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FOREWORD

Maritime transport is a key element of global
trade, strengthening the world economy and
enabling global trade. However, in recent years,
many challenges have emerged in the maritime
sector that threaten e iciency, reliability and
sustainability. In particular, maritime strategic
choke points such as the Suez and Panama
canals have been seen to provide significant
advantages for global transport, but also to
pose great risks. The climatic, geopolitical and
operational consequences of disruptions in
these maritime choke points lead to serious
disruptions in global trade.

The grounding of the Ever Given container
ship in the Suez Canal in 2021 highlighted the
widespread impact of such disruptions on
trade. The COVID-19 pandemic, which started
in 2019 and lasted for 2 years, the problems in
the Suez Canal and Panama Canal, the Ukraine
war and finally the security threats in the Red
Sea have deeply a ected the maritime sector.
.21 As of late 2023, due to the crisis in the Red
Sea, large tonnage ships had to avoid the Suez
Canal and follow longer routes, which increased

transport costs and transit times. Similarly, the lowering of the water level in the Panama Canal led
to a decrease in daily vessel transits and the use of alternative and longer routes. The e ects of all
these events have been profound.

All these changes have not only increased costs in the maritime sector, but also deepened
environmental impacts. The diversion of ships to longer routes increases fuel consumption and
carbon emissions, with serious consequences for sustainability. All these factors have increased the
vulnerability of global maritime transport and made disruptions in the sector commonplace.

Published regularly since 2006, this latest issue of the TURKLIM Port Sector Report for 2025 has
been prepared in the light of all the above-mentioned developments and with the theme of “Safe
and Secure Ports”. | would like to extend my thanks to our consultants, members and TURKLIM
employees who contributed to the preparation of the report.

TURKLIM will continue to propose solutions that will contribute to sustainable port management
targets based on Atatirk’s strategic vision for the maritime sector and additionally for public
interest, and will continue its e orts to develop more environmental friendly, e icient, safe and
secure port services.

Hamdi ERCELIK _
Port Operators Association of Tiirkiye (TURKLIM)
Chairman of the Board of Directors




PREFACE

The Turkish Port Sector 2025 Report provides a comprehensive assessment of recent events
a ecting maritime trade and the port sector by shedding light on current developments. This
report, which has been prepared in order to understand current issues and events, interpret the
results, learn lessons and take steps, continues its mission of being a guide for the port sector.

The report presents concrete outputs, data and statistical evaluations of the maritime sector
for the years 2023 and 2024. Starting from the current developments in the world and Turkish
economy and trade, the global and local dimensions of the maritime and port sector have been
comprehensively discussed. Developments in world maritime trade, container transport, dry bulk
cargoes, liquid cargoes, cruise sector, shipbuilding industry and ship recycling sector are analysed
in detail. Developments in the Turkish port sector have been evaluated together with expert
opinions. In addition, special dossiers such as safety, security, stability hazards and cyber security
in maritime under the heading of safe and secure ports are included, while solution proposals
such as the agenda of the Turkish port sector, incentive needs, railway-logistics connections, green
transformation and legislative problems are also discussed.

We would like to thank the Republic of Turkiye Ministry of Transport and Infrastructure, IMEAK
Chamber of Shipping and our valuable members for providing the basic data and support for
the preparation of this report. We would also like to extend our sincere thanks to the members of
TURKLIM Board of Directors, our employees, Dr. Ersel Zafer ORAL and Prof. Dr. Soner ESMER for
writing the report and TURKLIM Secretary General Mr. Faruk DOGAN for his contribution to the
report. We hope that the report will contribute to the port sector.

Turkish Port Operators Association
2025
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CHAPTER 1: CURRENT DEVELOPMENTS

1.1. Developments in World Economy and
Trade!

Global growth rates are still far from the
average growth rates of the early 2000s.
Between 2000 and 2019, global growth was
3.7%. Global inflation rose above 8% in 2022,
In 2025 and 2026, global growth is projected
to be 3.3% and rising global headline inflation
(CPI) is expected to fall to 4.2% in 2025
and 3.5% in 2026. Economically developed
countries are expected to recover faster than
developing countries.

Uncertainties in economic policies have
increased sharply, although they vary across
countries. In many critical countries around
the world, expectations of policy changes due
to newly elected governments in 2024 and
new ones in 2025 have led to low economic
indicators. Political instability in a number of
Asian and European countries has shaken
markets, and additional uncertainties have
emerged as progress on fiscal and structural
policies has slowed. Moreover, geopolitical
tensions, including in the Middle East, and
global trade frictions remain high. This situation
adds to uncertainties

In this section, developments in the world
economy and trade for 2024 and the near
term are analysed under separate headings.

1.1.1. General Economic Assessment

Despite the Russian Federation-Ukraine war,
challenges in the Suez Canal, and other adverse
developments discussed in later sections of
the report, global economic stability appears
to persist. However, the global risk outlook
appears to be on an improving trajectory in
the medium term, as overall risks continue
to decline. Although economic growth is
projected in the United States, other countries
are expected to experience contractions driven
by political risks. Economic stability naturally

'The data under this heading are mainly compiled from OECD, IMF, World Trade Organisation and UNCTAD news releases.
Since this chapter was written in February 2025, data for 2025 are generally estimated.
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varies significantly across countries. In 2024, despite disappointing data releases from several major
Asian and European economies, global GDP growth in the third quarter aligned with expectations.
China’s growth remained below expectations at 4.7% year-on-year. While developments in global
exports helped o set stagnation in other indicators, the e ect was limited. Stagnation in the
property market and low consumer confidence indices—particularly in Turkiye, but also globally—
indicate that consumption is progressing more slowly than expected. Other manufacturing centres,
such as China, have also been slow to recover. In India, growth—particularly in industrial activity—
has fallen short of expectations. Within the European Union, Germany’s performance lagged behind
that of other member states, contributing to subdued growth across the Euro Zone. Although
consumption increased in the region, the manufacturing sector and goods exports continued to
show weakness. In Japan, another major export economy, production contracted slightly due to
temporary supply disruptions. By contrast, momentum in the United States remained strong, with
the economy growing by 2.7% year-over-year in the third quarter, supported by robust consumer
spending.

Energy commodity prices are expected to fall by 2.6% in 2025. This reflects lower oil prices due
to weak Chinese demand and strong supply from countries outside OPEC+ (Organisation of the
Petroleum Exporting Countries and some non-member countries, including Russia). On the other
hand, colder than expected weather conditions increased energy demand.

The reduction in natural gas supplies by Russia, the ongoing war between the Russian Federation
and Ukraine, and the suspected sabotage of the Nord Stream pipeline have all undermined the
sustainability of energy deliveries through existing pipelines. In response, the European Union has
sought alternative energy sources—a shift that has gradually contributed to restoring energy supply
security and rebalancing supply, demand, and prices. As a result, from 2022 onwards:

NG imports increased, primarily from the United States and Qatar,

*The EU diversified its gas supply through countries such as Norway and Algeria,

eRenewable energy investments accelerated.
By 2023, markets began to stabilise due to the EU’s shift towards alternative energy sources and
the implementation of demand management measures, including consumption reduction.

On the other hand, non-fuel commodity prices—particularly food and beverages—are expected to
rise by 2.5% in 2025, driven by adverse weather conditions a ecting major producing countries.
Course of Global Growth

In 2025, global growth is expected to remain stable, though modest. Growth projections of 3.3%

for both 2025 and 2026 fall below the historical average of 3.7% recorded between 2000 and 2019
(Figure 1.1).
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Figure 1.1 IMF’s projections for global economic growth (%)
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In 2024, the average growth rate in developed countries was 1.7%, and it is expected to reach 1.9%
in 2025 and 1.8% in 2026. In contrast, the average economic growth rate in developing countries,
including Turkiye, was 4.2% in 2024 and is projected to remain at 4.2% in 2025 and rise to 4.3% in
2026.

Development figures and development projections on the basis of regions and some important
countries can be seen in Table 1.1.

Table 1.1 IMF’s Global Growth Forecasts for 2024-2026 (%)2

Actual Forecast
2024 2025 2026

Developed Countries 1,7 Developed Countries 19 1,8

USA 2.8 USA 2,8 11

Euro Area 08 Euro Area 10 14

Germany -0,2 Germany 0,3 11

France 1 France 0,8 1,1

Italy 0,6 Italy 07 0,9

Spain 31 Spain 2,3 1,8

Japan -0,2 Japan 11 0,8

United Kingdom 0,9 United Kingdom 1.6 1,5

7 Y Canada 13 Canada 2,0 2,0

Other Developed Countries 2,0 Other Developed Countries 21 2,3

3.2 33 3.3 Developing Co_untries 4,2 Developing Countries 4,2 4,3

Developing Asia 5,2 Developing Asia 5] 51

China 4,8 China 4,6 4,5

India 6,5 India 6,5 6,5

Developing Europe 3,2 Developing Europe 2,2 24

Russia 3.8 Russia 1.4 12

Turkiye 30 Turkiye 2,6 3,6

2024 2025 2026 Latin America and the Caribbean 24 Latin America and the Caribbean 2,5 2,7
Actual Forecast Forecast - >

Brazil 37 Brazil 22 22

Mexico 1,8 Mexico 14 2,0

Middle East and Central Asia 2,4 Middle East and Central Asia 3,6 3,9

Saudi Arabia 14 Saudi Arabia 3,3 3,0

Sub-Saharan Africa 3.8 Sub-Saharan Africa 4,2 4,2

Nigeria 31 Nigeria 3,2 3,0

South Africa 0,8 South Africa 15 16

However, a country-by-country analysis reveals outlooks that di er from global averages. For
instance, growth forecast revisions among advanced economies vary in direction. In the United
States, capital strength remains evident, with core demand staying robust due to a relatively
accommodative monetary policy stance and favourable financial conditions. Growth in the United
States is forecast to reach 2.7% in 2025. This rate partly reflects carryover momentum from 2024, as
well as underlying strengths such as a strong labour market and accelerating investment. In 2026,
growth is expected to moderate to its potential level of 1.1%.

In the Euro Area—which holds critical importance for Turkiye—growth is expected to rebound in
2025, despite ongoing geopolitical tensions that continue to weigh on the region. Key sources
of uncertainty include the underperformance of the manufacturing sector and political instability
following recent elections. By 2026, growth is projected to reach 1.4%, driven by stronger domestic
demand as financial conditions ease, confidence improves, and uncertainty gradually recedes.

The growth performance of emerging market and developing economies in 2025 and 2026 is
expected to remain broadly in line with 2024 levels. According to projections made at the end of

2IMF



2025, China’s growth for the year was 4.6%. In India—another key manufacturing economy—growth
is projected to reach 6.5% in both 2025 and 2026, consistent with the country’s potential.

Growth in the Middle East and Central Asia is projected to increase in 2025. In Latin America and
the Caribbean, it is expected to accelerate slightly to 2.5%. Growth in Sub-Saharan Africa is also
forecast to pick up, while emerging and developing Europe—primarily Eastern European countries—
is projected to experience a slowdown.

Risks to Growth in the Near Future

At this point, many expectations can be mentioned. The risk of the re-emergence of inflationary
pressures may prompt central banks to raise policy rates and intensify monetary policy divergence.
Higher interest rates could exacerbate fiscal, financial and external risks. A stronger US dollar
resulting from interest rate di erentials and tari s, among other factors, could alter capital flow
patterns and global imbalances and complicate macroeconomic data.

In addition to the risks arising from economic policy changes, geopolitical tensions may intensify,
leading to new increases in commodity prices. Conflicts in the Middle East and Ukraine could
worsen and directly a ect trade routes as well as food and energy prices. Commodity-importing
countries may be particularly a ected and the stagflation e ect of high commodity prices may be
exacerbated by the appreciating dollar.

On the other hand, there could be a jump in global economic activity if incoming governments,
especially in countries critical to the world economy, renegotiate existing trade agreements and
conclude new ones. This could reduce uncertainty faster and be much less disruptive to growth and
inflation. Such co-operative outcomes could also boost confidence and support investment and
medium-term growth prospects.

In the next section, expectations, projections and trends in global trade for the near future will be
analysed.

1.1.2. Expectations, Projections and Trends in Global Trade

Global trade data for 2024 have been on an upward trend since the second half of 2023. Over the
last four quarters, trade growth in emerging economies has generally outpaced trade growth in
advanced economies. However, this trend reversed in Q3 2024 and trade growth was largely driven
by favourable trade dynamics in advanced economies. In contrast, development in East Asia stalled
and some of the largest emerging Asian economies showed negative data. Overall, trade in services
significantly outpaced the growth rate of trade in goods in 2024, but this was partly due to price
inflation of services. Both trade in goods and trade in services showed positive quarter-on-quarter
growth worldwide in Q3 2024.

Looking ahead to 2025, moderate global inflation, stable economic growth forecasts and improving
trade activity point to continued positive momentum in global trade in early 2025. However, this
trend is expected to face significant challenges. Recent changes in the trade policy of the United
States and the increased use of industrial policies in many countries may have a negative impact
on global trade growth. In addition, the renewed and expanding threat of trade wars and ongoing
geopolitical tensions create uncertainty over the outlook for global trade in 2025.




Volume of global trade: USD 33 trillion

According to UNCTAD data, global trade in 2024 increased by approximately 1 trillion dollars
compared to the previous year and set a new record with 33 trillion dollars. This increase in the
total trade in goods and services is largely due to the 7% increase in trade in services. Trade in
services, including transport services, contributed $500 billion to global expansion in 2024. Trade
in goods grew at a slower rate of 2% in 2024, below its peak in 2022. The development in trade in
services and goods can be seen proportionally in Figure 1.2.

== Services == Goods

2019 2020 2021 2022 2023 2024

Figure 1.2 Development rates in trade in goods and services by years®

Tradable goods prices increased slightly in the third quarter of 2024, but remained relatively stable
in the fourth quarter. Overall, tradable goods prices are projected to remain unchanged on an
annual basis (Figure 1.3).
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Figure 1.3 Annual and quarterly growth in the total price of traded goods
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Figure 1.4 can be analysed with regard to price changes especially for critical commodities. There
have been significant changes in the prices of energy, one of the most important commodities.
Following the outbreak of the war in Ukraine, energy prices fell from their peak in 2022 as economies
adapted to changing supply conditions. The average price of natural gas in the United States has
returned to levels last seen before the COVID-19 pandemic and the war in Ukraine. However, prices
in Europe and Japan remain significantly higher than in the US. In particular, European natural gas
prices are approaching Japanese Liquefied Natural Gas (LNG) prices as Europe shifts its natural gas
supply from Russia to US LNG (Figure 1.4).
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Figure 1.4 Global primary commodity prices, January 2019-August 2024*

Changes in global trade dynamics

Geoeconomic issues continue to play an important role in shaping key bilateral trade trends. These
factors not only a ect trade between major economies, but can also influence trade dynamics
with other trading partners. Another important factor a ecting bilateral trade is the continued
reshaping of “value chains”. As noted in the 2024 TURKLIM Port Sector Report, since the second
half of 2022 there has been there has been a significant shift towards more politically aligned
trade relations. These shifts indicate that bilateral trade increasingly favours countries with similar
geopolitical positions, a trend often referred to as “friend-shoring”. This trend, which can be defined
as the tendency to strengthen trade partnerships with politically compatible countries, started to
stabilise in the second half of 2023, and at the same time, global trade became more concentrated
around major trading partners. However, the “friend shoring” trend slowed down in 2024. For
example, Russia’s trade dependence on China declined from around 10% in 2023 to 3.7% in 2024.
This indicates that the consequences of the trade tensions between Ukraine and Russia are tending
toward normalization.

Figure 1.5 shows the increase in the “friend shoring” trend as of the first quarter of 2022 and the
decrease in this trend as of the first quarter of 2024. On the other hand, “near shoring”, which refers
to a country’s trade with its close neighbours, continued to decline. This again, as illustrated in the
figure, shows that the decline in what is referred to as ‘trade concentration’ is ongoing. In this sense,
countries have tended to prefer countries with which they have mutual commercial benefits rather
than their geographic neighbours or politically friendly nations.

“World Bank
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Figure 1.5 The changing face of global trade

Trade development by country

The World Trade Organization (WTO) is the most authoritative institution on global trade. The data
and projections on trade in this report are structured according to WTO sources. According to
WTO data, world trade will increase by 2.7% in 2025 compared to 2024. This rate of increase is 0.1
percentage points above expectations.

Asia’s exports grew faster than any other region, reaching 7.4% in 2024. Asia was followed by the
Middle East (4.7%), South America (4.6%), CIS® region (4.5%), Africa (2.5%), North America (2.1%)
and Europe (-1.4%). On the import side, the fastest growing region was the Middle East (9.0%),
followed by South America (5.6%), Asia (4.3%), North America (3.3%), CIS region (1.1%), Africa
(1.0%) and Europe (-2.3%).

5The Commonwealth of Independent States is a community of states established by the treaty signed between Russia,
Ukraine and Belarus on 8 December 1991



In 2025 and 2026, world GDP growth is expected to remain stable, while world trade growth is
expected to increase slightly to 3.0% due to the delayed positive contribution of the EU to global
trade. Asia is projected to lead other regions in global export growth (4.7%) and import growth
(5.1%). Trade flows in all regions are expected to increase in volume terms in 2025, except for a small
decline in South American exports (-0.1%) and a larger decline in Middle Eastern imports (-1.1%).

After growing by 4.6% in 2023, exports of goods from less developed countries slowed to 1.8% in
2024. Export growth is expected to recover to 3.7% in 2025.

Figure 1.6 shows quarterly merchandise export and import volume developments by region until the
second quarter of 2025. Exports from Asia increased after the COVID-19 pandemic, but stagnated
in the following period.
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Figure 1.6 Exports and imports of goods by regions®

If the forecasts are realised, by the second quarter of 2025, Asia’s exports will have increased
by 29.4% compared to their average level in 2019, followed by South America, North America
and the Middle East with export increases of 10.1%, 9.1% and 5.7%, respectively. Exports to Africa
are expected to decline by 1.8%, while exports to Europe are projected to fall by 2.1%. Meanwhile,
exports from CIS countries are expected to decline by 10.1% in the same period.

In terms of import growth, the CIS region is expected to see the largest increase between 2019 and
mid-2025, with import growth of 21.0%, followed by the Middle East at 19.3% and South America at
18.5%. Asia’s imports are forecast to increase by 17.6%, while North America will see a 151% increase.
Africa’s imports are expected to increase by only 2.0% in the same period, while Europe’s imports
are expected to decline by 1.4%.

The country and group country data mentioned so far can be seen together in Table 1.2.

SWTO



PORT OPERATORS ASSOCIATION OF TURKIYE

Table 1.2 Annual proportional change in world merchandise trade volume (2019-2024)7

-1,1
-5,3

2020 2021 2022 2023 2024 2025

2020 2021 2022 2023 2024 2025

North America -9,2 6,4 3,9 3,7 2,1 2,9
Pl South America -5,0 6,7 3,0 2,3 4,6 -0,1
5 Europe -8,5 6,9 1,8 -2,6 -1,4 1,8
ol CIS -1 -0,8 | -1,9 -4.5 4,5 1,7
Nl Africa -72 3,8 -2,5 43 2,5 2,2
5N Middle East 6,4 | -02 | 38 1] 4,7 1,0
Asia 0,6 13,1 0,2 0,3 74 4,7
North America -5,2 11,9 5,7 -2,0 3,3 2,0
o South America -9,9 24,9 4,1 -4,5 5,6 1,7
el Europe -8,2 75 4.4 5,0 -2,3 2,2
ON C|S -5,2 9,4 -5,7 17,9 1,1 1,7
=l Africa 136 | 58 | 65 0] 1,0 1,
Bl Middle East -8,7 12,9 10,5 8,5 9,0 -1,
Asia -1,0 10,3 -1,0 -0,7 43 5,1

According to Table 1.2, growth forecasts for advanced economies have increased moderately, while
growth in emerging economies continues to be stronger.

Global trade trends at sectoral level

Trade growth has varied considerably across sectors in the last four quarters. This diversity was
particularly evident in information and communication technology sectors, such as communications
and o ice equipment, and in apparel. On the other hand, the value of global trade declined in
sectors such as road vehicles, textiles, metals and energy. On an annual basis, global trade remains
negative in many sectors, including apparel, chemicals, energy, metals and other manufacturing
industries. This heterogeneity highlights the uneven recovery and changing dynamics in global
trade. Clearly, some sectors continue to lag while others are growing.

Global trade trends are analysed separately in goods and services groups.

‘UNCTAD
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Global Trade in Goods

Trade in goods continues its positive trend, with annual growth in value terms increasing from -8%
in Q3 2023 to +2% in Q2 2024. This change is partly due to the waning impact of the increase in
global commodity prices following the outbreak of war in Ukraine in 2022. According to World
Bank statistics, global commodity prices fell by an annual average of 1% in the first half of 2024,
after falling by 23% in the second half of 2023.

The impact of exchange rates on US dollar-denominated trade flows was limited in the first half of
2024. According to Bank for International Settlements (BIS) statistics, the dollar appreciated by
2.2% in this period, after depreciating by 11% in the previous six months, and its value remained
almost unchanged for 12 months. The overall appreciation of the US dollar tends to reduce the value
of world trade measured in dollars.
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Figure 1.7 Annual goods trade growth rates by product, (January-June)®

In the first half of 2024, trade in agricultural products decreased by 1% compared to the same
period of the previous year. Over the same period, trade in manufactured goods increased by
2%, while trade in fuels and mining products fell by 7% . Most categories of manufactured goods
recorded small year-on-year decreases, the main exceptions being iron and steel (-9%) and o ice
and communication (telecoms) equipment (+6%).

The insignificant change in aggregate trade in goods in the first half of 2024 masks larger changes
in individual economies. While some economies in Asia recorded large increases in both exports
and imports, others in South America and Europe recorded declines, especially on the import side.
For example, Vietham’s exports and imports increased by 16% and 18% respectively compared to
the first half of 2023. Singapore’s exports and imports increased by 6% and 9%, respectively.
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The United States and China recorded moderate increases in the value of exports (by 2% and 4%
respectively) and imports (by 3% each). The main European economies recorded small declines
in exports and larger contractions in imports. For example, Germany’s exports fell by 2%, while
imports fell by 6%. Similarly, France’s exports fell by 3% while imports fell by 7%. On the export side,
Bolivia recorded the largest contraction, down by 21%. Meanwhile, Argentina’s imports fell by 26%
as its economy remained in crisis.

Trade in Services

World trade in services increased by an annual average of 8% in the first quarter of 2024, rising
steadily over the last four quarters. Growth was driven in particular by the “other business services”
category, which includes many digitally deliverable sectors such as professional and business
services, financial services and information and communication technology services.

In the first quarter of 2024, services exports grew by 9% in both North America and Asia, while
Europe recorded an increase of 8%. On the import side, Asia led the other regions with 9% growth,
followed by North America and Europe, each recording 6% growth.

International travel continued to recover, up 19% y-o0-y, with growth stabilising after the post-
pandemic volatility, as evidenced by declining year-on-year growth rates. Freight rates increased
in 2024 due to the disruptions caused by the attacks in the Red Sea on key trade routes. At the
end of September, the global spot price of a 40-foot container quadrupled from its level at the end
of 2023, reaching approximately USD 4,500. The transport sector has experienced considerable
volatility in recent years.

Figure 1.8 shows the annual growth in commercial trade in services by main sectors for selected
economies in the first half of 2024. Most of the leading services trading countries experienced
growth in both exports and imports over this period, with the exception of France, where services
imports fell by 2%, and Germany, where export growth slowed to 1%.
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Figure 1.8 Growth in world trade in commercial services, 2023Q2-2024Q!°

In the United States, services exports increased by 8%, with travel exports growing by 17% and
transport by 8%, marking the strongest gains. In the United Kingdom, imports of services increased
by 14%, driven by other business services. Exports of financial services, which account for around
20% of the country’s exports, increased by 13%.
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Ireland recorded the highest export growth among leading services exporters. Services exports
increased by 25% year-on-year, driven by a 20% rise in software services, which account for more
than half of Ireland’s services exports. Growth was also supported by a 71% increase in other business
services, particularly research and development (R&D) services, and a 24% rise in financial services
exports.

China’s services exports increased by 8% in the first half of 2024. This was led by travel, which rose
126% as visa relaxation policies led to a sharp increase in international tourist arrivals (up 152%).
Exports in the transport sector returned to growth, rising by 10% year-on-year after a sharp 40%
year-on-year decline in 2023. Sharp falls in exports of insurance and pension services (down 70%)
and financial services (down 14%) limited growth in other business services.

Figure 1.9 shows the major branches of business in the service sector and the changes in these
branches in major countries.
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Figure 1.9 Development in key countries and sectors in commercial services trade'

Risks for the near term

Numerous variables are taken into account when forecasting global trade, and many of them have
recently tilted to the downside. These risks include the expansion of regional conflicts, monetary
policy divergence leading to financial volatility and the fragmentation of supply chains linked
to geopolitical concerns. There is also limited upside potential if interest rate cuts in advanced
economies have a positive impact.
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The escalation of conflicts in the Middle East could have negative consequences for global and
regional trade flows, particularly for countries directly involved. The e ects would also be felt in
other regions, including further disruption to maritime transport and increased energy prices due
to higher risk premiums. The devastating impact of the Red Sea crisis has so far been contained,
but in a wider conflict other routes could also be a ected. Given the region’s important role in oil
production, the risk of energy supply disruptions will also increase. Higher energy prices would
reduce economic growth in importing economies and indirectly put pressure on trade.

Some of the factors that make the global trade outlook for 2025 highly uncertain are as follows:
Changes in the United States’ trade policy stance

With the new administration, it has become clear that the United States is adopting a more
protectionist trade policy. In this context, in addition to existing quotas, new tari s may extend
beyond specific products and be applied more broadly. Moreover, tari s could a ect not only
geopolitical rivals, but also key trading partners, especially those with high tari s and significant
trade surpluses with the United States. Given the role of the United States as a major consumer
market and the interconnectedness of cross-border value chains, even modest changes in United
States tari s would have significant impacts on global trade dynamics. Indeed, the e ects of these
changes began to emerge in February 2025.

Ripple e ects of trade restrictions

Unilateral and highly restrictive trade policies often lead to retaliatory actions, creating a cycle
of escalating trade barriers that can involve third parties. Moreover, tari s imposed on specific
segments of global value chains often have aripple e ect, a ecting the entire value chain. The mere
threat of tari s without actual tari increases and the possibility of retaliatory actions in response
encourages a less predictable global trading environment. This can have a negative impact not only
on international trade, but also on investment and overall economic growth.

Increase in subsidies and trade restrictive measures

The prioritisation of national concerns and the urgency of meeting climate commitments wiill
continue to shape changes in both industrial and trade policies until the end of 2025. An increase
in trade-restrictive measures, as well as industrial policies to favour the production of sustainable
and environmentally friendly products, could negatively a ect the growth of international trade,
especially in strategic sectors.

The impact of the US dollar on global trade

The value of the dollar is crucial for global trade, as most commodities and international transactions
are priced in US dollars. Geopolitical tensions and US policy changes could potentially lead to an
appreciation of the US dollar. However, possible interest rate cuts in 2025 could also weaken the
dollar. As a result, uncertainty about the strength of the dollar creates uncertainty in global trade.

Lower transport costs

In the second half of 2024, there has been a reduction in demand for container freight, as reflected
by the significant decline in the Shanghai Container Freight Rate Index. While these indices point
to lower transport costs, they also indicate lower global demand for both intermediate inputs and
processed goods.

Economic and commercial developments in the world have been analysed so far. The next section
provides an overview of Turkiye’s current trade and economic outlook.




1.2. Developments and Expectations in Turkish Economy and Trade

According to TURKSTAT, annual GDP based on the sum of four quarters (production method) increased
by 3.2% in 2024 year-on-year (Table 1.3). According to the production method, GDP at current
prices increased by 63.5% in 2024 compared to the previous year and reached 43 trillion TL. GDP
per capita was calculated as 507 thousand TL at current prices and and USD 15,463 in dollar terms.

When the activities that make up the GDP are analysed; as a chained volume index in 2024 compared
to the previous year; construction sector total value added increased by 9.3%, taxes on products minus
subsidies by 7.7%, financial and insurance activities by 4.9%, agriculture by 3.9%, information and
communication activities by 3.4%, services by 3.4%, real estate activities by 2.4%, public administration,
education, human health and social work activities by 1.8%, professional, administrative and support
service activities by 1.4%, other service activities by 1.2% and industry by 0.5%. Quarterly and annual
totals of GDP can be seen in Table 1.3"

Table 1.3 Turkiye's GDP Development (at current prices)®

GDP Change
Year Quarter Million TL Million $ (%)
| 2.519.789 181.490 78
Il 3.424.670 219.665 76
Il 4.273.136 242.416 4,1
\Y 4.794179 262.243 3,3
Annual 15.011.776 905.814 55
| 4.642.146 246.013 4,0
Il 5.506.173 271669 3,9
2023 1l 7.696.613 296.508 6,1
v 8.431.375 304.402 4,0
Annual 26.276.307 1.118.593 4,5
I 8.870.040 287127 5.4
Il 9.920.835 307235 2,4
2024 1l 11.915.589 358.678 2,2
I\ 12.704.050 369.368 3,0
Annual 43.410.514 1.322.408 3,2

Turkiye’s foreign trade

Turkiye's foreign trade remained nearly flat in 2024, decreasing slightly by 01% compared to the
previous year, in parallel with GDP developments. Exports increased by 2.4% to 262 billion USD, while
imports declined by 5% to 344 billion USD. Since the overall volume of imports and exports did not
change significantly, Turkiye’s total foreign trade volume for 2024 stood at 605 billion USD (Table 1.4).

Table 1.4 Foreign Trade Data Realised Between 2015-2024 (Million $)*®

Export Imports Volume Foreign Trade| Export/
Value Change (%)| Value Change (%)| Value Change (%) Balance Import(%)
2015 150.982 -9,3 213.619 -14,9 364.601 -12,7 -62.637 70,7
2016 149.247 -1,1 202.189 -5,4 351.436 -3,6 -52.942 73,8
2017 164.495 10,2 238.715 18,1 403.210 14,7 -74.221 68,9
2018 177169 77 231.152 -3,2 408.321 1,3 -53.984 76,6
2019 180.833 2,1 210.345 -9,0 391178 -4,2 -29.512 86,0
2020 169.637 -6,2 219.516 4,4 389.154 -0,5 -49.840 77,3
2021 225.214 32,8 271.425 23,6 496.640 27,6 -46.133 83,0
2022 254.169 12,9 363.710 34,0 617880 24,4 -109.540 69,9
2023 255.627 0,6 361.967 -0,5 617594 -0,05 -106.339 70,6
2024 261.855 2,4 344.020 -5,0 605.874 -0,02 -82.165 76,1

thttp://www.tuik.gov.tr/
Zhttp://www.tuik.gov.tr/
Bhttp:/www.tuik.gov.tr/
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In 2024, there were some changes among the top three countries with which Turkiye engages in
foreign trade. Iraq, previously one of the top three export destinations, was replaced by the United
Kingdom, due to a significant 23% increase in exports to that country. As a result, the top three
export destinations became Germany, the United States, and the United Kingdom. On the import
side, Russia, the top source of imports in 2023, dropped one position, with China taking the lead.
Therefore, the top import partners in 2024 were China, Russia, and Germany.

The top 20 export destinations accounted for 65% of total exports, with the value of exports to
these countries increasing by 4.8% in 2024. On the other hand, imports from the top 20 countries,
which represented 73% of total imports, decreased by 3.9%, in line with the overall decline in imports.
While imports from each of the top three import partners declined, imports from Italy, which ranked
fourth, rose significantly by 29%.

In 2024, our foreign trade deficit was 82 billion dollars, with China, Russia, Switzerland and South
Korea being the countries with the highest foreign trade deficit. Our foreign trade deficit with China
and Russia alone is 41 and 35 billion dollars, respectively. A more balanced trade with these countries
may help us to close our foreign trade deficit and even generate an export surplus (Table 1.5).

Table 1.5 20 Countries with the Most Foreign Trade (*000 $)*

Country Name 2023 2024 23/24 Country Name 2023 2024 23/24
Germany 21.083.354 20.434.489 -31% China 45.047.968 44.930.730 -0,3%
USA 14.879.654 16.348.730 9,9% Russian Fed. 45.599.587 44.019.837 -3,5%
United K. 12.463.116 15.289.050 22,7% Germany 28.687.775 27.084.193 -5,6%
Iraq 12.759.358 13.034.364 2,2% Italy 14.994.186 19.312.494 28,8%
Italy 12.372.779 12.933.251 4,5% USA 15.779.725 16.227.350 2,8%
France 10.287.542 10.041.842 -2,4% France 11.547.686 12.499.836 8,2%
Spain 9.783.655 9.799.668 0,2% Switzerland 19.905.177 1.173.798 -43,9%
Netherlands 7.857.412 8.568.416 9,0% Spain 9.507.243 9.362.320 -1,5%
Russian Fed. 10.906.585 8.564.965 -21,5% S. Korea 9.487.978 9.245.617 -2,6%
UAE 8.572.809 8.294.698 -3,2% UAE 1.530.205 7.363.388 -36,1%
Romania 6.951.714 7.800.302 12,2% India 7.932.008 7.021.234 -11,5%
Poland 5.955.208 6.263.528 52% United K. 6.523.078 6.845.524 4,9%
Bulgaria 4.226.695 5.153.348 21,9% Poland 5.074.133 5.574.906 9,9%
Greece 4171.507 4.817.750 15,5% Netherlands 4.420.492 5.020.743 13,6%
Belgium 4.365.608 4.364.594 0,0% Japan 5.466.847 4.737.259 -13,3%
Egypt 3.352.651 4176.753 24,6% Malaysia 4139184 4.668.917 12,8%
Saudi A. 2.621.416 3.985.654 52,0% Egypt 3.647.448 4.410.583 20,9%
Ukraine 3.443.800 3.539.090 2,8% Romania 3.685.521 3.985.122 81%
Morocco 3.060.347 3.442.707 12,5% Belgium 4.302.475 3.874.695 -9,9%
China 3.306.084 3.395.162 2,7% Brazil 4.139.999 3.864.457 -6,7%
Top 20 Top. 162.421.294 170.248.360 4,8% Top 20 Top. 261.418.717 251.223.002 -3,9%
Tirkiye 255.627.429 261.854.678 2,4% Tiirkiye 361.966.913 344.019.959 -5,0%
Top 20 Shares 63,54% 65,02% 2,3% Top 20 Shares 72,22% 73,03% 1,1%

In 2023, the devastating earthquake directly a ected the provinces with the highest foreign trade. In
2024, these provinces (especially Gaziantep) continued to decline. Istanbul is one of the provinces
that ranked in the top 10 in our foreign trade. In 2023, the top 10 provinces with the highest foreign
trade accounted for 83% of our total exports and 81% of our total imports . Considering our foreign
trade by all modes of transport, it is noteworthy that, unlike previous years, Ankara surpassed
Kocaeli in the top 3 (both in exports and imports). With this change, the top three provinces with

“ http://www.tuik.gov.tr/
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the highest exports were Istanbul, Izmir and Ankara, while the top three provinces with the highest
imports were Istanbul, Ankara and Kocaeli (Table 1.6).

Table 1.6 Our Provinces in the Top 10 in Our Foreign Trade (*000, $)*®

2023 2024 23/24 2023 2024 23/24
Istanbul 127.221.91 125.911.931 -1,0% Istanbul 203.489153 194.388.288 -4,5%
I1zmir 17.180.819 16.890.211 -1.7% Izmir 17.262.638 17.221.909 -0,2%
Ankara 12.824.825 14.976.135 16,8% Ankara 18.061.414 16.302.926 -9,7%
Kocaeli 13.051.340 13.198.752 11% Kocaeli 12.935.890 12.523.919 -3,2%
Bursa 12.710.130 12.358.368 -2,8% Bursa 10.624.838 9.583.626 -9,8%
Gaziantep 10.490.403 10.310.303 -1.7% Gaziantep 7819.935 8.081.685 3,3%
Mersin 7700.709 8.282.943 76% Mersin 7085.508 6.815.060 -3,8%
Sakarya 6.102.853 6.592.888 8,0% Sakarya 5.335.813 6.547965 22,7%
Denizli 4.169.483 4.421.241 6,0% Denizli 3.950.370 4.333.085 9,7%
Hatay 2.905.329 3.814.477 31,3% Hatay 3.502.579 3.536.494 1,0%
Top 10 214.357.801 216.757.247 1,1% Top 10 290.068.137 279.334.957 -3,7%
Turkiye 255.627.429 261.854.678 2,4% Tirkiye 361.966.913 344.019.959 -5,0%
Top 10 Shares 83,86% 82,78% -1,3% Top 10 Shares 80,14% 81,20% 1,3%

When the top 10 chapters in foreign trade are analysed; it is seen that motor vehicles were the top
exports in 2024 with a 5% increase rate and a volume of 32.4 billion dollars, followed by boilers and
machinery with 26 billion dollars, and mineral fuels and mineral oils with 17 billion dollars in third
place. In the same year, the top 3 most traded chapters in imports were mineral fuels (65.6 billion
dollars with a decrease of 5%), boilers and machinery (41 billion dollars with a decrease of 3.4%) and
motor vehicles 32 billion dollars with a decrease of 1.8%) (Table 1.7).

Table 1.7 Top 10 Chapters in Our Foreign Trade (*000, $)*

Product Chapters 2023 2024 23/24
Motorised land vehicles etc. 30.829.182 32.442.605 52%
Boilers, machines, mechanical devices, etc. 25.262.262 25.556.088 1.2%
Mineral fuels, mineral oils, etc. 16.389.207 16.536.420 0,9%
Electrical machinery and equipment, etc. 15.453.921 16.448.982 6,4%
Precious or semi-precious stones, precious metals, etc. 13.646.812 13.033.604 -4,5%
Plastics and products 10.571.746 10.922.169 3,3%
Iron and steel 8.860.174 10.190.617 15,0%
Knitted clothing and accessories 10.277.566 10.109.110 -1,6%
Goods made of iron or steel 10.051.285 9.822.250 -2,3%
Clothing and accessories, not knitted 8.037.378 7.385.592 -8,1%
Top 10 Total 149.379.533 152.447.438 2,1%
Tiirkiye Total 255.627.429 261.854.678 2,4%
Top 10 Shares 58,44% 58,22% -0,4%

Shttp:/www.tuik.gov.tr/




Table 1.7 Top 10 Chapters in Our Foreign Trade (*000, $)*

Product Chapters 2023 2024 23/24

Mineral fuels, mineral oils, etc. 69.113.811 65.589.764 -51%

Boilers, machines, mechanical devices, etc. 40.967.491 39.564.149 -3,4%
Motorised land vehicles etc. 32.260.862 31.670.365 -1,8%

Electrical machinery and equipment, etc. 27.947.644 27.222.058 -2,6%
Precious or semi-precious stones, precious metals, etc. 33.912.165 24.872.883 -26,7%
Iron and steel 24.160.165 23.659.330 -2,1%

Plastics and products 16.215.325 15.626.327 -3,6%
Organic chemical products 9.180.698 9.453.415 3,0%

Optics, photography, cinema, measurement, control,

adjustment, medical, surgical instruments, etc. 6.452.462 6.788.850 5.2%

Aluminium and aluminium products 6.292.612 6.112.506 -2,9%
Top 10 Total 266.503.236 250.559.648 -6,0%
Tirkiye Total 361.966.913 344.019.959 -5,0%
Top 10 Shares 73,63% 72,83% -1,1%

In 2024, 146 billion USD worth of exports were transported by sea (with an increase of 2.1% compared
to 2023), followed by 86 billion USD by road and 26 billion USD by air. The value of export goods
transported by rail decreased by 6.8% to 1.8 billion USD.

In parallel with the balances in our foreign trade, our imports are dominant in maritime transport.
In 2024, 188 billion USD worth of imported products were transported by sea, followed by road
transport with 66 billion USD and pipelines with 44 billion USD. The value of products imported by

rail is 2.7 billion USD with an increase of 35%.

These data can be seen in Table 1.8 and Table 1.9. Proportional data are given in Table 1.10. In 2024,
proportionally 56% of our exports are made by sea, while this rate is 55% in our imports.

Table 1.8 Exports by Mode of Transport (Million $)¥

2020 2021 2022 2023 2024 23/24

By sea 100.908 133.714 150.313 143.322 | 1146.273 2,1%
Highway 53.128 68.749 78.852 83.127 85.848 3,3%
Airline 12.733 18.736 20.685 25.507 25.980 1,9%
Other 1.582 2.367 1.892 171 1.925 12,5%
Railway 1.288 1.648 2.458 1.960 1.828 -6,8%
General Total 169.639 225.214 | 254.200 | 255.627 261.854 2,4%

®http://www.tuik.gov.tr/
"http://www.tuik.gov.tr/
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Table 1.9 Imports by Mode of Transport (Million $)®

2020 2021 2022 2023 2024 23/24

By sea 114.838 157.390 193.797 195.353 187.726 -3, 9%
Highway 41.883 48.897 59.446 66.955 66.010 -1,4%
Airline 39.260 26.057 38.581 53.841 47444 -11,9%
Other 21.390 36.190 68.917 43.821 40.143 -8,4%
Railway 2145 2.891 2.968 1.997 2.697 35,1%
General Total 219.516 271.425 | 363.709 | 361.966 | 344.020 | -5,0%

Table 1.10 Cost Shares in Foreign Trade by Transport Types and Regimes (%)

By sea Highway Airline Railway
Years Export | Imports | Export | Imports | Export | Imports | Export | Imports
2019 60,3 53,7 30,1 17,7 8,2 13,9 0,5 0,7
2020 59,5 52,3 31,3 19,1 75 17,0 0,8 1,0
2021 59,4 58,0 30,5 18,0 8,3 9,6 0,7 1,1
2022 59,1 53,3 31,6 17,1 8,1 10,6 1,0 0,8
2023 56,0 53,9 32,5 18,5 9,9 14,9 8,0 0,6
2024 55,9 54,6 32,8 19,2 9,9 13,8 0,7 0,8

The tonnage shares of foreign trade according to transport types can also be seen in Table 1.11.
As can be seen from the table, the share of maritime transport has been above 86% for the last 10

Table 1.11 Tonnage Shares in Foreign Trade by Transport Types and Regimes (%)

By sea Motorway |Pipe and other Railway Airline
2014 86,2 n,2 1,7 0,4 0,5
2015 87,7 10,7 0,7 0,5 0,4
2016 88,0 10,8 0,4 0,5 0,3
2017 88,5 10,3 0,5 0,4 0,3
2018 88,7 10,3 0,2 0,4 0,4
2019 88,6 10,3 0,3 0,4 0,4
2020 88,8 9,4 1,1 0,6 0,2
2021 87,5 10,7 0,9 0,7 0,2
2022 86,8 1,5 0,6 0,7 0,6
2023 87,5 1,3 0,3 0,5 0,4
2024 87,8 10,7 0,7 0,5 0,4

Bhttp://www.tuik.gov.tr/
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CHAPTER 2: MARITIME AND SHIPPING SECTOR

IN THE WORLD

2.1. Developments in World Maritime Trade'®

Maritime transport serves as the main artery
of global trade. Complex networks of shipping
routes, ports and maritime transit points have
made globalisation possible and strengthened
the interconnectedness of the global economy.
However, the maritime sector is facing
numerous challenges, especially in recent
years, which threaten the e iciency, reliability,
resilience and sustainability of transport and
related elements such as ports. Disruptions in
the sector are almost considered as the “new
normal”.

One of the main weaknesses of maritime
transport is its dependence on strategic
passages such as the Suez Canal, the Panama
Canal and even the Bosphorus. These critical
waterways provide shortcutsinintercontinental
sea voyages, reducing the duration and costs
of navigation. However, the maritime sector is
particularly vulnerable to climatic, economic,
geopolitical or operational disruptions at these
transition points, with serious consequences
for global maritime transport.

Delays, logistical obstacles, costs and financial
losses resulting from maritime disruptions are
often significant. Since 2019, these disruptions
have been on the rise. COVID-19, the Ever
Given incident, the climatic crisis in the Panama
Canal, the Ukraine crisis and the Suez Canal
crisis have been major events in succession.

The situation in the Red Sea caused ships,
especially those with large capacities, to
avoid the Suez Canal and sail around the
Cape of Good Hope, increasing distances and
transit times. Of course, this has had many
consequences. However, from the perspective
of the maritime sector, it has resulted in higher
operational costs for shipping companies,
ports and trade, and these costs have been
passed on to shippers. The diversion of ships to
longer routes has resulted in additional carbon
emissions from higher fuel consumption, and

9 The data under this heading are compiled from UNCTAD, IMF, Clarkson Research, https:/porteconomicsmanagement.org/,

Drewry.
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environmental challenges for the industry have tended to increase as ships have increased their
cruising speeds to maintain their service programmes.

E ects of the Suez and Panama Canal, Individual Events

Maritime transport is the main mode of transport of internationally traded goods and accounts
for more than 80% of international trade by volume. Demand for maritime transport is highly
inelastic, which means that changes in freight rates do not significantly a ect the quantity of goods
shipped. However, a severe drought in 2023 a ected the Panama Canal, through which 6% of global
trade passes, and the number of ships allowed to pass each day was reduced. Although drought
conditions have since eased, transit remains limited until August 2024.

On the other hand, attacks on merchant vessels in the Red Sea and Gulf of Aden, which account for
around 15% of global trade, have also had a major impact on shipping since November 2023. The

attacks caused many carriers to avoid the Red Sea altogether, diverting their vessels around the
Cape of Good Hope and reducing daily Suez Canal transits by more than 60% (Figure 2.1).

400
300

200

— — — — -
.
— —

100 e

=

— - —
— T y -

Jan. Feb. Mar. Apr. May Jun, Jul. Aug. Sep. Oct. Nov. Dec. Jan, Feb. Mar. Apr. May Jun. Jul, Aug. Sep.
2023 2024

= = Average daily Suez Canal passages =~ Average monthly maritime freight costs
= = Average daily Panama Canal passages

Figure 2.1 Development of transits and freight in the Panama and Suez canals, January
2023-September 2024 Index (100 = November 2023)

Globally, shipping freight costs have increased almost fivefold since October 2023, from USD
1,095 to USD 5,040. However, average freight costs are now half of what they were at the peak of
the pandemic crisis in September 2021, when average monthly freight costs reached USD 10,865.
The initial increase was partly due to congestion in the Panama Canal and Red Sea. However, this
increase can also be attributed to various factors, such as increased consumer activity, strikes in the
transport sector, accidents and extreme weather events. While demand was relatively weak in the
first months of 2024, consumer spending increased in both Europe and Asia, leading to an increase
in sea freight shipments.

Moreover, the North American freight market has faced significant challenges since last April,
including a railway strike in Canada and the collapse of the Baltimore bridge, which blocked access




to the port for more than a month. In mid-April 2024, dense fog disrupted operations in Shanghai
and Ningbo, the two largest ports in China (and indeed the world), while ports in Malaysia and
Singapore experienced delays due to heavy rainfall. More recently, in September 2024, Typhoon
Bebinca caused severe congestion at China’s major container ports.

The increased costs associated with these maritime disruptions inevitably translate into higher
transport costs that are passed on to consumers. In addition to uncertainty and volatility, these
unfavourable conditions in the maritime sector increase inflation and undermine economic growth.
Small island developing states and least developed countries are particularly a ected.

In contrast to longer shipping routes and increasing carbon emissions, maritime transport also faces
challenges such as decarbonisation and the need to transition to cleaner energy sources. Shipping
represents 3% of all global greenhouse gas emissions and the urgency to reduce these emissions
and overhaul the sector’s reliance on traditional fossil fuels is critical. The steps to be taken are
often obvious and include a move to paperless and digitised procedures, innovative approaches to
operations and a shift to cleaner technologies and ships equipped to run on alternative fuels. The
cost of this transformation is of course high, but the industry will not have the option of shying
away from decarbonisation and sustainability goals. This is also a strategic necessity.

On the other hand, as we have frequently mentioned in TURKLIM Port Sector Reports published in
the past, it is seen that some alternative routes continue to gain importance, especially as a result of
climate change. Especially the Arctic Sea Passage poses arisk for the future of the main East-West
trade route. In 2024, Russia’s opening of this passage to maritime tra ic was reflected in a significant
increase in the amount of cargo transported compared to the previous year. Other reasons for the
importance of this route include the Suez and Panama Canal disruptions mentioned in the previous
sections, Russia’s strategic policy and the route’s significant time and cost advantage.

Finally, at this point, it would be appropriate to mention the events in the US port of Baltimore.
In 2022, the collision of ships named Ever Forward and Valencia in the port area caused negative
consequences such as some containers on the ships falling into the sea and marine pollution. In
addition, the accident caused disruption of operations in the port and naturally caused delays
in the supply chain. Furthermore, clean-up and rescue operations were carried out due to its
environmental impacts. On the other hand, in March 2024, a container ship collided with the Francis
Scott Key Bridge, causing the bridge to collapse and restricting access to the port. This accident,
which caused billions of dollars of commercial and structural damage in addition to loss of life,
again caused disruptions in port operations and delays in maritime tra ic. In addition, land tra ic
was also adversely a ected during the repair process of the bridge.

As can be seen, future-proofing global supply chains depends on strengthening maritime transit
points, which are vital for the resilience of maritime trade. To achieve more robust, reliable and
resilient maritime transit points, maritime transport and maritime logistics need to embrace green
technologies, digitalisation and greater international cooperation.

Sector expectations in the near future

Despite all these setbacks, expectations for the future of the sector are positive. As a matter of fact,
UNCTAD estimates that the volume of maritime trade will grow by 2.5% annually and the volume of
containerised trade by 2.9% in 2025. UNCTAD expects total maritime trade to grow at an average
annual rate of 2.4% and containers handled at ports at 2.7% in the period 2025-2029 (Table 2.1).
This forecast is based on projected gross domestic product (GDP) and merchandise trade growth
of 2.7% and 3.0%, respectively.

2°Northern Sea Route — NSR
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Table 2.1 International maritime trade development forecast, 2024-2029 (%)

2025 2,5 29
2026 2,4 2,9
2027 2,3 2,6
2028 2,3 2,5
2029 2,3 2,5

As can be seen, maritime trade volumes are expected to continue to increase in 2025 and beyond.
This increase is fuelled by demand for large volumes of commodities (iron ore, coal, grain and
bauxite), gas, oil and container trade. The prospects for seaborne trade remain favourable, but
depend on how downside risks continue to evolve, including the war in Ukraine, heightened
geopolitical tensions and economic uncertainty.

Rising geopolitical tensions may trigger new shocks in global commodity markets. In particular,
oil and grain shipping routes in the Suez Canal, the Red Sea and the Black Sea could be a ected,
leading to potential increases in energy and food prices. In addition, technological supply chains
involving chips and semiconductors in East Asia are vulnerable to escalating tensions.

The medium-term outlook for maritime trade is influenced by both upside and downside factors.
Downside factors mainly include developments that may lead to a slow recovery in global markets.
These variables were mentioned in the first chapter. Recall that in the United States, lower consumer
spending, tight fiscal policies and a slowing labour market have led to a downgrade in growth
forecasts for 2025. In addition, ongoing manufacturing weaknesses in Germany, economic policy
uncertainties stemming from the 2024 and 2025 elections in various countries, rising trade tensions
and inward-looking policies further increase these risks. High inflation in emerging markets could
prompt central banks to maintain tight monetary policy, further fuelling concerns about the cost
of living.

Of course, there are also positive expectations. Global trade is expected to grow by between 3.1
and 3.4% annually, driven by strong export performance in the major Asian economies, particularly
in the technology sector. Trade involving developing countries, including the much underestimated
South-South trade , is experiencing strong growth, outpacing trade involving developed countries.
Sectors related to green energy and artificial intelligence products are expanding, fuelling trade
growth.

Maritime trade and GDP relationship

Maritime trade has been shaped according to the trends in the world economy and has experienced
significant changes. Therefore, the relationship between GDP and maritime trade has shown a
remarkable correlation in every period. In 2023, maritime trade volume grew by 2.4%, while GDP
output grew by 2.7%. On the other hand, the GDP growth rate significantly exceeded the growth
rate of maritime trade in 2021 and 2022. This is a di erent pattern from that observed since 2006,
when maritime trade generally expanded and contracted at a faster rate than global GDP.

2Trade among developing countries with each other.



The ratio of trade to GDP, i.e. the sensitivity of trade in goods to changes in GDP, has been falling
since 2010. The change in the ratio of trade to GDP has also been observed in maritime trade
data, especially since 2018, with goods trade growing relatively slower than GDP. In addition to the
existing tari s imposed by the US on China, other cyclical factors such as the new tari s imposed
by the new administration in the US, inflationary pressures in Europe and North America that
negatively a ect the consumption of traded goods and restrict trade growth, and the COVID-19
outbreak and recent disruptions that have occupied our agenda for a long time have also a ected
this relationship in recent years (Figure 2.2).
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Figure 2.2 Development of international maritime trade and world GDP (Annual%age change)?

The changing trade-to-GDP ratio is linked to the slowing pace of globalisation in trade in goods as
opposed to trade in services. As global economic growth shifts towards the services sector, which
relies less on maritime trade , the global economy may continue to grow, but maritime trade volumes
may not keep pace. The shift towards cleaner energy and sustainable development can be seen as a
stabilising factor on the path to sustainable development, which may increase trade in commodities
such as minerals used in the production of green technologies. At the same time, maritime trade
may decline as production becomes more localised and supply chains are restructured to minimise
emissions. This could lead to a scenario of slower trade volume growth, with changing trade
patterns and declining long-distance maritime trade in favour of shorter/regional routes. Of course,
these developments will directly a ect the demand for maritime transport and the demand for the
merchant vessel fleet.

2.1.1. Sea Freight
In 2024, maritime trade volumes were mainly determined by dry cargo and oil shipments, followed

by container trade. In 2022 and 2023, maritime trade, which was slightly above 12 billion tonnes and
remained stable, increased by 2.3% to 12.6 billion tonnes in 2024 (Table 2.2).

2UNCTAD



Table 2.2 World maritime transport development by cargo groups (million tonnes)?

All Loads (TON) 2022 2023 2024 \ Change 23/24
Dry Bulk Cargo 5.299 5.559 5.742 3,3%
Crude Oil and Products 2.987 3.053 3.026 -0,9%
Container 1.841 1.848 1.940 5,0%
Other 1.383 1.304 1.352 3.7%
Gas 534 558 570 2,2%
Total 12.044 12.352 12.630 2,3%

In terms of cargo groups, containers were the cargo group with the highest increase by 5% in
tonnes, while dry bulk cargoes increased by 3.3% to 5.7 billion tonnes. Crude oil and petroleum,
which is the most traded cargo group after dry bulk cargoes, decreased slightly by -0.9%, while
the volume of this product group was 3 billion tonnes. The total tonnage of container cargo, whose
detailed data in TEUs will be analysed in the following sections, was 1.9 billion tonnes. Liquefied gas
consisting of LPG and LNG increased by 2.2%, reaching a total cargo volume of 570 million tonnes.

The proportional distribution of cargo groups can be seen in Figure 2.3. In 2024, dry bulk cargoes
will have the highest share with 45%, followed by liquid bulk cargoes with 24% and containers with
15%. The share of gases is 5%.

Figure 2.3 In 2023, the share distribution of cargo groups transported by sea
Details on load groups will be analysed in the following sections.

2.1.2. Merchant Fleet

At the beginning of 2024, global fleet capacity grew by 3.4%. This is slightly higher than 3.2% in
2022, but lower than the average growth of 5.2% recorded between 2005 and 2023, driven by the

rapid fleet expansion between 2005 and 2012 (Figure 2.4).

23Clarkson Research
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Figure 2.4 Trends in annual world fleet growth

Fleet growth was uneven in 2023, with containership capacity increasing by around 8% and liquefied
gas carriers by 6.4%. Tankers, on the other hand, remained low, increasing by less than 2%. The
world’s total fleet capacity reached about 2.4 billion DWT, of which 42.7% was bulk carriers and
28.3% was oil tankers (Table 2.3).

Table 2.3 World fleet by ship types (*000 DWT and share)#

Main Ship T s
: b Share (%) Share (%)

Dry bulk carriers 974.452 42,8 1.004.281 42,7 3,1
Oil tanker 652.850 28,7 665.424 28,3 1,9
Container ships 305.844 13,4 329.490 14,0 77
Other ship types 261.525 1n,5 270.657 1n,5 3,5
Offshore vessels 87.055 3,8 89.093 3,8 2,3
Gas vessels 88.221 3,9 93.882 4,0 6,4
Chemical tanker 51.535 2,3 52.582 2,2 2,0
Other 26.177 1,1 26.316 1,1 0,5
Ferries and cruise ships 8.537 0,4 8.784 0,4 2,9
General cargo ships 82.708 3,6 84.047 3,6 1,6
World Total 2.277.379 100,0 2.353.899 100,0 34

Over the years, the structure of the world merchant fleet has evolved in parallel with the changes
in the structure of maritime trade. Dry bulk cargo, especially bulk commodities such as iron ore,
coal and grain, increased their share in maritime trade and overtook oil cargo. As a result, the share
of dry bulk carriers has increased over the years and overtook the share of oil tankers. On the
other hand, containerisation has reduced the need for general cargo ships and bulk cargoes are
increasingly being transported by containers. Meanwhile, the share of container ships and other
specialised vessels continues to exceed the share of general cargo ships (Figure 2.5).

2UNCTAD, RMT, 2024
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In 2023, the capacity of ships used in trade grew faster than maritime trade, but lagged behind
demand measured in tonne-miles. Fleet capacity growth is projected to increase at a similar rate
in 2024 (3.4%) before slowing to 2.7% in 2025. This slowdown is a reflection of recent trends such
as low order books, long lead times at shipyards, high newbuilding prices and a strong second-
hand market. Despite the current challenges and rising operating expenses and declining revenues
compared to the record highs seen in 2022, most vessel segments have experienced solid cash flow
and continued asset price increases.

In 2023 and the first half of 2024, vessel capacity supply and vessel utilisation were shaped by
system ine iciencies and new opportunities to utilise fleet capacity resulting from ongoing supply
chain disruptions and re-routing (due to channel crises). An example of this is the use of “shadow”
fleets deployed to access international markets for Russian oil, fuelled by the war between Russia
and Ukraine and reinforced by recent sanctions. This trend has extended the service life of existing
vessels, increased vessel sales and purchases, raised second-hand prices, reduced dismantling
levels and motivated some investments in newbuildings.

Current status of the merchant fleet

While the global fleet capacity is predominantly owned by developed countries, it mostly flies the
flags of developing countries. In 2023, the top 35 flag registries account for 94% of the world fleet.
Eighteen of the leading registries are from emerging economies and account for 76% of the world
fleet capacity. The 10 largest registry flags account for more than 78% of world capacity and have
both open (i.e. registries that allow the registration of foreign-owned vessels) and national (local)
registries. These are Liberia, Panama, Marshall Islands, Hong Kong (China), Singapore, China, Malta,
Bahamas, Greece and Japan.

Having surpassed the Panama registry in terms of DWT capacity in 2022, the Liberian registry
maintained its first place in 2023 (17.3%), followed by Panama (16.1%) and Marshall Islands (13.1%).
The Liberian registry increased its capacity by about 8% in 2023 compared to the previous year,
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more than double the growth in the Panama and Marshall Islands registries. In terms of the number
of vessels, Panama has the largest share among these three economies with more than 8,300
vessels, followed by Liberia and the Marshall Islands. These three leading flags account for 46.5%
of global shipping capacity in 2023. Meanwhile, China (9,530) and Indonesia (12,226) have more
vessels (Table 2.4).

Table 2.4 World fleet flag registry (100 GT and above, 2024)2®

DWT
Flag State Nug::i’:; of DWT*000 %‘ég%%‘: Dev;llcgrznent
(%)
1 | Liberia 5.215 4.8 408.369 17,3 78.307 79
2 | Panama 8.338 77 379.833 16,1 45,554 3,8
3 | Marshall Ad. 4.273 3,9 308.501 131 72.198 29
4 | Hong Kong 2.487 2,3 200.378 8,5 80.570 (0]
5 | Singapore 3.245 3,0 141.013 6,0 43.455 4,3
6 | China 9.530 8,8 133.647 57 14.024 4,8
7 | Malta 1.867 1,7 102.467 4.4 54.883 -6
8 | Bahamas 1.266 1,2 72.438 31 57.218 0,5
9 | Greece 1.211 11 56.279 2,4 46.473 -4,5
10 | Japan 5.265 4.8 43.007 1,8 8.168 31
11 | Indonesia 12.226 11,2 32.741 1,4 2.678 8,2
12 | Cyprus 993 0,9 30.646 1,3 30.862 -3
13 | Madeira 814 07 29.290 1,2 35.982 9,2
14 | Denmark 580 0,5 24.887 11 42.909 -14
15 | S. Korea 2162 20 21.221 0,9 9.816 12
16 | Iran 984 0,9 20.779 0,9 21117 0,3
17 | Norway 690 0,6 20139 0,9 29.187 -5,3
18 | Isle of Man 262 0,2 19.355 0,8 73.873 -3,6
19 | India 1.900 1,7 18.421 0,8 9.695 1,6
20| Saudi Arabia 443 0,4 14.287 0,6 32.250 6,6
21 | Vietnam 1.953 1,8 13.236 0,6 6.777 6,6
22| USA 3.501 3,2 13.215 0,6 3.775 47
23| Russia 2.902 2,7 11.867 0,5 4.089 57
24 | United Kingdom 843 0,8 11135 0,5 13.209 4.2
25| Malaysia 1778 1,6 9.440 04 5.309 -0,2
26 | Germany 593 0,5 8.056 0,3 13.585 10,8
27 | Cameroon 295 0,3 8.050 0,3 27.290 1
28 | Belgium 191 0,2 7.974 0,3 41,751 -12,9
29| Palau 536 0,5 7.892 0,3 14.723 49,2
30| ltaly 1.240 11 7670 0,3 6.185 -15,8
31 | France 492 0,5 7512 0,3 15.269 28,2
32| Turkiye 1.203 11 7230 0,3 6.010 8,4
33| Nigeria 945 0,9 6.866 0,3 7.266 16,2
34 | Netherlands 1191 11 6.714 0,3 5.637 1,7
35| Bermuda 110 0l 6.541 0,3 59.461 =71
Top 35 81.524 74,9 2.211.094 93,9 27122 3,2
World 108.789 10 2.353.899 100 21.537 3,4

#UNCTAD, RMT, 2024



Ship owners have direct control over their fleet and investment decisions. These decisions include
the size and type of ships, boarding technology, fuels, machinery and propulsion systems. Global
fleet ownership by number and capacity of vessels continues to be concentrated in developed
economies, but some emerging economies have also entered the top 10 list.

In 2024, more than 70% of global ship capacity in DWT and more than half of all ships were
registered under a foreign flag. This underlines a distinctive feature of international shipping, where
ship owners and the flags under which they are registered are often two separate entities. This ratio
varies across economies. Some economies, such as Germany, Greece and Japan, have more than
80% of their fleet capacity registered under a foreign flag. The entire tonnage of Bermuda, Monaco
and Oman is foreign flagged. At the other end of the spectrum, capacity in Iran, Bangladesh,
Indonesia and Saudi Arabia is predominantly national flagged. In Indonesia, national flag capacity is
predominantly used for inter-island transport, while in Saudi Arabia it largely reflects the nationally
controlled oil tanker fleet.

In 2024, 17 developed and 18 developing economies account for the 35 largest ship-owning countries,
with 52.3% and 42.1% tonnage, respectively. More than half of the world’s ship capacity is owned by
shipowners in developed economies, while most of the capacity (76%) is registered under the flags
of developing economies.

The contribution of emerging economies to the ownership list is largely due to China, Singapore,
Hong Kong China and Taiwan Province of China, all of which are among the top 10 shipowning
countries. Fleet ownership is concentrated in Asia, Europe and North America. Although its share
remains limited, Bangladesh (0.2%) enters the top 35 in 2024, while Kuwait drops out (Table 2.5).

Table 2.5 Top 25 countries fleet statistics (2024, 1000 GT and above)?®

Country of National | Foreign National Foreign National | World

owners_hlp Flag Flag Flag Flag Flag Share
or region Share (%)| (%)
1 | Greece 580 4 406 4.992 49.985.667 344.971148 394.977181 87,3 16,9
2 | China 6.600 2772 9.418 130.737.555 178.336.427 309.870.897 57,6 13,3
3 | Japan 959 3.142 4104 38.689.931 203.666.970 242.366.672 84,0 10,4
4 | Singapore 1.350 1.445 2.824 67.827.285 78.156.951 146.047.319 53,5 6,3
5 | Hong Kong 869 1104 2.000 76.961.461 57.939.090 135.586.887 42,7 58
6 | S. Korea 826 852 1.688 19.896.324 77.045.438 97.020.891 79,4 4,2
7 | Germany 172 1.918 2.091 7.492.926 66.931.088 74.427.230 89,9 32
8 | Taiwan 144 890 1.043 5.826.691 54.846.644 60.735.889 90,3 2,6
9 | United Kr. 334 928 1.267 9.070.489 47538.877 56.980.416 83,4 2,4
10 | Norway 936 898 1.836 17.331.399 36.441.844 53.903.936 67,6 2,3
11 | Bermuda (0} 420 420 - 52.293.715 52.293.715 100,0 2,2
12 | UAE 130 1.291 1.427 596.404 50.624.996 51.247.355 98,8 2,2
13 | USA 770 1010 1788 10.477.424 39.245.905 50.416.065 778 2,2
14 | Tarkiye 401 1.619 2.030 6.623.393 40.174.680 46.849.025 85,8 2,0
15 | Switzerland 14 647 661 835.748 40.293.135 41128.883 98,0 1,8
16 | India 926 345 1.275 17.670.993 23.006.477 40.697.051 56,5 17
17 | Denmark 399 373 772 20.313.094 18.447.451 38.760.545 47,6 1,7
18 | Indonesia 2.398 132 2.540 28.277194 3.430.913 31.980.209 10,7 1,4
19 | Monaco (0} 337 337 - 31.699.502 31.699.502 100,0 1,4
20 | Cyprus 113 311 424 3.939.325 25.272.183 29.211.508 86,5 1,3
21 | Belgium 81 211 292 7.038.164 17182.252 24.220.416 70,9 1,0
22 | Russia 1.551 269 1828 10.708.028 10.997.997 21.726.655 50,6 0,9
23 | Iran 240 13 254 18.340.397 679.712 19.021.661 3,6 0,8
24 | France 144 309 453 4.145.965 14.162.666 18.308.631 774 0,8
25 | Netherlands 650 536 1186 5.437.806 12.600.744 18.038.550 69,9 0,8

World 26.692 30.135 58.173 650.553.871 | 1.650.129.315 2.334.036.650 70.7 100,0

2UNCTAD, RMT, 2024
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In terms of monetary value, the global fleet reached $1.37 trillion in 2024, with the top 10 shipowning countries accounting
for nearly two-thirds of the total value. Greece ranked first, followed by China and Japan. The top 35 registries accounted for
more than 93% of the global fleet value, with the Panama fleet accounting for close to 13% of the total, followed by Liberia
(12.6%) and the Marshall Islands (11.9%).

2.1.3. Container Transport and Container Line Operators?’

MSC, which ranks first among global container operators in terms of capacity and the number of
ships it operates, has 886 ships and a total capacity of 6.4 million TEU as of February 2025. Maersk,
which ranks second, operates 735 vessels with a total capacity of 4.5 million TEU, while CMA CGM,
which ranks third, operates 663 vessels with a total capacity of 3.9 million TEU. Considering the
order books, it is expected that CMA CGM will surpass Maersk in terms of the capacity of operated
vessels and rank second in the short term, considering the 94 vessel orders with a capacity of
approximately 1.5 million TEU. MSC is expected to maintain its top position for many years with 132
ship orders with a capacity of 2 million TEU.

Considering that the number of ships used in container trade as of February 2025 is 7,255 and the
total capacity of these ships is 31.7 million TEU, it is seen that the top 10 shipowners control 55% of
the number of ships operated and 84.2% of the capacity.

In 2025, there have been some changes in the number of Turkish shipowners in the top 100. ARKAS
dropped to 34th place with 37 vessels and 59 thousand TEU capacity, followed by AKKON with 27
vessels and 38 thousand TEU capacity, and TURKON with 8 vessels and 16 thousand TEU capacity.
Unlike the previous years, MEDKON did not take place in the top 100 (Table 2.6).

Table 2.6 Turkish and foreign container line operators top 10 (February 2023)28

Operator Number of I\lur(?fber Ogae;:ﬂ?t;al Nug:‘li):; of C:gae:?t?(eof
vessels operated \(/J(\a/\?rsgg (TEU) Ordered (()_ll:téelejr)s
1 MsC 886 592 6.386.433 1.993.139 130 15.332
2 Maersk 735 335 4.518.829 846.042 64 13.219
3 CMA CGM 663 310 3.874.042 1.324.494 82 16.152
4 COSCO 515 198 3.335.569 881.080 52 16.944
5 Hapag-Lloyd 300 130 2.352.733 442728 35 12.649
6 ONE 255 93 1.969.127 610.585 47 12.991
7 Evergreen 224 144 1777096 821.423 59 13.922
8 HMM 82 62 906.167 88.700 10 8.870
9 ZIM 130 12 781.026 31600 4 7900
10 Yang Ming 98 59 711.393 77500 5 15.500
30 | ARKAS 37 35 58.588 26.292 6 4.382
50 | AKKON 27 2 38.081
60 | TURKON 8 5 15.703 8.024 2 4.012
Top 10 Total 3.960 1.977 26.724.787
Top 10 Shares 54,6% 27,3% 84,2%

?"The data under this heading are mainly taken from Alphaliner.
28https://alphalineraxsmarine.com/PublicTopl00/



As is well known, operational co-operation between container vessel operators takes various forms
such as slot leasing, vessel sharing agreements and strategic alliances. The first strategic alliances
between these lines date back to the mid-1990s, when the first Post-Panamax container ships
started to be used in the Europe-Far East trade. Since these years, there have been significant
changes in these alliances.

Significant Changes in Global Maritime Alliances

The container shipping industry is undergoing significant restructuring in 2025, with major carriers
announcing new strategic alliances and service networks. At the centre of these changes is the
dissolution of long-standing alliances, such as the 2M partnership, and the establishment of new
collaborations that will reshape global shipping routes and operations.

These changes, e ective 1l February 2025, reflect a strategic move towards more flexible partnerships
that will ensure carriers remain well positioned to meet their changing strategic priorities.

As market conditions change, carriers are re-evaluating their alliance strategies to better align with
their long-term strategic objectives. These alliances have traditionally helped to improve e iciency
and pool resources, but recent shifts have been directed towards optimising operations and meeting
strategic objectives.

One of the most notable changes was the end of the 2M Alliance between Maersk and MSC, which had
been a cornerstone of global shipping for years. As of February 2025, MSC operates independently
on the East-West trade lanes, while Maersk has joined Hapag-Lloyd in a newly formed partnership
called “Gemini Cooperation”. This new alliance is expected to provide enhanced service o erings
on critical east-west routes, combining Maersk’s extensive network with Hapag-Lloyd’s operational
expertise.

On the other hand, the remaining members of THE Alliance (Transport High E iciency Alliance),
ONE (Ocean Network Express), HMM (Hyundai Merchant Marine) and Yang Ming intend to rebrand
as Premier Alliance. The fact that Premier Alliance will sign a slot sharing agreement with MSC in
the Asia-Europe trade signals a significant change in the way these major carriers co-operate and
compete. According to the schedules published by Premier Alliance and MSC, this co-operation will
cover nine Asia-Europe sailings, but both carriers will retain some autonomy and MSC will operate
its Asia-North Europe sailings independently. In a parallel development, MSC has also signed a
three-year vessel service agreement with ZIM covering transpacific trade (Figure 2.6).

Gemini Ocean Alliance Premier Alliance
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Figure 2.6 New alliances of container transport
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Sustainability and New Regulations Drive Change

While the restructuring of alliances is driven by market forces, it is also heavily influenced by the
increasing emphasis on sustainability. In 2025, the International Maritime Organisation (IMO) will
introduce new regulations aimed at reducing greenhouse gas emissions, including more stringent
fuel standards and greenhouse gas pricing mechanisms. These regulations will put additional
pressure on carriers to adopt more sustainable practices and push them to invest in environmentally
friendly technologies and cleaner fuel options.

For stakeholders in the logistics and trade sectors, the integration of sustainability into these new
alliances will be crucial. Carriers will need to balance the costs of complying with environmental
regulations while maintaining competitive pricing and reliable services. Green shipping corridors
prioritising low-emission routes are expected to play a key role in shaping the future of container
transport.

Service Reliability and its E ect on Competition

With the end of the 2M alliance and the establishment of new alliances such as Gemini and Premier,
service reliability and competition in the container transport sector are expected to change
significantly. For example, the Gemini alliance has stated that it aims for 90% schedule reliability
in the long term. In response, Ocean Alliance has maintained its commitment to improve voyage
schedule reliability during this transition period.

These changes also o er opportunities for the container transport sector. By forming strategic
partnerships and sharing capacity on key routes, carriers can improve operational e iciency, reduce
costsand o er more competitive services. This increased competition can benefit cargo owners and
logistics service providers by providing greater flexibility and access to a wider range of transport
options.

A Positive Transformation in Global Maritime Transport

The changes that will take e ect in 2025 represent more than just a restructuring of alliances.
Carriers are increasingly focused on capitalising on economies of scale, reducing their environmental
impact and improving their service o erings to remain competitive in a rapidly changing market.

While the immediate impact of these changes may be challenging, the long-term outlook points to
an opportunity. The dissolution of the 2M partnership, the rise of new alliances such as Gemini and
Premier, and MSC'’s expansion of its independent network are likely to foster a more resilient and
sustainable shipping industry.

On the other hand, the measurements made by independent companies about the reliability of
voyage schedules in container transport reflect the current situation. These data are important
because the reliability of voyage schedules in container transport is a critical indicator of success.

Figure 2.7 and Figure 2.8 show the change graph of the data for the year 2024 in comparison with
the previous years. Throughout 2024, programme reliability has largely remained in the 50%-55%
range. On an annual basis, the schedule reliability is (-3.0%)%age points lower in December 2024,
but increases thereafter. The average delay for delayed vessel arrivals decreased by -0.23 days from
the previous month to 5.28 days, which is the lowest delay data since July 2024.
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2.1.4. Shipbuilding Industry

2023 was an important year for the shipbuilding industry, and a significant amount of ship tonnage
was delivered, especially due to the orders placed in the post-pandemic period. A total of 1,665
ships were delivered, adding 64.8 million gross tonnes of capacity to the active fleet. This tonnage
corresponds to 3% of the existing fleet.

The gross tonnage of ships delivered increased in 2023 (16%), reversing the downward trend in
2022. Containerships accounted for 35.3% of the total delivered, followed by bulk carriers (30.7%),
oil tankers (12.1%) and liquefied gas carriers. The distribution of gross tonnage among these ship
types is detailed in Table 2.7. In 2024, most of the new deliveries are for container ships and gas
carriers, while most of the new orders are for tankers and bulk carriers.

Table 2.7 New shipbuilding deliveries by ship types and countries of construction, 2023 (*000 GR)%

Vessel Type China Japan i?)lrjég Philippines | Vietham co?;\htﬁires

H. Oil Tanker 1.844.222 350.537 | 4.988.816 2.232 425.986 130.282 90.014 | 7.832.089 12.1
Bulk Cargo G. 12.473.399 | 6.352.971 195.148 790.002 46.011 0 0 19.857.531 | 30.7
General Cargo G. 644.605 270.809 269.391 (0] 818 146.927 95.291 1.427.841 2.2
Container G. 13.512.628 | 2.231.385 | 7100.704 (0] 0 0 42.600 | 22.887317 | 35.3
Gas Ship 1.280.996 351535 | 4.952.060 (0] 0 2.999 12.123 6.599.713 10.2
Chemical Tanker 524.528 207459 45.930 (0] 0 9.797 9.376 797090 1.2

Offshore Vessel 1.517.788 3.922 740.491 0 31.352 50.903 149.790 | 2.494.246 3.9
Ferry/Passenger G| 564.993 39.132 24.161 13.488 8.400 1.263.319 74.068 1.987.561 31

Other 684.261 157432 1185 216 513 19.699 28.075 891.381 1.4

Total 33.047.420| 9.965.182 | 18.317.886 | 805.938 | 513.080 | 1.623.926 | 501.337 |64.774.769 | 100
Share (%) 51.0 15.4 28.3 1.2 0.8 2.5 0.8 100.0 0%

In 2023, China, South Korea and Japan continued to dominate the shipbuilding market, with these
three countries accounting for about 95% of global production. China delivered more than 50%
of the world’s new ship capacity for the first time. South Korea contributed 28.2% and Japan
14.9%. China dominated all ship segments except oil tankers and liquefied gas carriers, which were
dominated by shipbuilders in South Korea. The declining contribution of Japan and South Korea
in recent years has allowed Chinese shipyards to take the lead. In addition to entering the liquefied
natural gas (LNG) carrier segment in 2022, China will overtake South Korea in container shipping
in 2023. South Korean shipyard production peaked at around 35% in 2016. Historically, Japan’s
production hovered around 50% in the 1970s and 1980s.

2.1.5. Ship Recycling Sector

In 2023 and the first half of 2024, ship scrapping or recycling activities were stagnant. Older vessels
were used to capitalise on opportunities arising from disruptions in shipping routes and to take
advantage of high freight rates. Continued uncertainty about the future regulatory framework and
low-carbon ship technologies and fuels also contributed to low levels of ship dismantling.

A total of 431 ships were sent for scrapping in 2023, 11 ships less than the previous year. In tonnage
terms, scrapping tonnage increased by 4.3% year-on-year to 7.5 million gross tonnes, or 0.5% of the
total active fleet. The volume of ships sold for scrapping in 2022 and 2023 is the lowest in a decade.
After a 50% reduction in 2022, volumes increased by only 4% in 2023.

SIUNCTAD, RMT, 2024
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Bulk carriers (40.7%), containerships (24.8%) and o shore supply vessels (10.6%) accounted for
most of the tonnage sold for scrapping. Although more bulk carriers were scrapped in 2023,
dismantling levels remained limited. Container ship dismantling, which almost came to a standstill
in 2021-2022, resumed in 2023, but the need to re-route around the Cape of Good Hope slowed
down scrapping activities (Table 2.8).

In the following sections of the report, developments in the main cargo groups are presented under
separate headings.

Table 2.8 Ships sold for scrapping and dismantling countries, 2023 (1000, GT)3?

Vessel Type Bangladesh Pakistan Tirkiye Brazil

Bulk Cargo Ship 21.859 5.829 o] 2546 (o] 18 30.415 40,7
Container Ship 4.447 11.329 1.306 304 (0] 115 18.538 24,8
Offshore Vessel 1102 937 1405 114 2.733 163 7922 10,6
Liquefied Gas Vessel 2138 2.951 1.097 (0] (0] 5 6.234 8,3
Crude Oil Tanker 2.014 1.027 18 744 (o] 35 4156 56
General Cargo Ship 1.587 561 453 (0] (o] 44 3.038 41
Ferry and Passenger Ship 262 155 838 (0] 0 1 1.367 1,8
Chemical Tanker 32 982 (0] 4 (0] 7 1.091 1,5
Other 749 885 181 (0} O 17 1.984 2,7
Total 3.419 2.466 530 371 273 416 7474 100,0
Share (%) 45.7 33.0 71 5,0 37 5,6 100,0

2.2. Dry Bulk Cargoes

Dry bulk cargoes are divided into two groups as major and minor. These cargoes are the largest
cargo group transported by sea. While major cargoes consist of iron ore, coal and cereals, all other
dry bulk cargoes are in the minor bulk cargo group. Since about 6% of global dry bulk trade passes
through the Suez Canal, dry bulk trade has been less a ected by disruptions in the Red Sea and the
Suez Canal. However, the disruptions particularly a ected grain exports from the United States and
other dry bulk exports from the North Atlantic to Asia. The iron ore trade and shipments of steel
products were also disrupted by cargo re-routing and increased transit times.

In 2023, the situation in the Panama Canal caused delays and increased shipping costs, a ecting
the export of grain and minor bulk cargoes from the Americas to Asia. The a ected routes saw a
31% increase in voyage distances for completed voyages, a 25% decrease in cargo volume and a 1%
increase in tonne-mile demand.

In 2024, the rate of increase in dry bulk cargoes, which totalled 5.7 billion tonnes, was 3.3% compared
to the previous year.

The increase in major bulk cargoes has been steady over the years, except for some exceptional

periods. Major bulk cargoes increase by 3.2% to 3.5 billion tonnes in 2024, while minor bulk cargoes
increase by 3.4% to 2.3 billion tonnes (Table 2.9).

Table 2.9 Development in Major and Minor Bulk Cargoes (million tonnes)3?

Years 2022 2023 2024 23/24
Major spillages 3.222 3.383 3.491 3,2%
Minor spillages 2.081 2176 2.251 3,4%
Total dry bulk cargo 5.299 5.559 5.742 3,3%

S2UNCTAD, RMT, 2024
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As mentioned, seaborne transports of iron ore, one of the three major dry bulk cargoes and the
most important input of the iron and steel industry, increased by 4.7% in 2023 and reached 1.5 billion
tonnes after a decline in 2022. Finally, in 2024, the increase was 3.2%, reaching 1.6 billion tonnes.

On the other hand, global coal transports increased by 4.6% to 1.4 billion tonnes, while cereals
increased by 1.7% to 532 million tonnes (Table 2.10).

Table 2.10 Development of major bulk cargoes (million tonnes)3*

Years | 2022 | 2023 | 2024 | 23724
Iron Ore 1.478 1.547 1.596 3,2%
Coal 1.228 1.303 1.363 4,6%
Grain 516 523 532 1,7%

Global coal demand is expected to decline, especially in developed economies that are transitioning
to cleaner energy sources. However, some developing countries will continue to produce and
consume coal due to cost e ectiveness and impossibilities. Therefore, demand may remain stable
or even increase in some Asian countries in the short term. Coal prices are likely to remain under
downward pressure due to reduced demand and increased competition from cleaner energy
sources. However, supply chain disruptions may lead to short-term price increases. Reduced
demand and regulatory pressures will reduce coal trade, especially in Europe and North America.
However, continued utilisation in some developing countries will maintain the base level of trade.

Unlike major bulk cargoes, minor bulk cargoes consist of a wide variety of cargoes. For this reason, it
is much more appropriate to present these cargoes by grouping them. These products and product
groups can be analysed in Table 2.11. The tonnage change in the amount of minor cargo between
2022-2024 can be seen in the table.

In total, minor dry bulk cargoes increased by 3.4% in 2024 compared to the previous year and
reached 2.3 billion tonnes. In 2024, metals will be the most transported cargo group among minor
bulk cargoes with more than 1 billion tonnes, followed by fertilisers with 205 million tonnes and
agricultural bulk cargoes consisting of soybean meal, oilseeds and rice with 202 million tonnes.

34Clarkson Research
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Table 2.11 Minor bulk cargoes (million tonnes)3®

Minor Pourings | 2022 | 2023 | 2024 | 23/24
Raw Sugar 41 40 43 7,5%

White Sugar 27 26 26 0,0%
Total Sugar 68 66 69 4.5%
Soya meal 64 60 65 8,3%
Oilseeds (Processed) 53 60 59 -1,7%
Rice 57 54 59 9,3%
Total Agricultural Bulk 192 193 202 4,7%
Urea 54 55 55 0,0%
Potassium 41 46 51 10,9%
Sulphur 31 32 35 9,4%
Phosphate rock 25 26 28 7,7%

Processed phosphate 30 35 35 0,0%
Total Fertiliser 182 193 205 6,2%
Kok 28 27 28 3,7%

Petcoke 76 74 75 1,4%

Bauxite 162 170 192 12,9%
Alumina 35 36 36 0,0%
Scrap 96 93 91 -2,2%
Manganese ore 44 45 43 -4,4%
Anthracite coal 32 35 31 -11,4%
Cement 144 139 134 -3,6%
Salt 60 54 56 3,7%

Nickel 47 50 56 12,0%
Copper 38 39 39 0,0%
Stone & Aggregates 159 165 163 -1,2%
Other metals and minerals 105 104 114 9,6%
Total Metals and Minerals 1,026 1,031 1,058 2,6%

Steel products 361 378 395 4,5%

Forest products 317 316 322 1,9%

Total Industrial Product 678 694 717 3,3%
Total Minor Castings 2.145 2.176 2.251 3,4%

Some specific bulk trade segments (iron ore, grain and minor bulk cargoes) are expected to perform
di erently in 2025. Ongoing infrastructure development projects in developing countries and
industrial expansion in emerging economies are expected to sustain demand for bulk materials. Iron
ore trade, whether measured in tonnes or tonne-miles, is likely to continue to grow, supported by
strong demand from steel producers, particularly in Asia. Small-volume commodities such as steel
and forest products are expected to grow steadily, supported by construction and manufacturing
activity in developing countries. Trade in cereals, on the other hand, is likely to grow moderately,
fuelled by rising global food demand and population growth.

35Clarkson Research
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2.3. Container trade

In 2024, container transports by sea increased by 5.5% and reached 212 million TEU.

In terms of routes, an increase was observed on all routes. The main East-West routes generally
carry the largest trade flows, with cargo carried on these routes representing more than 36% of
global container trade volume. The increase was 6.9% on the Trans-Pacific, Far East-Europe and
Transatlantic routes, which are defined as the main maritime trade routes. With this increase, the
containers carried on these routes increased from 58 million TEU in 2023 to 62 million TEU in
2024. All of these main routes are East-West routes. In the North-South direction container routes,
the container volume reached 59 million TEU with an increase of 3.5%. In 2024, the increase in
inland transports, especially in the China Sea, was 4.7%, with a total volume of 90 million TEU. The
transshipment rate in these transports is quite high (Table 2.12).

Table 2.12 Container transport shares by routes (million TEU) )3637

Routes 2022 2023 2024 23/24
Main Lines 59 58 62 6,9%
North-South Lines 54 57 59 3,5%
Inland Regions/Other 87 86 90 4,7%
Total 199 201 212 5,5%

Improving economic prospects and the diversion of vessels away from the Red Sea are factors
supporting the strong performance of container trade in 2024. The increase in cargo follows
declining volumes in 2022 and low growth in container trade in 2023. The re-routing of vessels due
to disruptions in the main transit channels has improved the balance between supply and demand
for container transport, leading to increased earnings and profits for carriers and higher costs for
shippers (Figure 2.9).
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Figure 2.9 Global container trade
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Among the main routes, the Far East-Europe Line was the only main route that contracted between
2023 and 2024. In contrast, the main routes with the most dynamic performance in the 2023-
2024 period were the Trans-Pacific West Line (North America to East Asia) and the Transatlantic
West Line (Northern Europe and Mediterranean to North America). The main drivers of this growth
are declining consumer inflation and the fall in retail inventories in the United States, which were
previously high (Table 2.13).

Table 2.13 Cargo flow on main trade routes (full containers, million TEU)

TransPacific Asia-Europe TransAtlantic

East Asia | America- | 7opy | Europe | FarEast | rog | America- | North | Total

-America | East Asia Far East Europe Europe America
2017 18.8 8.0 26.8 8.2 15.1 23.3 3.2 4.7 79
2018 20.1 81 28.2 8.3 15.9 24.2 383 50 8.3
2019 19.5 76 270 8.5 16.1 24.6 3.2 5.2 8.3
2020 20.0 74 274 8.2 15.5 23.7 2.7 50 77
2021 23.8 6.4 30.2 78 17.0 24.8 2.7 5.6 8.4
2022 22.6 6.0 28.6 6.7 15.8 225 2.6 515 8.1
2023 20.8 6.2 270 6.5 16.3 22.8 25 4.9 75
2024 21.7 6.9 285 6.9 16.1 23.0 2.6 5:8 79

Trade data already show various changes. For example, political proximity (i.e. having similar
geopolitical stances) has become more important for trade since late 2022 (although it tends to
decline in 2024). Four major bilateral trade relationships - Brazil-China; Russian Federation-China;
United Kingdom-European Union; and Vietnam-China - show increasing trade intensification. In this
context, the following current key container routes are critical:

China and emerging markets such as Brazil, India and the Russian Federation: China’s strong
export performance is the main driver of growth along these routes and to these regions.

Other intra-regional and South-South routes, reflecting a wider diversification of trade links
beyond the traditional North-South links: Trade from the Far East to emerging economies made
a significant contribution to containerised trade volume growth in 2024. In May 2024, Far East-
Latin America and Far East-Middle East and Indian subcontinent volumes increased, driven by
favourable economic trends in these regions and strong exports from China.

The performance of the container trade sector depends on geopolitical developments, the reduction
of disruptions at key points and supply chain restructuring trends. As mentioned earlier, container
trade is expected to grow steadily in the near term.

In recent years, the COVID-19 pandemic, the 2021-2022 crisis in global logistics, rising geopolitical
tensions, rapid technological advances and increasing sustainability demands have necessitated the
restructuring of supply chains. Geopolitical tensions have prompted countries to reconsider their
dependence on foreign suppliers and seek regional trade relations. Technological advances such as
automation and digitalisation are reshaping production processes, reducing the need for labour-
intensive operations and positioning production closer to end markets. In addition, sustainability
demands are creating pressure for greener supply chains by encouraging a shift towards renewable
energy and environmentally friendly production methods.
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All these restructuring e orts are changing trade patterns as global value chains become less
complex and more regionally oriented and less dependent on overseas production facilities. Trade
flows are increasingly shifting towards regional centres, creating new trade routes and networks
that prioritise trade closer to home and with “friends” (friend-shoring ) over traditional cost-driven
o shoring models. As a result, trade patterns are becoming more fragmented, with intra-regional
trade increasing in regions such as Asia and North America. This shift could a ect containerised
trade routes and volumes, potentially reducing long-distance transport needs and increasing
regional trade.

2.4. Liquid Loads
Liquid bulk cargo transport, which has the highest share in maritime transport after dry cargo,
reached a total of 3.9 billion tonnes in 2023 with an increase of 2.4%, while it remained at the same

amount in 2024. Crude oil and petroleum products decreased by 1.3% and 0.2%, respectively, while
gases and chemicals increased by 3.3% and 2.7% (Table 2.14).

Table 2.14 Tanker transport (million tonnes)“°

Liquid Loads 2022 2023 2024 23/24
Crude Oil 1.938 1.988 1.963 -1,3%
Petroleum Products 1.050 1.065 1.063 -0,2%
Gases 534 552 570 3,3%
Chemicals 369 375 385 2,7%
Total 3.891 3.980 3.981 0,0%

Crude oil transport has the highest tonnage share among liquid bulk cargoes with 1.9 billion tonnes.
After crude oil, the second most transported liquid bulk cargo is refined petroleum products with
around one billion tonnes.

Global oil supply is expected to remain relatively stable, with modest increases resulting from
investments in new production capacity in the Organisation of the Petroleum Exporting Countries
(OPEC) and non-OPEC countries. Oil demand is projected to peak around 2028 and then decline
as improvements in energy e iciency and the transition to electric vehicles accelerate. However,
demand will continue to increase in the short term, especially in emerging economies. Increased
production and stable demand will likely support stable trade volumes, but geopolitical risks and
market dynamics may create uncertainty in trading conditions.

Liquefied gas transports consisting of LPG and LNG continued its steady increase for many years.
Of the total 570 million tonnes of gases, 411 million tonnes are LNG and 134 million tonnes are LPG.
The increase in LNG transported by sea will be 5% in 2024, while LPG will increase by 2%.

The other liquid bulk group, chemicals, carried a total of 385 million tonnes in 2024, including
organic (about 144 million tonnes), inorganic chemicals (about 45 million tonnes), oils (about 88
million tonnes), lubricants (about 35 million tonnes) and other chemicals consisting of products
such as asphalt, bitumen, biodiesel, molases and ethanol, carried about 70 million tonnes.

At this point, natural gas (LNG), which has been increasing steadily, is particularly noteworthy.
Natural gas demand is projected to grow steadily due to its role as a transition fuel in the transition
from coal to cleaner energy sources. Natural gas supply is expected to expand, particularly from the
Russian Federation, the United States and the Middle East. Investments in LNG infrastructure wiill
support supply growth. On the other hand, regional market dynamics, infrastructure developments

%8Friendshoring is a supply chain strategy in which businesses source or produce goods in countries with shared values.
These values can include political stability, economic practices and cultural standards. The aim is to work with trusted allies
rather than risky partners.

%0 shoring is when a company outsources its business to another country. This can include tasks such as production,
customer service or administrative work. The aim is to save money by using lower-cost labour.
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and geopolitical factors a ect natural gas prices. In addition, expanding LNG infrastructure and
increasing demand may improve global gas trade, with new markets emerging in Asia and Europe.
Competitive pricing is expected to lead to higher transaction volumes.

2.5. Cruise Sector

The cruise industry has witnessed remarkable growth and transformation over the last decade.
According to the Cruise Industry Report published by the International Cruise Lines Association
in May 2024, the number of passengers carried on cruise lines in 2023 exceeded 31.7 million. The
regional breakdown of the countries from which these passengers travelled can be seen in Figure
2.10. As can be seen, there is a strong interest in this tourism especially in North America.
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Figure 2.10 Regional distribution of cruise passengers (Million Passengers)

Passengers who prefer cruise tourism are mainly US citizens. In 2023, a total of 17 million people
preferred this tourism, followed by Germany with 2.5 million passengers, the United Kingdom
with 2.2 million passengers, Australia with 1.2 million passengers, Canada and Italy with 1 million
passengers. Recently, interest in this tourism has been increasing especially in Brazil, Italy and the
United Kingdom.

Cruise passenger numbers are expected to reach 40 million passengers by 2028. In parallel with
this development, ship capacity is expected to increase by 10% and reach 745 thousand passengers.

Cruise tourism is a global sector with cruise lines operating in every region of the world. The most
concrete indicator of this is the regional distribution of the sector shown in Figure 2.11.
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Figure 2.11 Regional distribution of cruise passengers (%)

As can be seen, the Caribbean/Bahamas and Bermuda region is a very popular destination, with
a total of 12.9 million passengers visiting this region in 2023. This region was followed by the
Mediterranean with 5.5 million passengers, Europe (excluding the Mediterranean) with 3 million
passengers, Asia/China with 2.6 million passengers and Alaska with 1.7 million passengers.

Emerging Trends in the Cruise Industry

As environmental concerns increase, the cruise industry is adopting innovative solutions to minimise
its carbon footprint while promoting tourism. Major sustainability initiatives include:

eTransition to cleaner energy sources: LNG-powered cruise ships are becoming increasingly
common.

Shore power facilities: Shore power connections are implemented to reduce emissions during
berthing.

eAdvanced waste management systems: Cruise ships are improving on-board recycling and
waste treatment.

*Water conservation and treatment: New technologies allow ships to treat and reuse water more
e iciently.

Net-zero emissions commitment: The cruise industry aims to achieve net-zero carbon emissions
by 2050.

The cruise industry continues to demonstrate flexibility and innovation, adapting to changing
passenger preferences while improving sustainability and economic growth. With strong passenger
demand, new technological developments and environmentally friendly investments, the industry
can be expected to gain significant growth momentum in the coming years.


























































































































































































































































































































































































































































































































































































































































