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Executive summary
St. Eustatius, a small island located in the Lesser Antilles, is a Dutch municipality and has had a rich trading history
during the West Indian Company era. However, current circumstances present a clear contrast. The island does
not produce locally and must import all essential goods, including food. This dependence is further underscored
by its reliance on maritime transport, facilitated primarily by a small port located on the lee side (southwest) of
the island. A privately owned oil terminal holds significant influence over the island’s economic landscape, as
the payments for operating permits account for more than half of the port’s income. As the port is part of the
St. Eustatius government, this revenue also accounts for half of the government’s budget and makes the island
financially dependent on the oil terminal.

This thesis aims to investigate opportunities to reduce this financial dependency by examining the transformation
of the port into a self-sustaining entity. The opportunities for privatisation to achieve this goal are also examined.
The investigation utilises the strategic port planning process to formulate strategies that assess the risks and
uncertainties associated with port development. First, a PESTEL analysis is carried out to understand the present
state of the port and the island.

Second, a SWOT analysis is performed, based on the findings from the PESTEL, to identify the port’s weaknesses
and opportunities. Third, a trend analysis is performed to identify shifting global and local landscapes and their
potential impact on the port. These analyses collectively contribute to the identification of design objectives to
generate different strategies for port development. Three primary design goals, along with several secondary
criteria, emerged from this extensive analysis process. The three primary design goals are listed below:

1. The first design objective is to reduce the port’s dependence on the oil terminal revenues. Consequently, the
focus is on expanding the port’s revenue streams by exploring other economic sectors. The strategies put
forward to attain this objective involve boosting cargo operations, developing cruise tourism, and providing
berthing facilities for recreational vessels in various strategic plans.

2. Due to the island’s geographic vulnerability to hurricanes, there is an urgent need to improve the port’s
resilience to natural disasters, making it the second design goal. Therefore, strategies are being developed
to strengthen the infrastructure, ensuring its ability to withstand such climate-related impacts.

3. Additionally, the third design goal focuses on the safety concerns that exist within the current port configu-
ration. The current combination of passenger and cargo operations poses potential hazards by enabling
untrained persons to cross active cargo handling areas. The functionality of the storage yard also raises
concerns regarding health and safety, primarily due to the composition of its surface material.

Based on the design criteria, four distinct strategies have been formulated, each targeting a specific element of
the port development and focusing on enhancing the port’s resilience, safety, and revenue diversification.

1. The first strategy focuses on the second and third design objectives, prioritising the strengthening of
the port’s resilience and safe operations. The suggested measures include repairing the breakwater and
surfacing the storage yard. Furthermore, it is recommended that the quay and breakwater be extended to
provide accommodation for larger vessels, including emergency ships during natural disasters.

2. The second strategy focuses on the establishment of a new port, with the aim of transforming it into a
transshipment hub for the region. This strategic initiative aims to increase transshipment capacity, improve
efficiency and reduce the cost of importing goods to the island. Simultaneously, it addresses the third
design criterion by separating passenger and cargo operations.

3. The third strategy explores the potential for facilitating the berthing of cruise ships at the quay. This
measure aims to boost tourism on the island and increase the revenue streams by imposing port fees on
cruise operators.

4. The fourth approach focuses on increasing the number of recreational boats by constructing a marina with
essential services such as water, electricity and fuel. This not only addresses the present shortage of facilities
for recreational vessels but also aims to enhance capacity to accommodate a greater number of such vessels,
thereby increasing revenues.

The individual strategies can be seamlessly integrated into a comprehensive strategic roadmap, with elements of
each strategy incorporated sequentially. This phased approach provides a long-term perspective for expanding
the port. The initial integration of the first strategy establishes a more resilient port. Following that, the fourth
strategy is implemented to accommodate increased recreational vessels. The subsequent phase involves the
construction of a new port to separate passenger and cargo operations completely. This transformation allows the
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quay to be used for cruise ships, while the redevelopment of the storage yard creates a welcoming tourist arrival
area, potentially housing a cruise terminal. This comprehensive approach not only addresses immediate concerns
but also lays the groundwork for sustainable and diversified growth in the long term.

Each strategy was evaluated to determine how privatisation could contribute to achieving the defined objectives.
An extensive literature review was conducted to evaluate the various reasons for privatisation and determine their
applicability to each strategy. The main rationale identified was the conviction that market competition would
improve efficiency. In addition, the nuanced rationale behind this effect was thoroughly examined.

The research also explored the different degrees of privatisation of government operations, identifying three
distinct models: state-owned enterprise, public-private partnership and full private ownership. These models
offer a range of privatisation options, each with its own implications and benefits.

In the context of port management, different models of collaboration between public and private entities have
been examined. The current tool port model entails the government taking on the responsibility for both infras-
tructure and superstructure. On the contrary, the preferred landlord model shifts these responsibilities along with
their associated costs to the private party. For each of the strategies, it was assessed how the port model could be
potentially changed. It was however identified that in the current conditions, this is almost impossible, mostly
due to the high investment costs for the different strategies.

To enable privatisation, the port would need to be transformed into a state-owned enterprise. This presents multi-
ple benefits when compared to the port’s present integration into the government. In particular, it would give the
port a degree of financial autonomy, allowing it to retain its revenues and accumulate funds for future investments.
Additionally, this transformation would position the port to potentially sell parts of its operations to private entities
in the future, promoting a more dynamic and market-oriented approach to port management.

The assessment of the applicability of privatisation to the four strategies produced nuanced results.

1. In the instance of the first strategy, which concerns enhancing the port’s safety and resilience, privatisation
was found to be impractical. The Dutch government has largely funded these improvements, and the
current utilisation of the port is too low to attract private investors.

2. The second strategy, focusing on the creation of a new cargo port, offers an opportunity to involve private
investors. However, the untested financial potential due to nonexistent freight volumes might discourage
private investors from making substantial investments. To address this issue, a public-private partnership
(PPP) has been deemed a feasible alternative. In this model, the government could share the risks and
contribute to the financing of the new port, thereby reducing risks for private investors and keeping greater
control over a critical aspect of the island’s infrastructure.

3. The third strategy, involving cruise ship docking, potentially offers an avenue for private investment, given
the industry precedent of operator investment in terminal construction. However, the untested commercial
viability of this measure remains a concern. As with the second approach, a PPP model could be examined
to mitigate risks and encourage private involvement.

4. The fourth strategy, which involves the creation of a marina, was identified as less capital-intensive in its
initial phase, making private investment less likely. In the second phase, however, with an established
business case and increased capacity, private investors may find the proposition more attractive.

While private investment could improve the port’s resilience by broadening revenue sources, the untested business
case presents a considerable obstacle, especially given the currently restricted demand. Public-private partner-
ships are a promising option, as they offer a means of distributing risks and promoting private investment, thus
facilitating the development of the port in a financially viable and sustainable manner.

Although definitive conclusions cannot be drawn at this stage, the results provide an indication of the possible
outcome. The first strategy is a good place to start developing the port as it is already largely funded by the
government and serves as a basis for the other strategies. In combination with the first phase of creating a marina,
the demand for more tourists in the form of cruise ships and recreational vessels can be tested.

However, this limits the opportunities for privatisation as the government will provide the investment. Operations
can be outsourced, as in the tool port model, but the need for government investment limits adaptation to a
landlord model. It is also advisable to make the port a state-owned enterprise to ensure its financial independence
and allow it to develop on its own terms rather than being dependent on political opinion. This would also allow
for a partial sale if privatisation is considered viable.
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Chapter 1

Introduction

1.1 Context and problem
statement

1.1.1 Sint Eustatius
St. Eustatius, commonly known as Statia, is a captivat-
ing Caribbean island with a rich history surpassing its
small size. The island is located in the northeastern
part of the Caribbean Sea, covering an area of merely
21 square kilometres, two-thirds the size of Vlieland.
St. Eustatius is a unique entity within the Kingdom of
the Netherlands as one of the Special Municipalities.
This differentiation indicates that the island is not a
constituent of a particular province, but is subject to
the administration of the central government. St. Eu-
statius is renowned for its stunning natural landscapes,
diverse marine ecosystems and fascinating history that
played an important role in the American Revolution-
ary War (Schoenmaeckers, 2011).

The historical importance of St. Eustatius is notewor-
thy, as it flourished as a bustling trading centre during
the heyday of the West India Company (WIC) (Glerum,
2021). The island functioned as a vital centre of com-
merce in the area, alluring merchants from different
parts of the world. St. Eustatius hosted a distinctive
free port where a diverse range of commodities, such
as slaves and weapons, were exchanged (Elder, 2012).
This free port was of particular importance during the
American Revolution, as it was one of the few places
where weapons could be obtained by the revolution-
aries. St. Eustatius was at its height during this period,
with a flourishing maritime industry, and was one of
the wealthiest Caribbean islands, harbouring over 200
ships in its ports on a daily basis. It was during this era
that this island was famously known as the "Golden
Rock" (Elder, 2012).

However, St. Eustatius’ prominence as a trading and
maritime hub was short-lived since the British annexed

the island four years later, causing its significance to de-
cline. Nowadays, St. Eustatius serves as a site of histori-
cal intrigue and breathtaking natural beauty, drawing
tourists with its tropical climate, rich cultural heritage,
and beautiful landscapes.

1.1.2 Port of St. Eustatius

The port of St. Eustatius was once a bustling centre of
activity during the WIC era. However, its current sta-
tus is quite different. At present, the port is divided
into two distinct sections, situated along the south-
west coast of the island. This is the leeward side of the
island, protecting the port from the waves of the At-
lantic Ocean. Tumble-Down-Dick Bay, located on the
northern part of the southwest coast, functions as an
oil terminal and is owned and managed by the private
investment firm Prostar Capital (Prostar Capital, n.d.).
In comparison, Gallows Bay, situated further down to-
wards the capital of Oranjestad, operates as a publicly
owned port, serving as a critical import hub for vital
goods and passenger services (Voorkamp, 2022). Addi-
tionally, the ferry to nearby islands departs from this
port.

The availability of supplies for St. Eustatius depends
on two modes of transport: air and sea. Given the high
cost of air freight, the majority of goods are transported
by sea (Voorkamp, 2022). Gallows Bay port, in this re-
gard, occupies an essential and unique position as the
island’s sole provider. The port has a unique role as it
mainly deals with the import of essential goods for the
island’s livelihood, with minimal exports as the island
produces very little. It also does not act as a transship-
ment point for other trade routes, therefore it is not
exposed to competition. This is reminiscent of state-
owned ports during the Soviet era, where their sole
purpose was to serve the state (Notteboom, Pallis, &
Rodrigue, 2022).

The Gallows Bay port depends on the tariffs paid by
the oil terminal for over half of its income (Voorkamp,
2022). This financial arrangement places the port in
an exceptional situation, where its operational sustain-
ability is deeply linked to the oil terminal’s existence.
Due to its low demand the volume of cargo passing
through the port is insufficient for conventional oper-
ations and profitability. The port’s importance as the
main gateway for the supply of goods to the island en-
hances this unique situation. In a competitive setting,
a port with substantial financial dependence on an ex-
ternal source may face difficulties in sustaining itself.
However, the island’s dependence on the port for crit-
ical deliveries emphasises the necessity of ensuring
continuous operation despite these financial complex-
ities.
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Gallows Bay port’s generated revenues are accumu-
lated to the island’s entire budget as it is a govern-
ment institution. Hence, no funds are specifically des-
ignated for the port’s infrastructure and maintenance
investments. The port relies on the Dutch govern-
ment to provide significant funding to maintain and
invest in the port. However, measures are being imple-
mented to address this situation and allow the port to
retain its income for future expenditures (Voorkamp,
2022).

In contrast, the oil terminal located in Tumble-Down-
Dick Bay offers a sharp contrast to Gallowsbay port.
This terminal, referred to as GTI Statia Terminals (here-
inafter GTI), is owned and operated by the multina-
tional Prostar Capital (Prostar Capital, n.d.). GTI con-
centrates on international oil commerce with trans-
shipment capability across the world, as opposed to
the local nature of Gallowsbay port. This crucial differ-
ence means that GTI must operate profitably in order
to be maintained by Prostar Capital.

With more than half of its tax revenue coming from
the oil terminal, on which the island is heavily depen-
dent, St. Eustatius is overly reliant on the oil terminal.
Furthermore, GTI retains the authority to provide pilot
services in the zone where the two ports are located
(Voorkamp, 2022). Despite an exemption for ships
that anchor in Gallows Bay, certain restrictions still ap-
ply.

1.1.3 Aim

As previously emphasised, the island’s dependence on
its port for the importation of goods underlines the
critical importance of ensuring its continued operation
for the sustainable livelihood of its inhabitants. To se-
cure the future of the port, it is imperative to develop a
comprehensive strategy that can serve as a roadmap
for transforming the port into a self-sustaining entity.
This study seeks to explore the practicality of privati-
sation as a prospective option for realising the objec-
tives specified in the strategy. Therefore this thesis will
mostly focus on the benefits of and less on its limita-
tions.

The development of a strategic plan is critical in recog-
nising both the opportunities and risks that lie ahead,
including the potential consequences of the closure of
the oil terminal. There is often a lack of perspective on
external changes in the industry, which can expose vul-
nerabilities and lead to missed opportunities. While
there are partial plans for the port’s development over
the next decade, these are primarily focused on essen-
tial maintenance and minor upgrades. For an island so
dependent on its port, it is vital to explore and adapt
to the changes that the future may bring.

As documented in the Voorkamp (2022), prior research
was conducted on the privatisation of the port. The aim
of this research was to reduce the government’s depen-
dence on the air and sea port. The financial analysis
in the report suggested that the business case for the
airport was not viable. However, the port showed a
viable business case due to the income from the oil
terminal. The public entity has already gained some
experience with privatisation through the privatisation
of the telecommunications provider (EUTEL) and the
utility company (STUCO) (Voorkamp, 2022), although
the level of success varies. EUTEL is profitable, while
STUCO remains dependent on government control as
tariffs are strictly regulated by the government (Au-
toriteit Consument & Markt, 2020a). In order to make
an informed decision as to whether privatisation is a
viable solution, the potential impacts of this transition
are being assessed in line with the strategies identified
for the future of the port.

1.1.4 Research gap
Numerous studies on privatisation have examined var-
ious sectors, including ports, and compared the out-
comes of privatised and non-privatised activities (Black
& Roso, 2022; Cullinane & Song, 2002; Dorfman &
Harel, 2016; Haarmeyer & Yorke, 1993). These articles
have contributed to our understanding of the effects
of privatisation, models for its implementation and
the rationale behind such decisions (Lazzarini, 2022;
OECD, 2019a; Schneider, 2003).

While there is a substantial body of research on privati-
sation, there is a notable gap when it comes to develop-
ing a clear model for assessing whether privatisation
is an appropriate option in specific cases. The conven-
tional rationale for privatisation often revolves around
well-established factors, as articulated by Kouser, Azid,
and Ali (2011, p.35); "underutilization of resources, over
and redundant employment, fiscal burden, financial
crises, heavy losses and subsidies in order to improve
and strengthen competition, public finances, funding
to infrastructure, and quality and quantity of services
in terms of management". In many cases, where there
is an already healthy business with untapped poten-
tial, these factors may be sufficient to justify pursuing
privatisation.

However, the case of the Port of St Eustatius presents
a more complex situation. The port is of vital impor-
tance to the island and its financial situation is closely
intertwined with that of the government and heavily
dependent on the oil terminal. This unique situation
creates a gap in the existing literature. There is a lack of
research on ports that lack competition and have mini-
mal financial viability, such as the port of St Eustatius.
Therefore, it is crucial to explore how the port can be-
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come less dependent on the oil terminal as well as the
interference of the government. Privatisation is inves-
tigated as an option to make the port less dependable
in this specific and unique context. This research aims
to fill this gap and provide insights into the application
of privatisation in exceptional cases such as the port of
St. Eustatius.

1.2 Research question

The primary objective of this research is to determine
whether privatisation can contribute to the realisation
of an effective strategy for the Port of St. Eustatius. This
will enable the port to make informed decisions about
future challenges and opportunities. This research also
addresses the gap in the literature regarding privatisa-
tion in the context of small ports with critical functions
and limited resources. In order to achieve this objec-
tive, the following central research question has been
formulated:

To what extent can privatisation contribute to realising the
strategic goals of transforming the port of St. Eustatius into

a self-sustaining port?

To answer the main research question, multiple sub-
questions have been formulated (Table 1.1). The sub-
questions will help in formulating the strategies by
defining the different steps that will need to be un-
dertaken and investigating the relevant components
for privatisation.

1.3 Scope

The primary focus of this thesis is on the development
of the port, but due to its interdependence with the
local government and its vital role for the island, these
aspects must also be taken into account. Although the
research does not directly address the oil terminal, it is
crucial to recognise that the terminal’s developments
are inherently linked to the port, as the port heavily
relies on the revenue generated by the terminal’s oper-
ations. Therefore, the effects that could carry an impact
are included in the different analyses. The further im-
plications of the dependency on the oil terminal will
be discussed in section 4.3.2. Furthermore, insights
from the surrounding region will be included as they
may provide valuable perspectives on potential sce-
narios and emerging opportunities. The research will
also take a comprehensive look at the current activities
within the port, as these are established elements of
the port’s operations.

Table 1.1: Research questions

Research question Method

What is the current political,
economic, sociological,
technological, environmental,
and legal situation of the port and
on the island?

PESTEL
analysis

What are the port’s strengths,
opportunities, weaknesses and
threats?

SWOT
analysis

What are trends that will impact
the island and the port?

Trend
analysis

What strategies can be
formulated from the performed
analysis?

Preceding
RQ &
Literature
research

What are the benefits and
disadvantages of privatisation?

Literature
research

How can privatisation contribute
to the realisation of the
strategies?

Preceding
RQ &
Literature
research

1.4 Relevance
The thesis holds academic and practical significance
as it addresses a notable gap in the existing literature
by adapting general port development theories, typi-
cally applied to large ports, to the context of small ports.
The study explores how these theoretical frameworks
can be tailored to the unique characteristics of small
ports, recognising challenges such as the integration
of operations due to the smaller size. In this particular
context, the close integration of the public sector and
the relatively large oil terminal makes the case even
more complex.

The research presents valuable insights by formulating
different strategies and assessing the potential value
of privatisation, shedding light on the current state
and possible future trajectories. In addition, the re-
search evaluates the effectiveness of this approach as
a method for studying the development of small ports
and the feasibility of privatisation. The Discussion sec-
tion will analyse the results obtained from the use of
this technique.

For the port itself, this research is particularly relevant
as it provides a comprehensive overview of the options
available. By outlining different potential strategies,
the port gains a roadmap for pursuing opportunities
and preparing for future developments. This strate-
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gic insight can potentially enable the port to diversify
its operations and expand its market, attracting more
business and increasing its resilience.

For the island as a whole, the port is of paramount im-
portance and serves as a lifeline for the community.
Equipping the port with the tools to become more re-
silient will ensure the security of the primary supply
line. In addition, the development of the port has the
potential to reduce the costs associated with importing
goods and materials, potentially alleviating the high
cost of living on the island.

1.5 Report structure
The report is structured as follows. Following an in-
troduction to the port and the island in chapter 1, the
methodology used in this report will be explained in
chapter 2. chapter 3 will discuss literature on privati-
sation, including its rationales and processes. More-
over, the report will explain models for collaboration
between public and private parties in the port indus-
try. In chapter 4, the necessary analysis will be carried
out in order to gain the knowledge needed to formu-
late the strategies. To achieve this, a PESTEL analy-
sis is carried out to obtain a general understanding
of the island and the port. Based on this information,
the SWOT analysis is executed, and the various factors
identified in the PESTEL analysis analysis are analysed.
Moreover, a Trend analysis analysis is carried out, using
the SWOT analysis analysis as a guide for trends that
may be significant. The strategies are derived in chap-
ter 5 based on the provided information. Firstly, the
design criteria are formulated to identify the critical
elements to be addressed in the strategies. From these
criteria, four strategies have been created to solve the
challenges. In section 5.3 the strategies are validated
with the help of experts and users. The possible com-
bination of strategy elements is discussed in detail in
the strategic roadmap presented in section 5.4. The
potential for privatisation is then explored in chapter 6,
based on the identified strategies. In chapter 3, each
individual strategy is evaluated to determine the po-
tential benefits of privatisation for the implementa-
tion of the strategies. In chapter 7 the process is dis-
cussed and concluded and further recommendations
are given.
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Chapter 2

Methodology

2.1 Research approach
This study aims to identify ways to ensure the sustain-
able functioning of the port. Exploring the possibility of
privatising the port is seen as an opportunity to poten-
tially increase its resilience by improving its financial
position. Before determining the viability of privatisa-
tion, however, it is essential to understand how the port
can be strengthened against emerging challenges. The
study consists of two main phases. In the first phase,
strategies were formulated to investigate opportuni-
ties in the port’s development, drawing on insights
from the Trend analysis and SWOT analysis analyses
to understand emerging opportunities and the chang-
ing environment. The PESTEL analysis established a
fundamental knowledge base for understanding the
island and the port, and provided essential informa-
tion for both the SWOT analysis and strategy formu-
lation. In the second stage, the developed strategies
were assessed to determine the extent to which privati-
sation could facilitate their successful implementation.
A visual overview of the whole process can be seen in
Figure 2.1.

2.1.1 Strategic port planning
process

To explore possible strategies for the port, the Strate-
gic Port Planning Process (SPPP) of Notteboom et al.
(2022) was used. Notteboom is a widely cited au-
thor in the field of port and maritime economics and
management. His recently published book Port Eco-
nomics, Management and Policy (Notteboom et al.,
2022) clearly explains how to undertake the formu-
lation of strategic port planning. The method is de-
signed to assess the risks and uncertainties associated
with changes in a port’s environment. It is applicable
to long-term planning of 10 to 30 years and is there-
fore well suited to the development of strategies for St.

Eustatius.

A range of port planning methods were evaluated, and
specific options were excluded for various reasons. The
publication by UNCTAD (1978), although frequently
referenced, was considered outdated as its publishing
date is over three decades old. A more recent publi-
cation, The World Bank (2007), focuses primarily on
port reform and lacks the specific focus on strategic
planning that is essential to this project. The book
by Tsinker (2004) shares a similar issue as it predomi-
nantly concentrates on the demand and engineering
aspects of port planning. Therefore the SPPP was se-
lected since it places significant importance on the de-
velopment of a strategic plan and associated method-
ologies and was therefore closely aligned with the
needs of the project. The SPPP involves five distinctive
stages:

1. Formulate a mission or strategic intent
2. Assess the gap between abilities and ambitions
3. Create resources to fill the gap
4. Strategy formulation and implementation
5. Evaluate the effectiveness of chosen strategies

The first step is to analyse and define the long-term
objectives of the port (section 4.2). To achieve this, a
thorough assessment of the current situation was car-
ried out using various tools. The PESTLE analysis was
used to gain insight into the current situation of the
port and its environment. This is a commonly used tool
to gain insight into the external business environment
(Alanzi, 2018). The analysis provides a comprehensive
understanding of the port’s competitive environment.
Although this method is not specifically optimised for
port analysis, it should give a good impression of the
port’s position in the market. It also forms the basis
for the frequently used SWOT analysis, which is used
in the second step to gain a deeper insight into the in-
ternal and external factors affecting the organisation.
This method is also used by Notteboom et al. (2022)
to gain an understanding of the port’s ambitions and
capabilities. The information required for these two
analyses is gathered through observation and desk re-
search from sources in the literature and reports from
various private parties and government agencies. The
results will then be evaluated in collaboration with the
port authority, as they will have a good insight into the
organisation.

The second step is to assess the ambitions and capabili-
ties of the port. This was done with the help of a SWOT
analysis as suggested by Notteboom et al. (2022) (sec-
tion 4.3). This highlights the competencies of the port
but also identifies areas that are lacking and need to be
improved. In addition, a trend analysis was carried out
using the STEEP method to gain a deeper insight into
possible developments that could have an impact on
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Figure 2.1: Research approach

the port (section 4.4). This is to ensure that the strate-
gies take into account future changes and that no un-
foreseen situations arise.

Steps three and four have been combined as new core
competencies will be added to the strategy and these
cannot yet be formulated without looking at the pos-
sible strategies. Therefore, the strategies will be de-
fined together with the resources needed to close the
gap (section 5.2). This will include the reallocation of
resources, the reorganisation of port services, invest-
ment in infrastructure and other assets, and the imple-
mentation of measures to improve efficiency and sus-
tainability. In the SPPP, the possibility of changing the
institutional and governance aspects of the port is also
included in this step. In this report, this was performed
at a later stage (chapter 6) as the possible strategies
will first be validated.

Step five in the process is to evaluate the effectiveness
of the chosen strategies. As the aim of this report is to
explore the options for the port without actually mak-
ing any adjustments, this step is not feasible. However,
in order to gain insight into whether the developed
strategies are in line with the needs and opportuni-
ties, they have been validated with the help of different
users and experts (section 5.3).

2.1.2 Privatisation
To evaluate the potential contribution of privatisation
to the realisation of the strategies, it is crucial to un-
derstand the motivations behind the privatisation of
government operations and the processes involved.
Chapter 3.1 presents an analysis of various rationales
for privatisation as outlined in Kouser et al. (2011) and
OECD (2019a). Afterwards, each strategy was assessed
to determine its consistency with one or more of these
rationales.

In order to comprehend the potential implementation
of privatisation in the different strategies (chapter 6),
an extensive literature review was conducted on dif-
ferent privatisation methods (section 3.1). Moreover,
this study entailed an assessment of numerous mod-

els of public-private cooperation in the port industry
(section 3.2). The OECD (2010) recommends a three-
stage procedure for privatising: the separation of gov-
ernment activities into a separate company, the trans-
formation of the company into a private structure, and
the determination of the percentage of the company
to be sold.

The assessment of the potential contribution of priva-
tization was conducted in two stages. Firstly, the feasi-
bility of privatisation was determined on the basis of
different rationales, and secondly, how privatisation
could be integrated into specific port strategies was
explored.

2.2 Methods

2.2.1 Literature research
This report consists of two main sections, demanding
comprehensive research on distinct aspects. The lit-
erature review was carried out using the Scopus and
Google Scholar databases. The keywords used are out-
lined in Table 2.1. A filter was applied to papers pub-
lished within the last ten years. For each search crite-
rion, the abstracts of the first 20 hits were reviewed to
assess their relevance. If the necessary information was
not available within the established criteria, the date
of publication was extended. Likewise, older papers
with a high number of citations were also analysed for
their relevance.

The first section presents an analysis of privatisation to
be able to answer the fifth and sixth research questions.
While prior research on privatisation focuses primarily
on ports, a comprehensive investigation of associated
industries was also conducted. The initial focus was on
identifying the methods used for privatisation, but it
became clear that the underlying reasons for privati-
sation were equally critical. As a consequence, the re-
search focus has shifted to examining the justification
for privatisation. Within this field, the Organisation for
Economic Cooperation and Development (OECD) has
published multiple reports on privatisation, detailing
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the reasoning and essential actions that governments
must undertake to privatise governmental operations
(OECD, 2010, 2017, 2019a, 2019b).

In order to determine if privatisation could be a use-
ful strategy for the port of St. Eustatius, it was crucial
to first consider future scenarios and formulate poten-
tial development strategies, this will also answer the
fourth research question. To accomplish this, it was nec-
essary to have a solid grasp of port operations, which
was facilitated by Notteboom et al. (2022)’s compre-
hensive work on Port Economics, Management, and
Policy, covering a diverse range of port-related topics.
These insights formed the foundation for developing
the strategies. Data for the PESTEL and STEEP analyses
were collected from a range of sources such as newspa-
pers, technical reports, trend reports, research papers,
government reports, and various online publications.
This information offered an understanding of the fac-
tors impacting the region and the port. Based on this
study, the port’s strategies were devised.

Table 2.1: Keywords literature review

Research part Keywords
Method Port planning, Strategic port

planning, Port planning
framework, Port reform, SWOT,
Trend analysis, PESTEL, STEEP,
Semi-structured interview,
Informal observations

Background
study

Port models, Port operations,
Port classifying, Hub ports,
Transshipment ports, St.
Eustatius, BES-island, Caribbean,
tourism, GTI oil terminal,
Hurricanes

Privatisation Reasons for privatisation,
Roadmap to privatisation, Port
privatisation, Ports
post-privatisation, Critical
infrastructure, Public-private
partnership, Resilient port

2.2.2 PESTEL

The PESTEL analysis was used to answer the first re-
search question, providing an overview of the exter-
nal factors relevant to the port and the island. PES-
TEL, which stands for Political, Economic, Sociological,
Technological, Environmental, and Legal dimensions,
is a widely employed tool for assessing the impacts on
an organisation’s operational context (The University
of Sydney, 2022). Extensive research has been under-
taken to evaluate the effects of these factors on both

the island and the port, utilizing data from numerous
sources, including government and technical reports.
This approach often forms the basis of carrying out a
SWOT analysis, in which the external factors are exam-
ined (Cadle, Paul, & Turner, 2014). For a more detailed
explanation of the specific factors used in this analysis,
please refer to section 4.2.

2.2.3 SWOT
In order to assess the factors identified in the PESTEL
analysis, the SWOT methodology is applied, this will
also answer the second research question. SWOT is a
prevalent methodology used for examining the busi-
ness environment and facilitating an organisation’s
strategic decision-making. This analysis delves into
both the internal and external factors, with strengths
and weaknesses assessing the internal facets, whilst
opportunities and threats focusing on external ele-
ments that affect the organisation (van Boeijen, Daal-
huizen, & Zijlstra, 2020). In this particular case, SWOT
is used to assess the port’s potential to capitalise on
opportunities and to identify barriers that prevent the
port from effectively exploiting these opportunities. To
achieve this, the factors identified in the PESTEL anal-
ysis that will have an impact on the port are classified
into the different SWOT categories.

2.2.4 STEEP (Trend)
To address the third research question, the STEEP
methodology was used to examine trends that could af-
fect the port’s development. This approach, as outlined
by van Dorsser and Taneja (2020), offers a structure
to systematically screen for megatrends and key un-
certainties to identify long-term trends with a horizon
of one to two decades. Given that the port’s strategic
timetable aligns with this horizon, the application of
the STEEP proves effective in identifying trends that
could significantly impact the port’s operations. STEEP
incorporates the following factors Societal, Technolog-
ical, Economic, Environmental, and Policy perspectives.
Van Dorsser and Taneja (2020) case study on the Rotter-
dam port adds an "E" for "Energy", as this is of particular
importance to the port of Rotterdam. This category is
also included in the report, as energy plays a pivotal
role on the island, notably with regard to the GTI oil
terminal. Data for the trend analysis will be obtained
from industry and government trend reports, with em-
phasis on three key areas: the maritime industry, the
Caribbean region, and the energy sector. This approach
is consistent with the SWOT analysis, which identi-
fies key issues, and ensures a focused examination of
trends relevant to the specific dynamics of the port and
its operating environment. The findings from this anal-
ysis can be found in Section section 4.4.
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2.2.5 Interviews
To validate the different strategies developed for re-
search question four, a series of interviews were con-
ducted with both experts and users. The main purpose
of these interviews was to ensure that the proposed
strategies were in line with user expectations and to
assess their practicality with expert knowledge. A total
of four interviews were conducted.

One of the interviewees was a regular port user who
owns a dive shop and regularly uses the quay for diving
expeditions. His interview was aimed to capture an
unfiltered opinion, given his firsthand experience and
valuable insights into port procedures.

Two additional interviews were conducted with person-
nel directly involved in port management. The harbour
master, who is responsible for the daily operations of
the port, provided insights into the operational intri-
cacies of the port. The commercial manager transport,
employed by the government to oversee the port, pro-
vided insights on its operations and the impact of po-
litical factors.

From an external viewpoint, an interview was con-
ducted with the Senior Policy Advisor and Coordinator
Harbour Project on Saba. They are responsible for de-
signing and planning a new harbour on Saba, which
has similar conditions to St. Eustatius. Their knowl-
edge is valuable in providing external insights on how
ports are developed on smaller islands.

A semi-structured interview approach, specifically the
focused interview, was used. The questions given were
pre-defined, yet they functioned more as prompts than
strict guidelines to be followed. This approach allowed
for tailoring the queries to suit the specific needs and
relevance of the interviewees. The interviews were
conducted in a manner that aimed to gain deeper in-
sights into the interviewees’ opinions and potentially
uncover other relevant factors. As a result, the inter-
views were made less formal and more an open conver-
sation.

The interviews were transcribed either in full or by tran-
scription of only the responses to questions. This ap-
proach was primarily taken to speed up the transcrip-
tion process and improve the readability of the content.
Subsequently, the interviews were utilised to support
the strategies, to make adjustments to the strategies
and to identify limitations.

2.2.6 Informal observations and
conversations

To gain a more thorough understanding of the local
community and port operations, a visit was made to
the island. Informal observations and conversations

were used to gather information about operations and
public opinion. This helped in answering the first three
research questions and was also valuable for gaining
insights to answer the fourth research question. This
contributed to addressing the first three research ques-
tions and was also valuable in providing insights for ad-
dressing the fourth research question. Some of these
informal conversations were then supplemented by
semi-structured interviews. The informal nature of
these conversations allowed for the collection of data
that might not have been obtained through formal in-
terviews alone (Swain & King, 2022). This method also
facilitated contacts for subsequent interviews, particu-
larly with port users, providing a broader understand-
ing of public opinion on the port.
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Chapter 3

Literature review on
Privatisation

Understanding the potential advantages of privatisa-
tion requires a comprehensive understanding of the
concept of privatisation and the mechanisms through
which the process unfolds. Section 3.1 provides an
overview of privatisation, including its rationale, proce-
dural aspects, corporate structures and also highlights
some downsides. Additionally, section 3.2 explores
the application of privatisation in the port sector. This
section explores the range of services provided by a
port and outlines the different ways in which public
and private entities cooperate within the port indus-
try.

3.1 Privatisation
Privatisation is defined as "the act of selling an industry,
company or service that was owned and controlled by
the government, so it becomes privately owned and
controlled" (Cambridge Dictionary, 2023). In this pro-
cess, the government sells its controlling stake in a com-
pany or service, allowing private entities to take over
management and ownership. The underlying principle
of privatisation is that exposure to market competition
will lead to economic benefits (Black & Roso, 2022; Cul-
linane & Song, 2002; Haarmeyer & Yorke, 1993; Høj,
Kato, & Pilat, 1995; Malema & Kaelo, 2013).

There are various reasons for privatising an enterprise,
which are discussed in Rational for privatisation. There
are also different degrees of privatisation, which will be
explored in Degrees of privatisation. Within the port
industry, different governance models can be used for
privatisation, as discussed in Port Administration Mod-
els.

Whilst the literature often highlights the benefits of
privatisation according to the economic aspects, the

reality does not always show these outcomes. In Down-
side of privatisation a few of the downsides of privati-
sation will be highlighted. These different aspects of
privatisation are crucial to understanding how it is ap-
plied to specific industries and the extent to which it
affects both the public and private sectors.

3.1.1 Rational for privatisation

The main rationale behind this principle is that market
competition exerts pressure and motivates companies
to improve efficiency and overall performance. This
competition can lead to reduced costs, increased ca-
pacity and improved economic viability. State-owned
entities, such as ports, may lack the intrinsic motiva-
tion to improve efficiency as they are often dependent
on government budgets. Political influence on these
entities can be detrimental to their commercial com-
petitiveness (Haarmeyer & Yorke, 1993).

The primary objective of privatisation is to expose the
privatised company to market competition, thereby
increasing the need for efficiency. However, there are
several other reasons for privatising an enterprise. Ac-
cording to both Kouser et al. (2011) and OECD (2019a),
there are multiple rationales for determining whether
privatisation is suitable. While there is some overlap
between these rationales, there are also differences,
as shown in Table 3.1. In practice, privatisation often
focuses on a selection of these factors rather than at-
tempting to satisfy all of them. Kouser et al. (2011)
classifies these rationales into different categories to
distinguish between them, taking into account differ-
ent aspects to which privatisation can offer solutions.
These categories are:

• Accounting
• Economic
• Political
• Social

Among the various reasons for privatisation, account-
ing reasons stand out as the most dominant motive
for privatising a state-owned enterprise. Changing the
management structure can lead to significant improve-
ments in the behaviour and overall performance of the
company, resulting in a better performing entity. The
economic rationale for privatisation is based on the
belief that greater efficiency can be achieved through
market competition. In addition, privatisation can re-
duce the economic burden that a state-owned com-
pany can place on the government. Political reasons
for privatisation are often driven by politicians with a
market-oriented political vision. They believe that pri-
vate entities can operate more efficiently and therefore
advocate privatisation. Social reasons for privatisation
highlight the potential benefits of improved efficiency
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Table 3.1: Rational for privatisation

Kouser et al. (2011, p.35) OECD (2019a, p.24)

1. underutilisation of resources
2. over and redundant employment
3. fiscal burden
4. financial crises
5. heavy losses and subsidies in order to

improve and strengthen competition
6. public finances
7. funding to infrastructure
8. quality and quantity of services in

terms of management

1. rationale for government intervention no longer present
(e.g. government intervened because of a market failure
and that market failure is no longer present)

2. raising revenue for the national treasury either to reduce
debt or to raise expenditure

3. improving economic or sectoral economic performance
4. enhancing the efficiency of the individual state-owned

enterprises
5. developing national stock exchanges
6. diversifying corporate ownership and/or attracting outside

investment
7. attracting a strategic or foreign investor
8. opening up markets for competition and improving service

delivery

in various sectors that directly affect society, such as
health and education. Improved efficiency can lead
to better service delivery and ultimately benefit the
population as a whole.

3.1.2 Conditions for privatisation
The process of privatising a state-owned enterprise
(SOE) is a complex undertaking, requiring careful plan-
ning and often regulatory adjustments to ensure that
the privatised entity continues to perform its intended
role effectively. Rushed and ill-informed privatisation
processes can lead to the failure of newly privatised
enterprises, often due to inadequate analysis and de-
bate, which can result in the benefits to society being
overlooked (Lazzarini, 2022).

The privatisation of an SOE should not be taken lightly,
as these companies were originally created by the gov-
ernment to fulfil a specific role that could not be per-
formed by a private party. Therefore, the sale of an SOE
may not always be in the public interest (OECD, 2010).
However, in cases where the SOE has become ineffi-
cient under government control, privatisation may be
necessary.

The OECD (2010) identifies three critical elements that
policymakers should consider before preparing an en-
terprise for privatisation. The first step is to decide
whether the government’s activities should be trans-
ferred to a separate entity. This decision depends on
understanding the underlying reasons for privatisation
and why it might be more effective to create a sepa-
rate entity to handle these activities. It helps to de-
termine whether privatisation is really necessary or
whether other management approaches, such as main-
taining the status of a state-owned enterprise, could

work.

The second step is to carry out an in-depth assess-
ment of the SOE to identify the changes needed both
within the company and in the legislation to enable it
to function as an independent entity. This stage may
involve restructuring the business, raising the question
of whether the government should undertake the re-
structuring to achieve a better sale price, or whether
it could be more effectively undertaken by a private
investor at a discount. The extent of the government’s
involvement in the restructuring process will depend
on how much of the company it intends to sell. If the
government retains partial ownership, it is likely to par-
ticipate in the restructuring and may have to initiate it
before the partial sale.

3.1.3 Degrees of privatisation
The process of privatisation entails the transfer of as-
sets from public control to private control this can how-
ever go in gradients and it does not mean that the con-
trol by the state needs to be lost (OECD, 2010). There
are different methods by which the state can cooperate
with private parties which are listed below:

State-owned enterprise

A state-owned enterprise (SOE) is an enterprise that
is partly or wholly owned by the government, which
allows the government to exercise influence or con-
trol over these enterprises. State ownership is usually
reserved for enterprises that serve specific public or
economic interests and cannot be effectively regulated
by laws and regulations alone (Rijksoverheid, n.d.). In
such cases, the government may choose to invest in
and control the company in order to safeguard larger
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national strategic interests. This is particularly impor-
tant for companies involved in critical infrastructure or
that play a key role in the national economy.

Another scenario where state ownership may be con-
sidered is in the case of monopolies, where a single
company dominates the market (Minesterie van Finan-
ciën, 2022). In these cases, state ownership may be
justified by the vital importance of such companies.
However, it’s important to note that state ownership
carries financial risks. Firstly, it requires a significant
allocation of the state budget to acquire these com-
panies. Secondly, as these companies operate in the
market, they are subject to economic forces and fluc-
tuations that may expose the government to financial
risks.

Fully privately owned

One option for privatisation is the complete transfer of
assets from a public body to a private company. This
approach is often used when the business to be priva-
tised is relatively small and not suitable for other pri-
vatisation methods. In such cases, these smaller com-
panies are sold to an existing private company that can
integrate them into its business (OECD, 2010). This
process is called a "trade sale". A similar process can
be used for companies that are not financially viable.
This approach is used when the company is in need of
industrial partners, technological upgrading or corpo-
rate restructuring and the public entity cannot provide
these necessary interventions.

On the other hand, if the company to be privatised is
too large, resulting in concerns about the acquiring
company gaining too large a market share, or if the SOE
is too dominant in the domestic market, the company
may be privatised through an Initial Public Offering
(IPO) (OECD, 2010). An IPO allows several companies
to take partial ownership of the company. Privatising
the company through an IPO is also a way of raising
more capital from the sale.

Public-private partnership

A public-private partnership (PPP) is a collaborative
relationship between a public body and a private com-
pany that share a common goal while pursuing their
individual objectives. By aligning their objectives, both
parties can work together to achieve mutual benefits
and establish a durable form of operation (Panayides,
Parola, & Lam, 2015). As a result, risks, costs and ben-
efits are shared between the parties. In such a part-
nership, a government agency enters into a long-term
contractual arrangement with a private entity for the
provision of specific services. The private party takes re-
sponsibility for delivering the required services, which

in the context of the port industry often includes tasks
such as building, financing, managing and maintain-
ing the facilities specified in the agreement (Panayides
et al., 2015). Public-private partnerships are seen as
effective mechanisms for accessing finance, manage-
ment expertise, skills and know-how while allowing
the public sector to retain control (Vining & Boardman,
2008). This approach enables public organisations to
achieve efficiencies similar to those of private compa-
nies and reduces the burden on public operations while
retaining control.

3.1.4 Privatisation of critical
infrastructure

Shock events such as natural disasters, industrial ac-
cidents, terrorist attacks, and cyber threats reveal the
increased vulnerabilities of critical infrastructure sys-
tems (OECD, 2017). These incidents demonstrate how
the disruption or destruction of such systems can have
cascading effects that span across sectors and even na-
tional borders. Ensuring the uninterrupted function-
ing of vital infrastructure has become an indispens-
able element of policies aimed at managing disaster
risks.

In the modern landscape, the ownership and control
of critical infrastructure assets have shifted from gov-
ernment through state-owned enterprises to privati-
sation (OECD, 2019b). Governments and critical infras-
tructure operators often share the overarching goal of
protecting key assets and maintaining their services.
However, differing views can emerge on the level of se-
curity resilience required, the means to achieve it, and
the specific requirements that should apply (OECD,
2017). For governments to keep control of their crit-
ical infrastructure it is important to be able to influ-
ence the decision-making on how to ensure contin-
ued operations. For private enterprises, the govern-
ment needs to enforce legislation that will ensure this
continued operation. However, more often these chal-
lenges are solved by creating public-private partner-
ships by combining the development and implementa-
tion of policies within an enterprise therefore a more re-
silient and secure infrastructure can be created (OECD,
2017).

3.1.5 Downside of privatisation

Private companies are oriented towards profit gener-
ation. This focus on profit often leads to increased ef-
ficiency, in line with the primary rationale for privati-
sation. However, this profit-centred approach can also
lead to a decrease in accountability towards the pub-
lic, with the primary goal becoming self-enrichment
rather than serving the public interest (Dorfman &
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Harel, 2016). This can result in decisions that priori-
tise individual gain over the public good. This shift
has the potential to reduce citizen participation in
decision-making, undermining political engagement
and shared responsibility (Dorfman & Harel, 2016).
This pursuit of self-enrichment leads to a potential
misalignment between the interests of the public and
those of private entities.

Although government operations may have their
faults, it is not always true that private entities per-
form better. A remarkable instance is the privatisation
of major ports in Australia, where the introduction of
market forces led to failed competition and significant
influence by shipping companies (Taylor & McDonald,
2023). This led to efficiency losses and high prices with
narrow profit margins. Notably, the region’s most effi-
cient port remains publicly owned, highlighting that
privatisation is not always the optimal solution and
requires careful evaluation for successful implementa-
tion.

Public infrastructure often tends to have monopolis-
tic characteristics due to its substantial social require-
ments and capital costs (Tan, 2012). This may require
the public to subsidise privatised entities in order to
attract private investors. However, such dependence
on continuous public support could lower the private
party’s motivation to improve efficiency gains (Tan,
2012). This issue frequently arises in developing na-
tions where financial resources and efficiency enhance-
ments prove inadequate during the privatisation pro-
cess. The Caribbean, which is still often referred to as
a third-world region (Connell, 2009), may face equiv-
alent difficulties when privatising public infrastruc-
ture.

3.1.6 Concluding remarks

In this chapter, the underlying rationale for privatisa-
tion and the different ownership structures have been
explored. The following chapter will provide a more
detailed examination of how these unique ownership
structures are utilized in port administration models
for effective port operations. The insights gathered
from these sections will be utilised in chapter 6: Privati-
sation evaluation to discuss how privatisation and the
different models can contribute to the development of
the port of St Eustatius.

What are the benefits and disadvantages of
privatisation?

The main advantage of privatisation is often
attributed to the introduction of market
competition, resulting in economic benefits.
Despite being the overarching rationale,
several underlying reasons exist to support
different aspects of why this may be the
case. Predominantly the accounting reason
is used to create financial benefits for the
government. Furthermore, performance
improvement is seen as a major benefit of
privatisation. Generally, the privatisation
process is based on these two main rationales,
which are often reinforced by other rationales.

To privatise a government operation, it must
first be converted into a state-owned company
and restructured to operate in a manner
similar to private firms. This allows for the
(partial) sale of the business.

There are several methods of implementing
privatisation, ranging from complete public
ownership to complete private ownership. In
between these extremes is the collaborative
approach of a public-private partnership,
often used for the management of critical
infrastructure, to ensure that policies are de-
veloped and implemented with the alignment
of all stakeholders.

Although there are apparent benefits to pri-
vatisation, this process also has its drawbacks.
To begin with, the main goal of a private com-
pany is to generate profit, which can lead it to
overlook the benefits to the public. Moreover,
a privatised company does not necessarily out-
perform a state-owned one, it may occasion-
ally fail and the results may be the opposite of
the intended goals. Finally, the privatisation of
infrastructure in a monopolistic scenario can
lead to high public funding even though it is
privatised.
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3.2 Port Administration
Models

Ports are complex systems with a multitude of func-
tions and roles, which all lead to the providence of dif-
ferent services and activities. To manage this, there
are multiple frameworks for organisational structur-
ing and ownership (Bichou & Gray, 2005). Differ-
ent frameworks have different approaches on how to
distinguish between the classifications. The frame-
works classify themselves by focusing on a specific layer
within the approach, such as; macroeconomic, Institu-
tional/organisational and Geographic & spatial. There
are also hybrid models that combine the structures,
of which the most cited are the UNCTAD (1992) gen-
erations and The World Bank (2007) (Bichou & Gray,
2005). The classification proposed by The World Bank
(2007) toolkit will be used in this report as it makes a
clear classification between the organisational models
and a clear division between public and private own-
ership. The UNCTAD (1992) approach focuses on the
different generations of port development, which is
less fitting with the project and was also seen as less
suitable as it is over a decade older.

The toolkit of The World Bank (2007) supports poli-
cymakers in reforming fundamental port institutions
from a public entity to a more privately owned oper-
ation. They disingenuous four types of port models
concerning the public and private roles in port man-
agement. In Figure 3.1 the degree to which the pri-
vate and/or public domain is responsible has been dis-
played. Before discussing the models, it is important
to understand the different services a port can pro-
vide.

The upcoming section explains the port services and
port models as described by the The World Bank (2007)
and is therefore based on its publication.

3.2.1 Port services
The World Bank (2007) divides the services a port can
provide into two groups; core and value-added services.
The core services mainly focus on the management of
the ship or shore operations. While the value-added
services focus on the logistic chain and the value that
can be added by performing certain operations. The
separation between these services is a bit fluid, as there
is no hard constraint as to which services belong to
which specific category.

Core services

The core services focus on the operational part of the
port and exist out of the following services, see Ta-
ble 3.2. The marine services focus on everything that

is necessary to safely dock a ship and get it back out
of the port. Terminal services entail everything that
happens at the terminal, of which the majority is the
handling and storage of cargo. Repair services focus
on the maintenance of the terminal infrastructure and
equipment.

Table 3.2: Core services with examples

Marine services
Access and protection
Pilotage
Towage
Vessel traffic management
Fire protection service
Chandlering
Terminal services
Vessel tie-up
Container handling and transfers
Breakbulk cargo handling
Dry and liquid bulk cargo handling
Container stuffing and stripping
Bagging and packaging
Cargo storage, acceptance and delivery
Repair services
Dredging and maintaining channels and basins
Equipment repair and maintenance
Container and chassis repairs
Estate management services
Information management services

Value-added services

Value-added services go further than the essentials
needed for port operations. They focus on specialised
handling and storage to create an integrated logistic
system from the port. Enabling the ports to play a larger
role in the supply chain process of shippers. By reduc-
ing intermediate costs the shippers are able to widen
their reach in different markets. Value-added service
can be further divided into different segments, as can
be seen in Table 3.3. value-added logistics is split into
general logistic services and logistics chain integration
services. The first focuses on traditional logistics activi-
ties and is an expansion of terminal services. The latter
is focused on performing extra operations for specific
types of goods. This can be to support manufacturers
who do not see these activities as their core business.
The usage of value-added facilities is largely depen-
dent on the focus of a port. These services can not be
specifically assigned to a type of good or product. They
rather arise from the demand for specific goods flows
that necessitate added services. As an example in a
large container terminal, there can be high demand
for a container repair station.
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Table 3.3: Value-added services overview (The World Bank, 2007)

value-added services
value-added logistics value-added facilities

general logistics logistics chain parking facilities
services integration services weighbridges

loading/unloading quality control customs facilities
stripping/stuffing repacking truck maintenance and repair facilities
bulk storage customizing container repair and maintenance
tank storage assembly cleaning facilities
general warehousing testing tanking facilities
conditioned warehousing repair trailer renting and leasing
distribution centers re-use information and communication

safety and security services
offices/wtc
hotels, restaurants, shops

Private-public responsibility

The different services can be provided by the public en-
tity or (partially) outsourced to private operators. The
manner these obligations are outsourced to private par-
ties is determined by the type of service and the assets
required. To ensure that the service is available to all
users, it is vital to establish public responsibilities as
well as critical core functions. The governmental entity
will also be in charge of licensing the private operators
with the necessary qualifications. It is critical to deter-
mine which services can be outsourced and which must
remain private when substantial investments are re-
quired. Assets that require investments can be divided
into three categories;

• basic infrastructure that is needed by all users
(e.g. channels and breakwaters)

• operational infrastructure that can be assigned
to specific users (e.g. quays and terminals)

• equipment and superstructure that are associ-
ated with a specific users

Depending on the assets, the financial responsibility
will be with the public entity or the private operator.
The investment in large infrastructure required by all
users will likely be carried out by the public sector. Spe-
cific infrastructure for users can be financed by the pub-
lic entity and then leased to a private party. The private
operator primarily pays for equipment and superstruc-
ture.

3.2.2 Port Models
The World Bank (2007) distinguishes the four-port
models based on their characteristics of public, pri-
vate, or mixed ownership and operations. These dis-
tinctions are made based on the infrastructure, includ-
ing the land and the ownership of the superstructure
and equipment. Furthermore, a distinction is made be-

tween the party that employs the personnel and the
party that is responsible for the management of the
port.

Public service port

In the public service port model, a public authority is
the owner and operator of the port. They carry the re-
sponsibility for the operation and maintenance of all
assets. Mostly, it also provides all the services required
at the port, including cargo handling activities. The
labour force is also directly employed by the port au-
thority. In some cases, a part of the handling activities
are performed by a separate public entity that answers
to the same public authority. This can cause conflicts
between the different private parties as interests are
not aligned, creating a conflict for the management
authority.

The strength of the model is that only one actor is re-
sponsible for all the development of superstructure
and cargo handling meaning that there is alignment
between them. However, doing everything yourself
has some limitations. There is no option to have private
operators take over part of the operations. Private op-
erators are often more focused on competition leading
to a more market-oriented focus and a larger incentive
to innovate. This is often caused by the dependency
on the government and their interference leading to
wasteful use of resources and under-investment. The
lack of pressure to perform at a higher level leads to an
overall lower performance of the operation.

Tool port

The port authority owns and controls the port in the
tool port model. They are responsible for developing
and maintaining the infrastructure, as well as oversee-
ing a portion of the superstructure. This arrangement
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Figure 3.1: Public-Private roles in port management (The World Bank, 2007)

offers a significant advantage by avoiding unnecessary
duplication of infrastructure and equipment. Addition-
ally, the port authority operates all the superstructures
using its own staff.

Private cargo operators work on the vessels, while the
shipping agents contract the apron and the quay. Al-
though the port authority manages the cargo handling
machinery, the cargo handlers interact with the cargo
or ship owners, which creates challenges in handling
contracts. The cargo handlers do not have control over
all aspects of the operation, leading to issues of not hav-
ing control over providing the agreed services.

The port authority also provides the land and super-
structure for cargo handling companies. These com-
panies primarily have variable costs, while the port au-
thority absorbs the fixed costs. However, these busi-
nesses are often small and fragmented, which hinders
their ability to capitalize on opportunities and become
efficient handlers. Consequently, they mostly function
as labour pools, preventing them from expanding into
capable firms.

Similar to a public service port, the high degree of pub-
lic influence in the port tool model diminishes the drive
for innovation, resulting in underinvestment in infras-
tructure and superstructure.

Landlord port

The landlord model has the highest mix of public-
private cooperation. The public port authority is re-
sponsible for regulations within the port and has a land-
lord function. They lease the land to private operators
who are responsible for all port operations. The land is
leased for a set price per square meter determined by
initial construction costs and often comes with basic
infrastructure. The private operators are responsible
for all equipment and superstructure they require. This
includes among other things the equipment for termi-
nal operations, storage and offices. The labour is also
employed by the private operators, although in some
cases there is a port-wide labour pool exist from which
private operators can get their personnel.

The private party responsible for the complete opera-

tion of the cargo handling has large advantages. Being
required to invest in their own superstructure makes
them more focused on fluctuations in the market and
adapt to these changes. This makes sure that the avail-
ability of surfaces is more in line with the demand from
customers. The private operators are also more moti-
vated to invest in the port as they are under long-term
contracts and they can not easily move their superstruc-
ture to another location.

The market competition between different private op-
erators can lead to overcapacity as they try to compete.
This can also come with the misjudging of the needed
capacity expansions over time, leading to private oper-
ators having higher financial risks.

Private service port

The private service port model is the most extreme
form of privatisation within the port industry. The land,
infrastructure and superstructure are privately owned.
The government has almost zero involvement in the
port business. In some cases also the regulatory re-
sponsibility is conveyed to the private sector. Giving
away regulatory control can have some negative im-
pacts on the port business. They will not be able to set
long-term goals for the development of the business
to create economic growth. Selling the ports can also
create monopolies within the industries as a single pri-
vate party can operate multiple ports. To combat this
an overall regulatory body for ports can be created. Fur-
thermore, the risk with this model is the repurposing
of land for other non-port-related purposes, making
it almost impossible to ever reclaim this land for port
purposes. Furthermore, it can also result in speculation
with land prices especially if the land is located close
to a city.

The strengths of this model are that the private party
is flexible in deciding which infrastructure they deem
necessary. Furthermore, they can better focus on mar-
ket development and expand their scope on port- and
non-port-related businesses. The removal of political
interference also makes the port more flexible in its
operations and focus on market demand.
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3.2.3 Concluding remarks
The division of port services, according to the The
World Bank (2007), consists of two segments: core ser-
vices and value-added services. Core services include
aspects related to ship arrivals, loading/unloading, and
the operational management of infrastructure which
are necessary for the port to be operational. Mean-
while, value-added services aim to enhance the port
user experience and focus on specialized handling and
storage to create an integrated logistics system. De-
pending on the necessary assets and their significance,
the public sector can either provide these services or
outsource to a private operator. In the case of outsourc-
ing, it is essential that all port users have access to these
services.

The World Bank (2007) identifies four different mod-
els for organising public-private cooperation within the
port, ranging from full public ownership to full private
ownership. The two intermediate models are the tool-
port and the landlord-port models. In the tool port
model, there is a high level of public influence as the
public party is responsible for the construction of all in-
frastructure and superstructure. In the landlord model,
the private party constructs all superstructure while
infrastructure investment is split according to the spe-
cific case. The landlord model is usually favoured as it
significantly lessens the expenses of the public party
and secures long-term commitment from the private
party.

The theory’s application will be explored in various sec-
tions. The method of incorporation of these services
and models into the port of St Eustatius will be high-
lighted in 4.1 Application of theory. Additionally, the
inclusion of supplementary services will be examined
in the 5.2 Strategies. The possible transformation of St.
Eustatius’ port model will be discussed in 6 Privatisa-
tion evaluation.
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Chapter 4

Analysis of the port
& island

In this chapter, an analysis of the port and the island will
be carried out. First, the port model will be evaluated
based on the literature review presented in section 3.2.
Subsequently, the analysis required for the strategic
port planning framework will be addressed. The analy-
sis will begin with the PESTEL analysis to gain insights
into the current situation, which will then be used to
perform the SWOT analysis, which will highlight po-
tential opportunities. Finally, the Trend analysis will be
conducted to gain insights into the evolving surround-
ings.

4.1 Application of theory
The port services as outlined by The World Bank (2007)
in subsection 3.2.1, categorises port services as either
core or value-added. Core services are vital for a port’s
operations and, in the case of St. Eustatius Port, most
such services are accessible, though repair and infor-
mation management services require further improve-
ment. Repair and maintenance of the port are over-
due, and information on port operations is almost non-
existent, as highlighted in section 4.2. According to The
World Bank (2007), numerous value-added services
can be implemented, and though some are already
accessible at the port of St. Eustatius, there exists a
considerable opportunity for the expansion of these
services. Depending on the kind of services these can
be performed by a public or private party.

The port models as described by The World Bank (2007)
in subsection 3.2.2 make very clear distinctions be-
tween the different models in their theory. In practice,
however, these distinctions are not as clear as described
in the literature, reality often shows a more complex sit-
uation. In the case of St. Eustatius, the clear distinctions
are convoluted by the complex relationship between

the port and the oil terminal. Secondly, the port’s small
size also means that more functions are agglomerated
or not present. The port authority is responsible for all
the infrastructure and security. Furthermore, it only
owns a small amount of equipment existing of two
forklifts which are used for moving goods around the
warehouse. It also does not provide any other ancillary
services. The truck used to move the containers on dol-
lies of the boats is owned by a private operator which
is also responsible for signing the contracts with the
ship and cargo owners. According to this method of
operation, the port seems to operate according to the
tool port model.

As described in section 3.2.2 the tool port model does
have some drawbacks compared to other models.
Mostly contractual between cargo handlers and the
ship or cargo owners. It also does not incentivise the
operators to invest in their equipment and operations
resulting in underinvestment and lack of innovation
(Voorkamp, 2022). The tool port model is however a
good transition model when switching to other forms
of governance in case investment risks are high. As
the government is responsible for the high infrastruc-
ture and superstructure investment the risks to op-
erators are relatively low (Munim, Saeed, & Larsen,
2019).

Whilst for the port it is relatively clear that it fits under
the tool port model the case for the oil terminal is dif-
ferent. The terminal is fully privately owned and they
foresee in all their own superstructure. The permission
for pilotage is also granted to the oil terminal, enabling
them to foresee in their own needs. For the delivery of
goods, they do make use of the port. The port authority
is responsible for the correct and safe operations within
the allocated waters. This makes the port model for the
oil terminal more of a landlord model. As the terminal
mostly foresees its own necessities, the port authority
provides the land on a lease and is responsible for the
regulations. This creates a kind of hybrid model that
has both the advantages and disadvantages of both
models.

17



4.2 PESTEL analysis

The PESTEL analysis has been applied to gain insight
into the current conditions of the port and the island,
serving as a foundation for the forthcoming SWOT anal-
ysis. PESTEL, which stands for Political, Economic, Soci-
ological, Technological, Environmental, and Legal fac-
tors, is used to evaluate the various elements that influ-
ence the environment in which an organisation or in-
dustry operates (The University of Sydney, 2022). This
chapter provides an examination of the elements that
affect the island and the port.

The findings are presented in a summarized form in
this section, with more detailed explanations of the var-
ious aspects related to the island available in Appendix
A.1, and those related to the port available in Appendix
A.2.

Specific indicators have been identified for each of the
PESTEL factors based on a review of the literature. Al-
though no relevant studies were found on the use of
the PESTEL method in analyzing internal port orga-
nizations, Sánchez-Cambronero, González-Cancelas,
and Serrano (2020) lists a set of indicators for evaluat-
ing port sustainability which were deemed applicable
to the current analysis. However, these indicators fo-
cused mainly on ports and thus were inadequate for
analysing the island comprehensively. To expand the
range of indicators, generic indicators from a broader
business analysis conducted by indeed (2022) were
incorporated. A few of the indicators identified by in-
deed (2022) were unsuitable for the present island
analysis and were therefore excluded from the assess-
ment.

4.2.1 Findings island

St. Eustatius, a unique island in the Kingdom of the
Netherlands, has gone through significant political
changes that have revamped its governance and stabil-
ity. These changes include its transition to a special mu-
nicipality, a status shared with neighbouring islands,
and the delegation of provincial functions under the di-
rect authority of the national government (NOS, 2010).
The political complexity and remote location of the is-
land may lead to challenges.

Tax policies possess their own intricacies, including im-
port duties and dual taxation issues, particularly when
obtaining goods from other Dutch territories (Belast-
ingdienst Caribisch Nederland, n.d.). Collaborative en-
deavours among neighbouring islands demonstrate a
readiness to work jointly despite the complexities of
the political environment(Openbaar Lichaam St. Eu-
statius, 2021a, 2021b).

Table 4.1: PESTEL Indicators

indeed (2022) Sánchez-Cambronero et
al. (2020)

Political
Trade barriers Infrastructure
Tax policies Service
Political stability
International relations

Economical
Economic growth Economic situation
Interest rates Investments
Employment rates
Foreign exchange rates
Supply and demand
Cost of raw materials
Inflation rates
Consumer spending
power

Social
Cultural trends Employment
Population growth rates Training
Education levels Staffing structure
Income levels Health and safety
Age distribution
Health consciousness
Lifestyles
Career attitudes

Technological
Technology Information technology
Technological
infrastructure

Innovation in the port
system

Emerging technologies
Automation
Research

Environmental
Weather Environmental

management
Scarcity of raw materials Environmental qualities
Pollution Waste management
Climate change Eco-efficiency
Waste disposal
Agriculture
Sustainability practices

Legal
Health and safety Institutional
Equal opportunities Economical
International trade Social
Labour laws Environmental
Environmental laws

The economy of the island, which is closely linked to
the GTI oil terminal, experiences fluctuations in GDP
(CBS, 2021a). Nevertheless, the purchasing power of
its residents is increasing (CBS, 2021d). St. Eustatius
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Table 4.2: PESTEL analysis overview

Island Port
Political

• Complex political landscape
• High influence of Dutch government

• Port infrastructure does not suffice
• No direct trade barriers
• plans are already partially in place
• No services for vessels are provided

Economical
• Everything needs to be imported
• High costs of raw materials

• Dependency on GTI for revenue
• No allocation of budget for future

investment
• Low connectivity

Social
• Small population
• Low educated
• High unemployment

• Small port staff
• Unpaved storage yard leads to

accidents and bad for health
• Danger of mixed cargo and passenger

traffic

Technological
• High costs of internet • No historic data

• Mostly old machinery
• Inefficient (un)loading practice

Environmental
• Hurricane prone
• Focus on sustainability and

environmental conservation

• Anchoring zones damage corals
• Swell uncomfortable for yachts
• During Brown Seas port unsuitable for

cargo activities.

Legal
• Complex combination of old Antillean,

Dutch and European laws
• Voluntarily adheres to Environmental

Impact Assessment

• Operations of GTI are not monitored
• I&W responsible for management of

surrounding sea

is heavily reliant on imports, leading to trade imbal-
ances and rising transportation expenses (Spies, Soons,
Thodé, Verhey, & Weekers, 2015). Limited infrastruc-
ture and spatial constraints pose logistical challenges
for handling raw materials.

The population of the island has seen a steady de-
cline (CBS, 2020). The oil terminal and public adminis-
tration are the primary sources of employment (CBS,
2021b). However, there is a persistently high rate of
unemployment (CBS, 2021c). This can be attributed
in part to a large portion of the workforce possessing
limited education (CBS, 2018).

Technologically, the island has reliable internet infras-
tructure. However, the cost of accessing the internet re-
mains relatively steep (Autoriteit Consument & Markt,
2020b). Environmental conservation is a primary con-
cern, with safeguarded natural reserves and marine

parks, as the island heavily depends on its natural
beauty for tourism (Schoenmaeckers, 2011). Attempts
at implementing solar energy aim to offer sustainable
power, albeit with challenges related to shifting be-
tween energy sources being observed (Schelleman &
van Weijsten, 2016).

The island’s legal framework is multifaceted, incorpo-
rating Antillean laws before 2010 alongside Dutch and
European influences (Peeters, n.d.). In conclusion, St
Eustatius is confronted with a multifaceted political,
legal, and social situation that limits its economic de-
velopment and undermines its competitive advantage
and technological advancement. Nevertheless, the is-
land’s preservation of its environment and deep appre-
ciation for its history remain noteworthy.
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4.2.2 Findings port
The analysis of the Port of St. Eustatius indicates a range
of intricate elements that affect its functionality and
potential for development. In the political sphere, at-
tempts have been made to increase collaboration with
adjacent islands, some of which were successful (Slagt,
2023). However, particular initiatives encountered hin-
drances. The port faces considerable challenges, as the
RoRo dock requires maintenance and there are restric-
tions on vessel capacity (Kateman & Bos, 2010; Oed-
jaghir, de Rooij, & Voorkamp, 2022). Access routes
through historically important areas raise additional
concerns. While plans for improving and expanding
the port have been explored, many remain unimple-
mented. Furthermore, the port’s offerings to incoming
vessels, especially smaller recreational crafts, are lim-
ited.

The port’s economic viability is heavily dependent on
the GTI oil terminal, and without this source of income,
it would face financial difficulties (Voorkamp, 2022).
Furthermore, there is a lack of adequate funds for in-
frastructure improvements, and the reliance on Dutch
government grants for financing presents timing chal-
lenges. The low level of connectivity underscores the
economic limitations (UNCTAD, 2021).

On the social side, the port has a staff of approximately
seven people for day-to-day functioning, with extra se-
curity personnel from the airport (Voorkamp, 2022).
Loading and unloading processes, known as "steve-
doring operations," are outsourced to external enti-
ties, referred to as "agents." Passengers, particularly
those utilising the ferry and local dive centre, must pass
through active cargo handling operations, requiring
careful coordination to ensure safety within the port
area.

From a technological standpoint, manual processes
still dominate the port’s operations, despite certain
initiatives to digitise cargo flow tracking (van Nek,
2023). Outdated equipment, particularly for bulk
handling, further underlines the technological chal-
lenges.

From an environmental perspective, the port’s opera-
tions have an impact on the marine ecosystem, with
concerns about damage to coral from anchoring oil
tankers (White, Esteban, & MacRae, 2007). Weather
conditions occasionally hamper port activities and neg-
atively affect the experience of yachts visiting the is-
land (Harterink, 2023; Kateman & Bos, 2010).

Legally, the port operates under the jurisdiction of the
Wet maritime beheer BES, but limited control over mar-
itime traffic and pilotage by the oil terminal creates
regulatory gaps (van Bets, van Tatenhove, & Lamers,
2016). There are also concerns about the effectiveness

of oversight of the activities of the oil terminal, given
its importance to the island’s economy (ter Haar & Ha-
goort, 2021).

In conclusion, the port of St Eustatius faces a number of
challenges, including economic dependence on the oil
terminal, infrastructure and connectivity constraints
and regulatory gaps. Addressing these issues will be
crucial for the long-term viability of the port and its
contribution to the economic and social well-being of
the island.

4.2.3 Concluding remarks
The PESTEL analysis has provided an in-depth exami-
nation of the current circumstances on the island and
their impact on the port. The analysis lays a founda-
tion of understanding that can be used to assess the
Strengths, Weaknesses, Opportunities and Threats out-
lined in the SWOT analysis.

What is the current political, economic, socio-
logical, technological, environmental, and le-
gal situation of the port and on the island?

The remote location of St. Eustatius and its
economic dependencies contribute to a com-
plex and challenging landscape. The island’s
economy heavily relies on the oil terminal,
which is one of the largest employers and a
significant source of tax revenue. A similar
interdependence is evident in the port, where
the tax collection of the oil terminal is closely
linked to the finances of the port. However,
the port is constrained by its capacity to keep a
substantial part of the revenue, as its finances
are directly integrated into the government
budget.

The island’s economic complexity is con-
tributing to high levels of poverty and
unemployment, exacerbated by the high cost
of living resulting from the need to import
almost all goods. These interrelated factors
underscore the complexities of St. Eustatius’s
current situation.

The island regards its environment and her-
itage as paramount due to its distinctiveness
and its position as a key tourist attraction. How-
ever, the presence of the oil terminal has a sig-
nificant impact on these aspects and may pose
challenges to environmental and heritage con-
servation.
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4.3 SWOT analysis
To gain insights into the current position of the port
and where there is room for creating new opportuni-
ties a SWOT analysis will be performed (van Boeijen et
al., 2020). SWOT is an acronym for Strengths, Weak-
nesses, Opportunities and Threats. The first two in-
dicators refer to internal factors and the second two
towards external factors. To perform the SWOT analy-
sis the indicators found for the different factors in the
PESTEL analysis, together with information gathered
from informal conversations will be used.

Figure 4.1: SWOT overview

4.3.1 Strengths

No direct competition

The airport and harbour serve as the only entrance
points for both people and goods arriving on the is-
land. Although air travel, particularly with stopovers
in St. Maarten, is prevalent among passengers coming
from distant locations, a ferry service to St. Maarten is
more commonly used for inter-island travel due to its
reduced cost.

The main transportation mode for goods is by sea, due
to the high cost of air transport. Therefore, the port
occupies a distinct position on the island as the sole
method for both imports and exports. This lack of com-
petition creates a monopoly over the island’s trade in
goods. Being a monopoly it guarantees a flow of traffic
as no alternative methods are available.

The port’s monopoly status imposes the critical respon-
sibility of serving as the island’s lifeline, necessitating
uninterrupted operations regardless of the costs. The
port is essential to meet the needs of the island and
long-term closure is therefore not an option.

However, monopolies can drive unregulated price in-
creases for the products or services they provide (De-
poorter, 1999). In the case of St. Eustatius, the port is

owned by the government which allows for price regu-
lation. This governmental ownership proves advanta-
geous for good governance, as it allows for a delicate
balance to be maintained between keeping prices af-
fordable and ensuring the overall health and function-
ality of the system.

Sustainability and heritage

Preservation of the island’s natural surroundings and
its waters is crucial to its status as a major tourist attrac-
tion (Glerum, 2021). The island has distinctive flora
and fauna, with numerous endemic species and rare
plants. The St. Eustatius National Parks (STENAPA) or-
ganization has overall responsibility for managing the
33 square kilometres of nature and sea in and around
the island and oversees the conservation and manage-
ment of both the island’s national park and underwater
environments (Appendix A.1.5: Environmental man-
agement).

Despite their dedication to preserving the environ-
ment, the presence of the oil terminal and ships an-
choring near coral reefs creates a complicated situation
(Schoenmaeckers, 2011). Maintaining a delicate equi-
librium between preserving the island’s natural beauty
and the operational importance of the oil terminal is
an ongoing challenge.

In addition to its natural wealth, the island boasts sig-
nificant historical artefacts, mainly related to the slave
trade, that have left lasting imprints on the cultural
landscape (Glerum, 2021). Historically significant as
these artefacts are, the main focus of the tourism de-
partment remains the promotion of the island’s natural
attractions.

Rebalancing of power dynamics

Small Caribbean islands, such as St. Eustatius, fre-
quently seek opportunities to increase government
revenues, access technology and acquire knowledge.
Large multinational companies are attracted to these
opportunities, often benefiting from tax advantages.
However, this combination of large corporations and
small governments can lead to a skewed balance of
power (Mol, Mol, & van Vliet, 2004). On St. Eustatius,
this power dynamic was evident when NuStar Energy
owned the oil terminal. The corporation exerted sub-
stantial influence on the island through its private
schools, housing projects, and community initiatives.
While these contributions had positive aspects, the lo-
cal government had limited influence over the com-
pany’s decisions, resulting in NuStar operating with
an expired environmental permit for several years,
underscoring the power imbalance (van Bets et al.,
2016).
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The power dynamics shifted in 2010 when the BES is-
lands transitioned from the Dutch Antilles to special
municipalities within the Netherlands, changing the
influence of entities such as NuStar on St Eustatius
(Appendix A.1.1: Political stability). Due to this trans-
fer, NuStar’s influence decreased as it fell under the
jurisdiction of the Dutch government (van Bets et al.,
2016). The Ministry of Infrastructure and Environment
(I&E) assumed responsibility for the oil terminal and
enforcement of relevant laws and regulations. Conse-
quently, NuStar initiated legal actions against several
Dutch government ministries. This included a lawsuit
concerning a dispute over soil pollution responsibility
and another lawsuit against the Ministry of Finance re-
garding a proposed tax increase (van Bets et al., 2016).
Before gaining municipality status, St. Eustatius was
unlikely to pursue legal action against a multinational
corporation due to high costs and dependency.

Following the island’s transition, the Dutch govern-
ment has taken on the responsibility of providing
information and financial support to the local gov-
ernment. Financial aid offered by the Dutch govern-
ment has contributed to the implementation of vari-
ous projects, such as the establishment of a ferry ser-
vice between neighbouring islands and investments in
renewable energy (Appendix A.1.5: Sustainability prac-
tice). Furthermore, the Dutch government has pledged
to support the construction of the port’s storage yard.
This support is essential for implementing these in-
vestments and enhancing living standards on the is-
land.

Tourism economy

Tourism serves as a crucial economic pillar for numer-
ous Caribbean islands and is a major source of revenue.
Despite being comparatively smaller, tourism plays an
important role in the economy of St. Eustatius (Kate-
man & Bos, 2010). Regrettably, the unavailability of de-
pendable data makes it impossible to accurately quan-
tify the number of tourists who visit the island each
year. The COVID-19 pandemic has had a considerable
impact, leading to a significant decrease in the number
of air travellers to the island (CBS, 2022c). Despite a
gradual increase in the number of travellers since the
start of the pandemic, the economy has yet to fully re-
cover.

4.3.2 Weaknesses
Dutch intervention

When St. Eustatius was designated as a municipality
of the Netherlands, the Dutch government took over
jurisdiction of the island (Appendix A.1.1: Political sta-
bility). This transition reduced the independence and

decision-making ability of the local government, which
was further worsened by the appointment of a govern-
ment commissioner in 2018. The appointment of a
Dutch government official as a government commis-
sioner was aimed at monitoring the performance of
the local government.

Although this move limited the island’s autonomy, it
also had certain advantages. The introduction of the
government commissioner was instrumental in reduc-
ing corruption on the island, with a notable empha-
sis on promoting integer government, with some suc-
cess. To enhance the foundation of an integer govern-
ment, the Dutch government must continue to pro-
vide their support (Koelewijn, Clarinda, & Virginia,
2022).

Low cargo volumes

The port of St. Eustatius has relatively low cargo
throughput due to the limited demand on the island
(Appendix A.1.2: Supply and demand). This low de-
mand poses a challenge to the port’s profitability,
which primarily comes from cargo/quay charges and
port fees paid by the ships utilising the port facilities.
The inefficiency of port operations, especially concern-
ing bulk cargo, is worsened by the port’s limited uti-
lization (Appendix A.2.2: Cost of raw materials). The
unloading of bulk vessels can take an entire day, lead-
ing to disruptions throughout the day, and the trans-
portation of bulky cargo is challenging as trucks pass
through the town’s tourist area.

Table 4.3: Sea-web vessel port calls St. Eustatius 2022
(Royal Haskoning DHV & S&P Global, 2022)

Vessel type No vessels Calls
DECK-CARGO SHIP 1 28
GENERAL CARGO 1 28
LANDING CRAFT 1 3
RORO CARGO 1 5
RORO CARGO/FERRY 1 55
SUPPLY SHIP (O.R.S.V.) 5 84
TANKER 75 367
TUG/SUPPLY SHIP (O.R.S.V.) 1 152
Total 722

Analyzing the port calls made in 2022, aside from fer-
ries and tugboats (due to unavailable data), shows that
the number of cargo vessels that visited St. Eustatius
was somewhat limited (see Table 4.3). Tankers primar-
ily head to the oil terminal, leaving around 200 cargo
vessels arriving at the port to deliver goods during 2022.
The data indicates that the same ships frequently visit
the port, resulting in an average of less than one ship
per day, occasionally increasing to two or three ships
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due to scheduling. This calculation excludes ferries and
tugs arriving for crew changes.

The infrequent visits contribute to the port’s low us-
age, posing a challenge for profitability. While variable
costs are less affected, the majority of expenses are
fixed costs related to staff and infrastructure depreci-
ation (Voorkamp, 2022). These fixed costs persist re-
gardless of ship frequency, making it crucial to explore
opportunities that could enhance trade volumes and
offset these expenses. However, the challenge lies in
the limited demand growth on the island.

Space for expansion

The port’s current location is subject to severe geo-
graphical constraints that limit its expansion. The pres-
ence of cliffs almost entirely surrounding the landside
area makes expansion in this direction virtually impos-
sible. Additionally, the port has no natural protection
on the waterside, therefore any expansion of the quay
or landmass will need significant investment in the con-
struction or expansion of the breakwater. The upkeep
of the port and its access route has prompted consider-
ation of a new port further up the coast, as outlined
in existing plans (van Achteren, 2022). Despite the
considerable cost, these plans tackle numerous issues
simultaneously, including those associated with the
access road (Appendix A.2.1: Infrastructure).

The proposed plans for the new port not only offer
the possibility of additional expansion but also have
the potential to unlock new economic opportunities.
Nonetheless, this solution presents risks and requires
increased freight volumes as well as the exploration
of new opportunities for the existing port to make it a
more profitable business. The potential benefits, asso-
ciated risks and economic feasibility of such an under-
taking need to be carefully assessed.

Dependency GTI

The oil terminal operated by GTI plays a crucial role in
generating revenue for both the port and the munic-
ipality. GTI’s payments to operate are a major part of
the port’s budget and account for more than half of its
earnings (Appendix A.2.2: Economic situation). The
port’s operational budget heavily depends on this rev-
enue stream. In its absence, there would be a deficit,
leading to higher import prices or greater reliance on
government subsidies. This interdependence also ex-
tends to the government, as around 60% of its budget
is derived from port revenue (Appendix A.1.1: Tax poli-
cies).

The trend towards reducing fossil fuel usage raises con-
cerns about the oil terminal’s longevity. Fossil fuel us-
age is expected to grow until mid-2030, followed by

a plateau and reduction (4.4.5 Fossil resource usage).
This long-term trend suggests that the oil terminal’s
operation may become unviable at some point, leading
to its closure. The potential closure of the oil terminal
presents significant challenges for the island. Finan-
cially, it could result in a major loss for both the govern-
ment budget and the port, given their dependence on
the oil terminal’s revenue. Socially, the closure could
lead to a substantial increase in unemployment, con-
sidering that the oil terminal is the largest employer
on the island. The closure of the oil terminal may cause
a ripple effect on population dynamics, leading to an
outflow of residents seeking employment opportuni-
ties elsewhere. Given these potential challenges, it is
crucial to explore alternative opportunities to diversify
the island’s economy. This is especially important for
mitigating the adverse effects that the closure of the
oil terminal could have on both the island’s financial
stability and social aspects.

As one of the main employers on the island, the oil ter-
minal wields significant influence over both the local
government and the population. As previously noted
(4.3.1: Rebalancing of power dynamics), the power dy-
namics between a large corporation and a small gov-
ernment can be imbalanced. Nevertheless, the effects
on the local population can be even more far-reaching.
Previously, NuStar, the predecessor to GTI, used its em-
ployees to lobby local authorities to negotiate a delay
in port fee increases, demonstrating the potential in-
fluence on local elections through employee relations
(van Bets et al., 2016). Employees affiliated with the
oil terminal may support its expansion, whereas those
without such affiliations may have greater concerns
about its impact on the local environment. Addition-
ally, the oil terminal poses significant environmental
consequences, leading to the destruction of coral reefs
from oil tanker anchorage in non-designated marine
park areas (Appendix A.2.6: Environmental). This neg-
atively affects the island’s tourist appeal and may lead
to economic losses in the tourism sector.

Workforce

The island’s small resident population has led to a re-
stricted workforce, with minimal expansion in both
the island’s population and its labour force over the
years. Despite this, there is still an unemployment
rate of 6.3%, of which only 1.6 percentage points rep-
resent individuals actively seeking employment (Ap-
pendix A.1.3: Unemployment). In addition, a signifi-
cant proportion of the population on the island holds a
low level of education, which could lead to difficulties
when seeking growth. Challenges could arise when
attempting to recruit personnel or acquire the neces-
sary specialized skills. The lack of technical knowledge
already presents a challenge in registering incoming
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goods (Appendix A.2.4: Information technology). This
highlights the obstacles that could arise from having a
workforce that is small and less educated when consid-
ering plans to develop and expand.

4.3.3 Opportunities
St. Maarten

The cargo volume at St. Maarten’s port in Philipsburg
is significantly higher than that at St. Eustatius’s port,
with Philipsburg handling around 75 thousand TEUs
while St. Eustatius manages approximately 1870 TEUs
(van Achteren, 2022). Although Philipsburg is larger,
it faces congestion issues and is currently operating
at maximum capacity, as indicated in interviews con-
ducted by van Achteren (2022). Furthermore, the lim-
ited space available for expansion in the port area is a
cause for concern regarding its future growth.

Philipsburg, the biggest port in the region, has acted as
a feeder for the neighbouring islands, with the major-
ity of cargo vessels departing from there. Nevertheless,
the challenges to the port’s growth present an opportu-
nity for competition, as van Achteren (2022) suggests.
If achieved, St. Eustatius could potentially function as a
feeder hub in the region. However, this could also facili-
tate cooperation between islands and strengthen inter-
national relations by undertaking these developments
in a collaborative effort (Appendix A.1.1: International
relations).

Additionally, St. Eustatius has greater expansion oppor-
tunities compared to Philipsburg, creating the poten-
tial for the development of a larger and more efficient
port (Appendix A.2.1: Infrastructure). This expansion
could resolve the congestion concerns encountered by
Philipsburg and create fresh opportunities for growth
and innovation. By upgrading its port facilities, St. Eu-
statius could establish itself as a transshipment ser-
vices hub and solidify its role as a feeder location in
the region. This strategic move could make a signif-
icant contribution to the island’s economic develop-
ment and regional importance.

Tourism development

Tourism has significant potential as a revenue source
for both the government and residents of the island. Al-
though the tourist industry is currently modest, there
are opportunities for expansion (Appendix A.2.1: In-
frastructure). Residents have expressed a positive atti-
tude towards tourism growth, stressing the importance
of sustainable development to preserve the island’s
ecosystem and culture (Kateman & Bos, 2010) (Ap-
pendix A.1.5: Sustainability practice). However, there
is some opposition to cruise tourism, there is a widely
shared view that ship sizes should be limited to 500

passengers. The island’s emphasis on controlled and
sustainable tourism growth is a major strength, given
its untapped potential. Striking a balance in this sector
is crucial to managing growth responsibly, as public
opinion suggests.

Several cruise companies have included the island in
their itineraries for 2024 (Table 4.4). Notably, a signifi-
cant portion of these cruise ships surpass the maximum
allowed passenger capacity approved by the local com-
munity. With limited berthing availability, these ves-
sels must anchor offshore. Consequently, shuttle ser-
vices will be needed to transport passengers between
the ship and the island, likely resulting in a reduced
number of disembarking passengers visiting the island
due to operational constraints.

Recreational vessels offer an added prospect for St. Eu-
statius. This activity currently takes place on a small
scale, with around two boats arriving daily during peak
season. These predominantly consist of sailing yachts
and catamarans up to 50 feet in length (personal com-
munication, van Nek, 2023). Nevertheless, these ves-
sels usually have brief stays for various reasons.

Table 4.4: Cruise ship itinerary 2024 (Cruise Compete,
2023; The Cruise Web, 2023)

Vessel name Capacity No visits 2024
Seven Seas Mariner 696 1
Seven Seas Grandeur 746 3
Seven Seas Splendor 746 2
SeaDream I 112 2
Total 8

One significant challenge is the non-ideal berthing
conditions in St. Eustatius (Appendix A.2.5: Weather).
The port does not have the necessary infrastructure to
allow recreational vessels to dock on the quay, there-
fore they have to moor on buoys in the vicinity of the
port. Even though these buoys offer some protection
as they are located on the leeward side of the island,
they are still exposed to the consistent southwesterly
swell (van Achteren, 2022). The waves from the swell
directly strike the leeward side, which leads to con-
siderable movement of the recreational vessels. As a
consequence, the onboard conditions can be highly
uncomfortable, causing many yachts to depart within
a few days for the more sheltered harbour of neigh-
bouring St. Kitts (personal communication, Harterink,
2023).

Another contributing factor to the short stays is the lim-
ited availability of services (Appendix A.2.1: Service).
The absence of refuelling and water replenishment fa-
cilities, as well as the difficult accessibility of shops
located in the upper town, makes it difficult for ves-
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sels to meet their basic needs. Moreover, the lack of
berthing facilities necessitates all supplies to be shut-
tled to the yachts via small tender boats. Addressing
these challenges may have the potential to increase the
stay of recreational vessels, providing an opportunity
for growth in the tourist sector.

4.3.4 Threats

Hurricanes

St. Eustatius is located in a region that is prone to
hurricanes, as described in Appendix A.1.5: Weather.
The island faces the challenge of hurricanes regularly,
with at least one category three or higher hurricane
occurring almost every decade (NORA, n.d.). In 2017,
two particularly severe hurricanes struck the island, re-
sulting in significant impacts on its natural environ-
ment. Extensive damage to vegetation and a reduc-
tion in endangered species were among the conse-
quences of the hurricane impact (van den Burg & Mad-
den, 2021). The global rise in temperatures is expected
to increase the occurrence and severity of hurricanes in
the Caribbean region, intensifying the risk of rainfall
events and their associated impacts (Vosper, Mitchell,
& Emanuel, 2020).

The hurricanes of 2017 caused damage to the port’s
infrastructure. The breakwater was damaged due to
rocks being washed away, and significant coastal ero-
sion occurred, although not solely due to the hurri-
canes (Oedjaghir et al., 2022; van der Leer et al., 2018).
The Dutch government has pledged financial support
for the repair and improvement of the port, but the
funds allocated appear to be inadequate (Oedjaghir et
al., 2022). This deficiency poses a risk to the port’s abil-
ity to function, highlighting the necessity for thorough
actions to reinforce its ability to withstand hurricanes
and other environmental disasters.

Aged infrastructure

The port’s infrastructure, although aged, is mainly func-
tional, with the quay displaying some indicators of
wear and tear (Appendix A.2.1: Infrastructure). Despite
sustaining some damage, the quay is predicted to over-
come its intended lifespan and remain operational for
at least 25 extra years, with minor repairs required to
maintain its condition (Oedjaghir et al., 2022).

Nevertheless, certain segments of the port pose dif-
ficulties. The unpaved container area has resulted in
incidents (Appendix A.2.3: Health and safety). There
are proposals to pave the area, but they have not been
put into effect yet. Furthermore, the RoRo dock does
not meet current demands, and although there have
been plans to upgrade it, there has been no progress

(Appendix A.2.1: Infrastructure). The ageing infrastruc-
ture presents the possibility of operational constraints
at the port in the long run, underscoring the vital need
to tackle these challenges for the continued efficiency
and functionality of the port.

Fossil fuels

The financial stability of the island and the port’s opera-
tional profitability depend heavily on the revenues gen-
erated by the oil terminal. Nevertheless, the fossil fuel
market is intrinsically unstable, as demonstrated by
the oil terminal undergoing six changes in ownership
during the past four decades (Appendix A.2.2: Owner-
ship). Recent trends in the energy sector, in particular
the drive to reduce dependence on fossil fuels, further
highlight the potential challenges ahead (4.4.5: Fossil
resource usage).

The challenges facing the use of fossil fuels are evident
in the Caribbean, where it has been difficult to find new
operators for existing plants, highlighting the wider dif-
ficulties in sustaining such operations ((NOS, 2022)).
The volatility of the fossil fuel industry and uncertain-
ties surrounding the future of the oil terminal raise the
risk of its eventual closure. Although it may not arise
as an immediate issue, it is essential to take into ac-
count alternate sources of revenue and strategies to
mitigate the impact on the island’s financial stability,
recognising the potential long-term implications for
both the port and the island (Appendix A.1.1: Tax poli-
cies).

Population

The small population of the island, combined with the
lack of substantial population growth, poses a chal-
lenge to maintaining a workforce of sufficient size (Ap-
pendix A.1.3: Population growth). In the absence of
an inflow of external workers, the existing population
becomes the primary source of labour. Although a sig-
nificant portion of the population is involved in port-
related work at the oil terminal (Appendix A.2.3: Em-
ployment), the limited growth rate of the population
indicates the possibility of a limited expansion of the
labour force.

While the concentration of skilled workers in the oil
terminal sector is advantageous, the lack of workforce
growth may pose a challenge in distributing labour re-
sources. This could potentially result in a shortage of
skilled workers for port operations, a situation not eas-
ily rectified due to the limited pool of available talent
on the island. Addressing these workforce dynamics
is crucial to the expansion and effective functioning of
the port.
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4.3.5 Concluding remarks

The SWOT analysis examined the elements identified
in the PESTEL analysis to uncover the weaknesses and
threats and establish the strengths and opportunities.
This analytical process is crucial in developing solutions
to address the identified limitations and leverage the
strengths of both the port and the island. Furthermore,
this analysis provides a guide to focus attention on in
the Trend analysis, thereby providing greater insight
into the likely evolution of these factors. Such strate-
gic approaches are crucial for anticipating future chal-
lenges and opportunities.

What are the port’s strengths, opportunities,
weaknesses and threats?

Several factors demonstrate a strengthened
position for both the port and the island.
Notably, the island’s increased influence on
the oil terminal stems from a reconfiguration
of power dynamics. Although the tourism
sector continues to face challenges in re-
covering from the pandemic, its proactive
approach through sustainability and heritage
projects is a positive signal. Furthermore, the
unique circumstances surrounding the port
guarantee its continued usage, justifying the
necessary investment.

Nevertheless, challenges exist, specifically
with the port’s limited usage leading to in-
creased costs. Expansion opportunities are
limited and potential growth is hampered by
staffing and land constraints. Additionally, the
port’s dependence on revenue from the oil ter-
minal amplifies its vulnerability. Despite the
Dutch government intervening due to a long-
standing issue of corruption and bad gover-
nance, there are still opportunities for improve-
ment.
A focused effort to attract more tourists
could strengthen the island’s economic
pillar, potentially benefiting the port by
attracting additional cruise operators. The
congestion at St. Maarten’s port provides a
chance to construct additional transshipment
infrastructure on the island, thus enhancing
port usage whilst decreasing reliance on oil
terminal revenues.

Unfortunately, the port suffers from underin-
vestment, a problem exacerbated by an inhos-
pitable environment prone to severe weather

events such as hurricanes. Therefore, the
ageing infrastructure, worsened by underin-
vestment, can lead to operational constraints.
The port’s reliance on the oil terminal and
the fluctuating fossil fuel market, combined
with the increasing focus on environmentally
friendly alternatives, presents a substantial
risk to its revenue. This highlights the crucial
need to broaden its income streams.

Whilst the port presents various potential op-
portunities, it also poses significant limitations
that require attention.
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4.4 Trend analysis
The STEEP classification serves as a framework for the
trend analysis (van Dorsser & Taneja, 2020). This clas-
sification systematically assesses six critical factors: So-
cietal, Technological, Economic, Environmental and
Political. An additional dimension, Energy, will be in-
cluded due to its pronounced importance for the is-
land’s energy security and its potential implications for
the future of the oil terminal. The trends under review
will be considered in regional, global and maritime con-
texts, with particular attention to those that could have
a discernible impact on the island.

4.4.1 Societal
Decline in Caribbean’s share of global tourism

Related to:

• 4.3.1: Tourism economy
• 4.3.3: Tourism development

The examination of societal trends focuses primar-
ily on the region’s tourism industry, which is a major
source of income for most islands. A notable trend
since the 1990s has been the decline in the Caribbean’s
share of global tourism. While this trend may appear
unfavourable at first glance, it is important to note
that the total number of tourists has been increasing
steadily over the past three decades. Between 1995
and 2014, the number of tourists more than doubled,
rising from 12 million to 26 million (Srinivasan, Ötker,
Ramakrishnan, & Alleyne, 2017). Notably, much of this
growth favoured countries that had opened their bor-
ders to tourism for the first time, such as Cuba. Despite
a significant decline in 2020 due to the pandemic, the
region still has positive growth prospects for the com-
ing decade (WTTC, 2022). However, it’s important to
note that the Caribbean is comparatively expensive as
a holiday destination compared to other regions of the
world, which could limit its growth potential.

Income and unemployment related to tourist
arrivals

Related to:

• 4.3.4: Population
• 4.3.2: Workforce

Factors influencing tourism growth are not only di-
rectly related to what the island has to offer but also to
other factors such as income and employment on the
island. The conditions in the destination country have
a strong influence on the attractiveness of the desti-
nation for tourists. Countries with lower income and
higher unemployment lead to a decline in tourism at-
tractiveness (Srinivasan et al., 2017). On the other hand,

tourism is also a major contributor to the growth of the
Caribbean islands and helps to reduce the volatility of
growth. In addition, it often impacts the economy not
only in the tourism industry but also in related indus-
tries such as agriculture, transportation, communica-
tions, construction and entertainment.

4.4.2 Technological
Switch from RoRo to container vessels

A significant trend within the shipping industry’s tech-
nological development concerns the employment of
RoRo vessels. In Europe, a notable shift is occurring,
with a transition away from RoRo vessels and towards
container vessels (Hermansson, 2016). Several factors
contribute to this transition, including the older age
of most RoRo vessels and the existing EU regulations
regarding sulphur emissions that these vessels are un-
likely to meet in the future. Moreover, the construction
of new RoRo ships has declined due to the enhanced ef-
ficiency and flexibility of container vessels. This trend
may differ in the Caribbean region. On the one hand,
it is feasible that comparable emissions standards will
be enforced in the Caribbean, leading to a decrease in
the usage of RoRo ships. Alternatively, looser regula-
tions in the Caribbean could result in the persistence
of older RoRo ships from Europe, which may lead to a
rise in their use.

High energy cost reduce competitive
advantage

Related to:

• 4.3.4: Fossil fuels
• 4.3.1: Rebalancing of power dynamics

In the context of technological innovation, the islands
encounter specific challenges, whereby basic infras-
tructure costs are often higher compared to the main-
land. The Caribbean experiences a notably high cost
of energy, which significantly impacts the competitive
advantages of the islands. This is mainly attributed to
the islands’ dependence on petroleum-based fuels for
energy generation, which have a tendency to be more
expensive and susceptible to price fluctuations than
alternative fuels (Srinivasan et al., 2017). Furthermore,
numerous islands face challenges in relation to pro-
viding a consistent energy supply to households and
businesses. Factors such as limited generation capac-
ity, outdated power systems, isolated grids, and lack of
technical expertise according to Srinivasan et al. (2017).
This leads to an unreliable energy provision, resulting
in frequent power outages. As a consequence, private
businesses frequently turn to investing in private gen-
erators to guarantee uninterrupted operations. These
increased energy expenses trickle down through the
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economy, driving up the price of goods and services and
eroding the islands’ competitive advantage.

4.4.3 Economical
Slowdown in tourism development

Related to:

• 4.3.1: Tourism economy
• 4.3.3: Tourism development

After independence, several Caribbean nations under-
went rapid economic and social development, with
their purchasing power gradually approaching that
of advanced economies. Nevertheless, this trend has
plateaued over the previous two decades and has even
reversed in some cases, with many Caribbean nations’
purchasing power now trailing other developing coun-
tries (Srinivasan et al., 2017). There is no single cause
for the downturn in economic development in the
Caribbean; instead, it is a result of multiple contribut-
ing factors. As identified by Srinivasan et al. (2017),
an underlying reason for this economic decline is the
feedback loop between natural disasters and economic
fragility in the region. The tourism industry plays a
critical role in driving economic development in the
Caribbean, with many islands heavily, and often solely,
reliant on tourism as their main source of income. How-
ever, this sector has experienced only slight year-on-
year expansion (Srinivasan et al., 2017), which has
constrained the overall economic development of the
islands. The rising incidence of natural disasters in
the area (section 4.4.4: Environmental) exacerbates
this issue by jeopardising the islands’ attractiveness to
tourists. Accounts of destruction and harm caused by
these disasters can discourage visitors, compromising
the allure of the islands as tourist destinations. This in
combination with the high prices in the Caribbean is
a large part of the reason that the global tourist mar-
ket share of the Caribbean has decreased since the 90s
(Srinivasan et al., 2017).

Record high prices for fossil fuels

Related to:

• 4.3.4: Fossil fuels

The Caribbean region heavily depends on fossil fuels
for the majority of its energy supply. However, the re-
cent energy crisis has led to the world experiencing
unprecedentedly high energy prices (IEA, 2022b). This
crisis occurred due to a combination of factors, which
included the end of the COVID-19 pandemic and the
conflict in Ukraine. The post-pandemic economic re-
bound resulted in supply chain disruptions caused by
overdue maintenance and reduced production during
the pandemic (IEA, 2022a). Moreover, the incursion

in Ukraine resulted in EU penalties imposed on Rus-
sia, the world’s largest exporter of fossil fuels. With
Russian exports disrupted, Europe sourced fossil fuels
from alternative providers, thereby increasing prices
due to increased demand and market forces. The con-
flict in Ukraine is anticipated to have a long-term effect
on the international energy supply chain, as numer-
ous nations restrict the export of Russian fossil fuels.
This situation is likely to result in ongoing price varia-
tions, particularly in diesel prices, as the biggest pro-
ducer in this segment was Russia (IEA, 2022b). The
Caribbean faces notable challenges due to its heavy re-
liance on diesel for the majority of its generators. This
dependence leaves the region vulnerable to both price
increases and supply disruptions.

Growth in renewable energy

Related to:

• 4.3.4: Fossil fuels

Based on the IEA (2022b), the report predicts a signifi-
cant milestone in the consumption of fossil fuels under
the current policies. It is anticipated that the oil de-
mand will reach a plateau around the mid-2030s. This
shift is primarily due to the persistently high cost of
fossil fuels caused by global conflicts, which is making
alternative energy sources increasingly appealing as
their relative affordability rises. The report predicts a
considerable increase in the implementation of renew-
able energy sources. Additionally, efforts to improve
the efficiency of existing production processes are pre-
dicted to reduce reliance on fossil fuels. According to
IEA (2022b), there will be a 20% reduction in total de-
mand for fossil fuels throughout Europe. Furthermore,
it is projected that investments in renewable energy
resources for the purpose of electricity production will
match or even exceed the growth in demand for elec-
tricity. This is expected to result in a further reduction
in the reliance on fossil fuels and, in numerous regions,
a decrease in the average price of electricity as the share
of renewables increases.

Maturity of containerisation

Related to:

• 4.3.2: Low cargo volumes

Containerisation has become the leading approach
to transporting goods in many regions of the world.
This is particularly true in North America and Europe,
where the majority of goods are containerised. Indus-
trial sectors have conformed to this standard, such as
the paper industry, which has adjusted paper roll di-
mensions to accommodate containers instead of utilis-
ing bulk transportation methodologies (Hermansson,
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2016). However, in Latin America, Africa, South Asia,
and the Middle East, a noteworthy volume of goods
is not yet containerised, indicating significant poten-
tial for growth in container use (Guerrero & Rodrigue,
2014).

Redistribution of major transshipment hubs

Related to:

• 4.3.1: No direct competition
• 4.3.2: Space for expansion
• 4.3.3: St. Maarten

In the Caribbean, there is a considerable movement
in container hubs, prioritising ports with greater effi-
ciency, stimulated by economic advancement in South
America. The region’s growth has led to a rise in imports
and exports, thereby creating brand new opportunities
for the advancement of enhanced ports(Guerrero & Ro-
drigue, 2014). Historically, small city-states in close
proximity to developing countries have frequently
transformed into major transshipment hubs thanks
to their positive relationships with those respective
countries (Guerrero & Rodrigue, 2014). The existence
of preferential shipping routes has also significantly
impacted which states develop into major transship-
ment hubs. Due to the transfer of significant amounts
of cargo from North America to the Caribbean, the pre-
ferred trade route has now been redirected to Panama
and other Caribbean territories (Guerrero & Rodrigue,
2014).

Expansion of state-owned multinationals

Related to:

• 4.3.1: No direct competition
• 4.3.1: Rebalancing of power dynamics

State-owned multinationals (SOMNCs) from EU coun-
tries are expected to play an increasingly important
role in international trade. Their expansion can be at-
tributed to several key factors according to NIC (2021).
First, EU member states are known for their robust en-
gagement in global trade, and this trend is expected
to continue. In addition, the substantial state support
that SOMNCs receive often tilts the global competi-
tive landscape in their favour, giving them a distinct
advantage in terms of resources and stability. These
companies also use government support to gain and
maintain first-mover advantages in emerging markets,
making them formidable competitors. The resulting
impact on private companies is tangible, leading them
to lobby their respective governments to intervene and
level the playing field. This trend can play an important
role in state-owned multinationals having a global im-
pact on international trade by giving them advantages

over non-state enterprises.

4.4.4 Environmental
Hurricanes

Related to:

• 4.3.4: Hurricanes

The Caribbean is particularly vulnerable to hurricanes,
with 15 of the world’s 25 most vulnerable countries lo-
cated there (Srinivasan et al., 2017). The continuing rise
in global temperatures is expected to lead to more fre-
quent and severe weather events, including hurricanes.
Coastal regions will be particularly vulnerable to the
impacts of such events. As global temperatures con-
tinue to rise, sea level rise and more frequent storms
pose a significant threat to the habitability of these re-
gions (Fang, Cheng, Incecik, & Carnie, 2013). This trend
could lead to increased levels of destruction and mor-
tality from severe weather events. In addition, rising
sea levels and increased storm activity are likely to con-
tribute to increased erosion, including beach erosion.
This erosion has the potential to reduce the attractive-
ness of the region to tourists (Simpson et al., 2010).
The combination of increased hurricane frequency and
sea-level rise underscores the importance of effective
adaptation and mitigation strategies to protect both
the environment and the livelihoods of the inhabitants
of the Caribbean.

Food and water security

Related to:

• 4.3.4: Hurricanes

Global warming has notable implications for both food
and water security, as highlighted in the (NIC, 2021).
Rising sea levels and frequent storm surges increase
the likelihood of saltwater intrusion into soil and water
systems, which pose a substantial threat to coastal re-
gions. This intrusion jeopardises both the availability
of fresh drinking water, as wells may dry up and the
supply of water for agricultural purposes (Water Re-
sources Mission Area, 2019). Regions that rely heavily
on rainwater for agricultural activities face increased
vulnerability to climate change. Shifting weather pat-
terns and prolonged droughts, which are the result
of global warming, pose an increasingly difficult chal-
lenge to sustaining agricultural production in these
areas. Furthermore, fisheries, which provide a vital
source of food for many people around the world, face
significant threats. Overfishing has depleted many ma-
rine ecosystems, and climate change exacerbates this
issue through the depletion of oxygen, rapid warming,
and ocean acidification (NIC, 2021). The combined ef-
fects of these threats make it even more difficult for
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these ecosystems to recover. Tackling these challenges
is paramount to ensuring a sustainable and secure fu-
ture for our planet’s food and water resources.

Decarbonisation in the shipping industry

The shipping sector, renowned for its significant carbon
emissions, is under pressure to reduce its environmen-
tal impact. The International Maritime Organization
(IMO) has formulated a strategy to address this issue
(International Maritime Organisation, n.d.). The aim is
to attain a 40% decrease in carbon emissions from the
shipping industry by 2030 relative to the 2008 bench-
marks. To measure progress towards this target, ships
are required to calculate two key scores. The Energy
Efficiency Existing Ship Index (EEXI) rates the energy
efficiency of individual vessels. The data derived from
the EEXI calculation is then used to determine the an-
nual operational Carbon Intensity Indicator (CII). The
CII measures the amount of greenhouse gases emitted
per unit of cargo per distance travelled. Based on their
CII performance, ships are rated from A to E. Vessels
with an E rating for a year must submit a corrective ac-
tion plan to minimize emissions. Likewise, those with
a D rating for three continuous years must develop a
similar plan. These ratings and the requirement for
corrective action plans aim to encourage and enforce
emissions reduction efforts within the shipping indus-
try.

4.4.5 Energy

Fossil resource usage

Related to:

• 4.3.4: Fossil fuels

Although global fossil fuel use has been predicted to
plateau by mid-2030 (IEA, 2022b), significant growth
in consumption is expected between now and then.
Overall fossil fuel demand is estimated to increase by
about 40/% (Fang et al., 2013). Significant investment
is anticipated in oil and gas operations by 2030, exceed-
ing a 50% increase from previous years (IEA, 2022b).
Gas usage was projected to increase by 60% accord-
ing to Fang et al. (2013). However, the war in Russia
may have affected this prediction, as suggested by IEA
(2022b), which predicts a decrease in gas consumption.
As a result, gas is no longer considered the main transi-
tional energy source on the path to sustainability, due
to concerns about the reliability of its supply. This em-
phasises the intricate dynamics of the fossil fuel sector
as it makes its way towards more sustainable energy
sources.

Renewable energy options

Related to:

• 4.3.4: Fossil fuels
• 4.3.1: Rebalancing of power dynamics

Offshore renewables, which include wind, wave, tidal
and ocean current energy, are emerging as a promising
frontier in the transition to sustainable energy solu-
tions (IEA, 2022b). Solar energy is projected to remain
the dominant alternative, with growth estimates of
8-11 times current production levels by 2050 (BURUN-
CIUC, 2022). Wind power is the second most common
method of sustainable energy generation. The Eastern
Caribbean, in particular, benefits from very favourable
wind conditions for wind power generation (Wright,
2001), creating opportunities for the establishment of
wind farms. In addition, offshore wind farms are ex-
pected to be built in the Caribbean and along the east
coast of North America in the future (IEA, 2022b). It’s
important to note, however, that the scale of these de-
velopments is expected to be insignificant compared
to those in Europe and China. Solar power is therefore
expected to be the primary method of energy genera-
tion, mainly due to the abundance of sunlight in the
Caribbean (Masson, Ehrhardt, & Lizzio, 2020). The ex-
pansion of sustainable energy in the Caribbean not
only meets sustainability goals but also has the poten-
tial to reduce the region’s dependence on fossil fuels,
promoting a greener and more resilient future.

Green hydrogen

Chile is making significant advancements in the renew-
able energy sector, particularly in the production of
green hydrogen (World Economic Forum, 2023). These
pioneering efforts are creating a transformative impact
within Chile and also hold substantial implications for
the wider Latin American region. The impact of Chile’s
initiatives underscores the huge potential for green hy-
drogen adoption across Latin America, which shares
similar natural advantages such as abundant solar ra-
diation and favourable wind patterns. Green hydro-
gen has the ability to considerably lessen carbon emis-
sions, enhance energy security and stimulate economic
growth (IEA, 2021). With Chile leading the way, other
Latin American countries are also starting to investi-
gate their potential for green hydrogen, in line with
international efforts to create a cleaner and more sus-
tainable energy system.

4.4.6 Policy
Outflow of skilled workers

Related to:

• 4.3.2: Workforce
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• 4.3.4: Population

The persistent emigration of highly skilled workers to
wealthier countries exacerbates the challenges faced
by several Caribbean countries, leading to a reduction
in the local labour force and human capital. This phe-
nomenon is especially evident among youths aged 20
to 25, who actively seek opportunities abroad (Srini-
vasan et al., 2017). The departure of highly qualified
professionals results in a shortage of skilled workers
locally and also drains the country’s pool of talent, leav-
ing knowledge gaps that may necessitate expensive
external recruitment to fill the void, assuming they are
even attainable. Additionally, many expatriate workers
who find better opportunities abroad send remittances
to support their families back home (Srinivasan et al.,
2017). The Caribbean region experiences a high vol-
ume of remittances. On one hand, this may diminish
the drive for individuals to participate actively in the
labour force, as a certain level of income is secure. Nev-
ertheless, it also has the potential for positive impacts,
enabling the local populace to invest in different ar-
eas, like education (Srinivasan et al., 2017). The contin-
ued emigration of skilled workers and the consequen-
tial surge of remittances pose a multifaceted economic
challenge to several Caribbean nations, as they strive
to retain their human resources in the domestic labour
market.

4.4.7 Concluding remarks

The trends that have been analysed shall be integrated
into the strategies developed in section 5.2, in conjunc-
tion with the outcomes derived from the SWOT analy-
sis.

What are trends that will impact the island and
the port?

Several trends have been identified with a pos-
sible impact on the port. Within the societal
domain, the important factors were the de-
cline of global tourism and the impact of in-
come and unemployment on tourist arrivals.
For St. Eustatius, the tourism industry is seen
as an opportunity to diversify the economic
situation of the island. However, the identi-
fied trends show an unfavourable situation
for the island. With the Caribbean becom-
ing less attractive for tourists due to its high
prices and the high level of unemployment
on the island the prospect does not look very
favourable. However, it is worth mentioning
that the tourist industry on the island is so un-
derdeveloped compared to other islands in the

region that there possibly still lie opportuni-
ties ahead.

From a technological perspective, the island’s
high energy cost and low reliability make
competing with larger islands in the region
more difficult. The increased cost for com-
panies to operate results in the reduction
of their competitive advantage. Especially
for larger operations such as ports where
energy consumption is high, this could carry a
heavy impact. Furthermore, a switch in type
of vessels can be seen from RoRo to container
vessels. To unload these vessels a crane is
necessary. A crane is not available in the
current port, therefore this could lead to the
need to invest in a crane and possibly a new
port as the existing port can not foresee this.

On an economic level, a lot of factors carry an
influence within different segments. Within
the energy industry, a lot has changed since
the pandemic and war in Europe. This has
led to record high prices for fossil fuels and
a quicker development of renewable alter-
natives. Both these factors have a particular
influence on the GTI oil terminal on which
the port is highly dependable for its revenue.
The high prices mean that the trade in oil
is still a very active market making the oil
terminal more likely to stay operational. On
the other hand, the quick development of
renewable alternatives will lead to the closure
of the terminal in the long run if no switch is
made. Therefore it is important for the island
to diversify in its revenue.

Within the maritime sector, a large switch can
be seen in transshipments hubs and the evo-
lution of containerisation within the industry.
Within Latin America, there is still potential
for growth in containerisation as goods are
still transported as bulk. In the Caribbean, a
shift can also be seen towards container ports
that offer greater efficiency. Both these factors
show that there is still room within the port
industry to grow and develop in the region,
opening up opportunities for creating a new
efficient hub on St. Eustatius. Furthermore,
the expansion of state-owned multinationals
within the global trade creates a favourable
competitive landscape for these companies.
The port of St. Eustatius being a state-owned
company could benefit from this advantage to
create a new transshipment hub.
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The environmental trends show an increase
in harsher weather events in the Caribbean.
An increase in these events could cause
more damage to infrastructure on the island.
Furthermore, the risk of food and water
security highlights the importance of having a
resilient port to provide in case of emergency.
Therefore a robust port infrastructure is of vital
importance to guarantee safe and continuous
operations. From an environmental aspect,
the marine sector focuses on pushing more
environmentally friendly ships to reduce the
carbon footprint of the industry, therefore it
could be possible that St. Eustatius will need
to adapt to more modern vessels.

Within the trends of energy, a large switch
can be seen from the usage of fossil fuels to
renewable alternatives. An end in the growth
of fossil fuel usage is predicted and its reduc-
tion is foreseen. Within the Caribbean, there
is still a large potential for the adaptation
of renewable energy infrastructure, which
should lead to a price reduction in energy
costs, reducing the cost of business on the
islands. The production of alternative energy
resources is also heavily in development
within Latin America, this could have large
future implications for the GTI oil terminal
when fossil fuel usage is reduced.

The Caribbean experiences a high outflow of
skilled workers, a similar situation exists for
St. Eustatius. Building out the port and tourist
industry could tighten the attractiveness
of the island and result in a reduction in
the outflow of skilled workers as more jobs
become available.

All in all the trends do not seem very
favourable for the island and the port in the
current situation. However, these trends
are often very global and leave room for
interpretation for specific scenarios. Similarly,
the island can adapt to these trends to become
more resilient in the future. Overall the port
needs to diversify its operations so revenue
is guaranteed for different scenarios and its
existence is guaranteed.
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Chapter 5

Strategy
formulation

5.1 Design criteria
To identify the crucial elements of the various strate-
gies, a list of design criteria was derived from the PES-
TEL analysis, SWOT analysis and Trend analysis. This
list incorporates the key issues highlighted in the anal-
yses and formulates the criteria to be addressed by the
different strategies.

5.1.1 Primary criteria
Financial diversification

Derived from:

• 4.3.1 SWOT analysis: Tourism economy
• 4.3.2 SWOT analysis: Dependency GTI
• 4.3.3 SWOT analysis: Tourism development
• 4.3.4 SWOT analysis: Fossil fuels
• 4.4.3 Trend analysis: Slowdown in tourism de-

velopment
• 4.4.1 Trend analysis: Decline in Caribbean’s

share of global tourism
• 4.4.3 Trend analysis: Growth in renewable en-

ergy
• 4.4.5 Trend analysis: Fossil resource usage
• 4.4.5 Trend analysis: Green hydrogen

In the current situation, the financial situation of the
port heavily depends on the revenue generated from
the GTI oil terminal. However, the uncertain nature of
the fossil fuel trade, as outlined in the Trend analysis,
together with the uncertainty surrounding the contin-
ued operation of the terminal on the island, could pose
significant challenges. The closure of the terminal has
the potential to render the port unprofitable and sig-
nificantly reduce the government’s budget, because
of the oil terminal’s significant contribution. Further-
more, shutting down the terminal could result in a sig-

nificant increase in unemployment, which could lead
to a significant outflow of workers. This, in turn, may
lead to a decrease in demand for imported goods, fur-
ther diminishing the port’s activity.

A viable means of minimising these risks is to diver-
sify the port’s revenue streams. Tourism represents
a promising alternative, particularly in the context of
the island’s underdeveloped status, while many other
Caribbean islands have successfully exploited its po-
tential. Despite indications that the tourism sector is
declining, the island still holds untapped potential due
to its limited development in this sector. Furthermore
the offering of ancillary services could also offer addi-
tional streams of income by diversifying the operations
of the port. It is also important to explore other sectors
to diversify revenue streams, as reliance on a single
source of revenue could leave the island vulnerable to
economic shocks.

Resistant infrastructure

Derived from:

• 4.3.4 SWOT analysis: Hurricanes
• 4.4.4 Trend analysis: Food and water security
• A.2.4 PESTEL analysis: Innovation in the port

The Caribbean islands are particularly vulnerable to
hurricanes and other environmental disasters. It is of
paramount importance to maintain the port’s oper-
ation during such emergencies in order to facilitate
the delivery of essential supplies, including medicines,
food and water, which are critical to sustaining life on
the island. Therefore, the port’s infrastructure must
be adequately prepared to withstand these hurricanes
and other environmental disasters, thereby increasing
its resilience to stay operational in the event of such
emergencies.

Safer operations

Derived from:

• A.2.3 PESTEL analysis: Hurricanes
• A.2.3 PESTEL analysis: Health and safety

The PESTEL analysis reveals that the port’s operations
are not completely secure, having encountered mi-
nor accidents. The implementation of significant up-
grades in infrastructure to secure safe operations is
therefore deemed necessary to mitigate risks. More-
over, with passenger and cargo operations occurring
simultaneously within the port, hazardous situations
may arise, making it crucial to exercise caution. Resolv-
ing this operational interference would not only create
a safer environment but also reduce operational chal-
lenges.
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5.1.2 Secondary criteria
Efficiency gains

Derived from:

• 4.3.2 SWOT analysis: Low cargo volumes
• 4.3.3 SWOT analysis: St. Maarten
• 4.4.3 Trend analysis: Maturity of containerisa-

tion

The existing operations of the port have demon-
strated notable inefficiencies, underscoring the poten-
tial for substantial benefits through operational im-
provements, particularly from an economic perspec-
tive.

Delays occur and ships are faced with longer dwell
times, leading some vessels to bypass the port in order
to avoid losing slots at other destinations. Increased ef-
ficiency can be achieved through strategic investment
in both infrastructure and superstructure. The imple-
mentation of modern equipment can significantly re-
duce unloading times. Investing in port infrastructure
can significantly reduce the likelihood of operational
problems caused by outdated equipment or inade-
quate structures. In the case of ferry operations, ef-
ficiency gains would lead to faster turnaround times,
resulting in accelerated services and reduced operating
times, thereby minimising costs.

The resulting efficiencies would not only reduce work-
loads, leading to lower operating costs but also offer
the promise of improved economic performance. Cost
reductions may enhance the port’s capacity to accom-
modate increased traffic, thereby promoting profitabil-
ity and competitiveness.

Improved facilities

Derived from:

• 4.3.1 SWOT analysis: No direct competition
• 4.3.3 SWOT analysis: Tourism development
• A.2.5 PESTEL analysis: Weather

The lack of adequate facilities for visiting vessels is
a significant barrier to realising the full potential of
the tourism industry. Many islands in the region de-
pend heavily on tourism revenue. In order to maximize
profits, attract additional tourists, and increase their
length of stay, it is crucial to address the current limita-
tions.

Improving mooring facilities is of great importance for
recreational vessels, as the existing facilities are inad-
equate. The island’s appeal can be improved through
the creation of additional protected areas or marinas.
In addition, the offering of services such as gas, water,
and food to recreational vessels will create a more ac-

commodating environment. This aligns with the wider
objective of promoting sustainable tourism practices
on the island.

In the field of cruise tourism, there are deficiencies
that go beyond the inability to accommodate cruise
ships. The immigration facilities, which cannot ac-
commodate larger numbers of visitors, and the lack
of additional waiting areas, exacerbate the discomfort
that tourists experience while waiting. This creates an
unattractive environment for tourists which will im-
pact the willingness of cruise operators to visit the is-
land.

Efforts aimed at enhancing the arrival experience for
tourists have the potential to increase visitor numbers
and prolong their stay, which could result in increased
spending on the island. Additionally, a positive repu-
tation in the tourism industry may attract more ves-
sels, thereby amplifying the overall economic impact
of tourism.

Expansion opportunities

Derived from:

• 4.3.2 SWOT analysis: Space for expansion
• 4.4.3 Trend analysis: Redistribution of major

transshipment hubs

The existing port is constrained in its expansion possi-
bilities by its current location, enclosed between cliffs
and the sea. This geographical constraint significantly
limits the opportunities for future growth. Although
the current constraints may not be an immediate obsta-
cle, they could become a challenge as port operations
expand.

One notable constraint is the limited space available
for passenger facility improvements, particularly given
the area occupied by the storage yard. Addressing this
issue will require strategic redevelopment of the area.
In addition, on the waterfront, expansion opportuni-
ties are constrained by the need for a breakwater, which
increases the costs associated with development. A
possible way of optimising this investment could be a
dual use of the breakwater, such as adapting it for use
as a secondary quay. This innovative approach has the
potential to provide additional benefits, mitigate the
challenges posed by spatial constraints and maximise
the return on the necessary investment.

Environmental management

Derived from:

• 4.3.1 SWOT analysis: Sustainability and heritage
• 4.4.2 Trend analysis: Switch from RoRo to con-

tainer vessels
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• 4.4.2 Trend analysis: High energy cost reduce
competitive advantage

• 4.4.3 Trend analysis: Record high prices for fossil
fuels

• 4.4.4 Trend analysis: Decarbonisation in the
shipping industry

• 4.4.5 Trend analysis: Renewable energy options

The focus on the environment on the island is not only
driven by public opinion, but also has significant eco-
nomic implications. The high cost of energy due to
reliance on fossil fuels for electricity generation is af-
fecting the competitive advantage of many businesses,
including the port. Switching to more sustainable en-
ergy alternatives could lower costs, thus increasing the
overall competitiveness of the industry.

Additionally, sustainable practices are becoming in-
creasingly important in the shipping industry, includ-
ing the use of alternative fuels and newer vessels. This
shift in approach is relevant to the development of
ports, as they need to adapt to changes in vessel types.
The switch from RoRo vessels to container ships high-
lights the importance of staying on top of evolving
trends in the maritime sector.

Aligning the port’s operations with sustainable prac-
tices and adapting to changes in vessel technology can
contribute to environmental conservation, as well as
positioning the port as future proof. This could have
positive economic outcomes and enhance the port’s
resilience in a changing market.

Reduce unemployment

Derived from:

• 4.3.2 SWOT analysis: Workforce
• 4.3.4 SWOT analysis: Population
• 4.4.1 Trend analysis: Income and unemploy-

ment related to tourist arrivals
• 4.4.6 Trend analysis: Outflow of skilled workers

The island has a particularly high level of unemploy-
ment, a factor that detracts from its attractiveness to
tourists. Given the potential importance of tourism as
an important source of income for the island, tackling
unemployment is of particular importance. Creating
new employment opportunities in the port is a strate-
gic measure that goes beyond simply reducing unem-
ployment; it has the potential to increase the overall
attractiveness of the island to tourists.

The multiple benefits of reducing unemployment go
beyond the immediate financial benefits to individ-
uals. The resulting increase in the purchasing power
of the local population will have a positive impact on
the economy. In the long term, this increase in pur-
chasing power could translate into increased imports

of goods through the port, contributing to its financial
situation. Consequently, the creation of employment
opportunities within the port not only addresses the
immediate challenge of unemployment but also cre-
ates a trickle-down effect that increases the economic
resilience and attractiveness of the island as a tourist
destination.

Access road

• 4.3.2 SWOT analysis: Space for expansion
• A.2.1 PESTEL analysis: Infrastructure

The current access road is unsuitable for the transporta-
tion of goods due to its location through the most
touristic part of the island. Removing this flow of traffic
could greatly improve the attractiveness of the island.
Helping the island to become a more attractive tourist
destination.
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5.2 Strategies
Following the primary criteria, the focus was on finan-
cial diversification, creating resilient infrastructure and
facilitating safer operations. Four strategies were de-
rived from these objectives based on the PESTEL anal-
ysis, SWOT analysis, and Trend analysis as well as in-
formal discussions. Each strategy addresses a specific
aspect of port development

Each strategy addresses one or more of the primary
criteria. The first strategy primarily addresses the crite-
rion of creating a more resilient infrastructure through
necessary upgrades to the existing port infrastructure.
The second strategy incorporates all criteria by propos-
ing the construction of a new port. Relocating cargo op-
erations to a new site with the potential for increased
capacity offers the prospect of diversifying revenue
streams and ensuring safe operations. Additionally,
the new port will be constructed with enhanced re-
silience. The third strategy primarily aims to diversify
the revenue stream by facilitating the docking of cruise
ships. This involves investing in the required infrastruc-
ture to enable such docking, thereby contributing to
the creation of a resilient infrastructure. The fourth
strategy, while also diversifying the revenue stream,
shifts the focus to recreational vessels. Similar infras-
tructure investments are made to increase resilience,
including the separation of passenger and cargo traf-
fic.

The scope of these strategies varies based on the stated
objectives and the means by which they are to be
achieved. The strategies are not mutually exclusive
and often share common components or build on each
other.

5.2.1 Strategy 1: Resilience
The first strategy revolves around adapting the existing
port facilities into a more resilient infrastructure (De-
sign criteria: Resistant infrastructure), incorporating
the consolidated plans as outlined in the report by Oed-
jaghir et al. (2022). While the current port generally
satisfies demand, there are instances when multiple
boats require docking simultaneously, which is impos-
sible in the current configuration. To address this issue,
this strategy proposes the implementation of the al-
ready formulated plans by Oedjaghir et al. (2022) to
extend the quay and potentially widen the RoRo dock.
Such modifications would enable the docking of mul-
tiple or larger vessels. For larger vessels with a deeper
draft, dredging activities will need to be undertaken as
the current depth does not suffice. To be able to dock
ships safely to the extended quay would necessitate ex-
tending the breakwater to provide protection against
waves and the swell.

The docking of support ships is a stipulation set by the
Ministry of Infrastructure and Water Management as
a prerequisite for obtaining funding (Oedjaghir et al.,
2022). These vessels exceed the current dimensions
supported by the quay. Consequently, the extension
of the quay and breakwater including the execution
of dredging operations are therefore imperative mea-
sures.

To enhance resilience against hurricanes, certain facili-
ties within the port require upgrading. The breakwater,
for instance, already helps mitigate the impact of hurri-
canes on the quay. However, the report by Oedjaghir et
al. (2022) suggests that repairs and potential heighten-
ing of the breakwater are necessary to fortify it against
future hurricanes. Additionally, it is advisable to pave
the storage yard. This measure serves multiple pur-
poses, including the prevention of surface subsidence,
improved safety, and increased capacity (Design crite-
ria: Safer operations, Efficiency gains). Currently, the
uneven ground in the unpaved storage yard prohibits
the stacking of containers. By paving the storage yard,
stacking containers would become feasible, as there
is a solid foundation. This will also lead to safer con-
ditions as it reduces the chance of containers falling
over. For health reasons, this would also be advisable
as there will be less dust in the air creating better con-
ditions for the personnel.

Food and water security, identified as a significant
trend by NIC (2021), holds paramount importance for
the island of St. Eustatius due to its heavy reliance on
imports for nearly all goods. Expanding the capacity to
accommodate multiple ships for docking would facili-
tate more frequent deliveries of food and water. More-
over, enabling the docking of support ships during hur-
ricane situations would ensure the uninterrupted pro-
vision of essential goods. Additionally, the paving of
the storage yard would allow for increased container
stockpiling, thereby creating the possibility for a buffer
of food and water on the island. These measures collec-
tively would contribute to enhancing food and water
security on the island.

Currently, most cargo destined for the port of St. Eu-
statius transits through the port of St. Maarten. This
reliance is partially attributed to the relatively small
number of containers and the prevalent use of the RoRo
system. In St. Maarten’s port, containers intended for
RoRo boats must be loaded onto chassis before being
transferred to the ship. The utilization of RoRo vessels
is primarily due to the absence of a crane at the port
of St. Eustatius. Making it impossible to unload con-
tainers if a ship does not have its own crane. Conse-
quently, the need for vessels to stop at the port of St.
Maarten incurs additional costs. Primarily driven by
the extra operations that need to be performed at the
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port of St. Maarten. By extending the length of the
quay and installing a crane, it would be possible for
ships to travel directly to St. Eustatius without the in-
termediate stopover in St. Maarten (Design criteria:
Efficiency gains). This development could potentially
reduce the cost of goods on the island. The feasibility
of this proposal hinges on the current state of the in-
frastructure, as the quay was not originally designed
to support a crane and whether the financial and oper-
ational expertise will allow the exploitation of a crane.
The option of a less infrastructure intrusive option such
as a reach stacker was also investigated. Whilst a reach
stacker is most often used for moving containers in a
storage yard in some cases it is also used to directly
unload ships (Hyster Company, 2020). However, the
current dimensions of the quay could not facilitate a
reach stacker as the dimensions are too small, making
it impossible to turn.

Certain limitations exist within this strategy, primar-
ily pertaining to expansion possibilities (Design crite-
ria: Expansion opportunities). While there is poten-
tial for extending the quay and breakwater on the wa-
terside, the associated costs are significant. The land
side presents substantial constraints as the port area
is confined between the water and the island’s cliffs,
rendering expansion impossible. Consequently, there
will be limitations on the port’s cargo-handling capac-
ity, regardless of the number of ships it can accommo-
date. Additionally, the access road poses limitations
(Design criteria: Access road). It traverses a densely
populated area with multiple bends that pose chal-
lenges for trucks. This situation leads to disturbances
in the lower part of town, which is also the most touris-
tic part. Therefore, an increase in truck traffic would
likely be unwelcome. The report by Kateman and Bos
(2010) proposes a new road as a potential solution.
However, the implementation of such a road would
entail considerable expenses, but potentially become
a necessity if the port is expanded and cargo volumes
increase.

5.2.2 Strategy 2: Cargo

The second strategy focuses on the creation of a new
port, as proposed by van Achteren (2022). The devel-
opment of such a port, boasting greater capacity, has
the potential to transform St. Eustatius from a gateway
port into a regional hub. This transformation would not
only facilitate the import and export of local goods but
also position the port as an intermediary for cargo tran-
sit from neighbouring islands. Consequently, rather
than relying on the port of St. Maarten for the trans-
shipment of goods to RoRo vessels, the port of St. Eu-
statius would start to compete. Such a transition could
yield numerous advantages for the island.

First of all, the congestion at the port of St. Maarten
would not exert any influence on the delivery of goods
destined for St. Eustatius (Design criteria: Efficiency
gains). This assures a more streamlined and punc-
tual delivery process, thereby mitigating the risk of
product spoilage resulting from delayed deliveries (per-
sonal communication, Keijzer, 2023). Additionally, this
streamlined logistics approach would also reduce the
occurrence of double taxation, a situation that can arise
when importing from St. Maarten or the Netherlands,
as described in Tax policies (Design criteria: Financial
diversification).

Secondly, the construction of a new port equipped
with a dedicated superstructure for container handling
could yield cost savings (Design criteria: Efficiency
gains). Such a facility would alleviate the need for ships
to transit through St. Maarten for container transfer
onto RoRo vessels, thereby reducing the associated
transfer and handling costs. This approach aligns with
prevailing trends, notably the anticipated growth in
containerisation within the region (Maturity of con-
tainerisation). Furthermore, a shift is occurring in Eu-
rope where fewer RoRo vessels are being utilized in
favour of container vessels, a trend that may extend
to the Caribbean (Switch from RoRo to container ves-
sels). Therefore, having the appropriate infrastructure
in place to accommodate these transportation trends
is a future proof option.

In contrast, there remains the prospect that decom-
missioned ships from Europe could be repurposed in
the Caribbean, as these older vessels are cheaper to
acquire and can operate within the region’s lower emis-
sion standards. Nevertheless, it is essential to empha-
size that investing in appropriate infrastructure would
still yield advantages, as the majority of RoRo vessels
can still be unloaded using cranes.

Thirdly, an expansion of the port facilities in St. Eu-
statius would offer more berthing space for multiple
ships (Design criteria: Efficiency gains). This alleviates
the risk of congestion if numerous vessels arrive simul-
taneously, a situation that could result in ships bypass-
ing the port of St. Eustatius, otherwise they would have
to forfeit their scheduled slot at the next port. Hav-
ing more quays available for ships would also enable
loading and unloading operations simultaneously for
multiple vessels, enhancing the overall flow of goods.
In its role as a hub, the ability to accommodate multiple
ships and perform the operations simultaneously trans-
lates into shorter intervals between vessel arrivals and
departures, reducing container dwell times and, con-
sequently, shorter lead times (Menon, 2023).

Fourthly, the economics of scale associated with a
larger port have the potential to drive down the average
cost per container (Design criteria: Efficiency gains).
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The hub function could lead to increased container
throughput, effectively spreading fixed costs across a
larger volume. This often leads to the investment in
larger and more modern infrastructure, which inher-
ently results in higher efficiency levels. Consequently,
lower costs are realized through reduced machinery
operation times and personnel requirements per ship.
These efficiency gains translate into cost savings, creat-
ing a competitive advantage compared to other ports
that cannot achieve the same level of operational effi-
ciency (Kim, Trimi, & Lee, 2022).

Finally, facilitating the arrival of larger vessels repre-
sents an additional opportunity for cost reduction, as
these vessels also benefit from economies of scale
(Design criteria: Efficiency gains). The principle of
economies of scale highlights the efficiency gained
from using larger equipment. In this instance, this
would entail that the greater the cargo capacity of a
ship, the lower the per-container cost. However, it is
important to acknowledge the constraints inherent in
accommodating larger vessels.

While larger vessels may offer cost advantages, the port
infrastructure and superstructure require significant
investment (Bhonsle, 2022). This involves investing
in specialised equipment, such as larger terminal fa-
cilities and more advanced information technologies,
to handle increased cargo volumes. Therefore, find-
ing the right balance in terms of vessel size is crucial.
The benefits of economies of scale need to be carefully
considered in light of the expenses and complexities
related to accommodating bigger vessels.

The report from Kateman and Bos (2010) has exam-
ined the potential site for constructing a new port. A
thorough analysis identified a location that minimises
negative effects on the environment, local living con-
ditions, and especially the preservation of historical
artefacts. While the chosen site may not be ideal, it is
the only feasible option given the requirements. The
location for the site must be on the leeward side of the
island, free from cliffs that may limit future expansion
and must not infringe upon the town or airport flight
path. Additionally, it must be designed to safeguard
the integrity of any historical landmarks. The chosen
site is illustrated in Figure 5.1.

There are two main disadvantages associated with this
chosen site. Firstly, the land is privately owned and will
have to be purchased from its current owner. Secondly,
the shipping lane will intersect with the mooring area
of the oil terminal. A possible solution could be to re-
locate the designated mooring areas to mitigate this
problem.

Figure 5.1: New port location (Kateman & Bos, 2010)

The potential configuration of the port has been ex-
amined in the report authored by van Achteren (2022).
The proposed design envisions the integration of a com-
bined quay and RoRo docks, along with a separate RoRo
dock shielded from waves by a breakwater. The quay
has been designed to accommodate the size of ships
that now go to St. Maarten and that may be diverted
to St. Eustatius as the port develops into a hub.

However, it is important to note that this design, whilst
suitable for the current scenario and expected traffic
from St Maarten, may not take into account emerg-
ing trends. The trend towards containerisation, where
fewer RoRo vessels are used in favour of more container
ships (Switch from RoRo to container vessels), raises
concerns about the suitability of the design. In the cur-
rent design, only one container ship can be unloaded
at a time. If the trend towards container vessels per-
sists, there is a chance that this could cause congestion.
Therefore, it might be preferable to consider the con-
struction of a second quay or to retain the option for
future expansion in line with evolving industry trends
and the potential growth in cargo volumes as St Eu-
statius transitions to a hub.

The report by van Achteren (2022) does not provide
details on the port’s superstructure considerations. It
is assumed that with the expected arrival of container
ships at the new port, the use of a crane will be essential
for unloading the ships. While some vessels may have
their own cranes, the usage leads to extra costs. Addi-
tionally, having a crane on the quay would assist ship
unloading, even in the absence of an onboard crane.
The necessary number of cranes is determined by ap-
plying Equation 5.1, which has been outlined in (Lig-
teringen, 2022).
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cb = P · fteu ·Ncb · nhy ·mb (5.1)

where:

cb = average annual productivity per berth [TEU/yr]
P = net production per crane [moves/hr]
fteu = TEU factor [-]
Ncb = number of cranes per berth [-]
nhy = number of operational hours per year [hrs/yr]
mb = berth occupancy factor [-]

As outlined in the study by van Achteren (2022), the
anticipated transshipment volume for the new port
is estimated to reach approximately 10,000 TEUs an-
nually. Consequently, the annual productivity of the
berth must surpass this figure. To determine the net
production per crane, a value of 25, as estimated by Lig-
teringen (2022), has been used. This figure accounts
for downtime due to crane maintenance and other op-
erational requirements. The TEU factor, as established
by van Achteren (2022) at 1.7, is determined by the
current division between 20-foot and 40-foot contain-
ers. The calculation was performed on the assump-
tion of one crane. The number of operational hours
per year matches the current average operating sched-
ule, which means that the port is only open for cargo on
weekdays for 10 hours per day. Considering a berth oc-
cupancy factor of 35%, in accordance with the estimate
provided by Ligteringen (2022), the result is an annual
productivity of 26,775 TEUs per year. This exceeds the
assumed port productivity by more than double, indi-
cating that a single crane should suffice. However, it is
worth noting that if a different type of crane, such as a
portal crane, is employed to reduce costs or accommo-
date bulk goods unloading, this figure may need to be
adjusted.

The proposed storage yard by van Achteren (2022) is
designed to be constructed in multiple stages. Initially,
it will serve only the local demand, estimated at 2800
TEU (van Achteren, 2022). As previously mentioned,
this demand is projected to grow to 10,000 TEUs once
the port becomes a transshipment hub. According to
calculations conducted by van Achteren (2022) based
on the principles outlined by Ligteringen (2022) and
verified by the author, it is estimated that for the initial
phase, a storage yard of approximately 5000 square
meters is required. This calculation is based on the use
of chassis as the storage method and allows for the
storage of approximately 55 chassis. For the second
phase expansion, it is assumed that a reach stacker will
be used to enable the stacking of containers, thereby
reducing the storage yard’s footprint for the larger de-
mand. The calculations result in an area of approxi-
mately 17000 m2 which would enable the storage of
275 containers. If chassis were utilised for the same

purpose, an area of 20000 m2 would be required. For
the second stage expansion, it is envisaged that the in-
troduction of reach stackers will enable the stacking of
containers, thereby reducing the footprint of the stor-
age yard. The calculations performed by van Achteren
(2022), which have been verified by the author of this
report, indicate that an area of approximately 17,000
square meters would be sufficient to accommodate the
storage of 275 containers using this method. If chassis
were to be used to meet the same demand, an area of
20,000 square meters would be required.

The relocation of the port provides a substantial im-
provement to the accessibility of the access road (De-
sign criteria: Access road). Given its new location, the
creation of an entirely new access route becomes nec-
essary. The new port location is situated at a significant
distance from the town’s existing tourist-oriented area.
Therefore, the new access route will bypass this section
of the town entirely and eliminate the need for lorries
to navigate through the busy and restricted downtown
area. This development ensures improved accessibility
for trucks and results in a substantial reduction in dis-
ruptions for both local residents and tourists.

In addition, the full removal of freight operations from
the old port will effectively separate passenger and
freight traffic (Design criteria: Safer operations). Pas-
senger operations can continue to operate in the old
port, ensuring a safer environment by eliminating sce-
narios where passenger traffic shares the quay with
cargo unloading activities. This segregation enhances
safety by preventing the operation of heavy machinery
in close proximity to pedestrian traffic, thereby con-
siderably decreasing the likelihood of accidents. Ad-
ditionally, this transformation opens up opportunities
for alternative uses of the old port, including its po-
tential appeal to recreational vessels and other activi-
ties.

The construction of a new and larger port facility will
require an increase in the workforce to handle the addi-
tional cargo (Design criteria: Reduce unemployment).
While this workforce expansion may not grow linearly
with cargo growth, as efficiency gains may offset some
of the labour, there will still be a significant need for
more workers to handle the increased cargo flow. This
will be particularly the case for specialised positions
such as crane and reach stacker operators. However,
this expansion of the workforce can be challenging as
it requires the recruitment and training of personnel
with the necessary skills and certifications to operate
the specialised equipment safely. It is therefore essen-
tial to invest in training and certification programmes
to ensure that the workforce can meet the operational
needs of the port. Meeting the demand for competent
personnel may require initiatives such as training local
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residents or recruiting qualified personnel from nearby
islands, especially as there is a persistent outflow of
skilled workers. The availability of adequately trained
and certified personnel is critical to the successful and
safe operation of the port. Failure to meet this require-
ment could have a negative impact on the functionality
and efficient operation of the port.

In addition, there is potential for more employment op-
portunities through the emergence of ancillary services
(Design criteria: Financial diversification), particularly
in the area of container handling and related activi-
ties. These include the essential processes of container
stripping and stuffing, where cargo is transferred be-
tween containers to facilitate distribution to different
destinations. As the demand for cargo transshipment
services grows, the number of these operations will in-
crease, leading to an increased need for additional per-
sonnel. Furthermore, the expansion of the port offers
opportunities to diversify into other ancillary services
such as container maintenance, cleaning and ship re-
plenishment. Each of these services would require its
own workforce, contributing to an overall increase in
employment opportunities as the port grows (Design
criteria: Reduce unemployment). This expansion not
only benefits the port itself but also has the potential
to stimulate economic activity in the surrounding area,
creating employment opportunities and supporting
the growth of related businesses and services.

The ability of the new port facilities to accommodate
larger vessels is likely to incentivise shippers to opt for
these larger ships. Whereas in the old port, ships were
mainly docked under their own power, this may not be
feasible for the larger ships. Therefore, the provision of
tug assistance and pilotage services may be required
to facilitate the berthing of these larger vessels. Cur-
rently, the rights for pilotage and tugboat services are
held by the oil terminal, as it was not previously nec-
essary for the old port to manage these services. In
order to accommodate the needs of larger vessels, a
cooperative agreement with the terminal would need
to be established to determine who will provide these
essential services. If the port authority were to regain
control of these services, this could result in additional
revenue streams for the port. In addition, control of
these services would ensure that the necessary equip-
ment and personnel are available in the event that the
oil terminal ceases operations.

The addition of a new port as a transshipment hub
could also present a significant opportunity for gen-
erating additional revenue. This diversification of the
island’s financial assets would considerably reduce its
reliance on the income derived from the oil terminal
(Design criteria: Financial diversification). Currently,
nearly half of the port’s revenue stems from payments

made by the oil terminal. Without this source of in-
come, the existing port would lack the required finan-
cial resources. Hence, the addition of a new port, ca-
pable of generating sufficient revenue to sustain itself,
could prove to be a valuable asset for the island.

Nonetheless, while the oil terminal remains opera-
tional, it can play a supporting role in the functioning of
the new port. Firstly, the personnel employed at the oil
terminal possess valuable expertise in managing such
an operation, which could prove beneficial in estab-
lishing the new port’s operational systems. Secondly,
they could provide ancillary services, such as bunker-
ing, thereby enhancing the overall attractiveness of the
port.

5.2.3 Strategy 3: Cruise Tourism
The third strategy revolves around enhancing St. Eu-
statius’s appeal to tourists, primarily by focusing on
attracting more cruise ships (Design criteria: Financial
diversification). This could give a boost to the local
tourist economy. The island’s residents are receptive
to increased tourism, albeit with a stipulation regard-
ing the maximum number of 500 passengers per ship
(Opportunities: Tourism). When combined with the
aforementioned strategies, there exist multiple possi-
bilities for enabling the visitation of cruise ships to the
island.

In the current scenario, two cruise liners have included
St. Eustatius in their itinerary with a total of eight visits
planned for 2024. However, these cruise ships cannot
dock at the quay during weekdays, as it is predomi-
nantly occupied by cargo operations, which have prior-
ity (Design criteria: Improved facilities). Although the
quay is relatively free during weekends, the size and
draft limitations of these cruise vessels prevent them
from berthing there. As a result, these cruise ships are
compelled to anchor offshore and utilize shuttle ser-
vices to transport passengers to the island. This addi-
tional complexity in the disembarkation process serves
as a significant barrier to visitation, leading to resulting
in a reduction in the number of tourists able to disem-
bark and visit the island.

Allowing cruise ships to dock at the quay, particularly
on days when no freight ships are scheduled to arrive
(typically weekends), would significantly improve the
prospects for tourist visits. The extension of the quay
and the introduction of a breakwater, as outlined in
Strategy 1: Resilience, can potentially make this feasi-
ble. Whilst some cruise lines already include the island
in their route other lines have also shown interest in in-
corporating St. Eustatius as a destination once docking
becomes available (Oedjaghir, 2023).

Moreover, the capacity to accommodate cruise ships
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will be an additional source of revenue for the port, as
these ships will have to pay fees for berthing and usage
of the quay (Design criteria: Financial diversification).
Consequently, this would increase the utilisation per-
centage of the port at a relatively modest additional
cost. The costs would mainly be in the need for addi-
tional staff, such as security. Nevertheless, it is impera-
tive that cruise lines are willing to adapt their schedules
to the available docking times.

In order to attract and retain tourists, it’s essential that
the facilities for passenger arrival and activities are not
only available but also operate efficiently and quickly,
as emphasised by (Notteboom et al., 2022) (Design
criteria: Efficiency gains Improved facilities). Unfor-
tunately, the current port does not provide the neces-
sary facilities for cruise ships. In addition, transport
options on the island are limited, further complicat-
ing the tourist experience. Addressing these infrastruc-
ture and service gaps will be essential in making St.
Eustatius a more attractive destination for cruise ship
tourists.

The absence of a dedicated terminal building for cruise
ship passengers represents a significant gap in the
current port infrastructure. Passengers disembarking
from cruise ships are left exposed to the elements,
standing in the sun and dust of the storage yard be-
fore they can proceed through immigration. This lack
of adequate facilities can have a negative impact on
the tourist experience.

In addition, the lack of a clear separation between
cargo and passenger flows is not only inconvenient but
also potentially unsafe (Design criteria: Safer opera-
tions). The need for passengers to pass through the
cargo area, even when operations are not in progress,
can be a safety hazard and detract from the overall ap-
peal of the destination. To enhance the attractiveness
of St. Eustatius as a cruise ship stopover, addressing
these infrastructure shortcomings and providing dedi-
cated passenger facilities are critical steps.

In order to make the port more attractive to cruise lin-
ers and potentially attract more of them, these existing
problems must be addressed. Given the limited space
on the quay for the construction of gangways, the only
practical option is to allow passengers to disembark
directly onto the quay. However, the construction of
a dedicated and separate walkway from the quay to
the immigration area, bypassing the storage yard, can
significantly reduce the likelihood of accidents and im-
prove safety. Furthermore, the implementation of a
dedicated walkway would also facilitate the safer op-
eration of the ferry, which faces a similar issue with
passengers walking across the quay during cargo han-
dling operations.

In addition, upgrading the immigration facilities is es-
sential to improve the overall passenger experience.
The current immigration facility, a converted container,
is particularly small and inadequate to efficiently pro-
cess cruise ship passengers. The construction of a new
terminal building with ample space for immigration
operations and a comfortable waiting area would be a
significant improvement, making the process of visit-
ing the island smoother and more appealing to cruise
ship passengers. However, it’s important to recognise
that building a large terminal that can comfortably ac-
commodate both immigration and passengers is chal-
lenging due to the space limitations of the storage yard.
Given these constraints, a smaller upgrade focused on
creating an indoor waiting area and providing more
space for immigration operations can still be a signifi-
cant improvement.

In combination with Strategy 2: Cargo, the utilization
of the old port would become available. All cargo-
related operations would be relocated to the new port,
leaving the old port primarily used by the ferry. Conse-
quently, this would create ample space within the old
port that could be repurposed (Design criteria: Expan-
sion opportunities). However, it’s important to note
that without the extension of the quay and breakwa-
ter, the old port would not be able to accommodate
larger cruise ships. Nevertheless, this development
would allow recreational vessels to berth at the quay,
providing them with improved access to the island, as
they currently face similar challenges to larger cruise
ships in terms of docking restrictions caused by cargo
operations. The potential for recreational vessels to
use the old harbour is an exciting prospect and will be
further explored in Strategy 4: Yacht Tourism, where
more detailed options for this strategy will be investi-
gated.

The removal of cargo operations from the old port
could significantly improve the overall visitor experi-
ence for cruise ship passengers who shuttle back and
forth from the vessels. With the elimination of the po-
tential danger of accidents between passengers and
cargo operations, the area could be transformed into
a more visitor-friendly environment (Design criteria:
Improved facilities, Safer operations). In particular, the
boarding area on the quay could be enhanced to bet-
ter accommodate tendering vessels. This could involve
adapting the quay’s design to more closely align with
the requirements of the tendering vessels, ensuring a
smoother and more convenient boarding and disem-
barking process for passengers.

Furthermore, the removal of cargo operations and
the subsequent availability of the storage yard space
present exciting opportunities for redevelopment (De-
sign criteria: Expansion opportunities). These oppor-
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tunities include the construction of a new passenger
terminal building that would significantly improve the
arrival experience for cruise ship passengers. Such a ter-
minal could provide a comfortable waiting area both
before and after immigration clearance, giving passen-
gers a more pleasant experience while awaiting trans-
port to explore the island or board tender vessels. The
redevelopment of the area could also be used to cre-
ate additional tourist attractions, particularly given its
proximity to the historic part of the town. By devel-
oping more engaging and appealing experiences for
tourists, St. Eustatius can make itself a more attrac-
tive destination, potentially increasing tourist spend-
ing and contributing to the local economy.

The combination of Strategy 1: Resilience and Strat-
egy 2: Cargo presents a combination that removes
most of the limitations and challenges associated with
each of the combined two strategies. This combina-
tion provides a combination that brings together the
best aspects of both strategies and offers several bene-
fits.

Firstly, the extension of the quay and breakwater, as
outlined in Strategy 1: Resilience, significantly in-
creases the port’s capacity to accommodate larger
cruise ships. This in turn will make St. Eustatius a more
attractive destination for cruise ships, especially as the
need for shuttle services will be eliminated. Potentially
increasing their interest in visiting the island.

Secondly, the availability of the storage yard in Strategy
2: Cargo provides valuable space for the construction of
a well-equipped cruise terminal that can efficiently and
comfortably cater to the needs of passengers (Design
criteria: Improved facilities). In addition, this newly
gained space could be used to develop tourist attrac-
tions in the lower touristic part of town, further enhanc-
ing the island’s appeal to visitors. A possible redesign
of the quay can create a more accessible and poten-
tially multi-functional space for cruise guests, expand-
ing its use beyond port operations to recreational pur-
poses.

While the combination of the two strategies offers
many advantages, it’s important to recognise that
there would still be limitations in terms of cruise ship
berthing capacity. Even with ample space for a new ter-
minal and other facilities, it is likely that only one large
cruise ship, or possibly two smaller ones, would be able
to berth at a time due to the constraints of the existing
quay.

In addition, the landward side of the quay is too shal-
low for cruise ship berthing, limiting the option to dock
cruise ships on this side. However, if there is a grow-
ing demand for additional docking facilities to accom-
modate more cruise ships, it may be worth exploring

the possibility of constructing a second quay between
the existing quay and the breakwater (Design criteria:
Expansion opportunities). It’s important to note that
this space may be limited and may not fully comply
with construction guidelines as outlined by Ligterin-
gen (2022). Nevertheless, a feasibility study could be
carried out to ascertain the option to dock ships under
specific conditions. In particular, the option to dock
smaller cruise ships if there is significant demand for
such an extension. This approach would require careful
planning and assessment of the suitability of the site
and the impact on port operations.

The arrival of cruise ships and the ability to berth pro-
vides an opportunity to offer various ancillary services,
some of which may be required by cruise operators,
such as shore power and water availability (Notteboom
et al., 2022). There is also potential to provide addi-
tional services such as restocking and maintenance
for cruise ships. Given that the port was originally de-
signed for cargo operations, it’s possible to dedicate
part of the storage yard to these services, which would
also generate additional revenue for the new cargo port
(Design criteria: Financial diversification).

However, mixing cargo and passenger traffic can
present challenges. Firstly, if goods are transported by
lorry between the two ports, the lorries would have to
pass through the historic tourist part of the town, which
is likely to become busier with the arrival of cruise ships.
To overcome this, it could be considered to maintain
the RoRo dock at the old port and use RoRo vessels for
transport between the two ports. However, this may
not be feasible if several cruise ships are in the port at
the same time.

Another issue is the movement of cargo from the re-
purposed storage yard to the ships, which could lead
to a mix of cargo and passenger flows on the quay (De-
sign criteria: Safer operations). To mitigate this, cargo
stowage could be scheduled at specific times when
there are no passengers, such as at night. Alternatively,
the possibility of building gangways on the quay with-
out obstructing the movement of goods could be inves-
tigated.

A more comprehensive solution to these challenges
would be to load cruise ships directly from specialised
cargo vessels that would dock alongside. Quit similar
to the method used for bunkering vessels which could
be offered as an additional ancillary service, as long as
the oil terminal remains operational. The cargo vessels
would then shuttle between the cargo and cruise ports
without using the road infrastructure and eliminating
the mixing of cargo and passenger traffic on the quay.
This approach offers a more streamlined and efficient
process for servicing cruise ships while maintaining the
safety of the passenger traffic.
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5.2.4 Strategy 4: Yacht Tourism

The fourth strategy focuses on the attraction of a dif-
ferent kind of tourism for the island. While Strategy
3: Cruise Tourism focuses on large groups of tourists
from cruises, this strategy focuses on tourists coming
by recreational vessels. These visit the island by recre-
ational vessels such as motor or sailing yachts a smaller
high-end and often less intrusive form of tourism. Cre-
ating an opportunity for these vessels to visit St. Eu-
statius could be an opportunity for further diversifying
the operations of the port and island (Design criteria:
Financial diversification).

Recreational vessels, particularly yacht tourism, rep-
resent a promising opportunity for the development
of the island’s tourism industry. This segment of the
tourism industry tends to generate significant rev-
enues, which are often allocated to marine-related ac-
tivities in the destinations they visit (Sevinç & Güzel,
2017). The natural environment plays a central role
in attracting these tourists, highlighting the impor-
tance of its well-being in attracting this form of tourism.
Yacht tourists tend to stay longer than cruise tourists
and spend more time and money on the island (van
Nek, 2023). It therefore represents a lucrative indus-
try for diversifying the island’s income streams and
creating an attractive destination for yachts (Design
criteria: Financial diversification). However, the cur-
rent infrastructure does not cater for this market, as
outlined in Tourism development. Improving these fa-
cilities could be a strategic means of attracting more
tourism.

The current port infrastructure lacks support for yachts
and other recreational vessels to dock at the quay. In-
stead, they are required to dock at moorings further
from the coast. This setup lacks essential facilities such
as access to fuel, water and provisions for the boats
(Design criteria: Improved facilities). In addition, ob-
taining provisions can be a challenge, as most shops
are located in the higher part of the town, making them
less accessible by foot from the port.

In the report by Oedjaghir et al. (2022), a preliminary
sketch is provided that outlines the creation of several
berthing places within the inner harbour. The plan in-
volves extending the breakwater and the old blue jetty
to create a protected area of calm water where recre-
ational vessels can dock and small commercial vessels
can berth. Such a development could significantly im-
prove the infrastructure for yachts and other boats,
making it more convenient and attractive for them to
visit and use the port facilities of St Eustatius.

The creation of a marina within the inner harbour
would have several beneficial outcomes. Firstly, it
would facilitate the creation of a new berth for the ferry.

This would enable the creation of a separate area for
the passengers, with a direct connection to immigra-
tion. This would result in faster turnaround times for
the ferry as the weighting times would be reduced (De-
sign criteria: Efficiency gains). In addition, this arrange-
ment would significantly reduce the risk of accidents by
eliminating the need for passengers to cross the quay
during cargo operations, thus ensuring a safe separa-
tion between cargo and passengers.

Secondly, the provision of a separate entrance to the
marina would improve the overall experience for vis-
iting recreational vessels. These vessels would enjoy
direct access to the island without having to go through
immigration procedures each time they disembark.
The same benefit would extend to the local dive cen-
tre, as their clients would no longer have to go through
immigration for each dive excursion. In addition, the
marina’s dock would be designed to meet the needs
of recreational vessels. In the current scenario, there is
a significant height difference of 1.5 metres between
the boat and the quay, which passengers have to over-
come without the use of stairs. Aligning the height of
the dock with that of the vessel would significantly im-
prove the boarding experience in terms of comfort and
convenience.

Finally, allowing recreational vessels to dock would
open up opportunities for the provision of additional
ancillary services (Design criteria: Improved facilities).
These services, associated with berths, include facili-
ties such as access to water and electricity, as well as
refuelling services, which would also be available to
small commercial vessels. In addition to the increased
port fees collected from both commercial and recre-
ational vessels for berthing rights, the provision of an-
cillary services would generate additional revenue for
the port.

When constructing a marina dock, there are two main
methods commonly used (ShoreMaster, n.d.). One op-
tion is to create a fixed dock, which is fixed to the bot-
tom, often supported by piles set into the seabed, with
a deck on top. The other option is a floating system,
where the deck rests on drums that float in the water,
often anchored to the seabed by piles. While a floating
system may be slightly less stable than a fixed dock, it
offers several advantages. A key advantage is that float-
ing docks can adjust their height as the water depth
changes, ensuring that the dock remains at the correct
height for boats. These systems are also more resilient
during storms and less prone to damage because they
can move with the waves (ShoreMaster, n.d.). It’s even
possible to dismantle floating dock systems and store
them on land in the event of severe weather. Given St.
Eustatius’ susceptibility to rough weather conditions,
especially during the hurricane season, it would be ad-
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visable to use a floating system to construct docks in
the marina.

Figure 5.2: Breakwater design Harterink (2023)

While the initial idea for a marina is promising, it is lim-
ited in size (Design criteria: Expansion opportunities).
During discussions with Harterink (2023), an idea was
put forward to explore the creation of a larger marina.
The concept is to construct a new breakwater on the
remains of an existing one about 200 metres further
up the coast. From this point, a new breakwater would
be built perpendicular to the island, extending into
the sea and curving towards the existing breakwater,
leaving an opening for ships to enter (Figure 5.2 ). This
extension would significantly increase the capacity to
accommodate recreational vessels. It would also en-
able the development of this part of the cost for more
touristic activities as the demand will increase.

The construction of the new breakwater is expected
to be cheaper compared to the costs of extending the
original breakwater. The design of the new breakwater
could accommodate a process where lorries drive over
the newly constructed breakwater and unload rocks at
the end to gradually extend the breakwater. Further-
more, the size of rock required for this construction
is readily available on the island, reducing the costs
(Oedjaghir, 2023). This proposed extension has the
potential to create a more spacious and accommodat-
ing harbour for recreational and small commercial ves-
sels.

In the plan proposed by Harterink (2023), the entrance
to the marina is aligned with the prevailing direction

of the swell, allowing waves from the swell to enter the
marina directly. To overcome this challenge, several
alternative breakwater designs are proposed here, al-
though it’s worth noting that other designs may also
be viable.

Figure 5.3: Breakwater design 1

One solution is to construct a second breakwater (Fig-
ure 5.3) slightly inside the marina at the entrance, effec-
tively blocking incoming waves. However, this configu-
ration may cause difficulties for larger vessels as they
would have to make a turn to access the quay, which is
not recommended in breakwater design Ligteringen
(2022). In addition, the construction of an separate
breakwater would be more expensive, especially as it
has to be constructed by boat.

Another approach would be to move the harbour en-
trance to the north side of the marina (Figure 5.4).
This adjustment would involve extending the existing
breakwater and shortening the new breakwater to cre-
ate an entrance for vessels. This configuration reduces
the need for an additional breakwater at the entrance
and allows larger vessels to enter the marina. However,
the extension of the existing breakwater would result
in slightly less manoeuvring space for vessels attempt-
ing to enter.

It’s important to note that when designing a break-
water, it is recommended to provide ample manoeu-
vring space immediately after the breakwater, rather
than creating a narrow channel, as per the guide-
lines outlined by Ligteringen (2022). Extending the
existing breakwater is likely to be a more costly un-
dertaking than building a new breakwater, given the
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deeper water and the need for increased hurricane re-
sistance, which requires a higher standard of construc-
tion. On the contrary, the new breakwater can be built
with smaller rocks and can be constructed from the
shore, making it a potentially more cost-effective op-
tion.

Figure 5.4: Breakwater design 2

A third proposed solution is to build a shorter new
breakwater around the marina, ending at the same
height as the quay (Figure 5.5). In this design, the ex-
isting breakwater would be extended slightly beyond
the quay to cover the marina entrance. This approach
limits the extension of the existing breakwater and re-
duces the associated costs compared to the previous
option (Figure 5.4). The new breakwater would also
be shorter than the first option (Figure 5.3), potentially
making it a more cost-effective choice.

However, this design has its limitations, mainly in that
it restricts the size of vessels that can berth at the quay,
as they cannot extend beyond it without blocking the
entrance to the marina. It’s also worth noting that
there will be a slight reduction in capacity due to the
shorter new breakwater. However, this reduction is not
expected to be very significant as the other design op-
tions would require the same space to be kept free for
manoeuvring.

The implementation of this strategy, which aims to at-
tract more recreational vessels through the creation
of a marina, is based on the developments outlined in
Strategy 1: Resilience, the construction of the quay and
breakwater, to enclose the marina. The second phase

of development also builds on the developments of the
first strategy, mainly on the assumption that it will be
used in the first phase.

Figure 5.5: Breakwater design 3

Moreover, it is possible to combine this strategy with
the other two strategies presented in Strategy 2: Cargo
and Strategy 3: Cruise Tourism. Combining these strate-
gies could create an even more attractive destination
for visiting recreational vessels. In combination with
Strategy 2: Cargo, the port would be free of all cargo
operations, meaning that the quay would no longer
be used for such purposes (Design criteria: Safer op-
erations). This would allow larger vessels, which may
not fit into the marina due to their size, to berth at the
quay. It could potentially accommodate a number of
yachts at the same time along its length. However, the
interest of larger yachts in visiting St Eustatius would
need to be assessed. In addition, the vacant storage
yard could be repurposed for other activities, possibly
including new tourist attractions and services such as
supermarkets, which would enhance the overall appeal
of the marina.

Similar to Strategy 3: Cruise Tourism, it would be possi-
ble to allow larger yachts to berth at the quay on days
when there are no cargo operations. This would pro-
vide an additional revenue stream without incurring
significant additional costs, as the port would be open
anyway (Design criteria: Financial diversification). By
extending the quay and creating an additional quay
on the breakwater, the port could cater for both cruise
ships and private yachts. In addition, revenue streams
would be diversified by offering similar ancillary ser-

45



vices to yachts.

The creation of a new marina would reduce the port’s
dependence on income from the oil terminal by capi-
talising on the potential of tourism. This plan can be
developed in stages and integrated with the proposed
expansion outlined in Strategy 1: Resilience. This could
significantly increase tourist arrivals by recreational
vessels and open up new tourism-related opportuni-
ties on the island.

5.2.5 Costs
Although detailed cost analysis is not included in the
strategies due to insufficient data, a preliminary esti-
mate and comparison of the different expected costs
per strategy is performed.

Three cost estimates were retrieved from available re-
ports:

• The cost estimate for the extension of the break-
water by (van der Leer et al., 2018) estimated
that an extension of 100 metres would cost 13.5
million.

• The new cargo port according to the design
of (van Achteren, 2022) will cost at least 36.8
million. This is only for the land reclamation,
the dredged material and the breakwater, and
does not include the infrastructure for the ac-
cess road, the necessary buildings and the su-
perstructure.

• The report by (Kateman & Bos, 2010) includes an
option for marina development and estimates
this to be 2.2 million. However, this develop-
ment almost solely includes the construction of
docks without any protection from waves.
The (Kateman & Bos, 2010) report includes an
option for marina development and estimates
this at 2.2 million. However, this development
consists almost entirely of the construction of
docks without any wave protection.

Based on these estimates, rough calculations could be
made for the different strategies. However, it should
be noted that these are preliminary estimates and that
they are relatively outdated, especially the report by
(Kateman & Bos, 2010).

No calculations were made regarding the cost of ex-
tending the quay in any of the reports. The extension
of the quay will be similar in length to the breakwater.
Although the materials required for the construction
will be lower, the construction process is more com-
plex. Therefore, it is assumed that the cost will be simi-
lar.

The first strategy involves constructing a breakwater
and quay, with the major costs being associated with

these two elements. The cost of the breakwater is
known, and an estimation has been made for the quay.
Although the cost of paving the storage yard and widen-
ing the RoRo dock is unknown, it is expected to be sig-
nificantly less than that of the breakwater and quay.
The total cost of the first strategy is estimated to be
somewhat more than €26 million.

The second strategy involves the construction of a new
port. According to the report by (van Achteren, 2022),
the construction costs are estimated at €36.8 million.
Kateman and Bos (2010) has also provided cost esti-
mates for relocating the port to the same site. They
estimated that the road would cost €2.5 million and
the facilities would cost €1.5 million. The cost of the su-
perstructure is unknown but is expected to be relatively
small compared to the other investments. Therefore,
the total cost is expected to be slightly over €40.8 mil-
lion.

Table 5.1: Investment cost estimation [millions of €]

Strategy Infrastructure Cost
1 Breakwater 13.5

Quay 13.5
Paving storage yard -
widening RoRo -

Sum 27+
2 Cargo port 36.8

Entrance road 2.5
Facilities 1.5
Superstructure -

Sum 40.8+
3 Breakwater 13.5

Quay 13.5
Passenger terminal -
2nd berth -

Sum 27++
4.1 Breakwater 13.5

Quay 13.5
Blue jetty 6.1
Docks 2.2

Sum 35.3
4.2 New breakwater 27

Docks 6.6
Sum 33.6

The third strategy partially relies on the same invest-
ments as the first strategy and, therefore, incurs the
same costs for these investments. However, the invest-
ments in the storage yard are different as a new pas-
senger terminal will be built, which is likely to be more
expensive than only paving the yard. Additionally, bol-
lards and a new access path for the second berth will
be constructed, which will also most likely be more
expensive than widening the RoRo dock. These invest-
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ments will make the third strategy considerably more
expensive than the first.

The fourth strategy comprises two phases. The first
phase involves extending the breakwater and quay, for
which the costs have already been estimated. Addi-
tionally, the blue jetty will require an extension of ap-
proximately 45 meters. As the blue jetty shares many
similarities with the quay, similar building costs can
be used for a rough estimation. The expected cost for
the blue jetty is €6.1 million. This is most likely a slight
overestimate, as the blue jetty will not need to be con-
structed to accommodate large ships. The overall cost
will therefore be around €35.3 million.

The second phase will require the construction of a new
breakwater and additional docks. Approximately three
times more docks can be built than in the first strat-
egy, tripling the expenditure for the docks. The new
breakwater will be about 250 metres long. The method
of building this breakwater is cheaper than extending
the existing one, as it can be built from the shore using
smaller rocks. As it is more than twice the length of the
extended breakwater but cheaper to build, the cost is
estimated to be twice as high at around €27 million.
This brings the total cost to around €33.6 million. This
is in addition to the cost of the first phase.

Comparing the costs of the different strategies, it is
clear that the first strategy will be the cheapest to con-
struct. It is also the basis for most of the other strategies.
If these investments are made, the additional costs for
strategies 3 and 4.1 will also be greatly reduced. This is
also highlighted in the Strategic roadmap as it is pre-
sented as the first step to be implemented.

The construction of a new port in strategy 2 will be the
most expensive to build. This was to be expected, as ev-
erything has to be built from scratch with no existing in-
frastructure. The main benefits of the construction are
the separation of passenger and cargo traffic and the
possible additional revenue from the arrival of more
cargo ships. The question is whether these benefits can
be balanced against the additional costs.

The wave protection for strategy 4 is quite expensive
for both phases. Comparatively, the extension of the
blue jetty is slightly cheaper in terms of the number
of docks than the construction of a new breakwater. It
could also be considered not to extend the blue jetty
and to construct the breakwater, which would reduce
the total cost for phases 1 and 2, but this would involve
very high initial investment costs.

5.2.6 Concluding remarks

These strategies offer valuable insights into the future
development of the port and present opportunities

that may lie ahead. In the following chapter, an assess-
ment will be carried out in collaboration with experts
to determine whether these strategies are in line with
existing expectations or whether there are any over-
looked insights.

Given the significant costs associated with the effective
implementation of these strategies, it is essential to
identify the potential contributions of the private sec-
tor, which will be explored in chapter 6. The aim is to
ensure that the involvement of the private sector will
facilitate the implementation of these strategies while
avoiding a significant burden on public finances. This
chapter will examine the extent to which this collabo-
ration can be advantageous.

What strategies can be formulated from the
performed analysis?

From the SWOT and trend analysis, four
distinct strategies were formulated, each
focusing on a different aspect of port develop-
ment and identifying infrastructure needs.

The first strategy focuses primarily on address-
ing current infrastructure deficiencies and
seeking opportunities to improve operational
efficiency. Expanding the quay and the RoRo
dock are identified as potential measures
to accommodate more and larger vessels.
In order to increase unloading efficiency,
an investigation was conducted into the
feasibility of implementing a crane. However,
it seems that this would be an unsuitable
addition. Improving safety is of utmost
importance, hence the crucial importance
of paving the storage yard to reduce risks.
It is also imperative that the breakwater
be reinforced and extended to bolster port
resilience. Nevertheless, restrictions regard-
ing expansion must be taken into account,
most notably on the land side, as the port
is restricted by cliffs which limit potential
growth.

The second strategy involves the creation of
a new port dedicated to transshipment ser-
vices, to increase the flow of goods through
the port and potentially reduce import costs.
This plan would also facilitate the handling of
larger vessels which would necessitate larger
infrastructure, including land size considera-
tions for storage yard expansion. One major
benefit of this strategy is the separation of pas-
senger and freight traffic, which will improve
safety both in the port and on the access road.
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The third strategy focuses on enabling cruise
ships to visit the port. This would necessi-
tate the same infrastructure developments
as proposed in the first strategy. However,
challenges arise regarding the feasibility, pri-
marily due to the lack of services to handle
large volumes of passengers and the potential
safety risks associated with mixing passenger
and cargo operations. Combining this strategy
with the second strategy provides a solution
to passenger-related issues and enables the
construction of a passenger terminal.
The fourth strategy looks into creating a
marina so recreational vessels can visit
the island. Opportunities were identified
and further expansion possibilities were
highlighted. Developing this marina is an
effective way of progressively developing the
port and attracting more visitors to the island.

These strategies offer a view of potential op-
portunities for port development and provide
insights into potential future developments,
outlining the actions required to realise these
opportunities.

The costs associated with these investments
have been estimated based on reports and
run into tens of millions of euros. There are
still large unknowns for certain values and the
accuracy of the estimates is subject to uncer-
tainty. The investments in the first strategy
form the basis for most of the other strategies,
except for strategy 2, the construction of a new
port, which is estimated to be the most expen-
sive strategy.
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5.3 Strategy validation
To evaluate the feasibility and practicality of the pro-
posed strategies for the port of St. Eustatius, a vali-
dation process will be initiated. This process aims to
gather insights by engaging experts from various rel-
evant fields. Interviews will be conducted with stake-
holders directly associated with the port, as well as in-
dependent experts who can provide impartial perspec-
tives.

Engaging stakeholders with a direct link to the port will
yield valuable insights into the practical implications
and potential challenges related to the proposed devel-
opments. Key stakeholders that were interviewed were
the St. Eustatius Port Authority personal and users of
the port. Additionally, involving independent experts
will facilitate an unbiased assessment of the feasibility
and potential impact of the envisioned changes. Out-
reach was made to the Port of Saba which is construct-
ing a new port and an interview was conduct on the
expansion plans.

Through this validation process, the port of St. Eu-
statius can gain valuable feedback and recommenda-
tions from experts in the field. This will ensure that the
proposed strategies align with the requirements and
capabilities of the port.

5.3.1 Strategy 1
Strategy 1: Resilience revolves around the expansion of
the port, as proposed in the report by Oedjaghir et al.
(2022). This expansion primarily involves the extension
of the breakwater and quay, as well as the widening of
the RoRo dock. In addition, measures to improve the
port’s hurricane resistance are an important part of this
strategy. These measures include paving the storage
yard and carrying out necessary repairs to the existing
section of the breakwater.

However, some aspects of this plan have been consid-
ered redundant. The widening of the RoRo ramp has
been deemed unnecessary by van Nek (2023) and Oed-
jaghir (2023) as the current demand does not approach
the operational capacity of the port. According to van
Nek (2023), the quay and RoRo dock are only used for
cargo operations about 25% of the time, with approxi-
mately 5-10% of this cargo destined for the oil terminal.
Therefore, the port’s reliance on goods imported for
the terminal is not great, but its closure would have far-
reaching implications for the island, potentially lead-
ing to a significant reduction in cargo volumes. Further-
more, van Nek (2023) does not foresee any significant
growth in cargo volumes in the coming years and even
predicts a slight decrease in imports.

Regarding the extension of the quay, Oedjaghir (2023)

does not see an urgent need for it in terms of cargo
imports. However, it could be beneficial in certain situ-
ations, particularly for accommodating larger vessels
that could be used for transshipment operations. How-
ever, the likelihood of shipping companies being inter-
ested in such operations is considered low (Oedjaghir,
2023), especially given that transshipment is only vi-
able if there is demand and a compelling reason to
make deliveries to the island, as the detour is often not
cost effective.

The need for a crane at the quay was not explicitly men-
tioned in the interviews. However, based on the cur-
rent operational system’s capabilities for loading and
unloading ships, it can be assumed that the addition of
a crane is not a priority. It may become a requirement
for unloading transshipment vessels, although this is
not expected to be a viable use case scenario for the
current port.

Resurfacing the storage yard is widely seen as a wel-
come investment given the current problematic con-
ditions. During heavy rainfall, chassis tend to sink into
the ground and get stuck. In such cases, it is impossi-
ble for a lorry or terminal tractor to access the chassis
(van Nek, 2023). Instead, a forklift must be used to
lift the chassis, allowing the truck to attach. In addi-
tion, paving the storage yard is crucial for safety reasons
(Oedjaghir, 2023). However, paving is not considered
necessary for increasing storage capacity, as the cur-
rent capacity is considered sufficient (Oedjaghir, 2023).
Also, the primary storage method of placing containers
on chassis does not allow for stacking. In addition, the
necessary machinery to stack containers is not avail-
able as the available forklifts are too light (van Nek,
2023).

Although the breakwater has survived several hurri-
canes and is still largely intact, some damage has accu-
mulated over time. The breakwater has slowly eroded
and flattened due to the harsh weather conditions, re-
sulting that the part further from to the coast are lower
than the rest (Oedjaghir, 2023). Whether the breakwa-
ter needs to be repaired due to its changing condition
remains to be investigated.

5.3.2 Strategy 2

Strategy 2: Cargo proposes the establishment of a
new dedicated cargo port with the aim of increasing
cargo volumes and potentially becoming a transship-
ment hub. The reasoning behind this strategy is to
capture some of the cargo that currently goes to St.
Maarten, thereby transforming St. Eustatius into a
transshipment hub. This approach would also separate
passenger and cargo operations, thereby increasing
safety.
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Although current cargo volumes do not require the con-
struction of a new port, the plan is designed with the
intention of developing into a local transshipment hub.
The port of St. Maarten is experiencing congestion due
to the high volume of cargo. While this congestion does
not directly affect St. Eustatius, it presents an oppor-
tunity to tap into van Nek (2023). However, Oedjaghir
(2023) notes that local demand in St Eustatius is rel-
atively low, and this is a critical factor for a port to be-
come a hub. High local demand helps to offset the
costs associated with operating the port, as fixed and
variable costs remain largely the same.

However, creating a new port does have a number of
benefits that could possibly outweigh the increased
costs. The most important is the segregation of pas-
senger and cargo flows (Oedjaghir, 2023). This creates
easier and safer operations for both operations. There
is no chance anymore of passengers getting acciden-
tally injured by cargo traffic and therefore the cargo
operators need to be at a higher level of alertness. Re-
moving this danger would remove this need and en-
able them to focus on other safety aspects, creating an
overall safer port.

Another benefit would be the direct import to the is-
land bypassing costs and time loss that occurs due to
all the cargo needing to be handled in St. Maarten. Ac-
cording to Keijzer (2023) this is especially a problem
for cold goods. When stowing operations happen in St.
Maarten the reefer containers are left open and goods
that need to be cooled are left out in the sun causing
in some cases a large batch of food to spoil and need
to be thrown away. However other solutions could also
solve this problem.

5.3.3 Strategy 3

Strategy 3: Cruise Tourism proposes the idea of allow-
ing cruise ships to dock at the quay in order to stimu-
late tourist activity on the island. This strategy incorpo-
rates elements of Strategy 1: Resilience and Strategy
2: Cargo, emphasising the need to separate cargo and
passenger operations, while creating better facilities
for tourists, including waiting areas and immigration
processing.

However, according to van Nek (2023), cruise tourism
may not be as financially lucrative for the island as orig-
inally expected. Most cruise ships offer all-inclusive
packages, which means that passengers eat on board
rather than in local restaurants. While the arrival
of cruise ships benefits the port’s income, it may
not contribute significantly to the island’s economy
(Meeuwsen & Johnson, 2023), as food and many activi-
ties are available on board. As a result, many passen-
gers tend to return to their cruise ships for both lunch

and dinner, resulting in limited spending in local es-
tablishments (Harterink, 2023). In addition, for cruise
tourism to be successful, the island must provide at-
tractive activities for tourists. Although the island has
a rich history, there are not many activities available on
the island. Unfortunately, the lack of beaches and chal-
lenging terrain, especially for the older demographic,
hinders the island’s potential to attract cruise visitors.
However, if the island can become more attractive to
cruise operators, this could provide growth opportuni-
ties for the port.

Strategy 1: Resilience proposes extending the quay and
breakwater and deepening the water to accommodate
larger cruise ships. However, van Nek (2023), raises sev-
eral issues and challenges with this strategy. Firstly, it’s
noted that most cruise ships are longer than the pro-
posed quay extension, meaning that only smaller ships
could potentially dock. This limitation could restrict
the types and sizes of cruise ships that could visit the
island. Secondly, there is a significant safety concern
about mixing passenger and cargo operations in the
same port area. Cruise passenger and cargo operations
have different requirements and safety protocols, and
addressing this issue is critical to ensuring the safety of
all port activities. Finally, van Nek (2023) mentions that
cruise operators have specific requirements and stan-
dards that ports must meet in order to be considered a
destination. These requirements can be extensive and
may include facilities, services and security measures
that would need to be implemented or upgraded in
order to attract cruise operators to St Eustatius.

In order to implement the plan outlined in Strategy
1: Resilience and accommodate cruise ships, the port
would need to adopt a time-slot system, a practice com-
mon in larger ports. This system is essential to accom-
modate the strict schedules and itineraries of cruise
ships (Oedjaghir, 2023). The existing first-come, first-
served approach would prove inadequate in this con-
text. The use of time slots is crucial for the effective
management of mixed port activities, as cargo ships
would not be able to unload while a cruise ship is at
berth. By adopting a time-slot system, the port can
efficiently plan and allocate specific timeframes for
cruise ship arrivals and departures, ensuring a smooth
and organised operation that meets the precise timing
requirements of cruise tourism.

Should cruise operators show an interest in including
St. Eustatius in their itineraries and using the quay for
docking, this could open up various opportunities for
the port. Serving cruise ships has the potential to gener-
ate additional cargo flows, which in turn could require
expanded storage facilities within the port (van Nek,
2023). To meet these growing storage needs, the port
may need to consider the use of a reachstacker, to effi-
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ciently stack and store containers.

The developments proposed in Strategy 2: Cargo may
become necessary if St. Eustatius experiences a signif-
icant increase in the number of cruise ships wishing
to visit. A substantial increase in tourism and cruise
ship arrivals would naturally lead to an increased de-
mand for cargo imports (Oedjaghir, 2023). If this in-
creased demand exceeds the capacity of the existing
port, investment in new port infrastructure could be a
justifiable undertaking. Such an investment would not
only free up the capacity of the old port but also cre-
ate the potential for expansion through the construc-
tion of additional berthing facilities. The use of dol-
phins constructed near the breakwater can facilitate
additional berthing facilities, which can then be con-
nected to the port via the breakwater itself (Oedjaghir,
2023).

5.3.4 Strategy 4

Strategy 4: Yacht Tourism focuses on facilitating the
visit of pleasure vessels to the island and the ability to
dock in the port. This is proposed through the creation
of a marina, divided into two phases to accommodate
growing demand. In the first phase, a small marina
will be created by extending the quay and the blue
jetty. This will create a sheltered area suitable for the
construction of docks and the accommodation of recre-
ational and small commercial vessels. In the second
phase, a new breakwater will be constructed further
up the coast in conjunction with an extension to the ex-
isting breakwater. This will result in a larger protected
area with more space for dock construction.

Yacht tourism is regarded as a promising opportunity
for the island, as highlighted in interviews with experts
such as Oedjaghir (2023), van Nek (2023) and Harterink
(2023). Notably, Saba also recognises the potential
of yachting tourism as a means of attracting more vis-
itors. They have already begun preparations for the
construction of a new marina (Meeuwsen & Johnson,
2023). This future marina will be specifically designed
to cater for pleasure craft and smaller commercial ves-
sels, similar to the concept presented in Strategy 4:
Yacht Tourism.

The consensus among the interviewees is that there
are significant benefits to separating cargo and passen-
ger operations. Even in cases of relatively low incoming
cargo traffic, such as in Saba, separation is considered
a compelling reason to build a new port dedicated to
cargo operations Meeuwsen and Johnson (2023). In
addition, Harterink (2023) points out the considerable
benefits of this separation for his diving guests, who no
longer have to go through immigration every time they
go diving. For the ferry service, as Oedjaghir (2023)

points out, this change would also be highly benefi-
cial, reducing risks and allowing for faster turnaround
times.

The development plan for the new port in Saba also
includes a phased process to provide additional space
for ships. In the first phase, the harbour is designed to
accommodate 33 vessels of up to 40 metres in length
(Meeuwsen & Johnson, 2023). In the second phase,
about 20 additional slips for smaller vessels could be
created. While the first stage of Strategy 4: Yacht
Tourism can only accommodate smaller vessels, in com-
bination with Strategy 2: Cargo it could become possi-
ble to berth vessels of this size and possibly even larger
ones.

The ancillary services proposed in Strategy 4: Yacht
Tourism are very similar to those proposed for Saba’s
new port, with one notable exception being the ab-
sence of a dedicated fuel station in Saba due to safety
concerns (Meeuwsen & Johnson, 2023). Instead, Saba
is considering the use of fuel trucks to meet this need.
Other services such as the provision of electricity, wa-
ter and possibly internet connectivity are being con-
sidered for the harbour. St Eustatius could seize the
opportunity to offer dedicated fueling services and po-
tentially differentiate itself. However, it must carefully
consider the safety and logistical considerations that
led Saba to forgo a dedicated fuel station.

5.3.5 Costs

The costs for the different strategies have not been vali-
dated with experts due to their late addition. The costs
are based on estimates made in previous reports. Un-
known factors have been derived from rough estimates
based on the results of these reports. The resulting
costs are in the tens of millions of euros per strategy.
The first strategy is the most affordable and forms the
basis for most of the other strategies. Lowering the ad-
ditional investment required for the other strategies.
The exception is the construction of the new freight
port, which is also the most expansive strategy. The
most cost-effective strategy will have to be determined
at a later phase of the project.

The financing of these projects is expected to be com-
plex. The current Dutch government has earmarked
€11.1 million for port development, mainly for improve-
ments to the breakwater and the storage yard. How-
ever, this budget is not sufficient to implement the pro-
posed strategies. Additional funding will be required
and potential sources include government support and
private partnerships, as discussed in Privatisation eval-
uation.
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5.3.6 Concluding remarks
Based on the information gathered from the inter-
views, it is clear that the proposed strategies are gen-
erally feasible and in line with the preferences of local
users and the port authority. Although some elements
are considered less vital or not presently applicable due
to demand limitations, the general agreement among
the experts is that these strategies are in line with their
views.

The first strategy highlights that the extensions are
not immediately necessary due to demand constraints,
with the upgrading and resurfacing of the storage
yard considered more important. The second strategy
encounters a similar demand issue but with the po-
tential to become a hub, the cargo movements can
be increased. As for the third strategy, cruise ships
are deemed less financially promising, and the pro-
posed expansion may not be adequate to accommo-
date larger vessels. However, the introduction of cruise
ships may result in increased levels of freight. The
fourth strategy, which centres around the marina for
recreational vessels, is the most promising opportunity
for the port. This plan is seen as highly valuable for
the island and is in line with the project initiated on
Saba.

The significant costs associated with all of the strate-
gies highlight the need for external financial support,
as the island’s current financial situation may not be
sufficient to implement any of the proposed strategies.
Acquiring financial support could take the form of ad-
ditional government funding or private sector involve-
ment. This underlines the importance of exploring po-
tential avenues for external funding.

Although questions remain regarding the demand for
future expansion, these strategies provide significant
insights into potential future developments. In the fol-
lowing chapter, an assessment will be carried out to
establish how privatisation can contribute to the re-
alisation of these strategies. The examination will in-
vestigate multiple approaches to incorporating private
enterprises into the development procedure.
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5.4 Strategic roadmap

As noted earlier, the strategies outlined are not mu-
tually exclusive and can be partially integrated into a
comprehensive strategic roadmap. The integration of
these strategies is already partially discussed in the var-
ious sections devoted to each strategy. This chapter
provides an overview of all the strategies and identifies
the elements that can be combined.

In the first phase (Figure 5.6), most of the proposals
presented in Strategy 1: Resilience will be incorporated.
This includes the extension of the quay and dredging to
accommodate larger ships, anticipating future devel-
opments. The extension of the quay will also require a
corresponding extension of the breakwater to mitigate
waves. At the same time, repairs to the breakwater are
essential to improve its resistance to hurricanes. In ad-
dition, the storage yard will be paved for safety and
passenger convenience, creating a more pleasant wait-
ing area for ferry passengers.

Figure 5.6: Impression phase 1

The second step will be the partial realisation of a
marina (Figure 5.7), as proposed in Strategy 4: Yacht
Tourism. This will involve extending the blue jetty to
form an enclosed area within the inner harbour. Within
this area, docks for recreational vessels will be created.
This development will also facilitate the reconfigura-
tion of the ferry berth. Creating a direct link to the
immigration services, resulting in the separation of
cargo and passenger operations. At the same time, the
feasibility of upgrading the immigration building can
be investigated, to create a more comfortable experi-
ence.

Figure 5.7: Impression phase 2

In the third phase (Figure 5.8), the marina will be ex-
panded according to demand. This will involve the
construction of a new breakwater perpendicular to
the coast, which will curve towards the quay. Within
this extended area, additional docks can be built to
accommodate larger vessels with reduced draft restric-
tions.

Figure 5.8: Impression phase 3

Step four involves the construction of a new port, as
described in Strategy 2: Cargo. This new port would
completely separate cargo and passenger flows, creat-
ing a more welcoming environment for passengers in
the old port. The construction of the new port could po-
sition the island as a transshipment hub for the region,
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generating additional port activity. Located higher up
the coast, the new port would facilitate larger vessels
and more ancillary services.

The relocation of cargo services in Stage Four would
free up space in the old port for redevelopment (Fig-
ure 5.9), in line with the vision outlined in Strategy 3:
Cruise Tourism. In addition, the relocation of cargo
services will allow cruise ships to berth in the old har-
bour. A cruise terminal can be developed in the for-
mer storage yard to accommodate a larger number of
tourists. In addition, to attract more cruise ships, addi-
tional berths could be created next to the breakwater.
The construction of bollards and a walkway would al-
low passengers to walk over the existing breakwater to
land, giving the breakwater a dual purpose.

Figure 5.9: Impression phase 5
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Chapter 6

Privatisation
evaluation

This chapter aims to evaluate the need for privatisa-
tion in relation to different strategies for the port. Each
of these strategies will be examined in light of the re-
search carried out in section 3.1: Privatisation and sec-
tion 3.2: Port Administration Models, to identify the
most appropriate port model and the potential bene-
fits of privatisation.

As mentioned before, the most commonly cited ratio-
nale for privatisation is the introduction of market com-
petition into the entity to be privatised, with the expec-
tation of economic benefits. However, the applicability
of this rationale in the specific case of the St. Eustatius
port is rendered irrelevant by the absence of any possi-
bility of market competition, given the existence of a
single port.

Furthermore, it is assumed that the existing landlord
model applied to the GTI oil terminal will remain un-
changed. This assumption is partly due to the com-
plexity of changing these structures with a private en-
tity. But mostly because it is in line with the prevail-
ing preference for the landlord model, as the optimal
method of cooperation between public and private ac-
tors in port management (section 3.2: Port Adminis-
tration Models). However, an adaption to the service
provided, such as pilotage, may be applicable for oper-
ation under the port authority in the case this is advan-
tageous.

6.1 Transformation to SOE
Before privatisation can take place, the creation of a
state-owned enterprise with a dedicated port authority
to oversee its management is a crucial first step. There
are several reasons why the establishment of a state-
owned enterprise would be beneficial for the operation

of the port. Firstly, it is a prerequisite for eventual pri-
vatisation, as it enables the state to divest part of the en-
terprise. In addition, this separation of the enterprise
from government control offers several advantages, in-
cluding reduced dependence on and influence by the
government.

From a financial perspective, it entails that the rev-
enues generated by the port are retained by the port
itself, rather than being channelled into the state bud-
get. This allows the port to accumulate funds for future
investment and expansion, which is currently lacking.
Infrastructure funding is a key rationale for privatisa-
tion, as identified by Kouser et al. (2011). This would
be particularly interesting in the current case, as the
oil terminal pays high fees to the port for the right to
operate. However, the extent to which the port can re-
tain its revenues depends on the agreements made by
the government upon creating the state-owned enter-
prise. It could also be expected that the port would pay
some kind of dividend to the government, as it needs
the money to fill the gaps in its budget.

From a policy perspective, the port’s increased auton-
omy from the current political landscape will allow
for better strategic planning. Currently, the port relies
heavily on government contributions for financial in-
vestments, making it vulnerable to changing political
priorities. Therefore, if political opinion is not aligned
with the development of the port, there is a high prob-
ability that funding will not be provided. This is partic-
ularly problematic as the political landscape changes
more frequently than a port’s strategy, as these pro-
cesses take significantly longer than the time between
elections. The complex political landscape on the is-
land does not help either. Achieving independence
from such political fluctuations would facilitate the
implementation of long-term strategies that are more
closely aligned with the port’s development needs (per-
sonal communication, Oedjaghir, 2023). Allowing for
a more stable development of the port, and thus pos-
sibly improving the efficiency of the individual SOEs
OECD (2019a).

Furthermore, this transfer would reduce the govern-
ment’s responsibility for the operation of the port. St.
Eustatius, as a special municipality, already carries out
many governmental functions that are not normally
the responsibility of a municipality of its size. The trans-
fer of port management responsibilities would reduce
the burden on the government and potentially lead to
an improvement in the quality and quantity of services
in terms of management as suggested by the rationals
of Kouser et al. (2011).

For most strategies, the initial development will likely
continue in the form of a toolport model. This is mainly
due to unfavourable financial conditions, which do not
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Table 6.1: Caption

Strategy Privatisation Administrative model

1 No opportunity for privatisation as the plans
are already largely funded by the government.
To enable privatisation in the future
transformation to SOE should be performed.

No adaption of the port model is possible due
to the government investment, therefore stays
tool port.

2 Opportunity for private investors exists,
however, limited demand could make it
difficult to attract private parties. Creating a
public-private partnership could reduce
financial risk for private investors.

If financial viability allows, private parties have
the opportunity to invest and adaption to the
landlord model is possible.

3 Opportunity for private investment by cruise
lines. If investment costs are deemed too high a
public-private partnership could be
established.

The investment of cruise liners will enable a
shift towards the landlord model over time.

4 The first phase will need to be publicly funded,
the second phase enables the opportunity for
private investment and operations

The first phase has no option to adapt the
model, in the second phase there is the ability
to transform into a landlord model.

attract private investors due to insufficient demand.
Consequently, the new infrastructure investments re-
quired for the various strategies are likely to be fi-
nanced by the government or the state-owned com-
pany in case of asset transfer. However, in some cases,
operations may be outsourced to smaller private com-
panies.

6.2 Strategy opportunities

6.2.1 Strategy 1

The first strategy focuses on improving the current in-
frastructure and operations. This includes the exten-
sion of the quay and breakwater and the resurfacing of
the storage yard. These plans have been approved and
part of the funding for this project has already been
secured through a government grant. It’s important
to note that these infrastructure investments are not
expected to significantly increase the port’s revenues
or affect its operations.

Although the port is underutilised, one of the ratio-
nales cited by Kouser et al. (2011), privatisation of the
port is unlikely to stimulate greater utilisation given
the limited demand. Moreover, there is little poten-
tial for adaptation of the port model, as the govern-
ment still provides both the infrastructure and the su-
perstructure, in line with the existing toolport model.
In addition, no significant changes in operations are
expected.

6.2.2 Strategy 2
Strategy two is focused on establishing a new cargo
port. This project involves the development of a com-
pletely new infrastructure and superstructure, provid-
ing an opening for private investment. The develop-
ment of a new port presents a chance to examine how
privatisation can be incorporated into the port model,
notably through a private partnership.

Initially, creating a new cargo port may not be finan-
cially feasible due to limited demand. Therefore, the
construction of the necessary infrastructure and super-
structure would likely rely on government funding. The
port’s operations, however, could be outsourced to a
private entity, resulting in a toolport model similar to
the current port. As cargo flows grow and the port de-
velops into a hub, the financial possibilities become
more tempting and potentially profitable. At this stage,
there may be an option to sell the superstructure to a
private entity, potentially transforming the port into a
landlord model.

However, it is crucial to evaluate whether adopting a
landlord model would be advisable, as the government
is likely to retain a controlling interest. The port is of
significant importance for delivering goods to the is-
land, and therefore, it is a crucial asset. Adopting a
landlord model would entrust all cargo handling to a
private company, with no competition due to the is-
land’s limited size. Therefore, it is crucial to establish
robust contractual agreements to regulate costs and
guarantee reliability.

To fund the initial construction of the port, a public-
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private partnership (PPP) could be established. This
strategy would engage the private sector from the be-
ginning of the development process and provide finan-
cial benefits as the private sector contributes to the
construction of the port. Additionally, the private en-
tity could offer valuable expertise in the construction
and operation of such a port.

In both the toolport and landlord models, ancillary ser-
vices may be managed by both public and private en-
tities. Currently, ancillary services, such as container
stripping, are provided by third parties in the existing
St. Eustatius port. As the port expands, private entities
can extend these services to encompass those men-
tioned in section 3.2 Port Administration Models Ta-
ble 3.3. Tug services also have the potential to be ten-
dered as vessel traffic increases, leading to the removal
of GTI’s existing monopoly and the promotion of mar-
ket competition.

The identification of the most appropriate model for
implementation is highly dependent on the finan-
cial feasibility of port operations. Private entities are
more likely to invest if the business case proves to be
favourable. In order to make a well-informed decision,
it is essential to carry out a comprehensive analysis of
the expected cargo flows and the resulting revenue
projections.

6.2.3 Strategy 3

The criteria for implementing the third strategy are
very similar to those for the first strategy. The expan-
sion of the quay and breakwater is crucial to cater to
bigger cruise ships arriving at the port. These initial
investments are expected to be mainly financed by the
government, as they are also of great importance for
cargo operations. Due to the unattractive business case
for this initiative, involving a private party is unlikely.
The arrival of cruise ships could potentially expand an-
cillary services through activities such as restocking
cruise ships, creating new opportunities for the private
sector. This development does not, however, require a
change in the port model.

Private investment in cruise terminals is a frequent oc-
currence, with various stakeholders such as cruise lines,
specialised cruise terminal operators, port companies
and real estate and infrastructure managers often ex-
pressing interest in financing, building and operating
terminals (Pallis, Parola, Satta, & Notteboom, 2018).
While St. Eustatius has not yet developed as a cruise
tourism destination, it may be worthwhile to consider
whether third parties would be interested in establish-
ing a cruise terminal. When combined with the second
strategy, there is potential for redevelopment of the
storage yard, creating opportunities for investment by

private operators.

To reduce risks for potential private investors, creating
a public-private partnership could be an appealing op-
tion, where the port authority also participates in the
investment, making it a more attractive proposition.
This collaboration could also lead to a change in the
port model, as the infrastructure and superstructure
would be partially financed by the private party, poten-
tially moving towards a landlord model and reducing
the financial burden on the port authority.

In the absence of interest from private entities, the com-
bination with the second strategy may still facilitate
the redevelopment of the storage area, albeit financed
by the port authority. This provides a chance to estab-
lish value-added facilities for tourist activities, includ-
ing shops and restaurants, similar to the initiatives pre-
sented on Saba (Meeuwsen & Johnson, 2023). These
additional services can then be outsourced to private
parties.

6.2.4 Strategy 4

Strategy four entails developing a marina for recre-
ational craft, with a two-stage approach. In the ini-
tial stage, a small marina will be built in the inner
harbour, incorporating a limited number of docks for
recreational vessels. Private investors may be discour-
aged from participating in this first phase due to the
untested business case. However, as the marina at-
tracts more recreational vessels, its operation could
become an enticing prospect for a private party. More-
over, a private party can manage the ancillary services
such as water, electricity, fuel and supplies, similar to
the existing port model.

Subsequently, phase two involves a significant expan-
sion of the marina, including the extension of the ex-
isting breakwater and the construction of a new break-
water from the shore. Within this extended area, addi-
tional docks can be created. The initial success of the
first phase could be used to demonstrate the economic
viability of recreational vessels visiting the island. As a
result, private entities may demonstrate an interest in
both constructing and operating the extended marina.
However, the significant costs associated with the con-
struction of the breakwater may make it less attractive
for private investment. Hence, it is worthwhile to con-
sider the prospect of the port authority financing the
breakwater construction whilst a private entity man-
ages the marina construction. This agreement can be
established using a public-private partnership model
in which the expenses are divided between the parties
while the private enterprise still oversees the opera-
tions.
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6.2.5 Concluding remarks

How can privatisation contribute to the reali-
sation of the strategies?

While the strategies present opportunities for
privatisation and public-private partnerships,
the feasibility of these initiatives ultimately
depends on the business case. To implement
most of the strategies, the port authority
must first lead the initial infrastructure
investments and subsequently identify a
private partner to manage operations. The
primary upfront expenditure is significant and
would presumably require financial support
from the Dutch government.

There is significant potential for private
organisations to get involved, however, only
if concrete and persuasive business cases
are established for the different approaches.
Undertaking primary investments via the
port authority could function as a manner to
demonstrate the viability of these business
cases. As the port experiences growth, it may
generate interest from private investors to
undertake operational aspects or to invest in
future expansions, gradually moving the port
towards greater self-sufficiency.

Additionally, the discussion on the importance
of essential infrastructure continues, espe-
cially in the context of cargo operations, where
the uninterrupted continuation of these ac-
tivities is of paramount importance. There-
fore, the port authority ought to establish rig-
orous guidelines for private entities or adopt
the public-private partnership approach to
strengthen their influence and guarantee the
reliability of essential infrastructure.
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Chapter 7

Discussion,
Conclusion & Recom-
mendations

7.1 Conclusion
The objective of this research was to assess the poten-
tial benefits of privatisation for the Port of St. Eustatius
by formulating a strategy to create a self-sustaining
port. The first step was to conduct a literature review
on privatisation and to examine how public-private
relationships work within the port industry. In order
to determine the viability of privatisation, a thorough
investigation of the port’s future options was consid-
ered essential. As a result, various strategies were ex-
plored through a comprehensive analysis of the current
state of the port. This included a PESTEL, SWOT and
trend analysis, which led to the formulation of design
criteria aimed at strengthening and diversifying the
port.

The literature review highlighted various rationales for
privatisation, with the overarching notion that mar-
ket competition improves efficiency. While efficiency
gains were a central theme, the research identified
several underlying reasons that support the potential
for privatisation to improve government operations.
Against these rationales, the opportunity for privatisa-
tion was tested in the formulated strategies.

The degree of privatisation in enterprises encompasses
three primary business models: state-owned enter-
prise, public-private partnership and full private own-
ership. For the Port of St. Eustatius, the state-owned
enterprise model emerged as the initial preferred so-
lution. This model facilitates a clear separation of bud-
gets between the port and the island, allowing the
port to retain revenues for future investments. Sub-
sequent strategies can then determine whether the
involvement of a private party is beneficial for strategy

development. Accordingly, the administrative model
for the port can evolve from the current tool port to
the landlord model often preferred in port operations.
In this model, the public authority retains regulatory
responsibility while private entities undertake invest-
ment and operations.

Before the impact of privatisation could be assessed,
strategies had to be formulated. Utilising PESTEL,
SWOT, and trend analyses, design criteria were estab-
lished. The design focused on three primary objec-
tives:

• Diversify the financial resources beyond govern-
ment funding and revenue from the oil terminal

• Enhance the port’s resilience to natural disasters
• Improve safety operations by reducing the risk of

accidents and segregating passenger and cargo
operations

Derived from these criteria, four strategies were devel-
oped, each addressing different aspects to meet the
defined goals. These strategies collectively present a
comprehensive plan for the port, exploring various op-
portunities to achieve greater self-sufficiency. The four
strategies focus on the following key areas:

1. Enhancing port resilience to ensure future-
proofing against natural disasters and upgrad-
ing existing infrastructure

2. Exploring the opportunity to establish a new
cargo port, transforming the port into a regional
transshipment hub and increasing the flow of
goods

3. Analyzing the potential of increased cruise
tourism as a new revenue stream by enabling
cruise ships to dock at the quay

4. Making the port more appealing to recreational
vessels by providing docking facilities in the ma-
rina and offering necessary services

For each of the strategies, an assessment was con-
ducted to determine the potential role of privati-
sation and its transformative impact on the port
model.

For the first strategy, it was determined that privatisa-
tion was not an alternative. Limited port usage would
not generate a sufficiently attractive business case for
a private party to invest in the necessary infrastructure
and superstructure.

In contrast, the second strategy presents a more
promising opportunity for partial privatisation. A
public-private partnership can be established for the
initial investment in the creation of a new port. Given
the high investment costs and the need to retain con-
trol over critical infrastructure, it is less likely that a fully
private solution will be adopted. The significant partic-
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ipation of the public party results in reduced feasibility
for converting the port into a landlord model with this
strategy.

The third strategy is comparable to the first strategy in
that it involves significant initial investment, which is
more likely to be financed by the public party. Nonethe-
less, there exist opportunities to attract private in-
vestors, particularly in the cruise industry, where oper-
ators often invest in terminal construction. Once more,
a public-private partnership presents itself as the most
appropriate solution due to the high investment costs
and an unproven business case, it also provides some
security for the investment of the private party.

The fourth strategy comprises two stages, where the
first stage is highly reliant on infrastructure investment
from the first strategy. As privatisation is not consid-
ered a likely possibility in the first stage, it relies heavily
on public investment. As the business case becomes
more established in the second stage, there will be op-
portunities for attracting private investors. However,
significant capital investments are required, which
may need to be funded by the public sector.

Although a definitive solution is currently lacking,
preliminary conclusions can be drawn based on the
present research. To answer the primary research ques-
tion - To what extent can privatization contribute to
realizing the strategic goals of transforming the port
of St. Eustatius into a self-sustaining entity? - requires
an assessment of its two parts. To achieve a more self-
sufficient port, it is necessary to reduce reliance on the
oil terminal for revenue. This can be done by diversi-
fying income streams. The port’s capacity for cargo
operations is currently limited, but revenue could po-
tentially be increased by establishing a new transship-
ment hub. However, this strategy is the costliest and
potentially the most challenging, making it currently
the least advisable course of action.

The island’s tourism industry is underdeveloped but
has the potential for growth by attracting recreational
vessels. This demographic is a substantial tourist group
for many islands in the region. Assuming the initial
strategy of upgrading the existing port infrastructure
proceeds, the additional investment required for con-
structing docks for recreational vessels is compara-
tively modest. Implementing this strategy will help
to assess the demand for berthing facilities for recre-
ational vessels in St. Eustatius. Subsequently, the need
for expansion can be assessed.

Attracting cruise tourism could diversify port revenue.
The first strategy would facilitate the docking of cruise
ships, allowing for testing of the potential of this
form of tourism. While this research mainly focuses
on the positive aspects of port diversification, it only

briefly discusses the negative implications of the vali-
dation. The potential negative impact of large groups
of tourists on the island has not been thoroughly inves-
tigated and should still be investigated.

To conclude on the best strategy, at this stage, it would
be advisable to invest in the first strategy and use this
to test whether attracting more tourists in the form of
cruise ships and recreational vessels is a worthwhile
endeavour. Investing in a transshipment hub may not
be beneficial for a long time, as demand on the island
is currently lacking.

Although private investment opportunities exist for
the different strategies, their feasibility largely de-
pends on the business case. The required investments
for these strategies are significant. Therefore, public-
private partnerships emerge as a favourable alterna-
tive, splitting the significant investment and leaving
the public sector with greater control. However, even
in such a collaboration, finding a private party willing
to invest is difficult, especially as there is no proven
business case. Limiting the opportunities to adopt pri-
vatisation in the current port.

To develop the port, it is important to financially sep-
arate it from the government so that it can keep its
revenue for development. Therefore, creating a state-
owned enterprise would be beneficial for future de-
velopments. This would enable partial sale to private
parties in the future if it becomes profitable.

The limited possibility of privatisation would also re-
sult in the inability to change the administrative model
from a tool port to a landlord model. Currently, out-
sourcing operations in a tool port model appears to be
the most viable administrative model due to the high
investment costs. In later stages, interested private par-
ties may present themselves and the port model can
be adapted accordingly.

In the current state, the investments for development
will therefore still need to be provided by the govern-
ment with the option of outsourcing the operational
aspect of the port to a private party in line with the tool
port model.

7.2 Discussion
Practical relevance

The research carried out on the port is of practical im-
portance for several reasons. The strategies identified
represent viable options for the government, provid-
ing a comprehensive view of potential development
trajectories. These insights enable the government to
set objectives and effectively initiate the implementa-
tion of the strategies. It also provides a valuable tool for
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anticipating and addressing obstacles that may arise
during the development process. While it’s recognised
that not all obstacles can be predicted, the analysis acts
as a guide for the government, allowing it to preemp-
tively incorporate known obstacles and mitigate the
risk of fundamental problems.

The analysis also highlights potential challenges and
offers potential solutions. Recognising the obstacles
that may arise provides the government with valuable
foresight, improving its ability to navigate and trou-
bleshoot potential problems. While it’s impossible
to anticipate every obstacle, the analysis provides a
guide for identifying, addressing and mitigating chal-
lenges.

In addition, the project limitations identified in the
PESTEL analysis provide critical guidance for the over-
all project. Many of these constraints are rooted in the
broader context of the island and carry an impact on
the port. Analysing these constraints is a key step in
formulating effective solutions. By addressing these
constraints, the government can develop a more robust
and adaptive approach to the project, increasing the
likelihood of successful and sustainable development
for the port.

Research relevance

In the research context, the structural analysis of pri-
vatisation in the context of port development provides
valuable insights into the potential benefits of privati-
sation for small ports. The methodology used incor-
porates general market theory and applies it specifi-
cally to small ports with monopolistic features. Using
generic analysis tools to identify possible strategies
ensures an open focus on opportunities for redevelop-
ment. These strategies were then used to apply the gen-
eral theorem of market function and port governance
models to see how this could benefit development.
This provides a structured and systematic approach
to addressing this type of complex issue.

For small islands with similar conditions, this method
could be used as a first step in the development pro-
cess to generate different strategic directions. It guides
them to proactively explore opportunities and formu-
late strategies to achieve their development goals. Al-
though this method does not provide definitive an-
swers on the best development approach, it creates
a basis for defining goals and ambitions. The method
used employs multiple analysis tools commonly used
in general business analysis. Therefore, it can also
be applied to other business and government opera-
tions.

The privatisation of a government operation is not a
common occurrence. For this process, it is crucial that

the underlying reasoning is sound. To ensure a well-
informed process, it is important to consider the vari-
ous reasons for applying privatisation and analyse the
opportunities and limitations of different strategies.
Ensuring that these steps are taken will lead to a well-
considered decision and substantiation of the reason-
ing.

For this thesis, the systematic approach proved effec-
tive in highlighting the underlying complexities of port
development in this particular case. Incorporating fac-
tors that relate not only to the port but also to its sur-
roundings, particularly the dynamics of the island, cre-
ated a deeper understanding of the development re-
quirements. However, defining the scope of the project
becomes complex due to this approach. Incorporating
external factors may result in a large amount of infor-
mation, some of which may not be relevant to generat-
ing development strategies. Therefore, it is important
to clearly delimitate the factors that should be consid-
ered and exclude less important ones to reduce the
amount of analysis required.

The strategies resulting from this method align with
its intended goals and are consistent with expectations
and surrounding developments. However, a more sys-
tematic approach to the design criteria and creation
of strategies could be employed to ensure all options
are examined. One possibility is to follow the strate-
gic port planning process more closely. This method
provides a detailed analysis of the current capabilities
and ambitions, with a closer focus on leveraging the
strengths of the port. However, the underdevelopment
of the port of St. Eustatius has limited its abilities and
ambitions, resulting in a wider search area for devel-
oping strategies and creating greater complexity in
finding relevant alternatives. A more systematic ap-
proach to strategy creation could lead to even better
outcomes.

Approach

The methodology chosen for this report is relatively
well suited to the objectives pursued. However, there
are some discrepancies between the design of the
method and its actual implementation in the report.
The strategic port planning process, while versatile and
applicable to large port operations, typically includes
an implementation phase. In this report, the imple-
mentation step was not pursued and instead, a more
theoretical analysis of the proposed strategies was un-
dertaken. While this approach proved effective for the
current research, it deviates from the original aim of
the method, which was to gain a deeper understand-
ing of the organisation and highlight the specificity of
the process.

Due to time and information constraints, it proved diffi-
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cult to achieve the depth of insight that the method in-
tended, resulting in some aspects being less developed
than originally intended. A notable example is the lack
of economic analysis of the strategies. Understanding
the costs and benefits associated with these strategies
is crucial to determining the most appropriate devel-
opment alternative. Although these analyses are com-
plex, their importance for project development cannot
be underestimated. In addition, such calculations are
essential for attracting private parties, as potential in-
vestors need to be reassured that their investment will
be profitable.

Despite these limitations, the methodology adopted
provided valuable insights into the potential devel-
opment of the port. Recognising the limitations and
areas for improvement, future research and develop-
ment could incorporate a more comprehensive eco-
nomic analysis to ensure a more thorough understand-
ing of the financial implications associated with the
proposed strategies.

Privatistion

The primary objective of this report was to assess the
potential benefits of privatisation for the Port of St Eu-
statius. While the analysis of privatisation for different
strategies has been carried out, the conclusions drawn
are not as definitive as expected. The viability of pri-
vatisation depends highly on the business case, which
requires an economic analysis to determine its feasi-
bility. The significant costs associated with investment
make private involvement more complicated, particu-
larly given the island’s low level of economic develop-
ment.

The analysis of the benefits of privatisation is based
on a literature review and interviews. However, due
to time constraints, interviews with experts on pri-
vatisation were not conducted. Although the conclu-
sions drawn from the analysis appear logical, valida-
tion through expert insight would have provided valu-
able perspectives on the complexities of the process
and potential opportunities.

Research complexity

Subsection Approach underlines the challenges in-
volved in conducting an economic analysis. The task is
complicated not only by the intricacies of the calcula-
tion itself but also by the difficulties of data collection.
In the context of this study, obtaining financial informa-
tion proved to be particularly challenging. Although a
cost-benefit analysis had recently been carried out for
the port, access to this document was restricted due to
contractual restrictions. These contractual restrictions
hampered the research, highlighting the resource con-

straints faced by the understaffed public body, which
was unable to handle contractual arrangements for ac-
cess to documents. These challenges also highlight
wider political issues that contribute to the overall po-
litical complexity of the island.

The island’s high level of bureaucracy, influenced in
part by the Dutch government’s anti-corruption ef-
forts, creates an environment that appears resistant to
change. The research observed a seemingly rigid gov-
ernment structure with a reluctance to embrace non-
traditional approaches. The political and cultural land-
scape, while complex, was somewhat marginalised in
this research due to its complexity.

Apart from financial information, data on cargo vol-
umes proved almost non-existent. The way the port
operates lacks a consistent system, and sometimes no
system at all. The seeming absence of a consistent drive
by the local population to improve conditions suggests
that innovation is often pushed from external sources.
However, such external influences may be resisted by
the local population, who may perceive them as an in-
trusion into their lives. Navigating this delicate balance
presents a challenge in moving forward.

Understanding the political and cultural complexities
will be essential for effective progress. A deeper in-
sight into the political situation could provide valuable
perspectives on how to navigate this complicated land-
scape. Recognising and addressing these complexities
will be crucial in developing strategies that not only
address the economic aspects of port development but
also take into account the cultural and political nuances
of the island.

7.3 Recommendations
Design details

The strategies proposed in the report include various
infrastructure developments, yet some lack specific
details. For example, specific information such as the
number of docks that can be realised or the required
extension length of the breakwater is missing. In order
for the government to make a more informed decision
on which strategy to implement, it is essential to have
a more detailed and refined plan.

Without a comprehensive and detailed plan for each
strategy, it will be difficult to accurately calculate the
investment costs. Therefore, it is essential to further
refine the design of the proposed strategies to include
more specific design details. This refinement will not
only contribute to a clearer understanding of the fea-
sibility and practicality of each strategy but will also
enable a more accurate estimation of the associated
investment costs.
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Financial analysis

As highlighted in the Discussion section, the financial
implications are of vital importance to both the devel-
opment of the port and the assessment of privatisation.
However, this report lacks explicit calculations of the
financial implications and no cost estimates have been
provided for any of the potential strategies. While a
rough assumption can be made about the relative costs
of different strategies based on infrastructure invest-
ment, precise calculations are not possible.

Given the importance of informed decision-making,
it is strongly recommended that a comprehensive fi-
nancial analysis of the proposed investments be car-
ried out. This should include a detailed estimate of the
costs associated with each strategy. Such calculations
are crucial for making informed decisions and are also
essential for developing compelling business cases to
attract private investors. It is therefore advisable to
carry out a thorough financial analysis, outlining both
the investment required and the potential returns, in
order to inform the decision-making process.

Privatisation evaluation

Incorporating financial analysis into the privatisation
assessment of the different strategies would provide
a more comprehensive understanding of the benefits
of privatisation. This can help to identify the aspects
that are likely to be attractive to private investment
and to identify those components which would need
to be financed by the government. Such insights can
help convince potential investors to participate in the
development of the strategies.

In addition, seeking expert assessments of the privati-
sation of the different strategies, particularly concern-
ing the financial dimension, could provide valuable
insights. The involvement of experts with legal exper-
tise could further improve the analysis by exploring
the precise steps required for port privatisation. While
the legal complexities of legislation have not been in-
cluded in this report, their inclusion would contribute
to a clearer understanding of the potential for privatisa-
tion. This comprehensive approach, including financial
analysis and expert opinion, would enrich the assess-
ment of privatisation and provide a more robust basis
for decision-making.
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Appendix A

PESTEL analysis

A.1 Island

A.1.1 Political
Political stability

The political stability of the island has experienced
significant transformations. In 2010, constitutional
amendments were enacted in the Dutch Antilles, lead-
ing to its dissolution. Consequently, Curaçao and St.
Maarten gained independence as sovereign nations
within the kingdom of the Netherlands. On the other
hand, St. Eustatius, along with the other two BES-
islands of Bonaire and Saba, transitioned to a status
as a special municipality within the Netherlands. Un-
like conventional municipalities, these special munic-
ipalities are not integrated into any province but op-
erate under the direct authority of the national gov-
ernment. Consequently, tasks typically managed by a
province are delegated to these municipalities (NOS,
2010). Additionally, in cases where municipal capac-
ities prove insufficient for certain tasks, the national
government steps in to provide support or assume re-
sponsibility.

The higher level of governance required to execute
provincial tasks can introduce complexities. The na-
tional government may perceive challenges arising in
these small islands as less pressing, which could po-
tentially impact project timelines. An illustrative in-
stance occurred in Bonaire, where the island proposed
a sustainable energy plan. However, it encountered a
prolonged period of government inaction, eventually
resulting in a rejection of the proposal (Kleijn, Blaas, &
Borst, 2022).

Moreover, issues emerged in the governance of St. Eu-
statius, necessitating intervention by the national gov-
ernment. Consequently, the Dutch government ap-
pointed a government commissioner to oversee St. Eu-

statius’ administration in 2018 1. Initially intended to
be a two-year mandate, the commissioner’s tenure has
been extended until 2024/25 (Algemene Rekenkamer,
2021).

Tax policies

Despite being a special municipality within the King-
dom of the Netherlands, these islands predominantly
govern themselves under their own legal framework
(Smit, 2018). This autonomy extends to fiscal legisla-
tion on the islands. Although they are responsible for
tax collection, they receive assistance from the Belast-
ingdienst Caribisch Nederland (BCN), a branch of the
Dutch Tax and Customs Administration. Notably, a
significant part of the municipality’s income, almost
60% (Oedjaghir, 2023), is derived from the GTI oil ter-
minal, leading to a distinct financial dependence on
the terminal and an asymmetrical dependency. The
island also imposes its own import tax known as the
Algemene bestedingsbelasting (ABB), requiring a 6%
tax payment on all imported products (Belastingdienst
Caribisch Nederland, n.d.). This taxation system can
sometimes create complexities where import taxes are
paid multiple times. For instance, when goods are pro-
cured from St. Maarten, which is a separate country
within the Kingdom of the Netherlands with differ-
ent tax regulations, the importer in St. Maarten must
pay import taxes upon the arrival of the goods. Sub-
sequently, when these goods are shipped to St. Eu-
statius, import tax is once again levied, with no pos-
sibility of obtaining a refund for the import taxes paid
in St. Maarten, resulting in double taxation (Keijzer,
2023).

A similar scenario arises for imports from the European
Union as St. Eustatius is not a part of the EU. In certain
instances, it is feasible to request a refund for taxes paid
in the Netherlands. However, this necessitates an ex-

1Kamerstukken II, 2018, 34877, nr. 1.
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port document, which may not always be provided by
companies, as they are not obligated to do so (Keijzer,
2023).

International relations

St. Eustatius is closely located to Saba, St. Maarten, and
St. Kitts and Nevis. These islands engage in collabo-
rative efforts across various domains and periodically
send delegations to learn from one another. One such
collaboration is the ferry service connecting these is-
lands, operational since 2022. This initiative was made
possible through a grant provided by the Ministry of
Infrastructure and Water Management for a two-year
trial of this inter-island connection (Openbaar Lichaam
St. Eustatius, 2021b). The ferry service substantially
reduces travel costs between the islands compared to
air travel and introduces new direct routes previously
unavailable. The commitment to cooperation among
the different islands shows the willingness to develop
collaboration between the islands (Openbaar Lichaam
St. Eustatius, 2021a) and the eagerness to learn from
one another.

The aforementioned points give a small insight into the
complex political landscape on the island. The need for
collaboration with the other islands on one hand and
the complex relationship with the Netherlands. The
high degree of Dutch influence is also often seen as
not welcome and leads to an unstable political system
(Spies et al., 2015).

A.1.2 Economical

Economic growth

Over the past decade, St. Eustatius has experienced
fluctuations in its Gross Domestic Product (GDP), char-
acterised in particular by a steady decline in recent
years (CBS, 2021a). This decline can be attributed to
the significant influence of the GTI on the island’s GDP,
which makes it highly vulnerable to fluctuations in
the oil market. However, it is important to stress that
this dependence does not seem to have a discernible
impact on national income, as GTI is entirely foreign-
owned.

At the same time, the purchasing power of the inhabi-
tants of St. Eustatius has shown a steady upward trend
(CBS, 2021d). On average, this indicates an increase
in the disposable income of the island’s inhabitants.
However, the overall decline in the island’s economy
due to the shrinking GDP may raise concerns about
the island’s long-term economic development and its
potential impact on purchasing power.

Supply and demand

The island’s limited local production results in a scarcity
of locally sourced food and materials, thereby requir-
ing the importation of most goods. This dependence
on imports is clearly reflected in the monetary figures
associated with the island’s import and export activ-
ities (CBS, 2022a). As a result, there is a significant
imbalance in the flow of financial resources, which re-
quires compensatory measures, such as government
subsidies, to maintain economic balance.

Furthermore, the imbalance between the quantities of
imported and exported goods (Spies et al., 2015) has a
direct impact on the price of goods on the island. As a
result of this imbalance, a significant number of ship-
ping containers return empty, which means that the
transport costs for these empty containers have to be
included in the total shipping costs. It is also worth not-
ing that import and export statistics show a downward
trend in 2022, indicating an overall economic down-
turn for the island.

Inflation rates

After the transition to a special municipality, another
important change took place on the first day of 2011:
the currency was changed from the Antillean guilder
to the US dollar (Wet geldstelsel BES art. 1b, 2012). This
changeover to the US dollar, which is known for its re-
markable stability, has helped to mitigate unforeseen
fluctuations in inflation, which has a positive impact
on the economy (European Central Bank, n.d.).

In summary, St. Eustatius faces significant economic
challenges, including heavy dependence on imports,
and logistical complexities at the port, resulting in high
costs for, among other things, raw materials. These
factors affect the island’s economic opportunities and
limit its ability to develop sustainability.

A.1.3 Social
Population growth

At the beginning of 2022, St. Eustatius had a popula-
tion of 3242 inhabitants (CBS, 2022d). This represents
a decrease of 470 inhabitants compared to a decade
earlier. In particular, there was a significant decrease of
700 inhabitants in 2015, which was not due to a sudden
influx of emigration, but rather to an administrative
error. In that year, a clean-up of the population register
revealed that many people no longer resided on the
island. Despite the prevailing trend of population de-
cline, the CBS (2020) anticipates a change in the com-
ing decades. It projects a growth trajectory, with the
population expected to reach around 3900 inhabitants
by 2050.
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Employment

In 2020, the working population of St. Eustatius, con-
sisting of individuals aged 15 to 75, totalled 1720 people,
indicating minimal growth in comparison to preced-
ing years. Although sources on sector-specific employ-
ment data may exhibit variances, it is clear that the
island’s largest employers are the oil terminal (Euro-
pean Commission, 2021) and the Public Entity of St.
Eustatius (Public Entity of St. Eustatius, n.d.). Moreover,
the public administration, construction industry and
hospitality are significant sectors of employment (CBS,
2021b).

Unemployment

In 2020, the working-age population of St. Eustatius
faced a 6,3% unemployment rate, with 1,6% actively
seeking work (CBS, 2021c). This is nearly double when
compared to the Netherlands (CBS, 2023). Addition-
ally, 5,8% of the workforce desired increased working
hours, with three-quarters of these individuals possess-
ing low educational levels.

Education level

Over half of the population on St. Eustatius has a low
level of education, as illustrated in Table A.1. This classi-
fication includes those who have completed education
up to vmbo, the third year of havo/vwo, or mbo-1 (CBS,
n.d.). In contrast, the percentages of the populace with
moderate and high educational achievement are rela-
tively similar. The middle education category encom-
passes those who have completed havo/vwo or mbo
levels 2 to 4. Meanwhile, highly educated individuals
are those with a completed educational background in
hbo or wo.

Table A.1: Highest achieved education level (CBS, 2018)

Education level Percentage
Low 60.3
Middle 18.8
High 20.4

In summary, St. Eustatius has a small population, pre-
dominantly with lower levels of education, and faces
a notable problem of high unemployment. These fac-
tors result in challenging living standards, with approx-
imately 28% of the population living in poverty (CBS,
2022b).

A.1.4 Technological

Technological infrastructure

Internet access is available across St. Eustatius via a
dependable fixed connection with adequate capacity.
The connection was established in 2012 when a net-
work cable was laid to connect St. Eustatius and Saba to
St. Maarten. Funded by the Dutch government, this ca-
ble project was assigned to the non-profit government-
owned entity Saba Statia Cable System B.V. (SSCS) (Au-
toriteit Consument & Markt, 2020b). SSCS is account-
able for constructing, managing, maintaining, repair-
ing, and operating the cable, with the aim of offering
quicker and more reliable internet connections to the
islands (Minesterie van Finaciën, 2016).

Despite the improved infrastructure, internet connec-
tivity remains relatively expensive for users. This cost
is attributable not only to the initial investment in the
cable to St. Maarten but also to ongoing expenses
related to securing capacity on the link between St.
Maarten and Miami (Autoriteit Consument & Markt,
2020b).

A.1.5 Environmental

Weather

Situated in the Caribbean, St Eustatius has a tropical
climate with a rainy season from June to November.
The area is prone to hurricanes, and with the increase
in global temperatures, the number of such weather
events is expected to rise (Vosper et al., 2020). In 2017,
the island suffered damage from significant hurricanes,
including Irma and Maria, which occurred within two
weeks of each other (Koek & Mensche, 2017). The hur-
ricanes caused harm to houses, the environment, and
vital infrastructure, which includes the island’s electric-
ity and water supply systems.

Environmental management

The natural environment of the island plays a vital role
in attracting tourists. Therefore, there is a strong em-
phasis on preserving the environment. The local gov-
ernment designates considerable portions of the island
as natural reserves (Schoenmaeckers, 2011). Further-
more, protected marine parks cover a significant area of
the seabed and waters above, where fishing activities
are strictly prohibited (McClellan, 2009). These pro-
tected areas undergo continuous monitoring and man-
agement by STENAPA, the nature park organization
responsible for the island. STENAPA is accountable for
the maintenance of hiking trails and mooring lines. Fur-
thermore, they have the power to impose sanctions in
the event of violations.
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Sustainability practice

Since 2016, the St. Eustatius Energy Company (STUCO)
has been running a solar installation to partially sup-
ply the island with green energy (Schelleman & van
Weijsten, 2016). This solar facility has a Lithium-ion
storage system, which enables it to store excess energy
and compensate for fluctuations in demand. In opti-
mal weather conditions, the system produces enough
energy in the daytime to satisfy the island’s daytime en-
ergy requirements. Presently, this solar facility satisfies
approximately 33% of the island’s energy needs. The
remaining demand, is still reliant on diesel generators,
especially at night (CBS, 2022d). However, there have
been occasional problems with the system’s transition
from battery power to generator operation, resulting
in sporadic blackouts.

Despite St. Eustatius being located in a region suscep-
tible to severe weather conditions, the island places
a significant emphasis on sustainability and environ-
mental conservation. Preserving the island’s natural
beauty is considered a fundamental pillar for tourism,
and as such, the protection and sustainability of its nat-
ural resources are held in high regard.

A.1.6 Legal

Legal system

The legal system on the island is primarily based on
the pre-2010 system inherited from the former Nether-
lands Antilles and is gradually being adapted to Dutch
law (Peeters, n.d.). Residents of the island are constitu-
tionally entitled to vote in the Dutch House of Repre-
sentatives and the European Parliament (Montesquieu
Instituut, n.d.). St. Eustatius does not have its own lo-
cal court but shares a court system with the neighbour-
ing islands of Saba and Bonaire, which is located on
Bonaire itself. Cases requiring appeal to the Supreme
Court are dealt with in The Hague, Netherlands (De
Hoge Raad der Nederlanden, n.d.).

Environmental laws

While the environment bears significant importance
for St. Eustatius, major infrastructure projects are not
strictly obligated to conduct an Environmental Impact
Assessment (milieueffectrapport, MER) (Rijksoverheid,
2022). A MER is conducted to evaluate and compre-
hend the possible ecological consequences of a pro-
posed project or development. Nevertheless, the BES
islands, including St. Eustatius, often produce such re-
ports voluntarily either to comply with local legislation
or because they deem it vital to assess their projects’
potential impact on the local environment.

International trade

As part of the Netherlands, St. Eustatius is also consid-
ered part of the European Union (EU). It holds the sta-
tus of Overseas Countries and Territories (OCT) within
the EU. This classification provides St. Eustatius with
unrestricted admission to European markets and ex-
empts it from import or export fees (European Com-
mission, n.d.). Moreover, the island is eligible for EU
grants and can apply for funding from various EU
funds.

St. Eustatius functions within a legal framework that
is a complex combination of old Antillean laws, Dutch
legislation and European influences. While not all envi-
ronmental regulations are obligatory, the island regu-
larly voluntarily adheres to them, emphasising its com-
mitment to environmental protection.

A.2 Port

A.2.1 Political

Trade Barriers

There are no inherent trade restrictions that prohibit
St. Eustatius from doing business with other countries.
However, it is critical to note that the island is subject
to the regulations and sanctions imposed by the Euro-
pean Union (EU), which are consequently integrated
into Dutch national laws (Expertisecentrum Europees
Recht, n.d.). As a result, St. Eustatius is indirectly sub-
ject to these EU sanctions and trade policies. There-
fore, although no specific trade barriers may exist at
the local level, EU sanctions and legislation must be
complied with.

International relations

Efforts have been made to strengthen cooperation be-
tween the neighbouring islands, with a notable success
being the establishment of the Makana ferry service in
2021. The ferry operates regular routes connecting St.
Maarten, Saba, St. Eustatius and St. Kitts and Nevis sev-
eral times a week. By providing a substantially more in-
expensive alternative to air travel, the ferry service has
effectively reduced the cost of travel by more than half.
Consequently, the demand for this service has been
continuously rising. The Dutch government is currently
reviewing the budget for operating this service as the
trial period comes to an end (Slagt, 2023).

Another example of collaboration involves the Curaçao
Port Authority (CPA), which has made multiple at-
tempts to establish cooperation with the port of St. Eu-
statius. Unfortunately, these initiatives have encoun-
tered various obstacles. In 2006, CPA attempted to
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offer tugboat services and restructure the port orga-
nization by becoming a shareholder. However, their
efforts were hindered by the former owner of the oil
terminal who held the rights to provide tugboat ser-
vices (Voorkamp, 2022). A comparable endeavour was
undertaken in 2016, involving a similar proposal that
incorporated management expertise from CPA to as-
sist in the collaborative process. Despite the fact that
the hindrance posed by GTI’s tugboat service was no
longer a challenge (Voorkamp, 2022), the proposals
ultimately failed to come to fruition, potentially due
to the appointment of a government commissioner by
the Dutch state.

Infrastructure

The port infrastructure on St Eustatius is deteriorating
and underdeveloped. In particular, the RoRo dock has
suffered damage over time and is in need of mainte-
nance, mainly due to the sub-optimal slope of the ramp
(Kateman & Bos, 2010). While the pier remains in rea-
sonable condition, the limitations of the RoRo dock
are a cause for concern. It can only accommodate one
vessel at a time, leading to delays and instances of ves-
sels bypassing St Eustatius and having to return later
to avoid losing their slot in the next port (Oedjaghir et
al., 2022).

The access route to the port remains a pressing con-
cern due to the issues outlined in A.1.2: Cost of raw ma-
terials. The current route passes through the historic
Lower Town, which is not only home to many hotels
but is also targeted for future tourism development,
including plans for more hotels and attractions. Un-
fortunately, this route lacks sidewalks and in some sec-
tions, trucks are forced to drive on the opposite side
of the road to avoid obstacles (Kateman & Bos, 2010).
Potential alternative road solutions have been studied
by Kateman and Bos (2010), but none have yet been
implemented.

Various plans have been studied to meet the port’s ex-
pansion and improvement needs. van der Leer et al.
(2018) formulated a plan to future-proof the existing
harbour, which included strengthening the breakwa-
ter to improve hurricane resistance. These plans were
further detailed in Oedjaghir et al. (2022), which also
outlined the concreting of the storage yard for health
and safety reasons, with a budget allocated for this
purpose. In addition, a report by van Achteren (2022)
explored the design of a new port and evaluated po-
tential locations, building on the ideas presented by
Kateman and Bos (2010).

Service

The port currently provides limited services to incom-
ing vessels. Large cargo vessels have access to cargo
handlers responsible for loading, unloading and stock-
ing of containers. However, smaller recreational craft
do not have access to dedicated services and are not
permitted to berth at the quay. As a result, they have
to moor at designated lines off the coast and arrange
shuttle services. In addition, there are no fuel and wa-
ter facilities and provisioning is a challenge as food has
to be shuttled to the boats.

A.2.2 Economical
Ownership

The port of St Eustatius is owned by the municipality,
which places responsibility for its day-to-day opera-
tions in the hands of government commissioners. How-
ever, the intricacies of cargo handling within the port
are managed through outsourcing arrangements with
cargo handlers. These cargo handlers are responsible
for the critical tasks of loading and unloading ships
and ensuring the smooth flow of goods through the
port.

Notably, the oil terminal operating on the island is dis-
tinct from the port itself. The oil terminal is owned by a
foreign company and has changed hands several times
since it was first built four decades ago. This change
of ownership has occurred approximately every one
to two decades, often accompanied by a correspond-
ing change of name, as detailed in Table A.2. Over the
years, the terminal has been owned by several large
international companies with significant interests in
the oil trade.

Table A.2: Oil terminal ownership (U.S. Securities and
Exchange Commission, 2001)

Year Company name Owner
1982 Statia Terminals N.V. Netherlands Antilles Corp.
1984 Statia Terminals, Inc. CBI Industries, Inc.
1996 Statia Terminals, Inc. Praxair, Inc.
1996 Statia Terminals, Inc. Castle Harlan, Inc.
2005 Statia Oil Terminal NuStar Terminals N.V.
2019 GTI Statia Terminals N.V. Prostar Capital

Economic situation

The port of St Eustatius has recorded profits in the last
four years (Voorkamp, 2022). However, it’s important
to note that almost half of the port’s revenue is derived
from the GTI oil terminal. Excluding GTI revenues, the
port would have been operating at a deficit for the past
five years, with an estimated loss of almost one million
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US dollars in 2022. This heavy reliance on GTI’s con-
tributions underscores the port’s heavy dependence
on the oil terminal, and its viability largely depends
on this source of income. Without GTI’s support, the
port would likely require financial assistance from the
Dutch government to remain operational.

Investments

As the port is part of the municipality, all revenues gen-
erated go to the municipal budget without any alloca-
tion for future infrastructure investment. As a result,
there are insufficient funds available to make critical
improvements to enhance the efficiency and safety of
port operations. Relying on grants from the Dutch gov-
ernment becomes essential to finance these crucial in-
vestments. However, this heavy reliance on the Dutch
government creates challenges. The timing of securing
funding may not coincide with the port’s immediate
needs due to fluctuations in the political landscape.
This mismatch reduces the port’s chances of receiving
the necessary funding when it is most needed.

Connectivity

To measure the level of connectivity between nations,
UNCTAD, in partnership with MDS Transmodal, pub-
lishes the Liner Shipping Connectivity Index (LSCI)
(UNCTAD, 2021). This index measures a country’s de-
gree of integration into global shipping networks and
provides insight into its overall level of connectivity.
The LSCI is benchmarked against China’s connectivity
in the first quarter of 2006, which serves as a reference
point with a fixed value of 100. It is based on an assess-
ment of six critical factors, as detailed in The World
Bank (2023), which include:

• number of ships
• container-carrying capacity
• maximum vessel size
• number of services
• number of country pairs with a direct connection
• number of companies that deploy container

ships in a country’s ports

The LSCI value for the combined islands of Bonaire, St.
Eustatius and Saba has consistently hovered around
5, with a slight variance within the range of ±1. In
stark contrast, St. Maarten has a significantly higher
LSCI value of 10, with a variance of ±2. This substan-
tial disparity underscores the significantly lower level
of connectivity observed in the BES islands. Regret-
tably, the BES islands are among the 25 least connected
economies and territories in the world, and this situ-
ation has shown minimal signs of improvement over
the last 15 years (UNCTAD, 2021).

In conclusion, the port of St. Eustatius, while munici-

pally owned, heavily depends on the GTI oil terminal
for financial stability. This reliance, coupled with lim-
ited funds for infrastructure upgrades and low connec-
tivity levels, poses significant challenges. To thrive, the
port must diversify its revenue sources, secure fund-
ing for essential improvements, and enhance its global
shipping network connectivity. These steps are essen-
tial for its long-term viability and regional economic
impact.

Cost of raw materials

Due to the limited availability of goods and raw mate-
rials on the island, the majority of raw materials have
to be imported (Spies et al., 2015). The port of St. Eu-
statius, which is not specifically designed for bulk cargo
handling, presents difficulties in the management of
these raw materials. The lack of cranes necessitates
the use of bulldozers to unload ships carrying sand and
gravel. In addition, there is insufficient space in the
yard for the storage of raw materials, which means that
all bulk cargo has to be transported immediately upon
arrival to their respective customers (Kateman & Bos,
2010).

As a result, when a ship arrives, bulldozers directly load
the goods onto trucks, which are then transported im-
mediately to the buyer’s designated location. This op-
erational procedure results in a continuous stream of
trucks passing through the lower part of the city, which
is also the most touristy part (Kateman & Bos, 2010).
This activity can continue throughout the day and in
some cases over the weekend, creating a dangerous
situation in the most tourist-oriented part of the city.
This is particularly worrying given the lack of sidewalks
to protect pedestrians and the relatively high speeds
at which the lorries travel.

A.2.3 Social

Employment

As mentioned in the social aspect of the island (sec-
tion A.1.3), GTI is one of the largest employers on the
island. They primarily oversee their own operations,
using the port only for cargo handling and crew disem-
barkation from the tugboat. The Port of St Eustatius
itself is quite small, with only seven staff (Table A.3)
directly responsible for daily operations. Addition-
ally, there is a shared security team with the airport,
with roughly 20% of the 32 employees working at the
port (Voorkamp, 2022). Furthermore, external entities,
known as "agents," are responsible for the stevedoring
operations of ships, managing the entire loading and
unloading processes.
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Table A.3: Port staff (Kateman & Bos, 2010)

Function staff
General manager 1
Administration 2
Port operations 2
Boat crew 2
Security 7

Health and safety

The GTI oil terminal claims to have had no incidents
or accidents and to be in full compliance with all laws
and regulations (GTI Statia, n.d.). However, it should
be noted that the current configuration of the port, par-
ticularly the unpaved storage yard, presents several
safety issues. An incident involving a tipped container
was partly attributed to the uneven and unpaved sur-
face of the storage area. This incident highlights the
importance of surfacing this area to prevent accidents.
In addition, the lack of proper surfacing contributes
to health concerns as it allows dust to be stirred up by
both wind and operating machinery, potentially affect-
ing lung health through airborne particles.

Another issue arises with the mixing of cargo and pas-
senger traffic. The port serves as the only point of en-
try for cargo to the island and is also primarily used by
the ferry and the local dive centre for passenger em-
barkation and disembarkation. This situation results
in passengers having to navigate through active con-
tainer handling operations involving cranes and trucks,
creating potential safety hazards. As a result, cargo op-
erators have to be extra cautious due to the presence
of passengers on the quay who may lack the necessary
knowledge and safety equipment. In addition, this ar-
rangement is inconvenient for the dive centre’s guests,
who need to be aware of cargo movements during their
experience.

A.2.4 Technological
Information technology

The majority of systems used in the port still rely on
analogue methods and paper records to record cargo
and passenger transactions. This reliance on manual
processes is partly due to the lack of familiarity of some
staff with digital systems. As a result, there is no active
digital record of the annual container volumes arriv-
ing on the island. Discussions with the harbour mas-
ter revealed that each previous harbour master had
developed their own method of monitoring cargo vol-
umes, but these methods were not digitised or passed
on to their successors (J. van Nek, personal conversa-
tion, August 1, 2023). As a result, there is no historical
digital record of cargo volumes. The current harbour

master has implemented a simple digital system to
track cargo flows, which addresses this issue to some
extent.

Innovation in the port

Much of the machinery at the port is displaying signs
of wear and tear. This can be attributed to both the age
of the machinery and the corrosive effects of the harsh
sea environment. Additionally, the forklifts utilised by
the agents have also undergone significant wear and
tear, mainly due to their frequent use in the storage
yard. The truck used for moving the container chassis
is also moderately aged. Furthermore, the port author-
ity has recently obtained a new terminal tractor which
has been scarcely used thus far. The handling agents
responsible for loading and unloading have their own
vehicles and appear unwilling to pay for the use of the
new tractor.

The use of chassis to move containers within the yard
and to the quay is considered inefficient due to the
space required for both the vessels and the yard. While
container unloading is generally a quick process, bulk
handling is a time-consuming challenge. For example,
unloading bulk materials such as sand using a load-
ing shovel can be lengthy, especially as only one such
shovel is available. Similarly, using forklifts to move
individual pallets results in a slower unloading process,
worsened by the fact that there are only two forklifts
in operation. This is in contrast to container unloading,
which can accommodate a large number of pallets and
is therefore more efficient.

The port continues to operate in a relatively simple
manner, lacking advanced digital systems to stream-
line ship loading and unloading operations. In addi-
tion, the equipment used for these operations is out-
dated and the use of chassis for container handling is
relatively inefficient.

A.2.5 Environmental
Environmental Management

Despite St. Eustatius’ careful preservation of its natural
marine environment, a special area where oil tankers
anchor near the oil terminal does not enjoy the same
level of coral protection. In this area, ships are al-
lowed to drop anchor freely. However, corals are still
present in these areas and are vulnerable to damage
from the anchor and its chain. The process of dragging
the anchor across the seabed can result in coral break-
age, damage to the reef structure and sedimentation
(White et al., 2007).

This type of damage has several negative effects on
corals, ultimately leading to their slow destruction or
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impaired ability to regenerate. For instance, broken
coral is more susceptible to disease, increasing the
likelihood of mortality. Structural damage to the reef
reduces biodiversity by providing fewer habitats for
organisms. In addition, sedimentation reduces the
amount of sunlight reaching the seabed, hindering
coral growth and making them more susceptible to
disease (White et al., 2007).

Weather

Both the port and the oil terminal on St Eustatius are
on the lee side of the island, which means they are
normally sheltered from strong winds. However, once
or twice a month a weather phenomenon known as
’brown seas’ occurs. This phenomenon creates signifi-
cant swell and high waves, making it almost impossible
to use the harbour (Kateman & Bos, 2010). Brown seas
can last up to a week, although they are usually limited
to a day or two. During periods of brown seas, the port
is largely closed, with exceptions made when necessary
for essential shipping needs.

In addition, the prevailing south-westerly swell creates
large rolling waves that can be uncomfortable for visit-
ing yachts. This unfavourable wave pattern creates an
unpleasant experience for those on board and discour-
ages yachts from choosing St. Eustatius as a destina-
tion. As a result, even when yachts do visit the island,
their stay is usually short (Harterink, 2023).

The environment of the island is of great importance
due to its role as a major tourist attraction. However,
environmental concerns arise from the anchoring of
oil tankers in unprotected areas, which poses a threat
to the marine ecosystem. Additionally, natural condi-
tions, such as high waves caused by swells, periodically
render the port unsuitable for cargo activities. These
conditions also generate unfavourable circumstances
for yachts, leading to an unpleasant experience for pas-
sengers.

A.2.6 Legal
Institutional

The port of St. Eustatius operates under the jurisdiction
of the Wet maritime beheer BES, which is in place to
safeguard the waters, given their significant economic
importance to the island. Since April 2015, I&W has
been responsible for the management of the waters
around the BES islands. Permitting, monitoring and
enforcement of environmental regulations, including
those relating to the oil terminal, is the responsibility
of Rijkswaterstaat (van Bets et al., 2016). However, the
port authority on St. Eustatius has limited control over
maritime traffic around the island, and there is inade-
quate oversight on pilotage by the oil terminal, leaving
the quality and quantity of these services unregulated
(ter Haar & Hagoort, 2021). The oil terminal holds full
responsibility for pilotage, and the Ministry of I&W
lacks direct oversight over these operations. As a result,
ter Haar and Hagoort (2021) considers the laws govern-
ing pilotage (Loodsenwet BES) to be outdated.

Environmental

In addition to the damage caused to the reefs by oil
tankers, there are inherent risks in the operation of the
oil terminal. While these operations pose safety and
environmental risks, there is little oversight by the pub-
lic entity of St. Eustatius (ter Haar & Hagoort, 2021).
The terminal is granted considerable autonomy in its
activities without effective monitoring or control by
the port authority. For example, pilotage services are
largely self-regulated with limited supervision and in-
put by the port authority.

The island heavily depends on the oil terminal. Al-
though legislation pertaining to the terminal has been
transferred to the Dutch Department of I&W and Ri-
jkswaterstaat, insufficient tools and resources exist to
effectively monitor it. Therefore, the terminal operates
with limited supervision and oversight.
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Appendix B

Interview Johnny van Nek

Interview with Johnny van Nek, Harbour Master St. Eustatius, conducted on 01-08-23. (Transcription removed for
privacy reasons)
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Appendix C

Interview Mike Harterink

Interview with Mike Harterink, owner of local dive centre Scubaqua St. Eustatius, conducted on 08-08-23. (Tran-
scription removed for privacy reasons)
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Appendix D

Interview Vishal Oedjaghir

Interview with Vishal Oedjaghir, Commercial manager transport Public Entity of St. Eustatius, conducted on
09-08-23. (Transcription removed for privacy reasons)
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Appendix E

Interview Nicole Johnson & Zelda
Meeuwsen

Nicole Johnson (Senior Policy Advisor Public Entity Saba) and Zelda Meeuwsen (Coordinator Harbor Project Public
Entity Saba), conducted on 17-08-23. (Transcription removed for privacy reasons)
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