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Dzenis O. 0., Shestakova O. A., Piddubna L. I. Navigating Structural Duality in Seaports:
Trade Patterns and Hinterland Interfaces of Antwerp-Bruges

European maritime hubs currently navigate a complex structural duality: maintaining the strict cadence of regional short-sea networks while simultaneously
absorbing the growing volatility of intercontinental deep-sea corridors. To understand how major nodes physically and strategically reconcile these conflicting
pressures, this study conceptualizes the trade patterns and underlying logistics structures of the Port of Antwerp-Bruges within the broader International Supply
Chain Management framework. Drawing on 2024 operational statistics, Eurostat datasets, and UNCTAD macro-assessments, the research quantifies the port’s
origin-destination profile. It strategically contrasts its stable intra-European base (42.5% of total maritime freight) against highly concentrated global exposures
across key intercontinental corridors, such as the Far East and North America. The empirical evidence indicates that sustained gateway competitiveness relies
on systemic coherence rather than mere quayside capacity. Specifically, the port's dual-platform configuration and multimodal hinterland synchronization act as
a robust buffering ecosystem. Furthermore, integrated governance mechanisms and compliance protocols ensure operational discipline during periods of high
cargo bunching. By actively managing shared terminal assets and access regimes, the node effectively prevents schedule disruptions in long-haul routes from
spilling over into regional distribution chains. Ultimately, the findings shift the strategic focus of port evaluation from pure throughput maximization to end-to-
end interface reliability, offering a concrete framework for assessing operational resilience in an era of persistent supply chain instability.
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[A3enic 0. 0., Lecmakoea O. A., 1iddy6Ha /1. |. Hasizayia cmpykmypHoto dyanbHicmio 8 MOPCLKUX MOpmax:

mopzosenbHi Modeni ma 83aemodia 3 6HympiwHimu pezioHamu nopmy AHmeepneH-bprozze

Y cyyacHux ymosax, €aponelicoki MOPCLKI 8y31U CMUKAMbLCA 3i CKAAOHOK CMPYKMYpPHOK OyanbHicmio: nidmpuMaHHa cmpo2020 pummy peioHanbHUX
Mepext KopOMK020 MOPCbKO20 CrONY4eHHA i3 00HoUYaCHOK abcopbuiero 3pocmaro4oi HecmabinbHOCMi MiXKOHMUHEHMANnbHUX 21UBOKOBOOHUX Kopudopie.
LLjobu 3po3ymimu, Ak 0CHOBHI Nepesanto8anbHi 8y3U Gi3u4HO Ma cmpameziyHo y3200HyMb MAKi cynepeynusi HIBAHMAXEHHSA, OaHe A0CAIOHEHHA KOH-
yenmyanisye mopzosenbHi Modesi ma nidrpyHmosi nozicmuyHi cmpykmypu nopmy AHmeepner-bproeze, posensdaroyu ix y wupwiti pamkosili cmpykmypi
Mi#HapodHo20 ynpasnidHA naHyroeamu nocmasok. Cnupaioyuce Ha onepamusHy cmamucmuky 2024 poky, dawi Eurostat ma makponokasHuku UNCTAD,
00CiOMEHH KinbKiCHO OUiHIOE Mpocine mopmosux sidnpaeneqs ma npubymmie. [ocaioxeHHs makox cmpameziyHo MopigHIOE cMabinbHy 8HYMPiWHb0-
eaponelicbky 0cHoBY (42,5% 6i0 302a/1bHO20 MOPCLKO20 BAHMAXOMOMOKY) i3 BUCOKOKOHUEHMPOBAHUMU 271060AbHUMU PUUKAMU HA KAKYOBUX MIMKOHMU-
HeHmanbHux Kopudopax, makux Ak [anekuli Cxio i lieHiyHa Amepuka. EmnipuyHi OaHi ceidyams npo me, wio cmilika KOHKYPEHMOCIPOMOXHICMb nopmie,
WO CAy2ylomb nepesantosansHUMU 8y3/aMu, 3a1exUmb 8id cucmemHoi y32o0xeHocmi, a He auwe 8i0 micmkocmi npuvanie. 3okpema, dsonaameopmosa
KOH(hi2ypauis mopmy ma CUHXPOHI3auia Myabmumo0anbHo20 NioxioHo20 pezioHy sucmynarms y akocmi HadiliHoi bygepHoi ekocucmemu. Kpim moeo, iH-
Me2poBaHi MexaHiamu ynpaeniHHa ma npomokoau dompumaHHs Hopm 3abe3nedyloms ducyunaiy onepauit nid Yac nepiodie HAOMIPHO20 CKyNYeHHA 8aH-
maie. AKMUBHO KEPYIOYU CiNbHUMU MEPMIHANbHUMU GKMUBAMU Ma PeXcumMamu docmyny, nepesasntosasnbHuli 8y301 eghekmueHo 3anobieae nopyweHHIm
MazicmpansHUX Mapwpymig pe2ioHanbHux AaHYro2ie po3nodiny. ¥ 8UCHOBKY MOKA3GHO, WO OMPUMAHI pe3yasmamu 3milyyroms cmpamezivyruli akyeHm ouyiH-
Ku nopmy 3 npocmoi MaKcumizayii mponyckHoi cnpomoxcHocmi Ha HadiliHicme 83aemodii 8i0 noYamky 00 KiHUA NesHo20 MPouecy, MPOMOHYHYU KOHKDEMHy
0CHOBY 018 OYiHKU onepauiliHoi cmilikocmi 8 enoxy mocmiliHoi HecmabinbHOCMI AAHYHO2i8 TOCMAYAHHS.
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Knroyoei cnoea: no2icmuyHi cucmemu; MOpcoKa mopeiens; nopmosa cucmema; mioxioHuli pezioH; ynpasniHHA NAHYI02AMU NOCMAYGHHS.

Puc.: 4. Taba.: 3. bién.: 8.
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uropean maritime trade is structured around

two complementary geographies: high-frequen-

cy regional circulation and longer-haul cor-
ridors linking Europe with global markets. For ports
within the Hamburg-Le Havre range, strategic perfor-
mance is shaped not merely by local infrastructure,
but by their capacity to act as supply chain nodes that
synchronise maritime services with hinterland logis-
tics and stabilise end-to-end flows under volatility. In
this context, the Port of Antwerp-Bruges serves as a
critical empirical setting to examine how distinct trade
patterns dictate specific logistics structures, ultimately
redefining the strategic positioning of a major Euro-
pean port system.

Analysis of Recent Research and Publications.
The theoretical foundation for evaluating modern port
nodes is rooted in the paradigm that competition oc-
curs between end-to-end supply chains rather than in-
dividual entities, a core principle of international sup-
ply chain management [1]. Building upon this macro-
logistic framework, the contemporary discourse on
European port systems has progressively shifted from
traditional throughput maximization toward sys-
temic integration and supply chain resilience. Recent
scholarship [3] highlights that the competitive locus
has moved inland, emphasizing the co-production of
reliability across port-hinterland interfaces. Concur-
rently, industry macro-assessments, including the lat-
est UNCTAD reports [8], underscore the persistent
volatility of global shipping driven by geopolitical re-
alignments and rerouting imperatives. This literature
collectively frames a transitional phase where gateway
ports must function as buffering ecosystems capable
of absorbing external shocks while preserving end-to-
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end flow coherence. Against this conceptual backdrop,
the paper operationalises trade-pattern and interface
differences using official EU statistics and port author-
ity reporting [2; 4; 7].

Identification of Previously Unresolved Parts
of the General Problem. While contemporary port
economics acknowledges the necessity of supply chain
integration, the prevailing analytical dichotomy of-
ten isolates intercontinental deep-sea volatility from
intra-European short-sea circulation, treating them
as distinct operational domains. Consequently, the lit-
erature lacks comprehensive empirical investigations
into how hybrid port nodes physically and strategi-
cally reconcile these divergent trade contours within
the same logistics structures. Specifically, it remains
theoretically underserved how shared terminal assets,
multimodal hinterland interfaces, and administrative
regimes absorb the conflicting pressures of erratic
global arrivals alongside the strict cadence required
for regional feedering. Deciphering the mechanisms
that contain spillover risks between these overlapping
networks is fundamental for advancing the conceptu-
alization of gateway resilience.

The Aim of the Article. The aim of this article
is to investigate the basic patterns of maritime trade
relevant to the Port of Antwerp-Bruges, covering both
the Intra-European contour and Europe with the rest
of the world, and to interpret the associated logistics
structures that enable these patterns in an Internation-
al Supply Chain Management and Logistics frame. The
ultimate value of this research is to demonstrate how
major port nodes can maintain strategic resilience,
stabilise supply chains, and prevent global disruptions
from spilling over into regional networks. To achieve
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this aim, the analysis sequentially establishes the port’s
origin-destination profile to quantify the relative
weight of European and non-European trade in 2024. It
then compares the two contours by trade area, includ-
ing concentration and directionality. Following this,
the study identifies the associated logistics structures
most directly linked to the observed patterns, includ-
ing platform configuration, cargo and terminal profile,
maritime connectivity, hinterland modal interface, and
governance/compliance arrangements. Finally, the
findings are synthesised into strategic implications for
the port node, with particular attention to interface re-
liability and spill-over risks across shared assets.

Methodology of Research. The methodological
basis of this study integrates a systemic approach with
methods of comparative and statistical analysis. Spe-
cifically, comparative analysis is applied to contrast the
intra-European and intercontinental trade contours,
while a systemic approach is used to conceptualise
the port and its hinterland connections as an inte-
grated logistics node. Empirically, the article relies on
three complementary evidence layers. European-level
context is taken from Eurostat’s Statistics Explained
dataset on maritime transport of goods to position
Antwerp-Bruges within the broader European trade
structure and to frame the intra-European versus ex-
tra-European split. Port-level trade patterns and asso-
ciated operational indicators are derived from the Port
of Antwerp-Bruges’ official Facts & Figures 2025 (an-
nual figures 2024) and the Yearbook of Statistics 2024,
which are used to quantify origin-destination profiles,
trade-area distribution, container geography, connec-
tivity, and hinterland interfaces. Finally, to situate the
findings within the current operating environment,
the UNCTAD Review of Maritime Transport 2025
overview is used to characterise volatility and rerout-
ing effects relevant to gateway resilience.

Results and discussion. A century ago, Ant-
werp was already known as a safe and well-sheltered
gateway on the North Sea range. Currently, Port of

Port Tonnes

Rotterdam 435,700,000

Port of Antwerp-Bruges 277,745,708

Hamburg 111,803,000
Haropa 82,862,000
Amsterdam 77 549 210
North Sea Port 66,163,000
Bremen 61,933,000
Dunkirk 45 909 000
Wilhelmshaven 33,500,000

Antwerp-Bruges, formed by the merger of the ports of
Antwerp and Zeebrugge in 2022, is positioned among
Europe’s leading trading ports with 277.7 million
tonnes of maritime freight handled in 2024 (Fig. 1).
The second most important trading port in Europe
and 14™ in the ranking of most important ports that
handle containers worldwide.

Hamburg, all located on the North Sea coast, as

the top three European ports both in terms of
gross weight of goods handled and volume of contain-
ers handled in the ports, confirming Antwerp-Bruges’
strategic role in intra-European supply chains. The
port’s geography explains this role. The Antwerp plat-
form is located about 80 kilometres inland, enabling
deep access into continental markets, while the Zee-
brugge platform complements this with direct coastal
accessibility. A 2025 study commissioned by Port of
Antwerp-Bruges and Port of Rotterdam notes that
60% of Europe’s purchasing power lies within 500 ki-
lometres of both ports, implying that over 500 million
consumers can be reached within 24 hours via multi-
modal networks [4].

With more than 300 liner services and over 800
destinations, Antwerp-Bruges reports a dense sched-
ule network that supports both intra-European cir-
culation (short sea, feedering, RoRo where relevant)
and intercontinental gateway functions. This service
density is a core enabler of reliability and flexibility in
ISCM terms, because it increases routing options, sail-
ing frequency and resilience against disruptions.

For the strategic analysis of Port of Antwerp-Bru-
ges in an International Supply Chain Management and
Logistics frame, the most informative starting point
is the port’s origin-destination profile. It shows where
demand is generated, whether flows are balanced, and
where pressure is most likely to build up across termi-
nals and hinterland interfaces. At the level of the Euro-
pean Union, Eurostat reports that maritime transport

Eurostat [2] lists Rotterdam, Antwerp-Bruges and

As an essential link in
the global supply chains,
Port of Antwerp-Bruges
has developed into a
leading European port
with significant cargo-
generating capacity.

Fig. 1. Maritime freight volume Hamburg-Le Havre range

Source: [4, p. 13].

130

BIBHECIHOOPM Ne 3_2026

www.business-inform.net




remains predominantly connected to partners outside
the European Union: in 2024, 68.4% of seaborne goods
transported to or from the main ports was extra-Euro-
pean Union, while international intra-European Union
transport accounted for 21.2% (with national maritime
transport at 8.5%) [2]. This macro-pattern matters for
Antwerp-Bruges because it frames the port’s strategic
task as managing both high-frequency regional circu-
lation and intercontinental volatility that originates in
global corridors.

In this context, the port’s own figures confirm
that the Intra-European contour represents a substan-
tial and relatively stable throughput base. In 2024, Eu-
rope accounted for 60.5 million tonnes of unloading
and 57.7 million tonnes of loading, indicating broadly
two-way European flows rather than a strongly one-
sided import or export pattern. Europe-linked mari-
time freight amounted to 118,169,452 tonnes, equal
to 42.5% of the total maritime freight volume of
277,745,708 tonnes [4].

4 I Yo consolidate the comparison between the
Intra-European contour and Europe with the
rest of the world, the distribution of maritime

freight by trade area is summarised in Fig. 2, which vi-

sualises the relative weight of Europe and the major

non-European regions within the port’s total maritime

freight volume in 2024.

Morth and
Central America
41,712,134

Indian subcontinent
and Far East
43,747,348

Middle East
30,090,800

Africa
29,081,795
South America Oceania

13,290,753

277,745,T08
tonnes

in 2024, full-container traffic linked to Europe totalled
3,509,189 TEU, with loaded volumes (2,087,417 TEU)
exceeding discharged volumes (1,421,772 TEU) [7].

This pattern is consistent with a port role that in-
cludes consolidation and distribution within European
supply chains. Strategically, it increases the value of
predictable cut-offs, stable terminal performance, and
dependable hinterland connections, because service
reliability is created across the end-to-end interface
rather than at the quay alone.

At the same time, Antwerp-Bruges is even more
exposed to Europe with the rest of the world in ton-
nage terms. Non-European origin-destination flows
reached 159,576,256 tonnes, i.e., 57.5% of 2024 mari-
time freight. The largest blocks were Indian subconti-
nentand Far East (43,747,348 tonnes; 15.8%) and North
and Central America (41,712,134 tonnes; 15.0%), fol-
lowed by the Middle East (30,090,800 tonnes; 10.8%)
and Africa (29,081,795 tonnes; 10.5%). Directionality
differs across corridors: loading exceeds unloading for
Africa and the Middle East, while the reverse holds
for North and Central America and Indian subconti-
nent and Far East (7bL. 2). For strategic analysis, these
asymmetries matter because they translate into dif-
ferent operational stresses, ranging from storage and
inland evacuation needs in import-heavy corridors to
equipment positioning and export cut-off discipline in
export-leaning corridors [4; 7].

Europe
118,169,452

Miscellaneous
T.158

1,646,267

Fig. 2. Maritime freight volume in Antwerp and Zeebrugge by trade area, 2024 (tonnes)

Source: [4, p.7].

From a strategic perspective, this share is large
enough to treat Intra-European trade not as a periph-
eral add-on but as a backbone shaping berth and yard
allocation, capacity planning, and the reliability of the
port-hinterland interface, because these flows com-
pete for the same operational resources as long-haul
traffic (Thl. 1) [4; 7].

A container-specific perspective strengthens this
interpretation. The Yearbook of statistics reports that
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rest of the world is amplified by the global op-

erating environment. UNCTAD characterises
current maritime transport conditions as volatile and
influenced by rerouting, with a more subdued outlook
for 2025 [8]. For a port whose throughput is more than
half connected to non-European regions, this context
raises the premium on service redundancy, diversified
trade-area exposure, and robust terminal-hinterland

Finally, the strategic salience of Europe with the
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Table 1

Intra-European trade patterns relevant for Antwerp-Bruges (2024)

Analytical dimension

Key indicator

2024 value

Strategic reading

Scale within the port’s
trade profile

Europe-linked maritime
freight (unloading +
loading)

118,169,452 tonnes (42.5%
of total maritime freight)

The Intra-European contour

is structurally material in ton-
nage terms; it must be treated
as a core demand base in stra-
tegic positioning, not as a mar-
ginal segment

Directionality and balance
(tonnage)

Europe unloading
vs Europe loading

60.5 vs 57.7 million tonnes

European flows are broadly
two-way and near-balanced,
suggesting a stable regional
trading base with only a slight
import tilt in tonnage

Container geography of the
Intra-European contour (full

containers)

Europe full containers
(discharged / loaded /
total)

1,421,772 /2,087,417 /
3,509,189 TEU

The full-container pattern for
Europe is export-leaning (load-
ed > discharged), consistent
with a role as a European distri-

bution and consolidation node
in containerised supply chains

Table 2

Europe with the rest of the world trade patterns relevant for Antwerp-Bruges (2024)

Concentration by trade
area (tonnage)

subcontinent and Far
East + North and Central
America)

Analytical dimension Key indicator 2024 value Strategic reading
o ' 159,576,256 tonnes Europe with the rest of the world
Scale within the port’s Non-European total (all (57.5% of total mari- accounts for the larger share of ton-
trade profile regions outside Europe) T nage; it is the dominant contour
time freight) ; )
shaping the port’s global exposure
Top 2 non-European trade A high concentration in two trade
areas combined (Indian 85,459,482 tonnes areas implies corridor dependence;

(53.6% of non-Europe-
an total)

strategic risk and performance sen-
sitivity are disproportionately linked
to these corridors

Top 4 non-European trade
areas combined (Top 2 +
Middle East + Africa)

144,632,077 tonnes
(90.6% of non-Europe-
an total)

The non-European pattern is
strongly clustered; diversification by
tonnage is limited, which increases
the strategic value of resilience
planning around the top four areas

Directionality
by trade area (tonnage)

Indian subcontinent
and Far East (unloading /
loading)

24.0/19.8 million
tonnes (net —4.2)

Import-leaning tonnage profile,
indicating that inbound flows domi-
nate for this corridor

North and Central Ameri-
ca (unloading / loading)

22.8/18.9 million
tonnes (net -3.9)

Import-leaning tonnage profile,
again suggesting inbound-domi-
nant corridor dynamics

Export-leaning tonnage profile,

Mldqle East (unloading/ | 14.3/15.8 million indicating outbound-dominant
loading) tonnes (net +1.5) . .

corridor dynamics

Strongly export-leaning tonnage
Africa (unloading / 10.3/18.8 million profile, signalling a pronounced
loading) tonnes (net +8.5) outbound orientation in this trade

area
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synchronisation to absorb schedule variability and de-
mand shocks.

The trade patterns described above rest on a set
of associated logistics structures that shape service
reliability, flexibility and resilience at the port node.
These structures are best analysed as one integrated
port system serving both the Intra-European con-
tour and Europe with the rest of the world, because
most assets and interfaces are shared. Where a func-
tional distinction is meaningful, it is made explicitly:
high-frequency regional circulation is primarily en-
abled through short-sea shipping and feeder services,
whereas intercontinental trade relies more strongly on
deep-sea liner connectivity and the capacity to absorb
larger call sizes and greater schedule variability within
the same terminal and hinterland interfaces [4; 8].

defining feature is the “one port, two platforms”
Aconﬁgurationz the inland Antwerp platform

and the coastal Zeebrugge platform operate
under one authority yet provide distinct access profiles
and operating options. Strategically, this dual set-up
broadens the port’s room to manoeuvre across differ-
ent route logics and cargo requirements, rather than
forcing all flows through a single physical gateway.

The second structural pillar is the terminal and
commodity portfolio. The 2024 maritime freight com-
position is led by containers and liquid bulk, with
additional significant volumes in rolling stock, dry
bulk and breakbulk (Fig. 3). This profile signals that
Antwerp-Bruges functions through multiple special-
ised handling environments and planning regimes
operating in parallel; in strategic terms, performance
depends on the coherence of these subsystems rather
than on a single dominant cargo segment.

Network connectivity provides the third pillar,
and it is the point where a clear distinction between
the two contours becomes analytically useful. On the
Intra-European side, short-sea shipping and feeder

Containers
148,924,557

Dry bulk
14,955,869

Breakbulk

excl. rolling stock

10,678,636 ?
Rolling stock
19,629,118

Fig. 3. Structure of maritime freight volume by cargo type at Port of Antwerp-Bruges, 2024 (tonnes)

Source: [4, p. 13].
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services sustain dense, high-frequency maritime links
around Europe and adjacent sea basins. Antwerp-Bru-
ges reports more than 200 weekly short-sea and feeder
services and short-sea connections to 598 ports; the
short-sea footprint amounts to 137.6 million tonnes
(49.6% of total maritime cargo throughput) and 5.9
million TEU (43.8% of container throughput). The
port also reports 6 dedicated short-sea terminals offer-
ing a wide range of short-sea services. Taken together,
these indicators confirm that short-sea connectivity is
a structural component of the port’s network model
rather than a peripheral segment [4, p. 34].

For Europe with the rest of the world, the com-
plementary network structure is intercontinental liner
connectivity. Compared with regional circulation, in-
tercontinental networks typically combine larger ex-
changes with lower call frequency and higher schedule
variability. In strategic terms, the relevant associated
structure is therefore the stability of interfaces: the
port’s ability to keep terminal processes and inland
evacuation predictable when long-haul arrivals bunch
or when upstream delays propagate through sched-
ules. This emphasis is consistent with UNCTAD’s as-
sessment of volatility and disruption effects shaping
recent maritime transport conditions, which increases
the value of resilience at gateway nodes [8].

time flows into continental distribution and

industrial supply. The port’s hinterland modal
split (including industry) shows a strong role for in-
land navigation, followed by road transport, pipelines
and rail (Fig. 4). This pattern underlines that the port’s
effective market reach is co-produced with inland cor-
ridors: it supports competitive access to inland mar-
kets, while making the overall system’s resilience partly
dependent on performance beyond the quay wall.

In an International Supply Chain Management
and Logistics perspective, associated logistics struc-

Finally, hinterland connectivity converts mari-
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Source: [4, p. 30].

tures also include governance and compliance mecha-
nisms that keep throughput feasible under security
and regulatory constraints. Port of Antwerp-Bruges
states that port operations are framed by local port
regulations and bylaws overseen by the Harbour Mas-
ter’s Office, and it also confirms that it falls under the
International Ship and Port Facility Security Code
and operates with an approved security plan. These
arrangements shape access regimes, movement rules
and operational discipline, supporting predictability in
a high-value environment and becoming more salient
when wider shipping conditions are volatile [5-7].

ithin the scope of this article, associated
logistics structures are examined through
maritime network connectivity, cargo and
terminal configuration, and the port-hinterland inter-
face as the elements most directly linked to the ob-
served trade patterns. Detailed technical parameters
of nautical access and compliance arrangements (for
example, draught constraints, pilotage regimes, and
customs or security procedures) are not discussed, as
they require dedicated primary documentation and
exceed the analytical focus of this section.
Taken together, the trade patterns and associated
structures indicate that the strategic task for Port of
Antwerp-Bruges is to manage two logics within one
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Fig. 4. Hinterland modal split of Port of Antwerp-Bruges (shares, 2023)

shared system: stable international circulation in the
Intra-European contour and more volatile corridor ex-
posure in Europe with the rest of the world. The port
does not gain robustness by prioritising one contour
at the expense of the other; it gains it by preventing
disruption in one contour from spilling into the other
through the same terminals and hinterland interfaces.
This interpretation is consistent with the International
Supply Chain Management view that service out-
comes are produced across end-to-end interfaces and
that ports should be assessed by how well they support
flow coherence beyond the port perimeter, as embed-
ded nodes in wider networks [1; 3].

For the Intra-European contour, the main impli-
cation is to treat short-sea and feeder connectivity as
a protected service backbone. Because regional flows
compete with intercontinental flows for the same
quayside, yard space and inland capacity, reliability has
to be engineered into everyday planning rather than
restored after disruption. Strategically, this points to
safeguarding cadence: stable sailing frequency, pre-
dictable cut-offs, and consistent port-hinterland syn-
chronisation that preserves routing choice for Euro-
pean circulation even when intercontinental schedules
become irregular [4].

For Europe with the rest of the world, corridor
concentration and higher schedule variability imply
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that resilience depends on the ability to absorb un-
even arrivals without converting variability into con-
gestion at the node. The strategic stance is therefore
oriented less to maximising throughput and more to
maintaining controllability: adequate buffers, rapid
inland evacuation options, and operational discipline
that limits delay propagation from maritime arrivals
into landside queues and dwell time accumulation [6].
This emphasis is aligned with UNCTAD’s framing of a
volatile operating environment in maritime transport
and the persistence of disruption effects.

Synthesised as a competitiveness statement, An-
twerp-Bruges performs as a hybrid node that creates
value when gateway functions and regional circulation
can coexist without mutual disruption. Competitive
advantage emerges not from the absolute dominance
of either contour, but from interface quality: the capa-
bility to stabilise flows through coherent terminal rou-
tines, multimodal inland optionality, and disciplined
access regimes. Within this logic, two strengths stand
out: the dual-platform configuration, which widens
operating options, and the structurally strong hinter-
land interface, which supports inland reach and pro-
vides multiple pathways for evacuation and distribu-
tion [3; 4].

At the same time, the analysis highlights two vul-
nerabilities. First, concentration within a limited set of
non-European corridors increases sensitivity to cor-
ridor-specific shocks, which can disproportionately
affect performance. Second, systemic coupling across
shared assets means that deep disruptions in intercon-
tinental schedules can erode regional cadence unless
buffers and coordination mechanisms are sufficient. In
strategic terms, the decisive criterion for judging fu-
ture performance is whether the operating model can
protect European circulation reliability during periods
of global volatility while keeping intercontinental ar-
rivals controllable at the node [4; 6].

as part of productive capability rather than as

external constraints. Local port regulations and
bylaws overseen by the Harbour Master’s Office, and
security arrangements under the International Ship
and Port Facility Security Code implemented through
an approved security plan, structure access control
and operating discipline. In a high-value environment,
these mechanisms support predictability and reduce
the probability that external volatility translates into
uncontrolled disruption within the port area [7; 8].

The matrix in 7bl. 3 consolidates the author’s
reading of the article’s findings by linking the two trade
contours with the enabling port system structures and
their strategic meaning for the port-hinterland system.
It highlights that Antwerp-Bruges’ positioning is best in-

Finally, governance and compliance are treated
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terpreted through interface reliability and spill-over con-
tainment across shared assets, rather than through iso-
lated within-port metrics. In this sense, the table func-
tions as a structured bridge from empirical observations
to the strategic conclusions drawn for the port node.

CONCLUSIONS

This article examined the maritime trade pat-
terns relevant to Port of Antwerp-Bruges across the
Intra-European contour and Europe with the rest of
the world, and interpreted how these patterns translate
into associated logistics structures that matter for stra-
tegic port analysis. The analysis established the port’s
2024 origin-destination profile and used it to clarify the
relative weight of European and non-European flows,
showing that both contours are strategically material
within one operating system. A trade-area compari-
son then demonstrated that non-European exposure is
concentrated across a limited set of corridors and that
corridor directionality differs, implying distinct opera-
tional pressures and sensitivity to disruption.

Against this background, the associated logistics
structures were interpreted as an integrated port sys-
tem serving both contours: a dual-platform configu-
ration, a multi-cargo terminal and commodity port-
folio, dense regional connectivity through short-sea
and feeder services, complementary intercontinental
liner connectivity, and a port-hinterland interface
shaped by multimodal inland links. The synthesis in-
dicates that the port’s positioning is best understood
through interface reliability and the ability to contain
spill-overs across shared assets, rather than through
isolated within-port characteristics. To make this logic
transparent and compact, Tbl. 3 was formulated as an
authorial framework that consolidates the article’s evi-
dence into a structured strategic reading of the port-
hinterland system. u
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Table 3

Author’s framework for consolidating trade patterns and logistics structures into strategic meaning
at Antwerp-Bruges

. Evidence anchor in . . Strategic meanin
No. Analytical focus . Analytical reading 9 9
the article for Antwerp-Bruges
The port simultaneously serves a .
- o P cously Strategy is defined by
Origin-destination stable European circulation base ; .
managing coexistence
Two trade contours profile; Europe vs and a larger non-European expo- . .
1 " . and preventing spill-overs
within one node non-Europe split sure; both are processed through .
- ) . across shared capacity and
visualised shared terminals and inland .
. interfaces
interfaces
Non-European flows | Exposure is corridor-driven; Resilience planning should
Non-European con- . e .
. clustered in a small performance sensitivity is con- be corridor-aware (buffers,
2 | centration and sen- . S
sitivit set of trade areas; centrated rather than evenly controllability, prioritisa-
y volatility context diversified tion rules under bunching)
Europe-linked ton- Regional circulation is not Protect cadence and
. . nage and European peripheral; it is a dependable predictability of Euro-
European circulation . . .
3 : container pattern; throughput base that competes | pean services (regularity of
as service backbone s
short-sea and feeder | for the same resources as long- handovers, stable planning
intensity indicators haul flows discipline)
Competitiveness is expres-
Dual-platform config- ) b P
uration; multi-cargo The port operates as a portfolio sed through system
4 Enabling port system handlin’ rofile: system (multiple cargo regimes, | coherence: interfaces that
structures gp L multiple route logics) rather than | remain predictable while
network connectivity . .
logic a single-cargo gateway handling heterogeneous
flows
Modal split includ- Market reach and reliability are Hinterland synchronisation
5 Port-hinterland ing industry (inland co-produced with inland corri- and multimodal optionality
co-production navigation, road, dors; inland performance shapes | are strategic capabilities,
pipelines, rail) the port’s service promise not “external conditions”
Governance mechanisms
. Access regimes and operating support predictability
Governance and Local regulations/ L . .
. . discipline are part of throughput | and integrity; they reduce
6 security as opera- bylaws; ISPS security e . . e
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136

Port of Antwerp-Bruges. Port regulations and by-
laws. Antwerp/Bruges : Port of Antwerp-Bruges.
URL:  https://www.portofantwerpbruges.com/en/
shipping/rules-and-procedures/port-regulations-
and-bylaws

Port of Antwerp-Bruges. Security plan and Inter-
national Ship and Port Facility Security Code. Ant-
werp/Bruges : Port of Antwerp-Bruges. URL: https://
www.portofantwerpbruges.com/en/shipping/safe-
ty-and-security/security-plan-and-international-
ship-and-port-facility-security-code

Port of Antwerp-Bruges. Yearbook of statistics
2024. Antwerp/Bruges : Port of Antwerp-Bruges,
2025. URL: https://media.portofantwerpbruges.
com/m/1212e4cf92d66c¢31/original/Statistisch-
jaarboek_2024.pdf

United Nations Conference on Trade and Develop-
ment. Review of maritime transport 2025: Staying the
course in turbulent waters. Overview. Geneva : United

Nations, 2025. URL: https://unctad.org/system/files/
official-document/rmt20250verview_en.pdf

REFERENCES

Christopher M. (2011). Logistics and Supply Chain Mana-
gement. (4™ ed.). Harlow: Pearson.

European Commission. (2025). Maritime transport of
goods - annual data. https://ec.europa.eu/eurostat/
statistics-explained/SEPDF/cache/133068.pdf

Notteboom T, Pallis A. & Rodrigue J.-P. (2022). Port Eco-
nomics, Management and Policy. London: Routledge.
https://doi.org/10.4324/9780429318184

Port of Antwerp-Bruges. (2025). Yearbook of statis-
tics 2024. Antwerp/Bruges: Port of Antwerp-Bru-
ges. https://media.portofantwerpbruges.com/
m/1212e4cf92d66¢31/0original/Statistisch-jaar-
boek_2024.pdf

BIBHECIHOOPM Ne 3_2026

www.business-inform.net




Port of Antwerp-Bruges. Security plan and International
Ship and Port Facility Security Code. Antwerp/Bruges:
Port of Antwerp-Bruges. https://www.portofantwer-

www.portofantwerpbruges.com/en/shipping/
rules-and-procedures/port-regulations-and-bylaws
United Nations Conference on Trade and Development.

(2025). Review of maritime transport 2025: Staying the
course in turbulent waters. Overview. Geneva: United
Nations. https://unctad.org/system/files/official-
document/rmt2025overview_en.pdf

pbruges.com/en/shipping/safety-and-security/
security-plan-and-international-ship-and-port-facil-
ity-security-code

Port of Antwerp-Bruges. (2025). Facts & Figures 2025: an-
nual figures 2024. One port, two platforms. Antwerp/
Bruges: Port of Antwerp-Bruges. https://media.
portofantwerpbruges.com/m/448b30800f109846/
original/BROCHURE_Cijferboekje_ENG_2025.pdf

Port of Antwerp-Bruges. Port regulations and bylaws.
Antwerp/Bruges: Port of Antwerp-Bruges. https:/

CraTTA Hagiwna no pepakuii / Received: 27.02.2026
CratTio npuitHaTo o nybnikauii / Accepted: 12.03.2026
OnpwuntopHeHo / Published: 30.04.2026

YK 336.76:330.34:338.2(477)
JEL: F36; G18; 014; 020
DOI: https://doi.org/10.32983/2222-4459-2026-3-137-147

3ENEHI OBJUTALYT TA IHLLI IHCTPYMEHTW CTANIOrO PO3BUTKY B EC:
[PAKTUKA 3ACTOCYBAHHA TA NEPCNEKTUBK
AN NICAABOEHHOI 0 BIAHOBNEHHSA YKPAIHU

©2026 N)YBEHKO 1. A., KYPOBCbKA H. 0.

VAIK 336.76:330.34:338.2(477)
JEL: F36; G18; 014; 020

Ly6eHko I. A., KypoBcbka H. O. 3eneHi obnirauii Ta iHwWi iHCTpymeHTU cTanoro po3BuTKy B €C:
NpakTMKa 3aCTOCYyBaHHA Ta NepCcneKkTUBY AN NiCIABOEHHOTO BiAHOBNEHHA YKpaiHN

[locuneHHa KAiMamu4HUX 8UKuKie ma HeobXiOHicmb nepexody 00 HU3bKOBY2/eUesoi eKOHOMIKU 3yMOB/TIOIOMb 3pOCMAHHA POsi iHCMpPyMeHmie 3eaeH020
iHaHcysaHHs. Y kpaiHax Esponelicbkozo Coto3y CGhopmMoBaHO PO3BUHEHY cUCMeMy Cmanux GiHaHcis, y AKili saxuse micuye 3alimarome 3eneHi obaizayii ma
iHWi hiHaHcosi MexaHismu MidmpuMKuU eKonoeiyHo opieHmosarux iHeecmuyil. [ns YkpaiHu, 0cobauso 8 ymosax micnA80EHH020 BIOHOBAEHHS, GKMYANbHUM
€ 8UBYeHHA €8ponelicbkozo 00Csi0y BUKOPUCMAHHA MAKUX iHcmpymeHmie. Mema docnioxeHHsA nons2ae 8 00CiOHeHHi 0CHOBHUX iIHCMPYMeHMig 3eaeH020
iHaHcysaHHs 8 Esponelicokomy Coro3i, 30kpema 3eneHux 0bsieauiti, ma 06rpyHMy8aHHI NEPCNEKMUS iX BUKOPUCMAHHS Y NPOUEC MiCIABOEHH020 BiOHOB/EH-
HA YKpaiku. [1i0 yac docnioneHHA BUKOPUCMAHO 3020/1bHOHAYKOBI Ma CrieyianbHi Memoou: aHani3 i cuHmes — 0114 y3a2a16HeHHA meopemuyHux nioxodig 0o
3€/1eH020 (hiHAHCYBAHHS; NOPIBHANLHUL AHANI3 — 0718 3iCMaBAEHHA NPAKMUKU 3aCMOCY8aHHSA IHCMPyMeHmig cmasno2o GiHaHcy8aHHs y kpaiHax €C i 8 YKpaiHi;
eKOHOMIKO-cmamucmuyHuli memod — 044 aHanizy OUHaMIKu 8UMyCKy 3eneHux obaieayiti y EC; memod cucmemamu3ayii ma y3aeanbHeHHS — 018 Kaacugikayji
iHcmpymeHmig 3eneH020 iHAHCY8aHHA. Y cmammi 00c/id#eHo OCHOBHI iHCMpPYMeHMU cmasno2o (iHaHCYBAHHS, ceped AKUX: 3eeHi Kpedumu, eKonoeivHi
nodamku, 3eseHe cmpaxysaHHs, 3enerull aisuHe ma 3eneHi 0bnizayii. [PoaHaN308aHO OUHAMIKY PO3BUMKY PUHKY 3eneHux obnizauili y kpaiHax €C, 8u3Ha-
YeHo posb pezynamopHoi 6asu, 30kpema TakcoHomii EC ma Egponelickkozo cmaHdapmy 3eneHux obsieayiti. ObrpyHMOBAHO 3HAYEHHS YuX iHCMpyMeHmie
0na mobinizayii iHeecmuyill y npoekmu 3 eHepeoeeKkmusHoCMi, 8IOHOB/NKOBAHOI eHep2eMUKU Ma exo02iYHoi MoOepHI3ayii ekKoHoMiKu. BcmaHosneHo, wjo
iHCmpymeHmu 3e1eH020 iHAHCYBAHHSA € BAHIUBUM MEXAHI3MOM 3a6e3neYeHHs CMaAno20 ekOHOMIYHO20 PO3BUMKY MA MOXYMb CMamu egheKmugHUM Oe-
Dpenom GiHaHCy8aHHA MicAB0EHHOI 8i06yA08U YkpaiHu. IMnaemermayis esponelicbkux cmaHAapmie i PO38UMOK HAYIOHAIbHO20 PUHKY 3eeHUX (iHAHCOBUX
iHCcmpymeHmie cnpuamumyme 3any4exHio iHeecmuyili ma iHmezpayii Ykpaiu e esponelicokuli gpiHancosud mpocmip.
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