port can diminish benefits obtained by the 

economics of scale in the liner business.  

6.3 Port competition and efficiency: 

In our literature review, we found that there are four different types of competition that ports are 

engaged in. These four types of competition are between port undertakings, competition between 

ports, competition between clusters of ports, and competition between ranges of ports. In the 

case of Jade Weser Port, we will focus mainly on the competition between port undertakings and 

the cluster competition. Competition between different port undertakings has to do with how well 

any given port manages their inputs such as labor, capital, and technology. Cluster competition, 

however, has to do with how well a port is managing its competition relative to ports that are 

fairly similar in its close vicinity. However, there are of course vital differences in a port’s 



80 
 

competitiveness, despite them being in close vicinity to each other. Those could be how well the 

nautical accessibility is, which can be exemplified by the case of Bremerhaven and Jade Weser 

Port. These two ports are located extremely close to one another, but Jade Weser Port has 

extremely good nautical conditions while Bremerhaven is located on the river Weser which makes 

it difficult for the large vessels to access the port. In the following section of the thesis, we will 

apply our findings from the literature review and our empirical data to the case of Jade Weser Port 

to comment upon Jade Weser Port’s competitiveness.   

6.3.1 Container throughput 

The most commonly used measurement is the throughput of cargo volumes in the ports. The 

capacity in Jade Weser Port is rather small at 2.7 million TEUs annually. However, that is the 

official numbers and Meidinger (appendix 1) believes that the port can handle upwards of 3.5 

million TEUs annually. However, at the moment both the 2.7 and the 3.5 million TEU marks are 

only hypothetical as only eight out of the 15 cranes that the port allows for have been 

constructed. The cranes might prove to be a problem in the long run because there are very few 

companies involved in the construction of gantry cranes. Furthermore, the manufacturer that 

supplied the faulty cranes to Bremerhaven also supplied Jade Weser Port. These cranes are now 

under investigation both in Bremerhaven where a lot of them have been taken out of service and 

in Jade Weser Port where the port authorities are trying to avoid a situation similar to the one in 

Bremerhaven where a crane's outrigger broke and crashed into a ship. Meidinger (appendix 1) 

says that the terminal operators believe that the cranes will be operational again in October 2016, 

but he also claims that Maersk; which is their only major shipping line, does not believe that the 

affected cranes in Bremerhaven will ever be operational again. For Jade Weser Port this presented 

a huge opportunity as Maersk had to reroute ships from Bremerhaven to other ports. It would also 

seem that Jade Weser Port was able to increase their market shares from this event, as they saw 

an increase from 67,076 containers in 2014 to 426,751 in 2015. The container throughput in 

Bremerhaven fell from 5.77 million TEUs in 2014 to 5.47 million TEUs in 2015, and this means that 

Jade Weser Port has been able to attract some of the traffic that Bremerhaven lost since its 

accident in May 2015(appendix 8 and 9). However, 426,751 TEUs means that Jade Weser Port is 

still struggling to meet its full capacity even though Andersen (appendix 3) claims that Jade Weser 

Port is full at the moment due to the accident in Bremerhaven.   
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The port of Jade Weser Port also has room for expansion when and if the volumes in Jade Weser 

Port grow significantly. Meidinger (appendix 1) says that the talks about constructing the new 

areas of the port should commence when Jade Weser Port has an annual throughput of 1 million 

TEUs because of the very lengthy planning processes. Meidinger (appendix 1) also expects it to be 

at least a decade before the new port area will be operational from the point where it is decided 

to go forward with the expansion of the port. 

6.3.2 Port fees 

Jade Weser Port is much cheaper to call than especially Hamburg. Appendix 10 shows that the grand total 

of calling Jade Weser Port with a 16,000 TEU ship is 89,091.84 euros compared to 160,385.48 euros. Jade 

Weser Port was also cheaper on smaller vessels than Hamburg and Bremerhaven. However, Jade Weser 

Port is only slightly cheaper than Bremerhaven (appendix 10). There also two rebate programs in Jade 

Weser Port that should incentivize the carriers to call Jade Weser Port and thus get the port going. 

First of all the price is reduced by 50 % until 2018 as a special launch promotion and secondly a 

performance credit in 2016 has been offered, where the Jade Weser Port Authority will pay out 

20% of the revenue surplus if the port's transshipment volumes should exceed 1.983.000 TEUs 

(appendix 11).  

These rebate programs are fairly generous, but it seems unlikely that the volumes in Jade Weser 

Port will exceed these roughly 2 million TEUs when the volume in 2015 only amounted to 426.751 

TEUs. Because the number of TEUs that needs to be transshipped is so high and the likelihood that 

the port will reach this goal is so low, it is unlikely that many shipping lines will be shipping their 

cargo to Jade Weser Port because of this rebate program.  

The total cost of calling Hamburg is as previously stated much higher than for calling Jade Weser 

Port. However, the difference in cost per TEU is only 10 euros. And as container ships rarely call 

any port fully laden the difference could be different from the 10 euros (appendix 1). Furthermore, 

the difference of 10 euros is easily offset in higher hinterland costs. This means that the price of 

the port call is unlikely to be a big factor in the shipping lines’ decision to call Jade Weser Port or 

not. This means that Jade Weser Port will need to be focusing on the hinterland especially in the 

former Western Germany. This will be discussed in more detail at a later stage.  
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6.3.3 Port infrastructure 

The construction of Jade Weser Port concluded in 2012, which means that it is a new port and that 

it has a very modern infrastructure. The port has been constructed in a place and a manner where 

the tide is not an issue, this means that ship draft is not an issue, which in turn means that ships of 

all types can call at Jade Weser Port at all times.   

There are potential problems, however, with the gantry cranes in Jade Weser Port, as they are of 

the same type that is used in Bremerhaven, although this type of crane is used worldwide and are 

being worked on to find the error that caused the accident in Bremerhaven. Furthermore, the 

cranes in Jade Weser Port are much newer than the ones used in Bremerhaven.  

Construction of gantry cranes has largely been outsourced to low-wage countries, which has 

largely removed the European competitors and Meidinger (appendix 1) does not see the European 

companies play a role in the near future. Furthermore, there is very little competition within the 

field according to Meidinger (appendix 1), which makes it is very difficult to find a new supplier of 

gantry cranes, as a result, Jade Weser Port might have to rely on the same contractor for the next 

batch of cranes. As noted above, there is still room for more cranes in Jade Weser Port, which 

means that the infrastructure is not as good as it could be at the moment and furthermore it 

might be difficult to get cranes at short notice if the need should arise in the near future. However, 

the straddle carriers and cranes used in the port are very fast, so there should not be any 

bottlenecks on the quay of Jade Weser Port as the port have been constructed to handle this sort 

of capacity increase.   

6.4 Hinterland logistics 

6.4.1Trains and trucks 

The hinterland logistics in Jade Weser Port can only be done by rail and road, as there are no rivers 

on which to sail barges. The interviewees have somewhat differing opinions on how good the 

hinterland is. Meidinger (appendix 1) states that it is a known fact that the hinterland on rail is not 

as good as it should be because there are too few trains on a weekly basis. This is compounded 

with the fact that there is no electrification on the rail from Oldenburg to Wilhelmshaven. 

Therefore, it is necessary to switch locomotive in Oldenburg and use a diesel locomotive. 

Significantly, this gives a higher cost compared with running electric locomotives all the way to the 
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port. However, it would still be necessary to switch to a diesel locomotive during shunting because 

unloading of the train is done from the top, which means that the electrical wires would get in the 

way. Meidinger (appendix 1) says that the electrification is being worked on and should be done 

by 2020, which he thinks is too optimistic but the project has been financed. Andersen (appendix 

3) further elaborates and says that the port has train-handling facilities with 16 train tracks that 

allows for shunting and that these tracks are all equipped to handle the longest trains that are 

allowed in Europe. Furthermore, there is only one terminal in Jade Weser Port, which means that 

shunting is relatively easy and cheap when compared to the large European ports. For example, 

Hamburg combines trains from four different stations. Both Meidinger (appendix 1) and Andersen 

(appendix 3) puts emphasis on the dual-track train connection into the port, and neither of them 

are worried that one track in each direction is a potential bottleneck at a future point. Meidinger 

(appendix 1), for instance, assumes that if 1 million TEUs would be going through the port roughly 

half of the containers would be transported by train to the hinterland. Meidinger (appendix 1) 

elaborates and states that a train is composed of 80 TEUs. That means that roughly 20 trains a day 

would be involved in the hinterland logistics operations from the port. However, that is only the 

case when there is a throughput of 1 million TEUs. The number could increase significantly in the 

coming years, which might impose a challenge with only one track in each direction. Reichart 

(appendix 6), on the other hand, is not concerned at all with the rail connections, as he believe 

that the truck is better suited for their business of shipping fresh fruit, and as there is no 

congestion on the road Reichart (appendix 6) is very happy with the hinterland service out of Jade 

Weser Port. Gold (appendix 5) was not very interested in the hinterland operations from the port 

as she claims that the demand is push driven which means that Maersk mainly sails to Jade Weser 

because their clients want them to do so. However Gold (appendix 5) also realizes that the 

hinterland is crucial for the success of a port. Furthermore, Haupt (appendix 4) is very satisfied 

with the hinterland service that is available in Hamburg and notes that there is no incentive to go 

to Jade Weser Port right now because the hinterland is lacking due to the small volumes in Jade 

Weser Port.  

However, when it comes to the train infrastructure in the port, there are some misconceptions in 

the industry about Jade Weser Port. These misconceptions relate to the findings of Feng et. al 

(2012) where they stated that port reputation is essential to a ports effectiveness. Meidinger 
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(appendix 1) told us that a common misconception is that there is only a single track to and from 

the port which would severely limit the port's ability to do hinterland traffic by train. Haupt 

(appendix 4) confirmed this misconception in our interview where he replied that Jade Weser Port 

only have a single-track connection. As previously mentioned Meidinger (appendix 1) does not 

seem to believe that a dual-track connection is insufficient even in the long run, but it should be 

noted that a double track is fairly vulnerable to disruptions because a train breakdown will leave 

the track useless for the duration of the breakdown.  

Furthermore, the citizens in Oldenburg are already unhappy with the prospect of running an 

increased amount of heavy freight trains trough the city, which is the only possibility under the 

current circumstances. There are no serious talks about constructing another railroad around the 

city of Oldenburg. Ultimately, Meidinger (appendix 1) does not think railroad expansion will ever 

happen due to wildlife preservation efforts, and the need to expropriate large amounts of land. As 

a consequence, this make it very difficult and costly to expand this type of infrastructure. If the 

reputation of the port is for some reason, not good, carriers and shippers might avoid the port and 

shift their cargo towards another port, despite the fact that the reputation might have been 

unfairly obtained. 

On the other hand, the possibilities for hinterland traffic by trucks are quite good from Jade Weser 

Port. As already noted Reichart (appendix 6) is very happy with their hinterland situation because 

Nordfrost rely solely on trucks and are not faced with any bottlenecks such as tunnels, bridges, 

and traffic lights. Furthermore, the motorway goes directly into the port, which means that the 

trucks will be able to achieve a very speedy service to the hinterland, as they are not faced with 

any bottlenecks and no congestion. Jade Weser Port is situated fairly close to important logistical 

centers such as Cologne and Groningen. Even more importantly, Jade Weser Port is well 

positioned to cater to the need of Western Germany who also have some of the highest exporting 

German states such as North Rhein-Westphalia, Baden-Württemberg, and Lower Saxony.  

When the port first started, it was difficult to get truckers to move in into the freight village, which 

caused a problem because containers were not readily available to shippers in the hinterland. The 

port authorities and Nordfrost both worked on attracting more truckers to come to the port. 
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Nordfrost and the port authorities were successful in attracting these truckers, which made it 

easier for local shippers to get empty containers.  

6.4.2 Transshipment and hinterland coordination 

Because of Jade Weser Port's location and the fact that it is a deep sea port makes it a viable port 

both as a gateway into Germany but especially as a transshipment port focusing on the Baltics and 

Scandinavia. Jade Weser Port is right now uncongested which means a speedy and low cost 

service is available for transshipment to other ports in the area while the close access to 

motorway makes it possible for fast hinterland access by truck. The railroad is lacking right now, 

but according to Meidinger (appendix 1), there are 15 different companies ready to start service 

by train if and when the volumes should increase sufficiently. For example, Transfracht will start 

operating 2-4 weekly trains from Jade Weser Port to Maschen in 2017, which should improve the 

hinterland connectivity for Jade Weser Port. However, despite the improvements made to the 

hinterland, Haupt (appendix 4) does not see Hapag-Lloyd calling Jade Weser Port in the near 

future because he still believes that the hinterland connections are lacking. He says that Hapag-

Lloyd might call Jade Weser Port in the future but also states that Hamburg is and will always be 

Hapag-Lloyd’s homeport. Hapag-Llyod will, therefore, call Hamburg for a majority of their German 

port calls. Haupt (appendix 4) does, however, think that Jade Weser could become an important 

port in Germany if the volumes start increasing. Maersk, on the other hand, seems to be calling 

Jade Weser Port quite frequently right now but that is at the expense of Bremerhaven, who are 

experiencing technical difficulties at the moment.  

Jade Weser Port must be able to keep the volumes that they got from Bremerhaven if they are to 

stay viable in the market. Furthermore, Haupt (appendix 4) believes that Maersk is primarily going 

to Jade Weser Port because they entered into a joint venture with Eurogate in Jade Weser Port 

where APMT owns 30% of the shares of the Eurogate terminal. Gold (appendix 5), on the other 

hand, does not seem to believe that the terminal ownership plays a role because Maersk Line 

treats APMT as any other terminal operator in the market which means that APMT still has to 

compete for the business like any other terminal operator.  

Our literature review showed that coordination on the hinterland effort is crucial in achieving 

efficiency in the hinterland. However, Van der Horst and de Langen (2015) showed there are seven 
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arguments as to why coordination might be lacking. The first of which is different business models 

and interests. In Jade Weser Port there are only a few large companies, the major company being 

Nordfrost. Nordfrost’s business is best suited for trucks as they are in the fresh fruit business and 

therefore need as fast a service as possible. Trucks are then better suited for this type of products 

which also means that Nordfrost is not concerned about getting better hinterland by rail. 

Therefore it is left to the other companies in the port to improve the railroad service. Secondly, 

there can be an unequal distribution of costs and benefits. This happens when one company reaps 

all the benefits while others will have to pay for it. Again Nordfrost’s reluctance to help improve 

hinterland by rail can be an example of this. There might be some costs that Nordfrost would have 

to cover to attract more cargo by rail but as Nordfrost have no interest in using railroads they are 

unlikely to be willing to pay for activities that relate to railroad traffic. It is more likely that 

Nordfrost would pay their annual lease to obtain better terms for trucking which would make 

Nordfrost more competitive. The third factor is a lack of resources and willingness. This factor is 

especially dominant when the coordination involves small companies. Expansion of the hinterland 

services can be quite costly which means that small companies are not able to invest in the 

hinterland as much as big stakeholders are. The fourth factor is varying strategic considerations. 

This can be the case when companies are unwilling to invest because it might also help their 

competitors. Because Jade Weser Port is located in the Le Havre Range of ports, they are in a 

market where competition between the different port undertakings is fierce. This means that 

companies that invest in hinterland from Jade Weser Port risk incurring all of the costs, while 

other companies get to reap the benefits, thus risking free riders. However, in Europe it is 

common for the governments to pay for and construct large-scale infrastructure projects. The fifth 

factor is the lack of a dominant firm. In Jade Weser Port the most dominant company is as 

previously mentioned Nordfrost, and they have no interest in the railroad. If a company that 

commands a lot of supply chain power such as IKEA or perhaps Airbus decided to source products 

through Jade Weser Port they would likely be able to coordinate the smaller stakeholders thereby 

getting better hinterland service to everybody in the port. The sixth factor is risk averseness. In 

Jade Weser Port this might be a predominant reason. The port has not been able to attract the 

traffic that it had promised its stakeholders, which also led to a lawsuit by Nordfrost. Companies, 

therefore, might be reluctant to invest heavily in Jade Weser Port if they are unsure if they will be 
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able to cover their costs. The seventh factor is contractual relations. Terminal operators and 

hinterland service providers could, for example, be involved here which would allow for better 

berthing. In Jade Weser Port, however, this is not the case as Andersen (appendix 3) says that 

Eurogate is not concerned with the hinterland. Andersen (appendix 3) further argues that 

Eurogate has no personal relations with their stakeholders. However, our literature review has 

shown that personal relations are important in decision-making especially when it comes to 

expanding hinterland infrastructure. 

6.5 Government policies 

Jade Weser Port was planned in the early 2000’s by several different governments. The 

government of Lower Saxony was involved in the port and so was the city of Bremen and 

Hamburg. Hamburg, however, left the process before construction of the port began because they 

believed it better to invest the money in the port of Hamburg. The construction cost of the port 

was around 1 billion Euros and was split in three by the governments of Lower Saxony, Bremen 

and the Operator of the port. The port was intended to forego a scenario where the German ports 

were running out of capacity, and the container traffic was still increasing according to Meidinger 

(appendix 1). The different owners might have had differing goals and objectives, which we will 

comment upon, in the following section. Lower Saxony's motivation will be addressed first, and 

then we will comment on the motivation of Bremen.   

As our literature review showed, there are many reasons why ports might be constructed. In the 

case of Jade Weser Port, the other German ports were running out of capacity as stated above but 

the cargo was also shifting towards the west ports i.e. Rotterdam and Antwerp because they were 

better suited to handle the bigger vessels.  Moreover, when Jade Weser Port was being projected 

an analysis from Jung et al. (2001) showed that the heavy industries of Lower Saxony such as plane 

manufacturing, shipbuilding, and large-scale chemical manufacturing could benefit from a local 

port. Furthermore, the region of Jade Weser in the North of Germany was suffering low 

employment compared to other German regions. The unemployment in the Jade-Weser region 

was 13,9% in 1999, which was roughly 40% above the average of the former West Germany. 

Moreover, the Jade-Weser region has an extremely uneven population density, as such there is an 

overrepresentation of children and people above the age of 45, which means that there is a deficit 

in the workforce (Jung et. al, 2001). The local governments had to come up with an answer to the 
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difficulties that the labor market was facing in the Jade-

Weser region. Jung et al.'s report (2001) approximated 

that the port would create a total of 2280-5760 jobs 

across various industries as shown in table 6.1 

 

 

Table 6.1. (Jung et al. 2001, p. XVI (p. 16)) 

As the labor market in this region was suffering, the government of Lower Saxony might have 

decided to construct a port to help stimulate job growth and provide easier access to the shipping 

sector for Lower Saxony's companies. Easier access to shipping services could potentially lower 

transport cost and thereby increase revenues created by the companies. Larger revenues could 

lead to both increased taxation but also an increase in jobs created. Furthermore, the government 

expected jobs to be created within the port and as a result of the port, which again could lead to 

increased tax income and fewer welfare payouts by local governments. The port and the jobs that 

it was projected to bring might have stopped the decreasing population of the Jade-Weser region. 

Moreover, the port itself would also bring tax revenue to Lower Saxony. Whilst the construction of 

the port itself could potentially create jobs in the Jade-Weser region, the sheer scale of the project 

means it had to be offered EU-wide. That means the social benefits from this construction phase 

might not have been locally obtained, as companies from all across the EU could place bids for the 

construction of the port and then bring in their workers from places like Eastern Europe. However 

as the initial focus of Jade Weser Port was transshipment, it is argued by Weber (2003) that the 

projections of jobs created were very optimistic because transshipment does not require a lot of 

human resources and further argues that Eurogate’s employees could easily be shared between 

Bremen's ports and Jade Weser Port. Furthermore Weber (2003) critized the assumption that Jade 

Weser Port would capture containers from Antwerp and Rotterdam. Weber (2003) argues that the 

containers that went to Jade Weser Port could just as easily come from German ports. With the 

bulk of Jade Weser Port’s container volumes coming from Bremerhaven it would seem that, 

Weber’s (2003) was right in that aspect of his criticism.   



89 
 

The city of Bremen already has two ports, Bremerhaven, which is Germany’s second biggest port 

with an annual throughput of 5,464,000 TEUs in 2015, Bremen with an annual throughput of 

150,000 containers. Bremerhaven also has a lot of Ro-ro and car carriers calling the port, which 

means that the ports of Bremen are highly utilized but they have seen some problems recently 

with the gantry crane breakage, as well as the embargo on Russia that have caused significant 

drops in transshipment volumes for all of the German ports. However, the terminals of Bremen 

are not readily available to the large vessels as the terminals are located on the Weser River. The 

ports of Bremen need regular dredging of the river Weser to stay competitive (Deme, 2016). As 

the container volumes shifted westward and the ships grew bigger, it is possible that the 

government in Bremen realized that the ports needed help to be as attractive in the future as they 

are now. Because of the transshipment focus of Jade Weser Port, it is a possibility that the city of 

Bremen figured that they could capture containers from Rotterdam and Antwerp by constructing a 

deep sea container terminal in Germany thereby keeping container volumes in Germany, thus also 

helping to stimulate the labor market. Bremen has the highest unemployment of any of the 

German states. The decision to invest heavily in Jade Weser Port by the city of Bremen, therefore, 

seems strange but a lot of Airbus' manufacturing facilities are located in Bremen so the Jade 

Weser Port could be a way to make sure that Bremen's companies had easy access to cost 

effective shipping. Furthermore, the ports in Bremen have had difficulties expanding and are 

reaching their limit according to Weber (2003).   

It is difficult to comment on the impact the port had upon social benefits in the region. The 

economic crisis rendered the economic feasibility studies useless because they foresaw ever-

growing container volumes, which didn’t happen. There is however still a very high unemployment 

in the region in 2014 (Mikuteit, 2014) it was 12.4% while it was 14.8 % in October 2016. The 

younger population also still continues to leave the region. Furthermore, in 2014 the workers in 

the port have had to accept 15% wage reduction to avoid layoffs (Mikuteit, 2014). Jade Weser Port 

has not yet reached its full potential and capacity so there might still be potential for the 

parameters mentioned above to materialize themselves. Institute for Shipping Economics and 

Logistics believe that Jade Weser Port will meet its capacity by 2027 and that the Jade Weser Port 

2 could be feasible. As Meidinger (appendix 1) said, however, this process will only start when and 

if the ports hit 1 million TEUs. Jade Weser Port have as previously mentioned cost the German 
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taxpayers 1 billion Euros in construction costs, and it is, therefore, crucial that the port is 

successful. The port authorities realize this and are shifting their focus. Initially, Jade Weser Port 

was meant as a transshipment hub that should attract the large vessels and get more ships to 

Germany instead of having the large vessels call at Rotterdam or Antwerp. The financial crisis in 

2008 made this goal difficult to obtain as volumes declined globally. Now the port authorities 

realize that the focus on transshipment volumes alone has not been enough to get the port going 

and are therefore engaging more companies to attract bigger gateway volumes (appendix 1). 

Another highly interesting government policy is the pending decision to dredge the river Elbe. The 

river Elbe is crucial for the port of Hamburg, but it is rapidly becoming too narrow and too shallow. 

The large vessels are only able to enter the port of Hamburg when there is a tide, and the vessel is 

not full. For example, the Marco Polo of CMA CGM recently called at Hamburg but had to do it 

within a two and a half hour window and were not able to do it fully laden (Kopp, Preuß, 2012). 

Also, vessels are not allowed to travel when winds are exceeding five Beaufort according to 

Meidinger (appendix 1). It is widely recognized in the industry that the river Elbe needs to be 

dredged for Hamburg to stay competitive in the long run. It is however very costly. According to 

Meidinger (appendix 1), the dredging is projected to cost 600 million Euros with another 100 

million Euros annually in maintenance cost, which will have to be paid by the German taxpayers to 

whom the benefits of this costly dredging might not be obvious.  Furthermore, there is a lot of 

resistance to the dredging from environmentalist groups. In 2015 the EU Court of Justice ruled 

that neither the Elbe nor the Weser could be dredged if the water quality deteriorated as a result. 

The German Federal Constitutional Court is expected to arrive at a final decision in December 

2016, and the industry hopes that the dredging can commence in 2017 (World Cargo News, 2016). 

If the court rules for the dredging, the Hamburg Port Authorities believes that the dredging can 

commence immediately. However, there are concerns that the port of Hamburg has not lost any  

significant volumes due to the Elbe's nautical conditions as most of the liners call at other ports 

before they call Hamburg (World Cargo News, 2016). If these concerns are right and the difficult 

nautical conditions of the river Elbe is of little consequence to the volumes that Hamburg port 

handles then there is a risk that the German taxpayers will have to pay for an economically 

questionable infrastructure project.  
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So, in other words, the government policies are extremely important to keep in mind when 

commenting upon any given seaport's competitiveness, as the government policies are what 

defines the environment in which the ports operate. For example, it is perceived that Hamburg 

loses volumes by not having the river Elbe dredged and that is a matter for the relevant 

governments that could have a profound impact on the competitive situation in the Le Havre 

range. However, if the critics are right and the port of Hamburg does not benefit from the 

dredging the taxpayers will have lost a lot of money. Furthermore, the local governments will have 

to make decisions that have a direct impact on the port's ability to do business with for example 

decisions to improve hinterland connections or liberalizing the labor market. Moreover, German 

law dictates that railroad and motorway can only cross state lines if the federal government 

supports it. It is, therefore, clear that the German federal government plays a vital role in this area 

as they are to be relied upon for the creation of the relevant hinterland structure that goes 

beyond state lines (Weber, 2003). 

6.6 Adaptability to changes in the environment 

Cetin and Cerit (2010) found that the most important competitive parameter is adaptability and 

flexibility. In the case of Jade Weser Port, there is a lot of free capacity, which means that the port 

should be able to absorb large quantities of containers quickly which was the case when 

Bremerhaven had trouble with their gantry cranes. As previously argued, Meidinger (appendix 1) 

claims that 15 different railroad operators are standing by to start operations by train if and when 

the capacity should arrive. Moreover Jade Weser Port have been able to adapt a new strategy for 

the port in where they focus more on becoming a gateway port and less on doing transshipment 

(appendix 1), which shows that the port can adapt to the changes that the financial crisis brought 

about to the shipping sector. Andersen (appendix 3) stated that the port authorities welcomed the 

possibility that Eurogate rented out some space in the port to other companies. In this case, space 

was rented out to do final assembly of windmills that were supposed to be placed at sea. 

Meidinger (appendix 1) stated that their role as a landlord traditionally meant that they only 

owned the land and let the companies in the port operate the port to the best of their ability. 

However, as the port has been slow to get started the port authorities decided to adopt a more 

proactive role. The new role of the port authorities means that they are actively trying to attract 

customers to the port. This differs from the traditional role because traditionally the landlord is 
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not actively engaging companies to attract them to the port. The port authorities and Eurogate are 

both involved in attracting more customers to the port. Meidinger (appendix 1) emphasized that 

he believes that the German ports need to work together in a changing logistic environment or 

they all risk losing relevance. To Meidinger (appendix 1), a closer relationship with the other 

German ports makes sense because the mega large vessels will then always be able to call a 

German port and then have their cargo transshipped to for example Hamburg on a smaller vessel 

thereby rendering the dredging of the river Elbe obsolete. Because Jade Weser Port is fairly small 

Meidinger (appendix 1) does not see Jade Weser as a threat to Hamburg.  

6.7 System theory approaches to ports 

System theory is becoming more widely linked together with ports and the maritime sector in 

general. Governments have had to adapt to this new reality, and that has caused extensive port 

liberalization in many countries. The port authorities are concerned with the general well-being of 

the port under these new circumstances, but the port authorities no longer handle many of the 

core businesses. Scholars such as Cetin and Cerit (2010) argue that the port authorities’ role under 

the landlord model is to ensure that port planning and development is done properly. The port 

authorities also need to be engaged in the management of the infrastructure as well as safety and 

environmental issues. Furthermore the port authorities should be engaged in stakeholder 

management, which is of great importance because ports need to ensure smooth hinterland 

operations. In the case of Jade Weser Port, most of the stakeholders that we talked to did not 

emphasize personal relations. However, Haupt (appendix 4) did claim that Hapag-Llyod has close 

relations with both captains of their vessels as well as the port authorities in Hamburg. 

Ports can be seen as an open social system as argued by Yuchtman and Seashore (1967) and in 

their view this means that organizations have to flexible and ready to adapt to changes in their 

environment. System theory dictates that every viable system must produce outputs that can be 

utilized by their environment. In the case of ports this output could be the efficient transport of 

goods to their customers. It is also argued that systems are dynamic and must adapt and evolve. 

This is also the case for the ports that have had to make changes in regards to efficient hinterland 

traffic and efficient handling of the large vessels. The supply chain view of the ports means that 

ports should not be split into its entities like terminal operator, warehousing operator, hinterland 

operator and so on. For a port to function smoothly, it is necessary for all of the entities to be 
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present and be efficient in the port to enhance the overall effectiveness of the entire supply chain. 

If an entity is not performing well, it affects the other entities in the port, and ultimately the traffic 

could move elsewhere. Magala and Sammons (2008) found that there are power regimes that 

could hinder cooperation within the supply chain. Andersen (appendix 3), touched upon Hapag-

Lloyd putting pressure on the other members of the G6-alliance to go to Hamburg, despite the 

possibility that their combined unit costs might be lower if the G6-alliance decided to call other 

ports.  

The power structure is also evident in the case of the shipping lines as these are the ones who 

control which ports are called. Ultimately, the customer decides. However as Gold (appendix 5) 

from Maersk argues, very few customers care where the vessel calls as long as the transportation 

is cheap. It is also evident from our interviews that some of the interviewees have concerns that 

the German ports must work together to enhance competitiveness for all the German ports or 

they fear that the westward ports might become increasingly attractive to the big liners.   

Our literature review showed that the role of the port authorities could be divided into two 

different groups, which are economic and social. The economic dimension is revolving around 

solving hinterland bottlenecks and coordination of various issues. In the case of Jade Weser Port, 

the most important economic concern must be attracting more cargo as everyone stressed the 

importance of getting a bigger throughput. However, it is difficult to see where this cargo will be 

coming from. Gold (appendix 5) said that Maersk goes where the customers want to go. Haupt 

(appendix 4) emphasized that they did not intend to leave their homeport of Hamburg even if the 

river Elbe is not dredged because the hinterland infrastructure from Hamburg is very good. Whilst 

the infrastructure from Jade Weser Port is getting better, and the electrification of the railroad to 

Wilhelmshaven should be done by 2022, it does not change the fact that the port is remote. 

Furthermore, there is not a very populous hinterland as is the case in Hamburg or Rotterdam. 

However as previously argued Jade Weser Port is well positioned to attract cargo from the 

relatively wealthier Western Germany. Jade Weser Port is also in an excellent position to serve 

Groningen. The problem here, of course, is that the ports of Rotterdam and Antwerp are equally 

well positioned. 
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As our literature review showed the researchers believe that the port authorities should be 

managing global supply chains more than they are now. That is possibly also true in the case of 

Jade Weser Port where large volumes are still not present. Andersen (appendix 3) said that if the 

cargo is not in containers yet it is because it does not fit into a container. Furthermore, the 

container growth has slowed and has been growing at the same pace as the general economy. It is 

thus obvious that the port authorities cannot sit back and wait for cargo to come into Jade Weser 

Port and that the cargo needs to be sought after proactively. For Jade Weser Port this means that 

meaningful partnerships are important. By forming deep and meaningful relationships, the 

literature argues that total costs of transport could decrease because the relationships ensure 

better coordination between all the stakeholders in the supply chain. Meidinger (appendix 1) does 

believe that the German ports need to unite if they are to stay relevant in future years. It is, 

therefore, clear that Meidinger (appendix 1) would like a scenario where Hamburg, Bremerhaven, 

and Jade Weser Port helped each other with aspects like berth planning. This would allow for 

vessels calling German ports to be berthed at the most suitable slot. Gold (appendix 5) argued that 

the Jade Weser Port authorities must attract large shippers from the German hinterland to direct 

bigger volumes through the port. Given the fact that there is a lot of industry with exports in the 

Western German states, this approach could be successful if they could capture the cargo from 

Rotterdam and Antwerp.   

6.8 Public-Private Partnership 

Another element in the supply chain integration in the maritime sector is the public-private 

partnership. This partnership has become increasingly predominant in recent decades and brings 

with it some pros and cons as described in the literature review. First and foremost, it is important 

for modern ports to find a meaningful response to the mega large vessels that are straining the 

capacity of the major ports. For ports to be able to accommodate these large vessels investments 

needed to be made. The required investments, however, were extremely costly and in a public 

port had to be paid for by the taxpayers. The taxpayers, however, might not necessarily be able to 

see the benefits of large investments in ports. Therefore as a response to this, governments have 

tried to secure the backing of private companies. These private companies could, for instance, be 

terminal operators or warehousing companies among others. Private companies are perceived as 

being more efficient than their public counterparts. Furthermore, private companies might have 
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easier access to funding, as they do not have to go through the political channels to secure funding 

for i.e. a terminal or a large warehouse. Jade Weser Port fits into the role of a landlord type of 

port. This means that the Jade Weser Port Authorities are mainly concerned with attracting 

private companies to the port and get them to invest money in the port’s infrastructure. This is the 

case with Eurogate and Nordfrost both of which have been granted long-term concessions to 

operate the port in exchange for providing the necessary infrastructure.   

As the liberalization of the ports occurred it, become more normal for the private companies to 

diversify their portfolio and establish new companies, as is the case of APMT, which was founded, 

in the early 2000’s. The private companies now play a very important role in ports worldwide 

where APMT is the third largest company in the field and commands 5.4% of the market, whilst 

Hutchison Ports is the second largest and commands 7.2% of the market share. However, PSA is 

the world's largest terminal operator with an 8.2% market share, and PSA is publicly owned. So 

while private-public partnerships are becoming increasingly important, there is still a place in the 

market for purely public ports as the port of Singapore demonstrates. Our literature review 

showed that the public-private partnerships are equally present in both developing economies as 

well as advanced economies (Kanellos and Song, 2015) 

If public-private partnerships are to be successful, it is important that the private sector is also 

involved in the setting of the goals. The formulation of goals is important because private 

companies often have extensive experience with doing business in various environments. 

Therefore if the port authority is formulating the goals single handedly it is likely that experience is 

lost. In Jade Weser Port there are not very many private companies for the port authorities to 

formulate goals with. However, the companies that are present in the port are important. 

Eurogate is Germany's biggest terminal operator, and APMT has a significant ownership stake in 

the terminal in Jade Weser Port. As Haupt (appendix 4) proposed that is one of the reasons why 

Maersk Line is calling at Jade Weser Port even though Gold (appendix 5) claimed that Maersk Line 

does not automatically call at terminals operated by APMT. Gold (appendix 5) claims that APMT 

has to compete for Maersk vessels on the same terms as everyone else. Jade Weser Port was able 

to attract the 2M alliances, which provides a lot of potential for growth as they command a large 

share of the market for container liners. Furthermore, Nordfrost is an experienced company in 

temperature-controlled cargo on the German market. In our interview, Reichart (appendix 6) 
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stated that Nordfrost managed to attract two different truckers to the port, which made 

hinterland operations easier. Jade Weser Port was also able to attract Transfracht whom will be 

conducting regular shuttle service into the German hinterland from 2017. Transfracht is a 

subsidiary of Deutsche Bahn and is already serving the ports of Hamburg and Bremerhaven, which 

should mean that they are an experienced company in hinterland traffic. It thus is clear that very 

knowledgeable stakeholders surround the Jade Weser Port Authorities, which should be able to 

help Jade Weser Port formulate a sound strategy. Lam et. al., (2015) argues that private-public 

partnerships should focus on joint development of port services and sharing of risk among others. 

In our interviews, we found that personal relations were not present in the industry, which is a 

problem according to the scholars that we reviewed. Lam et. al (2015) argued that personal 

relations might make it easier to attract investments. Furthermore having personal relations with 

stakeholders might make it easier to obtain a better reputation in the industry. Reputation is 

perceived as important because it will increase the number of vessels that calls at a given port. 

Jade Weser Port’s reputation is lacking as illustrated by the persistent rumor that there is only one 

railroad track into the port. 

The perceived benefits of the private-public partnerships are many. The benefits include easier 

access to funding and more efficiency among others. However, there can also be some downsides. 

When the UK ports were privatized, they represented a loss to the UK taxpayers as they 

performed worse as private institutions than they did when they were public. This serves to 

illustrate that liberalization of the industry is not necessarily the best fit for every port.  The 

literature review also showed that 31% of the ports believed that loss of control was a major issue. 

The ports also viewed the lengthy process of granting concessions as a problem. Meidinger 

(appendix 1) told us that the port authorities had no interest in being anything but landlords and 

that they wanted companies to establish operations within the port. It is thus clear that Jade 

Weser Port does not have the above concerns about losing control and influence in the port’s day-

to-day operations.  The literature review showed that one major deterrent in establishing 

meaningful public-private partnerships is high financial barriers of entry. In Jade Weser Port these 

costly infrastructure projects are being taken care of by the local governments. As previously 

argued, there needs to be federal approval of motorways in Germany which means that individual 

truckers will not have to pay for the roads going to and from the port. On the railroad, there is 
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lacking infrastructure at the moment where there are no electrical wires on the railroad from 

Oldenburg to Wilhelmshaven. This lack of electricity incurs an extra cost of the transport by rail 

because operating diesel locomotives is more costly. However, the infrastructure improvements 

on the railroad will be paid by Deutsche Bahn, which means that the public sector is supplying the 

necessary infrastructure to the Jade Weser Port. As these infrastructure solutions are available to 

everybody that is interested in conducting hinterland traffic it is clear that private companies can 

generate revenues faster than if they had to construct hinterland infrastructure themselves.  

6.9 Government policies and their impact on logistics performance  

Our literature review showed that seven factors impact a port's logistic performance. These seven 

factors will be dealt with in the following section. The scores attributed with the values will be 

compared to Belgium and The Netherlands, as these two countries have the two ports in Europe 

with the highest throughput. 

6.9.1 Voice and Accountability 

This factor has to do with how accountable the government is to the citizens of a country. It is 

concerned with freedom of speech, freedom of media and freedom of association. Furthermore, it 

has to do with free elections. Voice and accountability are important because it has to do with 

government interference in business relations between the port and the private company. 

Germany is placed in the 95.57 percentile rank on the WGI in 2015 (appendix 12). This means that 

the government is reliable and offers private companies ample room to make their own decisions. 

As our literature review showed, having a high voice and accountability can have an effect on 

decisions to hire staff. In Germany, the labor market is very rigid, and it can prove difficult to fire 

employees even if they are redundant. This proves for a very inflexible labor market (Müller-

Mundt, 2012). This can also be one of the reasons why the authorities of Jade Weser Port offered 

the workers a 15% wage cut instead of firings. The Netherlands scored 98.03 while Belgium scored 

94.09% (appendix 12) 

6.9.2 Government effectiveness 

This factor is concerned with public service, policy formation and implementation of policies. This 

has to do with how credible the government is and to what degree the civil services are free of 

political pressure. This does not only relate to ports but the general well-being of any given 
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country. In this measurement, Germany scored 94.23% in 2015 (appendix 12). This measurement 

is particularly relevant in countries where there is low government effectiveness, as it is perceived 

that the local port authorities will benefit more from private companies. As Germany is ranked 1st 

overall for logistics performance in 2016 it might not be necessary to engage in private-public 

partnerships to increase the logistics performance. Germany is ranked as number one for logistics 

performance in 2016 while The Netherlands and Belgium are ranked 4th and 6th respectively. The 

Netherlands and Belgium have ports with more throughput, but this ranking shows that Germany 

can compete on TEU volumes (appendix 13).   

6.9.3 Regulatory quality 

As our literature review showed, this element is concerned with how good the government is at 

implementing good policies, which allows private companies to function smoothly. If a 

government is not able to do so, it might hinder the willingness of private companies to form 

partnerships. Germany scored 93.27% in 2015's World Governance Index (appendix 12). An 

example of success in this area can be to develop a framework that allows for rapid selection of 

relevant stakeholders to participate in a given port. By issuing a framework, it becomes possible to 

review the proposals made by investors, which simplifies the selection process. This, of course, is 

most relevant in a situation where there are many potential investors, which may not be the case 

in Jade Weser Port. The Netherlands scored 96.15% while Belgium scored 87.5% (appendix 12). 

6.9.4 Market Openness  

Market openness deals with the extent of governmental interference but does exclude tariffs 

charged by the port and subsidiaries made to the port. This has to do with the barriers to entry 

faced by the private companies. In an open market, the various private companies are allowed to 

trade with each other without interference by the government. This is also something that the EU 

is pioneering. Germany is ranked 19th for market openness falling well behind both The 

Netherlands (5th) and Belgium (4th) (appendix 14). However, according to Lam et al. (2015), this 

could be because Germany has a public pilotage service. The public pilotage does not promote 

openness, but it is efficient and safe (Ibid.)  



99 
 

6.9.5 Ease to start a business 

This has to do with the number of procedures that are required to start a new business in the 

country. It is also a measurement of how much time and money it costs to complete the process. A 

high paid in minimum also negatively affects the ease to start a business. The World Bank ranks 

Germany as number 114 while Belgium is ranked as number 17 and The Netherlands is ranked as 

number 22 Furthermore Germany is ranked as number 79 when it comes to registering property 

(World Bank, 2016). The ease to start a business measurement might offer an explanation to the 

slow start of Jade Weser Port. As companies might have been skeptical about the business 

perspectives in Jade Weser Port they might have been reluctant to invest heavily in this port. This 

reluctance coupled with the fact that Germany is ranked 114th might be an explanation for the 

slow start of the port. The required investments to start a business in Jade Weser Port was quite 

substantial as the 46 million Euros warehouse investment made by Nordfrost showed 

(Eppelsheim, 2014).  

6.9.6 Contract enforcement 

Contract enforcement is a measurement of how easy it is to enforce a contract through the courts 

in a country. This, therefore, is a measurement of how efficient the judicial system is. An efficient 

judicial system is important to business because ineffective enforcement can negatively affect the 

willingness of the private sector to enter into public-private partnerships. Lam et al. (2015) argues 

that ports that are engaged in public-private partnerships are usually doing a good job of enforcing 

contracts. Belgium is ranked as number 52 while the Netherlands is ranked as number 70 and 

Germany is ranked as number 14 (World Bank, 2016). This means that it is faster and cheaper to 

get contracts enforced in Germany. This was also seen in the case of Jade Weser Port vs. Nordfrost 

where Nordfrost believed that they were misled and was awarded an reduction in their annual 

lease. 

6.9.7 Protecting investors 

This last measurement has to do with how well minority stakeholders are protected against 

misuse of corporate assets. It is an important measurement because it tells how likely it is for 

minority stakeholders to decide to invest in a given company. Minority stakeholders can be a very 

important income source for companies and it is normal to own stakes in different competing 

terminals. This is also the case in Jade Weser Port where APMT has a 30% ownership stake in 
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Eurogate’s terminal. The same applies in Alten Werder where Hapag-Llyod has an ownership 

stake. Germany is ranked 51st for protecting minority stakeholders while Belgium is ranked 62nd  

and The Netherlands are ranked 69th in their protection of minority stakeholders (World Bank, 

2016). 

The above seven measurements show how the governments in the countries are handling the 

rules and regulations of businesses. There are some apparent differences such as how difficult it is 

to start a new business in Germany compared to the two others. The result of this measurement 

could be a big problem for Jade Weser Port because if companies are already having second 

thoughts about starting a new company within Jade Weser Port they might be deterred by the 

prospects of a very complex and lengthy process. On the other hand, Germany is quite good at 

enforcing contractual disputes. This was helpful to Nordfrost who got their annual lease reduced 

thereby making them more competitive. It is worth noting however that Germany is ranked 1st for 

logistic performance and has especially good infrastructure. Germany however, lacks behind both 

The Netherlands and Belgium on International shipments. The other logistics measures are fairly 

similar across the three countries. It is thus unlikely that investors are concerned about these 

numbers when making decisions (appendix 13).  

6.10 Supply chain integration of Jade Weser Port 

Ports are a crucial link in the supply chain because of the competitive advantages efficient port 

management might give the entire supply chain, however, the ports are also very vulnerable to 

changes made by their stakeholders. The maritime sector is characterized by its footloose nature, 

which means that it is easy for shipping lines to take their business somewhere else if their 

requirements are not met in their chosen port. An example of this rapid change in networks could 

be seen when the gantry cranes in Bremerhaven broke. Maersk's ships were immediately rerouted 

to Jade Weser Port. The footloose nature of the ports, however, presents the port authorities with 

some difficult choices because the increasing vessels require investments to be made in many 

ports not least Hamburg. However, these investments might not necessarily attract any more 

traffic than previously but if the investments are not made the port will lose influence as other 

ports might make the investments. Furthermore, the investments made in new port ventures such 

as Jade Weser Port might prove futile not because they are not state of the art but because of 

more intangible things such as trust and reputation which might take many years to develop 
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especially in a market that is consolidating (Weber, 2003). To try and mitigate some of these risks 

the ports will have to focus more on inland ports and collaboration with other ports in the region. 

This integration is necessary because it can be seen as a measure of how well the port manages to 

move cargo and thus creating value within the logistic chain. Meidinger (appendix 1) and Reichart 

(appendix 6) both had a strong desire to get the German ports to work more closely together. 

Closer port collaboration could also provide better utilization of ports and their staff by sharing 

information with other ports and shipping lines 

As previously argued ports are extremely important for any given country, and there have been 

many changes made to ports in the past decades. The first and foremost of these changes is the 

container itself. The container allowed for much cheaper and faster transportation, which made 

supply chains ever more important because goods in the modern era are sourced globally from a 

multitude of different stakeholders and then shipped to its final customer. Goods are no longer 

necessarily consumed where they are produced. 

Traditionally the port was merely a place that provided a link between sea and shore. This view 

has shifted, and there is a much stronger focus on ports as a prominent location within supply 

chains, that is supposed to create value-adding services for the users of the port. Value added 

services are defined as an activity that happens along the supply chain, which a customer is willing 

to pay for. Thus value adding services can be a variety of things and might differ from company to 

company. In Jade Weser Port it is possible for the customers of the port to procure a variety of 

these services that relates directly to the container itself such as customs clearance and weighing 

of the container. However, port users can also obtain a variety of warehousing services such as 

order picking and packaging. This essentially means that Jade Weser Port can effectively be viewed 

not only as a port but also as a distribution center for customers who have the need for a 

distribution center in the Northwest of Germany.   

Woo et al. (2015) argued that the ports are becoming the most important logistic link in the supply 

chain of companies and it is therefore not so much a matter of choosing a port as it is of choosing 

an entire supply chain. They further argued that competition happens along the supply chain and 

not between individual ports. This also means that ports can no longer expect to be included in 

the network of shipping lines because it has access to rich hinterlands. This is also the case in Jade 
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Weser Port where Hapag-Lloyd does not call because Jade Weser Port does not fit into Hapag-

Lloyd’s network (appendix 7). Haupt (appendix 4) elaborated that point when he said that for a 

shipping line it is also very important to consider the population of the hinterland that you are 

calling and says that Jade Weser Port is remote compared to the other ports. If goods go through 

Hamburg Port, they are very close to a large consumption center in Germany but if products come 

through Jade Weser Port the goods will have to travel a lot to reach populated areas. Meidinger 

(appendix 1) made a similar point regarding Nordfrost’s decision to operate a fresh food business 

out of Jade Weser Port. Nordfrost was dissatisfied with Jade Weser Port because Nordfrost 

believed that the port had promised a lot of traffic through the port and in reality, there is very 

little. Nordfrost, therefore, did not want to pay the annual lease of 720.000 euros. Meidinger 

(appendix 1) said that they came to an agreement with Nordfrost but also did state that their 

threats to sue Jade Weser Port did not do anything good to attract more customers to the port 

(Von Birger, 2014). Meidinger questioned Nordfrost’s decision to operate this type of business in 

Jade Weser Port because the port is remote and fresh fruit does not have a very long shelf life. 

Therefore, Jade Weser Port might not have been the best fit. Reichart (appendix 6) told us that the 

decision to build a warehouse in Jade Weser came because the CEO of Nordfrost Horst Bartels is 

from Wilhelmshaven and wanted to operate from his hometown. Furthermore, Reichart (appendix 

6) says that Germany imports 3.5 million tons of fresh fruit annually and that 50% of that goes 

through the Benelux ports. So Nordfrost wanted to attract more of the fresh fruit import to 

Germany and saw Jade Weser Port as an excellent opportunity to do that. After Nordfrost’s 

complaints had been voiced and an agreement had been reached Nordfrost constructed a second 

warehouse in Wilhelmshaven but this type the focus was on deep-frozen cargo, which according 

to Meidinger makes sense because the shelf life is of less importance with this type of product. 

However, our interview with Nordfrost showed that they still are a little dissatisfied with the 

amount of influence they get at the port.  

It becomes clear then that ports must be able to integrate themselves into the supply chains of 

their customers. This means that the ports will have to cooperate much more closely with their 

stakeholder than they have done before. Cetin (2015) argues that ports need to collaborate 

closely with their stakeholders to increase the accessibility to the market and to better utilize the 

appropriate infrastructure. Sharing of data between the port and their stakeholders such as 
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shipping lines can be an important element here. Haupt (appendix 4) would also like the shipping 

industry to work towards more closely integrated supply chains. Haupt (appendix 4) believes that 

for the sector to become increasingly competitive in the future the data plays a big role as data 

will make it easier for the carriers and the ports to utilize their equipment to the fullest. Meidinger 

(appendix 1) envisioned a similar future where he argued that the ports would have to cooperate 

more closely in an effort to assign the best-suited berthing slots to the ships. Working together 

and sharing data could more easily do that. Reichart (appendix 6) also believes that a partnership 

between the German ports are important and they would like to see the partnership include all of 

the German container ports. Reichart (appendix 6) is concerned that Germany will lose importance 

as a maritime country because of the challenging nautical accessibility if the ports do not unite. 

Gold (appendix 5), on the other hand, states that collaboration between the ports of Jade Weser 

and Hamburg is an interesting idea, but it all depends on what the customer wants. In Gold's 

(appendix 5) view, the customer does not care what port the goods comes through as long as they 

arrive at their destination in a cheap and timely manner. To Gold (appendix 5), the most important 

thing is how fast the port is and how good a customer structure there is. This means that the 

faster the port is and the bigger the hinterland, the more likely Maersk is to call one port or 

another. In our interview with DB, it became apparent that as a Non-Vessel Operating Common 

Carrier (NVOCC) DB has no contact with the ports in which they operate. They use the shipping 

lines as their entry point, which means that DB only communicates with the shipping lines and not 

with the ports. The competitiveness of any given product is largely determined by the underlying 

supply chain's ability to deliver the product to market as cheaply and as fast as possible. It is, 

therefore, crucial to assess the impact that the decisions in the logistic chain have upon the 

product.  

 

 

 

 

 



104 
 

7.0 Conclusion 
In the following we will offer concluding remarks on the thesis. We have decided to first answer 

generally as we believe this provides the best understanding of the specific research question of 

this thesis.  

“How can stakeholder networks and stakeholder attributes help organizations become 

efficient?” 

In order to do stakeholder management it is important to first understand the benefits of doing 

so. It is argued that stakeholder management can help businesses and organizations to become 

more efficient as more entities are working towards the same objective. Furthermore if 

organizations do not engage in stakeholder management they have to deal with unsatisfied 

stakeholders that potentially can harm the business.  

Any given individual or group can potentially be viewed as a stakeholder. These potential 

stakeholders can be categorized as internal or external. Internal stakeholders are defined as 

entities that can affect decisions made by the organization. External stakeholders are defined as 

entities that are affected and cannot directly influence decisions made by the organization.  

Therefore the first step of stakeholder management should be to identify the internal 

stakeholders. This helps the organization to do the initial selection process of stakeholders. After 

this initial selection is done the organization must narrow down their stakeholders even further.  

The further selection process is concerned with identify stakeholders with the same belief system 

and policy discourse as the organization. This is referred to as the frame of reference. Stakeholders 

that have the same frame of reference, as the organization is important because these 

stakeholders might be interested in achieving the same objectives as the organization. 

Stakeholders with the same frame of references as the organization can be included in the 

stakeholder network. This stakeholder network consists of stakeholders, which has the same 

policy discourse. By creating a stakeholder network the organization will obtain more informed 

social patterns and can thereby achieve objectives as efficiently as possible. 

Stakeholder salience is another method to identifying the most relevant stakeholders. This is done 

by categorizing stakeholders with three distinct attributes. These attributes are power, legitimacy 

and urgency. It is believed that the most important of these is power. Power allows the 

stakeholder to enforce many claims especially when coupled with the attribute legitimacy. It is up 

to the organization to define which attributes any given stakeholder has. The organizations need 

to do this to figure out which stakeholder is the most salient. The most salient stakeholder has the 

best claim.    

So for organizations efficient stakeholder management provides a way to identify the stakeholders 

that can help the organization to achieve overall effectiveness. This effectiveness allows the 

organization and its’ stakeholders to form a network and work towards a common objective 

thereby gaining competitive advantages because they are all concerned with a holistic approach to 
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their businesses. A port can be seen as a highly complex organization with many different 

stakeholders. Which leads to the next question. 

“What factors drive port selection?” 

As ports are highly complex organizations it is important to understand the entities that together 

constitutes an efficient port. All of these entities can be seen as various stakeholders.  

The competition in the maritime industry is fierce and ports are no exceptions. For a port to be 

included in global supply chains it is important that it is efficient. There are however several 

measures that can be used to determine whether or not a port is efficient. One of the most widely 

used measures is container throughput. This allows for some basic comparisons but is not 

adequate as there are different ways to report container throughput. Furthermore ports have 

various different geographical limitations. For example can a port have difficult nautical 

accessibility but be located very close to important consumption centers. It can therefore be 

useful to evaluate port performance on the basis of the port’s and their stakeholders’ objectives. 

However, the port’s connectivity to the hinterland is one of the best measures of port selection. 

The hinterland transportation can account for 80% of the total transportation cost. It is thus clear 

that efficient hinterland connection is a crucial selection criterion. Furthermore selecting the right 

port for a product might drastically lower hinterland costs.  

For port authorities it is important to efficiently manage stakeholders as efficient stakeholders can 

help the port to lower turnaround times for the vessels that are calling the port and enhance the 

hinterland connectivity. Shorter turnaround times for vessels means lower opportunity costs for 

the shipping lines and efficient uncongested hinterland connections means lower cost for 

shippers. Therefore the two most important port selection criteria are short turnaround times and 

good hinterland connectivity.  

“In what way have consolidation in the maritime industry changed the role of the port 

authorities?” 

Previously ports were generally publically owned. However, many ports have been liberalized over 

the years. This means that the landlord type of port is the most predominant port in today’s 

maritime sector. In the landlord model the port authorities are the principal owners of the land 

areas that the ports are comprised of. The port authorities are primarily engaged in attracting 
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private companies to conduct many of the port operations. The private companies that operate in 

the ports have been awarded long-term concessions in exchange for providing the necessary port 

infrastructure. This means that the public sector’s expenses are perceived as being lower than if 

the public sector operated the ports single-handedly. Furthermore the private sector has easier 

access to financing and is generally perceived as being more efficient.  

The financial crisis caused a sharp decline in container volumes while the shipping lines were still 

taking delivery of many large vessels. That caused the freight rates to plummet, as there was too 

much capacity in the market. In an effort to mitigate this the shipping lines started to consolidate 

extensively. This was done both by mergers and acquisitions but also by the formation of shipping 

alliances. These alliances allowed the shipping lines to share container volumes with each other. 

This allowed the shipping lines to utilize their ever-increasing vessels better.  

The large vessels are causing troubles in ports worldwide. These vessels require ports to make 

large investments in infrastructure to accommodate the vessels. However as the container growth 

is still slow to get going and the ships have become larger there are longer idle times in the ports. 

There are fewer ships calling but with larger volumes. This causes large peaks and congestion in 

ports. In a response to this trend and due to the liberalization of port policies the terminal 

operators have also been consolidating. This means that terminal operators are now global 

stakeholders and are able to deliver a standardized product globally.  

For the port authorities this means that bargaining power has dwindled profoundly and that they 

have had to adapt to a new role. This role is more concerned with providing stakeholder 

management and supply chain management in an effort to obtain as efficient a port product as 

possible. Ports are no longer competition against each other as much as they are competing 

against entirely different supply chains. It is suggested that port authorities around the world also 

starts consolidating. This means that port authorities must cooperate more with both inland 

terminals but also other ports in order to become as effective as possible.  
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“How do stakeholders, partnership and supply chain management influence the competitiveness of 

Jade Weser Port, in a changing maritime sector?” 

Jade Weser Port opened in 2012 in a difficult market. The container volumes were still suffering, 

the stakeholders in the industry were consolidating, and nobody had any money to spend.  

Jade Weser Port was initially meant as a way to add capacity to the other German ports. This can 

be seen in the initially planned ownership structure. Hamburg, Bremen, and Lower Saxony were 

meant to be the owners of Jade Weser Port. Hamburg however withdrew from the project before 

construction began. Jade Weser Port is now owned by the city of Bremen and the German state 

Lower Saxony.  

Jade Weser Port is a landlord port where the port authorities own the land and grant concessions 

to private companies. In Jade Weser Port there are two main stakeholders namely the terminal 

operator Eurogate and the warehousing company Nordfrost. There are also several other 

companies including some hinterland truckers and so on. However for Jade Weser Port Eurogate 

and Nordfrost are the most important stakeholders. It is important to attract the right private 

partners to the port. In this area Jade Weser Port is well positioned. 2M is the only shipping 

alliance that is calling Jade Weser Port at the moment. This however is also the biggest alliance, 

which means that large container volumes could potentially flow through Jade Weser Port. 

Eurogate is Germany’s largest terminal operator and is therefore an experienced stakeholder. 

Nordfrost is also a strong stakeholder at least nationally. This means that there is potential for 

growth with these stakeholders.  

Jade Weser Port was initially meant to focus on transshipment but the port has thus far not been 

able to attract any significant volumes. This means that the port authorities have formulated a 

strategy to cooperate with Eurogate in an effort to attract more customers. This shows that the 

port authorites are willing to do stakeholder management. However, Jade Weser Port has had 

some troubles with Nordfrost. Nordfrost believed that Jade Weser Port had promised large 

container volumes. Since these container volumes are not present in the port Nordfrost sought 

financial recompense from the port authorities. Nordfrost voiced many complaints in the media 

thus potentially harming efforts to attract more stakeholders to the port. Nordfrost’s annual lease 

was ultimately reduced. This shows the importance of conducting stakeholder analysis. On the one 
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hand it shows how stakeholder analysis can be used to gain competitive advantages by 

cooperating. On the other hand it also shows that not being aware of Nordfrost’s complaints in 

time meant that Nordfrost complained to the media thus giving Jade Weser Port bad publicity.  

We believe that the two major stakeholders in Jade Weser Port are of the dominant stakeholder 

type. This means that they can both excersise a lot of influence on day-to-day operations. 

However, they are most likely not salient enough to form the basis of a stakeholder network. This 

is a problem for Jade Weser Port because there is a lack of a definitive stakeholder. The definitive 

stakeholder would most likely be able to attract other stakeholders and to align the stakeholder 

network, which could lead to enhanced cooperation among the stakeholders. Until a definitive 

stakeholder is identified and attracted to the port the port authorities will have to fulfill this role.  

Port competitiveness is difficult to ascertain, as it is comprised of many different aspects. One of 

the most commonly used measures is throughput. Jade Weser Port has only been able to attract 

around 450,000 TEUs in 2015 where nearly all of it came from Bremerhaven where the gantry 

cranes broke. Another commonly used measure is turnaround time. In this aspect Jade Weser Port 

should be able to deliver stellar service, as the turning basin is extremely large. Furthermore Jade 

Weser Port is an uncongested port, which means that vessels can call at any time and be served 

immediately. Jade Weser Port is furthermore cheap especially compared to Hamburg. However, 

the port is also remote and the hinterland is scarcely populated. This means that the hinterland 

connectivity might be costly. This of course depends on where the cargo is going. Furthermore the 

railroad lacks electrification from Oldenburg to Wilhelmshaven. That is being worked on however. 

Hinterland by truck is a different story. There is a motorway directly into the port and there are no 

immediate bottlenecks such as traffic lights or tunnels. Therefore Jade Weser Port might be able 

to compete on some of the port selection criteria despite the lack of efficient railways. 

However it is argued that the competition between ports is happening all along the supply chain. 

This means that it is entire supply chains that are competing for volumes and not individual ports. 

This means that Jade Weser Port must be included into a strong supply chain to be relevant. 2M is 

already serving the port so that is a strong shipping alliance with a lot of containers and the 

potential to make more port calls. Jade Weser Port needs to use their position as the most 

westward German port to attract some of the big shippers from the West German hinterland. 
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Furthermore partnerships are becoming increasingly important and so Jade Weser Port must 

engage in partnerships with other ports. A partnership between Bremerhaven, Hamburg and Jade 

Weser Port would allow the three German ports to utilize their strengths and minimize their 

weaknesses. If the German ports were to unite they would be part of a very strong supply chain 

that could compete with the ports of Antwerp and Rotterdam.  
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Appendix: 

Appendix 1 - Interview with jade Weser Port and coded 

interviews. 

Raw interview. 
Less throughput in Hamburg and only talking about containers.  They saw a drop of around 10% last year.1 

Unlikely to look better as the difficult conditions such as  the nautical conditions and too few and too small 

gantry cranes and also the bridges is not tall enough to pass the bridges of the Hamburg port. There have 

been discussions about dredging the river Elbe since 2001 and has thus been an ongoing issue for the past 

15 years. We expect a verdict next year and they might start dredging the Elbe then. But it will be difficult 

because as I mentioned they started discussions some 15 years ago but the ships have grown larger by then 

and now 21.000 vessels have been ordered. I guess that’s the limit. 2 

Would you say that is the limit? 

I guess these ships that have been ordered now will be the largest ones. 

But would you say that would be the economical limit? 

Some say so. Drops in volume makes the larger ships economically unfeasible. The cargo is not longer 

present so the newly ordered ships (around 21.000 TEUs) is the largest that we will see. However some 

people are seeing the 8-10.000 ships as the ideal size as they doesn’t facilitate as much in fighting. You 

need to have lets say 70-80% cargo to run it economically. We have seen some ridiculous rates in the past 

months.3  

Would you say that the carriers are struggling and that they brought it upon themselves with these mega 

carriers? 

Yes of course they caused this problem themselves because none of them stops ordering large vessels even 

though it was clear that they were heading towards over capacity. And there are many of these large 

vessels entering service in the foreseeable future. Then I guess we might have reached the limit.4  

Okay so would you suggest that this is a trend and carries will go bankrupt and start to merge and stuff 

like that in the coming years in order to decrease capacity again? 

Based on past experience carriers does not go bankruptcy because the government or large banks that are 

too big to fail usually support the big carriers and bail them out in times of recession. Just look at Hapag-

Llyod in 2009 where the city of Hamburg stopped it from being sold to APM or take a look at CMA CGM the 

French guys where the French government stepped in to help them.5  

We heard rumblings that Maersk will take over Hyundai? 

We heard the same but  
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You don’t belive it? 

Well no it looks like Hyundai is heading into the 2M alliance on the container traffic. It looks like they have a 

large share in the trans pacific market and not every one believes it. It is an ongoing story that carriers are 

fighting each other but they don’t go bankrupt.6 It would of course help the market a lot if some of the 

players left so that the capacity would go down again.7 

You can also see the economic growth is going down, do you think that is part of the explanation?  

A lot of the big players are not performing well and the containerization is now sitting at around 90% or so 

and it does not look ready to make any big changes.8 

Do you see cargo shifting away from a stalling Chinese economy and go to for example Africa instead?  

Well Africa is not growing that much and have not been for the past 20 years or so.9  

Would you care to describe what your role as the port authorities in JWP is? 

So what we do is a bit complicated. The initial company that drew up the plan and constructed the port is 

the Jade Weser Port Realizirungs GMBH. This company here is owned by the city of Bremen and the 

government of lower Saxony and it is more or less 50/50. They are the port authorities and are responsible 

for setting the rates on so on. We also have a company here with a very short name it is container terminal 

Wilhelmshaven jadeweser port marketing GMBH. This is the company that I am in charge of and we are the 

landlords of the port which means that we own everything within the port and we are also owned only by 

Lower Saxony. So Bremen is not involved in this area even though they are involved in the port authorities. 

So we are purely in charge as a marketing team to improve the overall situation for the port. Our big boss is 

the minister for economics and foreign affairs in lower Saxony.10 The area is a total of 300 hectares. Which 

is not a huge port. Take for instance Rotterdam with waterways and so on they have a total of 12.000 

hectares11. Our company is in charge of the entire area and then we have leased out the water area to 

Eurogate that is a joint venture between APMT and Eurogate where Eurogate owns 70% of the shares. SO 

now our job is to find companies to enter into the freight village. We have one big company that have 

settled down here. If you have read the newspapers you will have read about Nordfrost.12  

Yes we read that, the very angry Bartels. 

Yeah he wasn’t very happy. But anyways he is building up logistic networks for tempreture controlled fruit. 

But the question is are we the right port for this?13 First of all we are a deep sea port and have no problem 

with the large ships. Should they come as 50.000 TEUs I would not care14. But do we really have trade to 

Israel or the Middle east where all the fruits and vegetables is coming from. Our focus is on the Asia 

business and there is no fruit coming from there. The next point is that with fruits they needs to be in the 

store by the next day. So wouldn’t it make more sense to have the operations closer to market? It makes 
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no sense.15 That was a lesson that they needed to learn and they are not complaining anymore. Now he is 

building a warehouse for deep frozen cargo where he is still the market leader and that makes sense. So we 

have an area for deep frozen cargo, temperature controlled cargo and general cargo.16  

But Nordfrost is the only large player that you have in the freight village? 

He is at the moment the only large player yes. Of course his complaints was of no marketing help to us17. 

Put it this way we opened in 2012 in an environment where nobody needed a new container terminal 

because we were based on studies and expectations that were done in 2001-2002.18 These studies is also 

still the backbone of port development in Hamburg which describes a scenario where Hamburg will have a 

troughput of 27 million TEUs in 2025 and the same situation were designed for many other ports. So it is a 

though situation right now.19 So we started in an situation with a lot of overcapacity and in addition we see 

that the carriers are going to Poland and Gothenburg with their triple e vessels which causes less 

transshipment volumes in the traditional ports. So that is where we started and nobody needed a new port. 

In the first two years we hardly saw any containers here.20  

Your troughput has risen since then and you are handling now some 600.000 TEUs right? 

21The numbers for this year is not ready yet but we expect to see Bremerhaven, Rotterdam and Hamburg 

decreasing. 22 

We also gather that Bremerhaven is having some sort of difficulties with their gantry cranes? 

Yes that is correct and they had an accident that one of the outriggers broke and crashed into the vessel. It 

is however the same type of crane that many other port also use including us. In Bremerhaven they say 

that they have cracks in the outriggers in 10 cranes. The terminal operator says they will be back online in 

October but the client which is Maersk say that they will never be operational again.23 Also how do you 

explain to people that they need to go do work with faulty and dangerous cranes? As the manager you are 

the responsible person and with another accident it will not only be your carrer that is over.24 It is not a 

funny situation for any of us as we all use the same cranes. And of course in the beginning we were happy 

because they were cheaper then the European alternatives but now they are proving faulty.25 Hamburg is 

also having some troubles with their outriggers.26 

Did you as port authorities build the cranes of did you allow eurogate to decide which cranes that they 

wanted? 
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We only prepared the infrastructure such as the quay and the cantry cranes is owned 100% by the terminal 

operators.27  

There is plans to construct a JWP 2 port will you consider buying the same cranes from china? 

We will see what the future will bring and of course the gantry crane company are working hard to resolve 

this problem and they also have a team here working with our cranes even though they are much newer.28 

However the European manufactures are currently not in the market so they will have to start from 

scratch. There is no competitor that can handle the large orders in the field. The competitors are only 

prepared to build small orders.29  

Could it be an idea to introduce gantry cranes closer into the network of the port in order to invest in 

another company to produce these cranes?  

Well tell me who still has money to invest. I mean this is one of the reminaing business were we can still 

make money. Even Eurogate is making money. Of course in JWP they are currently loosing some money but 

overall they are doing well.30 But we don’t want to invest in cranes  because then we risk becoming a 

terminal operator and we don’t want to do that. We only want to be the landlord.31  

How come the port of JadeWeserPort was constructed at this point seeing there are 

overcapacity in the market and strong regional competitors such as Hamburg and 

Rotterdam? 

The process started in 2000, in those days the ports where running out of capacity. The 

government with help from Mckinsey started making a study for a new additional port, to 

help the already struggling ports overcome the situation. The study revolved around to 

locations which were Cuxhaven and Willhemshaven.32 They ultimately came to the 

conclussin that Wilhelmshaven is the better choice for a deep sea port33. Hamburg left the 

group and wanted to modernize and develop their port with a new terminal so they could 

handle the capacity. Bremerhaven remained in the group as they are already fully 

developed and can therefore no longer be developed.34 They saw JWP as an opportunity to 

get more berthing places. When the financial crisis came the construction work had 

already been started and since then the entire market changed. Nowadays of course 

nobody would have done it again.35  

The eastern European counties are becoming stronger financially would you say that 

Polish port for instance would take a bigger share in the market? 
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Of course and they are already doing it. But not only the east but also the south is 

becoming stronger. The Mediterranean ports are becoming better at attracting cargo that 

is bound for the middle of Europe. Right now we only see polish ports as a competitor in 

the Baltic sea. We also see Rotterdam and Antwerp concentrating more on the middle and 

south of Europe even though it is not a perfect hinterland for them. So we are also in 

competition with the med ports for cargos to and from the southern parts of Germany.36 

Rotterdam has started a program to subsidize hinterland operations by rail which is not 

legal. However, Rotterdam does not care and continues to subsidize rails. However other 

ports are complaining that this subsidy gives unfair advantages to the port of Rotterdam. 37 

What kind of influence can you exercise on day-to-day operations in the Jadeweser port? 

There have been some problems with Eurogate and us in the past. These have now been 

resolved38. And the companies are free to formulate and make decisions on their own. 

However because there is a good relationship between Jadeweser and Eurogate we are 

able to help make decisions together. Jadeweser port also now works as a marketing group 

to get the companies to settle down at Jadeweser39. By next year all of the carrier alliances 

will have changed and next year there will only be three different alliances. This means 

that there will only be three possibilities for us. We are right now working with Ocean 

alliance and 2M are already here. The alliance will not come because Hapag-Lloyd refuses 

to come. So we are working together with Eurogate to attract more shipping lines. 

Eurogate could work on the terminal conditions and we could work on the port conditions. 

40 

Would you say that Eurogate is your biggest stakeholder? 

Yes of course.  

So would you say that they have a lot of influence in the port? 

Yes realistically spoken it is their job to get the port running because we are just the 

landlords. We just give them the land. It can only work if they do their job.41 We realized in 

the early stages that did not work well so we changed it a little and are also helping to 

attract more cargo. But it is purely not our job because we will not gain more cargo in the 

mid to long-term if the clients does not see JWP as an attractive port.42 
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Are you concerned with the hinterland services? 

JWP is more or less the best connected port to the motorway. There are no bottlenecks 

such as traffic lights or bridges and so on. The connection to Düsseldorf is very fast 

compared to other ports.43 It has been very difficult to get truckers to come into the freight 

village and that meant that it was very difficult to get empty containers for the clients.44 

There are now two truckers in the freight village and that has bettered the situation 

somewhat. It means that we now can do what every other ports is doing which is pick up 

an empty container within the port and then bring it to the shipper. The shipper then does 

with the container as he pleases and we then pick up the container and put it on a ship.  

However this is not known widely. JWP is weak on hinterland by train.45 It was our wish 

that the electrification process had been done by the time that we opened. That was not 

the case. That means in the moment we have diesel service from Oldenburg to the port. 

That is 60 km with diesel which is an extra cost. It is not that big of a cost at the moment 

because diesel is cheap46. Shunting however still needs to be done with diesel trains and 

that is the same everywhere else. We are working on getting the track electrified but it is 

not done by us but by DB and they promised us that they will be finalized by 2020 which 

will not work because it is only three years time. But the project is financed.47 We do also 

have some troubles with the citizens of Oldenburg. They are unhappy with the prospect of 

running a lot of freight trains in the near future. There have been received some 6000 

complaints and they are now being processed. The citizens of Oldenburg are trying to get a 

track that bypasses the city entirely but that will not happen because if we start these 

discussion we will not have a track before 2050 and some things are simply not possible 

anymore because somebody will oppose it or there might be some animals living there or 

something. Hinterland connection projects are also being hampered by wildlife 

preservation efforts.48 There is also a rumor in the market that there is only a single-track 

connection from JWP to Oldenburg this is however not the case.49 We organized a field trip 

together with Eurogate where we invited our customers and friends on a train ride from 

Bremen to JWP where we instructed everybody to look out of the window and tell us when 

the second track disappears.50 It is very simple marketing and of course nobody told us 

that the track disappeared. We did it two times but the rumors persist51. So trains are our 

week point but the electrification is happening. There are no connections to the southern 
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parts of Germany on a daily basis. There are however 15 companies that are ready to start 

running daily services to the southern parts of Germany. Transfracht is starting to conduct 

feeder operations into Maschen in order to construct block trains for Southern parts of 

Germany they will commence in 2017 and will run 2-4 times a week. JWP could have a 

good hinterland connection but right now there is not enough volume. We are also 

working on projects that allow us to better serve the Netherlands and so. Right now we 

don’t have a good hinterland connection but we could have if volumes grow enough.52 We 

are an independent port, which means that every body is able to use the port on equal 

terms. The port can be used by every body and should be used by everybody53. We have 

16 tracks off block length which means that we can have up to 16 trains being served at 

any given moment.54  

How did you decide whom can do business in the port? Is it for instance important to 

you that the terminal operator was an independent company?  

JWP is not a dedicated terminal, which means that we are free to offer service to anyone. 

Could be used by anyone and should be used by anyone. It could be used as a common 

train port.55 At the moment Eurogate is the terminal operator and will be as we have 

signed a long term contract with them. They could of course sell some shares to other 

companies but they will have to ask for our permission before they should do so.56 

Actually we are considering expanding the port into JWP 2 which somebody thinks is mad 

but we know that from when we start the process it will take at least 10 years before the 

port is ready. So when we see 1 million TEUs annually here we will maybe start 

constructing this new port.57 For this new port a new tender will be issued and of course 

we would like to see one of the big international players such as PSA because if we have 

Eurogate again we will still struggle to attract the other liners. That might be easier with 

another terminal operator. For JWP 2 a dedicated terminal might be considered. A 

dedicated terminal is a lot easier to finance. When we are all retired JWP might even 

consider JWP 358. With JWP 1-3 the port will be around 1000 hectares. There is a lot of 

possibility to expand the port in the long run59. It was clear for JWP that they didn’t want a 

dedicated terminal because the decision was made under different circumstances and 

                                                           
52 Opportunity for JWP 
53 Independent port 
54 Good infrastructure  
55 Independent port 
56 Partnership 
57 Capacity 
58 Partnerships 
59 Port size 



129 
 

Eurogate where expecting a much larger troughput. In hindsight it might have been easier 

with a dedicated terminal.60  

Are you satisfied with the investments made in the port by your stakeholders e.g. 

shipping lines, terminal operators, and hinterland operators? 

JWP port authorities don’t want to sell the land and only grants leases because we don’t 

want discotheques in the port area for instance. We are only somewhat satisfied with the 

level of investment as there is only eight cranes but there is room for 16 so obviously I 

would be happy if they built the other 8 cranes. The same goes for the trains where there 

are only 3 cranes and there is room for 561. The gantry crane is however fast as there is a 

lot of tracks that allows for rapid removal of containers. There is still some investment left 

and of course we do understand that Eurogate does not want to invest before the need to 

do so arises.62 But it might be too late if they wait until the need actually does arrive 

because there is a two-year delivery time on the cranes. But the hourly container 

throughput is very fast so we should be good. We have a lot of tracks around the gantry 

crane which means that the crane will never be the bottleneck because we will be able to 

run a lot of straddle carriers.63 The investment on our side is almost done and I am also 

satisfied with the level of investment by Nordfrost.64 JWP is a port built for the future as 

there are now only 19 mega large vessels and there are 211 in the order books. Every 

single vessel of this type causes trouble at the existing terminals with depth of the water or 

tide and there are restrictions with the passing areas where ships must pass each other. In 

the Elbe for example the width is 90 meters and the width of the large ships are over 50 

meters so obviously they cannot pass each other and one or the other will have to wait for 

the other to pass. There is also problems with the gantry cranes becoming too small as 

they cannot reach the last rows of containers onboard the large ships and not only that the 

reach is not far enough the cranes are also too short in height.65 Honestly spoken of course 

the ships never come fully loaded because they also call other ports such as Rotterdam.66 

Also if there is strong winds (5 beaufort) ships are not allowed to enter the Elbe. That is the 

reason we are the port of the future, as we have none of these issues. Nor do we have 

issues with the turning basins. Ships can turn around while other ships are passing in 

JWP.67 
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The shipping lines are experiencing overcapacity at the moment, do you see them 

practicing slow steaming even more? 

No they have reached the economical speed at least that’s what I have heard. But I don’t 

think they will slow down further. They are already scrapping fairly new ships in order to 

reduce capacity. What we do see is that a lot of vessels are lying and waiting for work in 

the South China sea.68 It is not a very good solution to the problem because you still have 

to pay for finance of the ship and crewing and so on. It is very costly and therefore does 

not offer a solution. The other thing that could be done is that ships could be shored as the 

large oil tankers were in the 70’s. But that is not going to happen either because now a 

days ships are often times owned by banks and they want to see a return on their 

investment.69  

Is it your understanding that your stakeholders e.g. shipping lines, terminal operators, 

and hinterland operators are happy with the level of investment in JadeWeserPort?  

Yes of course because we are the sister company of Jadeweser port GMBH which is also 

the port authorities and a sister company of the Niedersachsen port also known as Nport. 

Nport is the port authority of all the ports in lower Saxony. They are in charge of our port 

tariffs. We have the same managing director. What they have done to increase customers 

is to reduce the port tariffs by 50% for the first 5 years.70  

It is Eurogates job to get the port going and they were unable to do it by themselves and 

the JWP had to assist them in getting the cargo. But it is their understanding that the 

stakeholders were happy71.  

Do you have a personal relationship with your customers and/or your suppliers? 

If yes do you formulate a common strategy in order to make JadeWeserPort more 

attractive vis a vis for example Hamburg port?  

There is a personal relationship with the stakeholders mainly Eurogate and we do 

formulate a common strategy that should attract more customers to the port.72 There is 

also some sort of partnership with the carriers. We are also working with the liners in 

order to better improve the port. Some times it work and sometimes it doesn’t. It is a 

personal business so it helps to form relationships with customers.73 Especially the Chinese 

are being told by their government to go west and invest money with either Costco or 
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some other company. In the crisis we also saw better utilization of the dedicated terminals 

than we did with the common user terminals.74  

It seems to me that you don’t have a close relationship with the other ports in the area 

in order to mitigate the power that the new mega large carriers and alliances have. It 

seems that the power have been shifting from the ports to the mega carriers. 

Yes it used to be that we as a terminal operator, I say we because I was working at a 

terminal operator at that point. And yes you are right the situation have completely 

changed. You are also right that we have no ties with the port of Hamburg.75 They see us as 

a competitor and as an un-concrete danger for their business and they see us as a threat to 

the dredging of the Elbe.76 We don’t see ourselves in that role. We are a small port with an 

official troughput of 2,7 million TEU which at the moment only is 1,5 million TEU because 

we only have 8 gantry cranes. Inofficially I would say that we could maybe do up to 3,5 

million. So we could never replace Hamburg.77 But we could do somethings with the port 

of Hamburg. I mean we could offer the large shipping lines alternatives that they cannot 

get from Hamburg at the moment. If Hamburg offers solely for Ocean Alliance. Then they 

have to make up their mind if they really want to call Hamburg. Because they might as well 

go to Rotterdam. Hamburg could handle some of their big vessels but never the full 

amount. But together with us we could make an offer to China Costco and say that 

regardless of the vessel that you operate we have berthing place for you.78  

It seems that Hamburg is a bit stupid then? 

Hamburg is a bit old fashioned and traditional and self focused at the moment. And that 

shows in the troughput79. It takes some time but of course we also have a small marketing 

campaign that calls for more containers to Germany80. Once carriers start to skip Germany 

they never come back. And it does not help the logistics headquarters in Hamburg if all the 

containers are coming from Rotterdam. Because then nobody needs a headquarter in 

Hamburg. If they call JWP they could easily have their Headquarter in Hamburg and a 

satellite here. That is what we are trying to say. Hamburg will lose some boxes but we are 

not talking about a lot and we are not talking about big money. And of course you could 

also avoid a dredging of the river Elbe which officially costs 600 million Euro but unofficially 
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will properly be closer to 800 million plus maintenance of 100 million annully that has to 

be paid by the taxpayers.81  

So you see the possibility for closer alliances with the port of Hamburg in the same 

manor that Copenhagen and Malmö has which allows for a more regional focus? 

Yes exactly. What Hamburg tries is to bring all three German container ports to handle the 

same things instead of focusing on the strength of each terminal. That is of course our 

strategy and we hope that they change their mind.82  

So if Hamburg doesn’t change their mind they actually might kill all of shipping in 

Germany? 

That could happen yes. That is something that the carriers are already discussing.  

So the carriers are talking about skipping Germany altogether and calling maybe Poland 

and Rotterdam? 

That is not something that comes from my mind but have been considered by the carriers 

because JWP is not fully considered and we don’t have the right hinterland connections.83 

That of course could happen together with Hamburg. But as it is carriers are looking at 

these ports and considering going to Rotterdam and servicing the port of Hamburg with 

small feeder vessels and for all the hinterland cargo they don’t have to call Hamburg 

because Rotterdam is good.84 So we would like to discuss with Hamburg how we can make 

sure that the container throughput is at least the same in the future as it is now for 

Germany.85  

Also if they have to dredge the Elbe they will properly not be ready for the next 10 years 

or so right? 

Yes first of all that but also they have so many problems with sand coming back into the 

port of Hamburg and they cannot guarantee that the depth is at is should be. And with the 

dredging there will be flowing even more sand into the terminal.86  

It sounds like that the port of Hamburg’s days are over?  

You would not say so but there are people in Hamburg few at the moment but growing 

that says so. Most people however are still believing that everything is great. It is a good 
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harbor and great harbor but it has bottlenecks and it will not work to pretend that 

everything is good.87  

Okay so maybe you can get some customers from that? 

Yes again we are trying to get Ocean Alliance and they have 6 six strings. We know that 

one will go directly to Gothenburg but the other 5 are open. Our idea is that we will get the 

biggest vessels and Hamburg will get the smaller vessels. And we believe that they will 

have to accept this. But of course they still have the other terminals. They have four 

terminals with a combined 4-6 berthing places for 400 m vessels but at least two of them 

are very difficult to use because the turning basin is very narrow and the cranes are not 

working well with the big ships. It is therefore we say that they will need help.88  

What kind of future do you envision for JWP? DO you see yourself as a gateway port or a 

transshipment port? 

The main focus and main volume will be transshipment. Based on 2,6 million TEU we 

expect that 1,6 million will be transshipment and the remaining 1 million will be going 

trough the freight village for the local guys or trough the hinterland services. I would 

suggest though that the transshipment part will be even higher.89  

Do you also see that in the mid to long term future see that you will have bottlenecks as 

the other ports do? 

No take a look at the autobahn again. Lets keep it simple and say that we will have the 1 

million TEUs and that we will have 500.000 TEUs on trucks. 500.000 divided by 360 days 

means that we will have roughly 1400 trucks on the road each day and that causes no 

problems as we have 3 lanes going in and out. The same goes for the train. A full train 

means 80 teus. That means 20 trains per day and that causes no troubles. 90  

I think that was all. Thanks so much for your time 
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Jade Weser Port stage 1 coding: 
 

Less throughput in Hamburg and only talking about containers.  They saw a drop of around 10% last year.91 

Unlikely to look better as the difficult conditions such as  the nautical conditions and too few and too small 

gantry cranes and also the bridges is not tall enough to pass the bridges of the Hamburg port. There have 

been discussions about dredging the river Elbe since 2001 and has thus been an ongoing issue for the past 

15 years. We expect a verdict next year and they might start dredging the Elbe then. But it will be difficult 

because as I mentioned they started discussions some 15 years ago but the ships have grown larger by then 

and now 21.000 vessels have been ordered. I guess that’s the limit. 92 

Would you say that is the limit? 

I guess these ships that have been ordered now will be the largest ones. 

But would you say that would be the economical limit? 

Some say so. Drops in volume makes the larger ships economically unfeasible. The cargo is not longer 

present so the newly ordered ships (around 21.000 TEUs) is the largest that we will see. However some 

people are seeing the 8-10.000 ships as the ideal size as they doesn’t facilitate as much in fighting. You 

need to have lets say 70-80% cargo to run it economically. We have seen some ridiculous rates in the past 

months.93  

Would you say that the carriers are struggling and that they brought it upon themselves with these mega 

carriers? 

Yes of course they caused this problem themselves because none of them stops ordering large vessels even 

though it was clear that they were heading towards over capacity. And there are many of these large 

vessels entering service in the foreseeable future. Then I guess we might have reached the limit.94  

Okay so would you suggest that this is a trend and carries will go bankrupt and start to merge and stuff 

like that in the coming years in order to decrease capacity again? 

Based on past experience carriers does not go bankruptcy because the government or large banks that are 

too big to fail usually support the big carriers and bail them out in times of recession. Just look at Hapag-

Llyod in 2009 where the city of Hamburg stopped it from being sold to APM or take a look at CMA CGM the 

French guys where the French government stepped in to help them.95  

We heard rumblings that Maersk will take over Hyundai? 

We heard the same but  

You don’t belive it? 

Well no it looks like Hyundai is heading into the 2M alliance on the container traffic. It looks like they have a 

large share in the trans pacific market and not every one believes it. It is an ongoing story that carriers are 
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fighting each other but they don’t go bankrupt.96 It would of course help the market a lot if some of the 

players left so that the capacity would go down again.97 

You can also see the economic growth is going down, do you think that is part of the explanation?  

A lot of the big players are not performing well and the containerization is now sitting at around 90% or so 

and it does not look ready to make any big changes.98 

Do you see cargo shifting away from a stalling Chinese economy and go to for example Africa instead?  

Well Africa is not growing that much and have not been for the past 20 years or so.99  

Would you care to describe what your role as the port authorities in JWP is? 

So what we do is a bit complicated. The initial company that drew up the plan and constructed the port is 

the Jade Weser Port Realizirungs GMBH. This company here is owned by the city of Bremen and the 

government of lower Saxony and it is more or less 50/50. They are the port authorities and are responsible 

for setting the rates on so on. We also have a company here with a very short name it is container terminal 

Wilhelmshaven jadeweser port marketing GMBH. This is the company that I am in charge of and we are the 

landlords of the port which means that we own everything within the port and we are also owned only by 

Lower Saxony. So Bremen is not involved in this area even though they are involved in the port authorities. 

So we are purely in charge as a marketing team to improve the overall situation for the port. Our big boss is 

the minister for economics and foreign affairs in lower Saxony.100 The area is a total of 300 hectares. Which 

is not a huge port. Take for instance Rotterdam with waterways and so on they have a total of 12.000 

hectares101. Our company is in charge of the entire area and then we have leased out the water area to 

Eurogate that is a joint venture between APMT and Eurogate where Eurogate owns 70% of the shares. SO 

now our job is to find companies to enter into the freight village. We have one big company that have 

settled down here. If you have read the newspapers you will have read about Nordfrost.102  

Yes we read that, the very angry Bartels. 

Yeah he wasn’t very happy. But anyways he is building up logistic networks for tempreture controlled fruit. 

But the question is are we the right port for this?103 First of all we are a deep sea port and have no problem 

with the large ships. Should they come as 50.000 TEUs I would not care104. But do we really have trade to 

Israel or the Middle east where all the fruits and vegetables is coming from. Our focus is on the Asia 

business and there is no fruit coming from there. The next point is that with fruits they needs to be in the 

store by the next day. So wouldn’t it make more sense to have the operations closer to market? It makes 

no sense.105 That was a lesson that they needed to learn and they are not complaining anymore. Now he is 
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building a warehouse for deep frozen cargo where he is still the market leader and that makes sense. So we 

have an area for deep frozen cargo, temperature controlled cargo and general cargo.106  

But Nordfrost is the only large player that you have in the freight village? 

He is at the moment the only large player yes. Of course his complaints was of no marketing help to us107. 

Put it this way we opened in 2012 in an environment where nobody needed a new container terminal 

because we were based on studies and expectations that were done in 2001-2002.108 These studies is also 

still the backbone of port development in Hamburg which describes a scenario where Hamburg will have a 

troughput of 27 million TEUs in 2025 and the same situation were designed for many other ports. So it is a 

though situation right now.109 So we started in an situation with a lot of overcapacity and in addition we see 

that the carriers are going to Poland and Gothenburg with their triple e vessels which causes less 

transshipment volumes in the traditional ports. So that is where we started and nobody needed a new port. 

In the first two years we hardly saw any containers here.110  

Your troughput has risen since then and you are handling now some 600.000 TEUs right? 

111The numbers for this year is not ready yet but we expect to see Bremerhaven, Rotterdam and Hamburg 

decreasing. 112 

We also gather that Bremerhaven is having some sort of difficulties with their gantry cranes? 

Yes that is correct and they had an accident that one of the outriggers broke and crashed into the vessel. It 

is however the same type of crane that many other port also use including us. In Bremerhaven they say 

that they have cracks in the outriggers in 10 cranes. The terminal operator says they will be back online in 

October but the client which is Maersk say that they will never be operational again.113 Also how do you 

explain to people that they need to go do work with faulty and dangerous cranes? As the manager you are 

the responsible person and with another accident it will not only be your carrer that is over.114 It is not a 

funny situation for any of us as we all use the same cranes. And of course in the beginning we were happy 

because they were cheaper then the European alternatives but now they are proving faulty.115 Hamburg is 

also having some troubles with their outriggers.116 

Did you as port authorities build the cranes of did you allow eurogate to decide which cranes that they 

wanted? 
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We only prepared the infrastructure such as the quay and the cantry cranes is owned 100% by the terminal 

operators.117  

There is plans to construct a JWP 2 port will you consider buying the same cranes from china? 

We will see what the future will bring and of course the gantry crane company are working hard to resolve 

this problem and they also have a team here working with our cranes even though they are much newer.118 

However the European manufactures are currently not in the market so they will have to start from 

scratch. There is no competitor that can handle the large orders in the field. The competitors are only 

prepared to build small orders.119  

Could it be an idea to introduce gantry cranes closer into the network of the port in order to invest in 

another company to produce these cranes?  

Well tell me who still has money to invest. I mean this is one of the reminaing business were we can still 

make money. Even Eurogate is making money. Of course in JWP they are currently loosing some money but 

overall they are doing well.120 But we don’t want to invest in cranes  because then we risk becoming a 

terminal operator and we don’t want to do that. We only want to be the landlord.121  

How come the port of JadeWeserPort was constructed at this point seeing there are 

overcapacity in the market and strong regional competitors such as Hamburg and 

Rotterdam? 

The process started in 2000, in those days the ports where running out of capacity. The 

government with help from Mckinsey started making a study for a new additional port, to 

help the already struggling ports overcome the situation. The study revolved around to 

locations which were Cuxhaven and Willhemshaven.122 They ultimately came to the 

conclussin that Wilhelmshaven is the better choice for a deep sea port123. Hamburg left the 

group and wanted to modernize and develop their port with a new terminal so they could 

handle the capacity. Bremerhaven remained in the group as they are already fully 

developed and can therefore no longer be developed.124 They saw JWP as an opportunity 

to get more berthing places. When the financial crisis came the construction work had 

already been started and since then the entire market changed. Nowadays of course 

nobody would have done it again.125  
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The eastern European counties are becoming stronger financially would you say that 

Polish port for instance would take a bigger share in the market? 

Of course and they are already doing it. But not only the east but also the south is 

becoming stronger. The Mediterranean ports are becoming better at attracting cargo that 

is bound for the middle of Europe. Right now we only see polish ports as a competitor in 

the Baltic sea. We also see Rotterdam and Antwerp concentrating more on the middle and 

south of Europe even though it is not a perfect hinterland for them. So we are also in 

competition with the med ports for cargos to and from the southern parts of Germany.126 

Rotterdam has started a program to subsidize hinterland operations by rail which is not 

legal. However, Rotterdam does not care and continues to subsidize rails. However other 

ports are complaining that this subsidy gives unfair advantages to the port of Rotterdam. 
127 

What kind of influence can you exercise on day-to-day operations in the Jadeweser port? 

There have been some problems with Eurogate and us in the past. These have now been 

resolved128. And the companies are free to formulate and make decisions on their own. 

However because there is a good relationship between Jadeweser and Eurogate we are 

able to help make decisions together. Jadeweser port also now works as a marketing group 

to get the companies to settle down at Jadeweser129. By next year all of the carrier 

alliances will have changed and next year there will only be three different alliances. This 

means that there will only be three possibilities for us. We are right now working with 

Ocean alliance and 2M are already here. The alliance will not come because Hapag-Lloyd 

refuses to come. So we are working together with Eurogate to attract more shipping lines. 

Eurogate could work on the terminal conditions and we could work on the port conditions. 

130 

Would you say that Eurogate is your biggest stakeholder? 

Yes of course.  
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So would you say that they have a lot of influence in the port? 

Yes realistically spoken it is their job to get the port running because we are just the 

landlords. We just give them the land. It can only work if they do their job.131 We realized 

in the early stages that did not work well so we changed it a little and are also helping to 

attract more cargo. But it is purely not our job because we will not gain more cargo in the 

mid to long-term if the clients does not see JWP as an attractive port.132 

Are you concerned with the hinterland services? 

JWP is more or less the best connected port to the motorway. There are no bottlenecks 

such as traffic lights or bridges and so on. The connection to Düsseldorf is very fast 

compared to other ports.133 It has been very difficult to get truckers to come into the 

freight village and that meant that it was very difficult to get empty containers for the 

clients.134 There are now two truckers in the freight village and that has bettered the 

situation somewhat. It means that we now can do what every other ports is doing which is 

pick up an empty container within the port and then bring it to the shipper. The shipper 

then does with the container as he pleases and we then pick up the container and put it on 

a ship.  However this is not known widely. JWP is weak on hinterland by train.135 It was our 

wish that the electrification process had been done by the time that we opened. That was 

not the case. That means in the moment we have diesel service from Oldenburg to the 

port. That is 60 km with diesel which is an extra cost. It is not that big of a cost at the 

moment because diesel is cheap136. Shunting however still needs to be done with diesel 

trains and that is the same everywhere else. We are working on getting the track 

electrified but it is not done by us but by DB and they promised us that they will be 

finalized by 2020 which will not work because it is only three years time. But the project is 

financed.137 We do also have some troubles with the citizens of Oldenburg. They are 

unhappy with the prospect of running a lot of freight trains in the near future. There have 

been received some 6000 complaints and they are now being processed. The citizens of 

Oldenburg are trying to get a track that bypasses the city entirely but that will not happen 

because if we start these discussion we will not have a track before 2050 and some things 

are simply not possible anymore because somebody will oppose it or there might be some 

animals living there or something. Hinterland connection projects are also being hampered 

by wildlife preservation efforts.138 There is also a rumor in the market that there is only a 
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single-track connection from JWP to Oldenburg this is however not the case.139 We 

organized a field trip together with Eurogate where we invited our customers and friends 

on a train ride from Bremen to JWP where we instructed everybody to look out of the 

window and tell us when the second track disappears.140 It is very simple marketing and of 

course nobody told us that the track disappeared. We did it two times but the rumors 

persist141. So trains are our week point but the electrification is happening. There are no 

connections to the southern parts of Germany on a daily basis. There are however 15 

companies that are ready to start running daily services to the southern parts of Germany. 

Transfracht is starting to conduct feeder operations into Maschen in order to construct 

block trains for Southern parts of Germany they will commence in 2017 and will run 2-4 

times a week. JWP could have a good hinterland connection but right now there is not 

enough volume. We are also working on projects that allow us to better serve the 

Netherlands and so. Right now we don’t have a good hinterland connection but we could 

have if volumes grow enough.142 We are an independent port, which means that every 

body is able to use the port on equal terms. The port can be used by every body and 

should be used by everybody143. We have 16 tracks off block length which means that we 

can have up to 16 trains being served at any given moment.144  

How did you decide whom can do business in the port? Is it for instance important to 

you that the terminal operator was an independent company?  

JWP is not a dedicated terminal, which means that we are free to offer service to anyone. 

Could be used by anyone and should be used by anyone. It could be used as a common 

train port.145 At the moment Eurogate is the terminal operator and will be as we have 

signed a long term contract with them. They could of course sell some shares to other 

companies but they will have to ask for our permission before they should do so.146 

Actually we are considering expanding the port into JWP 2 which somebody thinks is mad 

but we know that from when we start the process it will take at least 10 years before the 

port is ready. So when we see 1 million TEUs annually here we will maybe start 

constructing this new port.147 For this new port a new tender will be issued and of course 

we would like to see one of the big international players such as PSA because if we have 

Eurogate again we will still struggle to attract the other liners. That might be easier with 
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another terminal operator. For JWP 2 a dedicated terminal might be considered. A 

dedicated terminal is a lot easier to finance. When we are all retired JWP might even 

consider JWP 3148. With JWP 1-3 the port will be around 1000 hectares. There is a lot of 

possibility to expand the port in the long run149. It was clear for JWP that they didn’t want a 

dedicated terminal because the decision was made under different circumstances and 

Eurogate where expecting a much larger troughput. In hindsight it might have been easier 

with a dedicated terminal.150  

Are you satisfied with the investments made in the port by your stakeholders e.g. 

shipping lines, terminal operators, and hinterland operators? 

JWP port authorities don’t want to sell the land and only grants leases because we don’t 

want discotheques in the port area for instance. We are only somewhat satisfied with the 

level of investment as there is only eight cranes but there is room for 16 so obviously I 

would be happy if they built the other 8 cranes. The same goes for the trains where there 

are only 3 cranes and there is room for 5151. The gantry crane is however fast as there is a 

lot of tracks that allows for rapid removal of containers. There is still some investment left 

and of course we do understand that Eurogate does not want to invest before the need to 

do so arises.152 But it might be too late if they wait until the need actually does arrive 

because there is a two-year delivery time on the cranes. But the hourly container 

throughput is very fast so we should be good. We have a lot of tracks around the gantry 

crane which means that the crane will never be the bottleneck because we will be able to 

run a lot of straddle carriers.153 The investment on our side is almost done and I am also 

satisfied with the level of investment by Nordfrost.154 JWP is a port built for the future as 

there are now only 19 mega large vessels and there are 211 in the order books. Every 

single vessel of this type causes trouble at the existing terminals with depth of the water or 

tide and there are restrictions with the passing areas where ships must pass each other. In 

the Elbe for example the width is 90 meters and the width of the large ships are over 50 

meters so obviously they cannot pass each other and one or the other will have to wait for 

the other to pass. There is also problems with the gantry cranes becoming too small as 

they cannot reach the last rows of containers onboard the large ships and not only that the 

reach is not far enough the cranes are also too short in height.155 Honestly spoken of 

course the ships never come fully loaded because they also call other ports such as 
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Rotterdam.156 Also if there is strong winds (5 beaufort) ships are not allowed to enter the 

Elbe. That is the reason we are the port of the future, as we have none of these issues. Nor 

do we have issues with the turning basins. Ships can turn around while other ships are 

passing in JWP.157 

The shipping lines are experiencing overcapacity at the moment, do you see them 

practicing slow steaming even more? 

No they have reached the economical speed at least that’s what I have heard. But I don’t 

think they will slow down further. They are already scrapping fairly new ships in order to 

reduce capacity. What we do see is that a lot of vessels are lying and waiting for work in 

the South China sea.158 It is not a very good solution to the problem because you still have 

to pay for finance of the ship and crewing and so on. It is very costly and therefore does 

not offer a solution. The other thing that could be done is that ships could be shored as the 

large oil tankers were in the 70’s. But that is not going to happen either because now a 

days ships are often times owned by banks and they want to see a return on their 

investment.159  

Is it your understanding that your stakeholders e.g. shipping lines, terminal operators, 

and hinterland operators are happy with the level of investment in JadeWeserPort?  

Yes of course because we are the sister company of Jadeweser port GMBH which is also 

the port authorities and a sister company of the Niedersachsen port also known as Nport. 

Nport is the port authority of all the ports in lower Saxony. They are in charge of our port 

tariffs. We have the same managing director. What they have done to increase customers 

is to reduce the port tariffs by 50% for the first 5 years.160  

It is Eurogates job to get the port going and they were unable to do it by themselves and 

the JWP had to assist them in getting the cargo. But it is their understanding that the 

stakeholders were happy161.  
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Do you have a personal relationship with your customers and/or your suppliers? 

If yes do you formulate a common strategy in order to make JadeWeserPort more 

attractive vis a vis for example Hamburg port?  

There is a personal relationship with the stakeholders mainly Eurogate and we do 

formulate a common strategy that should attract more customers to the port.162 There is 

also some sort of partnership with the carriers. We are also working with the liners in 

order to better improve the port. Some times it work and sometimes it doesn’t. It is a 

personal business so it helps to form relationships with customers.163 Especially the 

Chinese are being told by their government to go west and invest money with either 

Costco or some other company. In the crisis we also saw better utilization of the dedicated 

terminals than we did with the common user terminals.164  

It seems to me that you don’t have a close relationship with the other ports in the area 

in order to mitigate the power that the new mega large carriers and alliances have. It 

seems that the power have been shifting from the ports to the mega carriers. 

Yes it used to be that we as a terminal operator, I say we because I was working at a 

terminal operator at that point. And yes you are right the situation have completely 

changed. You are also right that we have no ties with the port of Hamburg.165 They see us 

as a competitor and as an un-concrete danger for their business and they see us as a threat 

to the dredging of the Elbe.166 We don’t see ourselves in that role. We are a small port with 

an official troughput of 2,7 million TEU which at the moment only is 1,5 million TEU 

because we only have 8 gantry cranes. Inofficially I would say that we could maybe do up 

to 3,5 million. So we could never replace Hamburg.167 But we could do somethings with the 

port of Hamburg. I mean we could offer the large shipping lines alternatives that they 

cannot get from Hamburg at the moment. If Hamburg offers solely for Ocean Alliance. 

Then they have to make up their mind if they really want to call Hamburg. Because they 

might as well go to Rotterdam. Hamburg could handle some of their big vessels but never 

the full amount. But together with us we could make an offer to China Costco and say that 

regardless of the vessel that you operate we have berthing place for you.168  
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It seems that Hamburg is a bit stupid then? 

Hamburg is a bit old fashioned and traditional and self focused at the moment. And that 

shows in the troughput169. It takes some time but of course we also have a small marketing 

campaign that calls for more containers to Germany170. Once carriers start to skip Germany 

they never come back. And it does not help the logistics headquarters in Hamburg if all the 

containers are coming from Rotterdam. Because then nobody needs a headquarter in 

Hamburg. If they call JWP they could easily have their Headquarter in Hamburg and a 

satellite here. That is what we are trying to say. Hamburg will lose some boxes but we are 

not talking about a lot and we are not talking about big money. And of course you could 

also avoid a dredging of the river Elbe which officially costs 600 million Euro but unofficially 

will properly be closer to 800 million plus maintenance of 100 million annully that has to 

be paid by the taxpayers.171  

So you see the possibility for closer alliances with the port of Hamburg in the same 

manor that Copenhagen and Malmö has which allows for a more regional focus? 

Yes exactly. What Hamburg tries is to bring all three German container ports to handle the 

same things instead of focusing on the strength of each terminal. That is of course our 

strategy and we hope that they change their mind.172  

So if Hamburg doesn’t change their mind they actually might kill all of shipping in 

Germany? 

That could happen yes. That is something that the carriers are already discussing.  

So the carriers are talking about skipping Germany altogether and calling maybe Poland 

and Rotterdam? 

That is not something that comes from my mind but have been considered by the carriers 

because JWP is not fully considered and we don’t have the right hinterland connections.173 

That of course could happen together with Hamburg. But as it is carriers are looking at 

these ports and considering going to Rotterdam and servicing the port of Hamburg with 

small feeder vessels and for all the hinterland cargo they don’t have to call Hamburg 

because Rotterdam is good.174 So we would like to discuss with Hamburg how we can 
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make sure that the container throughput is at least the same in the future as it is now for 

Germany.175  

Also if they have to dredge the Elbe they will properly not be ready for the next 10 years 

or so right? 

Yes first of all that but also they have so many problems with sand coming back into the 

port of Hamburg and they cannot guarantee that the depth is at is should be. And with the 

dredging there will be flowing even more sand into the terminal.176  

It sounds like that the port of Hamburg’s days are over?  

You would not say so but there are people in Hamburg few at the moment but growing 

that says so. Most people however are still believing that everything is great. It is a good 

harbor and great harbor but it has bottlenecks and it will not work to pretend that 

everything is good.177  

Okay so maybe you can get some customers from that? 

Yes again we are trying to get Ocean Alliance and they have 6 six strings. We know that 

one will go directly to Gothenburg but the other 5 are open. Our idea is that we will get the 

biggest vessels and Hamburg will get the smaller vessels. And we believe that they will 

have to accept this. But of course they still have the other terminals. They have four 

terminals with a combined 4-6 berthing places for 400 m vessels but at least two of them 

are very difficult to use because the turning basin is very narrow and the cranes are not 

working well with the big ships. It is therefore we say that they will need help.178  

What kind of future do you envision for JWP? DO you see yourself as a gateway port or a 

transshipment port? 

The main focus and main volume will be transshipment. Based on 2,6 million TEU we 

expect that 1,6 million will be transshipment and the remaining 1 million will be going 

trough the freight village for the local guys or trough the hinterland services. I would 

suggest though that the transshipment part will be even higher.179  
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Do you also see that in the mid to long term future see that you will have bottlenecks as 

the other ports do? 

No take a look at the autobahn again. Lets keep it simple and say that we will have the 1 

million TEUs and that we will have 500.000 TEUs on trucks. 500.000 divided by 360 days 

means that we will have roughly 1400 trucks on the road each day and that causes no 

problems as we have 3 lanes going in and out. The same goes for the train. A full train 

means 80 teus. That means 20 trains per day and that causes no troubles. 180  

I think that was all. Thanks so much for your time 
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Jade Weser Port stage 2 coding: 

Red 

Port throughput JWP 

Less throughput in Hamburg and only talking about containers.  They saw a drop of around 

10% last year. 

The main focus and main volume will be transshipment. Based on 2,6 million TEU we 

expect that 1,6 million will be transshipment and the remaining 1 million will be going 

trough the freight village for the local guys or trough the hinterland services. I would 

suggest though that the transshipment part will be even higher. 

TEUs 

Some say so. Drops in volume makes the larger ships economically unfeasible. The cargo is 

not longer present so the newly ordered ships (around 21.000 TEUs) is the largest that we 

will see. However some people are seeing the 8-10.000 ships as the ideal size as they 

doesn’t facilitate as much in fighting. You need to have lets say 70-80% cargo to run it 

economically. We have seen some ridiculous rates in the past months. 

Last year we handled roughly 500.000 TEUs. The only port that is growing is Antwerp but 

we are growing and we are on track. 

Expectations  

Put it this way we opened in 2012 in an environment where nobody needed a new 

container terminal because we were based on studies and expectations that were done in 

2001-2002. 

JWP is a port built for the future as there are now only 19 mega large vessels and there are 

211 in the order books. Every single vessel of this type causes trouble at the existing 

terminals with depth of the water or tide and there are restrictions with the passing areas 

where ships must pass each other. In the Elbe for example the width is 90 meters and the 
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width of the large ships are over 50 meters so obviously they cannot pass each other and 

one or the other will have to wait for the other to pass. There is also problems with the 

gantry cranes becoming too small as they cannot reach the last rows of containers 

onboard the large ships and not only that the reach is not far enough the cranes are also 

too short in height. 

Loss of volume 

So we started in an situation with a lot of overcapacity and in addition we see that the 

carriers are going to Poland and Gothenburg with their triple e vessels which causes less 

transshipment volumes in the traditional ports. So that is where we started and nobody 

needed a new port. In the first two years we hardly saw any containers here. 

The numbers for this year is not ready yet but we expect to see Bremerhaven, Rotterdam 

and Hamburg decreasing. 

Capacity 

It would of course help the market a lot if some of the players left so that the capacity 

would go down again. 

The process started in 2000, in those days the ports where running out of capacity. The 

government with help from Mckinsey started making a study for a new additional port, to 

help the already struggling ports overcome the situation. The study revolved around to 

locations which were Cuxhaven and Willhemshaven. 

They saw JWP as an opportunity to get more berthing places. When the financial crisis 

came the construction work had already been started and since then the entire market 

changed. Nowadays of course nobody would have done it again. 

Actually we are considering expanding the port into JWP 2 which somebody thinks is mad 

but we know that from when we start the process it will take at least 10 years before the 
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port is ready. So when we see 1 million TEUs annually here we will maybe start 

constructing this new port. 

No they have reached the economical speed at least that’s what I have heard. But I don’t 

think they will slow down further. They are already scrapping fairly new ships in order to 

reduce capacity. What we do see is that a lot of vessels are lying and waiting for work in 

the South China sea. 

No take a look at the autobahn again. Lets keep it simple and say that we will have the 1 

million TEUs and that we will have 500.000 TEUs on trucks. 500.000 divided by 360 days 

means that we will have roughly 1400 trucks on the road each day and that causes no 

problems as we have 3 lanes going in and out. The same goes for the train. A full train 

means 80 teus. That means 20 trains per day and that causes no troubles. 

Yellow 

JWP 

Bottleneck 

Unlikely to look better as the difficult conditions such as  the nautical conditions and too 

few and too small gantry cranes and also the bridges is not tall enough to pass the bridges 

of the Hamburg port. There have been discussions about dredging the river Elbe since 

2001 and has thus been an ongoing issue for the past 15 years. We expect a verdict next 

year and they might start dredging the Elbe then. But it will be difficult because as I 

mentioned they started discussions some 15 years ago but the ships have grown larger by 

then and now 21.000 vessels have been ordered. I guess that’s the limit. 

Slow growth  

A lot of the big players are not performing well and the containerization is now sitting at 

around 90% or so and it does not look ready to make any big changes 

Well Africa is not growing that much and have not been for the past 20 years or so 
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Opportunity for JWP 

Yes that is correct and they had an accident that one of the outriggers broke and crashed 

into the vessel. It is however the same type of crane that many other port also use 

including us. In Bremerhaven they say that they have cracks in the outriggers in 10 cranes. 

The terminal operator says they will be back online in October but the client which is 

Maersk say that they will never be operational again. 

Hamburg is also having some troubles with their outriggers. 

So trains are our week point but the electrification is happening. There are no connections 

to the southern parts of Germany on a daily basis. There are however 15 companies that 

are ready to start running daily services to the southern parts of Germany. Transfracht is 

starting to conduct feeder operations into Maschen in order to construct block trains for 

Southern parts of Germany they will commence in 2017 and will run 2-4 times a week. JWP 

could have a good hinterland connection but right now there is not enough volume. We 

are also working on projects that allow us to better serve the Netherlands and so. Right 

now we don’t have a good hinterland connection but we could have if volumes grow 

enough. 

Honestly spoken of course the ships never come fully loaded because they also call other 

ports such as Rotterdam. 

Also if there is strong winds (5 beaufort) ships are not allowed to enter the Elbe. That is the 

reason we are the port of the future, as we have none of these issues. Nor do we have 

issues with the turning basins. Ships can turn around while other ships are passing in JWP. 

We don’t see ourselves in that role. We are a small port with an official troughput of 2,7 

million TEU which at the moment only is 1,5 million TEU because we only have 8 gantry 

cranes. Inofficially I would say that we could maybe do up to 3,5 million. So we could never 

replace Hamburg. 
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Yes first of all that but also they have so many problems with sand coming back into the 

port of Hamburg and they cannot guarantee that the depth is at is should be. And with the 

dredging there will be flowing even more sand into the terminal. 

Making money 

Well tell me who still has money to invest. I mean this is one of the reminaing business 

were we can still make money. Even Eurogate is making money. Of course in JWP they are 

currently loosing some money but overall they are doing well. 

Challenges for JWP 

Hamburg left the group and wanted to modernize and develop their port with a new 

terminal so they could handle the capacity. Bremerhaven remained in the group as they 

are already fully developed and can therefore no longer be developed. 

Of course and they are already doing it. But not only the east but also the south is 

becoming stronger. The Mediterranean ports are becoming better at attracting cargo that 

is bound for the middle of Europe. Right now we only see polish ports as a competitor in 

the Baltic sea. We also see Rotterdam and Antwerp concentrating more on the middle and 

south of Europe even though it is not a perfect hinterland for them. So we are also in 

competition with the med ports for cargos to and from the southern parts of Germany. 

It was our wish that the electrification process had been done by the time that we opened. 

That was not the case. That means in the moment we have diesel service from Oldenburg 

to the port. That is 60 km with diesel which is an extra cost. It is not that big of a cost at the 

moment because diesel is cheap. 

Honestly spoken of course the ships never come fully loaded because they also call other 

ports such as Rotterdam. 

They see us as a competitor and as an un-concrete danger for their business and they see 

us as a threat to the dredging of the Elbe. 
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Once carriers start to skip Germany they never come back. And it does not help the 

logistics headquarters in Hamburg if all the containers are coming from Rotterdam. 

Because then nobody needs a headquarter in Hamburg. If they call JWP they could easily 

have their Headquarter in Hamburg and a satellite here. That is what we are trying to say. 

Hamburg will lose some boxes but we are not talking about a lot and we are not talking 

about big money. And of course you could also avoid a dredging of the river Elbe which 

officially costs 600 million Euro but unofficially will properly be closer to 800 million plus 

maintenance of 100 million annully that has to be paid by the taxpayers. 

That of course could happen together with Hamburg. But as it is carriers are looking at 

these ports and considering going to Rotterdam and servicing the port of Hamburg with 

small feeder vessels and for all the hinterland cargo they don’t have to call Hamburg 

because Rotterdam is good. 

Independent port 

We are an independent port, which means that every body is able to use the port on equal 

terms. The port can be used by every body and should be used by everybody 

JWP is not a dedicated terminal, which means that we are free to offer service to anyone. 

Could be used by anyone and should be used by anyone. It could be used as a common 

train port 

Purple 

JWP 

Mergers  

Well no it looks like Hyundai is heading into the 2M alliance on the container traffic. It 

looks like they have a large share in the trans pacific market and not every one believes it. 

It is an ongoing story that carriers are fighting each other but they don’t go bankrupt. 
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Project development 

So what we do is a bit complicated. The initial company that drew up the plan and 

constructed the port is the Jade Weser Port Realizirungs GMBH. This company here is 

owned by the city of Bremen and the government of lower Saxony and it is more or less 

50/50. They are the port authorities and are responsible for setting the rates on so on. We 

also have a company here with a very short name it is container terminal Wilhelmshaven 

jadeweser port marketing GMBH. This is the company that I am in charge of and we are 

the landlords of the port which means that we own everything within the port and we are 

also owned only by Lower Saxony. So Bremen is not involved in this area even though they 

are involved in the port authorities. So we are purely in charge as a marketing team to 

improve the overall situation for the port. Our big boss is the minister for economics and 

foreign affairs in lower Saxony. 

These studies is also still the backbone of port development in Hamburg which describes a 

scenario where Hamburg will have a troughput of 27 million TEUs in 2025 and the same 

situation were designed for many other ports. So it is a though situation right now. 

It has been very difficult to get truckers to come into the freight village and that meant 

that it was very difficult to get empty containers for the clients. 

It was clear for JWP that they didn’t want a dedicated terminal because the decision was 

made under different circumstances and Eurogate where expecting a much larger 

troughput. In hindsight it might have been easier with a dedicated terminal 

Port governance 

Our company is in charge of the entire area and then we have leased out the water area to 

Eurogate that is a joint venture between APMT and Eurogate where Eurogate owns 70% of 

the shares. SO now our job is to find companies to enter into the freight village. We have 

one big company that have settled down here. If you have read the newspapers you will 

have read about Nordfrost. 
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We only prepared the infrastructure such as the quay and the cantry cranes is owned 

100% by the terminal operators. 

Yes realistically spoken it is their job to get the port running because we are just the 

landlords. We just give them the land. It can only work if they do their job 

Yes of course because we are the sister company of Jadeweser port GMBH which is also 

the port authorities and a sister company of the Niedersachsen port also known as Nport. 

Nport is the port authority of all the ports in lower Saxony. They are in charge of our port 

tariffs. We have the same managing director. What they have done to increase customers 

is to reduce the port tariffs by 50% for the first 5 years 

Gantry cranes 

However the European manufactures are currently not in the market so they will have to 

start from scratch. There is no competitor that can handle the large orders in the field. The 

competitors are only prepared to build small orders. 

But it might be too late if they wait until the need actually does arrive because there is a 

two-year delivery time on the cranes. But the hourly container throughput is very fast so 

we should be good. We have a lot of tracks around the gantry crane which means that the 

crane will never be the bottleneck because we will be able to run a lot of straddle carriers. 

Core competencies:  

But we don’t want to invest in cranes  because then we risk becoming a terminal operator 

and we don’t want to do that. We only want to be the landlord. 

Subsidiaries: 

Based on past experience carriers does not go bankruptcy because the government or 

large banks that are too big to fail usually support the big carriers and bail them out in 

times of recession. Just look at Hapag-Llyod in 2009 where the city of Hamburg stopped it 
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from being sold to APM or take a look at CMA CGM the French guys where the French 

government stepped in to help them. 

Rotterdam has started a program to subsidize hinterland operations by rail which is not 

legal. However, Rotterdam does not care and continues to subsidize rails. However other 

ports are complaining that this subsidy gives unfair advantages to the port of Rotterdam. 

Blue 

JWP 

Port size 

The area is a total of 300 hectares. Which is not a huge port. Take for instance Rotterdam 

with waterways and so on they have a total of 12.000 hectares. 

With JWP 1-3 the port will be around 1000 hectares. There is a lot of possibility to expand 

the port in the long run. 

Deepsea port 

First of all we are a deep sea port and have no problem with the large ships. Should they 

come as 50.000 TEUs I would not care. 

Expanding infrastructure 

That was a lesson that they needed to learn and they are not complaining anymore. Now he is building a 

warehouse for deep frozen cargo where he is still the market leader and that makes sense. So we have an 

area for deep frozen cargo, temperature controlled cargo and general cargo.The gantry crane is 

however fast as there is a lot of tracks that allows for rapid removal of containers. There is 

still some investment left and of course we do understand that Eurogate does not want to 

invest before the need to do so arises. 
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Faulty infrastructure 

It is not a funny situation for any of us as we all use the same cranes. And of course in the 

beginning we were happy because they were cheaper then the European alternatives but 

now they are proving faulty. 

We will see what the future will bring and of course the gantry crane company are working 

hard to resolve this problem and they also have a team here working with our cranes even 

though they are much newer. 

Good infrastructure 

JWP is more or less the best connected port to the motorway. There are no bottlenecks 

such as traffic lights or bridges and so on. The connection to Düsseldorf is very fast 

compared to other ports. 

There are now two truckers in the freight village and that has bettered the situation 

somewhat. It means that we now can do what every other ports is doing which is pick up 

an empty container within the port and then bring it to the shipper. The shipper then does 

with the container as he pleases and we then pick up the container and put it on a ship.  

However this is not known widely. JWP is weak on hinterland by train. 

We have 16 tracks off block length which means that we can have up to 16 trains being 

served at any given moment. 

Infrastructure improvements 

Shunting however still needs to be done with diesel trains and that is the same everywhere 

else. We are working on getting the track electrified but it is not done by us but by DB and 

they promised us that they will be finalized by 2020 which will not work because it is only 

three years time. But the project is financed. 
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Brown 

JWP 

Annoyed stakeholders: 

Yeah he wasn’t very happy. But anyways he is building up logistic networks for tempreture 

controlled fruit. But the question is are we the right port for this? 

He is at the moment the only large player yes. Of course his complaints was of no 

marketing help to us. 

Dangerous workplace 

Also how do you explain to people that they need to go do work with faulty and dangerous 

cranes? As the manager you are the responsible person and with another accident it will 

not only be your carrer that is over. 

Conflicts 

Yes of course they caused this problem themselves because none of them stops ordering 

large vessels even though it was clear that they were heading towards over capacity. And 

there are many of these large vessels entering service in the foreseeable future. Then I 

guess we might have reached the limit. 

There have been some problems with Eurogate and us in the past. These have now been 

resolved. 

We do also have some troubles with the citizens of Oldenburg. They are unhappy with the 

prospect of running a lot of freight trains in the near future. There have been received 

some 6000 complaints and they are now being processed. The citizens of Oldenburg are 

trying to get a track that bypasses the city entirely but that will not happen because if we 

start these discussion we will not have a track before 2050 and some things are simply not 

possible anymore because somebody will oppose it or there might be some animals living 
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there or something. Hinterland connection projects are also being hampered by wildlife 

preservation efforts. 

Hamburg is a bit old fashioned and traditional and self focused at the moment. And that 

shows in the troughput. 

Partnerships: 

And the companies are free to formulate and make decisions on their own. However 

because there is a good relationship between Jadeweser and Eurogate we are able to help 

make decisions together. Jadeweser port also now works as a marketing group to get the 

companies to settle down at Jadeweser. 

We realized in the early stages that did not work well so we changed it a little and are also 

helping to attract more cargo. But it is purely not our job because we will not gain more 

cargo in the mid to long-term if the clients does not see JWP as an attractive port. 

At the moment Eurogate is the terminal operator and will be as we have signed a long 

term contract with them. They could of course sell some shares to other companies but 

they will have to ask for our permission before they should do so. 

For this new port a new tender will be issued and of course we would like to see one of the 

big international players such as PSA because if we have Eurogate again we will still 

struggle to attract the other liners. That might be easier with another terminal operator. 

For JWP 2 a dedicated terminal might be considered. A dedicated terminal is a lot easier to 

finance. When we are all retired JWP might even consider JWP 3. 

There is a personal relationship with the stakeholders mainly Eurogate and we do 

formulate a common strategy that should attract more customers to the port. 

Especially the Chinese are being told by their government to go west and invest money 

with either Costco or some other company. In the crisis we also saw better utilization of 

the dedicated terminals than we did with the common user terminals. 
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Yes it used to be that we as a terminal operator, I say we because I was working at a 

terminal operator at that point. And yes you are right the situation have completely 

changed. You are also right that we have no ties with the port of Hamburg. 

Yes exactly. What Hamburg tries is to bring all three German container ports to handle the 

same things instead of focusing on the strength of each terminal. That is of course our 

strategy and we hope that they change their mind. 

So we would like to discuss with Hamburg how we can make sure that the container 

throughput is at least the same in the future as it is now for Germany. 

Yes again we are trying to get Ocean Alliance and they have 6 six strings. We know that 

one will go directly to Gothenburg but the other 5 are open. Our idea is that we will get the 

biggest vessels and Hamburg will get the smaller vessels. And we believe that they will 

have to accept this. But of course they still have the other terminals. They have four 

terminals with a combined 4-6 berthing places for 400 m vessels but at least two of them 

are very difficult to use because the turning basin is very narrow and the cranes are not 

working well with the big ships. It is therefore we say that they will need help. 

Carrier alliances 

By next year all of the carrier alliances will have changed and next year there will only be 

three different alliances. This means that there will only be three possibilities for us. We 

are right now working with Ocean alliance and 2M are already here. The alliance will not 

come because Hapag-Lloyd refuses to come. So we are working together with Eurogate to 

attract more shipping lines. Eurogate could work on the terminal conditions and we could 

work on the port conditions 

There is also some sort of partnership with the carriers. We are also working with the 

liners in order to better improve the port. Some times it work and sometimes it doesn’t. It 

is a personal business so it helps to form relationships with customers. 
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Marketing 

We organized a field trip together with Eurogate where we invited our customers and 

friends on a train ride from Bremen to JWP where we instructed everybody to look out of 

the window and tell us when the second track disappears. 

It is Eurogates job to get the port going and they were unable to do it by themselves and 

the JWP had to assist them in getting the cargo. But it is their understanding that the 

stakeholders were happy 

It takes some time but of course we also have a small marketing campaign that calls for 

more containers to Germany 

Unfulfilled potential: 

JWP port authorities don’t want to sell the land and only grants leases because we don’t 

want discotheques in the port area for instance. We are only somewhat satisfied with the 

level of investment as there is only eight cranes but there is room for 16 so obviously I 

would be happy if they built the other 8 cranes. The same goes for the trains where there 

are only 3 cranes and there is room for 5 

But we could do somethings with the port of Hamburg. I mean we could offer the large 

shipping lines alternatives that they cannot get from Hamburg at the moment. If Hamburg 

offers solely for Ocean Alliance. Then they have to make up their mind if they really want 

to call Hamburg. Because they might as well go to Rotterdam. Hamburg could handle some 

of their big vessels but never the full amount. But together with us we could make an offer 

to China Costco and say that regardless of the vessel that you operate we have berthing 

place for you 

Investments 

The investment on our side is almost done and I am also satisfied with the level of 

investment by Nordfrost. 
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Grey 

JWP 

Fruit business 

But do we really have trade to Israel or the Middle east where all the fruits and vegetables 

is coming from. Our focus is on the Asia business and there is no fruit coming from there. 

The next point is that with fruits they needs to be in the store by the next day. So wouldn’t 

it make more sense to have the operations closer to market? It makes no sense. 

Navy Blue 

JWP 

Rumor 

There is also a rumor in the market that there is only a single-track connection from JWP to 

Oldenburg this is however not the case. 

It is very simple marketing and of course nobody told us that the track disappeared. We 

did it two times but the rumors persist. 

That is not something that comes from my mind but have been considered by the carriers 

because JWP is not fully considered and we don’t have the right hinterland connections. 

You would not say so but there are people in Hamburg few at the moment but growing 

that says so. Most people however are still believing that everything is great. It is a good 

harbor and great harbor but it has bottlenecks and it will not work to pretend that 

everything is good. 
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Green 

JWP 

Vessels 

It is not a very good solution to the problem because you still have to pay for finance of the 

ship and crewing and so on. It is very costly and therefore does not offer a solution. The 

other thing that could be done is that ships could be shored as the large oil tankers were in 

the 70’s. But that is not going to happen either because now a days ships are often times 

owned by banks and they want to see a return on their investment. 
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Appendix 2 – Interview with DB Schenker and Coded interviews: 

Raw interview: 
How do DB decide whom to do business with?  
 
On the carrier side there is an internal rating that is decided by the German Headquarters. 

It is a mixture of transit time between transit time and price. Basically supply and demand. 

For a majority of the customers cost is most important. 95% of the time DB goes for the 

courier with the lowest price since the customer as mentioned wants it cheap.181 

What kind of influence can you exercise on day-to-day operations in the ports you are 

operating within? 

As such there is no direct influence since we only deal with liners and we impact ports 

trough them. Contingency planning on case by case is the key. Carriers are relied upon to 

solve issues. There is no really influence on the port from DB side, since they only call the 

carriers.182  

Do you have a personal relationship with your customers and/or your suppliers? 
 
Yes there are many personal relationships. There is a lot of business meeting as client calls. 

There are different types of segments and these different customers have different needs. 

The personal relationships are important. Each client has different needs and some clients 

care less than others as they have a very strict business relationship and they don’t require 

any meetings. On the other hand there are some very demanding clients that wants 

meetings on a monthly basis. These relationships provide a lot of long term benefits. If a 

spot price is needed DB relies on the liners that they have good relations with. It is 

important to have personal relationships since the customer can be very complex at 

times.183  

What where the considerations behind the decision to not start operations in JWP? 
 
It could in theory if the service level is not very sufficient and not very stable in a given 

port. The service of a carrier is highly dependent on that. In addition, the cost level is very 

important as many customers are depending on these, the price of JWP would be a 

consideration. Operational difficulties can really damage the relationship with a carrier, 

and in some cases, if the port has some difficulties with handling freight DB would contact 

another carriers, even though they have a long relationship. Therefore, DB might not want 
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to go to JWP even if there were strong relationships with a carrier. From a forwarding 

perspective.184  

Do you think that some liners might be more inclined to call if there was a dedicated 
terminal in JWP? 
 

They would most likely. It is unlikely that carriers would not use their own terminals if they 

live up to the standards. In a close relationship, some of the companies might want to 

invest heavily in one area, this might be a dedicated terminal, DB would properly not help 

to invest. It is a big investment so it is a management decision. However, why would a 

NVOCC do this. However, it might not affect the rating offered by the German HQ. From a 

NVOCC there might not be any benefits.185 

What are your feelings about the mega large vessels? 
 
Pragmatically it does not matter what we feel. They are there and everybody will need to 

comply. It could be a short-term issue, but the port operators began to develop their 

infrastructure when they heard that the mega large vessels were build.186 There is a cost 

gain, but it might also as mentioned be a short term issue until everyone has sorted the 

logistical part out.  It is also a political decision as there will be a need for new roads and 

such to ease the congestion.187 The ships are more or less a shuttle bus and we jump on it. 

It does not matter on a day to day basis. The cost of trade will be driven by the capacity of 

the shipping lines. The market has decreased meaning the market came down and the 

trend now is upward. The carriers have to adjust the rates and are trying to do so. 

However, they have been doing so for a while and have been failing. DB does not make a 

higher profit based on the prices of the carriers. There are so many competitors and 

everybody is competing for the same business. It is a race to the bottom.188  
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If the hinterland connections out of Jade Weser Port improved would you then be more 
inclined to invest in JWP? 
 
Maybe if JWP has a good reputation, and is not a highly congested port. Another important 

factor for DB is customers. It will not make sense to call a port with no customers.189 

What do you think about the idea of a joint venture between Hamburg and JWP?  

If they cannot make it on their own and legislation allows for it then maybe it might 

increase their survival. From a logistical point of view, we cannot see why they should not. 

If they are redirecting cargo, it is still unlikely that the carriers will pick up the bill. It 

depends on how they interlink. If it is bad for business that there is congestion, they should 

interlink. From a competition view, it might be stupid. It is also a questions of operations, if 

a client close to JWP port will get his cargo transported to Hamburg, he might get a higher 

cost towards the longer shipping. It is a question of interlinking, especially when there is 

congestions.190  

What could JWP do to become more attractive to you? 

Not really. There are no contacts and investments in the ports. They do not care.  

What role do you foresee JWP to play in the future?  
 
If they can sustain their investments and have something to offer in a congested market 

and can steal capacity from other ports there is no reason why they should not be 

competitive. It also comes down to their reputation they get. Is the infrastructure sufficient 

also, when it comes to skilled labor.191  

If the customer insists where they want to go. The port is secondary and the carrier is the 

primary entry point. The client can then get some guidance from DB. The port is secondary, 

and the liner service has the priority.192 

Reddernes trade. Der sidder nogle trade managers og tger sig det hele I den retning. De her managers kan 

så have power til at influere de her havne og hvilken vej godset flyder. DB bestemmer ikke hvilken vej 

godset kommer igennem. Hvis kunderne indleverer steder hvor skibene ikke sejler skal kunden selv betale 

for at redderiet flytter godset rundt på de container. De uforudsete ting der sker er også en styrke for JWP. 

DB er en NVOCC mens BCO (store kunder såsom Jysk sengetøj, COOp og dansk supermarked) kunder måske 

kan influere redderierne. De store skibe vender nede på kontinetet og der kommer ikke så meget feeder 

trafik til Kattegat havne og østersø havne. Hvor hurtigt kan skibene vende er vigtigt for redderierne. 

Redderierne vil måske endda finde at DB overskrider deres grænser ved at gå direkte til havnen.  

                                                           
189 Choice criteria for ports and carriers 
190 Partnerships 
191 Opportunity for JWP 
192 Choice criteria for ports and carriers 



166 
 

 

Få fat I et rigtigt firma og snak med om deres logistic kæde. Det er jo kundernes varer og de investerer I det 

så de har styr på deres forsyningskæde.  

Investment har noget at gøre med risiko da det er rigtigt mange penge. Hvis man gradbøjer begrebet 

investering lidt kan det være man kan se på de personlige relationer også. For finansielle investeringer er 

ikke sandsynligt.  

Kvalitet frem for pris kan også være en ting og implementering kan også tage tid og koste penge. Alle de 

små firmaer har også altid en agenda og de køber ikke altid efter den billigste pris.  

DB kunne godt være en interessent med en given kunde I et samarbejde med havnen.  

Scangroup er et eksempel på at man ikke kan forfordele på plads. Man kan ikke forfordele hvis andre bliver 

pissesure og man kan skabe en masse problemer for sig selv.  

Lars Sinnerup.  

DB Schenker stage 1 coding.  
How do DB decide whom to do business with?  
 
On the carrier side there is an internal rating that is decided by the German Headquarters. 

It is a mixture of transit time between transit time and price. Basically supply and demand. 

For a majority of the customers cost is most important. 95% of the time DB goes for the 

courier with the lowest price since the customer as mentioned wants it cheap.193 

What kind of influence can you exercise on day-to-day operations in the ports you are 
operating within? 
 
As such there is no direct influence since we only deal with liners and we impact ports 

trough them. Contingency planning on case by case is the key. Carriers are relied upon to 

solve issues. There is no really influence on the port from DB side, since they only call the 

carriers.194 

Do you have a personal relationship with your customers and/or your suppliers? 
 
Yes there are many personal relationships. There is a lot of business meeting as client calls. 

There are different types of segments and these different customers have different needs. 

The personal relationships are important. Each client has different needs and some clients 

care less than others as they have a very strict business relationship and they don’t require 

any meetings. On the other hand there are some very demanding clients that wants 

meetings on a monthly basis. These relationships provide a lot of long term benefits. If a 

spot price is needed DB relies on the liners that they have good relations with. It is 
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important to have personal relationships since the customer can be very complex at 

times.195  

What where the considerations behind the decision to not start operations in JWP? 
 

It could in theory if the service level is not very sufficient and not very stable in a given 

port. The service of a carrier is highly dependent on that. In addition, the cost level is very 

important as many customers are depending on these, the price of JWP would be a 

consideration. Operational difficulties can really damage the relationship with a carrier, 

and in some cases, if the port has some difficulties with handling freight DB would contact 

another carriers, even though they have a long relationship. Therefore, DB might not want 

to go to JWP even if there were strong relationships with a carrier. From a forwarding 

perspective.196  

Do you think that some liners might be more inclined to call if there was a dedicated 
terminal in JWP? 
 

They would most likely. It is unlikely that carriers would not use their own terminals if they 

live up to the standards. In a close relationship, some of the companies might want to 

invest heavily in one area, this might be a dedicated terminal, DB would properly not help 

to invest. It is a big investment so it is a management decision. However, why would a 

NVOCC do this. However, it might not affect the rating offered by the German HQ. From a 

NVOCC there might not be any benefits.197  

What are your feelings about the mega large vessels? 
 
Pragmatically it does not matter what we feel. They are there and everybody will need to 

comply. It could be a short-term issue, but the port operators began to develop their 

infrastructure when they heard that the mega large vessels were build.198 There is a cost 

gain, but it might also as mentioned be a short term issue until everyone has sorted the 

logistical part out.  It is also a political decision as there will be a need for new roads and 

such to ease the congestion.199 The ships are more or less a shuttle bus and we jump on it. 

It does not matter on a day to day basis. The cost of trade will be driven by the capacity of 

the shipping lines. The market has decreased meaning the market came down and the 

trend now is upward. The carriers have to adjust the rates and are trying to do so. 
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However, they have been doing so for a while and have been failing. DB does not make a 

higher profit based on the prices of the carriers. There are so many competitors and 

everybody is competing for the same business. It is a race to the bottom.200 

If the hinterland connections out of Jade Weser Port improved would you then be more 
inclined to invest in JWP? 

 

Maybe if JWP has a good reputation, and is not a highly congested port. Another important 

factor for DB is customers. It will not make sense to call a port with no customers.201 

What do you think about the idea of a joint venture between Hamburg and JWP?  
 

If they cannot make it on their own and legislation allows for it then maybe it might 

increase their survival. From a logistical point of view, we cannot see why they should not. 

If they are redirecting cargo, it is still unlikely that the carriers will pick up the bill. It 

depends on how they interlink. If it is bad for business that there is congestion, they should 

interlink. From a competition view, it might be stupid. It is also a questions of operations, if 

a client close to JWP port will get his cargo transported to Hamburg, he might get a higher 

cost towards the longer shipping. It is a question of interlinking, especially when there is 

congestions.202  

What could JWP do to become more attractive to you? 
 
Not really. There are no contacts and investments in the ports. They do not care.  

What role do you foresee JWP to play in the future?  
 
If they can sustain their investments and have something to offer in a congested market 

and can steal capacity from other ports there is no reason why they should not be 

competitive. It also comes down to their reputation they get. Is the infrastructure sufficient 

also, when it comes to skilled labor.203  

 

If the customer insists where they want to go. The port is secondary and the carrier is the 

primary entry point. The client can then get some guidance from DB. The port is secondary, 

and the liner service has the priority.204 
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DB Schenker stage 2 coding. 

Grey – Customers 

Choice criteria for ports and carriers: 

On the carrier side there is an internal rating that is decided by the German Headquarters. 

It is a mixture of transit time between transit time and price. Basically supply and demand. 

For a majority of the customers cost is most important. 95% of the time DB goes for the 

courier with the lowest price since the customer as mentioned wants it cheap. 

Maybe if JWP has a good reputation, and is not a highly congested port. Another important 

factor for DB is customers. It will not make sense to call a port with no customers. 

If the customer insists where they want to go. The port is secondary and the carrier is the 

primary entry point. The client can then get some guidance from DB. The port is secondary, 

and the liner service has the priority. 

Brown – Relations 

Partnerships: 

As such there is no direct influence since we only deal with liners and we impact ports 

trough them. Contingency planning on case by case is the key. Carriers are relied upon to 

solve issues. There is no really influence on the port from DB side, since they only call the 

carriers. 

Yes there are many personal relationships. There is a lot of business meeting as client calls. 

There are different types of segments and these different customers have different needs. 

The personal relationships are important. Each client has different needs and some clients 

care less than others as they have a very strict business relationship and they don’t require 

any meetings. On the other hand there are some very demanding clients that wants 

meetings on a monthly basis. These relationships provide a lot of long term benefits. If a 

spot price is needed DB relies on the liners that they have good relations with. It is 

important to have personal relationships since the customer can be very complex at times. 

They would most likely. It is unlikely that carriers would not use their own terminals if they 

live up to the standards. In a close relationship, some of the companies might want to 

invest heavily in one area, this might be a dedicated terminal, DB would properly not help 

to invest. It is a big investment so it is a management decision. However, why would a 

NVOCC do this. However, it might not affect the rating offered by the German HQ. From a 

NVOCC there might not be any benefits. 

If they cannot make it on their own and legislation allows for it then maybe it might 

increase their survival. From a logistical point of view, we cannot see why they should not. 
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If they are redirecting cargo, it is still unlikely that the carriers will pick up the bill. It 

depends on how they interlink. If it is bad for business that there is congestion, they should 

interlink. From a competition view, it might be stupid. It is also a questions of operations, if 

a client close to JWP port will get his cargo transported to Hamburg, he might get a higher 

cost towards the longer shipping. It is a question of interlinking, especially when there is 

congestions. 

Purple – Operational Management 

Port Governance: 

It could in theory if the service level is not very sufficient and not very stable in a given 

port. The service of a carrier is highly dependent on that. In addition, the cost level is very 

important as many customers are depending on these, the price of JWP would be a 

consideration. Operational difficulties can really damage the relationship with a carrier, 

and in some cases, if the port has some difficulties with handling freight DB would contact 

another carriers, even though they have a long relationship. Therefore, DB might not want 

to go to JWP even if there were strong relationships with a carrier. From a forwarding 

perspective. 

Orange – Competitiveness 

Opportunity for JWP 

Pragmatically it does not matter what we feel. They are there and everybody will need to 

comply. It could be a short-term issue, but the port operators began to develop their 

infrastructure when they heard that the mega large vessels were build. 

If they can sustain their investments and have something to offer in a congested market 

and can steal capacity from other ports there is no reason why they should not be 

competitive. It also comes down to their reputation they get. Is the infrastructure sufficient 

also, when it comes to skilled labor. 

Blue - Super- and Infrastructure / Hinterland  

Infrastructure improvement 

There is a cost gain, but it might also as mentioned be a short term issue until everyone 

has sorted the logistical part out.  It is also a political decision as there will be a need for 

new roads and such to ease the congestion. 

 

Red – Capacity 

Capacity 
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The ships are more or less a shuttle bus and we jump on it. It does not matter on a day to 

day basis. The cost of trade will be driven by the capacity of the shipping lines. The market 

has decreased meaning the market came down and the trend now is upward. The carriers 

have to adjust the rates and are trying to do so. However, they have been doing so for a 

while and have been failing. DB does not make a higher profit based on the prices of the 

carriers. There are so many competitors and everybody is competing for the same 

business. It is a race to the bottom. 
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Appendix 3 - Interview Eurogate and coded interview. 

Raw interview 
Why did you decide to include JWP in your network now that you already serve other 

ports in the Le Havre range? 

It was a question of widening the network and growing the capacity. The shipping lines 

require a west port such as Rotterdam or Antwerp and they require a German port 

because some of the connections into the European hinterland is better from Germany. 

Besides, we were running out of capacity in Bremerhaven and Hamburg and that is why we 

saw Wilhelmshaven as a good opportunity to increase capacity and make sure that we 

have the right capacity and as ships are growing it becomes increasingly important to be 

able to cater for the big vessels.205  

Is it important to you that you are the only Terminal Operating Company in JWP?  

Not really. It is more important that we get the port going. More liners and terminal 

operators would help in that respect. Since we are the only one here we have to do 

everything ourselves. Of course, we are happy at the moment that we don’t have other 

competitors within the port but we don’t really see it that way as we see the other ports as 

competitors as well. 206 

Could you elaborate a little on what it means to get the port going? 

Globalization and containerization has dominated the market in the past decades. 

Globalization means that the world have become smaller meaning we do not buy locally to 

the same extent anymore. We procure globally and then ship everything around the world 

three times and then again for recycling. That has led to a drastic growth in container 

volumes. That is pretty much done. Globalization is done and the world is not growing in 

that direction anymore. We are focusing more on near shoring and automatization. We 

have now celebrated 50 years of containerization in Germany and I would argue that if 

stuff is not already in containers it is because it will not fit into containers. We have all 

kinds of stuff in containers and if you can transport it in containers, we are doing it now. 

That has of course led to increases in container traffic207. If you look at the last decades, we 

have had 10% growth every year up until the financial crisis in 2008. Since then we have 

had 0%growth. The market is very different. It used to be that liners went were capacity 

was appearing and now they do not need to move anymore. They do not need additional 

capacity because they are not growing anymore. That means if you are a new Terminal 

Operating Company and are opening up in a new port, as we are that means selling of your 
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product have become more difficult because as a liner you do not have to move anymore 

and only do it if you want to move. It does not help the situation that the shipping lines are 

suffering tremendously. All the big shipping lines are bleeding hard and are forming new 

alliances every two years and they get subsidies208. Before they can consider changing to a 

new port in Germany, they have bigger issues. They are fighting for their survival. We went 

live in 2012 and last year we finally had our commercial breakthrough. We have had talks 

with many of the big liners but the Chinese stopped some alliances. Therefore, we had to 

look for other business partners and that finally happened when we got 2M here. 

Therefore, last year we went from doing nothing to doing nearly 500.000 TEUs and things 

are looking to improve over this year209. However, we still have too little competition 

meaning we only serve two shipping lines in the port. Therefore, the end customer wants 

to ship from Wilhelmshaven and he cannot find his preferred shipping line, he will go 

somewhere else. That is what I mean by getting the port going. We have gotten the port 

going but we need to have a bigger spread of customers that we serve and markets we 

serve210. 

You mentioned that the alliances are shifting somewhat and new ones are forming. Does 

that present new challenges for you?  

Yes every change is interesting. With every change you can win some and lose some. This 

time around 2M is not changing and those are the guys that we are doing business with. 

But the other alliances are changing and that present an opportunity. Right now we have 

four alliances that control nearly 80% of the market and mid next year we will have only 

three alliances controlling the same size of the market. That means the alliances are 

getting bigger which means that they need more capacity if they are to stay in the same 

places in the ports. If you look at our market the competition is mainly focused on 

Hamburg and Rotterdam but if you see at the situation in Hamburg you see an increasing 

number of large vessels and you see alliances that are going together in the same places. 

So it is increasingly difficult to handle these vessels and to handle the increasing volumes 

so that represent an opportunity. It also represents a challenge because if we can not 

attract them here they might wander off to Rotterdam. As a german operator of course 

that would be bad and we would much rather keep them in Germany211. 

So you also mentioned that the container market hasn’t been expanding since the 

financial crisis. Do you reckon that the market is satured or do you reckon it is a 

structural crisis? 
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I think the market has changed for good. It is not normal that you have a financial growth 

of say 2-3% and your market is growing 10% annually. That is not realistic and that cannot 

be long term but I believe we have the main explanation being containerization and 

globalization. With these two now gone I think we should now get used to get growing at 

the same speed as the normal economy. Therefore, if the normal economy is only growing 

say 1-2 % we should expect similar growth rates212.  In ports like this we not only does 

imports and exports but we also do transshipment. So if a container is coming from let’s 

say China it is typical that the container comes into our port and is then loaded onto a 

smaller feeder vessel and that it is shipped to Russia. At some point, the container will 

come back and we will ship it back to China. Therefore, we will see the same container four 

times. In addition, if we have a problem with Russia and do not want to do business with 

them for political reasons we will see the container less. So that type of things also has an 

effect and the same if China struggles. So the global things will also affect our port but that 

has always been so213 

Are you concerned with the level of hinterland services from a Terminal Operating 

Company point of view? 

No, we are not concerned with the Hinterland connections. Therefore, there are three 

different types of hinterland services. One is rivers, which we do not have here. That is of 

course not a surprise and we knew that from the beginning. Therefore, we need to focus 

on road and rail. The roadside is the easiest where we have an excellent connection. We 

have a highway straight into our port. You can see that we have no bridges, tunnels, or any 

of that type of things. We do not have any traffic jams. We do not have any limitations 

such as weight or height. In that regard, we are miles ahead of the competition. The rail 

connectivity needs a bit of explanation. There is a direct link, we have our own train 

handling facilities in the port, and we have six tracks where we can handle the longest 

trains that are allowed in Europe, which is 700 meters. We have a shunting yard right 

outside of our facilities where we can handle 16 trains at a time and then there is a dual 

track connection that connects to the existing German network214. So we have all the 

capacity that we need and we have plenty capacity to do a full-blown business. Even if the 

capacity doubles, we will have no troubles. The only thing that we need in order to be on 

par with the other facilities is electrification of the stretch from Oldenburg to the port, 

which is roughly 50 km and that is being worked on. Therefore, for that you need to use 

diesel. In addition, it is not like you don’t have to use diesel in other ports. You still need to 

use it for the last few km. You still need to have it and you still need to change locomotive 
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so that is not different215. In Hamburg when you build trains, you do it from three or four 

different rail stations. Therefore, you have a lot of shunting work and that is extremely 

costly and time consuming. That is not an issue in Wilhelmshaven as there is only one 

station so we just run a full train out of the port and we have a lot of train operators that 

have already said that they will do service from Wilhelmshaven. However, they are not 

here at the moment and that is not because they don’t want to but because the volumes 

are not here yet. They will not run empty trains216. That is not an issue at the moment and 

we are very full at the moment because of an accident at Bremerhaven where they have 

taken gantry cranes out of service for safety reasons. So we are very full at the moment 

and when the volumes start coming in the trains start running immediately. So it is not an 

matter of coordinating it. The trains can start running immediately and it can be done very 

cost effectively if they commit to it with serious volumes. 217 

So how can Wilhelmshaven improve to become more attractive to either you or your 

customers?  

It is a volume game and it always a volume game in ports. We have a modern facility, we 

have excellent hinterland connection, and we have low pricing. In addition, we have high 

flexibility and high-speed performance so that is not the problem. We need to get our 

hands on more volume, we need to get more business, and that could be an opportunity in 

the next few months. When the volumes start coming in everybody could benefit from 

that. If have more liners coming in then 2M won’t have to fill a train by themselves as the 

other liners can help out in this respect. Then maybe you will only have to fill a quarter of a 

train or maybe half a train. It also becomes easier with more volume to get better trucking 

services. And we see this already happening. There are more truckers going to 

Wilhelmshaven now than two years ago. We need volume.218 

How do you see that being attracted in the near future? 

I see very good opportunities for that in the near future. As I mentioned to you before the 

alliances are changing and they need to have a focus on what the setup should be in 

Europe. All the carriers are either operating or getting big vessels. Big vessels I mean are 

above 18.000 TEUs. In addition, at the end of 2015 the order books have 60 vessels of 

16.000 TEUs or above.219 That means within the next 2-3 years all container traffic from 

Asia to Europe will be running on this type of vessels. For the existing ports, that presents a 

big challenge. If you look at Hamburg where for the German market most vessels are 

calling. You will see that they have some serious restrictions with the draft of the river 
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Elbe. These ships will have to be half-empty when they call Hamburg and they also have 

problems with the wind direction. If the wind changes to an eastward wind then the water 

in the river is pushed out and you will lose maybe an entire meter of draft. What are you 

going to do then? Then either you have to stay outside and wait or you have to call 

another port or you will have to call another port to discharge some of the containers to 

make the ship lighter. There is also width restrictions in the river because the maximum 

width is 90 meters. In addition, if you have an inbound vessel of maybe 60 meters then you 

can only have an outbound ship of 30 meters. That is a problem when they are both reliant 

on the tide and they all have to sail at the same time. You also have another problem with 

wind, which is that if you have wind stronger than Beaufort 6, which is not that, much then 

certain sized vessels are not allowed to travel. Then you have to stay outside and wait or 

wait in the river220. In addition, each time a ship has to wait for some reason a bottleneck is 

created. You also create a bottleneck of containers waiting in the port. In addition, you 

have to remember that Hamburg is already a congested port in the middle of the city. 

Sometimes these ships do maybe 6000 container moves per call. Imagine a big container 

and then 6000 of them then imagine how much space that requires and how many trucks 

that you need to transport them. Then imagine if we take the same amount times two and 

put that in the middle of the city because of a delay. Then you have chaos!221 That is also 

why I would suggest if you go on a vacation from Denmark I would suggest that you fly 

because if you take the car because then you will experience a massive traffic jam in an 

around Hamburg and now they are doing many roadworks around Hamburg and they will 

take 10 years. Therefore, you have crazy traffic jams all of the time and of course as a 

trucking company that lives of this that is killing you.  

Do Eurogate go out and approach other shipping lines to get them to use the port? 

Yes of course. Eurogate is doing business with all the shipping lines. Do not forget that we 

operate several other terminals in many other ports, and all of them are third party 

oriented so we do business with everybody and we have done so in many years. I can’t tell 

you were we are in our negotiations but as I said the shipping industry is having serious 

issues right now and have to tackle those issues before they tackle the smaller ones222. 

Some scholars would argue that independent terminal operators are having a hard time 

right now because shipping lines are more inclined to use their own terminals. Is that 

also your experience?  

Yeah that is also my experience. Therefore, in times of crisis I think it is normal to 

consolidate. Therefore, if you do not have enough volume you consolidate it and put it 
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where you want it the most. Therefore, if you have your own terminal in the mix 

somewhere then you tend to consolidate it there. However, for the shipping lines that is 

not only a good thing because if you look at the alliances and see how they do their 

business. Take Hapag-Lloyd for example. Hapag-Lloyd is a member of the G6 alliance and is 

a German company that is partially owned by the city of Hamburg and Hamburg owns 

HHLA. Hapag-Lloyd have a stake in the terminal Altenwerder which is a highly automated 

terminal behind the Köhlbrand bridge and with the vessel sizes increasing it becomes more 

difficult to go under this bridge and with the largest vessels it is no longer possible. 

Therefore, they have huge issues with accessing their port and their terminals. However, 

because of the stake of Hapag-Lloyd in this terminal they want to go to this terminal at an 

extreme high cost because of this decision to go there. If they were to go somewhere else, 

it would not only benefit Hapag-Lloyd but also the other five members of the G6. However, 

they are not allowed to go anywhere else because Hapag-Lloyd does not allow them to do 

so. So okay, there is consolidation but it is not necessarily in the port that makes the most 

sense. If you are new to business and if you are six together you should look at where they 

have the combined lowest cost but they might not do so because someone has a veto. 

That is one of the challenges that we also have. We know that we can offer the shipping 

lines lower costs and they know that as well and they partially want to come here but they 

can’t because of agreements.223 

So social and cultural agreements are also very important when deciding what port to go 

to instead of just rationalizing and go to the cheapest port? 

I do not know if I would say that. Of course, relationship building is always important but it 

is finance driven. There is someone sitting with a 30-40% stake in a terminal and naturally, 

they want to protect it because he might have a 50 million profit from this terminal. The 

combined total might be lower when going somewhere else but at that moment he does 

not really care. He lets his partners bleed and he tells his partners that if they will not 

follow him into this terminal then he will not go to their terminal in Tokyo or LA or 

wherever. But with the alliances breaking up and with the new pressure from the new 

vessels the game is changing. If you insist on calling Altenwerder but the bridge is too low 

you are in trouble. You can continue to insist but no matter what you are not going to get 

in because the bridge will continue to be too low224.  

Do you have any personal relationships with your customers or suppliers? 

Personal relationships I don’t think so. Maybe with some. We have very good business 

relationships. Some customers are closer than others and Eurogate is an old company with 
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a long history. Eurogate is also a joint venture between a family in Hamburg and a state-

owned operator in Bremen that merged. These two companies have been in the business 

for a long time. Of course, with the Asian carriers where these relationships are very 

important we have very deep and meaningful relationships. When someone from these 

companies leave their jobs for some reason then you basically have to start over again 

from scratch and have to build a relationship with them and that is of course important.225 

In addition, you do not only need to have a good relationship with them but also with 

politics. Politicians of both the port but also of the shipping lines so perhaps the Koreans or 

the Chinese. All these governments are extremely important. All that you can do for them 

and to make them understand what you can do for their partially nationalized shipping 

lines is also very important226.  

You talked about the shipping lines forming alliances. Is it a possibility for Eurogate to 

form alliances with other Terminal Operating Companies? 

I don’t know. It is a good question and it is also on our mind from time to time. There are 

not so many big operators so you might have some issues with compliance. There are only 

two in Germany for example so the market is more saturated then the shipping market in 

my opinion. Therefore, I think it is more difficult for us to form alliances than it is for the 

shipping lines227.  

As there have been some consolidation in the past years in the Terminal Operating 

Company business have your bargaining position changed vís-a-vís the port authorities?  

No, I am not really concerned about the port authorities. They are very transparent. There 

is a tender contract and they are awarded long term. We are also on the same side. We are 

both interested in generating as much traffic as possible for our port and region. In the 

case of bargaining power, it is more interesting against the shipping lines. On the one 

hand, it is becoming more difficult because the alliances are becoming huge. You can lose a 

lot but you can also win a lot if you win an alliance. In addition, the shipping lines are not 

allowed to negotiate pries as a single unity. Therefore, we also have different prices for the 

different liners. The alliances are getting so big that they have less choice than before 

because if they want to bring all of their cargo to one terminal there are not that many 

places they can go. I mean where the facilities are big enough and so on. What we then 

suffer is that when the contract is in place we have some problems with reliability because 

of the fewer port calls. I think it was the CEO of APMT that was the first to say this. We 

have to invest a lot in bigger cranes, heavier cranes stronger quay walls to cater to these 

vessels and they create large peaks but what are we to do when the terminal is not fully 
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utilized? Who pays for it when we are sitting and waiting for work. That is our challenge. 

We need to be more flexible and find out how we can become more flexible.228  

There is an overcapacity in the market and now liners are ordering even bigger vessels. 

Do you see that as a problem for the shipping industry as a whole? 

Yes of course. The shipping industry is a bit sick you could say. They definitely need to 

consolidate. And the problem is that the market is not growing so you can only win in the 

market by being the biggest because you then have the lowest cost. What the cost is for 

the shipping lines is predominately decided by the vessel cost. How many port calls do they 

have, what is their fuel consumption and so on. Therefore, that is what they are doing right 

now. If you have lower cost than I then I will go bankrupt before you. Therefore, when you 

look at it from the outside it almost looks like they are waiting for the others to go 

bankrupt. The problem then is that many of the liners are being subsidized and then they 

do not go bankrupt as they should or they form alliances. However, you do see shifts 

happening and mergers. Hapag-Lloyd and APL is merging and we are also hearing talks 

about Hyundai merging with Maersk. There are some things going on, there are some 

consolidation going on, and I think that we will see that for the next maybe 10 years229.  

There is also talks about digitalization and 3D printers. Are you concerned with these? 

That is a good comment and it is a healthy concern. We need to be slightly concerned with 

these. It is a concern but every change is also an opportunity and we need to figure out 

how we can use 3D printing to our advantage. 

I would like you to talk a little bit about what you get from the port authorities and what 

would like to get from the port authorities. 

Our connection is of course very important because when you have a customer in the port 

he has costs to both the port authorities and us. Therefore, if they are not competitive 

then it is a big problem for us. They should be able to offer a good cheap product. It is also 

important to have a port authority that is strategically aligned to you so if we for example 

want to diversify or expand a little that they see it in the same way that we do. Take 

Rotterdam for example where they have developed a very strong port where they have 

developed strong strategic visions with the operators in the ports.230 

How much influence can you exact in the port? I mean if you want something from the 

port and another stakeholder does not agree with that course. 
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So slightly different for me because my port authority only looks after me because I am the 

only operator. Therefore, I cannot tell you how it is in other ports. I think at least in 

Germany it is a very well regulated market. At the end of the day, it is also a supplier 

relationship. So the port authority want to get as much money from me that is clear and I 

want to get it as cheap as possible so that is also clear. Therefore, we need to find a 

solution that everybody can live with and then move on and get to business.231 We have 

had some good experiences with that here where we have had the opportunity to win 

some business that we were not originally supposed to be doing like for instance some 

wind projects where we have rented out some space where windmills were being 

assembled and then shipped into the North sea. That is business that we where not 

expecting and we were not focusing on it. But because of the amount of land that we have 

we had a lot of free space so we could have the assembly here. That is of course something 

that would not be possible if the port authorities had blocked that but they didn’t have a 

good reason to do so and they were interested in it because it was good for the region but 

it was not something that we where originally supposed to do.232  

Do you formulate a common strategy with the other stakeholders in the port to attract 

more customers? 

No. 

 I think that was all. Thank you so much for your time 
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Eurogate stage 1 coding. 
Why did you decide to include JWP in your network now that you already serve other ports in the Le 

Havre range? 

It was a question of widening the network and growing the capacity. The shipping lines require a west port 

such as Rotterdam or Antwerp and they require a German port because some of the connections into the 

European hinterland is better from Germany. Besides, we were running out of capacity in Bremerhaven and 

Hamburg and that is why we saw Wilhelmshaven as a good opportunity to increase capacity and make sure 

that we have the right capacity and as ships are growing it becomes increasingly important to be able to 

cater for the big vessels.233  

Is it important to you that you are the only Terminal Operating Company in JWP?  

Not really. It is more important that we get the port going. More liners and terminal operators would help 

in that respect. Since we are the only one here we have to do everything ourselves. Of course, we are 

happy at the moment that we don’t have other competitors within the port but we don’t really see it that 

way as we see the other ports as competitors as well. 234 

Could you elaborate a little on what it means to get the port going? 

Globalization and containerization has dominated the market in the past decades. Globalization means that 

the world have become smaller meaning we do not buy locally to the same extent anymore. We procure 

globally and then ship everything around the world three times and then again for recycling. That has led to 

a drastic growth in container volumes. That is pretty much done. Globalization is done and the world is not 

growing in that direction anymore. We are focusing more on near shoring and automatization. We have 

now celebrated 50 years of containerization in Germany and I would argue that if stuff is not already in 

containers it is because it will not fit into containers. We have all kinds of stuff in containers and if you can 

transport it in containers, we are doing it now. That has of course led to increases in container traffic235. If 

you look at the last decades, we have had 10% growth every year up until the financial crisis in 2008. Since 

then we have had 0%growth. The market is very different. It used to be that liners went were capacity was 

appearing and now they do not need to move anymore. They do not need additional capacity because they 

are not growing anymore. That means if you are a new Terminal Operating Company and are opening up in 

a new port, as we are that means selling of your product have become more difficult because as a liner you 

do not have to move anymore and only do it if you want to move. It does not help the situation that the 

shipping lines are suffering tremendously. All the big shipping lines are bleeding hard and are forming new 

alliances every two years and they get subsidies236. Before they can consider changing to a new port in 

Germany, they have bigger issues. They are fighting for their survival. We went live in 2012 and last year we 

finally had our commercial breakthrough. We have had talks with many of the big liners but the Chinese 

stopped some alliances. Therefore, we had to look for other business partners and that finally happened 

when we got 2M here. Therefore, last year we went from doing nothing to doing nearly 500.000 TEUs and 

things are looking to improve over this year237. However, we still have too little competition meaning we 

only serve two shipping lines in the port. Therefore, the end customer wants to ship from Wilhelmshaven 

and he cannot find his preferred shipping line, he will go somewhere else. That is what I mean by getting 
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the port going. We have gotten the port going but we need to have a bigger spread of customers that we 

serve and markets we serve238. 

You mentioned that the alliances are shifting somewhat and new ones are forming. Does that present 

new challenges for you?  

Yes every change is interesting. With every change you can win some and lose some. This time around 2M 

is not changing and those are the guys that we are doing business with. But the other alliances are changing 

and that present an opportunity. Right now we have four alliances that control nearly 80% of the market 

and mid next year we will have only three alliances controlling the same size of the market. That means the 

alliances are getting bigger which means that they need more capacity if they are to stay in the same places 

in the ports. If you look at our market the competition is mainly focused on Hamburg and Rotterdam but if 

you see at the situation in Hamburg you see an increasing number of large vessels and you see alliances 

that are going together in the same places. So it is increasingly difficult to handle these vessels and to 

handle the increasing volumes so that represent an opportunity. It also represents a challenge because if 

we can not attract them here they might wander off to Rotterdam. As a german operator of course that 

would be bad and we would much rather keep them in Germany239. 

So you also mentioned that the container market hasn’t been expanding since the financial crisis. Do you 

reckon that the market is satured or do you reckon it is a structural crisis? 

I think the market has changed for good. It is not normal that you have a financial growth of say 2-3% and 

your market is growing 10% annually. That is not realistic and that cannot be long term but I believe we 

have the main explanation being containerization and globalization. With these two now gone I think we 

should now get used to get growing at the same speed as the normal economy. Therefore, if the normal 

economy is only growing say 1-2 % we should expect similar growth rates240.  In ports like this we not only 

does imports and exports but we also do transshipment. So if a container is coming from let’s say China it is 

typical that the container comes into our port and is then loaded onto a smaller feeder vessel and that it is 

shipped to Russia. At some point, the container will come back and we will ship it back to China. Therefore, 

we will see the same container four times. In addition, if we have a problem with Russia and do not want to 

do business with them for political reasons we will see the container less. So that type of things also has an 

effect and the same if China struggles. So the global things will also affect our port but that has always been 

so241.  

Are you concerned with the level of hinterland services from a Terminal Operating Company point of 

view? 

No, we are not concerned with the Hinterland connections. Therefore, there are three different types of 

hinterland services. One is rivers, which we do not have here. That is of course not a surprise and we knew 

that from the beginning. Therefore, we need to focus on road and rail. The roadside is the easiest where we 

have an excellent connection. We have a highway straight into our port. You can see that we have no 

bridges, tunnels, or any of that type of things. We do not have any traffic jams. We do not have any 

limitations such as weight or height. In that regard, we are miles ahead of the competition. The rail 

connectivity needs a bit of explanation. There is a direct link, we have our own train handling facilities in 

                                                           
238 Choice criteria for ports and carriers 
239 Carrier Alliances, Opportunity for JWP. 
240 Growth Rates 
241 Politics 



183 
 

the port, and we have six tracks where we can handle the longest trains that are allowed in Europe, which 

is 700 meters. We have a shunting yard right outside of our facilities where we can handle 16 trains at a 

time and then there is a dual track connection that connects to the existing German network242. So we have 

all the capacity that we need and we have plenty capacity to do a full-blown business. Even if the capacity 

doubles, we will have no troubles. The only thing that we need in order to be on par with the other facilities 

is electrification of the stretch from Oldenburg to the port, which is roughly 50 km and that is being worked 

on. Therefore, for that you need to use diesel. In addition, it is not like you don’t have to use diesel in other 

ports. You still need to use it for the last few km. You still need to have it and you still need to change 

locomotive so that is not different243. In Hamburg when you build trains, you do it from three or four 

different rail stations. Therefore, you have a lot of shunting work and that is extremely costly and time 

consuming. That is not an issue in Wilhelmshaven as there is only one station so we just run a full train out 

of the port and we have a lot of train operators that have already said that they will do service from 

Wilhelmshaven. However, they are not here at the moment and that is not because they don’t want to but 

because the volumes are not here yet. They will not run empty trains244. That is not an issue at the moment 

and we are very full at the moment because of an accident at Bremerhaven where they have taken gantry 

cranes out of service for safety reasons. So we are very full at the moment and when the volumes start 

coming in the trains start running immediately. So it is not an matter of coordinating it. The trains can start 

running immediately and it can be done very cost effectively if they commit to it with serious volumes. 245 

So how can Wilhelmshaven improve to become more attractive to either you or your customers?  

It is a volume game and it always a volume game in ports. We have a modern facility, we have excellent 

hinterland connection, and we have low pricing. In addition, we have high flexibility and high-speed 

performance so that is not the problem. We need to get our hands on more volume, we need to get more 

business, and that could be an opportunity in the next few months. When the volumes start coming in 

everybody could benefit from that. If have more liners coming in then 2M won’t have to fill a train by 

themselves as the other liners can help out in this respect. Then maybe you will only have to fill a quarter of 

a train or maybe half a train. It also becomes easier with more volume to get better trucking services. And 

we see this already happening. There are more truckers going to Wilhelmshaven now than two years ago. 

We need volume.246 

How do you see that being attracted in the near future? 

I see very good opportunities for that in the near future. As I mentioned to you before the alliances are 

changing and they need to have a focus on what the setup should be in Europe. All the carriers are either 

operating or getting big vessels. Big vessels I mean are above 18.000 TEUs. In addition, at the end of 2015 

the order books have 60 vessels of 16.000 TEUs or above.247 That means within the next 2-3 years all 

container traffic from Asia to Europe will be running on this type of vessels. For the existing ports, that 

presents a big challenge. If you look at Hamburg where for the German market most vessels are calling. You 

will see that they have some serious restrictions with the draft of the river Elbe. These ships will have to be 

half-empty when they call Hamburg and they also have problems with the wind direction. If the wind 

changes to an eastward wind then the water in the river is pushed out and you will lose maybe an entire 
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meter of draft. What are you going to do then? Then either you have to stay outside and wait or you have 

to call another port or you will have to call another port to discharge some of the containers to make the 

ship lighter. There is also width restrictions in the river because the maximum width is 90 meters. In 

addition, if you have an inbound vessel of maybe 60 meters then you can only have an outbound ship of 30 

meters. That is a problem when they are both reliant on the tide and they all have to sail at the same time. 

You also have another problem with wind, which is that if you have wind stronger than Beaufort 6, which is 

not that, much then certain sized vessels are not allowed to travel. Then you have to stay outside and wait 

or wait in the river248. In addition, each time a ship has to wait for some reason a bottleneck is created. You 

also create a bottleneck of containers waiting in the port. In addition, you have to remember that Hamburg 

is already a congested port in the middle of the city. Sometimes these ships do maybe 6000 container 

moves per call. Imagine a big container and then 6000 of them then imagine how much space that requires 

and how many trucks that you need to transport them. Then imagine if we take the same amount times 

two and put that in the middle of the city because of a delay. Then you have chaos!249 That is also why I 

would suggest if you go on a vacation from Denmark I would suggest that you fly because if you take the 

car because then you will experience a massive traffic jam in an around Hamburg and now they are doing 

many roadworks around Hamburg and they will take 10 years. Therefore, you have crazy traffic jams all of 

the time and of course as a trucking company that lives of this that is killing you.  

Do Eurogate go out and approach other shipping lines to get them to use the port? 

Yes of course. Eurogate is doing business with all the shipping lines. Do not forget that we operate several 

other terminals in many other ports, and all of them are third party oriented so we do business with 

everybody and we have done so in many years. I can’t tell you were we are in our negotiations but as I said 

the shipping industry is having serious issues right now and have to tackle those issues before they tackle 

the smaller ones250. 

Some scholars would argue that independent terminal operators are having a hard time right now 

because shipping lines are more inclined to use their own terminals. Is that also your experience?  

Yeah that is also my experience. Therefore, in times of crisis I think it is normal to consolidate. Therefore, if 

you do not have enough volume you consolidate it and put it where you want it the most. Therefore, if you 

have your own terminal in the mix somewhere then you tend to consolidate it there. However, for the 

shipping lines that is not only a good thing because if you look at the alliances and see how they do their 

business. Take Hapag-Lloyd for example. Hapag-Lloyd is a member of the G6 alliance and is a German 

company that is partially owned by the city of Hamburg and Hamburg owns HHLA. Hapag-Lloyd have a 

stake in the terminal Altenwerder which is a highly automated terminal behind the Köhlbrand bridge and 

with the vessel sizes increasing it becomes more difficult to go under this bridge and with the largest 

vessels it is no longer possible. Therefore, they have huge issues with accessing their port and their 

terminals. However, because of the stake of Hapag-Lloyd in this terminal they want to go to this terminal at 

an extreme high cost because of this decision to go there. If they were to go somewhere else, it would not 

only benefit Hapag-Lloyd but also the other five members of the G6. However, they are not allowed to go 

anywhere else because Hapag-Lloyd does not allow them to do so. So okay, there is consolidation but it is 

not necessarily in the port that makes the most sense. If you are new to business and if you are six together 

you should look at where they have the combined lowest cost but they might not do so because someone 
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has a veto. That is one of the challenges that we also have. We know that we can offer the shipping lines 

lower costs and they know that as well and they partially want to come here but they can’t because of 

agreements.251 

So social and cultural agreements are also very important when deciding what port to go to instead of 

just rationalizing and go to the cheapest port? 

I do not know if I would say that. Of course, relationship building is always important but it is finance 

driven. There is someone sitting with a 30-40% stake in a terminal and naturally, they want to protect it 

because he might have a 50 million profit from this terminal. The combined total might be lower when 

going somewhere else but at that moment he does not really care. He lets his partners bleed and he tells 

his partners that if they will not follow him into this terminal then he will not go to their terminal in Tokyo 

or LA or wherever. But with the alliances breaking up and with the new pressure from the new vessels the 

game is changing. If you insist on calling Altenwerder but the bridge is too low you are in trouble. You can 

continue to insist but no matter what you are not going to get in because the bridge will continue to be too 

low252.  

Do you have any personal relationships with your customers or suppliers? 

Personal relationships I don’t think so. Maybe with some. We have very good business relationships. Some 

customers are closer than others and Eurogate is an old company with a long history. Eurogate is also a 

joint venture between a family in Hamburg and a state-owned operator in Bremen that merged. These two 

companies have been in the business for a long time. Of course, with the Asian carriers where these 

relationships are very important we have very deep and meaningful relationships. When someone from 

these companies leave their jobs for some reason then you basically have to start over again from scratch 

and have to build a relationship with them and that is of course important.253 In addition, you do not only 

need to have a good relationship with them but also with politics. Politicians of both the port but also of 

the shipping lines so perhaps the Koreans or the Chinese. All these governments are extremely important. 

All that you can do for them and to make them understand what you can do for their partially nationalized 

shipping lines is also very important254.  

You talked about the shipping lines forming alliances. Is it a possibility for Eurogate to form alliances with 

other Terminal Operating Companies? 

I don’t know. It is a good question and it is also on our mind from time to time. There are not so many big 

operators so you might have some issues with compliance. There are only two in Germany for example so 

the market is more saturated then the shipping market in my opinion. Therefore, I think it is more difficult 

for us to form alliances than it is for the shipping lines255.  

 

As there have been some consolidation in the past years in the Terminal Operating Company business 

have your bargaining position changed vís-a-vís the port authorities?  
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No, I am not really concerned about the port authorities. They are very transparent. There is a tender 

contract and they are awarded long term. We are also on the same side. We are both interested in 

generating as much traffic as possible for our port and region. In the case of bargaining power, it is more 

interesting against the shipping lines. On the one hand, it is becoming more difficult because the alliances 

are becoming huge. You can lose a lot but you can also win a lot if you win an alliance. In addition, the 

shipping lines are not allowed to negotiate pries as a single unity. Therefore, we also have different prices 

for the different liners. The alliances are getting so big that they have less choice than before because if 

they want to bring all of their cargo to one terminal there are not that many places they can go. I mean 

where the facilities are big enough and so on. What we then suffer is that when the contract is in place we 

have some problems with reliability because of the fewer port calls. I think it was the CEO of APMT that was 

the first to say this. We have to invest a lot in bigger cranes, heavier cranes stronger quay walls to cater to 

these vessels and they create large peaks but what are we to do when the terminal is not fully utilized? 

Who pays for it when we are sitting and waiting for work. That is our challenge. We need to be more 

flexible and find out how we can become more flexible.256  

There is an overcapacity in the market and now liners are ordering even bigger vessels. Do you see that 

as a problem for the shipping industry as a whole? 

Yes of course. The shipping industry is a bit sick you could say. They definitely need to consolidate. And the 

problem is that the market is not growing so you can only win in the market by being the biggest because 

you then have the lowest cost. What the cost is for the shipping lines is predominately decided by the 

vessel cost. How many port calls do they have, what is their fuel consumption and so on. Therefore, that is 

what they are doing right now. If you have lower cost than I then I will go bankrupt before you. Therefore, 

when you look at it from the outside it almost looks like they are waiting for the others to go bankrupt. The 

problem then is that many of the liners are being subsidized and then they do not go bankrupt as they 

should or they form alliances. However, you do see shifts happening and mergers. Hapag-Lloyd and APL is 

merging and we are also hearing talks about Hyundai merging with Maersk. There are some things going 

on, there are some consolidation going on, and I think that we will see that for the next maybe 10 years257.  

There is also talks about digitalization and 3D printers. Are you concerned with these? 

That is a good comment and it is a healthy concern. We need to be slightly concerned with these. It is a 

concern but every change is also an opportunity and we need to figure out how we can use 3D printing to 

our advantage. 
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I would like you to talk a little bit about what you get from the port authorities and what would like to 

get from the port authorities. 

Our connection is of course very important because when you have a customer in the port he has costs to 

both the port authorities and us. Therefore, if they are not competitive then it is a big problem for us. They 

should be able to offer a good cheap product. It is also important to have a port authority that is 

strategically aligned to you so if we for example want to diversify or expand a little that they see it in the 

same way that we do. Take Rotterdam for example where they have developed a very strong port where 

they have developed strong strategic visions with the operators in the ports.258 

How much influence can you exact in the port? I mean if you want something from the port and another 

stakeholder does not agree with that course. 

So slightly different for me because my port authority only looks after me because I am the only operator. 

Therefore, I cannot tell you how it is in other ports. I think at least in Germany it is a very well regulated 

market. At the end of the day, it is also a supplier relationship. So the port authority want to get as much 

money from me that is clear and I want to get it as cheap as possible so that is also clear. Therefore, we 

need to find a solution that everybody can live with and then move on and get to business.259 We have had 

some good experiences with that here where we have had the opportunity to win some business that we 

were not originally supposed to be doing like for instance some wind projects where we have rented out 

some space where windmills were being assembled and then shipped into the North sea. That is business 

that we where not expecting and we were not focusing on it. But because of the amount of land that we 

have we had a lot of free space so we could have the assembly here. That is of course something that 

would not be possible if the port authorities had blocked that but they didn’t have a good reason to do so 

and they were interested in it because it was good for the region but it was not something that we where 

originally supposed to do.260  

Do you formulate a common strategy with the other stakeholders in the port to attract more customers? 

No. 

 I think that was all. Thank you so much for your time 
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Eurogate stage 2 coding. 

Blue - Super- and Infrastructure / Hinterland. 

Expanding Infrastructure: 

It was a question of widening the network and growing the capacity. The shipping lines require a west port 

such as Rotterdam or Antwerp and they require a German port because some of the connections into the 

European hinterland is better from Germany. Besides, we were running out of capacity in Bremerhaven and 

Hamburg and that is why we saw Wilhelmshaven as a good opportunity to increase capacity and make sure 

that we have the right capacity and as ships are growing it becomes increasingly important to be able to 

cater for the big vessels. 

Good Infrastructure: 

No, we are not concerned with the Hinterland connections. Therefore, there are three different types of 

hinterland services. One is rivers, which we do not have here. That is of course not a surprise and we knew 

that from the beginning. Therefore, we need to focus on road and rail. The roadside is the easiest where we 

have an excellent connection. We have a highway straight into our port. You can see that we have no 

bridges, tunnels, or any of that type of things. We do not have any traffic jams. We do not have any 

limitations such as weight or height. In that regard, we are miles ahead of the competition. The rail 

connectivity needs a bit of explanation. There is a direct link, we have our own train handling facilities in 

the port, and we have six tracks where we can handle the longest trains that are allowed in Europe, which 

is 700 meters. We have a shunting yard right outside of our facilities where we can handle 16 trains at a 

time and then there is a dual track connection that connects to the existing German network. 

Improving Infrastructure: 

So we have all the capacity that we need and we have plenty capacity to do a full-blown business. Even if 

the capacity doubles, we will have no troubles. The only thing that we need in order to be on par with the 

other facilities is electrification of the stretch from Oldenburg to the port, which is roughly 50 km and that 

is being worked on. Therefore, for that you need to use diesel. In addition, it is not like you don’t have to 

use diesel in other ports. You still need to use it for the last few km. You still need to have it and you still 

need to change locomotive so that is not different. 

Orange – Competitiveness 

Challenges for JWP: 

Not really. It is more important that we get the port going. More liners and terminal operators would help 

in that respect. Since we are the only one here we have to do everything ourselves. Of course, we are 

happy at the moment that we don’t have other competitors within the port but we don’t really see it that 

way as we see the other ports as competitors as well. 

Globalization and Containerization: 

Globalization and containerization has dominated the market in the past decades. Globalization means that 

the world have become smaller meaning we do not buy locally to the same extent anymore. We procure 

globally and then ship everything around the world three times and then again for recycling. That has led to 

a drastic growth in container volumes. That is pretty much done. Globalization is done and the world is not 

growing in that direction anymore. We are focusing more on near shoring and automatization. We have 
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now celebrated 50 years of containerization in Germany and I would argue that if stuff is not already in 

containers it is because it will not fit into containers. We have all kinds of stuff in containers and if you can 

transport it in containers, we are doing it now. That has of course led to increases in container traffic.   

Opportunity for JWP: 

Yes every change is interesting. With every change you can win some and lose some. This time around 2M 

is not changing and those are the guys that we are doing business with. But the other alliances are changing 

and that present an opportunity. Right now we have four alliances that control nearly 80% of the market 

and mid next year we will have only three alliances controlling the same size of the market. That means the 

alliances are getting bigger which means that they need more capacity if they are to stay in the same places 

in the ports. If you look at our market the competition is mainly focused on Hamburg and Rotterdam but if 

you see at the situation in Hamburg you see an increasing number of large vessels and you see alliances 

that are going together in the same places. So it is increasingly difficult to handle these vessels and to 

handle the increasing volumes so that represent an opportunity. It also represents a challenge because if 

we can not attract them here they might wander off to Rotterdam. As a german operator of course that 

would be bad and we would much rather keep them in Germany. 

In Hamburg when you build trains, you do it from three or four different rail stations. Therefore, you have a 

lot of shunting work and that is extremely costly and time consuming. That is not an issue in Wilhelmshaven 

as there is only one station so we just run a full train out of the port and we have a lot of train operators 

that have already said that they will do service from Wilhelmshaven. However, they are not here at the 

moment and that is not because they don’t want to but because the volumes are not here yet. They will 

not run empty trains. 

That is not an issue at the moment and we are very full at the moment because of an accident at 

Bremerhaven where they have taken gantry cranes out of service for safety reasons. So we are very full at 

the moment and when the volumes start coming in the trains start running immediately. So it is not an 

matter of coordinating it. The trains can start running immediately and it can be done very cost effectively 

if they commit to it with serious volumes. 

That means within the next 2-3 years all container traffic from Asia to Europe will be running on this type of 

vessels. For the existing ports, that presents a big challenge. If you look at Hamburg where for the German 

market most vessels are calling. You will see that they have some serious restrictions with the draft of the 

river Elbe. These ships will have to be half-empty when they call Hamburg and they also have problems 

with the wind direction. If the wind changes to an eastward wind then the water in the river is pushed out 

and you will lose maybe an entire meter of draft. What are you going to do then? Then either you have to 

stay outside and wait or you have to call another port or you will have to call another port to discharge 

some of the containers to make the ship lighter. There is also width restrictions in the river because the 

maximum width is 90 meters. In addition, if you have an inbound vessel of maybe 60 meters then you can 

only have an outbound ship of 30 meters. That is a problem when they are both reliant on the tide and they 

all have to sail at the same time. You also have another problem with wind, which is that if you have wind 

stronger than Beaufort 6, which is not that, much then certain sized vessels are not allowed to travel. Then 

you have to stay outside and wait or wait in the river. 

Yeah that is also my experience. Therefore, in times of crisis I think it is normal to consolidate. Therefore, if 

you do not have enough volume you consolidate it and put it where you want it the most. Therefore, if you 

have your own terminal in the mix somewhere then you tend to consolidate it there. However, for the 

shipping lines that is not only a good thing because if you look at the alliances and see how they do their 
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business. Take Hapag-Lloyd for example. Hapag-Lloyd is a member of the G6 alliance and is a German 

company that is partially owned by the city of Hamburg and Hamburg owns HHLA. Hapag-Lloyd have a 

stake in the terminal Altenwerder which is a highly automated terminal behind the Köhlbrand bridge and 

with the vessel sizes increasing it becomes more difficult to go under this bridge and with the largest 

vessels it is no longer possible. Therefore, they have huge issues with accessing their port and their 

terminals. However, because of the stake of Hapag-Lloyd in this terminal they want to go to this terminal at 

an extreme high cost because of this decision to go there. If they were to go somewhere else, it would not 

only benefit Hapag-Lloyd but also the other five members of the G6. However, they are not allowed to go 

anywhere else because Hapag-Lloyd does not allow them to do so. So okay, there is consolidation but it is 

not necessarily in the port that makes the most sense. If you are new to business and if you are six together 

you should look at where they have the combined lowest cost but they might not do so because someone 

has a veto. That is one of the challenges that we also have. We know that we can offer the shipping lines 

lower costs and they know that as well and they partially want to come here but they can’t because of 

agreements. 

We have had some good experiences with that here where we have had the opportunity to win some 

business that we were not originally supposed to be doing like for instance some wind projects where we 

have rented out some space where windmills were being assembled and then shipped into the North sea. 

That is business that we where not expecting and we were not focusing on it. But because of the amount of 

land that we have we had a lot of free space so we could have the assembly here. That is of course 

something that would not be possible if the port authorities had blocked that but they didn’t have a good 

reason to do so and they were interested in it because it was good for the region but it was not something 

that we where originally supposed to do. 

Bottleneck 

In addition, each time a ship has to wait for some reason a bottleneck is created. You also create a 

bottleneck of containers waiting in the port. In addition, you have to remember that Hamburg is already a 

congested port in the middle of the city. Sometimes these ships do maybe 6000 container moves per call. 

Imagine a big container and then 6000 of them then imagine how much space that requires and how many 

trucks that you need to transport them. Then imagine if we take the same amount times two and put that 

in the middle of the city because of a delay. Then you have chaos! 

Growth Rates: 

I think the market has changed for good. It is not normal that you have a financial growth of say 2-3% and 

your market is growing 10% annually. That is not realistic and that cannot be long term but I believe we 

have the main explanation being containerization and globalization. With these two now gone I think we 

should now get used to get growing at the same speed as the normal economy. Therefore, if the normal 

economy is only growing say 1-2 % we should expect similar growth rates. 

Red – Capacity 

Capacity:  

If you look at the last decades, we have had 10% growth every year up until the financial crisis in 2008. 

Since then we have had 0%growth. The market is very different. It used to be that liners went were capacity 

was appearing and now they do not need to move anymore. They do not need additional capacity because 

they are not growing anymore. That means if you are a new Terminal Operating Company and are opening 
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up in a new port, as we are that means selling of your product have become more difficult because as a 

liner you do not have to move anymore and only do it if you want to move. It does not help the situation 

that the shipping lines are suffering tremendously. All the big shipping lines are bleeding hard and are 

forming new alliances every two years and they get subsidies. 

That is not an issue at the moment and we are very full at the moment because of an accident at 

Bremerhaven where they have taken gantry cranes out of service for safety reasons. So we are very full at 

the moment and when the volumes start coming in the trains start running immediately. So it is not an 

matter of coordinating it. The trains can start running immediately and it can be done very cost effectively 

if they commit to it with serious volumes. 

It is a volume game and it always a volume game in ports. We have a modern facility, we have excellent 

hinterland connection, and we have low pricing. In addition, we have high flexibility and high-speed 

performance so that is not the problem. We need to get our hands on more volume, we need to get more 

business, and that could be an opportunity in the next few months. When the volumes start coming in 

everybody could benefit from that. If have more liners coming in then 2M won’t have to fill a train by 

themselves as the other liners can help out in this respect. Then maybe you will only have to fill a quarter of 

a train or maybe half a train. It also becomes easier with more volume to get better trucking services. And 

we see this already happening. There are more truckers going to Wilhelmshaven now than two years ago. 

We need volume. 

I see very good opportunities for that in the near future. As I mentioned to you before the alliances are 

changing and they need to have a focus on what the setup should be in Europe. All the carriers are either 

operating or getting big vessels. Big vessels I mean are above 18.000 TEUs. In addition, at the end of 2015 

the order books have 60 vessels of 16.000 TEUs or above. 

Port throughput: 

Before they can consider changing to a new port in Germany, they have bigger issues. They are fighting for 

their survival. We went live in 2012 and last year we finally had our commercial breakthrough. We have had 

talks with many of the big liners but the Chinese stopped some alliances. Therefore, we had to look for 

other business partners and that finally happened when we got 2M here. Therefore, last year we went 

from doing nothing to doing nearly 500.000 TEUs and things are looking to improve over this year. 

Brown – Relations 

Carrier Alliances: 

Before they can consider changing to a new port in Germany, they have bigger issues. They are fighting for 

their survival. We went live in 2012 and last year we finally had our commercial breakthrough. We have had 

talks with many of the big liners but the Chinese stopped some alliances. Therefore, we had to look for 

other business partners and that finally happened when we got 2M here. Therefore, last year we went 

from doing nothing to doing nearly 500.000 TEUs and things are looking to improve over this year. 

Yes every change is interesting. With every change you can win some and lose some. This time around 2M 

is not changing and those are the guys that we are doing business with. But the other alliances are changing 

and that present an opportunity. Right now we have four alliances that control nearly 80% of the market 

and mid next year we will have only three alliances controlling the same size of the market. That means the 

alliances are getting bigger which means that they need more capacity if they are to stay in the same places 

in the ports. If you look at our market the competition is mainly focused on Hamburg and Rotterdam but if 
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you see at the situation in Hamburg you see an increasing number of large vessels and you see alliances 

that are going together in the same places. So it is increasingly difficult to handle these vessels and to 

handle the increasing volumes so that represent an opportunity. It also represents a challenge because if 

we can not attract them here they might wander off to Rotterdam. As a german operator of course that 

would be bad and we would much rather keep them in Germany. 

Yes of course. The shipping industry is a bit sick you could say. They definitely need to consolidate. And the 

problem is that the market is not growing so you can only win in the market by being the biggest because 

you then have the lowest cost. What the cost is for the shipping lines is predominately decided by the 

vessel cost. How many port calls do they have, what is their fuel consumption and so on. Therefore, that is 

what they are doing right now. If you have lower cost than I then I will go bankrupt before you. Therefore, 

when you look at it from the outside it almost looks like they are waiting for the others to go bankrupt. The 

problem then is that many of the liners are being subsidized and then they do not go bankrupt as they 

should or they form alliances. However, you do see shifts happening and mergers. Hapag-Lloyd and APL is 

merging and we are also hearing talks about Hyundai merging with Maersk. There are some things going 

on, there are some consolidation going on, and I think that we will see that for the next maybe 10 years 

Partnerships: 

In Hamburg when you build trains, you do it from three or four different rail stations. Therefore, you have a 

lot of shunting work and that is extremely costly and time consuming. That is not an issue in Wilhelmshaven 

as there is only one station so we just run a full train out of the port and we have a lot of train operators 

that have already said that they will do service from Wilhelmshaven. However, they are not here at the 

moment and that is not because they don’t want to but because the volumes are not here yet. They will 

not run empty trains. 

I do not know if I would say that. Of course, relationship building is always important but it is finance 

driven. There is someone sitting with a 30-40% stake in a terminal and naturally, they want to protect it 

because he might have a 50 million profit from this terminal. The combined total might be lower when 

going somewhere else but at that moment he does not really care. He lets his partners bleed and he tells 

his partners that if they will not follow him into this terminal then he will not go to their terminal in Tokyo 

or LA or wherever. But with the alliances breaking up and with the new pressure from the new vessels the 

game is changing. If you insist on calling Altenwerder but the bridge is too low you are in trouble. You can 

continue to insist but no matter what you are not going to get in because the bridge will continue to be too 

low. 

Personal relationships I don’t think so. Maybe with some. We have very good business relationships. Some 

customers are closer than others and Eurogate is an old company with a long history. Eurogate is also a 

joint venture between a family in Hamburg and a state-owned operator in Bremen that merged. These two 

companies have been in the business for a long time. Of course, with the Asian carriers where these 

relationships are very important we have very deep and meaningful relationships. When someone from 

these companies leave their jobs for some reason then you basically have to start over again from scratch 

and have to build a relationship with them and that is of course important. 

I don’t know. It is a good question and it is also on our mind from time to time. There are not so many big 

operators so you might have some issues with compliance. There are only two in Germany for example so 

the market is more saturated then the shipping market in my opinion. Therefore, I think it is more difficult 

for us to form alliances than it is for the shipping lines. 
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No, I am not really concerned about the port authorities. They are very transparent. There is a tender 

contract and they are awarded long term. We are also on the same side. We are both interested in 

generating as much traffic as possible for our port and region. In the case of bargaining power, it is more 

interesting against the shipping lines. On the one hand, it is becoming more difficult because the alliances 

are becoming huge. You can lose a lot but you can also win a lot if you win an alliance. In addition, the 

shipping lines are not allowed to negotiate pries as a single unity. Therefore, we also have different prices 

for the different liners. The alliances are getting so big that they have less choice than before because if 

they want to bring all of their cargo to one terminal there are not that many places they can go. I mean 

where the facilities are big enough and so on. What we then suffer is that when the contract is in place we 

have some problems with reliability because of the fewer port calls. I think it was the CEO of APMT that was 

the first to say this. We have to invest a lot in bigger cranes, heavier cranes stronger quay walls to cater to 

these vessels and they create large peaks but what are we to do when the terminal is not fully utilized? 

Who pays for it when we are sitting and waiting for work. That is our challenge. We need to be more 

flexible and find out how we can become more flexible. 

Our connection is of course very important because when you have a customer in the port he has costs to 

both the port authorities and us. Therefore, if they are not competitive then it is a big problem for us. They 

should be able to offer a good cheap product. It is also important to have a port authority that is 

strategically aligned to you so if we for example want to diversify or expand a little that they see it in the 

same way that we do. Take Rotterdam for example where they have developed a very strong port where 

they have developed strong strategic visions with the operators in the ports. 

Marketing: 

Yes of course. Eurogate is doing business with all the shipping lines. Do not forget that we operate several 

other terminals in many other ports, and all of them are third party oriented so we do business with 

everybody and we have done so in many years. I can’t tell you were we are in our negotiations but as I said 

the shipping industry is having serious issues right now and have to tackle those issues before they tackle 

the smaller ones. 

Conflicts: 

Yeah that is also my experience. Therefore, in times of crisis I think it is normal to consolidate. Therefore, if 

you do not have enough volume you consolidate it and put it where you want it the most. Therefore, if you 

have your own terminal in the mix somewhere then you tend to consolidate it there. However, for the 

shipping lines that is not only a good thing because if you look at the alliances and see how they do their 

business. Take Hapag-Lloyd for example. Hapag-Lloyd is a member of the G6 alliance and is a German 

company that is partially owned by the city of Hamburg and Hamburg owns HHLA. Hapag-Lloyd have a 

stake in the terminal Altenwerder which is a highly automated terminal behind the Köhlbrand bridge and 

with the vessel sizes increasing it becomes more difficult to go under this bridge and with the largest 

vessels it is no longer possible. Therefore, they have huge issues with accessing their port and their 

terminals. However, because of the stake of Hapag-Lloyd in this terminal they want to go to this terminal at 

an extreme high cost because of this decision to go there. If they were to go somewhere else, it would not 

only benefit Hapag-Lloyd but also the other five members of the G6. However, they are not allowed to go 

anywhere else because Hapag-Lloyd does not allow them to do so. So okay, there is consolidation but it is 

not necessarily in the port that makes the most sense. If you are new to business and if you are six together 

you should look at where they have the combined lowest cost but they might not do so because someone 

has a veto. That is one of the challenges that we also have. We know that we can offer the shipping lines 
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lower costs and they know that as well and they partially want to come here but they can’t because of 

agreements. 

I do not know if I would say that. Of course, relationship building is always important but it is finance 

driven. There is someone sitting with a 30-40% stake in a terminal and naturally, they want to protect it 

because he might have a 50 million profit from this terminal. The combined total might be lower when 

going somewhere else but at that moment he does not really care. He lets his partners bleed and he tells 

his partners that if they will not follow him into this terminal then he will not go to their terminal in Tokyo 

or LA or wherever. But with the alliances breaking up and with the new pressure from the new vessels the 

game is changing. If you insist on calling Altenwerder but the bridge is too low you are in trouble. You can 

continue to insist but no matter what you are not going to get in because the bridge will continue to be too 

low. 

Gray – Customers 

Choice Criteria for Ports and Carriers: 

However, we still have too little competition meaning we only serve two shipping lines in the port. 

Therefore, the end customer wants to ship from Wilhelmshaven and he cannot find his preferred shipping 

line, he will go somewhere else. That is what I mean by getting the port going. We have gotten the port 

going but we need to have a bigger spread of customers that we serve and markets we serve. 

Yeah that is also my experience. Therefore, in times of crisis I think it is normal to consolidate. Therefore, if 

you do not have enough volume you consolidate it and put it where you want it the most. Therefore, if you 

have your own terminal in the mix somewhere then you tend to consolidate it there. However, for the 

shipping lines that is not only a good thing because if you look at the alliances and see how they do their 

business. Take Hapag-Lloyd for example. Hapag-Lloyd is a member of the G6 alliance and is a German 

company that is partially owned by the city of Hamburg and Hamburg owns HHLA. Hapag-Lloyd have a 

stake in the terminal Altenwerder which is a highly automated terminal behind the Köhlbrand bridge and 

with the vessel sizes increasing it becomes more difficult to go under this bridge and with the largest 

vessels it is no longer possible. Therefore, they have huge issues with accessing their port and their 

terminals. However, because of the stake of Hapag-Lloyd in this terminal they want to go to this terminal at 

an extreme high cost because of this decision to go there. If they were to go somewhere else, it would not 

only benefit Hapag-Lloyd but also the other five members of the G6. However, they are not allowed to go 

anywhere else because Hapag-Lloyd does not allow them to do so. So okay, there is consolidation but it is 

not necessarily in the port that makes the most sense. If you are new to business and if you are six together 

you should look at where they have the combined lowest cost but they might not do so because someone 

has a veto. That is one of the challenges that we also have. We know that we can offer the shipping lines 

lower costs and they know that as well and they partially want to come here but they can’t because of 

agreements. 

Customers: 

Our connection is of course very important because when you have a customer in the port he has costs to 

both the port authorities and us. Therefore, if they are not competitive then it is a big problem for us. They 

should be able to offer a good cheap product. It is also important to have a port authority that is 

strategically aligned to you so if we for example want to diversify or expand a little that they see it in the 

same way that we do. Take Rotterdam for example where they have developed a very strong port where 

they have developed strong strategic visions with the operators in the ports. 
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Purple – Operational Management 

Politics: 

In ports like this we not only does imports and exports but we also do transshipment. So if a container is 

coming from let’s say China it is typical that the container comes into our port and is then loaded onto a 

smaller feeder vessel and that it is shipped to Russia. At some point, the container will come back and we 

will ship it back to China. Therefore, we will see the same container four times. In addition, if we have a 

problem with Russia and do not want to do business with them for political reasons we will see the 

container less. So that type of things also has an effect and the same if China struggles. So the global things 

will also affect our port but that has always been so. 

In addition, you do not only need to have a good relationship with them but also with politics. Politicians of 

both the port but also of the shipping lines so perhaps the Koreans or the Chinese. All these governments 

are extremely important. All that you can do for them and to make them understand what you can do for 

their partially nationalized shipping lines is also very important. 

Gantry Cranes: 

That is not an issue at the moment and we are very full at the moment because of an accident at 

Bremerhaven where they have taken gantry cranes out of service for safety reasons. So we are very full at 

the moment and when the volumes start coming in the trains start running immediately. So it is not an 

matter of coordinating it. The trains can start running immediately and it can be done very cost effectively 

if they commit to it with serious volumes. 

Mergers: 

Yes of course. The shipping industry is a bit sick you could say. They definitely need to consolidate. And the 

problem is that the market is not growing so you can only win in the market by being the biggest because 

you then have the lowest cost. What the cost is for the shipping lines is predominately decided by the 

vessel cost. How many port calls do they have, what is their fuel consumption and so on. Therefore, that is 

what they are doing right now. If you have lower cost than I then I will go bankrupt before you. Therefore, 

when you look at it from the outside it almost looks like they are waiting for the others to go bankrupt. The 

problem then is that many of the liners are being subsidized and then they do not go bankrupt as they 

should or they form alliances. However, you do see shifts happening and mergers. Hapag-Lloyd and APL is 

merging and we are also hearing talks about Hyundai merging with Maersk. There are some things going 

on, there are some consolidation going on, and I think that we will see that for the next maybe 10 years. 

Port Governance: 

So slightly different for me because my port authority only looks after me because I am the only operator. 

Therefore, I cannot tell you how it is in other ports. I think at least in Germany it is a very well regulated 

market. At the end of the day, it is also a supplier relationship. So the port authority want to get as much 

money from me that is clear and I want to get it as cheap as possible so that is also clear. Therefore, we 

need to find a solution that everybody can live with and then move on and get to business. 
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Green – Ships 

Vessels: 

I see very good opportunities for that in the near future. As I mentioned to you before the alliances are 

changing and they need to have a focus on what the setup should be in Europe. All the carriers are either 

operating or getting big vessels. Big vessels I mean are above 18.000 TEUs. In addition, at the end of 2015 

the order books have 60 vessels of 16.000 TEUs or above. 
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Appendix 4 - Interview Hapaq Lloyd and coded interviews. 

Raw interview  
How do Hapag-Llyod decide whom to do business with? Or what ports to call rather? 

There needs to be a demand of highclass customers. There must be sufficient customers 

and it would be nice if they were good paying customers with high paying cargo. If you see 

a shift in production happening to for example Laos and Vietnam then you might also need 

to change your liner services.261 

How do you define high class customers? 

Well we are active in some niche business such as reefer and dangerous cargo business. 

We are also active in US flag business where we are one of three companies worldwide. 

But also companies with large companies with many containers such as IKEA and so on. 

That is also a high class customer and there is a special department that is responsible for 

this.262 

How much influence does the city of Hamburg exercise on the decision to stay in 

Hamburg?  

The city of Hamburg has 20% ownership and has one seat in the board of directors.  The 

board will in the future consist of 14 seats. They are interested in future developing the 

city of Hamburg as a port city and they would like to increase the number of jobs in 

Hamburg. But of course the influence is as big as it can be with a 20 % share.263  

What kind of influence can you exercise on day-to-day operations in the port of 

Hamburg? 

We utilize I should not say our own terminal but we own 25% of the shares which is 

Hamburg-Altenwerder. This is always the case in whatever port you decide to call. The 

personal relations are always important and of course Hamburg is our homeport but don’t 

forget that we have 177 ships and the majority of these never calls at Hamburg. It is a 

general issue for a shipping line to have a very good relationship with the port.264 I would 

say that we have some open issues in this port and one of the issues is the dredging of the 

river Elbe. It is not deep enough so we need to widen and deepen the river. It has been 

ongoing for many years and soon the Supreme Court will make a decision. 265 
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If the court should rule against the dredging do you see yourself leaving Hamburg? 

No. It will get more difficult but currently Hamburg is served by all shipping lines and the 

large vessels are calling so it is possible but it will be more difficult because you will be 

depending on the tide and incoming traffic that makes it difficult to pass each other. But it 

is working but it is a little bit of a hassle.266  

Do you have a personal relationship with your customers and/or your suppliers? If yes 

could that prove to be a challenge when it comes to expanding your network?  

I just came from a talk with one of our operations captains and there is also a captain that 

is responsible for the port operations so we have a very good relationship with these guys. 

We also have a very good relationship with the port authorities when it comes to 

infrastructure developments and so. I think our bosses are having a meeting every 2-3 

weeks where they discuss ongoing changes and developments in the port.267  

We read the interview in Tiefgang with Rolf Haben Jansen where he talked a little bit 

about the mega large vessels and that you are not planning to buy any of these in the 

near future but wouldn’t that leave you at a disadvantage vís-a-vís the other carriers? 

Well that has changed Hapag-Lloyd is merging with United Arabic shipping lines and I think 

they are the 10th largest in the world. They have a lot of large ships we have thus acquired 

57 new ships and also some of the mega large ships. We did not want to buy new ships 

because we did not want to further create over capacity. If we bought new ships we would 

create over capacity. Provided we get the permission to merge we wont create 

overcapacity. 268  We have never seen so low a number of new orders and the scrap rate is 

going up. Many ships are being scarped or recycled and it is especially Panamax ships that 

are being scrapped because they are difficult to operate economically. The market is 

becoming more sensible in that way. The demand for container traffic is growing 3-5% 

every year and has been doing so for 40 years and this haven’t changed. The middle class is 

growing in Asia and that means consumption and that means transport. The number of 

middle class people are growing worldwide and they crave goods.269  
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Are you worried with the reverse flow of the containers? 

No I mean this trade will always experience imbalances of trade and that is natural. It is 

only a matter of handling it wisely and effectively. There are also some trade channels that 

are fairly balanced so of course it can be done. But I think we are handling it quite well. It 

also depends on currency issues. If a currency is very strong there is a lot of import but not 

a lot of export because it becomes too expensive. Take the case of Brazil they are 

exporting a lot because the Real is cheap but they are not importing a lot. And that has an 

immediate impact on the transportation companies. 

Why didn’t you decide to include Jadeweser in your network seeing as there are 

challenges related to the infrastructure in Hamburg? 

It is a good decision to have a deep-sea port in Germany. In the beginning it was 

cooperation between the governments and in the beginning Hamburg was also a part of it 

but I think that they left so now it is only the governments of Bremen and 

Niedersachsen.270 JWP is a good opportunity for growth in Germany but lacks hinterland 

connections. At the moment there are 1000 trains per week from Hamburg. I think in JWP 

there is 15 or is it 8 trains and I think there is only one track into the port. Hamburg have 

always been the big infrastructure network of sea freight and of course they have a very 

good access by highway and they have a very good access to the rail. There are four trains 

a day from Hamburg to Prague while JWP has 1 a week.271 Of course if this port is growing 

the infrastructure will be provided but right now it is lacking. Right now I only see Maersk 

going there and I think that is because they own the terminal so of course they want to see 

some traffic there be course otherwise it would be an investment in vain.272  

We also talked to Mikkel Andersen of Eurogate and he said that JWP is a port for the 

future. So wouldn’t it be a good idea to go there since it is built for the future and 

Hamburg has issues? 

Well yeah but at the moment it is a huge disadvantage to go there because the hinterland 

infrastructure is not there. Why should we do it when the hinterland service in Hamburg is 

really good. And of course there is a disadvantage to access on the other hand you are in 

the center of the Germany and you are in Hannover within the hour. JWP is a little bit 

remote and the rail is not there. I wouldn’t exclude that we will call JWP in the future as 

well but not for a majority of our services.273 
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If the hinterland connections out of JadeWeser improved would you then be more 

inclined to call at JWP? 

Yes. Or additionally if the infrastructural situation in Hamburg gets worse. Just imagine if 

we get these 19.000 TEU vessels then we cant use our terminal because in front of our 

terminal there is a bridge which is too low for our ships. SO we will have to use a terminal 

that is not owned by us. Of course this is not a catastrophe but we will have to use a 

terminal that is dedicated to another shipping alliance and of course their ships are 

prioritized. If we should experience increased waiting times then we will likely look more 

into JWP than we are today.274 

Would you then be more inclined to call JWP if you had a dedicated terminal there? 

That would not make sense in JWP. It would only make sense if we had really frequent calls 

at JWP. I think we only are part owners of two terminals worldwide so this is not our core 

business. At the moment I don’t see it happening, in the mid term I really don’t see it and 

in the long term who knows? I don’t have a crystal ball. But no there are no plans.275  

Now that you get 57 new ships wouldn’t it maybe be worth looking more into that? 

Well these 57 ships will not necessarily only serve Hamburg. A big portion of our ships 

never calls Hamburg. It is a middle east shipping line and they are mainly focused on asia-

middle east. And these ships that will be calling Hamburg in the future were already calling 

Hamburg. They are not new ships so it will not be a big increase.276 

Last year the troughput in Hamburg fell a little. Do you see that as a trend going 

forward? 

Difficult to say. What I do know and what I read is that Russia was impacting Hamburg 

because Hamburg is a very important transshipment port for Russia and with the embargo 

and what not. Also China’s growth has been slowing but on the other hand we have seen 

growing numbers in Antwerp and Rotterdam and it would seem that people like to use 

these ports more and I think that Hamburg needs to figure out what to do. It is not 

alarming but if other ports in Europe are growing Hamburg should be growing as well.277 

But we will see a change in leadership in Hamburg next year and we will have a female CEO 

and everybody hopes that she can turn it around for Hamburg and they can return to 

record numbers again.278 
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Do you think the dredging of the river Elbe might be too late as everybody are already 

ordering these mega vessels and carriers might as well go to Rotterdam or JWP where 

they can be served already? 

Logistics companies are not only looking at access to ports but also looking at population. 

And the Netherlands and Belgium are not very populous. If you call Hamburg within 2-300 

miles there are double or triple the number of people that you have in Rotterdam. Of 

course from Rotterdam it is easy to reach the industrial heartlands of Germany with 

Cologne, Dusseldorf and whatever. But Hambrug is very interesting with consumers and 

people close to the city and Hamburg will never lose some significance I think. And of 

course it is also port costs. Ports need to be cheap. It is not only port access and 

infrastructure.279 

What do you think about the idea of a joint venture between Hamburg and JWP?  

Yes I can see that happening and I think that it would make sense. There needs to be the 

political will support it. There needs to be additional talks with shipping lines and trade 

organizations. As I said the industry is still growing. And Germany is the second largest 

exporter in the world and the biggest logistic country in the world so I think Germany is 

good and strong and competitive enough to have two ports operating. I could see JWP 

getting more and more important and of course Hamburg is also difficult to expand as it is 

in the middle of the city.280  

In the last decades shipping lines have become more powerful vís-a-vís the ports do you 

see a joint venture as a threat to your relative power? 

Yeah maybe some pricing power but I don’t think so. Don’t forget that this year there will 

be hardly any shipping lines making a profit and the rates have been declining 

tremendously and the bunker prices are starting to rise again. That is a threat and that is 

why we are seeing consolidation in the industry. This is why shipping lines need to bring 

down costs when they are not able to increase revenues.281 And if port costs are the 

biggest chunk then of course you need to look at that. And ports need to be competitive. 

Look at Portland in the US for example. The costs were not competitive and there were 

strikes all the time and it was just a mess. So we left and now the port is basically dead 

because we were the last shipping line and we left because it was not competitive. As us 

they need to streamline and they need to increase productivity and they need to look into 

digitalization. They need to look into cooperation.282 
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What kind of digitalization would you like to see? 

Well at the moment we have data and the terminal operator have data and the port have 

data. It would be very important to interconnect these data. Because everybody has their 

own data. Secondly I would like to see booking simplified. I would like for it to be as easy as 

when you are booking a passanger ticket for an airline. Nobody want a paper ticket nobody 

likes it. I know it sounds easy but it is not. But this industry needs digitalization and we 

need to work on that.283  

Okay so I think that was more or less it.  
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Hapaq Lloyd stage 1 coding. 
How do Hapag-Llyod decide whom to do business with? Or what ports to call rather? 

There needs to be a demand of highclass customers. There must be sufficient customers 

and it would be nice if they were good paying customers with high paying cargo. If you see 

a shift in production happening to for example Laos and Vietnam then you might also need 

to change your liner services.284 

How do you define high class customers? 

Well we are active in some niche business such as reefer and dangerous cargo business. 

We are also active in US flag business where we are one of three companies worldwide. 

But also companies with large companies with many containers such as IKEA and so on. 

That is also a high class customer and there is a special department that is responsible for 

this.285 

How much influence does the city of Hamburg exercise on the decision to stay in 

Hamburg?  

The city of Hamburg has 20% ownership and has one seat in the board of directors.  The 

board will in the future consist of 14 seats. They are interested in future developing the 

city of Hamburg as a port city and they would like to increase the number of jobs in 

Hamburg. But of course the influence is as big as it can be with a 20 % share.286  

What kind of influence can you exercise on day-to-day operations in the port of 

Hamburg? 

We utilize I should not say our own terminal but we own 25% of the shares which is 

Hamburg-Altenwerder. This is always the case in whatever port you decide to call. The 

personal relations are always important and of course Hamburg is our homeport but don’t 

forget that we have 177 ships and the majority of these never calls at Hamburg. It is a 

general issue for a shipping line to have a very good relationship with the port.287 I would 

say that we have some open issues in this port and one of the issues is the dredging of the 

river Elbe. It is not deep enough so we need to widen and deepen the river. It has been 

ongoing for many years and soon the Supreme Court will make a decision. 288 

 

If the court should rule against the dredging do you see yourself leaving Hamburg? 
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No. It will get more difficult but currently Hamburg is served by all shipping lines and the 

large vessels are calling so it is possible but it will be more difficult because you will be 

depending on the tide and incoming traffic that makes it difficult to pass each other. But it 

is working but it is a little bit of a hassle.289  

Do you have a personal relationship with your customers and/or your suppliers? If yes 

could that prove to be a challenge when it comes to expanding your network?  

I just came from a talk with one of our operations captains and there is also a captain that 

is responsible for the port operations so we have a very good relationship with these guys. 

We also have a very good relationship with the port authorities when it comes to 

infrastructure developments and so. I think our bosses are having a meeting every 2-3 

weeks where they discuss ongoing changes and developments in the port.290  

We read the interview in Tiefgang with Rolf Haben Jansen where he talked a little bit 

about the mega large vessels and that you are not planning to buy any of these in the 

near future but wouldn’t that leave you at a disadvantage vís-a-vís the other carriers? 

Well that has changed Hapag-Lloyd is merging with United Arabic shipping lines and I think 

they are the 10th largest in the world. They have a lot of large ships we have thus acquired 

57 new ships and also some of the mega large ships. We did not want to buy new ships 

because we did not want to further create over capacity. If we bought new ships we would 

create over capacity. Provided we get the permission to merge we wont create 

overcapacity. 291  We have never seen so low a number of new orders and the scrap rate is 

going up. Many ships are being scarped or recycled and it is especially Panamax ships that 

are being scrapped because they are difficult to operate economically. The market is 

becoming more sensible in that way. The demand for container traffic is growing 3-5% 

every year and has been doing so for 40 years and this haven’t changed. The middle class is 

growing in Asia and that means consumption and that means transport. The number of 

middle class people are growing worldwide and they crave goods.292  
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Are you worried with the reverse flow of the containers? 

No I mean this trade will always experience imbalances of trade and that is natural. It is 

only a matter of handling it wisely and effectively. There are also some trade channels that 

are fairly balanced so of course it can be done. But I think we are handling it quite well. It 

also depends on currency issues. If a currency is very strong there is a lot of import but not 

a lot of export because it becomes too expensive. Take the case of Brazil they are 

exporting a lot because the Real is cheap but they are not importing a lot. And that has an 

immediate impact on the transportation companies. 

Why didn’t you decide to include Jadeweser in your network seeing as there are 

challenges related to the infrastructure in Hamburg? 

It is a good decision to have a deep-sea port in Germany. In the beginning it was 

cooperation between the governments and in the beginning Hamburg was also a part of it 

but I think that they left so now it is only the governments of Bremen and 

Niedersachsen.293 JWP is a good opportunity for growth in Germany but lacks hinterland 

connections. At the moment there are 1000 trains per week from Hamburg. I think in JWP 

there is 15 or is it 8 trains and I think there is only one track into the port. Hamburg have 

always been the big infrastructure network of sea freight and of course they have a very 

good access by highway and they have a very good access to the rail. There are four trains 

a day from Hamburg to Prague while JWP has 1 a week.294 Of course if this port is growing 

the infrastructure will be provided but right now it is lacking. Right now I only see Maersk 

going there and I think that is because they own the terminal so of course they want to see 

some traffic there be course otherwise it would be an investment in vain.295  

We also talked to Mikkel Andersen of Eurogate and he said that JWP is a port for the 

future. So wouldn’t it be a good idea to go there since it is built for the future and 

Hamburg has issues? 

Well yeah but at the moment it is a huge disadvantage to go there because the hinterland 

infrastructure is not there. Why should we do it when the hinterland service in Hamburg is 

really good. And of course there is a disadvantage to access on the other hand you are in 

the center of the Germany and you are in Hannover within the hour. JWP is a little bit 

remote and the rail is not there. I wouldn’t exclude that we will call JWP in the future as 

well but not for a majority of our services.296 
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If the hinterland connections out of JadeWeser improved would you then be more 

inclined to call at JWP? 

Yes. Or additionally if the infrastructural situation in Hamburg gets worse. Just imagine if 

we get these 19.000 TEU vessels then we cant use our terminal because in front of our 

terminal there is a bridge which is too low for our ships. SO we will have to use a terminal 

that is not owned by us. Of course this is not a catastrophe but we will have to use a 

terminal that is dedicated to another shipping alliance and of course their ships are 

prioritized. If we should experience increased waiting times then we will likely look more 

into JWP than we are today.297 

Would you then be more inclined to call JWP if you had a dedicated terminal there? 

That would not make sense in JWP. It would only make sense if we had really frequent calls 

at JWP. I think we only are part owners of two terminals worldwide so this is not our core 

business. At the moment I don’t see it happening, in the mid term I really don’t see it and 

in the long term who knows? I don’t have a crystal ball. But no there are no plans.298  

Now that you get 57 new ships wouldn’t it maybe be worth looking more into that? 

Well these 57 ships will not necessarily only serve Hamburg. A big portion of our ships 

never calls Hamburg. It is a middle east shipping line and they are mainly focused on asia-

middle east. And these ships that will be calling Hamburg in the future were already calling 

Hamburg. They are not new ships so it will not be a big increase.299 

Last year the troughput in Hamburg fell a little. Do you see that as a trend going 

forward? 

Difficult to say. What I do know and what I read is that Russia was impacting Hamburg 

because Hamburg is a very important transshipment port for Russia and with the embargo 

and what not. Also China’s growth has been slowing but on the other hand we have seen 

growing numbers in Antwerp and Rotterdam and it would seem that people like to use 

these ports more and I think that Hamburg needs to figure out what to do. It is not 

alarming but if other ports in Europe are growing Hamburg should be growing as well.300 

But we will see a change in leadership in Hamburg next year and we will have a female CEO 

and everybody hopes that she can turn it around for Hamburg and they can return to 

record numbers again.301 
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Do you think the dredging of the river Elbe might be too late as everybody are already 

ordering these mega vessels and carriers might as well go to Rotterdam or JWP where 

they can be served already? 

Logistics companies are not only looking at access to ports but also looking at population. 

And the Netherlands and Belgium are not very populous. If you call Hamburg within 2-300 

miles there are double or triple the number of people that you have in Rotterdam. Of 

course from Rotterdam it is easy to reach the industrial heartlands of Germany with 

Cologne, Dusseldorf and whatever. But Hambrug is very interesting with consumers and 

people close to the city and Hamburg will never lose some significance I think. And of 

course it is also port costs. Ports need to be cheap. It is not only port access and 

infrastructure.302 

What do you think about the idea of a joint venture between Hamburg and JWP?  

Yes I can see that happening and I think that it would make sense. There needs to be the 

political will support it. There needs to be additional talks with shipping lines and trade 

organizations. As I said the industry is still growing. And Germany is the second largest 

exporter in the world and the biggest logistic country in the world so I think Germany is 

good and strong and competitive enough to have two ports operating. I could see JWP 

getting more and more important and of course Hamburg is also difficult to expand as it is 

in the middle of the city.303  

In the last decades shipping lines have become more powerful vís-a-vís the ports do you 

see a joint venture as a threat to your relative power? 

Yeah maybe some pricing power but I don’t think so. Don’t forget that this year there will 

be hardly any shipping lines making a profit and the rates have been declining 

tremendously and the bunker prices are starting to rise again. That is a threat and that is 

why we are seeing consolidation in the industry. This is why shipping lines need to bring 

down costs when they are not able to increase revenues.304 And if port costs are the 

biggest chunk then of course you need to look at that. And ports need to be competitive. 

Look at Portland in the US for example. The costs were not competitive and there were 

strikes all the time and it was just a mess. So we left and now the port is basically dead 

because we were the last shipping line and we left because it was not competitive. As us 

they need to streamline and they need to increase productivity and they need to look into 

digitalization. They need to look into cooperation.305  
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What kind of digitalization would you like to see? 

Well at the moment we have data and the terminal operator have data and the port have 

data. It would be very important to interconnect these data. Because everybody has their 

own data. Secondly I would like to see booking simplified. I would like for it to be as easy as 

when you are booking a passanger ticket for an airline. Nobody want a paper ticket nobody 

likes it. I know it sounds easy but it is not. But this industry needs digitalization and we 

need to work on that.306  

Okay so I think that was more or less it.  
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Hapaq Lloyd stage 2 coding. 

Grey 

Choice criteria for ports and carriers 

There needs to be a demand of highclass customers. There must be sufficient customers 

and it would be nice if they were good paying customers with high paying cargo. If you see 

a shift in production happening to for example Laos and Vietnam then you might also need 

to change your liner services. 

Logistics companies are not only looking at access to ports but also looking at population. 

And the Netherlands and Belgium are not very populous. If you call Hamburg within 2-300 

miles there are double or triple the number of people that you have in Rotterdam. Of 

course from Rotterdam it is easy to reach the industrial heartlands of Germany with 

Cologne, Dusseldorf and whatever. But Hambrug is very interesting with consumers and 

people close to the city and Hamburg will never lose some significance I think. And of 

course it is also port costs. Ports need to be cheap. It is not only port access and 

infrastructure. 

And if port costs are the biggest chunk then of course you need to look at that. And ports 

need to be competitive. Look at Portland in the US for example. The costs were not 

competitive and there were strikes all the time and it was just a mess. So we left and now 

the port is basically dead because we were the last shipping line and we left because it was 

not competitive. As us they need to streamline and they need to increase productivity and 

they need to look into digitalization. They need to look into cooperation. 

High class customers 

Well we are active in some niche business such as reefer and dangerous cargo business. 

We are also active in US flag business where we are one of three companies worldwide. 

But also companies with large companies with many containers such as IKEA and so on. 

That is also a high class customer and there is a special department that is responsible for 

this. 

Purple 

Politics 

The city of Hamburg has 20% ownership and has one seat in the board of directors.  The board will in the 

future consist of 14 seats. They are interested in future developing the city of Hamburg as a port city and 

they would like to increase the number of jobs in Hamburg. But of course the influence is as big as it can be 

with a 20 % share. 
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I would say that we have some open issues in this port and one of the issues is the 

dredging of the river Elbe. It is not deep enough so we need to widen and deepen the river. 

It has been ongoing for many years and soon the Supreme Court will make a decision. 

It is a good decision to have a deep-sea port in Germany. In the beginning it was 

cooperation between the governments and in the beginning Hamburg was also a part of it 

but I think that they left so now it is only the governments of Bremen and Niedersachsen. 

Yes I can see that happening and I think that it would make sense. There needs to be the 

political will support it. There needs to be additional talks with shipping lines and trade 

organizations. As I said the industry is still growing. And Germany is the second largest 

exporter in the world and the biggest logistic country in the world so I think Germany is 

good and strong and competitive enough to have two ports operating. I could see JWP 

getting more and more important and of course Hamburg is also difficult to expand as it is 

in the middle of the city. 

Mergers 

Well that has changed Hapag-Lloyd is merging with United Arabic shipping lines and I think 

they are the 10th largest in the world. They have a lot of large ships we have thus acquired 

57 new ships and also some of the mega large ships. We did not want to buy new ships 

because we did not want to further create over capacity. If we bought new ships we would 

create over capacity. Provided we get the permission to merge we wont create 

overcapacity. 

Yes I can see that happening and I think that it would make sense. There needs to be the 

political will support it. There needs to be additional talks with shipping lines and trade 

organizations. As I said the industry is still growing. And Germany is the second largest 

exporter in the world and the biggest logistic country in the world so I think Germany is 

good and strong and competitive enough to have two ports operating. I could see JWP 

getting more and more important and of course Hamburg is also difficult to expand as it is 

in the middle of the city. 

Core competencies 

That would not make sense in JWP. It would only make sense if we had really frequent calls 

at JWP. I think we only are part owners of two terminals worldwide so this is not our core 

business. At the moment I don’t see it happening, in the mid term I really don’t see it and 

in the long term who knows? I don’t have a crystal ball. But no there are no plans. 
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Brown 

Partnerships 

We utilize I should not say our own terminal but we own 25% of the shares which is 

Hamburg-Altenwerder. This is always the case in whatever port you decide to call. The 

personal relations are always important and of course Hamburg is our homeport but don’t 

forget that we have 177 ships and the majority of these never calls at Hamburg. It is a 

general issue for a shipping line to have a very good relationship with the port. 

No. It will get more difficult but currently Hamburg is served by all shipping lines and the 

large vessels are calling so it is possible but it will be more difficult because you will be 

depending on the tide and incoming traffic that makes it difficult to pass each other. But it 

is working but it is a little bit of a hassle. 

I just came from a talk with one of our operations captains and there is also a captain that 

is responsible for the port operations so we have a very good relationship with these guys. 

We also have a very good relationship with the port authorities when it comes to 

infrastructure developments and so. I think our bosses are having a meeting every 2-3 

weeks where they discuss ongoing changes and developments in the port. 

Well at the moment we have data and the terminal operator have data and the port have 

data. It would be very important to interconnect these data. Because everybody has their 

own data. Secondly I would like to see booking simplified. I would like for it to be as easy as 

when you are booking a passanger ticket for an airline. Nobody want a paper ticket nobody 

likes it. I know it sounds easy but it is not. But this industry needs digitalization and we 

need to work on that. 

Red 

Overcapacity 

Well that has changed Hapag-Lloyd is merging with United Arabic shipping lines and I think 

they are the 10th largest in the world. They have a lot of large ships we have thus acquired 

57 new ships and also some of the mega large ships. We did not want to buy new ships 

because we did not want to further create over capacity. If we bought new ships we would 

create over capacity. Provided we get the permission to merge we wont create 

overcapacity. 

Capacity 

We have never seen so low a number of new orders and the scrap rate is going up. Many 

ships are being scarped or recycled and it is especially Panamax ships that are being 

scrapped because they are difficult to operate economically. The market is becoming more 
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sensible in that way. The demand for container traffic is growing 3-5% every year and has 

been doing so for 40 years and this haven’t changed. The middle class is growing in Asia 

and that means consumption and that means transport. The number of middle class 

people are growing worldwide and they crave goods. 

Well these 57 ships will not necessarily only serve Hamburg. A big portion of our ships 

never calls Hamburg. It is a middle east shipping line and they are mainly focused on asia-

middle east. And these ships that will be calling Hamburg in the future were already calling 

Hamburg. They are not new ships so it will not be a big increase. 

Yellow 

Challenges for JWP 

JWP is a good opportunity for growth in Germany but lacks hinterland connections. At the 

moment there are 1000 trains per week from Hamburg. I think in JWP there is 15 or is it 8 

trains and I think there is only one track into the port. Hamburg have always been the big 

infrastructure network of sea freight and of course they have a very good access by 

highway and they have a very good access to the rail. There are four trains a day from 

Hamburg to Prague while JWP has 1 a week. 

Well yeah but at the moment it is a huge disadvantage to go there because the hinterland 

infrastructure is not there. Why should we do it when the hinterland service in Hamburg is 

really good. And of course there is a disadvantage to access on the other hand you are in 

the center of the Germany and you are in Hannover within the hour. JWP is a little bit 

remote and the rail is not there. I wouldn’t exclude that we will call JWP in the future as 

well but not for a majority of our services. 

Opportunity for JWP 

Of course if this port is growing the infrastructure will be provided but right now it is 

lacking. Right now I only see Maersk going there and I think that is because they own the 

terminal so of course they want to see some traffic there be course otherwise it would be 

an investment in vain. 

Yes. Or additionally if the infrastructural situation in Hamburg gets worse. Just imagine if 

we get these 19.000 TEU vessels then we cant use our terminal because in front of our 

terminal there is a bridge which is too low for our ships. SO we will have to use a terminal 

that is not owned by us. Of course this is not a catastrophe but we will have to use a 

terminal that is dedicated to another shipping alliance and of course their ships are 

prioritized. If we should experience increased waiting times then we will likely look more 

into JWP than we are today. 
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But we will see a change in leadership in Hamburg next year and we will have a female CEO 

and everybody hopes that she can turn it around for Hamburg and they can return to 

record numbers again. 

Slow Growth 

Difficult to say. What I do know and what I read is that Russia was impacting Hamburg 

because Hamburg is a very important transshipment port for Russia and with the embargo 

and what not. Also China’s growth has been slowing but on the other hand we have seen 

growing numbers in Antwerp and Rotterdam and it would seem that people like to use 

these ports more and I think that Hamburg needs to figure out what to do. It is not 

alarming but if other ports in Europe are growing Hamburg should be growing as well. 

Yeah maybe some pricing power but I don’t think so. Don’t forget that this year there will 

be hardly any shipping lines making a profit and the rates have been declining 

tremendously and the bunker prices are starting to rise again. That is a threat and that is 

why we are seeing consolidation in the industry. This is why shipping lines need to bring 

down costs when they are not able to increase revenues. 

Navy Blue 

Rumors 

JWP is a good opportunity for growth in Germany but lacks hinterland connections. At the 

moment there are 1000 trains per week from Hamburg. I think in JWP there is 15 or is it 8 

trains and I think there is only one track into the port. Hamburg have always been the big 

infrastructure network of sea freight and of course they have a very good access by 

highway and they have a very good access to the rail. There are four trains a day from 

Hamburg to Prague while JWP has 1 a week. 

Blue 

Faulty infrastructure 

Well yeah but at the moment it is a huge disadvantage to go there because the hinterland 

infrastructure is not there. Why should we do it when the hinterland service in Hamburg is 

really good. And of course there is a disadvantage to access on the other hand you are in 

the center of the Germany and you are in Hannover within the hour. JWP is a little bit 

remote and the rail is not there. I wouldn’t exclude that we will call JWP in the future as 

well but not for a majority of our services. 
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Appendix 5 Interview Maersk and coded interviews stage 1 and 2. 

Raw interview 
How do Maersk decide which ports to do business with?  
 
The product is not what one would define as a text book example of products. Service are 

vessels sailing back and forth between the countries or continents. The key defining factors 

to what port Maersk want to call is where do the customers want to go. If the customer 

would like to go to Bremen I. It is customer driven so it is push. What is the cost of the port 

call, is it cheaper? Is it a deep sea port? So the mega vessels can go to? Is the port difficult 

to get to. Basically is the port able to handle the container ship size etc. And do research 

on the limitations. Is it difficult to access from the hinterland. Is there a rail way to the 

port.307  

What kind of influence can you exercise on day-to-day operations in the port of JWP? 
 
It is uncommen in northern Europe for ports to have only one major liner, but if you are 

you can try to get a more attractive birthing slots and in general decrease the costs. Try to 

avoid Sundays as they are more difficult and more expensive and In general In the 

weekends, but as mentioned Sundays is a must to avoid.308 No liner has asked ports to 

provide new investments in hardware or fixed or even semi fixed expenses for the liner 

service. Ofcourse with the new liners, the port has to do some investments, but that is 

more or less the port who decides to do the investment not the liners and are driven by 

the ports. Triple E classes require new hardware. Basically the day to day influences is that 

the liner can ask for cheaper rates, and other birthing slots.309 

Do you have a personal relationship with your customers and/or your suppliers? 
 
No , relationships but not personal. 

What where the considerations behind the decision to obtain a 20% ownership in the 
terminal at JWP? 
 
APMT is a separate company so I cant really say. Maersk group is as of today 14 different 

companies. Same competitiveness with APMT as another terminal company / operator. 

APMT is a port operator and Maersk treat them accordingly.310 

 
 

                                                           
307 Choice criteria for ports and carriers 
308 Port governance 
309 Investments, expanding infrastructure 
310 Unfulfilled potentital 
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Would you then be more inclined to call JWP if you had a dedicated terminal there?   
 

No there are no connection between the two APMT and AP line has to compete for.311  

What are your feelings about the mega large vessels? According to economics of scale 
and lowering the freight rates. 
 
Determine freight rates are Supply and demand is the main determinate for the price, it is 

not the cost of the one unit, slot cost. That is the risk of asset heavy industries and the key 

point of having large vessels is that the unit cost goes down. If you don’t get on the train 

you will end up being uncompetitive until the race reaches the bottom.312 Alliances are a 

way to counter economics of scale and lowering freight rates. By creating these alliances, 

we share the assits, thereby sharing the ships and cargo to maximize the freight rates. 

There might be more capacity but there are likely to be fewer and bigger players.313  

It seems impossible that the ships are getting bigger, but the ports will have difficulties 

handling the big vessels. I think that in the future consolidation will be the way to go, fewer 

liner services with bigger market shares.314  

2M alliances rumours that they will have another player in their alliances , like Hyundai.315 

Why did you decide to call at Jadeweser? 
 
I do not know because I worked with another department in Maersk. 
 
If the hinterland connections out of JadeWeser improved would you then be more 
inclined to call at JWP?  
 
It is very important for Ports to have a good hinterland connection to be attractive and 
liners would thereby maybe be more inclined to call the ports. I can tell you a story about a 
nice new port in Canada that called Maersk and asked if we would call at their port, but 
because of bad hinterland connections to the rest of Canada this would not be a rational 
viable or economic possibility.316  
 

 

 

                                                           
311 Unfulfilled potential 
312 Prisoner’s dillemma 
313 Carrier alliances 
314 Rumor 
315 Rumor 
316 Choice criteria for ports and carriers 
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What do you think about the idea of a joint venture between Hamburg and JWP?  
 

It is an interesting idea but it goes back to what the customer want. The customer does not 

care and they can afford to don’t care as there is a large demand gap.  Further from a 

customer point, it might not be the best idea since the transportation of freight from JWP 

to Hamburg would be around 300 km longer than calling directly to Hamburg, so there 

should be some sort of carrot for the customer. It is an operational constraint between the 

ports and liners. So from a liner perspective , the liner will go where the customer wants 

go.317 

What could JWP do to become more attractive to you? 
 

If a big customer / contract wants to sign and say that they want their goods to leave this 

particular port. New hardware is important. Short turnaround times. As high a move count 

as possible. The customer is most important Move counts and right equipment when the 

vessel comes in, you want the vessel to leave the port as fast as possible, move counts pr 

hours needs to be high. But in the end the most important thing is a customer that wants 

to go to that port.318   

What role do you foresee JWP to play in the future?  
 

Maybe it could be a cheaper option for Bremerhaven. Is there a certain geographical area 

that JWP could easier cater more conveniently than for instance, Bremen or some other 

port in the region. They could talk directly to Dutch customers.  Zeabrugge is in a very 

similar situation as JWP. Halifax port is a great port but is suffering from poor rail 

connection. The port and Maersk tried to put pressure on the rail company.319  
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318 Good infrastructure, opportunity for JWP 
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Maersk stage 1 coding. 
How do Maersk decide which ports to do business with?  
 
The product is not what one would define as a text book example of products. Service are 

vessels sailing back and forth between the countries or continents. The key defining factors 

to what port Maersk want to call is where do the customers want to go. If the customer 

would like to go to Bremen I. It is customer driven so it is push. What is the cost of the port 

call, is it cheaper? Is it a deep sea port? So the mega vessels can go to? Is the port difficult 

to get to. Basically is the port able to handle the container ship size etc. And do research 

on the limitations. Is it difficult to access from the hinterland. Is there a rail way to the 

port.320  

What kind of influence can you exercise on day-to-day operations in the port of JWP? 
 
It is uncommen in northern Europe for ports to have only one major liner, but if you are 

you can try to get a more attractive birthing slots and in general decrease the costs. Try to 

avoid Sundays as they are more difficult and more expensive and In general In the 

weekends, but as mentioned Sundays is a must to avoid.321 No liner has asked ports to 

provide new investments in hardware or fixed or even semi fixed expenses for the liner 

service. Ofcourse with the new liners, the port has to do some investments, but that is 

more or less the port who decides to do the investment not the liners and are driven by 

the ports. Triple E classes require new hardware. Basically the day to day influences is that 

the liner can ask for cheaper rates, and other birthing slots.322 

Do you have a personal relationship with your customers and/or your suppliers? 
 
No , relationships but not personal. 

What where the considerations behind the decision to obtain a 20% ownership in the 
terminal at JWP? 
 
APMT is a separate company so I cant really say. Maersk group is as of today 14 different 

companies. Same competitiveness with APMT as another terminal company / operator. 

APMT is a port operator and Maersk treat them accordingly.323 

 

 

                                                           
320 Choice criteria for ports and carriers 
321 Port governance 
322 Investments, expanding infrastructure 
323 Unfulfilled potentital 
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Would you then be more inclined to call JWP if you had a dedicated terminal there?   

 

No there are no connection between the two APMT and AP line has to compete for.324  

What are your feelings about the mega large vessels? According to economics of scale 
and lowering the freight rates. 
 
Determine freight rates are Supply and demand is the main determinate for the price, it is 

not the cost of the one unit, slot cost. That is the risk of asset heavy industries and the key 

point of having large vessels is that the unit cost goes down. If you don’t get on the train 

you will end up being uncompetitive until the race reaches the bottom.325 Alliances are a 

way to counter economics of scale and lowering freight rates. By creating these alliances, 

we share the assits, thereby sharing the ships and cargo to maximize the freight rates. 

There might be more capacity but there are likely to be fewer and bigger players.326  

It seems impossible that the ships are getting bigger, but the ports will have difficulties 

handling the big vessels. I think that in the future consolidation will be the way to go, fewer 

liner services with bigger market shares.327  

2M alliances rumours that they will have another player in their alliances , like Hyundai.328 

Why did you decide to call at Jadeweser? 
 
I do not know because I worked with another department in Maersk. 

If the hinterland connections out of JadeWeser improved would you then be more 
inclined to call at JWP? 
 
It is very important for Ports to have a good hinterland connection to be attractive and 

liners would thereby maybe be more inclined to call the ports. I can tell you a story about a 

nice new port in Canada that called Maersk and asked if we would call at their port, but 

because of bad hinterland connections to the rest of Canada this would not be a rational 

viable or economic possibility.329  
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What do you think about the idea of a joint venture between Hamburg and JWP?  
 
It is an interesting idea but it goes back to what the customer want. The customer does not 

care and they can afford to don’t care as there is a large demand gap.  Further from a 

customer point, it might not be the best idea since the transportation of freight from JWP 

to Hamburg would be around 300 km longer than calling directly to Hamburg, so there 

should be some sort of carrot for the customer. It is an operational constraint between the 

ports and liners. So from a liner perspective , the liner will go where the customer wants 

go.330 

What could JWP do to become more attractive to you? 
 
If a big customer / contract wants to sign and say that they want their goods to leave this 

particular port. New hardware is important. Short turnaround times. As high a move count 

as possible. The customer is most important Move counts and right equipment when the 

vessel comes in, you want the vessel to leave the port as fast as possible, move counts pr 

hours needs to be high. But in the end the most important thing is a customer that wants 

to go to that port.331   

What role do you foresee JWP to play in the future?  
 
Maybe it could be a cheaper option for Bremerhaven. Is there a certain geographical area 

that JWP could easier cater more conveniently than for instance, Bremen or some other 

port in the region. They could talk directly to Dutch customers.  Zeabrugge is in a very 

similar situation as JWP. Halifax port is a great port but is suffering from poor rail 

connection. The port and Maersk tried to put pressure on the rail company.332  
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Maersk stage 2 coding. 

Grey 

Choice criteria for ports and carriers 

The product is not what one would define as a text book example of products. Service are 

vessels sailing back and forth between the countries or continents. The key defining factors 

to what port Maersk want to call is where do the customers want to go. If the customer 

would like to go to Bremen I. It is customer driven so it is push. What is the cost of the port 

call, is it cheaper? Is it a deep sea port? So the mega vessels can go to? Is the port difficult 

to get to. Basically is the port able to handle the container ship size etc. And do research 

on the limitations. Is it difficult to access from the hinterland. Is there a rail way to the 

port. 

It is very important for Ports to have a good hinterland connection to be attractive and 

liners would thereby maybe be more inclined to call the ports. I can tell you a story about a 

nice new port in Canada that called Maersk and asked if we would call at their port, but 

because of bad hinterland connections to the rest of Canada this would not be a rational 

viable or economic possibility. 

It is an interesting idea but it goes back to what the customer want. The customer does not 

care and they can afford to don’t care as there is a large demand gap.  Further from a 

customer point, it might not be the best idea since the transportation of freight from JWP 

to Hamburg would be around 300 km longer than calling directly to Hamburg, so there 

should be some sort of carrot for the customer. It is an operational constraint between the 

ports and liners. So from a liner perspective , the liner will go where the customer wants 

go. 

Purple 

Port governance  

It is uncommen in northern Europe for ports to have only one major liner, but if you are 

you can try to get a more attractive birthing slots and in general decrease the costs. Try to 

avoid Sundays as they are more difficult and more expensive and In general In the 

weekends, but as mentioned Sundays is a must to avoid. 

Brown 

Investments. 

No liner has asked ports to provide new investments in hardware or fixed or even semi 

fixed expenses for the liner service. Ofcourse with the new liners, the port has to do some 

investments, but that is more or less the port who decides to do the investment not the 
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liners and are driven by the ports. Triple E classes require new hardware. Basically the day 

to day influences is that the liner can ask for cheaper rates, and other birthing slots. 

Unfulfilled potential 

APMT is a separate company so I cant really say. Maersk group is as of today 14 different 

companies. Same competitiveness with APMT as another terminal company / operator. 

APMT is a port operator and Maersk treat them accordingly. 

No there are no connection between the two APMT and AP line has to compete for. 

Carrier alliances  

Alliances are a way to counter economics of scale and lowering freight rates. By creating 

these alliances, we share the assits, thereby sharing the ships and cargo to maximize the 

freight rates. There might be more capacity but there are likely to be fewer and bigger 

players 

Red 

Prisoner’s dilemma  

Determine freight rates are Supply and demand is the main determinate for the price, it is 

not the cost of the one unit, slot cost. That is the risk of asset heavy industries and the key 

point of having large vessels is that the unit cost goes down. If you don’t get on the train 

you will end up being uncompetitive until the race reaches the bottom. 

Navy Blue 

Rumor 

It seems impossible that the ships are getting bigger, but the ports will have difficulties 

handling the big vessels. I think that in the future consolidation will be the way to go, fewer 

liner services with bigger market shares. 

2M alliances rumours that they will have another player in their alliances , like Hyundai. 

Blue 

Good infrastructure 

If a big customer / contract wants to sign and say that they want their goods to leave this 

particular port. New hardware is important. Short turnaround times. As high a move count 

as possible. The customer is most important Move counts and right equipment when the 

vessel comes in, you want the vessel to leave the port as fast as possible, move counts pr 

hours needs to be high. But in the end the most important thing is a customer that wants 

to go to that port. 
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Expanding infrastructure 

No liner has asked ports to provide new investments in hardware or fixed or even semi 

fixed expenses for the liner service. Ofcourse with the new liners, the port has to do some 

investments, but that is more or less the port who decides to do the investment not the 

liners and are driven by the ports. Triple E classes require new hardware. Basically the day 

to day influences is that the liner can ask for cheaper rates, and other birthing slots 

Maybe it could be a cheaper option for Bremerhaven. Is there a certain geographical area 

that JWP could easier cater more conveniently than for instance, Bremen or some other 

port in the region. They could talk directly to Dutch customers.  Zeabrugge is in a very 

similar situation as JWP. Halifax port is a great port but is suffering from poor rail 

connection. The port and Maersk tried to put pressure on the rail company. 

Yellow 

Opportunity for JWP 

If a big customer / contract wants to sign and say that they want their goods to leave this 

particular port. New hardware is important. Short turnaround times. As high a move count 

as possible. The customer is most important Move counts and right equipment when the 

vessel comes in, you want the vessel to leave the port as fast as possible, move counts pr 

hours needs to be high. But in the end the most important thing is a customer that wants 

to go to that port. 

Maybe it could be a cheaper option for Bremerhaven. Is there a certain geographical area 

that JWP could easier cater more conveniently than for instance, Bremen or some other 

port in the region. They could talk directly to Dutch customers.  Zeabrugge is in a very 

similar situation as JWP. Halifax port is a great port but is suffering from poor rail 

connection. The port and Maersk tried to put pressure on the rail company. 
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Appendix 6 Interview Nordfrost and coded interviews stage 1 and 

2. 

Raw interview 

How do Nordfrost decide whom to do business with?  
 
Our owner is born in Wilhelmshaven and that made it clear that they wanted to be part of 

that. 

What kind of influence can you exercise on day-to-day operations in the port of JWP? 
 
That is a little difficult. Work started in 2012 and we were promised a lot of influence. We 

do not believe that we are getting that influence we were promised and says it is largely 

dependent on the liners as they are the ones deciding want to ship trough the port. Today 

we are working mostly with Bremerhaven.333  

Do you have a personal relationship with your customers and/or your suppliers? 
 
Yes we have a personal relationship with the main producers of products such as deep 

frozen goods such as meat. We have a personal relationship with the fruit liners. They 

presented the idea of fresh fruit and the customers were very pleased with the notion. 

Germany is importing 3,5 million tons annually and 50 % is coming trough Benelux ports 

mainly Rotterdam. The point is to shift from Benelux and Rotterdam to JWP. Good 

hinterland on the motorway which is important since 100% of the business is done by 

truck. So shipping trough the big established ports is slower and more expansive. The truck 

is much faster and faster than train and also cheap.334  

What where the considerations behind the decision to construct two large storage 
facilities in or around JWP? 

 

The owner is closely tied to this area and JWP is the only deep-sea port and the ships are 

becoming increasingly large and we wanted to direct our traffic here.335 

Do you think that some liners might be more inclined to call if there was a dedicated 
terminal in JWP? 
 
It is not essential that there is a dedicated terminal. JWP already has a dedicated terminal 
to Maersk Line. It is not something that will speed up the pace of decisions of the shipping 
lines. JWP is a very good alternative to the big established ports and the shipping lines 

                                                           
333 Annoyed stakeholder 
334 Opportunity for JWP, Good infrastructure  
335 Deep-sea port 
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need to realize this.336  
What are your feelings about the mega large vessels? 
 
The shift towards the mega large vessels cannot be stopped. If the shipping lines could go 

back to 2008-09, they might not have decided to construct these 19.000 TEU vessels if they 

knew what was coming in the future as they are proving to not be very efficient in the 

current market.337 

If the hinterland connections out of JWP improved would, you then be more inclined to 
invest in JWP? 

 

The hinterland connection is perfect if you use trucks. If you plant something in JWP you 

have to contact the partners. When Nordfrost first started we had to spend roughly half a 

year to get 3-4 truckers to help us and set up shop in JWP. If you plan to work continuously 

in JWP you might need feeder or train services and you have to engage with them directly. 

It will not be enough simply to send vessels to JWP if the hinterland is unable to absorb the 

containers. You need to engage in conversation with hinterland logistic providers. We do 

not really use the train so we cannot comment too much on that.338  

What do you think about the idea of a joint venture between Hamburg and JWP?  
 

It is defiantly important and not only between Hamburg but also Bremen and 

Bremerhaven. It is important for the German ports to cooperate to gain a better 

competitive position in relation to the Benelux ports. If the German ports does not unite all 

of Germany will lose out and not only the individual ports.339 

What could JWP do to become more attractive to you? 
 
More vessels and more shipping lines are the key elements. There is a really good and fast 
hinterland connections and state of the art of warehouses. The main point is to talk with 
the customers of fresh fruit and we are trying to accumulate more containers in JWP. In 
the meantime it is possible to work trough Bremerhaven but it is basically the same as 
Rotterdam. However the hinterland might be a little cheaper depending on the 
destination. Nordfrost will start soon to construct directly in the port a deep freeze 
warehouse to push the expansion of the deep freeze market. More and more customers 
are working both in fresh fruit and deep freeze logistics so a combination of the businesses 
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337 Vessels 
338 Good infrastructure 
339 Challenges for JWP, Opportunity for JWP 
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is the next logical step. 340 
 
What role do you foresee JWP to play in the future?  
 
The port will develop further and further and the port will within some years reach its 

capacity. Vessels that are longer than 380 m will not be able to enter the port of Hamburg 

if there is a wind of over 6 kn. Also the dredging of the Elbe will be difficult and while that 

is still not done the large ships are having difficulties entering the Elbe. They also have a 

hard time passing each other in the river and it is also difficult to turn the ships in 

Hamburg.341  
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Nordfrost stage 1 Coding. 
How do Nordfrost decide whom to do business with?  

Our owner is born in Wilhelmshaven and that made it clear that they wanted to be part of 

that. 

What kind of influence can you exercise on day-to-day operations in the port of JWP? 
 
That is a little difficult. Work started in 2012 and we were promised a lot of influence. We 

do not believe that we are getting that influence we were promised and says it is largely 

dependent on the liners as they are the ones deciding want to ship trough the port. Today 

we are working mostly with Bremerhaven.342  

Do you have a personal relationship with your customers and/or your suppliers? 
 

Yes we have a personal relationship with the main producers of products such as deep 

frozen goods such as meat. We have a personal relationship with the fruit liners. They 

presented the idea of fresh fruit and the customers were very pleased with the notion. 

Germany is importing 3,5 million tons annually and 50 % is coming trough Benelux ports 

mainly Rotterdam. The point is to shift from Benelux and Rotterdam to JWP. Good 

hinterland on the motorway which is important since 100% of the business is done by 

truck. So shipping trough the big established ports is slower and more expansive. The truck 

is much faster and faster than train and also cheap.343  

What where the considerations behind the decision to construct two large storage 
facilities in or around JWP? 

 

The owner is closely tied to this area and JWP is the only deep-sea port and the ships are 

becoming increasingly large and we wanted to direct our traffic here.344 

Do you think that some liners might be more inclined to call if there was a dedicated 
terminal in JWP? 
 
It is not essential that there is a dedicated terminal. JWP already has a dedicated terminal 
to Maersk Line. It is not something that will speed up the pace of decisions of the shipping 
lines. JWP is a very good alternative to the big established ports and the shipping lines 

                                                           
342 Annoyed stakeholder 
343 Opportunity for JWP, Good infrastructure  
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need to realize this.345  
What are your feelings about the mega large vessels? 
 
The shift towards the mega large vessels cannot be stopped. If the shipping lines could go 

back to 2008-09, they might not have decided to construct these 19.000 TEU vessels if they 

knew what was coming in the future as they are proving to not be very efficient in the 

current market.346 

If the hinterland connections out of JWP improved would, you then be more inclined to 
invest in JWP? 

 

The hinterland connection is perfect if you use trucks. If you plant something in JWP you 

have to contact the partners. When Nordfrost first started we had to spend roughly half a 

year to get 3-4 truckers to help us and set up shop in JWP. If you plan to work continuously 

in JWP you might need feeder or train services and you have to engage with them directly. 

It will not be enough simply to send vessels to JWP if the hinterland is unable to absorb the 

containers. You need to engage in conversation with hinterland logistic providers. We do 

not really use the train so we cannot comment too much on that.347  

What do you think about the idea of a joint venture between Hamburg and JWP?  
 
It is defiantly important and not only between Hamburg but also Bremen and 

Bremerhaven. It is important for the German ports to cooperate to gain a better 

competitive position in relation to the Benelux ports. If the German ports does not unite all 

of Germany will lose out and not only the individual ports.348 

What could JWP do to become more attractive to you? 
 
More vessels and more shipping lines are the key elements. There is a really good and fast 
hinterland connections and state of the art of warehouses. The main point is to talk with 
the customers of fresh fruit and we are trying to accumulate more containers in JWP. In 
the meantime it is possible to work trough Bremerhaven but it is basically the same as 
Rotterdam. However the hinterland might be a little cheaper depending on the 
destination. Nordfrost will start soon to construct directly in the port a deep freeze 
warehouse to push the expansion of the deep freeze market. More and more customers 
are working both in fresh fruit and deep freeze logistics so a combination of the businesses 
is the next logical step. 349 
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What role do you foresee JWP to play in the future?  
 
The port will develop further and further and the port will within some years reach its 
capacity. Vessels that are longer than 380 m will not be able to enter the port of Hamburg 
if there is a wind of over 6 kn. Also the dredging of the Elbe will be difficult and while that 
is still not done the large ships are having difficulties entering the Elbe. They also have a 
hard time passing each other in the river and it is also difficult to turn the ships in 
Hamburg.350  
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Nordfrost stage 2 coding. 

Brown – Relations 

Annoyed stakeholders:  

That is a little difficult. Work started in 2012 and we were promised a lot of influence. We 

do not believe that we are getting that influence we were promised and says it is largely 

dependent on the liners as they are the ones deciding want to ship trough the port. Today 

we are working mostly with Bremerhaven. 

Orange – Competitiveness 

Opportunity for JWP: 

Yes we have a personal relationship with the main producers of products such as deep 

frozen goods such as meat. We have a personal relationship with the fruit liners. They 

presented the idea of fresh fruit and the customers were very pleased with the notion. 

Germany is importing 3,5 million tons annually and 50 % is coming trough Benelux ports 

mainly Rotterdam. The point is to shift from Benelux and Rotterdam to JWP. Good 

hinterland on the motorway which is important since 100% of the business is done by 

truck. So shipping trough the big established ports is slower and more expansive. The truck 

is much faster and faster than train and also cheap. 

It is not essential that there is a dedicated terminal. JWP already has a dedicated terminal 

to Maersk Line. It is not something that will speed up the pace of decisions of the shipping 

lines. JWP is a very good alternative to the big established ports and the shipping lines 

need to realize this. 

It is defiantly important and not only between Hamburg but also Bremen and 

Bremerhaven. It is important for the German ports to cooperate to gain a better 

competitive position in relation to the Benelux ports. If the German ports does not unite all 

of Germany will lose out and not only the individual ports. 

The port will develop further and further and the port will within some years reach its 

capacity. Vessels that are longer than 380 m will not be able to enter the port of Hamburg 

if there is a wind of over 6 kn. Also the dredging of the Elbe will be difficult and while that 

is still not done the large ships are having difficulties entering the Elbe. They also have a 

hard time passing each other in the river and it is also difficult to turn the ships in 

Hamburg. 
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Challenges for JWP: 

It is defiantly important and not only between Hamburg but also Bremen and 

Bremerhaven. It is important for the German ports to cooperate to gain a better 

competitive position in relation to the Benelux ports. If the German ports does not unite all 

of Germany will lose out and not only the individual ports 

Blue - Super- and Infrastructure / Hinterland 

Good Infrastructure: 

Yes we have a personal relationship with the main producers of products such as deep 

frozen goods such as meat. We have a personal relationship with the fruit liners. They 

presented the idea of fresh fruit and the customers were very pleased with the notion. 

Germany is importing 3,5 million tons annually and 50 % is coming trough Benelux ports 

mainly Rotterdam. The point is to shift from Benelux and Rotterdam to JWP. Good 

hinterland on the motorway which is important since 100% of the business is done by 

truck. So shipping trough the big established ports is slower and more expansive. The truck 

is much faster and faster than train and also cheap. 

The hinterland connection is perfect if you use trucks. If you plant something in JWP you 

have to contact the partners. When Nordfrost first started we had to spend roughly half a 

year to get 3-4 truckers to help us and set up shop in JWP. If you plan to work continuously 

in JWP you might need feeder or train services and you have to engage with them directly. 

It will not be enough simply to send vessels to JWP if the hinterland is unable to absorb the 

containers. You need to engage in conversation with hinterland logistic providers. We do 

not really use the train so we cannot comment too much on that. 

Deep-sea Port: 

The owner is closely tied to this area and JWP is the only deep-sea port and the ships are 

becoming increasingly large and we wanted to direct our traffic here. 

Green – Ships 

Vessels: 

The shift towards the mega large vessels cannot be stopped. If the shipping lines could go 

back to 2008-09, they might not have decided to construct these 19.000 TEU vessels if they 

knew what was coming in the future as they are proving to not be very efficient in the 

current market. 

Grey – Customers 

Fruit Business: 
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More vessels and more shipping lines are the key elements. There is a really good and fast 

hinterland connections and state of the art of warehouses. The main point is to talk with 

the customers of fresh fruit and we are trying to accumulate more containers in JWP. In 

the meantime it is possible to work trough Bremerhaven but it is basically the same as 

Rotterdam. However the hinterland might be a little cheaper depending on the 

destination. Nordfrost will start soon to construct directly in the port a deep freeze 

warehouse to push the expansion of the deep freeze market. More and more customers 

are working both in fresh fruit and deep freeze logistics so a combination of the businesses 

is the next logical step. 

Purple – Operational Management 

Politics: 

The port will develop further and further and the port will within some years reach its 

capacity. Vessels that are longer than 380 m will not be able to enter the port of Hamburg 

if there is a wind of over 6 kn. Also the dredging of the Elbe will be difficult and while that 

is still not done the large ships are having difficulties entering the Elbe. They also have a 

hard time passing each other in the river and it is also difficult to turn the ships in 

Hamburg. 
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Appendix 7 Interview with Rolf Habben Jansen: 
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Appendix 8 Container Throughput Bremer Haven. 
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Appendix 10 
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Appendix 11 Rebate Programs in Jade Weser Port. 
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Appendix 12. Worldwide governance Indicators. 
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Appendix 13 Logistic Performance Index. 
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Appendix 14 ICC Market Openness Index 

 

 

 


