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The task of 21st century cities is to leave 
behind the port view of the 20th century and 
look at city-port relations in the 21st century 
in a radically different way. All cities in the 
world face similar problems and the key is to 
develop territorial solutions.

Jorge Sharp

Introduction

Port of the Future (Port del Futur) is a reflection on one of the most 
important and complex areas of the economy and territory, that of 
waterfronts and port infrastructures. Ports are functionally the nodes 
of international exchange and trade networks. They are the points 
through which the production and consumption system is connected 
to other transoceanic territories. Spatially, they have been the main 
points of contact between society and the sea. They form a protective 
space to facilitate this relationship, facilitate the activities of seafarers 
and serve as a gateway for people, innovations and knowledge.

In light of the above, a consideration on the topic of ports must be 
based on a broad context in order to understand the duality that 
prevails in port systems as points of contact between global and local 
realities. This dual reality is the main element of tensions in this system. 
Currently, ports mainly operate as free zones that do not require 
uniform regulations to maintain their competitiveness and the flow of 
traffic in world trade. However, their operation is associated with high 
pressure on the territory, with negative impacts such as pollution, 
traffic congestion or artificial land use.
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In addition to the inherent conditions of port activity, the current 
situation of fragile equilibrium in the global context brings with it other 
variables that mark the present as the right time to open a dialogue 
for joint reflection on alternatives. The climate crisis and the difficulty 
in predicting changes in global dynamics affect the planning of major 
infrastructures, including transport. As we have seen in other contexts 
with the halting of road building in Wales or the debate around the 
expansion of Heathrow Airport, the future viability of major infrastruc-
ture developments is being questioned and requires a comprehensive 
and complex consideration, which this project seeks to provide.

The main objective of the work is to study the approaches and 
alternatives to create a port that reconciles local interests with the 
profitability of its commercial and logistical activity at the service 
of the economy rooted in its surroundings. Our starting point is to 
define proposals that reconcile the development of the port with the 
principles of general and public interest. This means that we need to 
look for alternatives that ensure its redistributive potential, the model’s 
ability to be equitable and, of course, its responsibility towards the 
environment and the people who inhabit it.

Port of the Future arose in the context of the debate on the deve-
lopment of the Port of Valencia and the conflict over the proposed 
extension of the northern terminal. Beyond this specific conflict, the 
lack of a shared vision for the future has become evident, making 
dialogue between the parties and the elaboration of mutually agreed 
solutions difficult.

We want to create a framework that allows us to have a constructive 
conversation, to develop consensus and shared visions with the diffe-
rent actors of the city-port-territory ecosystem. ●
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The definition of the fifteen core ideas has been approached with 
an exploratory perspective supported by academic research and 
semi-structured interviews with nine leading figures in management 
and research on port infrastructures and city-port relations. The 
academic research has been designed as a documentary review of 
specialised literature defining the main challenges and current trends 
in port realities. Semi-structured interviews have been used to qualita-
tively deepen these challenges and trends.

As a general structure, four blocks of conversation have been desig-
ned with each of the testimonies (interviewees): (1) the challenges and 
current situation of the ports, (2) the actions or proposals that are 
currently being implemented, (3) the wishes for the future and (4) a 
final summary of the main ideas. You can read the documentation of 
the individual interviews in the “Experts” section of the website www.
portdelfutur.info.

The results obtained were combined to create the fifteen main ideas 
for the overall work of Port of the future, illustrating the ideas for each 
of the areas with the quotes from the interviews that support them. ●

Methodology
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Shipping is still the most economical, 
reliable and least energy-intensive way 
to transport goods over long distances [1] 
It is the backbone of global trade and 
production chains. More than four-fifths 
of global logistics volume is transported 
by sea. Consequently, the proper func-
tioning of port infrastructure facilitates 
investment in industry and logistics by 
enabling job creation and promoting 
prosperity.

 “ Ports are roughly the same as they 
have always been. Technology has 
changed to make [sea transport] more 
efficient and more accurate, but the 
idea is still the same. 
Fredrik Lindstål

At the same time, the main activity 
underpinning the economic model 
of ports today is the attraction and 
concentration of this maritime traffic 
and the various related activities. This 
need to concentrate and sustain traffic 
is challenging as the current operational 
and infrastructure system has detrimental 
sustainability implications that may ulti-
mately challenge its viability in the future.

The challenge for port activity is to 
develop alternatives that reduce 
these impacts while ensuring reduced 
emissions and effects in the ecosystem. 
In areas where the density of hard 
infrastructure is already high, the focus 
is shifting from massive investment in 
new hard infrastructure to making the 
best use of what exists. Reducing the 
construction of new infrastructure and 
buildings (which currently account for 
38% of carbon emissions [2] ) is critical to 
achieving the goal of zero emissions.

 “ [Ports] should push themselves to 
innovate and not blame technology. 
Plan for what you hope to do in the 
future, not just in 2040, but in the near 
future: work together with the munici-
pality, but also from a national point of 
view, and with the EU.
Fredrik Lindstål

This optimised use must be based on 
the implementation of technological 
upgrades and management impro-
vements, which must be carried out 
through operational coordination at all 
levels. Two lines of work related to this 
are the digitalisation and automation 
of port activities, which are key tools to 
improve the efficiency of the current 
infrastructure. In this case, digitalisation 
and improved management reduce the 
queues of vessels waiting to dock, while 
also reducing pollutant emissions. The 
automation of the terminals improves 
the use of the available docks and allows 
activity to be maintained without creating 

I Optimising the use of 
port infrastructure

We promote the maximum use of existing 
infrastructures in the city-port-territory 
ecosystem and the optimisation of com-
mercial activities through technological 
and managerial improvements while 
reducing the environmental footprint.

1 Source: The World 
Bank (2021). The 
Container Port 
Performance Index 
2020: A Comparable 
Assessment of 
Container Port 
Performance. 
Washington, DC: World 
Bank.

2 UN Environment and 
International Energy 
Agency (2017). Towards 
a zero-emission, 
efficient, and 
resilient buildings and 
construction sector. 
Global Status Report 
2017.

SHIPPING AND ECONOMIC DEVELOPMENT
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new infrastructure.

In short, taking into account the existing 
infrastructure density and the need to 
prioritise sustainability, it is advisable 
to moderate the horizontal expansion 
of port infrastructures and commit to 
making the most of existing infrastruc-
tures by using digitalisation, improved 
management and coordination at metro-
politan, regional, state and European 
levels and avoiding destructive competi-
tion between ports.

Key actions

 ● Include netzero alternatives in 
expansion and investment proposals

 ● Maximise productivity rates by dock 
and berth

 ● Promote coordination between port 
systems to optimise joint efficiency

 ● Design digitisation and open source 
strategies



SHIPPING AND ECONOMIC DEVELOPMENTCORE IDEAS27

II A port at the service of 
the local and regional 
economy

The port infrastructure should focus on 
logistical activities serving the regional 
production and distribution economy 
and allow for compatible economic uses.

Population stagnation in Europe, a 
growing preference for local con-
sumption, reindustrialisation policies, 
self-production technologies such 
as 3D printing and greater ecological 
awareness –what is generally referred to 
as the “regionalisation of globalisation”– 
have made moderate growth forecasts 
for seaborne trade in the European 
Mediterranean in the coming decades, 
even though it is likely to increase world-
wide. This process makes it necessary 
to define the role of port infrastructures 
in relation to their local and regional 
context.

In parallel with the recognition of the 
ecological value of coastlines and their 
importance for health, their economic 
potential has been discovered, linked 
to the possibility of accommodating 
complementary uses alongside purely 
logistical ones, ensuring that the needs 
of the environment in which they are 
embedded are better met. Moreover, we 
must not forget that the main function 
of port infrastructures is to serve the 
population in order to satisfy their basic 
needs as a priority.

 “ Seaport operations and 

infrastructure have a fundamental 
role to play in providing for and 
reproducing the lives of people and 
communities. The port needs to be 
looked at from the perspective of 
people. This does not mean that port 
activity is not an extremely funda-
mental activity for the economy and 
economic development in general, as 
well as for global economic exchange 
–but it is not only that. 
Jorge Sharp

 “ You have to find realistically what 
your strengths are to be able to host 
a wide variety of activities and work 
within a dense urban setting.
Diane Oshima

 “ While there had been an interest 
in turning the waterfront into urban 
uses, there was also a concern that we 
would abandon maritime uses altoge-
ther and that this voter measure said 
you must give first priority to maritime 
uses. But then, if you give first priority 
to maritime uses, you can look to see 
what other kinds of compatible uses 
would be acceptable.
Diane Oshima

Special care must be taken with integra-
ted city-port-territory systems. These 
have a high ecological, urban and human 
value and the negative externalities 
of commercial activities have an even 
greater negative impact on them. There is 
a need to balance commercial activities 
that serve the metropolitan and regional 
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economy with respect for human life and 
the ecosystem.

The port of the future will have to 
abandon trading activities that can be 
easily relocated, such as the exchange 
of containers from ship to ship without 
leaving the port. Instead, it will have to 
focus on trade activities that serve the 
regional manufacturing and distribution 
industries. At the same time, ports must 
use their ability to attract diverse and 
complementary activities to become a 
spatial asset in these densely populated 
systems.

 “ Ports create a lot of jobs in different 
sectors. One trend we are seeing is 
the growth of logistics centers and 
logistical parks in indirect proximity to 
the port.
Fredrik Lindstål

 “ Cities, especially cities in develo-
ping countries, might make a better 
bargain with their [port] assets. […] 
In exchange for access to labor or 
some other asset, might require an 
offset investment in something else 
the city needs, like transit, housing, or 
a special industry. That give and take 
might be productive for many cities. 
Keller Easterling

Finally, the performance of port 
infrastructure for the local and regional 
economy must also include economic 
compensation for the negative exter-
nalities that cities generate. Using the 
margins from port activity to boost the 
local economy is key to deepening the 
redistributive and value-adding capacity 
of the port.

Key actions

 ● Design programmes for economic 
activities and compatible sectors.

 ● Facilitate administrative processes 
for the implementation of new activities.

 ● Densify with industrial, technical and 
innovative economic activities rooted in 
the region.

 ● Evaluate the benefits generated by 
the port activity by defining a system of 
compensation in the area.
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III An asset of social and 
economic progress

Many of the world’s most prosperous 
cities are coastal and port cities that 
have benefited from their geographical 
advantages by providing space for the 
import of products, innovations, people 
and ideas. Today, 205 million Europeans, 
41% of the EU population, live near the 
sea.  [3]

Port cities are traditionally dynamic and 
creative places. They need to harness 
their innovation potential to develop new 
ideas and projects that protect them 
and other areas from rising sea levels 
and storms. They must also be able to 
reinvent themselves and rethink their 
economic functions and policies in order 
to remain hubs of prosperity and benefit 
from their status as open and innovative 
ecosystems that redefine what it means 
to be a port city today.

 “ It’s interesting to take a look at our 
models of progress. One specific 

project we are tackling as a society 
has to do with creating innovation 
ecosystems. How can we create 
spaces in a port, for example, that 
don’t assume that our ideas about that 
infrastructure are stable over time, but 
allow for gaps where the infrastructure 
is constantly reinventing itself. That’s 
why I think conversations about gaps 
as space for future possibilities are 
necessary. […] Attract people to think 
from different angles about what 
globalization means, transportation, 
maritime, our relationship with the rest 
of the world, the gateway to these 
global conversations, the movement 
of ideas, the mobility of bodies, etc., 
and then just creating a little internal 
engine that also needs external ones, 
where reinventing yourself as infras-
tructure, as a city, becomes possible.
Gabriella Gómez-Mont

We need to anticipate the possible eco-
nomic and social changes of the future 
- such as the increase in local production 
or the possible disruption of the Arctic 
route - while facilitating the adaptation 
of infrastructures without compromising 
environmental and territorial assets. The 
immediate benefits should never outwei-
gh the long-term costs.

The resilience of the model will be based 
on the ability to adapt infrastructures 
and their institutions in a creative and 
collective way. Therefore, the economic 
functions of infrastructures must also 
be democratised, involving diverse 

3 Source: Eurostat (2011) 
Eurostat Regional 
Yearbook 2011. Coastal 
Regions, 13, http://www.
efta.int/eea/eu-pro-
grammes/marco-polo. 
Brussels, Luxembourg: 
Publications Office of 
the European Union.

Port spaces need to be rethought to 
remain active assets of progress. While 
maintaining their basic characteristics 
as open spaces of exchange, they need 
to be able to adapt to future changes 
in supply and demand. Therefore, their 
priorities need to be established with the 
involvement of different representative 
voices.
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representative perspectives to ensure 
their services to the economy and the 
city.

If the port of the future is to become 
an asset of prosperity, it must define its 
economic function in a participatory way 
by building alliances between the diffe-
rent actors of the port ecosystem. This 
includes the inclusion of different and 
complementary perspectives, such as the 
blue economy or the circular economy. 
Incorporating other perspectives into the 
ecosystem is one way to accommodate 
multiple functions that enhance and 
bring greater benefits to the port city.

 “ Given the particularities of our 
moment, with the danger of climate 
change, there needs to be a lot of 
thinking around how ports can be 
involved in the processes of recycling, 
repurposing, reusing.
Laleh Khalili

 “ These hybrid multifunctional solu-
tions present ways to cross-subsidize 
the infrastructure. Because you can 
let the real estate piece help pay off 
a piece of the infrastructure. So there 
are many benefits, not just in terms of 
fitting it into the city, but also having 
multifunctional uses, around-the-clock 
activity, and being able to cross-sub-
sidize the infrastructure. 
Stefan Al

Key actions

 ● Create a culture of policy evaluation 
with a triple impact perspective (social, 
economic and environmental).

 ● Integrate economic and social cost-
benefit analysis into planning processes.

 ● Evaluate alternatives from a citizen 
science perspective.
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IV Expanding the 
possibilities for quality 
employment and 
personal development

All thriving cities have one thing in com-
mon: they offer people the opportunity 
to work together. There is no successful 
city that does not allow people to thrive 
within it. The most prosperous cities 
house people with different skills and 
knowledge and offer those who start with 
less the opportunity to end with more. 

At the same time, improving the quality 
of life has become necessary to create 
quality jobs. There is an increasing link 
between the factors that promote this 
quality of life (air quality, health system, 
education, public space, mobility, culture, 
opportunities for socialisation) and 
the possibilities to attract, create and 
consolidate jobs, which depend on the 
ability of an economic system to integra-
te knowledge and regulate effectively. 
We define quality work as safe, healthy, 
respectful work activities with those who 
do them and enabling their personal 
development.

Labour in the logistics and port sector, 
which is highly dependent on external 
demand factors, is also affected by 
automation that increases productivity 
per worker. Recent waves of European 
deregulation have worsened the quality 
of port workers’ labour conditions.

 “ Within Europe, the biggest threats 
to dockers in the past 10-20 years 
have come from states and from the 
European government, rather than 
from employers. 
Katy Fox-Hodess

It is important to improve the quality and 
opportunities of port workers, but also of 
all those who are part of the distribution 
chain, such as seafarers, truck drivers or 
workers in the storage areas.

This should mean consolidating existing 
quality jobs by extending decent work 
opportunities to the entire port com-
munity. Since the port is an asset for 
prosperity and wealth, the remuneration 
of the professionals who work there 
should be proportional to the economic 
return they themselves generate through 
the port.

 “ A really important theme that I 
think is often not examined is thinking 
about labor holistically at a port, not 
just in terms of the dock workers, but 
in terms of all of the workers who are 

The city-port region ecosystem needs 
to consolidate existing jobs, provide new 
employment opportunities, improve the 
situation of workers in the port commu-
nity with worse conditions and ensure 
the overall quality of life as an asset for 
job creation.
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dealing with the cargo, especially the 
truckers and warehouse workers, who 
often are immigrants or racialized, and 
would have very poor conditions. 
Katy Fox-Hodess

 “ The port authority must have 
decent working conditions and 
salaries for workers proportional to the 
economic movement they generate [...] 
without producing a caste of workers 
far from the reality of the city and the 
labor world. 
Jorge Sharp

Infrastructure planning and investment 
with a high opportunity cost of public 
funds should be the result of a rigorous 
impact analysis. This analysis should 
measure not only the direct financial 
return but also the ability to create 
quality jobs.

 “ There is a chance to make every-
body much more aware of the real 
cost of these global trading networks. 
What are they costing your treasury, 
or what are they costing in terms of 
jobs.
Keller Easterling

The creation of employment opportu-
nities must not compromise the quality 
of life of the people in this environment, 
which is necessary for the full develo-
pment of citizens. If the quality of life is 
compromised, this will ultimately lead 
to a reduction in equal long-term pro-
fessional opportunities. Understanding 
the port as a welfare factor (idea 12) is 
also key to the economic success of the 
city-port-territory ecosystem.

Key actions

 ● Assess the quality and quantity of 
jobs potentially created and include 
them in cost-benefit analyses.

 ● Take into account the impact on the 
whole port community in assessments 
and forecasts of job creation through 
port infrastructure.

 ● Facilitate the organisation of workers 
in trade union structures and the 
mechanisms of dialogue with them.
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V Committing to gender 
equality and the dignity 
of port work

There is growing evidence of the 
positive impact of gender equality on 
environmental, social and economic 
sustainability. It has been shown that 
a greater proportion of resources are 
invested in social spending and corrup-
tion is reduced when women have a 
voice and participate in public adminis-
tration. Companies with a proportional 
share of women in leadership positions 
have higher productivity. It is therefore 
important to achieve gender balance at 
all levels of work and especially in mana-
gement and decision-making positions.

Given these facts, we find ourselves in a 
port context where there are strong defi-
cits in the actual implementation of the 
principle of gender equality. In none of 
the main port authorities in Spain does a 
woman hold the chair or general mana-
gement. [4] In Barcelona and Valencia, 
25% and 30% of manager positions are 
women respectively, while in the port of 
Algeciras only 8% are women. Gender 
inequality has a high economic cost: it is 

estimated that if there were full equality, 
global GDP would grow by 26%. [5] 

 “ Dockworker unions are overwhel-
mingly men. So the Spanish Union, the 
English union and the Swedish union 
have made efforts to bring women in. 
In different ports, they might have 10 
or 15% women. So still very, very low. 
And in some ports, in some countries, 
it’s entirely male dominated. 
Katy Fox-Hodess

The participation of women in technical 
occupations has improved in recent 
years, due to better training and higher 
skill levels. Although in Spain they repre-
sent 28.13% of the workforce, globally 
they represent only 1.2%,[6] showing that 
participation is unequal from country to 
country. Gender barriers are still a reality 
in port ecosystems, as their removal is 
not a priority action of the competent 
authorities.

Strategies need to be developed to 
reduce gender inequalities at all levels 
of work in the city-port ecosystem. 
For example, harnessing the power of 
automation, while challenging to maintain 
employment, can be key to bringing 
more women into technical positions. 
In addition, strategies of visibility and 
specialised training should be deepened 
to promote advancement and inclusion, 
including in leadership positions.

4 As of March 2022, 
according to the 
organigrams of 
the following Port 
Authorities: Algeciras, 
Barcelona, Pasaia, 
Bilbao, Santander, 
Gijón, Balears, Coruña, 
València. 

5 Source: Madgavkar, 
A., Ellingrud, K. & 
Krishna, M. (2016). The 
economic benefits of 
gender parity. Stanford 
Social Innovation 
Review

6 Source: International 
Maritime Organisation 
(2022). Women in 
Maritime. Available 
online.

Gender equality must be ensured at all 
levels of port enterprises, the inclusion 
of women in decision-making processes 
and the improvement of conditions for 
essential work.
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 “ The more the job requires auto-
mation and higher skills, actually, the 
higher the possibility of women being 
able to engage in [port] jobs, [...] But 
on the other hand, the entry of women 
into the labour force often comes at 
the expense of massive reduction in 
the number of jobs in the first place. 
And also the removal of some catego-
ries of jobs altogether from operations.
Laleh Khalili

Apart from the high-tech occupations, 
the city-port-territory ecosystem 
requires that all work, regardless of skill 
level, is decent. Given the vital importan-
ce of issues such as utilities, energy and 
distribution, it is necessary to socially 
and conditionally value the essential 
occupations that were previously consi-
dered low-skilled.

 “ We really need to rethink what 
jobs we consider to be low-skilled. 
Because, as we have learned in the 
pandemic era, there are no low-skilled 
jobs, there are only low-paying jobs. 
[…] We need to think about re-educa-
tion for the public. And also a demand 
for an increase in the wages of those 
jobs that we consider low-skilled, 
which are actually only lower-paid. 
Laleh Khalili

The understanding of equality in the 
world of work must go beyond the gen-
der barrier to become intersectional. This 
means addressing structural inequalities 
in access to decent working conditions 
for people who are systematically vulne-
rable (e.g. because of their social class or 
religion). This point is a key challenge for 
the conceptualisation of ports as a pole 
of inclusive prosperity.

Key actions

 ● Promoting a gender-
sensitive assessment of 
potentially emerging jobs.

 ● Developing and 
implementing gender 
equality plans.

 ● Diversifying jobs and 
services.

 ● Improving conditions 
for occupations considered 
low-skilled.
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VI Developing the maritime 
innovation ecosystem

City-port spaces are places of creative 
destruction and experimentation, hubs 
for migrants and travellers, seafarers and 
the cultural diaspora, places of capital 
accumulation and circulation of common 
goods, centres for new social movements, 
socio-cultural entrepreneurship, commu-
nity initiatives, etc.

Understanding the port city as an 
ecosystem means that the actors 
involved should be able to reconcile 
economic and social values in an 
environmentally sustainable way. The 
economic actors located there have the 
opportunity to exchange and strengthen 
themselves while building a common 
vision.

 “ So how can we make sure that 
when something so crucial comes 
up that triggers a reinterpretation of 
the cityscape, we can simultaneously 
deal with all these parallel issues 
where talking about city positioning 
and competitiveness is no more or 
less important than talking about 
environmental issues, mobility issues, 

participation issues, cultural issues, 
civic participation issues, etc.?
Gabriella Gómez-Mont

Recent projects in port cities have 
sought to create innovation ecosystems 
in coastal areas, with programmes to 
accelerate blue economy businesses, use 
industrial heritage buildings, and create 
new infrastructure and regulations for 
experimentation and testing. Old ship-
yards would be transformed into training 
facilities, educational institutions would 
be located in the old docks, special 
measures for entrepreneurship and social 
innovation would be designed, spaces 
would be opened to the public, and 
social and cultural infrastructure would 
be created.

 “  Large operators are actually 
thinking in these terms [of new inno-
vation spaces] and see the synergy 
of sharing space with like-minded 
companies. It doesn’t just have to be 
[sharing a space in a] physical aspect, 
it can be about the intellectual aspect 
as well.
Fredrik Lindstål

The attractiveness of seashores grows 
with the coexistence of activities related 
to maritime transport with other uses 
and public facilities. The key lies in the 
possibility of cross-fertilisation and 
exchange between all these activities: 
traditional port activities and innovative 
and creative activities related to the blue 

To drive innovation, it is necessary to 
connect port agents with new activi-
ties, educational institutions, business 
support organisations and the avai-
lability of public spaces and cultural 
infrastructure.
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economy; the integration of educational 
and economic development facilities; 
and the availability of public spaces and 
cultural infrastructure. These are the 
ingredients to transform port areas into 
innovation districts that have the poten-
tial to reinvent and change.

Key actions

 ● Mapping of environmental actors 
with a focus on the quadruple helix: 
administration, science, businesses and 
citizens.

 ● Creating spaces for formal and 
informal dialogue and exchange between 
actors.

 ● Defining social, technological and 
economic innovation strategies at the 
level of the port district.
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VII Removing the barriers 
to an ecosystem of city, 
port and territory

The process of growth and heavy 
industrialisation in response to global 
trade networks has led to a disconnec-
tion between ports, cities and the areas 
in which they are located. Their develop-
ment is no longer symbiotic and has led 
to an unsustainable situation where both 
parts seem to have nothing to do with 
each other and are no longer connected.

However, the weight of port infrastructure 
today exerts pressure and externalities 
on cities and their surroundings, and has 
an impact on the hinterland that stret-
ches for miles from the coast. Therefore, 
restoring the relationship between the 
infrastructure and its surroundings is key 
to the sustainability of the infrastructure 
and the recognition of its responsibility 
for the environment.

 “ The port is a place connected to 
the interests of other countries with 
which it trades. And so it’s there and 
not there. The port attracts labor that 
may require new infrastructures in 
the center or periphery. Port logistics 
have also formatted all kinds of manu-
facturing and agricultural landscapes.
 Keller Easterling 

The main objective is to create a 
city-port ecosystem. This requires a 
comprehensive view of the strategy to 
reconcile economic, social and environ-
mental values and redefine the reality of 
the relationship between city and port. 
It is based on restoring the services of 
the port infrastructure to the hinterland, 
as a gateway to the sea and a link to 
other areas. It is an infrastructure that 
must serve the industrial and productive 
ecosystem as an input and output node. 
In the case of ports located in dense 
urban environments, serving the area 
also requires a more complex response.

 “ ‘Path dependency’ says that certain 
basic infrastructures are so powerful 
that they give cities a very specific 
direction, and that it is very difficult to 
get rid of that direction later. [...] What 
do I see as the challenge for large 
infrastructures? On the one hand, it’s 
exactly that –that they eat up other 
possible cities.
Gabriella Gómez-Mont 

The reality of the port must be more 
diverse and promote the city-port-te-
rritory ecosystem. In these cases, a key 
role is played by overlapping space as 
a space of connection and exchange, 
able to accommodate the diversity of 
realities (city, port and territory) of the 
ecosystem.

It is proposed to work with a diluted 
boundary that creates a wider and 
permeable environment where the 

We blur the boundaries to consider 
the space that connects the port with 
the territory as a living, changing and 
permeable space that manages to create 
enriching situations in each of the sides.
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relationship between both sides, as 
equals, takes place. This space of direct, 
physical relationship where the city-port 
ecosystem is territorialised is a space of 
mediation and recognition between the 
different interests and actors. A space to 
add functions and infrastructures which 
promotes cooperation between parties. 
A dynamic and complex system that is 
able to adapt and change according to 
the different situations and demands with 
which it interacts.

 “ The city port of the 21st century is 
an organically interconnected port. 
It is so strongly integrated that the 
barrier is not perceptible from either 
the port or the city. [...] It should 
not be forgotten that the ports are 
a public asset, namely the coastal 
boundaries, which are fundamental for 
the development of cities. The coastal 
border is populated not only by port 
activity, but also by scientific activities, 
sports, leisure and cultural activities, 
fishing bays, fishing terminals…
Jorge Sharp 

Key actions

 ● Work in the areas of port-urban 
integration with a broader strategy 
beyond planning, integrating the 
principles and tools of inclusive 
development.

 ● Claim and use obsolete port areas 
and infrastructures as spaces of port-
urban relationship.

 ● Facilitate the coexistence of port 
activities with urban and public uses in 
areas and times where this is possible.

 ● Consider the design of physical 
boundaries (e.g. walls or fences) that 
enable the visual relationship between 
the city and the port. Use materials and 
designs that are characteristic of the 
public space.
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VIII Introducing compatible 
uses for public access

 “ There is a way in which [the embe-
dding of the port in the city] can be 
monitored or that can be addressed. 
The Port of Rotterdam does that every 
time they create a breakwater. In order 
to create a harbor, in order to expand 
the port, beaches are created on that 
side of it. […] So much of it is actually 
accessible both by cycle, but also by 
ferries. 
Laleh Khalili

 “ If we want [the port] to be not secu-
ritized, then the ships that are coming 
into port have to be safe. And so you 
need a much stronger inspection 
regime for a municipally in order to 
ensure that the ships that are coming 
in are in better shape, you need to 
have [an active participation] in all of 
the processes of port planning: by the 
governance of a particular city or by 
the port management, for civil groups, 
neighborhood groups to be involved, 
but also small business groups to be 
involved in the planning around the 
ports.

Laleh Khalili

The transformation and development 
of the transitional spaces between port 
and city of the main port cities in the 
second half of the 20th century and 
the beginning of the 21st century is 
characterised by revitalisation processes. 
These are characterised by changing the 
use of obsolete port spaces according to 
private interest, as in most cases capital 
is needed for their development. This 
process has led to two models that can 
be found all over the world.

The first leads to a process of outsour-
cing with leisure and commercial uses, 
embodied in the model of festivalisation 
that characterises interventions such 
as the Port of Baltimore. The second is 
a hyperdevelopment process of large 
architectural projects, with intensive real 
estate development for residential or 
office use, such as Docklands in London 
or Southbank in Melbourne.

 “ Most of the time, when ports are 
involved in [waterfront] development, 
they tend to be constructed and 
governed by private firms, often the 
port management, which means that 
they can dictate who can come into 
the space of the marina or the port 
and who can not. […] And it ends up 
being like a shopping mall on the 
water.
Laleh Khalili 

 “ Large infrastructures can no longer 
be planned the way they used to be 

The connection with the city must be to 
find spaces where the port is also a city. 
It is therefore necessary to connect the 
port infrastructure with social and cultu-
ral infrastructure: uses must be created 
to connect citizens to the docks and the 
port in a real and symbolic way.
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planned. [They need to be] not mono-
lithic, understood from their dynamics, 
from a multiplicity of functions, for a 
world that is much less easily predic-
table than it was a decade ago. 
Gabriella Gómez-Mont

The challenge, then, is to understand 
the necessary transformation of port 
infrastructures as a relationship strategy 
with the immediate environment, focu-
sing on the general interest and reality 
of the port as a public good, and its 
commitment to multifunctionality. In this 
sense, the port infrastructure must be 
profoundly diversified to include other 
functions of the city, recognising its 
potential to become part of the social 
and cultural infrastructure of the area 
in which it is located. This overlapping 
of functions allows it to be flexible and 
increase the capacity of interaction 
between the port and the city, filling 
spaces while waiting to introduce other 
logistical, port or new activities resulting 
from unexpected changes. At the same 
time, it is a guarantee that the develo-
pment of the port will be balanced with 
the improvement of the quality of life in 
the maritime neighbourhoods.

 “ No one would have ever thought of 
walking along the waterfront, and peo-
ple would not have experienced the 
waterfront as a walkable area because 
it was seen only as an industrial was-
teland with many obsolete piers. But 
once there was [the Giants ballpark] 
that attracted so many people from 
so many different backgrounds to 
enjoy an American sport, it helped to 
democratize the waterfront in ways 
that few other uses could do. 
Diane Oshima 

The proposed overlap of compatible 
public access uses is related to the 
challenge that dense cities face to 
improve the efficiency of developed 
areas and avoid unnecessary expansions. 
The intensity of activities involved in 

this overlap also promotes the creation 
of synergies and innovations within 
the city-port ecosystem. The key is to 
promote compatible spatial and functio-
nal solutions that maximise public access 
to the coast through technology and 
improvements in port security.

 “ [In Stockholm] these massive port 
areas that used to be the old contai-
ner port are changing. Some hurdles 
that had to be overcome were to 
figure out which functions need to be 
there today, from a port perspective, 
and which functions need to be there 
tomorrow. […] We had to find a mix, for 
instance building offices to work as 
noise barriers to build housing behind 
them.
Fredrik Lindstål 

Key actions

 ● Create access points and public 
spaces along the harbour extension 
where people can reach the sea.

 ● Facilitate access to facilities through 
sustainable mobility mechanisms: more 
public transport lines and frequencies, 
better connections for pedestrians and 
bicycles.

 ● Design use plans and activities that 
include criteria for quality public and 
mixed use. This means creating the 
possibility for different things to happen, 
attractively and for all target groups.

 ● Introduce public facilities and cultural 
and social uses that bring residents 
closer to their daily lives.
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IX Giving new meaning 
to coastal ideas

 “ Some ports end up becoming 
really important destination ports and 
some become transit ports. [...] Hubs 
of transit, they do not necessarily 
generate sets of social relations that 
bind the ports very intimately to their 
own hinterlands, to their own cities, 
to their own regions. What they end 
up doing is actually, because they are 
outward looking, they act as a kind 
of a hub between different countries, 
between different [often] transnational 
spaces. 
Laleh Khalili 

Major commercial ports have prioritised 
transnational dynamics and the ser-
vicing of international trade networks, 
jeopardising society’s support for these 
infrastructures. This rupture of a collec-
tive narrative that no longer sees the 
port as an asset serving the territory is a 
weakness that threatens societal consent 
and the public investment needed to 
sustain port activities.

The process of territorialisation and con-
nectivity of the port infrastructure must 
be accompanied by the construction 
of a new history and social recognition 
to ensure its continuity in the future. In 

this sense, it is important to recognise 
the links between the fundamental 
symbols of the port’s history: the port as 
an element of exchange between one’s 
hometown and other worlds, and the 
link between land and sea. This cultural 
heritage needs to be understood in a 
dynamic way so that it can be redefined 
for the future. The proximity to water 
is a very powerful symbol that can tell 
broader stories that make it easier for 
new ideas to take root in an increasingly 
diverse society.

 “ The moment we have the possibility 
to activate an important symbol for 
the city, the more there is a multipli-
city of possibilities to belong to this 
symbol, to use this space. How do 
we come back to the need for these 
infrastructures to be antimonolithic, 
and somehow break the path depen-
dency in forms that are also civic, 
participatory and so on? 
Gabriella Gómez-Mont 

This aspiration is directly related to 
opening up and maximising public 
access to the harbour infrastructure, as 
activating the space and allowing it to be 
used by a greater number of people will 
facilitate the appropriation and resigni-
fication of the space both individually 
and collectively. Opening up provides the 
opportunity to develop the waterfront 
and harbour infrastructure as an educa-
tional environment that is transparent, 
accessible and dependent on the other 
parts of the ecosystem. In short, it is 

We are building a history of the future 
that connects us as a city to the port 
and the sea and honours the memory 
and identity of seafarers.
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about nurturing everyday relationships 
in port infrastructures and rooting them 
in the social and community fabric that 
surrounds them.

 “ People like to do things, they like to 
eat things, they like to play. And that’s 
what holds them in public access 
places - not just walking through and 
passively sitting. We have a beautiful 
vista [in San Francisco Bay], you 
can sit there, enjoy and take in the 
views. How you enrich the public’s 
use and experience of those public 
access spaces is something that every 
community needs to figure out. 
Diane Oshima 

 “ Public access doesn’t have to be 
continual, there can be breaks in 
places where you don’t have access to 
the shoreline, and you can still have a 
wonderful waterfront experience. It’s 
what you do with those public access 
spaces that will really make that 
experience.
Diane Oshima 

Key actions

 ● Restore and enhance the maritime 
and port identity of the surrounding 
towns and districts through the memory 
of work and daily life.

 ● Integrate collective and popular 
celebrations in the city-port spaces, 
such as parties or regular events that 
can add symbolic value to the space 
shared by the community.

 ● Refer to broad cross-cutting themes 
that can combine the contemporary with 
the traditional - such as gastronomy or 
music - and work to incorporate diversity 
in creative and active ways.
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X Living with water

The future of the city-port-territory 
ecosystem will fully depend on the 
impacts of climate change. Coastal areas 
are among those most exposed to the 
negative impacts of climate change: Sea 
level rise, salt intrusion, risk of flooding, 
storms and high water.

Ports also play a central role in this situa-
tion. On the one hand, they represent 
a change in the coastline that amplifies 
some of these risks, but they are also the 
frontier where solutions can be applied 
to protect urban communities and some 
of their key infrastructure from these 
risks.

 “ These three aspects - ecosystem 
impacts, erosion, and saltwater intru-
sion - are three of the consequences 
of coastal climate change. And ports 
amplify the natural dynamics of 
climate change on the coast.
Miriam García

 “ There are a number of city depart-
ments that are very engaged in sea 
level rise adaptation because they 
have assets that are at risk. There are 
also some other city agencies that 
are working together to develop a 
framework of principles to coordinate 
what are the assets that the city needs 
to upgrade and adapt. And now, we’re 
also getting into discussions with 
the businesses and private property 
owners to start educating them about 
investments that they’re going to have 
to plan for as well.
Diane Oshima 

To ensure adaptation to the upcoming 
changes, an approach of interdependent 
and solidary systems is required, where 
port infrastructure participates as part 
of the open socio-ecological system at 
the coastal zone. Adaptation measures to 
climate change must be designed taking 
into account all externalities and impacts 
of the ecosystem configuration.

 “ To assess the impact of change, 
we must consider these open envi-
ronments as open social-ecological 
systems. […] Without understanding 
these dynamics and the environment 
of this system, we will not be able to 
meet the challenges of adaptation. 
Miriam García 

The development of ports must also 
be influenced by this view, not only the 

Adapting to climate change requires a 
new approach to infrastructure: we need 
to move from control to coexistence 
with the dynamics of water. We need to 
activate resilience strategies and pay 
attention to slow variables in order to live 
with the change in river flows and sea 
level rise.
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adaptation of existing infrastructure. 
Any transformation project must be 
considered as part of the ecosystem to 
be resilient. This includes incorporating 
changes and projections of slow variables 
into the design process to assess climate 
change risks. For example, the ability to 
assess future changes in coastal drift and 
their long-term impacts, or the impact of 
rising sea levels on infrastructure.

In addition, the port of the future will 
require the adaptation of current tech-
nical solutions to incorporate less harsh 
ones that are based on nature and its 
regenerative capacity and inherently 
have greater adaptive potential.

 “ Methodologically, one of the criteria 
for resilience to the impacts of climate 
change is to consider the slow varia-
bles of climate change, i.e., gradual sea 
level rise, erosion, saltwater intrusion, 
or ecosystem degradation must be 
considered, for example, by 2045 
and by 2100. Any work that is not 
addressed in this way cannot be called 
resilient or adaptive because it does 
not consider the long-term impacts.
Miriam García 

 “ I think what’s interesting about 
these soft solutions, instead of hard 
solutions, is that it’s not binary. When 
you’re thinking about, for instance, a 
barricade or a dam –it’s either open 
or it’s closed. But [soft solutions] are 
very gradual. They can help attenuate 
the waves that kind of absorb some of 
the impact. And when they are being 
damaged, it’s not that they’re fully 
broken, the system is still alive, it’s a 
living system, and it will regenerate 
itself.
Stefan Al 

Key actions

 ● Have a coastal resilience plan 
that includes measures to adapt port 
infrastructure to climate change impacts.

 ● Assess the environmental and 
transformational impacts of ecosystems 
derived from port infrastructure over 
long time periods to include slow 
variables, e.g. in 2045 and 2100.

 ● Research and develop new 
biotechnological solutions for climate 
change adaptation. Collaborate between 
university, public sector and private 
sector to develop innovative solutions 
with positive impacts.
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XI Reducing the 
ecological footprint

Port infrastructure has an impact on 
climate change and the environment 
related to its activity and the emissions it 
generates. Maritime transport is currently 
responsible for 3% of global CO2 emis-
sions. [7]  In addition, port activity bundles 
other transport and activities that add 
to the impact, such as land transport 
connections by truck, internal logistics 
activities, etc.

Therefore, the port of the future must be 
geared towards the challenges of climate 
protection and decarbonisation of its 
activities, both in terms of infrastructure 
and the various transport systems that 
interact in the logistics sector. 

 “ The ships that are flags of con-
venience tend to dump a lot more 
pollution in the waters, tend to have 
much worse working conditions, tend 
to have much worse health and safety 
issues. And often, they also tend to 
be ships that are in worse shape. […] 
There needs to be both at the national 
level, but especially at the municipal 

level, a much harder line taken around 
regulation of flags of convenience and 
blacklisting of some flags or blac-
klisting of some shipowners in order 
for there to be a better enforcement 
mechanism.
Laleh Khalili 

The measures that need to be imple-
mented as part of decarbonisation are 
threefold: technological measures, such 
as innovations in materials or design 
conditions; the adoption of regulations 
to reduce the size or speed of ships and 
their impact on the port environment; 
and energy-related measures, to switch 
to green energy sources. In addition, 
international regulations are key to 
ensure that targets are set and met. 

 “ There’s been a lot of citizen interac-
tion and education in developing the 
[San Francisco Port] master plan goals 
and policies. […]  The port, our tenants, 
and our development partners are 
accountable to those goals and 
policies. And to the extent that the 
citizens have had so much involve-
ment, and influence on the plan, it also 
holds them accountable.
Diane Oshima 

The European ports ecosystem has 
already recognised this challenge. One 
of its goals is to decarbonise 90% of 
its ports by 2030 and proposes a tax 
on maritime transport depending on its 
emissions. However, we recognise that 
the port of the future must also aim to 

We advocate for the sustainability of 
logistics and transport and streng-
then our commitment to mitigating 
climate change. We decarbonise our 
own activities and activate strategies 
to accompany improvements in the 
environment.

7 Source: European 
Environment Agency 
(2020). 2019 Annual 
Report from the 
European Commission 
on CO2 Emissions from 
Maritime Transport. 
Brussels: European 
Commission.
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reduce emissions in its surroundings. For 
example, by developing a positive energy 
infrastructure that produces green km0 
energy at a scale sufficient to supply the 
surrounding area. Another improvement 
would be to promote intermodal rail 
and maritime transport to consolidate 
pan-European green logistics corridors.

 “ The ports of Stockholm will be 
carbon free by 2030 and emission 
free by 2040, completely. But we can 
do more. This is a mission that we can 
embark on together with the other 
ports of the Baltics. The real game is 
to look beyond your borders. And if 
you can have that. For instance, if you 
collaborate with the shipping industry 
for electrification and for a sustainable 
fleet [of your own], you can have a 
fully electrified fleet in the Baltics, 
quite a lot sooner.
Fredrik Lindstål

Key actions

 ● Promote the projects and 
infrastructure necessary for the energy 
transition in the ports, including the 
electrification of the ports and the 
generation of their own renewable 
energy.

 ● Ensure intermodal connectivity of 
ports with a clear commitment to rail as 
the most sustainable mode of transport.

 ● Identify new needs and 
infrastructures resulting from the 
application of new energy sources, also 
in terms of services for the logistics 
sector such as power lines or hydrogen 
tanks for trucks.
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XII Understanding the 
waterfront as a resource 
for health and wellbeing

The identified environmental impacts 
also have a direct impact on the 
health and well-being of individuals 
and groups living in close proximity 
to port infrastructure. The process 
for assessment, transparency and 
reporting of emissions has improved 
in recent years, but it has also become 
apparent that pollution levels in port 
environments are unsustainable and in 
many cases exceed the requirements for 
maintaining healthy levels. 

 “ The environmental impacts in 
ports is definitely something that 
dockworkers are very concerned 
about. Because the people who are 
most affected by the contamination 
that’s put out by idling ships or idling 
trucks are the workers of the port. 
[…] The rates of asthma and the rates 
of various cancers [is higher], the 
lifespan or the projected lifespan is 
much lower for dockers in Europe. 
Katy Fox-Hodess

 “ There are some interesting examples 
of coalitions between unions and 

environmentalists. The main one I 
would point you to is in the Port of LA 
Long Beach, the Blue-green Coalition, 
which was between the unions for the 
Dockers and the truck drivers with 
environmentalists, and they got some 
new regulations put into place there.
Katy Fox-Hodess

Our health and well-being are also 
influenced by the spatial conditions 
in which we live every day. The proximity 
of accessible public spaces and the 
quality of the natural environment are 
directly related to improved health and 
perceptions of comfort and quality of 
life. Port infrastructures, when part of a 
coastal frontage, play a crucial role in 
creating a territorial network of conti-
nuous and uninterrupted health benefits. 
Linking port infrastructure with green 
and blue infrastructure strategies impro-
ves ecological connectivity and thus the 
health of our ecosystems and the people 
who inhabit them.

 “ When we think of infrastructure, 
like gray infrastructure, it only has one 
purpose. So you think about a seawall, 
it can only block, or a concrete pipe 
can only move water. But if you have 
the green infrastructure solution, like 
a dune, it becomes much more than 
that. It becomes part of the landscape, 
it can become a public space that 
people can enjoy and walk through, 
it becomes an opportunity for ecosys-
tems to thrive.
Stefan Al

If we consider the coastal front as a 
public space in the city, it must be acces-
sible, inclusive and healthy. Therefore, its 
realisation must promote the reduction of 
health inequalities in its surroundings and 
ensure air quality, connection with the 
water and citizens’ ownership.



54 UNDERSTANDING THE WATERFRONT AS A RESOURCE FOR HEALTH AND WELLBEING

 “ The border between the ocean and 
land is extremely fertile for ecosys-
tems. So, if you turn that into the 
gray border, they have no chance of 
surviving, but if you turn it into a green 
edge, there’s lots of opportunity for 
different species to thrive.
Stefan Al

Promoting coastal ecosystem connecti-
vity, together with the decarbonisation 
measures already proposed, offers a 
range of positive benefits and externa-
lities to mitigate the impacts of ports on 
human health. Some of these are the 
quality of water and marine ecosystems, 
the conservation of biodiversity and, 
directly related to this, the improvement 
of the quality of life in the surrounding 
area.

 “ [In] New York, instead of concrete 
pavers, there are custom-built or cus-
tom-cast stones that are designed in 
such a way that they can accommoda-
te the oyster population. And oysters 
are wonderful for harbors because 
they clean the water. So they help 
purify the water and, at the same time, 
people in New York really love oysters 
to eat, so it stimulates the economy. 
And they use it as an educational tool. 
So school children, they go there and 
see how you know oysters are grown, 
and how they’re how they’re being 
harvested.
Stefan Al 

The relationship between the city and 
the port as a permeable, accessible and 
public boundary is an important tool for 
promoting healthy habits such as physi-
cal activity, culture and social interaction 
in the city. Therefore, the need to create 
fair, safe and diverse spaces that do not 
promote inequalities between population 
groups and to accommodate traditionally 
vulnerable groups must be taken into 
account.

Key actions

 ● Guarantee compliance with 
healthy emission levels and seek to 
reduce emissions until they disappear 
altogether.

 ● Complement and overlay port 
infrastructure with spaces that include 
vegetation and water cycle treatment.

 ● Assess existing health inequalities in 
cities, particularly in port areas, to take 
measures to reduce them in an equitable 
manner. For example, where there is a 
shortage of jobs in a particular sector 
of the population, create employment 
mechanisms under decent conditions for 
that sector; provide facilities and places 
where there is a shortage of healthy 
recreational spaces; etc.

 ● Create a network of public spaces 
that allow access and use in healthy 
ways - sports, play, cultural activities, and 
meetings. Keep these spaces in good 
condition, safe and accessible.
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XIII A port from 
the city

Ports are connecting nodes and 
demonstrate the tensions at work in the 
development processes of our society. 
As noted in the area of the territory and 
the city, development in recent decades 
has tended towards deterritorialisation, 
guided by servicing the global dynamics 
of production, trade and consumption. 
Moreover, the unbundling of their service 
in the host country is exacerbated by the 
tendency towards a corporatist manage-
ment model that bases decision-making 
processes on their service to the trans-
national economy.

 “ There is a kind of tyranny in global 
trade—demands for regimented, 
universally applied logistics and 
behaviors that can be oppressive.
Keller Easterling 

This situation means there is a loss of 
connection between the ports and their 
managing bodies with the territory and 
cities in which they are located. It is also 
impossible to guarantee the realisation 
of the sustainable development agenda, 
with which we must be able to reconcile 
the pursuit of growth with a comparable 

increase in comprehensive social and 
environmental benefits.

 “ The intentions about how you use 
this precious area, to balance the inte-
rests of the most number of people, 
particularly on waterfronts that are 
publicly owned, should be sought.
Diane Oshima 

 “ Public access to the shore is 
a principle that’s very important. 
However, in my time working in San 
Francisco, I’ve come to think that it’s 
not so much about physical outcomes 
necessarily, but it really gets down to 
people, and how people collaborate 
and come together to have functional 
conversations.
Diane Oshima 

There is a need for new management 
and planning models that effectively 
balance interests to ultimately promote 
the development of the port and its core 
service function in the host country. In 
this sense, the most successful models 
facilitate collaboration with the city and 
regional stakeholders, with more horizon-
tal governance models.

 “ Global capital [dictates] the terms 
in which infrastructures, whether it’s 
extractive infrastructures, or producti-
ve ones, or circulatory ones like ports, 
are located. And I think that is actually 
one of the more interesting spaces 
of struggle [...]. When we’re looking at 
a port, there has to be an enormous 

A governance model that approa-
ches, recognises and focuses on the 
city-port-territory interdependence is 
the first step in aligning the development 
of the port, the city and the territory and 
achieving the goals set.
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amount of say by the local authorities 
on the parameters in which global 
capital operates in that particular 
location.
Laleh Khalili 

The port of the future will have to update 
its management in order to be able to 
achieve the complex and multidimen-
sional objectives required of it. The goal 
is to maintain its status as a territorial 
asset that accompanies transition and 
adaptation to new realities. Therefore, 
its leadership must be strategic and its 
governance model must be defined in an 
open and mediating way.

 “ When the positions are not dia-
lectical but protective, confrontation 
occurs. What the study, analysis and 
development of the environmental 
impact assessment allows is dialectics, 
a mechanism to reach agreements. 
But if you anchor yourself in the idea 
that something doesn’t need to be 
done, the result is confrontation: it 
can’t grow.
Miriam García 

Key actions

 ● Amend the laws and legal framework 
of the ports to include the powers of 
municipalities and local governments in 
management and decision-making.

 ● Establish a common management 
framework harmonised with urban and 
territorial development criteria and 
prioritising the general interest. 
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XIV Open and transparent 
decision-making 
processes

As previously remarked, the intense 
diversification that the port of the future 
is aiming for and the densification of links 
with the host environment both require 
rethinking the governance and manage-
ment model of the infrastructure. One of 
the fundamental objectives of this model 
must be to create a framework for action 
that is coordinated with all the actors of 
the city-port ecosystem. This community 
must be understood as extending not 
only to port activities but also to the 
general public and stakeholders of 
the local and regional area in order to 
increase the representativeness of the 
infrastructure and the recognition of the 
various interests.

 “ We should not try to avoid public 
discussions about these points, but 
rather go deeper into them. We need 
to open [the conversations about 
infrastructure] up to public discussion 
and form equally active layers of 
experts and citizens to understand 
what the weak, tenuous, and even 

dangerous points are, and what we can 
do to work around them and develop 
other alternatives.
Gabriella Gómez-Mont 

 “ You have to have civic groups that 
are involved with the port itself so 
that they can decide, for example, in 
which direction do the roads go? What 
sorts of amenities are provided to the 
drivers or not? What sort of rules are 
there around these big trucks that are 
going to go through town, or the trains 
that are going to go through town? 
Laleh Khalili 

This approach is a commitment to the 
inclusion of social innovation processes 
as a complement to the expected 
technological innovations. Creativity and 
co-creation of responses deepens the 
resilience of the port of the future by 
incorporating scientific, technical and 
local knowledge into the decision-making 
process and thus the ability to respond 
to the uncertain and complex changes 
associated with climate change.

 “ I would instantly change the pro-
cess from kind of this single-focus, 
single-disciplinary kind of engineering, 
a hard approach to something that 
is multidisciplinary, multistakeholder, 
a collaborative approach that looks 
at the opportunity holistically. [...] It 
pays off to improve the process and 
to get various viewpoints, and see how 
this infrastructure could have more 
than one benefit, rather than this very 

Looking to the future and the desired 
governance model requires new 
guarantees and instruments. Opening 
democratic information and deci-
sion-making channels to a wider port 
community is one of the most important 
guarantees for good management and 
sustainable development.
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single focus, this narrow-minded way 
of building infrastructure.
Stefan Al 

To ensure the success of this change, 
it is essential to create an environment 
of trust and legitimacy in deliberative 
and decision-making processes. Ensure 
transparency, access to information and 
accountability as democratic principles 
and good governance. Finally, ensure 
that the design, implementation and 
evaluation processes that enable these 
interactions are defined in a way that 
allows creativity and innovation to flow 
into them.

 “ [The success of the participatory 
process] depends on what your 
setting is and on the sensibilities of 
the people in that setting, and how 
the government and the community 
construct a dialog that shares desires 
and meets the realities of fulfilling 
those desires and values. And that you 
[as a port] are on the ground floor of 
the discussions, so that you can build 
some trust and shared motivation to 
try and implement something that 
reflects what those shared values are.
Diane Oshima 

Key actions

 ● Complement the modification and 
administrative updating with the design 
and formalisation of the various advisory 
and consultative bodies involved in the 
design of the infrastructure.

 ● Ensure the principle of transparency 
and open data in port management.

 ● Provide the necessary resources 
for the participation and consultation 
processes and ensure that they are 
sustainable in relation to the economic 
activities carried out.

 ● Integrate monitoring and evaluation 
mechanisms to produce citizen audits 
that ensure continued interest in meeting 
the general interest.
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XV Innovating in port 
planning processes

The foreseeable obsolescence of many 
port infrastructures highlights the need 
to introduce participatory rather than 
rigid planning processes that incorpo-
rate complementary voices to those of 
logistics and engineering.

 “ Even if the institutions are not for-
med around the holistic approach, you 
can still begin small. Organise a com-
petition or some other type of event 
in which you bring people around the 
table to discuss things collaboratively, 
conduct charrettes in which common 
visions are being formed, and try to 
get to more long-term, and more 
sustainable and holistic solutions.
Stefan Al

The goals of optimising management, 
opening to participation and moving 
from a model of mass construction of 
hard infrastructure to a more innovative 
and sustainable model with green and 
blue solutions require multidisciplinary 
planning models. Mono-disciplinary and 
technocratic perspectives are unable to 
respond to the growing complexity of 
new social rights and climate challenges, 

and have failed to consider port infras-
tructure at a human scale.

 “ There needs to be a recognition that 
the ports need to be at a human scale. 
And so in order for them to function, 
we can’t demand constant growth. 
We have to think about the trade-offs 
there. And the trade offs might be that 
the port won’t be the biggest in the 
region. It might be that it won’t be the 
richest port in the region. But if it is a 
more humane, more equitable, better 
integrated port, then that again, that’s 
the job of educating, and it’s not just 
educating the public, it’s also educa-
ting the politician.
Laleh Khalili

It is then necessary to design the mecha-
nisms of governance and participation 
for changing ports, cities and territories 
to respond to the evolution of the 
economy, demands and rights.

 “ Laws and public policies are 
designed for static cities, a city that 
does not change. [...] How can we 
see ourselves in our diversity and 
in a less dictatorial, less modernist 
relationship with our environment and 
instead, from now on, every time we 
build new infrastructures, think about 
the necessary flexibility that these 
infrastructures must have because 
our old way of dealing with natural 
and climatic processes is no longer 
sufficient and cannot be sustained. 
Gabriella Gómez-Mont

The system of planning and managing 
port infrastructure must respond to 
the development of the economy and 
the demands and rights of people. This 
requires a multidisciplinary and innovati-
ve perspective.
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Key actions

 ● Give preference to prevention 
principles over substantial changes that 
require public capital investment and do 
not positively impact the general interest. 
Form multidisciplinary teams that allow 
the inclusion of strategic perspectives 
to develop societies and common 
challenges.

 ● Engage opinion polls and co-design 
tools with citizens to explore alternatives 
to port infrastructure development.

 ● Give preference to prevention 
principles over substantive changes that 
require public capital investment and 
do not have a positive impact on the 
general interest.
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7:48 Some ports end up becoming really important destination 
ports and some become transit ports. [...] Hubs of transit, they 
do not necessarily generate sets of social relations that bind 
the ports very intimately to their own hinterlands, to their own 
cities, to their own regions. What they end up doing is actually, 
because they are outward looking, they act as a kind of a hub 
between different countries, between different [often] transna-
tional spaces.

Shipping and economic development

Innovation and 
work

5:35 Anywhere between 80 to 90% of the world’s goods today, 
whether raw or processed, now travel by ship. And so maritime 
transport continues to be enormously important, especially 
over long distances, and over long sorts of temporal periods.

49:18 Given the particularities of our moment, with the danger 
of climate change, there needs to be a lot of thinking around 
how ports can be involved in the processes of recycling, 
repurposing, reusing.

24:09 The more the job requires automation and higher skills, actually, the higher the 
possibility of women being able to engage in [port] jobs, [...] But on the other hand, 
the entry of women into the labour force often comes at the expense of massive 
reduction in the number of jobs in the first place. And also the removal of some 
categories of jobs altogether from operations.

44:59 Regulations around labor have to 
be really enormously strengthened. So 
that you have workers not only on the 
docks, but also on the ships that are 
arriving with access to sets of rights.

47:37 We really need to rethink what jobs we consider to be 
low-skilled. Because, as we have learned in the pandemic era, 
there are no low-skilled jobs, there are only low-paying jobs. 
[…] We need to think about re-education for the public. And 
also a demand for an increase in the wages of those jobs that 
we consider low-skilled, which are actually only lower-paid.

City and territory

42:10 Most of the time, when ports are involved in [waterfront] 
development, they tend to be constructed and governed by 
private firms, often the port management, which means that 
they can dictate who can come into the space of the marina 
or the port and who can not. […] And it ends up being like a 
shopping mall on the water.

54:51 There is a way in which [the embedding of the port in the 
city] can be monitored or that can be addressed. The Port of 
Rotterdam does that every time they create a breakwater. In 
order to create a harbor, in order to expand the port, beaches 
are created on that side of it. […] So much of it is actually 
accessible both by cycle, but also by ferries.
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45:00 The ships that are flags of convenience tend to dump a lot more pollution in 
the waters, tend to have much worse working conditions, tend to have much worse 
health and safety issues. And often, they also tend to be ships that are in worse 
shape. […] There needs to be both at the national level, but especially at the muni-
cipal level, a much harder line taken around regulation of flags of convenience and 
blacklisting of some flags or blacklisting of some shipowners in order for there to be 
a better enforcement mechanism.

Environment and 
health

Government and participation
12:07 Global capital [dictates] the terms in which infrastructu-
res, whether it’s extractive infrastructures, or productive ones, 
or circulatory ones like ports, are located. And I think that is 
actually one of the more interesting spaces of struggle [...]. 
When we’re looking at a port, there has to be an enormous 
amount of say by the local authorities on the parameters in 
which global capital operates in that particular location. 

46:06 If we want [the port] to be not securitized, then the 
ships that are coming into port have to be safe. And so you 
need a much stronger inspection regime for a municipally in 
order to ensure that the ships that are coming in are in better 
shape, you need to have [an active participation] in all of the 
processes of port planning: by the governance of a particular 
city or by the port management, for civil groups, neighborhood 
groups to be involved, but also small business groups to be 
involved in the planning around the ports.

47:15 You have to have civic groups that are involved with the port itself so that they 
can decide, for example, in which direction do the roads go? What sorts of amenities are 
provided to the drivers or not? What sort of rules are there around these big trucks that 
are going to go through town, or the trains that are going to go through town? 

48:30 There needs to be a recognition that the ports need to 
be at a human scale. And so in order for them to function, we 
can’t demand constant growth. We have to think about the 
trade-offs there. And the trade offs might be that the port 
won’t be the biggest in the region. It might be that it won’t be 
the richest port in the region. But if it is a more humane, more 
equitable, better integrated port, then that again, that’s the 
job of educating, and it’s not just educating the public, it’s also 
educating the politician.
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Shipping and 
economic 

development

Innovation and 
work

A new kind of entrepot of global trading, usually a freezone world city, is also 
attached to both inland and maritime ports. […] And the free zone is often also incu-
bating other spatial products within its boundaries. These freezone world cities are 
the engine rooms of neoliberalism. They are distinct from small states and territories 
or other kinds of enclaves in that they have a particular role in the 20th century that 
involves exemptions from labor law and environmental law, and the streamlining of 
customs and deregulated logistics. 

City and territory

Government and participation

Free zone jobs are often low-paid, unskilled jobs in industries 
attached to ports. Many of these jobs are about “materials 
handling,” the sorting of things in warehouses or containers. 
Some are manufacturing jobs in warehouses making things to 
be shipped by container. 

There is a chance to make everybody 
much more aware of the real cost of 
these global trading networks. What are 
they costing your treasury, or what are 
they costing in terms of jobs.

Within a narrative of progress, municipal leaders sometimes 
make projections that the next mall or the next aerotropolis is 
going to be incredibly productive. But it would be good to be 
able to substitute another narrative.

The port is a place connected to the interests of other coun-
tries with which it trades. And so it’s there and not there. The 
port attracts labor that may require new infrastructures in the 
center or periphery. Port logistics have also formatted all kinds 
of manufacturing and agricultural landscapes.

There is a kind of tyranny in global 
trade—demands for regimented, univer-
sally applied logistics and behaviors that 
can be oppressive.

Cities, especially cities in developing countries, might make 
a better bargain with their [port] assets. […] In exchange for 
access to labor or some other asset, might require an offset 
investment in something else the city needs, like transit, 
housing, or a special industry. That give and take might be 
productive for many cities.
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Miriam García García (Sama-Langero, Asturias, 1971) architect (1989) 
and PhD Extraordinary Award (2017) by the Polytechnic University 
of Madrid (UPM). She is also a landscape architect, urban planner 
and director of LAND LAB, laboratorio de paisajes, an office based in 
Barcelona. Currently she teaches at the Master’s Degree in Landscape 
Design at the Universidad Pontificia Bolivariana (UPB), the Master’s 
Degree in Urban Planning and Territorial Studies at the National 
Institute of Public Administration of Madrid and at the Department 
of Urban Planning and Spatial Planning of the Polytechnic University 
of Catalonia (DUOT, ETSAB, UPC). Likewise, he is a Member of the 
Assembly for Neutral Climate and Smart Cities of the European 
Commission and of the Scientific Committee of Europan Europe.

Miriam  
García García

PhD Architect, landscape architect, urban planner and 
director of LAND LAB 
Spain

LINK POSITION

https://youtu.be/iDJNUKYmYyA


82 MIRIAM GARCíA GARCíA

MIN. 2:36 The territory and the port must have territorial soli-
darity. It is neither an autonomous nor a foreign organism. In 
many cases it is the origin of the socio-cultural wealth of an 
area, in others a driving force. This means that the external 
effects and impacts it generates are as great as its ability to 
propel the area. The most important thing to understand is that 
it is not an object in itself, but part of a system.

City and territory 

MIN. 25:00 Societies change and adopt different values: 
environmental, cultural, social, and what they value is what 
they pay attention to. In today’s society, as inhabitants of the 
Anthropocene, our greatest value is caring for the environment, 
humans and non-humans. We have learned that we cannot 
inhabit a planet without non-humans.

MIN. 5:26 To assess the impact of 
change, we must consider these open 
environments as open social-ecological 
systems. […] Without understanding these 
dynamics and the environment of this 
system, we will not be able to meet the 
challenges of adaptation. 

Environment and health

MIN. 7:46 These three aspects - ecosystem impacts, erosion, 
and saltwater intrusion - are three of the consequences of 
coastal climate change. And ports amplify the natural dynamics 
of climate change on the coast.

MIN. 13:43 Methodologically, one of the criteria for resilience to the impacts of climate 
change is to consider the slow variables of climate change, i.e., gradual sea level 
rise, erosion, saltwater intrusion, or ecosystem degradation must be considered, for 
example, by 2045 and by 2100. Any work that is not addressed in this way cannot be 
called resilient or adaptive because it does not consider the long-term impacts. 

Government and 
participation

MIN. 29:45 When the positions are not 
dialectical but protective, confrontation 
occurs. What the study, analysis and 
development of the environmental 
impact assessment allows is dialectics, 
a mechanism to reach agreements. But 
if you anchor yourself in the idea that 
something doesn’t need to be done, the 
result is confrontation: it can’t grow.
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Gabriella Gómez-Mont is the director and founder of Experimentalista, 
a new urban and creative studio that works with Mayors, cities and 
organizations around the world. Gabriella founded Laboratorio para la 
Ciudad, the experimental area of civic innovation and urban creativity 
of the Mexico City government from 2013 to 2018. In addition to her 
fascination with all things urban, Gabriella is also a journalist, visual 
artist and documentary filmmaker. She has been awarded several 
international recognitions for her work in different fields, such as 
the first prize in both the Audi Urban Future Award and the Best Art 
Practice Award given by the Italian government, as well as the TED 
City 2.0 Prize, among others.

Gabriella 
Gómez-Mont

Founder, Experimentalista 
Mexico

LINK POSITION

https://youtu.be/nrqaX1H664I
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MIN. 30:13 It’s interesting to take a look at our models of pro-
gress. One specific project we are tackling as a society has to 
do with creating innovation ecosystems. How can we create 
spaces in a port, for example, that don’t assume that our ideas 
about that infrastructure are stable over time, but allow for 
gaps where the infrastructure is constantly reinventing itself. 
That’s why I think conversations about gaps as space for 
future possibilities are necessary. […] Attract people to think 
from different angles about what globalization means, trans-
portation, maritime, our relationship with the rest of the world, 
the gateway to these global conversations, the movement of 
ideas, the mobility of bodies, etc., and then just creating a little 
internal engine that also needs external ones, where reinven-
ting yourself as infrastructure, as a city, becomes possible.

Shipping and economic development

Innovation and work
MIN. 11:07 Both in general infrastructure 
issues and in thinking about spatial 
equity, it is important when we address 
issues of innovation, culture, and creativi-
ty. Accommodating many types of energy 
and populations and somehow helping to 
democratize the imagination at different 
scales and forms. 
 Having some infrastructure 
already in place - libraries, public mar-
kets, innovation centers, universities, 
public space - I think we need to go to 
the micro level, to the neighborhood, the 
block, to create these kinds of opportu-
nities that often provide a flexibility that 
large infrastructures don’t have.

MIN. 1:10 ‘Path dependency’ says that certain basic infras-
tructures are so powerful that they give cities a very specific 
direction, and that it is very difficult to get rid of that direction 
later. [...] What do I see as the challenge for large infrastructu-
res? On the one hand, it’s exactly that –that they eat up other 
possible cities.

City and territory

MIN. 5:25 Large infrastructures can no longer be planned the 
way they used to be planned. [They need to be] not monolithic, 
understood from their dynamics, from a multiplicity of func-
tions, for a world that is much less easily predictable than it was 
a decade ago.
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MIN. 18:27 The moment we have the possibility to activate an 
important symbol for the city, the more there is a multiplicity 
of possibilities to belong to this symbol, to use this space. How 
do we come back to the need for these infrastructures to be 
antimonolithic, and somehow break the path dependency in 
forms that are also civic, participatory and so on?

MIN. 19:07 We should not try to avoid 
public discussions about these points, 
but rather go deeper into them. We need 
to open [the conversations about infras-
tructure] up to public discussion and 
form equally active layers of experts and 
citizens to understand what the weak, 
tenuous, and even dangerous points are, 
and what we can do to work around them 
and develop other alternatives.

Government and participation

MIN. 47:55 Laws and public policies are designed for static cities, 
a city that does not change. [...] How can we see ourselves 
in our diversity and in a less dictatorial, less modernist rela-
tionship with our environment and instead, from now on, every 
time we build new infrastructures, think about the necessary 
flexibility that these infrastructures must have because our old 
way of dealing with natural and climatic processes is no longer 
sufficient and cannot be sustained.
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As a Dutch architect and urban designer based in New York, Stefan Al 
works on the design of mixed-use developments, master plans, and 
high-rise towers across the world. He has focused on pressing issues 
related to designing large-scale projects within the contemporary 
city, including high-density, sustainable mobility, and urban resilien-
ce. In this work, he is able to draw from his extensive research and 
eight books which have been widely acclaimed including by the Wall 
Street Journal, Architectural Record, The Times and NPR. In addition 
to his work as a practicing architect, he served as a TED Resident, a 
professor at various institutions such as Virginia Tech and Columbia 
University, and an advisor to various city governments, including 
Hong Kong.

Stefan Al
Architect, urbanist and professor at Columbia University 
The Netherlands / USA

LINK POSITION

https://youtu.be/vatPx-2BrC0
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MIN. 27:03 These hybrid multifunctional 
solutions present ways to cross-subsi-
dize the infrastructure. Because you can 
let the real estate piece help pay off a 
piece of the infrastructure. So there are 
many benefits, not just in terms of fitting 
it into the city, but also having multifunc-
tional uses, around-the-clock activity, 
and being able to cross-subsidize the 
infrastructure.

Shipping and economic development

MIN. 16:57 When we think of infrastructure, like gray infrastructu-
re, it only has one purpose. So you think about a seawall, it can 
only block, or a concrete pipe can only move water. But if you 
have the green infrastructure solution, like a dune, it becomes 
much more than that. It becomes part of the landscape, it can 
become a public space that people can enjoy and walk throu-
gh, it becomes an opportunity for ecosystems to thrive. 

Environment and health

MIN. 17:30 The border between the ocean 
and land is extremely fertile for ecosys-
tems. So, if you turn that into the gray 
border, they have no chance of surviving, 
but if you turn it into a green edge, 
there’s lots of opportunity for different 
species to thrive. [In] New York, instead of 
concrete pavers, there are custom-built 
or custom-cast stones that are designed 
in such a way that they can accommo-
date the oyster population. And oysters 
are wonderful for harbors because they 
clean the water. So they help purify the 
water and, at the same time, people in 
New York really love oysters to eat, so 
it stimulates the economy. And they 
use it as an educational tool. So school 
children, they go there and see how you 
know oysters are grown, and how they’re 
how they’re being harvested.

MIN. 40:00 I think what’s interesting about these soft solutions, 
instead of hard solutions, is that it’s not binary. When you’re 
thinking about, for instance, a barricade or a dam –it’s either 
open or it’s closed. But [soft solutions] are very gradual. They 
can help attenuate the waves that kind of absorb some of the 
impact. And when they are being damaged, it’s not that they’re 
fully broken, the system is still alive, it’s a living system, and it 
will regenerate itself.
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MIN. 45:13 Even if the institutions are not formed around the 
holistic approach, you can still begin small. Organize a compe-
tition or some other type of event in which you bring people 
around the table to discuss things collaboratively, conduct 
charrettes in which common visions are being formed, and try 
to get to more long-term, and more sustainable and holistic 
solutions.

MIN. 42:33 I would instantly change the process from kind of this 
single-focus, single-disciplinary kind of engineering, a hard 
approach to something that is multidisciplinary, multistake-
holder, a collaborative approach that looks at the opportunity 
holistically. [...] It pays off to improve the process and to get 
various viewpoints, and see how this infrastructure could have 
more than one benefit, rather than this very single focus, this 
narrow-minded way of building infrastructure.

Government and participation
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Dr. Katy Fox-Hodess is a Lecturer in Employment Relations and 
Research Development Director of the Centre for Decent Work at the 
University of Sheffield in England. An expert on global dockworker 
trade unionism, she is a co-founder of the International Labour and 
Logistics Research Network. Her academic work has been published 
in the British Journal of Industrial Relations, Work, Employment and 
Society, and Latin American Politics and Society, among others.

Katy Fox-Hodess 
Lecturer in Employment Relations and Research 
Development Director of the Centre for Decent Work at 
the University of Sheffield 
United Kingdom

LINK POSITION
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Within Europe, the biggest threats to dockers in the past 10-20 
years have come from states and from the European gover-
nment, rather than from employers. So there was in the early 
2000s, the attempt through the port directives to deregulate 
port labor across Europe and introduce a system where 
seafarers could unload ships rather than Dockers.

Innovation and work

Dockworker unions are overwhelmingly 
men. So the Spanish Union, the English 
union and the Swedish union have made 
efforts to bring women in. In different 
ports, they might have 10 or 15% women. 
So still very, very low. And in some ports, 
in some countries, it’s entirely male 
dominated.

This is something we see really around 
the world, where these kinds of old 
heritage maritime cities often become 
very popular for tourism, like San 
Francisco […]. Over time, the kind of value 
of that waterfront real estate has risen 
substantially because of tourism. And 
so the port infrastructure either moves 
to the outskirts of the city, or just sort 
of disappears and moves to other cities, 
which is really what’s happening in San 
Francisco.

A really important theme that I think is often not examined is 
thinking about labor holistically at a port, not just in terms of 
the dock workers, but in terms of all of the workers who are 
dealing with the cargo, especially the truckers and warehouse 
workers, who often are immigrants or racialized, and would 
have very poor conditions.

City and territory

1The environmental impacts in ports is definitely something 
that dockworkers are very concerned about. Because the 
people who are most affected by the contamination that’s put 
out by idling ships or idling trucks are the workers of the port. 
[…] The rates of asthma and the rates of various cancers [is 
higher], the lifespan or the projected lifespan is much lower for 
dockers in Europe.

Environment and 
health

There are some interesting examples of coalitions between 
unions and environmentalists. The main one I would point you 
to is in the Port of LA Long Beach, the Blue-green Coalition, 
which was between the unions for the Dockers and the truck 
drivers with environmentalists, and they got some new regula-
tions put into place there. 
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Diane Oshima has 30 years of experience leading waterfront planning, 
environmental projects and regulatory compliance for the Port of San 
Francisco. As the former director of the Port’s Planning & Development 
Division, Diane developed and managed the Port of San Francisco 
Waterfront Plan, which has guided the development of new parks and 
public access network, rehabilitation of the Ferry Building and the 
Port’s historic piers, and new neighborhoods in Mission Rock and Pier 
70. Diane retired in 2021 but continues to work with the Port as an 
advisor and on special project assignments.

Diane Oshima
Director of Planning & Environment,  
Port Of San Francisco (2017-2021) 
USA

LINK POSITION

https://youtu.be/L0-zMUEajqY
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MIN. 2:24 You have to find realistically what your strengths are 
to be able to host a wide variety of activities and work within 
a dense urban setting. While there had been an interest in 
turning the waterfront into urban uses, there was also a con-
cern that we would abandon maritime uses altogether and that 
this voter measure said you must give first priority to maritime 
uses. But then, if you give first priority to maritime uses, you 
can look to see what other kinds of compatible uses would be 
acceptable.

Shipping and economic development

MIN. 51:56 There are a number of city departments that are very 
engaged in sea level rise adaptation because they have assets 
that are at risk. There are also some other city agencies that 
are working together to develop a framework of principles to 
coordinate what are the assets that the city needs to upgrade 
and adapt. And now, we’re also getting into discussions with 
the businesses and private property owners to start educating 
them about investments that they’re going to have to plan for 
as well. 

Environment and 
health

City and territory
MIN. 1:15:43 The waterfront is like a 
community. There’s certainly the eco-
nomic and the functional aspect that’s 
particular to the waterfront - ports are 
places of embarkation, and commerce 
and economic base for many of their 
communities. But it’s also a place of living 
and delight, contemplation, and ecology. 
And it’s a great educational place.

MIN. 1:03:02 No one would have ever thought of walking along 
the waterfront, and people would not have experienced the 
waterfront as a walkable area because it was seen only as an 
industrial wasteland with many obsolete piers. But once there 
was [the Giants ballpark] that attracted so many people from 
so many different backgrounds to enjoy an American sport, it 
helped to democratize the waterfront in ways that few other 
uses could do.

MIN. 1:07:01 Public access doesn’t have to be continual, there 
can be breaks in places where you don’t have access to 
the shoreline, and you can still have a wonderful waterfront 
experience. It’s what you do with those public access spaces 
that will really make that experience. 

Government and 
participation

MIN. 1:05:40 Public access to the shore is a 
principle that’s very important. However, 
in my time working in San Francisco, 
I’ve come to think that it’s not so much 
about physical outcomes necessarily, but 
it really gets down to people, and how 
people collaborate and come together to 
have functional conversations.
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MIN. 1:08:24 [The success of the participatory process] depends on what your setting 
is and on the sensibilities of the people in that setting, and how the government 
and the community construct a dialog that shares desires and meets the realities of 
fulfilling those desires and values. And that you [as a port] are on the ground floor of 
the discussions, so that you can build some trust and shared motivation to try and 
implement something that reflects what those shared values are.  
 The intentions about how you use this precious area, to balance the interests 
of the most number of people, particularly on waterfronts that are publicly owned, 
should be sought.



100



EXPERTS101

Stockholm based entrepreneur, placemaker and politician, currently 
serving as chairman of the board to the ports of Stockholm. My pro-
fessional mission is to create inclusive, democratic and vibrant cities 
& regions. At its core, city planning is about connecting people and 
creating lovable, livable and workable spaces. With an intersectional 
approach and a primary focus on culture, my ambition is to drive this 
development forward to curate and create spaces for the future.

Fredrik Lindstål
Chairman of the Board of Stockholms  
Hamn AB - Ports of Stockholm 
Sweden

LINK POSITION

https://youtu.be/scUk2Qecd-s
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MIN. 46:08 [Ports] should push themselves 
to innovate and not blame technology. Plan 
for what you hope to do in the future, not 
just in 2040, but in the near future: work 
together with the municipality, but also from 
a national point of view, and with the EU. 

Shipping and economic development

MIN. 25:30 Large operators are actually thinking in these terms 
[of new innovation spaces] and see the synergy of sharing 
space with like-minded companies. It doesn’t just have to be 
[sharing a space in a] physical aspect, it can be about the 
intellectual aspect as well. 
 Ports create a lot of jobs in different sectors. One 
trend we are seeing is the growth of logistics centers and logis-
tical parks in indirect proximity to the port.

Innovation and work

City and territory
MIN. 21:30 [In Stockholm] these massive 
port areas that used to be the old contai-
ner port are changing. Some hurdles 
that had to be overcome were to figure 
out which functions need to be there 
today, from a port perspective, and which 
functions need to be there tomorrow. 
[…] We had to find a mix, for instance 
building offices to work as noise barriers 
to build housing behind them.

Environment and 
health

MIN. 43:45 The ports of Stockholm will be carbon free by 2030 
and emission free by 2040, completely. But we can do more. 
This is a mission that we can embark on together with the 
other ports of the Baltics. The real game is to look beyond your 
borders. And if you can have that. For instance, if you colla-
borate with the shipping industry for electrification and for a 
sustainable fleet [of your own], you can have a fully electrified 
fleet in the Baltics, quite a lot sooner.
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Jorge Sharp Fajardo is a Chilean lawyer and politician. Member of 
Territorios en Red. Currently mayor of Valparaíso. In 2016, he ran for 
mayor of Valparaíso in the “citizen primary,” which he won with 1,703 
votes. In the elections held on October 23 of the same year, he was 
elected mayor of Valparaíso with 53% of the vote. Two years after 
taking office, he managed to reduce the total deficit by Ch$6,824 
million. In the elections of May 15 and 16, 2021, he was re-elected 
mayor of Valparaíso with a total of 64,766 votes (56%).

Jorge Sharp
Mayor of Valparaíso 
Chile

LINK POSITION

https://youtu.be/q45tVI6CsQo
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MIN. 12:02 Seaport operations and infrastructure have a fun-
damental role to play in providing for and reproducing the 
lives of people and communities. The port needs to be looked 
at from the perspective of people. This does not mean that 
port activity is not an extremely fundamental activity for the 
economy and economic development in general, as well as for 
global economic exchange –but it is not only that.

Shipping and economic development

MIN. 39:50 When there are no clear public rules, when private 
corporate interests take precedence over public interests, the 
port and the city lose. Davant la feblesa de la institucionalitat 
de governs locals i portuaris, totes les coses valuoses que 
hem aconseguit a la ciutat les hem fetes barallant. Given the 
weakness [of the institutions in Valparaíso] in local government 
and port institutions, all the valuable things we have achieved 
in the city have been achieved through struggles.

MIN. 21:34 The port authority must have 
decent working conditions and salaries 
for workers proportional to the economic 
movement they generate [...] without 
producing a caste of workers far from the 
reality of the city and the labor world.

Innovation and work

MIN. 49:04 The city port of the 21st century is an organically 
interconnected port. It is so strongly integrated that the barrier 
is not perceptible from either the port or the city. [...] It should 
not be forgotten that the ports are a public asset, namely the 
coastal boundaries, which are fundamental for the develo-
pment of cities. The coastal border is populated not only by 
port activity, but also by scientific activities, sports, leisure and 
cultural activities, fishing bays, fishing terminals… 

City and territory

MIN. 57:29 The task of 21st century cities is 
to leave behind the port view of the 20th 
century and look at city-port relations 
in the 21st century in a radically different 
way. All cities in the world face similar 
problems and the key is to develop 
territorial solutions.

MIN. 15:21 Nowadays, economic development that does not 
take into account the environmental variable is a truncated 
economic development that is rejected by authorities and 
communities. The port activity must always be developed in an 
environmentally sustainable way, reducing as much as possible 
the negative impact of pollution on ecosystems and nature.

Environment and health

Government and 
participation
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