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ABSTRACT 

 

ASSESSING THE SIGNIFICANCE OF THE INDUSTRIAL PORT OF 

ZONGULDAK AS A HERITAGE PLACE 

 

 

 

Kocaoĵlu, Canberk 

M.S in Conservation of Cultural Heritage, Department of Architecture 

Supervisor: Assoc. Prof. Dr. ¥zg¿n ¥z­akēr 

 

 

January 2025, 282 pages 

 

The shift in technology after the industrial revolution brought forth industrial cities 

that thrived on industrial production. Industrial ports emerged during the mid to late 

19th century in port cities to match the speed of industrial production through 

industrialized facilities and transportation. The industrial port-cities developed 

rapidly and became forefront cities in their countries through rapid economic growth 

followed by socio-cultural growth.  

A second shift in technology happened with the invention of containerization during 

the late 20th century. Ports that could not adapt to containerization became redundant 

and were relocated to outer peripheries of their cities or downstream. These ports 

were then adapted into their cities as heritage places through waterfront regeneration 

and adaptive re-use projects. However, this caused the value of an active industrial 

port as a heritage place that supports its city as a backbone to be excluded from the 

perspective of decision makers. This thesis aims to emphasize the importance of 

active industrial ports for decision makers and the local community as heritage 

places, that they are still valuable when in active use. This study tries to establish a 

comprehensive understanding of industrial ports, their developments, transformation 

processes and value as heritage places. 
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The Industrial Port of Zonguldak is chosen as a case study for this thesis. The 

transformation processes, historical timeline, local dynamics, context and current 

situation of the port is covered in depth to convey its significance not just to decision 

makers but for all which are concerned with the conservation of cultural heritage. 

The significance of the Industrial Port of Zonguldak was assessed to prevent further 

loss of its values, provide a base for future conservation efforts regarding it, and to 

ensure its continuation as an active industrial port that is a living heritage place. 

Keywords: Industrial Port, Port-city, Transformation Processes, Industrial Heritage 
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¥Z  

 

ZONGULDAK END¦STRĶYEL LĶMANININ MĶRAS ALANI OLARAK 

¥NEMĶNĶN DEĴERLENDĶRĶLMESĶ 

 

 

 

Kocaoĵlu, Canberk 

Y¿ksek Lisans, K¿lt¿rel Mirasē Koruma, Mimarlēk Bºl¿m¿ 

Tez Yºneticisi: Do­. Dr. ¥zg¿n ¥z­akēr 

 

 

Ocak 2025, 282 sayfa 

 

 

End¿str  devr m  le beraber ortaya ­ēkan teknoloj dek  deĵ ĸ m end¿str yel ¿ret m 

¿zer nden hēzla gel ĸen end¿str yel ĸeh rler  meydana get rd . On dokuzuncu y¿zyēlēn 

k nc  yarēsēnda, end¿str leĸmeden kaynaklē doĵan ¿ret m hēzēnē karĸēlamak ¿zere, 

end¿str yel nakl ye s stemler  ve tes sler  le l man kentler nde end¿str yel l manlar 

ortaya ­ēktē. End¿str yel l man kentler , hēzla kalkēnan ekonom ler  ve gel ĸen 

sosyoekonom k s¿re­ler  le ¿lkeler nde ºneml  konumlara geld ler. 

On dokuzuncu y¿zyēlēn sonlarēnda, konteyner taĸēmacēlēĵē le beraber k nc  b r 

teknoloj k deĵ ĸ m meydana geld . Bu deĵ ĸ me uyum saĵlayamayan ºzg¿n l manlar 

kent merkezler nde ĸlevs z kaldē ve l man faal yetler  ĸeh rlern dēĸ per ferler ne 

taĸēndē. Zamanla ºzg¿n l manlar, yen den ĸlevlend rme ve kēyē yen leme projeler  

le k¿lt¿rel m ras alanlarē olarak ĸeh rler ne kazandērēldēlar. Ancak bu durum akt f 

end¿str yel l manlarēn m ras alanlarē olarak ºnem n n gºz ardē ed lmes ne sebep 

oldu. End¿str yel l manlarēn devamlēlēĵē ve deĵerler n n korunmasēnē saĵlamak ­ n 

ana karar merc ler n n ve halkēn bu l manlarēn m ras alanē olarak deĵerler n  anlamasē 

zorunludur. Bu ­alēĸma end¿str yel l manlar, gel ĸ mler , dºn¿ĸ¿m s¿re­ler  ve m ras 

alanē olarak deĵerler ¿zer ne b¿t¿nc¿l b r anlayēĸ saĵlamaya ­alēĸmaktadēr. 
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Tez n kapsamē ve amacēnē doĵrultusunda Zonguldak End¿str yel L manē 

­alēĸēlmēĸtēr. Yalnēzca l manēn ana karar merc ler  ve l mandan etk lenen k ĸ ler ­ n 

deĵ l, k¿lt¿rel m rasēn korunmasēyla lg lenen t¿m kes mler ­ n l manēn dºn¿ĸ¿m 

s¿re­ler , tar hsel ­ zelges , yerel d nam kler , baĵlamē ve g¿n¿m¿z durumu 

der nlemes ne araĸtērēlēp sunulmaya ­alēĸēlmēĸtēr. L manēn mevcut deĵerler n n 

kaybēnē ºnlemek, l man ¿zer ne gelecektek  k¿lt¿rel m rasē koruma ­alēĸmalarē ­ n 

zem n oluĸturmak ve l manēn yaĸayan br m ras alanē olarak akt f kullanēmēna devam 

etmes n  saĵlamak ­ n Zonguldak End¿str yel L manēônēn b r m ras alanē olarak 

ºnem  deĵerlend rlm ĸt r. 

Anahtar Kelimeler: End¿striyel Liman, Liman-kent, Dºn¿ĸ¿m S¿re­leri, End¿stri 

Mirasē
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CHAPTER 1   

1. INTRODUCTION 

The shift in the structure of the economy, the advancement in the way that shipments, 

loading and cargo is handled via technological growth, together with new arising 

needs of the populace have drastically affected the relation between port and city and 

how ports are being transformed.1 Once packed in the city, with huge facilities side 

by side with historic cores, adjacent to the very heart of the city, ports have, in most 

if not all cities harbored an economic, memorial, social and cultural connection with 

their city that shaped an identity.  

In the mid to late 19th century through the developments of the industrial revolution 

that carried industrial production and facilities to the forefront of the economies of 

countries. Industrial ports were either constructed during this period or were 

established through the transformation of historic ports. These ports had industrial 

facilities adjacent or in close proximity to them and they specialized in the transport 

of industrial production. However, from the late 20th century until now, they have 

either been limited in their scale of operations or have been left functionless in favor 

of, newer, more suitable ports, mainly due to the rise of containerization. Container 

handling became the most profitable port transport system after the 1980s. It required 

much deeper drafts from ports coupled with an extensive need for infrastructure and 

machinery.  Especially the industrial ports did not have sufficient space to expand or 

deepen their waters through dredging operations, such as the ones which were 

located in the middle of river banks were affected by this. To accommodate deeper 

drafts and larger port facilities new ports was constructed in the downstream or at 

 
1  (Hoyle, The Port-City Interface: Trends, Problems and Examples 1989) 
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the edge of the rivers, in contact with the sea. This signified a relocation of ports. 

After the relocation, the industrial ports that remained in the city center and have lost 

their functions but were deemed valuable, in most cases, underwent waterfront 

regeneration projects.  

This carriage of ports from historic waterfronts into lower or upper parts depending 

on the coastal character of the city, or to a remote location, have created a physical 

discontinuity and a rupture between the built environment of the city, which includes 

the ports landscape as part of itself, and the character of it as a port city.2  The 

structure and the infrastructure of the post-industrial port is then abandoned without 

a function to be fulfilled, and as heavy as they are, the costly dismantling operations 

before taking them down for good, end up leaving them to decay, at the same time 

also providing them a chance to be saved during this period of stagnation. We need 

the physical aspects of industrial ports to remain intact, as they provide as pillars in 

the collective built environment of the post-industrial heritage of ports which act as 

spaces of dependence and engagement.3 The physical part of these ports which have 

been outdated in terms of their purpose, belong to the category of industrial heritage, 

as they were initiated and developed through the age of industry and post-war 

contexts. Hence, they represent a layer of cultural heritage. This heritage presents us 

the architecture and details, engineering and machinery, urban design and land-use, 

relation of water and port, waterfront, and city as tangible aspects. Collective 

memory associated with the site of the port, the lifestyle and culture of those who 

were associated with it, such as the workers, traders, craftsmen, and the townsfolk 

which visited the port for economic or socio-cultural reasons or were subject to its 

changes to the city or were just exposed visually to it through its skyline and edifices, 

the important historical events which happened in the vicinity of the port, and the 

values which presents themselves to the locals and the world through stories 

embedded into the heritage represents the intangible aspects.   

 
2 (Hall and Clark 2011) 
3 (Andrade, Morales, et al. 2024) 
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There were and still are, initiatives taken by local governments, through partnerships 

of private and public fundings with overseeing institutions to revitalize the ports and 

waterfronts of cities, with various results which impacted the existing heritage, 

relation of city with its port and the character of the port. Different approaches in 

urban planning and the objectives for waterfront regeneration yields different results. 

Commercial, non-commercial, and mixed-use approaches can be taken as three 

categories in which waterfront regeneration/revitalization projects move into. 

According to the category, the functions that will be planned in the area are shaped, 

new buildings are constructed and older ones are altered to fit the vision of the new 

plan of the project.  

The criteria that are applied in different waterfront regeneration projects, with 

differing priority shakes up the existing value of the heritage, providing it with new 

ones, and in some cases destroying some others. The priority differs according to 

several parameters, such as purpose, function, physical intervention, user group, 

actors (such as investors and local community) and the importance given to 

intangible aspects of the site of the heritage and the heritage itself. Given that urban 

planning strategies and waterfront revitalization projects are long processes with 

very complex structures, the changes to be made to fit the existing structures to the 

agenda of the project is difficult. It is a very sensitive process and although it requires 

a specific approach for every different piece of heritage as it requires a balance 

between contemporary needs and interventions through new construction 

technologies and the concern of keeping character, identity, authenticity and physical 

attributes which provide value in the heritage is achieved. 

There are success stories of waterfront regeneration projects such as the Port of 

Bilbao, Hamburg HafenCity and NDSM Wharf. However, it should be noted that 

with these projects, the industrial ports cease their original function and the way in 

which they succeed should be examined. The context of these ports that are 

transformed changes greatly. In the process of this transformation, many buildings, 

structures, machinery and infrastructure related to the industrial facilities and the 
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portôs previous functionality, are demolished. Only a certain amount of these is 

preserved as monuments while others are adapted to new functions at the cost of 

sacrificing portions of their authenticity.  

The area in which these projects are valuable is by protecting the heritage of 

industrial ports that have been left vacant in the city center after relocation with no 

chance to expand or adapt to contemporary transportation technologies of modern 

ports. Unfortunately, through their success, these projects have caused other state 

authorities and private investors to try to implement carbon copies of these projects 

to industrial ports that have capabilities of continuing their functions. Industrial ports 

are unique entities, their characters, identity and dynamics are shaped according to 

their transformation processes and contexts. Hence, industrial ports are heritage 

places. It is critical to assess their values to prevent loss of their values and to 

recognize their roles in the development of their cities and their effect on entire 

cultures.  

The best-case scenario for the retainment of values would be to assure the 

continuation of these ports. To do so, it is important to understand the way they 

function, their classifications, relationship with their cities, the criteria for their 

relevance in todayôs global market and the necessary developments they need to 

justify continuation of port activities. 

The aim of this thesis is to assess the significance of the Industrial Port of Zonguldak 

as a heritage place to ensure the retainment of its values through achieving the 

continuance of port activities and to prevent further losses in its valuable components 

and identity. 

1.1.  Problem Definition 

Sites of production and transportation in port cities are moving away from the city 

center to the peripheries for increasing needs of production and transportation or in 
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favor of entirely new ones. This causes the production and transportation and all 

related building stock in the city center to lose their functions, they are then either 

abandoned and left vacant, demolished, or in very few cases adapted to new uses, 

but mostly with no particular attention and respect to their values and potentials. The 

heritage building stock which makes up this portion of the city is, as a result, 

unutilized and discarded.  

Zonguldak has been studied extensively as a mining city, through its mining and 

industrial heritage in the current literature. While sifting through sources such as 

journal articles, master theses and books, there was plenty of source material that 

expanded upon the identity of Zonguldak, how it came to be through mining, how 

its problems emerged through issues with mining, but no extensive resources could 

be found that delved deeper into the identity of Zonguldak as a port city nor to the 

significance of its port as a heritage place. The solutions to the problems of the city 

which emerged and have been ongoing since the latter half of the 20th century, 

especially after the 1980s, can only be solved through a complete understanding and 

evaluation of the city.  

The city initially was built upon the foundation of mining, through the prospects and 

value the mining industry and the industrial revolution granted to it. However, the 

history of the port (Figure 1) is as old as the history of mining in the city and the 

prosperity of the city would not exist without a proper port and its maritime trade 

routes that allowed for the transportation of coal. It can even be argued that the 

beginning of port culture in the city dates even earlier and precedes mining. Before 

the establishment of the port as an industrial port focusing on the trade and transport 

of mining, it was used for carrying and stocking lumber and various goods, in 

addition to passenger transfer. Despite this, there is also no link between the 

industrial heritage of the city and its port heritage. This thesis aims to unearth the 

unexplored potential of Zonguldak as an industrial port city, by linking industrial 

heritage and port heritage together to convey a wholistic Industrial Port City of 

Zonguldak. 
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Figure 1 : Ottoman Period Zonguldak, taken from the acrhives of Zonguldak 

Directorate for Culture and Tourism 

The study area is the Industrial Port of Zonguldak, located in the central district of 

Zonguldak (Figure 2), a province in the Western Black Sea Region of Turkey. It has 

coasts to the Black Sea from both the west and from the north and is covered by high 

mountains which form three parallel lines to the coast. The terrain is rough as it is a 

mountainous region and these mountains are full of deep seams which are constantly 

being opened that cause landslides, making the area not very suitable for new 

constructions and settlement.4 Apart from these seams, Zonguldak has a rich stock 

of water sources, the biggest one being the Filyos Stream.20 The city is under the 

Black Sea Climate, which is rainy throughout the year, especially in autumn and 

winter. 56 percent of the area is forested composing mostly of broad-leaved forests 

such as oak, varieties of pines, chestnut and linden, including endemic vegetation as 

well. The city is composed of six districts: Zonguldak Merkez, Alapli, ¢aycuma, 

Devrek, Gºk­ebey and Karadeniz Eregli. Zonguldak is one of the most important 

main coal mining areas in Turkey. 

 
4 όvǳŀǘŀŜǊǘ нллсύ 
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Figure 2: Aerial photo of Zonguldak, 2022, taken from Directorate General for 

Mapping, Ministry of Defense 

Zonguldak was a small settlement before the establishment of the coal mining 

activities which started in 1850s.25 The small settlement then grew into a city through 

subsequent investments from the government of Turkey, private investments from 

within the country and international companies established in the area. The advent 

of industry and the capital brought by coal mining and its subsequent trade through 

the Industrial Port of Zonguldak resulted in the development of the area. Zonguldak 

then completely transformed into an industrial city after the foundation of The 

Republic of Turkey. The city thrived until its eventual decline of industrialization 

with economic shifts, which started from 1970s and led to a collapse in the 2000s.  
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The port of Zonguldak is still in use, for cargo operations such as loading and 

unloading of dry loads. Ro-Ro Dock ceased operations in 2022 due to the Russian-

Ukrainian War but have recently re-initiated operations. The industrial production of 

coal through the enterprises of TTK and the activity of collieries are ongoing, but is 

facing competition from cheaper coal from privatized mining facilities and exports 

from overseas. Although some structures of the industrial facilities are being used, 

others are vacant or unused. Some projects for these vacant buildings were 

announced but they havenôt been started yet such as the project for the previous 

filtering and storage units of the Zonguldak Central Scrubber, TTK Lavuar Kuleleri.  

The only registered conservation site in Zonguldak downtown is Yayla (Fener) 

Mahallesi which is located on the coast, adjacent to the port. This district has been a 

prestigious residential area since the Republican period. It is the only registered 

conservation site of Zonguldak as a 3rd degree urban and natural conservation site. 

The backyard of the port includes large scale of production facilities and houses 

important industrial heritage such as Central Scrubber, ¢aydamar Enterprise, and 

TTK Mining Machines Factory. ¦z¿lmez district and the area of TTK Karadon 

Enterprise in the northeast of Zonguldak still harbor important building stocks of 

industrial heritage but the main production has been moved to Kozlu district causing 

the buildings in these areas to lose their functions. The administrative, social and 

sports facilities in addition to housings built in Kozlu and ¦z¿lmez districts in the 

1930s still stand, and some of these building stock and districts were designed by 

Seyfi Arkan, now constituting themselves as important parts of the heritage of 

Zonguldak. Finally, the ¢atalaĵzē region houses a heritage stock from different types 

of industries such as the ¢atalaĵzē Thermal Power Plant and TCDD ¢atalaĵzē 

Railway Facilities. Zonguldak is rich in terms of its industrial heritage, through its 

buildings, facilities, structures and infrastructure.  

There has been extensive research and studies made on the rich industrial heritage of 

Zonguldak. Imamoĵlu studied the residential areas built for the personnel working 
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in the collieries in ¦z¿lmez and Kozlu districts.5 These buildings were designed by 

Seyfi Arkan, an important figure of modern architecture in Turkey. A study by Kēlēn­ 

assessed the industrial heritage building stock of Zonguldak and prepared survey 

sheets for the buildings significant in terms of their industrial, and by extension, 

cultural heritage.6 Another study was made on the mining heritage of Zonguldak, 

focusing on Kandilli / Armut­uk coal mining region by Aydemir.7  

Can studied the Zonguldak Central Scrubber, a combination of structures and 

buildings which collected most of the locally produced coal from the region of 

Zonguldak and prepared it to be suitable for transport while additionally offering 

filtration and storage units in itself.8  It had direct connections to the portôs coal 

loading dock from its period and could transfer coal from its storage units to the 

dockôs crane. The coal would then be transported directly to ships through the 

conveyor belt systems established between the scrubber and the cranes. The building 

started operations in the boundaries of the port area in 1957, losing most of its 

structures in 2006 and being demolished completely except for its filtering and 

storage units (Lavuar Kuleleri) in 2012. Kent D¿ĸleri 3- Zonguldak Merkez Lavuar 

Alanē Deĵerlendirme Projesi Ulusal Fikir Yarēĸmasē was announced as an 

architectural competition open to public in 2008 regarding the plot previously used 

for the Central Scrubber and its facilities. At the time the main building of the central 

scrubber was still standing and the winning project of the competition included the 

adaptive re-use of that building and the filtration and storage units. In addition to 

repurposing the layout of the scrubber area. The project was never implemented, the 

main building was demolished in 2012 and the area is stagnant currently barring its 

use as a parking area for trucks and cars.  

Developments such as these stem from the issue that the port as a whole is not 

recognized as a heritage site and the connections between its components, history 

 
5ШыfůċůŸŌũƨШΞΜΜΟь 
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8Шы9ċŰШΞΜΝΦь 



 

 

10 

 

and transformation processes with the memory and identity of the city is not brought 

into attention. The scrubber area was a vital part of the port area between 1953 and 

2005 and played a huge role in the operations of the port. The old pier which was 

demolished around the early 2000s and the workers management building which 

played a critical role in the portôs operations during 1896 and 1953 between this pier 

and ķarjºman Rapid provide us of other heritage structures / buildings which held 

significance for the portôs history and heritage values that were demolished due to 

negligence of not acknowledging the port as a heritage place. The destruction of 

these buildings / structures would have never occurred if the port as a whole was 

recognized as a registered conservation site of industrial heritage and was protected 

through the measures stated in the 4th article of Nizhny Tagil Charter, Legal 

Protection, via establishing procedures to prevent the removal or destruction of 

significant elements following the closure of sections or facilities of the port.9 The 

industrial port of the city, as well as the port city character is critical to the identity 

and values of the city that has been unexplored and understated is interconnected 

with the mining heritage which has been extensively emphasized. It is not possible 

to separate these two core identities of Zonguldak. Therefore, unification of these 

identities and a wholistic grasp on the Industrial City of Zonguldak is only possible 

through recognizing the values of the Industrial Port of Zonguldak through 

understanding its history, transformation processes, components and its meaning as 

a whole. 

Industrial heritage consists of sites, structures, complexes, areas and landscapes as 

well as the related machinery, objects or documents that provide evidence of past or 

ongoing industrial processes of production, the extraction of raw materials, their 

transformation into goods, and the related energy and transportation 

infrastructures.10 The Industrial Port of Zonguldak (Figure 3), in the perspective of 

industrial heritage, as an industrial port which is a heritage place has not been studied 

 
9ШыыÑf99fcьШΞΜΜΟь 
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yet. Furthermore, although the port features in its boundary, registered heritage 

structures such as the ķarjºman Rapid and the Lavuar Kuleleri, the values of the port 

as a whole has not been unearthed and is very difficult to safeguard it as a heritage 

place since it has not been acknowledged as a registered site of cultural heritage. The 

portôs role in the development of the city is critical and it is vital to the identity of 

the Industrial City of Zonguldak. It has connections with all the industrial heritage 

in the city as a portôs influence is not limited to its area but throughout its hinterland. 

This thesis focuses on the transformation processes, historical development, 

character and identity of The Industrial Port of Zonguldak and tries to unearth its 

values and its significance as a heritage place.  

 

Figure 3 : Retrieved from https://www.visitzonguldak.com/place/zonguldak-limani, 

Zonguldak Port, Current Situation 

1.2.  Aim and Scope  

Ports are complex entities. They shape not only themselves but also their 

surroundings. They are crucial in the development of their cities and on the memories 

of the public. The sphere of influence a port has includes its whole hinterland, which 

can span an entire region, or multitudes of districts and cities. Studies on ports has 

the necessity to cover subject from multiple disciplines through different 

perspectives, depending on the framework. Classification of ports according to 

https://www.visitzonguldak.com/place/zonguldak-limani
https://www.visitzonguldak.com/place/zonguldak-limani
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different criteria, in addition to multiple differing approaches trying to understand 

the development of ports and their relations to their cities exist. There is a necessity 

to narrow down the scope of the works focusing on ports to be able to convey the 

essential points in sufficient detail.  

The framework of ports, port-cities, the relation of ports and their cities, the 

approaches on classifying ports, their stages, phases and generations are covered in 

this study to understand the broad knowledge network of ports. Then, the focus is 

narrowed down and is expanded on industrial ports, their transformation processes, 

development in history and identities as heritage places. Three examples are given 

to explain different transformation processes of industrial ports. The effect of local 

dynamics, context and different characteristics of each industrial port on their unique 

identities is elaborated. 

Through a wholistic understanding of industrial ports as heritage places, the 

Industrial Port of Zonguldak is examined in detail as the case study of this thesis. 

Zonguldak as an industrial port city and the current situation of its port is analyzed 

in terms of; ownership, public and private space, accessibility, zoning and buildings. 

To understand the context, the general characteristics of Zonguldak and its historical 

timeline is provided. The emergence of Zonguldak as a coal basin which transformed 

into a city through its port and industrial facilities of coal mining is examined. The 

effect of changing economic policies, different managements, differing political 

situations and technological developments is elaborated. Two timelines are provided, 

illustrating the ownership coupled with the economic, social and planning 

developments that took place in the area in Ottoman and Republican periods.  

The industrial port is explored further in its place throughout history. The different 

transformation periods of the port are divided into five periods and each are 

explained in detail, in terms of the portôs layout, facilities, structures, buildings and 

activities. A drawing from each period on the scope of the portôs area was prepared 

attached with photographs of each component of the port to visualize their 
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significance and values. These drawings were produced through the aid of official 

drawings and projects, archival documents, aerial photographs and old photographs 

from different time periods of the port. At the end, a timeline illustrating the five 

periods of the industrial port and significant developments in each period is provided. 

The aim until this point is to achieve a wholistic understanding of the portôs 

transformation processes, how it operates and the recognition that the Industrial Port 

of Zonguldak has significance, character and identity. 

Finally, the significance of the Industrial Port of Zonguldak is assessed through the 

value definition system of ¥z­akēr.11 Age and historical, authenticity, architectural 

and technical, document, aesthetics, symbolic, identity, memory, prestige, functional 

and real estate values of the industrial port is assessed and conveyed in detail. A 

comprehensive outlook on the significance of the Industrial Port of Zonguldak is 

provided at the end. 

The research questions for this thesis will be; 

¶ What are industrial ports, how do they operate and what are their 

transformation processes? 

¶ What are the periods of the Industrial Port of Zonguldak in terms of its 

transformation processes? 

¶ Why is the Industrial Port of Zonguldak a heritage place and why is it 

significant? 

The scope of this thesis is the Industrial Port of Zonguldak and its aim is to assess its 

significance as a heritage place. Raising awareness through the port and its value, 

the identity of Zonguldak as a port-city and changing the perspective of the decision 

makers in considering the port as a vital component in the development, character 

and identity of the city are among the desired outcomes. A step towards preventing 

the loss of values which contribute to the portôs character and identity, and the 

 
11Шы°ǍĩċťŕƖШΞΜΝΥь 
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continuation of the portôs activities through necessary developments are trying to be 

achieved through this thesis. 

1.3. Methodological Framework  

The existing literature on ports, the notion of port-city, classification of ports, 

industrial ports and their transformation processes and ports as heritage places 

specifically will be examined. Examples of industrial ports which have adapted to 

the modern transportation techniques throughout their lifecycles such as the 

industrial ports of Varna and Odesa, and those which have proved successful in 

different criteria such as waterfront revitalization projects following the relocation 

of their ports such as Port of Bilbao will be examined. This analysis will feature the 

impact of the transformation processes of these ports on cultural, environmental, 

social, economic factors together with their effects on existing heritage. The values 

which were lost through the projects and the ones which were gained together with 

the state of authenticity will be gauged. The effects of the development of the port 

on their cities throughout the years in terms of physical and social sustainability will 

also provide an extra dimension in the analysis.   

After understanding and assessing the framework of ports, port-cities, industrial 

ports, their transformation processes and significance as heritage places and 

examining the selected cases of Odesa, Varna and Bilbao, the Industrial Port of 

Zonguldak will be examined in detail. 

The history of the port of Zonguldak as an industrial port and its identity will be 

researched through the existing literature. The history of the region of Zonguldak, 

with a particular focus on its central district, will be researched to understand the 

context and its historical development. After collecting sufficient information to 

identify the areas of interest, a site visit will be conducted. The port in its current 

situation will be documented through systematic photographing, archival documents 

and the opinions of experts on the site. The surroundings of the port will be examined 
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to understand the context of the port. The busy streets, the active and quiet parts of 

the city in close proximity to the port will be observed. The state of the port in the 

city center will be analyzed through the perspectives of different state authorities and 

personal observations, which will be supported by a deep examination of archival 

documents, literature survey, comparisons and the information gathered through the 

site survey. Archival documents were gathered from TTK (Turkish Hard Coal 

Institution), Municipality of Zonguldak, Zonguldak Ministry of Environment and 

Planning, and Zonguldak Directorate for Culture and Tourism. Old photographs of 

the port and its surroundings, names of old places which are significant in the context 

of the port and city, historically important places for the city, the evolution of the port 

and its changing relation with the city in its different phases of transformation, the 

history of conservation, list of registered cultural heritage in the city, the systems, 

structures and infrastructure of the port that are not physically present in the site, , 

projects and plans of the port that were executed were obtained through means of 

archival study in the site. Aerial photos from different time periods of the central 

district of Zonguldak covering the port and its surroundings were obtained from The 

General Directorate for Mapping. 

A deep understanding of the Industrial Port of Zonguldak will be established through 

understanding and documenting its general characteristics, analyses of current 

situation, the historical timeline of its city and its place in the context, its 

transformation processes and development through its lifecycle and its timeline as 

an industrial port in active use that was constructed in 1896. Its significance as a 

heritage place will be assessed through this understanding and the recognition of its 

values which bring out its identity, character and uniqueness. The values will be 

assessed through the value assessment criteria of ¥z­akēr which features eleven 

different values for heritage places.12 A statement of significance will be delivered at 

the end, summarizing the value assessment by highlighting the key values of the 

significance of the Industrial Port of Zonguldak as a heritage place. The study will 
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be finalized with a conclusion delivering a wholistic picture of the work together 

with areas of improvement for further studies. 

  

 

Figure 4: Methodology Framework Chart, produced by the author
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CHAPTER 2 

2. THEORETICAL FRAMEWORK: TRANSFORMATION PROCESSES OF 

INDUSTRIAL PORTS 

The joint effort of people who were habiting land in neighbor to bodies of water 

that would either be in direct contact or connect with open seas brought upon the 

advent of ports, and through development, port cities. From a geographical 

standpoint, a port city can spatially and at a local scale, it serves the role of an "area 

in transition" where port and urban jurisdiction and functions interact.13 The 

territories of port cities served to administrate and to facilitate the flows of goods, 

people, and ideas between a maritime foreland and a transnational hinterland.14 The 

main catalyst for the construction of ports and the emergence of port cities was to 

enable economic gain through trade and transport, and the byproduct of this is the 

emerging socio-cultural relations between people, goods and notions that flow in, 

and those which flow out.  Such flows are fundamentally shaped by commercial 

relations, on parallel with the motives of the existence of the city relation, they 

create new lifestyles and in turn change the built form of urban space, 

demonstrating the intricate relationship that has always existed between social 

structure and the physical form of port cities.15  

The introduction of new buildings materials that reflect themselves on the built 

environment of the city, new tools to shape and carve out new objects, for religious 

or practical purposes, or new dialects and ways to write, as well as converse are 

examples which arise through the ñflowò that change the city and its populace. The 

 
13ШыcŸǃũĲЯШÑőĲШÂŸƖƣр9ŔƣǃШfŰƣĲƖŉċĦĲаШÑƖĲŰĬƚЯШÂƖŸĤũĲůƚШċŰĬШEǂċůƓũĲƚШΝΦΥΦь 
14ШыcĲŔŰЯШÂŸƖƣШ9ŔƣǃШÂŸƖŸƚŔƣǃаШ7ŸƨŰĬċƖŔĲƚЯШ[ũŸƽƚЯШċŰĬШÑĲƖƖŔƣŸƖŔĲƚШΞΜΞΝЯШΝрΦь 
15ШыlũĲƖŔШΞΜΝΞь 
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result is a city with completely new dynamics from when it lacked its port. Cities 

were established in places where ports could be built, and ports stayed in close 

proximity to the heart of the city.16 The city is not only affected physically through 

the built environment, but transformed completely in its socio-cultural base, 

economy, relations with its neighboring towns and cities. In short, the system of the 

city adapts to the reality of the port. This starts off as a one-way exchange in which 

the port feeds the city through its benefits that in time transforms into a two-way 

relation where the city and the port are in a feedback loop mechanism. However, 

this mechanism features not only benefits from the port to city, and city to port, but 

negative feedback and implications as well. The port and city are then interrelated 

and interdependent, and a "port city" is a spatial location having the functions of 

port and city.17  

The core identity of a port city comes from that they are a bridge between land and 

water. They were established adjacent to sea and develop through the sea, driven by 

trade and production. Although major subdivisions and diversifications from the core 

identity of a port city occur through time and phases of paradigm shifts in how the 

port city operates, it remains the same. Assets are generated through these 

diversification and divisions, and they serve to differentiate and shape the character 

of each port city. These assets which come with the identity of port cities also differ 

in value depending on which framework they are looked upon. The relationship of 

port and port city has always differed depending through which framework it has 

been looked upon. It can be inclusive or exclusive, clearly defined, or ambiguous. 

Ports can be thought of as an entity of a city or town which hosts it or as a separate 

entity completely excluded from its surroundings. In turn, port cities can also be 

thought of as an entity, a compact whole composed of port and city, with a clear-cut 

border separating it from its neighboring towns and landscape, or as a complete entity 

encompassing its surroundings that it affects and is affected by. Their noise and 

 
16ШыcċǃƨƣőШΝΦΥΞь 
17ШыòŔƓШċŰĬШxĲƨŰŊШΞΜΝΝь 
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pollution extend far beyond their own borders and hence they ought not to be 

separated from their surroundings. However, in literature, it is common to see them 

defined as entities with clearly defined borders, only including borders of the port 

and city, combined. It is critical that more concern is given to this notion of rupturing 

port cities from their surroundings, their effect on their close environment should be 

thought of as sort of a carbon footprint, as its entire existence can either be the bane 

or savior of its entire hinterland. 

Port cities rely on an underlying system of trade and track of resources in which it is 

supplied. A port city needs the establishment of 4 key aspects to survive: supply, 

production, infrastructure, and trade. Ports and cities grew based on mutual benefit 

and they owed their geographical proximity and relation to necessities of 

conventional trade.18  It is for this reason that it is no surprise we see ports in a 

symbiotic relationship with cities rather than as standalone entities. The city provides 

the port with personnel, people living in the city to work and produce, which will 

also sustain and maintain the port. Infrastructure will be integrated with the system 

of the city, connecting to its already existing water and power systems while 

providing new ones. Ports functions are related to, but not limited to maritime only. 

They are not limited to areas dedicated to port functions: ports rely on nearby cities 

and territories for their labor force, for the location of port-related companies and 

institutions, and for the social and cultural spaces needed for employees and their 

families.19  It is through the change and diversification of these functions that we 

observe the changes in port and city interface and port city character. Due to natural, 

economic, political, and socio-cultural circumstances port cities develop and 

experience change, for better or for worse. 

 
18ШыcċǃƨƣőШΝΦΥΞь 
19ШыcĲŔŰЯШÂŸƖƣШ9ŔƣǃШÂŸƖŸƚŔƣǃаШ7ŸƨŰĬċƖŔĲƚЯШ[ũŸƽƚЯШċŰĬШÑĲƖƖŔƣŸƖŔĲƚШΞΜΞΝь 
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2.1. Industrial Ports and Their Transformation Processes 

The roots of industrial heritage in the context of conservation of cultural heritage 

dates back to the 20th century, with FICCIM (First International Congress on the 

Conservation of Industrial Monuments) in 1973, TICCIH (The International 

Congress on the Conservation of Cultural Heritage) in 1978, the Nizhny Tagil 

Charter in 2003 and the Dublin Principles in 2011 being prominent breakpoints. After 

FICCIM, conservation efforts were applied on some of the biggest markers of 

industrial heritage such as AEG Turbine Hall, The Fagus Works and AD German 

Warehouse. TICCIH was founded on the 3rd Congress on the Conservation of 

Industrial Monuments and marked the transition from industrial monuments to 

industrial heritage, pressing emphasis on historic and age value in addition to their 

value as relics.20  Industrial heritage consists of the remains of industrial cultures 

which are of historical, technological, social, architectural or scientific value. These 

remains consist of buildings and machinery, workshops, mills and factories, mines 

and sites for processing and refining, warehouses and stores, places where energy is 

generated, transmitted and used, transportation and all its infrastructure, as well as 

places used for social activities related to industry such as housing, religious worship 

or education.21  This definition was established  in the Nizhny Tagil Charter for 

Industrial Heritage, defining specifically what should be considered as industrial 

heritage. Following the Nizhny Tagil Charter, the Dublin Principles defined clearly 

once again, the definition of industrial heritage and sought to improve upon the 

documentation and understanding industrial heritage, ensuring its effective 

protection and conservation, maintaining its structures and sites and presenting and 

communicating its values to raise public and corporate awareness.22 The principles 

and guidance taken from these crucial documents such as the Nizhny Tagil Charter 

 
20ШыÉŸŰŊШΞΜΜΤь 
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and the Dublin Principles have presented a base for the approaches taken in this study 

regarding industrial heritage structures, sites, areas and landscapes. 

Industrial ports emerged as a byproduct of the industrial revolution. Ship sizes were 

increased with the invention of steam propulsion.23 Consequently, these bigger ships 

required deeper waters, more draft, to operate. Ports started to extend downstream to 

accommodate this requirement. However, their old parts were still in use as cargo 

handling was still relatively slow, especially in the early 19th century. 

The year 1956 is a crucial date as it signified a change of era in ports, and their 

relations to cities. Technology of transportation took a big leap in the invention of 

the concept of container by Malcolm McLean and the first patented standard 

shipping container in that year. The first container ship, Fairland docked in Bremen, 

in 1966.24 Until this point, most of the predominant ports were located in the city 

center. Some were there from their rich history of maritime culture, while some were 

built in the core of city centers in the era of industrialization to take advantage of the 

hinterland and resourcefulness of being in a city center. Ports were areas integrated 

with multi-functional facilities. Large and numerous warehouses, silos, tanks or 

depots were needed to store and secure goods for long period of times in close 

proximity to docks. The ships would take days to finish their operations at the 

minimum, and on occasion take weeks or a month. Buildings such as warehouses 

were necessary, as they kept the cargo awaiting transport in good condition, safe 

from undesirable weather conditions and close to the docks, ready to be loaded at 

any time. Buildings for port personnel and fieldworkers were necessary to be in the 

port to coordinate loading and unloading activities. Port authorities were in the 

vicinity of ports to take swift action against precarious issues which would occur in 

shipments, contacts and entries into the port.  

 
23ШыÑċťĲũШΝΦΤΟь 
24ШыÉĦőƨĤĲƖƣШΞΜΜΥь 
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Customs areas had their own buildings for management. Factories and places of 

industrial production were integrated one with the port to ensure direct transportation 

and efficiency in industrial ports. Residential areas of port personnel were in buffer 

zones between the city and adjacent to the port, with their own socio- cultural 

facilities. The symbiotic relationship between port and the city dispersed with the 

arrival of container shipment technologies. There was no longer any need for 

warehouses as containers would keep the goods safe by themselves and the shipment 

times were reduced drastically, from days to hours, so they did not even have to 

remain in the dock for long periods of time. Residential areas of port personnel and 

affiliated subcultures were made obsolete, the need for the number of port personnel 

decreased significantly. Container shipment was efficient and faster multiple times, 

compared to the previous technology.  It required heavy machinery and automation, 

coupled with a need for seawaters way deeper than before. The median draft (depth 

of water) was 7.5 meters at the time, while container shipment required at minimum 

10-11 meters, which increased up to 20 meters currently.  

The changes brought by containerization, in extension globalization throw a wrench 

in the activity of ports. Traditional maritime industries were lost or reduced and the 

port had been relocated to outside the city where it could meet the requirements of 

the new model of ports. Namely, bigger areas for machinery, deeper waters and space 

for dry docks25 . Port cities were no longer the major gateway between national 

economy and international markets, nor the source of economic or marine military 

power.26 The development of technologies shifted the requirements of space and the 

hierarchy of occupations.  

The industrial production remained but started taking a backseat to developing age 

of digitalization and information. The first shift determining the port landscape is 

from human operated mechanical production of iron / steel industries fueled by 

resources such as coal to machine focused production of chemicals fueled by oil & 

 
25ШШĬŸĦťШƽőŔĦőШŔƚШƨƚĲĬШŉŸƖШƖĲƓċŔƖШŸŉШƚőŔƓƚШƣőċƣШĦċŰШĤĲШĲůƓƣŔĲĬШŸŉШƽċƣĲƖШƽőĲŰШŰĲĦĲƚƚċƖǃ 
26ШыìċƖƚĲƽċШΞΜΝΤь 
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gas. The ports which had steel / iron and coal refineries / scrubbers in close proximity 

started to implement factories capable of producing chemicals. The second shift is 

from chemical industries to container handling through machine automated 

processes from a data management process managed by computer engineers. Ports 

started prioritizing deep enough waters, needed space and infrastructure for 

computer handling as well as integrating information technologies for controlled and 

automated transportation processes. The third expected shift, currently not fully 

realized, is the shift from container handling to biobased industries managed by 

internet engineers managing port processes through web architecture27 . Jansen 

groups these shifts into phases of óIndustrial Revolutionô and analyzes them in terms 

of period, energy, production system, progress of civilization, production factor, skill 

leader, aimed learning path, dominant innovation of transportation, port location 

criteria and communication (Table 1).28 

 
27ШÑőĲШƓƖŸĦĲƚƚШŸŉШĬĲƚŔŊŰŔŰŊЯШĦƖĲċƣŔŰŊШċŰĬШŔůƓũĲůĲŰƣŔŰŊШŔŰƣĲƖŰĲƣрĤċƚĲĬШĦŸůƓƨƣĲƖШƓƖŸŊƖċůƚ 
28ШыsċŰƚĲŰШΞΜΝΣь 
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Table 1: Transport evolution of ports pre-industrial and post-industrial revolution 

divided into periods, taken from Jansen 

 

There are several approaches in which the development and transformation processes 

of industrial port cities can be examined. All these approaches either stem from the 

ones which were claimed previously, share some commonalities, or learn from their 

predecessors. The main sparking point about the differences of these approaches 

though, should be what they focus on as the main driving factor of development. 

However, it should be noted that financial purposes and economy appears as the 

purpose for the existence of port cities and geography plays a big part where it can 



 

 

25 

 

continue to exist. If there is no financial motivation or funds, the port is highly 

unlikely to undergo a transformation and if there is no suitable land for the 

development plans, for instance a relocation, expansion or integration, such plans 

will again be scrapped. The term port-city interface was coined by Hayuth as an 

imaginary line which exists between land belonging to port ownership and urban 

areas under city ownership.29 

Bird takes on an approach of port-led growth model and describes it in six stages in 

the Anyport Model. This model narrates through the development of ports through 

their transformation process from small lateral quays to the development of wharfs, 

and to the separation between the docks and port facilities with the central business 

district, to the complete detachment from the oldest facilities to peripheries due to 

necessities of containerization and cargo handling, need for bigger spaces of storage 

and larger ships are.30  

Hoyle examines the evolution of the port-city interface in 6 stages (Table 2):  

¶ Primitive port city,  

¶ Expanding port city,  

¶ Modern Industrial port city,  

¶ Retreat from the waterfront 

¶ Redevelopment of the waterfront  

¶ Renewal of port/city links 31 

 
29ШыcŸǃũĲЯШ]ũŸĤċũШċŰĬШxŸĦċũШ9őċŰŊĲШŸŰШƣőĲШÂŸƖƣр9ŔƣǃШìċƣĲƖŉƖŸŰƣШΞΜΜΜь 
30Шы7ŔƖĬШΝΦΣΟь 
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The Port Generation Model takes on the development of ports through generations. 

These generations are;  

¶ Local port 

¶ Regional port  

¶ Global port 

A local port grows into a regional port with increased connections, more shipments 

and the development of its trade and infrastructure, while a regional port can 

transform into a global port through advance utilization of technological 

advancements and macroeconomic strategies.32 Drawing from these approaches, we 

can define the main stages of a port, from its advent in history to modern day times 

in 4 comprehensive stages. (i) Construction of the port and culmination of traditional 

port city, (ii) addition of new quays and expansion of the traditional port from the 

core to outer wings of the city center, (iii) the retreat of port from the city center and 

urban core to landscape and waterscapes, and lastly, (iv) separation of the port from 

the city as a standalone entity.  

 
32ШыÖ 9Ñ ?ШΝΦΦΞь 

Table 2: Stages in the evolution of port-city interrelationships. Taken from Hoyle 2000, 

Global and Local Change on the Port-City Waterfront (Diagram by Bob Smith, 

Department of Geography, University of Southampton) 
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Though there are exceptions to these 4 stages, it is evident that most ports have 

undergone such cycles throughout their lifespan. London Docklands, Hull, Port and 

City of Genoa, Amsterdam, Baltimore and NDSM Wharf can be given as examples. 

Hamburg is more of an outlier as it tries to expand its port even though it is not 

suitable for modern day transportation technologies and port driven economic 

activity. It did not go into the 3rd stage and is not confined by the 4th as its traditional 

port has expanded, included more functions inside of itself in addition to purely port 

driven economic and trade activities and did not lend itself entirely or mostly to 

private institutions as it is mostly government driven. Hamburg will be analyzed 

further in the upcoming sections as it signifies crucial points to draw from in the 

context of redevelopment and transformation processes of port cities.  

The industrial port city comes into the picture in late 3rd or 4th stage. The way in 

which transportation and navigation changed due to the utilization of steam and the 

ports were modernized. Dock alignments were extended, and harbor mouths were 

narrowed by lengthening breakwaters and to gain deeper water depths called for a 

change in the morphology of port cities.33 Construction of railways and roadways 

paved the way for an increase in speed and quantity of transport, which meant the 

ports would require more storage spaces and larger ships to keep up. As presented in 

the 2nd stage more quays and expansion and later, the transition to the 3rd stage, a 

relocation. At this stage, the port has already distanced itself from the city and 

converted into an industrial or transit port, the port would grow further and further 

away until it completely separates itself to become working in autonomy, while the 

remains of the traditional port would assume different functions.34 This detachment 

brought forth different approaches to deal with the detached ports stuck in city 

centers, occupying areas of great importance.  

Waterfront revitalization emerged as a concept in the 1960s, predominantly in North 

America as a way to re-use the facilities and spaces of traditional ports which have 

 
33ШыcŸǃũĲЯШ]ũŸĤċũШċŰĬШxŸĦċũШ9őċŰŊĲШŸŰШƣőĲШÂŸƖƣр9ŔƣǃШìċƣĲƖŉƖŸŰƣШΞΜΜΜь 
34Шы~ĲǃĲƖШΝΦΦΦь 
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become redundant through re-planning and commercializing.35  They would be 

ruptured from their port-based functions and identity and assume them only as 

cultural, touristic, and recreational through this approach. The port cities of Boston, 

Baltimore and San Francisco reflect this. In Europe, however, in contrast to North 

America, maritime character and heritage preservation is emphasized. The re-use and 

refunctioning are approached in a different way, the port functions and its spaces are 

transformed according to different values. 

Ports are complex entities, reflected in their need to be investigated through 

frameworks such as the port-city interface. Hence it is strenuous to put them into 

clear categories. However, to differentiate between ports in a technical way and to 

understand them better, an effort at classifying them is necessary.  

A study by Sheikholeslami and Langeroodi classifies ports36 according to their;  

¶ Port usage  

¶ Geographical location  

¶ Type of water corridor 

¶ Functional role 

¶ Role in transportation  

¶ Duration of operation 

¶ Length of service per day 

¶ Ownership 

¶ Usability  

¶ Covered area 

In terms of port usage eight types were listed; 

¶ Passenger port  

 
35ШыcŸǃũĲЯШ]ũŸĤċũШċŰĬШxŸĦċũШ9őċŰŊĲШŸŰШƣőĲШÂŸƖƣр9ŔƣǃШìċƣĲƖŉƖŸŰƣШΞΜΜΜь 
36ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
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¶ Cargo port 

¶ Container port 

¶ Military port  

¶ Fishing port  

¶ Extractive port  

¶ Research port 

¶ Complex port  

Ports reserved for only a specific use type is categorized into the first 7 categories, 

while those with multiple use is categorized as complex port. Passenger ports are 

used for passenger transfer, cargo ports for handling of cargo, container for 

transportation of container goods, military port for military purposes, fishing ports 

for fishing activities, extractive port for extracting resources such as salts from the 

sea or oils from wells and research port for research in the sea for equipment and 

aquatic life. 37 Their names imply their uses. Although it should be noted that most, 

if not all, ports that are active in current situation would be complex ports.  

According to geographic location, they are divided into seven;  

¶ Coastal port 

¶ Seaport  

¶ Island port  

¶ Dry port  

¶ Floating port 

¶ Polar port  

¶ Subsea port  

 
37ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
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Coastal ports are located at the coast of a river, seaports are located in the sea, island 

ports are located on the coasts of islands, dry ports are located in inland territories 

and have no sea connection, floating ports are located on sea and have the ability to 

move, polar ports are in sea surfaces that are frozen and subsea ports are situated 

below sea surface level. 38 

In terms of corridor types, they are divided into two; 

¶ Warm water  

¶ Closed water 

The former can be a river, ocean or sea and the latter is either a lake or river. 

Based on functional role, ports are divided into nine;  

¶ Ancient port 

¶ Access port  

¶ Commercial port  

¶ Industrial port  

¶ Key port  

¶ Hub port  

¶ Smart port  

¶ Maritime-based common terminal  

¶ Port-city  

Ancient ports are the first ports where the sea transportation started which spans 

several centuries back in their establishment, access ports are the simplest type as 

they only provide access to sea transportation as they allow the ships to dock but do 

not offer any services, commercial ports are where ports act as centers of trade in 

terms of cargo handling and passenger transfer, industrial ports are ports that have 

integrated industrial production, its facilities, personnel and system in addition to 

 
38ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
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handling of cargo, key ports are ports which are located in the intersection of the 

network of multiple ports and serve as a critical point in maritime activities, hub 

ports act as a command center and serve to direct and manage other the activities of 

other ports, smart ports are ports which use digitalization and new age technologies 

to navigate and plan their operations, maritime-based common terminals are ports 

which act as common transportation terminals in multimodal networks and port cities 

are ports that are in city centers or in relation with a city that have factored in the 

development of the urban fabric, activities and character of that city.39 

Through their role in maritime transportation networks, they are divided into seven; 

¶ Port of access 

¶ Feeder port or distributor 

¶ Hub port 

¶ Interchange port 

¶ Logistics center 

¶ Complementary port 

¶ Central port 

Ports of access only serve to create access to the network and offer no additional 

services, feeder ports distributes the sea traffic from hub ports to lower-level, non-

hub ports, hub ports acts as the manager of a series of ports as a core port, they play 

the biggest role in the network with the least amount of direct access but the highest 

amount of traffic, interchange ports provides exchange between cargo and passenger 

transfers for ships, logistics centers aid other ports and ships through offering 

shipbuilding and maintenance services, complementary ports are ports that are built 

and integrated to existing ports that cannot be improved due to their circumstances 

and central ports are where the coordination, control and supervision of all ports are 

 
39ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
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carried out, they area a level above of hub-ports as they do not only distribute and 

manage traffic flows but oversee the whole operational cycle of a network of ports.40 

In terms of operational duration, they are divided into four; 

¶ Permanent port 

¶ Temporary port 

¶ Periodic port 

¶ Emergency port 

Permanent ports operate continuously, temporary ports are operated for a limited 

time before being closed, periodic ports operate in certain time periods and 

emergency ports are planned to solve crisis situations and are only open when such 

situations occur, until they resolve. 

In terms of service duration, they are divided into three: 

¶ Continuous port 

¶ Scheduled service port 

¶ Scheduled service port 

Continuous ports operate constantly without stopping, ports with scheduled service 

only operate in regular, predetermined time periods during the day and ports with 

unscheduled services operate in irregular time periods during the day, decided by 

demand. 

In terms of ownership, they are divided into three; 

¶ Private port 

¶ Public port 

¶ State port 

 
40ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
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Private ports are owned by private institutions or companies, public ports have their 

shares owned by the people, state ports are owned by the national government. 

Based on port usability, they are divided into three; 

¶ Closed port 

¶ Controlled port 

¶ Free port 

Closed ports are only available to the extent of purposes and activities of its owner 

permit, controlled port is available for use by certain groups that have right of use, 

3rd party companies operating on state ports by contracts is an example to controlled 

ports, and free ports are available for the use of all, accessible by public and open to 

use through fees by benefactors. 

Finally, based on coverage zone, they are divided into five; 

¶ Dedicated port 

¶ Local port 

¶ National port 

¶ Regional port 

¶ International port 

Dedicated ports only serve specific and planned routes, local ports operate within a 

network of ports or cities in close proximity, national ports operate within the range 

of ports limited to their country, regional ports operate in a network of a collection 

of neighboring countries and international ports operate within the scope of all 

available and feasible waters that maritime trade activities can be initiated. 
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Table 3: Port classification categories and types, table compiled by the author, 

classification, Source: Sheikholeslami and Langeroodi, 2024, Port Classification 

 

 

Within the context of this study, ñmining portò under the port usage category 

emerged as an addition to the classification of Sheikholeslami and Langeroodi (Table 

3).41 Industrial ports such as the Industrial Port of Zonguldak, are tied deeply to the 

development and history of industrial activity in their cities. Moreover, it is not 

common to find mining cities in contact with water as in the case of Zonguldak. The 

juxtaposition of a mining city and port city is rare and valuable. The mining city and 

port city provide a unique value together, as a whole. This conclusion has provided 

the idea to add the classification of ñmining portò as a port which is primarily 

supplied by local industrial production and supply chains of raw materials such as 

coal, which are extracted from the mines, refined and stored in various industrial 

facilities. These industrial facilities are either connected closely with the port through 

land transportation and / or railroad networks or are adjacent to the port or part of the 

port area. The activities of the mining port are largely dependent on the transport of 

local industrial production but can feature diversified port activities and may adapt 

to different technologies and transportation methods. 

 
41ШыÉőĲŚťőŸũĲƚũċůŚШċŰĬШxċŰŊĲƖŸŸĬŚШΞΜΞΠь 

Port Usage Geographical Location Water Corridor Functional role Transportation role

Passenger portCoastal port Warm Water Ancient port Port of access

Cargo port Seaport Closed Water Access port Feeder port

Container portIsland port Commercial port Hub port

Military port Dry port Industrial port Interchange port

Fishing port Floating port Key port Logistics center

Extractive port Polar port Hub port Complementary port

Research portSubsea port Smart port Central port

Complex port Maritime-based common terminal

Port-city

Duration of operation Length of service per day Ownership Usability Covered area

Permanent port Continuous port Private port Closed port Dedicated port

Temporary port Scheduled service port Public port Controlled portLocal port

Periodic port Unscheduled service port State port Free port National port

Emergency port Regional port

International port
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The study by Roa et.al approaches the classification of ports in a more compact 

approach. The criteria are the aspects that allows them to meet their demands.42 Eight 

categories are proposed to classify ports before further classifying them according to 

size (Table 4). These categories are; 

¶ Deepwater Seaport 

¶ Seaport 

¶ River Port 

¶ Harbor 

¶ Pier, jetty or wharf 

¶ Port Terminal 

¶ Off-shore Terminal 

¶ Canal 

Table 4: Ports according to size and classification, taken from Roa et.al, 2013, Ports: 

definition and study of types, sizes and business models 

 

The classified ports are then grouped according to their size; small, medium, large 

and very large. 802 ports from 196 countries are investigated and reveal that the most 

common type of port is seaport and the most common size is medium.43 Deepwater 

seaports are defined as ports with draft 44 deeper than 13.72m. These ports emerged 

 
42ШыÅŸċЯШĲƣШċũЮШΞΜΝΟь 
43ШыÅŸċЯШĲƣШċũЮШΞΜΝΟь 
44ШÑőĲШƻĲƖƣŔĦċũШĬŔƚƣċŰĦĲШŉƖŸůШƣőĲШƽċƣĲƖШƚƨƖŉċĦĲШƣŸШƚĲċШǰŸŸƖ 
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to meet the requirements of modern standard of ports that came forth with 

containerization. River ports are located at a bank of a river and have varying drafts. 

Harbors are defined as any body of water which provides shelter against weather 

conditions that ships can moor or anchor while ports are defined as the collection of 

installations around a harbor which serve loading and unloading operations. A port 

may have one or more harbors or a harbor may have one or more ports. Pier, jetty or 

wharf refers to a standalone dock or pier. Port terminals are dedicated to one type of 

service, such as coal, or a type of grain, and perform automated activities in bulk. 

Off-shore terminals are flanked by the sea at all sides and do not have coasts. Canals 

are facilities built along canals which serve the functions of maritime trade and port 

activities. 45  

Port classification through the development cycles of ports have been analyzed in 

1992 in UNCTAD46. Ports were grouped into 3 generations and timeframes rather 

than disassembling it into parts according to its attributes (Table 5). The first-

generation port is characterized by a monopolistic, isolated port. The port usersô 

needs were not taken into consideration and the management of ports were 

independent. The cargo movement is slow and productivity is low.  Despite this, they 

remained greatly effective and powerful due to their monopolized access to global 

trade items and maritime activities.  

 
45ШыÅŸċЯШĲƣШċũЮШΞΜΝΟь 
46ШÖŰŔƣĲĬШ ċƣŔŸŰƚШ9ŸŰŉĲƖĲŰĦĲШŸŉШ?ĲƻĲũŸƓůĲŰƣ 
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Table 5: Three Generation Port Model, taken from United Nations Conference of 

Development (UNCTAD), 1992 

 

The second-generation port in contrast considered their usersô needs and provided 

industrial and commercial services. Industrial ports that started to emerge after 19th 

century is represented in this generation. The port developed and expanded toward 

its hinterland through connecting with industrial productions such as steel-iron, 

heavy metallurgy, coal and petrochemicals. They were characterized by large 

warehouses, integrated industrial facilities and the ability to handle large amounts of 

refined and raw materials. These ports were not only centers for transports like in the 

first generation but centers where industry and commerce converged. Railroads 

would extend into the docks and a consideration for the back-and-forth transport 

between the industrial facilities such as factories and refineries were though out and 

executed to be available efficiently. The focus was on the relationship between 

industrial production and its trade as a driving factor. The ties with the public 

authorities were much closer in these port as they needed resources and co-operation 

from the state to function. The era of industrial ports was cut short, as the decade 
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when they were most prominent, between 1960-1970s, coincided with the invention 

of containerization.47 

The third-generation ports emerged in the 1980s, after container shipment solidified 

its place in the age of globalization. During the age of second-generation ports, raw 

materials were shipped from source to manufacturing areas to be refined. The 

importing ports have changed to accommodate refining the products themselves, 

netting higher gains through shipping finished products. The cargo transported on 

international trade routes increased significantly due to increased volume of 

container trade. The communication and cargo transfer systems also evolved and 

became increasingly more convenient to use, yielding faster shipments and better 

coordinated transportation efforts. Products became readily available and the aim 

switched from attaining raw or finished product to better and cheaper products 

through the effects of the rising consumerist culture. The markets proved difficult to 

be isolated through these developments and the increased accessibility of 

information and market competitiveness. Ports had to meet a new set of requirements 

to comply with to keep themselves afloat. That they were concerned with only the 

transport activities occurring in their territories had to incorporate all stages of their 

transport system, in which shipments from port only comprised as a sub-system. This 

covered the whole process, national inland transport to international sea and inland 

transport. The concept of intermodalism48 gained prominence and started to prove as 

a necessity for ports aiming to survive in the competitive market. The increase in 

trans-shipments followed as the trade routes around the world expanded with Asia 

joining Europe and America as a force in the maritime industry with its deepwater 

sea ports. The vessels also were getting more specialized through advancing 

logistics. The trend of international ports involved in the whole process of 

transportation networks was expected to continue during the writing of this study, in 

1992, and has followed up accurately with continuance of greatly increased volume 

 
47ШыÖ 9Ñ ?ШΝΦΦΞь 
48Ш]ŸŸĬƚШĦċƖƖŔĲĬШŔŰШċШĦŸŰƣċŔŰĲƖШƣőƖŸƨŊőШůƨũƣŔƓũĲШĬŔǭĲƖĲŰƣШƣƖċŰƚƓŸƖƣċƣŔŸŰШůĲƣőŸĬƚ 
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of container trade. Bigger vessels, deeper seaports and expanded facilities also kept 

increasing in parallel. 

The Industrial Port of Zonguldak is a medium sized seaport according to the 

classification of Roa et.al.49 According to Sheikholeslami and Langeroodiôs 

classification, based on usage is a complex port, a coastal port in terms of geographic 

location, an industrial port according to its functional role, a port of access in its role 

in maritime transportation networks, a permanent port in terms of operational 

duration, a 24-hour service port in terms of service duration, is a state owned port in 

terms of ownership, a controlled port in terms of usability, and an international port 

in terms of coverage zone.50 It was constructed in 1896 as a first-generation port and 

have evolved into a place between the second-generation port and the third-

generation port according to UNCTADôs classification as it developed its facilities 

and incorporated a ro-ro dock, but does not have a dedicated container terminal.51 

According to Hoyleôs stages of port-city, it emerged as an expanding port/city, then 

reached the stage of modern industrial port/city and have skipped the remaining three 

stages as it has not been relocated nor received a waterfront regeneration.52 Finally, 

it is situated in a place between the 2nd and 3rd Industrial Revolution of Jansenôs 

classification of phases of ports. 53 

2.2.  Industrial Ports as Heritage Places 

Industrial ports emerged at the second half of 19th century.54 They are characterized 

by large industrial production facilities, docks and complexes built on landfill, rows 

of steam-powered, then electric cranes, railroad connections, large hinterlands, sharp 

 
49ШыÅŸċЯШĲƣШċũЮШΞΜΝΟь 
50ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
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53ШыsċŰƚĲŰШΞΜΝΣь 
54Шы ŰĬƖċĬĲШċŰĬШ9ŸƚƣċЯШÑŸƨƖŔƚƣŔǯĦċƣŔŸŰШŸŉШEƨƖŸƓĲċŰШÂŸƖƣр9ŔƣŔĲƚаШfůƓċĦƣƚШŸŰШxŸĦċũШÂŸƓƨũċƣŔŸŰƚШ
ċŰĬШ9ƨũƣƨƖċũШcĲƖŔƣċŊĲШΞΜΞΜь 
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boundaries between themselves and the city, and large workforces. The necessity of 

these components emerged with the invention of steam ships and railroads and that 

departure and arrival times could now be calculated.55  Their purpose was to 

capitalize on trade of raw materials extracted from sites such as collieries. The 

loading and unloading activities were excruciatingly slow and tedious before the 

heavy machinery that came with industrialization. Cranes and conveyor belt systems 

solved these issues and became integral parts of industrial ports in terms of their 

economic significance and efficiency. Consequently, wooden sailing ships had 

disappeared from the ports and replaced with iron ships with substantially bigger 

sizes.56 Landfill on sea or rivers for industrial ports were exercised to provide the 

necessary area to match the speed of industrial production with that of trade and 

transport. The areas of industrial ports emerged by being established on the non-

existent (land-filled) areas combined with previously underused areas of port cities.57 

Hence, the second-generation port, the industrial port emerged, as the expanding city 

port.58 

The prime of industrial ports lasted from the late 19th century till the 1980s. Ports 

thrived through the industrial revolution. While effecting the world greatly, this 

prime period was short-lived. They no longer served as the gateways between 

national economy and international markets.59  After the 1980s, the decline of 

industrial ports was visible all around the world. The industrial ports that have taken 

over cities and hinterlands was shrinking to their cores or being abandoned. The high 

number of employments granted to port personnel and industrial facilities working 

in unison with ports were being downsized. Once entirely state-owned port areas and 

facilities of industrial production was being privatized to match the economic trends. 

Globalization was all the commotion and the local was being pushed aside. Cities 

 
55ШыÉĦőƨĤĲƖƣШΞΜΜΥь 
56ШыÉĦőƨĤĲƖƣШΞΜΜΥь 
57ШыcŸǃũĲЯШÑőĲШÂŸƖƣр9ŔƣǃШfŰƣĲƖŉċĦĲаШÑƖĲŰĬƚЯШÂƖŸĤũĲůƚШċŰĬШEǂċůƓũĲƚШΝΦΥΦь 
58ШыÉĦőƨĤĲƖƣШΞΜΜΥь 
59ШыìċƖƚĲƽċШΞΜΝΤь 
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such as Liverpool, Marseilles and Bilbao which relied on industrial production and 

trade to function were met with the shutdown of their industrial ports, warehouses 

and railway networks.60  This trend, however, was not able to erase the industrial 

ports nor could it completely replace them.  Ships and port activities still remain in 

the city, a complete relocation of the port was not inevitable. Even in waterfront 

which have gone redevelopment and revitalization efforts, port activities still take 

place and the sight of ships remain. Ports of Zonguldak, Varna and Odesa for 

instance, though in different scales, had re-structuring programs of their ports 

exercised, but still remain as active ports. As port are complex entities, multiple 

approaches to deal with solutions existed from different contexts. Although 

similarities existed in the approaches taken towards the development of ports, each 

of them had a different transformation process. Their history, regional characteristic 

and local factors, had an effect on their development as much as globalization.61 

Through their value, industrial ports resurfaced. This value, came from their 

technology, collective memory, the people involved and their entity being a complete 

depiction of an era. Their value made them remain as active ports, or triggered their 

redevelopments. It was because each industrial port was unique that they received 

attention and effort. 

The development of industrial port cities is attributed to the balance between 

ecological change and technological advancements, coupled with the correlation 

between maritime perspectives and urban planning concepts.62 However, this ideal 

forgoes the factors of architecture, heritage, and the involvement of the people. The 

quality of the built environment, its history, respective heritage values, the style, the 

era it represents, as physical structures and as meaningful connections in peopleôs 

memories and daily lives should not be omitted. Port cities need to develop shared 

values to respond these different perspectives and priorities brought forth by port 

 
60ШыxŸƖĲŰƣĲШΞΜΜΞь 
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authorities, actors, municipalities, corporations, cultural institutions and finally but 

most importantly, their inhabitants and communities.63 Maritime heritage structures 

like cranes or warehouses, while being crucial for the cultural heritage framework, 

may not be significant at all for the economic framework as they are only structures 

which have lost their use value, unable to generate profit.64  However, these two 

frameworks can intersect to create a solution in which both benefits. In this case, 

such a solution would include the preservation, enhancement, or emergence of lost 

cultural heritage values of the port city character which would profit through these 

values. To illustrate, ports that have undergone the disassociation of their industrial 

ports in city centers to outer peripheries and the developments that followed together 

with industrial ports that have expanded and avoided relocation will be given as 

examples. 

2.2.1.  Port of Odesa 

Port of Odesa (Figure 5) is located on the Odesa Bay, in its western shores. It is the 

largest port in Ukraine and is located along the coast of Odesa, on the Black Sea. The 

port is protected by 4 harbors in addition with 3 breakwaters. The port handles 

general cargo, bulk cargo, liquid bulk, grain and containers. It houses the Ukraine 

shipyard for maintenance of ships. In addition to these, the port also owns a 

passenger terminal. The port has direct access to railways and car traffic is isolated 

through a ramp. 

 
63ШыcĲŔŰЯШcċůĤƨƖŊѢƚШÂŸƖƣШ9ŔƣǃƚĦċƓĲШxċƖŊĲрƚĦċũĲШƨƖĤċŰШƣƖċŰƚŉŸƖůċƣŔŸŰШċŰĬШƣőĲШĲǂĦőċŰŊĲШŸŉШ
ƓũċŰŰŔŰŊШŔĬĲċƚШΞΜΝΝь 
64ШыÑŸůůċƖĦőŔШΞΜΞΜь 
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Figure 5: Port of Odesa, produced by the author, original image from Google Earth 

Pro 

The port (Figure 6) handles 50 million tons of annual cargo. Its facilities include a 

container terminal, a freight terminal, an oil and gas terminal and a passenger 

terminal and a shipyard. The port is state-owned and houses numerous 3rd party 

companies which pay fees to operate in the port.  It has stayed competitive and active 

despite its rough period in the end of 20th century and still serves the industrial region 

of the country.  
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Figure 6: Port of Odesa, current situation, retrieved from Adobe Stock 

Odesa emerged as a city through the construction of its port. The first pier of the port 

was enacted in 1794 (Figure 7). The port had 2 areas of water where ships could dock 

and take shelter in, and functioned as a second-generation port.65 A shipyard was 

constructed in the vicinity of the port.66 It served as a free port until 1859 and was 

exempt from taxes. Due to its prominence and development, it quickly transformed 

into an industrial port in the mid-19th century. Bulk cargo terminal, warehouses for 

goods and grain terminals were established, followed by an oil and gas terminal. The 

coastline was cut off from the city with railroads. It became a transport hub, exporting 

goods such as various grains and timber. The industrial port of Odesa became a center 

of maritime activities, economy and trade. 

 
65ШĦĦŸƖĬŔŰŊШƣŸШĦũċƚƚŔǯĦċƣŔŸŰШŔŰШыcŸǃũĲЯШÑőĲШÂŸƖƣр9ŔƣǃШfŰƣĲƖŉċĦĲаШÑƖĲŰĬƚЯШÂƖŸĤũĲůƚШċŰĬШ
EǂċůƓũĲƚШΝΦΥΦь 
66ШÑőŔƚШƚőŔƓǃċƖĬШŔƚШƚƣŔũũШŔŰШċĦƣŔƻĲШƨƚĲШċŰĬШƚĲƖƻĲƚШċƚШŸŰĲШŸŉШƣőĲШŸũĬĲƚƣШƚőŔƓǃċƖĬƚШŔŰШÖťƖċŔŰĲ 
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Figure 7: Port of Odesa in its early years, retrieved from 

https://scalar.usc.edu/works/odessa/media/the-port-of-odessa 

Odesa had advantage of geography. Its estuaries were convenient for the construction 

of cargo docks and carried the potential of even being a hub port. Hence, the city 

continued its growth due to its industrial port and activities of trade in the Black Sea. 

In 1956, it started to move bulk cargo to its hinterland in Sukhy Lyman67, expanding 

its hinterland.68  Ro-Ro terminals were established later and more roads to 

accommodate the land transportation were built This was followed by more 

investments. A container terminal was built in 2001 through increasing port area with 

landfill. Effort was also given for expanding the existing cargo terminal. The port 

expanded along the coastline (Figure 8). Through continuous investments, 

modernization to evolving standards of ports and diversification of port activities, 

the industrial port of Odesa followed its trajectory of one of the significant transport 

and passenger hubs of the Black Sea. 

 
67ШÑƖċŰƚũċƣĲƚШċƚШћĬƖǃШĲƚƣƨċƖǃќ 
68ШыuőċũŔŰШċŰĬШuŔĲũǃШΞΜΝΦь 
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Figure 8: Transformation of Port of Odesa, taken from Polischuk and Lorens 

Port of Odesa is a medium sized seaport according to the classification of Roa et.al.69 

In accordance with Sheikholeslami and Langeroodiôs classification, based on usage 

is a complex port, a coastal port in terms of geographic location, an industrial port 

according to its functional role, a hub port in its role in maritime transportation 

networks, a permanent port in terms of operational duration, a 24-hour service port 

in terms of service duration, is a state owned port in terms of ownership, a controlled 

port in terms of usability, and an international port in terms of coverage zone.70 It 

was constructed in 1794 as a first-generation port and have evolved into a third-

generation port according to UNCTADôs classification.71  According to Hoyleôs 

stages of port-city, the port emerged as an expanding port/city, then reached the stage 

of modern industrial port/city and have skipped the remaining three stages as it has 

not been relocated nor received a waterfront regeneration.72 Finally, it matches the 

3rd Industrial Revolution of Jansenôs classification of phases of ports. 73 

 
69ШыÅŸċЯШĲƣШċũЮШΞΜΝΟь 
70ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
71ШыÖ 9Ñ ?ШΝΦΦΞь 
72ШыcŸǃũĲЯШ]ũŸĤċũШċŰĬШxŸĦċũШ9őċŰŊĲШŸŰШƣőĲШÂŸƖƣр9ŔƣǃШìċƣĲƖŉƖŸŰƣШΞΜΜΜь 
73ШыsċŰƚĲŰШΞΜΝΣь 
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Port of Odesa (Figure 9) is important as it is an industrial port that did not overgo a 

complete overhaul through an urban regeneration project. The reason lies in its 

ability to adapt to the model of third generation port74 with its expanding facilities 

and new container terminal. It also expanded its railroads and land road network and 

with an expanded hinterland, raised its value. The size of the port was similar to 

Zonguldak before its major expansions. The reliance of industry and cutoff from the 

city through roads is another similarity. The difference is that Port of Odesa held on 

to its situation as one of the most important ports in its country while The Port of 

Zonguldak fell behind due its lack of expansion and stagnation of port areas such as 

the Train Ferry Dock.75  

 

Figure 9: Port of Odesa, current situation, retrieved from https://discover-

ukraine.info/places/southern-ukraine/odesa/2601 

 
74Ш]ĲŰĲƖċƣŔŸŰШŸŉШƓŸƖƣƚШŔŰШыÖ 9Ñ ?ШΝΦΦΞьЯШċШƣőŔƖĬрŊĲŰĲƖċƣŔŸŰШƓŸƖƣШĲůĲƖŊĲĬШƣőƖŸƨŊőШċĬċƓƣċƣŔŸŰШ
ƣŸШŊũŸĤċũŔǍċƣŔŸŰЯШċŰĬШŰĲƽШƣƖċŰƚƓŸƖƣШÑĲĦőŰŸũŸŊŔĲƚШƚƨĦőШċƚШĦŸŰƣċŔŰĲƖŔǍċƣŔŸŰ 
75Ш9ŸŰƣĲǂƣШƽŔũũШĤĲШŊŔƻĲŰШŔŰШĬĲƣċŔũШŔŰШ9őċƓƣĲƖШΟЯШŉŸƖШŔŰŉŸƖůċƣŔŸŰШÑƖċŔŰШ[ĲƖƖǃШ?ŸĦťШƽċƚШċШΞΜΜрůĲƣĲƖШ
ũċŰĬǯũũШĲǂƓċŰƚŔŸŰШŔŰШƣőĲШÂŸƖƣШŸŉШüŸŰŊƨũĬċťШƣőċƣШŉƨŰĦƣŔŸŰĲĬШŸŰũǃШŉƖŸůШΞΜΜΠрΞΜΜΦЮШfƣШŔƚШĦƨƖƖĲŰƣũǃШ
ŔŰċĦƣŔƻĲШċũƣőŸƨŊőШŔƣШƽċƚШĤƨŔũƣШƽŔƣőШƚŔŊŰŔǯĦċŰƣШŔŰƻĲƚƣůĲŰƣƚЮ 
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The Industrial Port of Odesa is a heritage place through its unique character and 

transformation processes. This unique character comes from a multitude of factors 

and value definitions. The port has developed the city of Odesa into its current form 

and it is deeply rooted in the history of the city as even the foundation of the city was 

simultaneous with the construction of the port. Through trade of industrial and 

agricultural production, the port elevated the cityôs economy. Through its maritime 

culture as a continuously operating port, it established the identity of a port-city and 

a presence of port culture in its citizens. The memory of the port is ingrained in the 

memories of the locals through its continuous, ever-expanding image. The port 

features areas available to public in addition to its customs areas. There is a maritime 

museum in the port commemorating the port culture of the city and several 

monuments are situated in close proximity to the port. The view of the port can be 

observed vividly from the viewpoints of each of these monuments (Figure 10). 

 

Figure 10: Port of Odesa, from the viewpoint of Monument to the Sailor's Wife and 

his child 
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There are buildings and structures with particular importance that are available to the 

public in the port. Specifically, the passenger terminal building, also referred to as 

seaport terminal (Figure 11), has a peculiar architecture and serves as the symbolic 

building of the port. The building has been re-purposed and is being currently used 

as a multicultural event hall, hosting exhibitions and concerts in addition to its 

permanent function as a maritime art gallery. The building was opened in 1968 and 

has undergone its fair share of interventions. However, it has kept the authenticity of 

its construction technique and architectural qualities. This building is located on a 

landfill flanked between the customs areas of the port. This landfill acts as a platform 

for cultural activities and appreciation of maritime culture (Figure 12). The statue of 

óGolden Boyô and the Monument to the Sailorôs Wife and his child which are 

monuments to the maritime culture of the city, St. Nickolas Church, Hotel Odesa and 

an open-air museum exhibiting artifacts of maritime culture such as anchors and 

naval guns is located on this landfill.  
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Figure 11: Seaport Terminal front view (top), retrieved from 

https://www.alamy.com/stock-photo/a-odesa.html?sortBy=relevant, Seaport 

Terminal side view (bottom), retrieved from https://www.alamy.com/stock-

photo/odessa-sea-ukraine-passenger-terminal.html?sortBy=relevant 
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Figure 12: Platform for Cultural Activities (top), retrieved from 

https://www.dreamstime.com/hotel-odessa-cruise-ship-terminal-odesa-port-view-

potemkin-stairs-evening-city-sea-scape-image269187120, the place of the Platform 

for Cultural Activities on the port (bottom), edited by the author, original image from 

Google Earth Pro 
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The cranes, machinery, the hustle and bustle of cargo handling, the traffic of trucks 

from ro-ro ships carrying freight on the ramp behind the port, the wagons travelling 

on the adjacent railroads carrying cargo to the port present a unique image. This is 

further strengthened by the particular expansion of the port through its coastline, the 

location and orientation of its breakwaters / moles, its arrangement of docks and their 

machinery coupled with the unique architecture of the buildings of the port. The 

majority of this image of the port has been preserved since 1905. The Industrial Port 

of Odesa (Figure 13) presents itself as a harmonious unification of an active 

industrial port and a cultural center for the public. This intricate balance that is very 

difficult to achieve enriches its character and grants it significance. The port serves 

its city and locals on many different fronts, from functional, economic and real-estate 

values to cultural, social, memory and symbolic values.76  The multidimensional 

qualities of the Industrial Port of Odesa coupled with its inseparable role in the 

identity of the city of Odesa and its citizens, signifies it as a heritage place. 

 

Figure 13: Port of Odesa, current situation, retrieved from 

https://www.alamy.com/stock-photo/city-center-odessa 

ukraine.html?sortBy=relevant 

 
76ШéċũƨĲШĬĲǯŰŔƣŔŸŰƚШŔŰШы°ǍĩċťŕƖШΞΜΝΥь 
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2.2.2.  Port of Varna 

Port of Varna is located at the shores of the Black Sea and the Varna Lake, in the 

northeast of Bulgaria, city of Varna. It is the biggest port in Bulgaria and handles 

pan-European corridors No:8 and No:7 (Rhine-Main-Danube) in addition to the 

international transport corridor between Europe-Caucasus and Asia. The port 

currently has two terminals, Varna East Port Terminal and Varna West Port Terminal 

(Figure 14). Varna East is in the Bay of Varna, near the city center while Varna West, 

the modern expansion port is located at the northern coast of Black Sea, on the west 

shore of Beloslav Lake. Services include stevedoring, cargo storage and forwarding, 

weighting, trimming, etc. Various ships such as bulk carrier, general cargo, tanker 

and container ships commence their operations divided among both terminals. It is a 

continuous port and operates 24h a day.  

 

Figure 14: Varna East Port Terminal, right, Varna West Port Terminal, left, produced 

by the author, original image from Google Earth Pro 

Varna East Terminal (Figure 15) was opened in 1906. It has 14 berths with a total 

length of 2345m and draft of 11.5m. The terminal has docks which can handle 

general cargo, bulk cargo, liquid bulk, edible liquids, Ro-Ro, containers and 

passengers in addition to marine and technical services. There are 22 portal cranes, 

1 mobile crane, 1 gantry crane, 1 quay crane for grain and 1 unloading facility for 

molasses situated on these docks. The port is connected with the land road network 

and has a storage base 5km away from the port operating also as a dry dock. It 

specialized in the transport of grains in its early phase as an industrial port, before 
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expanding and modernizing and works are currently underway for its improvement 

of facilities and infrastructure in that regard.77 

 

Figure 15: Varna East Port Terminal, retrieved from https://port-

varna.bg/en/TERMINALS/Varna-Iztok 

Varna West Terminal (Figure 16) was opened in 1974 as the modern expansion of 

Varna East Terminal. It is situated 30km outside of the city of Varna, on the west 

shore of Beloslav Lake. It has a maximum draft of 11.2m with a quay length of 

3430m. Open are storage covers 346.393 m2 and warehouses cover 37.806 m2. 

Modern technological lines are available for handling of container, cargo, soda ash, 

fertilizers, cement, coal, ores, phosphates, silica, and liquid chemicals. The terminal 

 
77ШШfŰŉŸƖůċƣŔŸŰШŊċƣőĲƖĲĬШŉƖŸůШƣőĲШŸǭŔĦŔċũШƚŔƣĲШŸŉШÂŸƖƣШŸŉШéċƖŰċЯШƖĲƣƖŔĲƻĲĬШŉƖŸůШыőƣƣƓƚаооƓŸƖƣр
ƻċƖŰċЮĤŊоĲŰоÑEÅ~f  xÉоéċƖŰċрüċƓċĬШΞΜΞΠь 
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handles general cargo, bulk cargo, liquid bulk, ro-ro and containers in addition to 

marine and technical services. It has multi-purpose berths for handling different 

types of cargo in different scenarios and capacities. All of its berths and warehouses 

has access to the rail and road networks. It is adjacent to chemical factories of 

Devnya and this allows for the continuation of the industrial port model of factory to 

ship.78 The terminal has been expanding its coverage to grain exports in the last 20 

years in addition to its existing services. The characteristics of this port, especially 

its affinity for container handling, solidifies it as Bulgariaôs container hub.79 

 

Figure 16: Varna West Port Terminal, https://port-varna.bg/en/TERMINALS/Varna-

Zapad 

 
78ШfŰĬƨƚƣƖŔċũШƓŸƖƣƚШċƖĲШĦőċƖċĦƣĲƖŔǍĲĬШĤǃШőċƻŔŰŊШŔŰĬƨƚƣƖŔċũШŉċĦŔũŔƣŔĲƚШĬŔƖĲĦƣũǃШŔŰƚŔĬĲШŸƖШċĬŢċĦĲŰƣШƣŸШ
ƣőĲШƓŸƖƣƚШŉƖŸůШƽőŔĦőШƣőĲǃШƽŸƨũĬШũŸċĬШĬŔƖĲĦƣũǃШċŰĬШĲǭŔĦŔĲŰƣũǃШŔŰƣŸШƚőŔƓƚШƽŔƣőŸƨƣШũŸƚŔŰŊШ
ƖĲƚŸƨƖĦĲƚШŸŰШũċŰĬШƣƖċŰƚƓŸƖƣШƣŸШĬŸĦťƚ 
79fŰŉŸƖůċƣŔŸŰШŊċƣőĲƖĲĬШŉƖŸůШƣőĲШŸǭŔĦŔċũШƚŔƣĲШŸŉШÂŸƖƣШŸŉШéċƖŰċЯШƖĲƣƖŔĲƻĲĬШŉƖŸů 
ШШыőƣƣƓƚаооƓŸƖƣрƻċƖŰċЮĤŊоĲŰоÑEÅ~f  xÉоéċƖŰċрüċƓċĬШΞΜΞΠь 
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Port of Varna (East) emerged directly into the age of industrial ports as a second-

generation port.80 In 1906, a channel was built to connect Varna Lake to the sea. 

Varna East Port Terminal and its facilities were built at the end of this channel. The 

port struggled in the period of World War I, when the city fell under Romanian rule 

and it lost its hinterland and Russian Traffic.81 It recovered after the Second World 

War, growing exceedingly fast as was typical of port cities in that period.82 In 1966, 

a passenger terminal was built on the pier that separated the beach from the port 

facilities (Figure 17) and a ferryboat terminal was built in the 1970s on the western 

shore of Varna Lake. 83 

 

Figure 17: Maps showing Port of Varna and the zoning of the region surrounding it, 

1: Railway Station, 2: Separation line of Old City and Sea Garden, 3: Ferryboat 

Terminal, taken from Bothfeld, 2008 

 
80Ш[ƖŸůШыcŸǃũĲЯШ]ũŸĤċũШċŰĬШxŸĦċũШ9őċŰŊĲШŸŰШƣőĲШÂŸƖƣр9ŔƣǃШìċƣĲƖŉƖŸŰƣШΞΜΜΜьШċŰĬШыÖ 9Ñ ?Ш
ΝΦΦΞьШŊĲŰĲƖċƣŔŸŰШůŸĬĲũƚЯШċШƓŸƖƣШƽőŔĦőШƖƨŰƚШƽŔƣőШċШƖċƓŔĬũǃШŔŰĬƨƚƣƖŔċũŔǍĲĬШĦŸƖĲШċŰĬШũċŰĬǯũũШċƖĲċƚ 
81Шы7ŸƣőŉĲũĬШΞΜΜΥь 
82ШыcċůŔũƣŸŰЯШ ŰĬƖĲƽƚШċŰĬШ~ŔũċŰŸƻŔĦШΞΜΜΡь 
83Шы7ŸƣőŉĲũĬШΞΜΜΥь 
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The significance of the port was growing but Varna-East would not be modernized 

until the early 2000s. Since containerization was an extension of globalization, it was 

not favored in the development schemes of the Soviet run ports. The port endured 

tough times due to this and the political turmoil at the end of 20th century. Concerns 

were raised as other ports in the vicinity such as Burgas and Constanta were gaining 

prominence and there was a consideration of waterfront regeneration projects for the 

port. However, it regained its ground through the Law on Sea Space, Inland 

Waterways and Ports which allowed ports in Bulgaria to have better operation cycles, 

which in turn attracted investments towards the port. At 2006, a new management 

information system was announced complying with the standards of data exchange 

through computerized systems in port.84 Together with this system the docks were 

modernized to be better suited as an active port and succeeded. The port reached 

peak freight numbers in 2011 (Figure 18) and continued its upward trajectory till the 

current situation. 

 

Figure 18: Port of Varna, 2011, retrieved from http://varna-bulgaria.info/2011/port-

of-varna-gets-record-high-freight-traffic-in-august-2011/ 

 
84ШыőƣƣƓƚаооƓŸƖƣрƻċƖŰċЮĤŊоĲŰоÑEÅ~f  xÉоéċƖŰċрüċƓċĬШΞΜΞΠь 
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Varna, similar to Zonguldak was not associated with the image of a port-city. It was 

known as a seaside destination and the port activities were affiliated with the same 

negative connotations in Zonguldak such as pollution, noise, cluster of machinery 

and a blockade between the public and the waterfront.  

Varna has become the third biggest city in Bulgaria and the Port of Varna (Figure 19) 

together with its two terminals, East and West, is the biggest port of the country. 

Similar to Port of Odesa, though built a century later, it managed to also avoid 

waterfront regeneration taking over port activities. It is clear to see the effects a port 

has on its city and that an active port, even if late in terms of worldwide trends, can 

still succeed through concentrated and meaningful effort towards attaining 

contemporary standards. The development which took place in Varna will not yield 

the same result for other ports and port cities, but represents the notion that active 

ports are truly beneficial in the developments of their cities. Industrial ports, need 

not be the subject of waterfront revitalizations and that adaptive re-use or 

regeneration of their facilities are not the only way out. Though it requires significant 

state funds and carefully laid out plans with collaboration from private institutions 

and multiple stakeholders, modernization of industrial ports is a very strong path for 

industrial ports that are becoming redundant. The cases of Varna and Odesa signifies 

this. 
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Figure 19: Port of Varna East Terminal, current situation, retrieved from 

https://harboursreview.com/port-varna.html 

Port of Varna has become the biggest port in Bulgaria. It has resisted turning into a 

waterfront regeneration area. Adjacent quarters and their aged buildings outside of 

the port have undergone conservation efforts. There is a Sea Garden adjacent to the 

port, which serves as one of the landmarks of the city that holds symbolic 

significance and important memories for the locals.85 It also hosts various cultural 

events and provides a vast amount of public space adjacent to the coastline. There 

are multiple sea resorts along the coastline, which Varna is known for. These factors 

all strengthened the cause for the continuation of port activities as they allow for 

sufficient public interaction with the coastline. Moreover, the economic capital 

 
85Шы7ŸƣőŉĲũĬШΞΜΜΥь 
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generated from these resorts reinforced the economy of Varna, possibly allowing for 

more investments on the port which was already thriving due its prominent 

geographic location and continuous development. 

Through its development, the transport activities of the port have become crucial to 

the trade in Black Sea, especially through ro-ro and container handling operations. 

The port is not situated in deep waters of a river, and there is no risk of collapsing its 

breakwaters through dredging operations to deepen the draft (depth) of the port. 

Considering that there is no pressure created by a of lack of urban land, lack of public 

space in the coastline nor a conundrum caused by geographic impossibilities of 

expanding the port, there is no apparent reason for the port to cease its operations. 

Hence, through these factors and the valuable input of the decision makers of the 

port, it has been actively used since it began operations. 

The circumstances of this port illustrated above is unique to the Port of Varna. It is a 

medium-sized seaport according to Roa et.al.86 In accordance with Sheikholeslami 

and Langeroodiôs classification, based on usage is a complex port, a coastal port in 

terms of geographic location, an industrial port according to its functional role, a hub 

port in its role in maritime transportation networks, a permanent port in terms of 

operational duration, a 24-hour service port in terms of service duration, is a state 

owned port in terms of ownership, a controlled port in terms of usability, and an 

international port in terms of coverage zone.87   It was constructed as a first-

generation port and have evolved into a third-generation port according to 

UNCTADôs classification.88 From the perspective of Hoyleôs stages, it started out as 

an expanding port/city, then reached the stage of modern industrial port/city and have 

bypassed the remaining three stages as it has not been relocated nor received a 

 
86ШыÅŸċЯШĲƣШċũЮШΞΜΝΟь 
87ШыÉőĲŔťőŸũĲƚũċůŔШċŰĬШxċŰŊĲƖŸŸĬŔШΞΜΞΠь 
88ШыÖ 9Ñ ?ШΝΦΦΞь 
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waterfront regeneration.89 It has matched the 3rd Industrial Revolution of Jansenôs 

classification of phases of ports. 90 

The Industrial Port of Varna is a competitive port in its current situation, owing to its 

continuous development. The necessary infrastructure, terminals and machinery 

were added to the port as needed to match the evolution of sea trade. The of external 

factors and its surroundings supports the realization of this continuous development 

of the port. There is significant functional and economic value offered by the 

presence of the active port but the significance of the port comes from a multitude of 

aspects. These aspects come in the form of technical, architectural, emotional and 

socio-cultural values.  

The port holds a special place in the memories of the locals. Monuments in the city 

depicting the major events. The Pantheon, a monument located in the Sea Garden, 

depicts the resistance to fascism in 1970s features images of the port. 91 The portôs 

presence in the collective memory of important events solidify its values of symbolic 

and memory, in addition to its economic and functional values. Through its central 

position, the port acts as a starting point for experiencing the history of the city, as it 

is adjacent to the Sea Garden and the city center which features historic quarters. 

Souvenirs and attractions related to the image of a port city is all over the streets and 

quarters in close proximity to the port. Moreover, the impact and presence of the port 

is visible throughout the city, never fading from the views of the public and the image 

of the city as the cranes and the machinery of the port occupy the silhouette of the 

city.  

What makes the Industrial Port of Varna a heritage place is the combination of its 

continuous presence and the dynamics of its surroundings. The development of Port 

of Varna and its relation with its city is unique. It covers a significant place in the 

image of the city. Through its special set of circumstances, the location and form of 

 
89ШыcŸǃũĲЯШ]ũŸĤċũШċŰĬШxŸĦċũШ9őċŰŊĲШŸŰШƣőĲШÂŸƖƣр9ŔƣǃШìċƣĲƖŉƖŸŰƣШΞΜΜΜь 
90ШыsċŰƚĲŰШΞΜΝΣь 
91Шы7ŸƣőŉĲũĬШΞΜΜΥь 
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its breakwaters, its two terminals, its situation of docks, the arrangement of 

machinery, its technology and construction techniques, the circulation of port 

personnel and continuous activities, the ever-transforming port image, the 

connotations of port in the memories of the people, and the character of a unique 

port-city made possible only by the existence of the Industrial Port of Varna, 

solidifies it as a heritage place. 

2.2.3.  Port of Bilbao 

The Port of Bilbao (F gure 20) is situated on the mouth of the Bay of Biscay, at the 

Estuary of Bilbao, where rivers Nervion, Ibazaibal and Cadagua converge, around 

the area of Santurtzi and Zierbena. The port has a container terminal, general cargo 

dock, docks for liquid bulk and dry bulk cargo, ro-ro dock and a passenger terminal. 

It officially began operations in 1975 after the decision to relocate port facilities was 

taken by the city council of Bilbao. During its first phase the port had only access to 

bulk cargo terminals and docks for general cargo, supported by deepwater docks. 

Warehouses and open storage areas were built to shelter cargo waiting shipment. 

Navigation and pilotage services were given as expected of all ports from industrial 

onwards. It added a Ro-Ro terminal at 1980 and container terminals in mid 1980s 

and continued its developments to remain competitive as an active port.  Port of 

Bilbao currently handles near 40 million tons of cargo annually and acts as a hub 

port in the waters of Europe as a significant Port of Spain.  
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Figure 20: Port of Bilbao and Port Area before Bilbao Ria 2000 (top), produced by 

the author, original image from Google Earth Pro, Zoning of Port of Bilbao (bottom), 

retrieved from https://port-of-call.co.za/2023/11/24/port-of-bilbao-in-a-prize-

winning-city/ 
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The port originally was located deep in the river Nervion, around the city center 

(Figure 20). Until the late 20th century it was the biggest industrial Port of Spain, 

due to its industrial production and capacity of transport (Figure 21). Through 

investment in iron and steel industries and drawing even foreign investments, 

through the city flourished through its industrialization.92 This continued until the 

economic slump of 1975 which was due to the inevitable reduction in industrial 

production of steel and iron industries and the shortcoming of shipbuilding due to 

emerging shipbuilding in Asia.93 The city and its port hit a dead end as its industrial 

development was halted and sought out a differing approach rather than doubling 

down on the modernization of existing facilities. 

 

Figure 21: Industrial Port of Bilbao, mid-20th century, in original location along 

River Nervion, retrieved from https://www.gettyimages.com/detail/news-

photo/port-sur-le-nervion-%C3%A0-barakaldo-dans-la-banlieue-de-bilbao-news-

photo/1147968375 

 
92ШыüƨũċŚťċШΝΦΦΥь 
93Шы ƖĲƚŸШΞΜΝΜь 
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Following the decline of industrialization, a government lead effort by the province 

of Biscay and the city council of Bilbao a strategic plan was approved for a 

waterfront regeneration project. Bilbao Ria 2000 was established in 1992 as agency 

to mediate between the state and private institutions. The port administration was 

then morphed into a joint-stock company. This made it possible for carrying out 

large-scale plans for infrastructure, architecture, and urban developments for 

reshaping the area. Due to the continuous size increase in modern ships and the 

limited capacity of Nervion river in terms of its depth, the decision to move the port 

to the Abra Bay at the mouth of river Nervion was taken and the territory of the port 

was relocated downstream.  

Bilbao Ria 2000 as the public company responsible for the Urban Regeneration of 

Metropolitan Bilbao began the transformation area in through environmental, 

transportation and urban development projects. The freed-up space was then used for 

multi-purpose areas and socio-cultural facilities. Multiple world-famous architects 

were invited such as Santiago Calatrava, Frank Gehry and Zaha Hadid to design the 

spaces of the port of Bilbao. The space previously occupied by shipyards, container 

handling facilities, blast furnaces, cranes and docks were replaced with promenades, 

parks, open air art-galleries, new neighborhoods and business areas.94 Guggenheim 

Bilbao (Figure 22) was constructed in 1997 and started the musealization95 of the 

area.  Metro Bilbao was constructed, further increasing ease of access to the area and 

solidifying its image as óMetropolitan Bilbaoô. The Zorrotzaurre Industrial Zone 

which used to host the warehouses, shipyards and industrial production facilities 

were transformed into cultural spaces, office buildings and coworking areas by Zaha 

Hadid Architects. The Euskalduna Shipyard was converted into a conference center 

while retaining the unique architectural character and expression of a prominent 

industrial shipyard. More connections were given to the industrial heritage through 

 
94ШfŰŉŸƖůċƣŔŸŰШŊċƣőĲƖĲĬШŉƖŸůШ7ŔũĤċŸШÅŔċШΞΜΜШ§ǭŔĦŔċũЯШƖĲƣƖŔĲƻĲĬШŉƖŸůШ
őƣƣƓƚаооƽƽƽЮĤŔũĤċŸƖŔċΞΜΜΜЮŸƖŊоĲŰоĤŔũĤċŸрƖŔċрΞΜΜΜоƣőĲрƣƖċŰƚŉŸƖůċƣŔŸŰрŸŉрĤŔũĤċŸо 
95Ш~ċťŔŰŊШċŰШŸĤŢĲĦƣШƚƨŔƣċĤũĲШŉŸƖШċŰШĲǂőŔĤŔƣŔŸŰ 
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a Basque Railway Museum and conversion of docks and warehouses to exhibition 

spaces, office buildings and socio-cultural spaces. 

 

Figure 22: Guggenheim Bilbao, retrieved from https://www.guggenheim-

bilbao.eus/en/the-building 

The transformation of Port of Bilbao (Figure 23) elevated a declining city of industry 

through the complete transformation of its industrial district and industrial port. 

Although the project is deemed as a big success and is seen as a blueprint for 

revitalizing declining industrial ports, it should be kept in mind that it worked due to 

the circumstances that it was executed in Bilbao. The óGuggenheim Effectô is 

exclusive for its context and it is likely to not emerge in another context. Each site 

of industrial ports is unique. Moreover, in the early stages, the project was met with 

harsh resistance from the public.  

The shutdown of industrial facilities and the port left many without jobs and the idea 

of turning the economic heart of the city into lavish socio-cultural spaces with an 
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extensive budget was not welcomed. However, it should be stated that the aim of the 

project was actually to attract investments and increase opportunities of economic 

growth. The waterfront regeneration would serve to gather the sufficient funds and 

attraction to jump-start the new facilities needed for the modern-day economy. It was 

not an isolated effort to remove the industry from the city nor to turn the cities back 

on it. Urban development, economic growth and keeping the port-city identity was 

at the core of the aims of the project. However, there is another side of the projectôs 

outcomes. Gentrification occurred and the people of Bilbao could not afford prices 

in the revitalized area. The unemployment rates in the metropolitan region increased 

and a serious portion of the economy had become dependent on tourism. The large-

scale infrastructure projects and the port was actually supporting the city, not so 

much the óGuggenheim Effectô. 

Majority of the port structures, infrastructure and the industrial production facilities 

feeding the port has been taken down in Port of Bilbao. Despite this, there was an 

effort to actively preserve some significant buildings, structures and machinery 

which were either turned into monuments or were repurposed through adaptive re-

use. The memories of the port were trying to be preserved through these efforts. The 

architectural and technical value of the buildings from the period when the port was 

active is kept through these re-purposed buildings, documenting their construction 

technique, technology and architectural qualities while also making use of their 

spatial qualities. Port of Bilbao is a heritage place through the manifestation of active 

efforts of trying to preserve its values even though it has undergone a massive 

transformation. The key values of the port were lost during this process as only some 

of the major structures and components were kept and the character of an ñIndustrial 

Port of Bilbaoò and its value as a whole was lost. New landmarks and a whole new 

context emerged on the area. Only traces were left of the history, memories and the 

physical presence of the industrial port character of Port of Bilbao. The economic 

load of the city was shifted from industrial activity to cultural tourism. This 
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transformation, according to many, have kept this city afloat, but there is no denying 

the damages it has done to the industrial port heritage of the port city of Bilbao. 

 

Figure 23: Port of Bilbao, before and after waterfront regeneration, taken from Areso, 

2006 
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2.2.4.  Assessment of Case Studies 

Industrial ports signify the manifestation of an era. Industrialization, mass 

production, trade of raw materials, factories and refineries, heavy machinery and 

large workforces, a closed port system, adjacent production and transportation, large 

landfills, networks of railroads passing through the city extending to the port, and 

more are all reflected in industrial ports. Each industrial port has different dynamics, 

local character, transformation process, development agenda. They are modernized 

because they are deemed significant enough to justify investment huge sums of 

money, effort and consideration into. The investment for ports constitutes some of 

the large investments required for states to devote themselves. Improvement of 

infrastructure, expansion of land over sea, establishment of dry docks, expansion of 

the hinterland, installation of new facilities and purchase of new heavy machinery 

such as gantry or quay cranes, multi-year management plans for efficiency and 

staying afloat the competitive market are arduous and demanding. Despite the 

hurdle, multiple states over the world have preferred to commit to their ports. It is 

because, they are valuable and that they are unique.  

The cities that developed due to their ports, particularly due to industrial ports, 

through rapid industrialization understand the value of their ports. The ports are 

modernized and kept running, if there are means to accomplish so, for they are most 

valuable when they continue their function. However, as stated previously, no 

transformation process of two different ports is the same. There are cases in which 

the modernization of the industrial port is not the preferred outcome. Numerous 

factors play a role in this. Physical conditions surrounding the industrial port may 

not be adequate for it. The city may be too packed to accommodate the modernization 

and expansion of the port in its original location, the water may not have enough 

potential maximum draft to allow the bigger ships to operate in their waters, the 

native resources of the area may have been dried out, no longer justifying the 

factories and large industrial areas, there may be a residue of pollution that needs 
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purification or there may not be enough space to allow for an expansion. The political 

agenda and aims of the state or the municipality of the city may be different. 

Promoting the city and serving multiple sectors of economy may be preceded as more 

preferrable when compared to the continuation of the port in its original location. In 

these cases, revitalization projects or waterfront regeneration projects take place. 

Cases of Bilbao, Amsterdam, Hamburg are examples of this. The port is relocated to 

a suitable location, downstream in the case of Bilbao, on the opposite bank in the 

case of Hamburg, outside the city in the case of Amsterdam. Especially in ports with 

historic backgrounds, this practice is more common. Amsterdam, Hamburg and 

Bilbao are all ports with historic background. It is because they evoke certain 

memories, emotions and a local culture that this is being preferred over continuation.  

The culture of dockworkers, wooden ships, boats, sailor districts and harbors of old 

trigger nostalgia and a sense of belonging. The public are able to bond with these 

places easier. In America, where the approach of waterfront regeneration started, the 

approach is different as it is to provide more capital through diversifying the 

functions of the ports and presenting an attractive waterfront to the public and the 

tourists rather than a ósense of placeô as it takes a backseat to economic and political 

agendas more so than in European countries. In any case, it is much harder for the 

public to bond with industrial ports. The noise generated from the activities of heavy 

machinery and constant operations, the pollution from chemicals and industrial 

products, the large bodies of ships, cranes, warehouses, silos and tanks occupying 

the óview of the seaô, the isolation of the waterfront and the city due to specialized 

road networks adjacent to the port such as railroads and ramps, the restriction of 

access to the port being viewed as a cutoff from the coastline and large areas of 

landfill over sea all contribute to a negative perception of industrial ports. However, 

much of what makes these ports valuable is being glossed over and problems are 

being attached to them which do not truly exist.  

Industrial ports are closed-off entities due to regulations and the way they operate 

and that is needed for them to function but they do not occupy entire coastlines. In 
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the industrial port cities, in nearly all of them, there are coastlines available to the 

public, in most cases larger than the area the port occupies and this carries to the 

post-industrial period of these ports. The fixation on the continuity of these coastlines 

stems mainly from trying to adapt the approaches deemed successful in America such 

as in Baltimore and Boston, which were then continued with examples such as 

Hamburg and Bilbao. The public will keep demanding a scenery or a promenade for 

their waterfronts as those notions are associated with a positive image, leisure and 

comfort. Ports need not be accessible, moreover it makes more that they are not. 

Ports contribute greatly to a stateôs economy and need to adhere strict regulations to 

monitor over what is being transported, by whom and through what means. They 

always need to be on the lookout of smuggle efforts and transport of dangerous or 

hazardous materials. The weight of handled freight by cranes and general operations 

also brings about a risky environment. Moreover, the potential of inner-city ports for 

modernization of their facilities and ability to keep functioning is often overlooked 

in favor of gentrification, especially in Europe, due to the success of London 

Docklands and the belief that it would work at any port, which is dubbed as 

óDocklands Syndromeô.96  

In most waterfront regeneration efforts, the area of industrial port is completely taken 

over and the activities are relocated away from the city center, either towards the 

outskirts or at the inner or outer edge of the bay in case of a river. The continuation 

of the industrial port is lost through this method, but keeping its identity and memory 

through other means is exercised. However, the image and identity of an industrial 

district is reduced to fragments of traces and the port which has been as old as the 

city were replaced with contemporary buildings. It is, therefore, controversial 

whether if waterfront regeneration efforts succeed in keeping the industrial port 

heritage or results in dispersing it. Therefore, I argue that the scenario in which the 

industrial port is adapted to technological changes and continues activity is the one 

that keep its heritage alive the most. Only in cases where it is physically impossible 

 
96Шы9őċƖũŔĲƖШΝΦΦΞь 
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to adapt the port to modern standards should approaches such as waterfront 

regeneration should be considered.  

The industrial port is closely tied to the character and development of the city, hence 

major transformations of ports also lead up to major transformation in cities as is the 

case in Port of Bilbao. The outcomes of actions in ports should be carefully planned 

and discussed by the stakeholders, professionals from multiple disciplines such as 

planners, architects, industrial engineers, marine engineers, port personnel, financers 

and academics. Heritage is best kept if its subject functions. Hence, it is the most 

optimal scenario in ensuring the heritage of industrial ports that they continue 

functioning through adapting, in their original location. This has been the case for 

Ports of Varna and Odesa, as they chose modernization of its dock and the expansion 

of facilities. 

Trying to replicate these projects will more likely than not, yield the same outcome 

as the objectives, planning methods, financing and scale will be very different in 

addition to geographical conditions, technical possibilities, historical development, 

constellation of stakeholders and transport connections with the hinterland.97 More 

crucially, they have their own identities, local culture, port heritage, history and local 

dynamics and their projects were designed accordingly. Each port city has a 

distinctive identity which shapes how the port and city interact.98 The maritime 

identity of each port city was shaped in response to different stages of urban 

development and trade related urban strategies.99  Industrial ports were never 

available to the public and they do not need to be as long as alternatives exist for the 

public to engage with the waterfront. Waterfront regeneration is one, of multiple 

approaches to preserve the heritage of industrial ports. 

Ports carried their cities into what they are now.  Industrial ports, their sites and 

structures such as cranes and warehouses have received recognition as having 

 
97ШыÉĦőƨĤĲƖƣШΞΜΜΥь 
98ШыxĲĲШΝΦΦΥь 
99Шы7ŸĲũĲŰƚШΞΜΜΦь 
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Outstanding Universal Value. They have been listed as UNESCO World Heritage 

sites such as Speicherstadt and Kontorhaus District with the Chilehaus Building and 

the Port of Valparaiso.100 Sites of Japanôs Meiji Industrial Revolution: Iron and Steel, 

Shipbuilding and Coal Mining in Japan is another example covering an entire area 

pivotal in industrial production through iron / steel industries, coal mining and 

shipbuilding. Liverpool Maritime Mercantile City was also part of the list until it lost 

its coastline and port character greatly and was delisted in 2021. Although there are 

some examples akin to the ones given above, there is an underrepresentation of 

heritage of Industrial Ports, their structures despite the fact that their roles in the 

development of entire cities, regions and economies as continuously growing 

entities. They contribute to the memory, culture, landscape and images in their sphere 

of influence. 

The waterfronts and harbors represent a collective sense of memories and identity, 

through its components such as port hardware, infrastructure, machinery, systems 

and history.101 Numerous industrial cities have carried over as some of the biggest 

cities in their countries and kept their prominence, whether through waterfront 

regeneration or through modernization and expansions of their current ports. Odesa 

and Varna have transformed into hub ports of the Black Sea and have become the 

biggest ports in their countries while Bilbao still holds a substantial place in the 

economy of Spain as a post-industrial city through its óBilbao Effectô and serves as 

the inspiration for many others. Industrial ports are heritage places due to their, 

history, technology, structures, systems and relationships with their cities. They 

represent a whole century and the continuation of a legacy. They are developed 

because of their significance. They adapt, evolve and transform because they are 

heritage places. It is crucial that these values be recognized and that they are not lost 

due to negligence. Though there are numerous success stories of ports with 

continuous operation since their emergence or through waterfront redevelopments, 

 
100Шы?ċŔЯШcĲŔŰШċŰĬШ7ċĦŔƨШΞΜΞΝь 
101ШыuĲƖůċŰŔЯШéƖŔŢƣőŸǭШċŰĬШÉċũĲťШΞΜΞΜь 

http://whc.unesco.org/en/list/1484/
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there is also numerous industrial ports that are having their heritage undervalued and 

are losing important parts of their identity.  

The Industrial Port of Zonguldak is such a case. The city is not being associated as a 

port city and is under the shadow of a mining city. Despite undergoing numerous 

transformation processes, it has lost many of its structureôs characteristic from its 

activities in the mid-20th century. The industrial port is facing the risk of ceasing 

activities and this is reflected in the many planning attempts shrinking the port and 

giving its areas to recreational purposes. It is critical to assess the significance of 

Industrial Port of Zonguldak as a heritage place, to have it recognized as a crucial 

part of the city of Zonguldak and world heritage and ensure its preservation. 

The general characteristics of the Industrial Port of Zonguldak, its analyses of current 

situation, the historical development of the city of Zonguldak, the transformation 

processes and the developments of the port will be illustrated further in chapter 3. 

The value assessment of the Industrial Port of Zonguldak and the case for why it is 

a heritage place will be elaborated following the attempt to fully understand its 

significance in terms of its historical timeline, components, meaning as a whole, 

multidimensional values, character, identity and unique presence in chapter 3. 
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CHAPTER 3 

3. THE INDUSTRIAL PORT OF ZONGULDAK AS CULTURAL HERITAGE 

The Industrial Port of Zonguldak (Figure 24) was constructed in 1896 and is still 

currently in active use. The port is located in the central district of Zonguldak, at the 

coastline of the city center. Its north side is mainly accessible to public while its 

south-western side is a customs area and is not accessible by public. It is being 

managed by TTK (Turkey Hard Coal Institution) and is owned by the state treasury. 

Zonguldak emerged as a city and gained prominence through its industrial 

production of coal and the presence of its port. The port has undergone numerous 

transformation processes. This chapter will cover the general characteristics of the 

region of Zonguldak, the analysis of the current situation of the port, followed by the 

historical development of Zonguldak and finally, the transformation of the Industrial 

Port of Zonguldak throughout history. 

 

Figure 24: Industrial Port of Zonguldak, 2024, photograph taken by the author 
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3.1. General Characteristics of Zonguldak 

Zonguldak is situated in the Western Black Sea Region and it is surrounded by Bartēn 

from northeast, Karab¿k from east, Bolu from the south and D¿zce from west, while 

its north is covered by the Black Sea. It is home to a very mountainous terrain 56 

percent of which is covered by mountains (Figure 25). 31 percent is covered by 

plateaus and 13 percent by plains. The area is rich with its water resources such as 

numerous streams coursing through its borders, Filyos (Figure 25) being the biggest 

and most notable of them. Due to abundant rain, the region is lush with forests, which 

cover 52 percent of the province.102  The streams contribute to the mountainous 

terrain of the area by dividing it with a network of valleys. The province ranks 8th in 

the country in ratio of forest covered area to total area and has 4 natural parks; Milli 

Egemenlik, Gºldaĵē, Danaaĵēz and Harmankaya. 

 

 

 
102Шы~ŸĬƬũШÂũċŰũċůċЯШΝоΡΜΜΜШfůƓũĲůĲŰƣċƣŔŸŰШÂũċŰШŉŸƖШìċƣĲƖŉƖŸŰƣШÅĲŰĲƽċũШÂƖŸŢĲĦƣЯШΞΜΝΦь 
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Figure 25: Filyos stream (top), retrieved from https://batikaradeniz.gov.tr/?p=3105, 

Zonguldak forests (bottom), retrieved from 

https://www.ensonhaber.com/yasam/zonguldakta-kent-ormani-gorenleri-buyuluyor 
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The province consists of 8 districts, 25 municipalities and 327 villages. The districts 

are Alaplē, ¢aycuma, Devrek, Kdz. Ereĵli, Gºk­ebey, Kilimli, Kozlu and Merkez 

(central district) (F gure 26). It covers ă 4.2 of Turkey, with its 3.304 km2 area, 

excluding lakes. In terms of   km2 per person, it ranks 11th among 81 provinces with 

179 per km2. In accordance with T¦ĶK, the recorded population of the province is 

591.492 and the rate of population increase is ă 5.1. The ratio of people living in 

centers of province and districts to others is % 62.9. Ereĵli has the biggest population 

with 175.294, followed by Zonguldak Merkez, 117.360. The least populated district 

is Kilimli with 33.639. Recorded end of 2023, % 14.9 of the population is elderly. 

The central district of has 5 municipalities and 50 villages. It is on 41 27 north 

latitudes and 31 47 east longitudes.103

 

Figure 26: Map of Zonguldak and Legal Boundaries, courtesy of Directorate General 

for Mapping, retrieved from https://atlas.harita.gov.tr/#7.85/41.537/32.838 

 
103ШыüŸŰŊƨũĬċťШéċũŔũŔŌŔШlũШ7ƖŔǯŰŊŔШΞΜΞΠь 
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Zonguldak basin is the only area of Turkey which has reserves of hard coal. The 

reserves range to 1.5 billion tons of hard coal, 60 percent of which is inside the 

provincial borders. Coking coal being only available in Kozlu, ¦z¿lmez and 

Karadon facilities of TTK. One of the biggest iron-steel manufacturers and one of 

the only integrated horizontal steel producers in the country, ERDEMIR (Figure 27) 

is located in the district of Kdz. Ereĵli. In addition to this, Organized Industrial 

Complexes in Kdz. Ereĵli, ¢aycuma and Alaplē were reported as working full 

capacity, end of 2023, with 7.458 personnel. The number of industrial facilities in 

the province is 707 recorded end of 2023. The province is also generating % 41.7 

percent of the countryôs natural gas and also ranks 6th in electrical energy produced. 

Apart from industrial production, farming activities including wheat, barley, corn, 

hazelnut, chestnut, strawberry, apple and various vegetables such as potato and 

sunflower are ongoing. Most notably, Zonguldak is 6th in hazelnut production and 5th 

in chestnut production. 104 

The countryôs first and only Mining Museum (Figure 27) has been active since 2016. 

Itôs application to ERIH (European Industrial Heritage Route) has been approved in 

25th of January, 2022. Zonguldak Coal Geopark was designated as a national 

Geopark by the UNESCO Turkey National Commission in 23rd of January, 2023, 

which signifies it as one of the only three national geoparks in the country. In 

addition, 5 museums and historical sites, 9 libraries, 7 theaters and 23 cinemas exist 

as places of cultural interaction.105 

 
104ШыüŸŰŊƨũĬċťШéċũŔũŔŌŔШlũШ7ƖŔǯŰŊŔШΞΜΞΠь 
105ШыüŸŰŊƨũĬċťШéċũŔũŔŌŔШlũШ7ƖŔǯŰŊŔШΞΜΞΠь 
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Figure 27: Erdemir factory (top), retrieved from https://www.erdemir.com.tr/, 

Mining Museum, interior (bottom), retrieved from 

https://www.zonguldakmadenmuzesi.com/en/gallery 
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In terms of land transport (Figure 28), there is 421 km of land roads and 69 km of 

railroads. The railroads are mainly connected between industrial facilities. For 

instance, there is constant cargo transfer to Kardemir in Karab¿k from Zongulda 

through railroads. Passenger transfer of railroads is limited to Karab¿k and 

Zonguldak. In terms of sea accessibility, there are 5 ports in the province, which 

handled 24 million tons of load, end of 2024. Port of Zonguldak (Figure 28) has 

capacity of 2.2 million tons while Erdemir Port in Ereĵli (Figure 28) has 

approximately 20 million tons of capacity. Eren Port (Figure 28) has capacity of 10 

million tons and serves the thermal power plant located behind it. Filyos Port (Figure 

28) has 25 million tons of capacity and is among the 3 biggest ports in Turkey. 

Finally, in terms of air transport, the airport of Zonguldak is situated in ¢aycuma 

district and is an international airport but also serves regionally to Karab¿k, Bartēn 

and Zonguldak.106 
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Figure 28: Ports of Zonguldak Region, (top) produced by the author, original image 

from Google Earth Pro, Roads of Zonguldak, (bottom) retrieved from 

https://www.kgm.gov.tr/Sayfalar/KGM/SiteTr/Bolgeler/15Bolge/Iller/IlZonguldak.

aspx 
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3.2. Zonguldak as an Industrial Port City 

 

Figure 29: Industrial Port of Zonguldak, Ottoman Period, taken from the archives of 

Zonguldak Directorate for Culture and Tourism 

Port is an area of land reserved for transfer of passengers from other means of 

transportation to sea or vice versa and the handling of cargo, carrying withing itself 

the technical means and logistics of loading, unloading and storing cargo as well as 

having sufficient enough draft107 for passage of ships, situated at the end of sea, lake 

or streams which is protected naturally or artificially.108 Ports are used frequently for 

import and export purposes, and it is not uncommon to see industrial facilities in close 

proximity or within the hinterland of ports for ease of logistic and transportation 

networks from production to shipping. Industrial ports are ports that have emerged in 

the mid to late 19th century through the need of capitalizing on the transport of 

industrial production enabled by the industrial revolution. The port of Zonguldak 

 
107Ш?ŔƚƣċŰĦĲШĤĲƣƽĲĲŰШƣőĲШƽċƣĲƖũŔŰĲШċŰĬШƣőĲШũŸƽĲƚƣШƓŸŔŰƣШŸŉШƣőĲШƚőŔƓЯШĦċŰШĤĲШƣőŸƨŊőƣШŸŉШċƚШĬĲƓƣő 
108Шы?ŸŌċŰĲƖШΝΦΦΝь 
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(Figure 29) was constructed at the end of the 19th century and its main purpose was to 

enable the transport of coal. Hence, it is an industrial port. Industrial ports undergo 

numerous changes due to the shifting dynamics of technologic, economic, social, 

cultural, political and planning factors. Their heritage depends on the developments 

that take place in their transformation processes. This chapter will focus on the origins 

and transformation process of the Industrial Port of Zonguldak. The study area will be 

the port, its facilities and structures. (Figure 30) The surroundings and the city will be 

used as context and for analyses involving the hinterland of the port. 

 

Figure 30: Study Area highlighted in blue, produced by the author, base image taken 

from the Directorate General for Mapping and base drawing taken from Zonguldak 

Municipality 



  

  

85  

  

3.3. Analyses of Current Situation 

The Industrial Port of Zonguldak (Figure 31), commonly referred to as Zonguldak 

TTK Port, was built on 1896 and is still active under the management of TTK (Turkiye 

Taskomuru Kurumu). It is the oldest port to date in Zonguldak. It is located in Milli 

Egemenlik Caddesi, Kargo Merkez at the coordinates ñ41Ü 34ǋ 45ǌ K ï 32Ü 04ǋ 30ǌ D 

/ 41Ü 23ǋ 10ǌ K ï 31Ü 37ǋ 50ǌ Dò. The port has a maximum draft (depth) of 9 meters, 

currently 7.5 meters as recorded in 2023, and the maximum deadweight is listed as 28 

thousand deadweight (155 million tons). The main mole of the port was constructed 

in 1958, currently the port has 2 moles, referred to as ñyeĸil mendirekò and ñkērmēzē 

mendirekò. Total export was recorded as 132 thousand tons, while import was 1 

million 38 thousand 120 tons as of 2023. 305 ships were recorded during this period, 

which roughly equates to 1 ship per day, and considering the operations of a single 

ship requires 2-3 days, it can be stated that the port is quite active.  

Active services include mandatory assistance (Port Regulations) of mooring boats and 

tugboats for cargo ships, shifting and various others through TTK, navigation services 

through the Coast Security General Directorate, 24 hours a day, with 3 shifts, for ships 

that enter or exit the port.109  The inventory of ships include one navigator boat, 2 

mooring boats and 2 tugboats. For handling there are 2 electric quay cranes, weighing 

5 and 15 tons, mobile cranes with the capacity of carrying 10 to 15 tons of weight, 

several machines with different capabilities and forklifts. The port is governed through 

the ISPS regulations (International Ship and Port Facility Security Code) to ensure 

safety and security. The ships that want access to the port get permissions from the 

Port Authority of Zonguldak, through agencies, whose offices are located adjacent to 

the cargo area, with delivery orders, stating which ship will arrive at exactly what hour. 

After their permissions is granted, they are let inside according to their applications 

numbers. The loads are then unloaded onto the bulk cargo dock or to the wagons after 

an agreement is reached regarding pricing and regulations, between authorities and 

the responsible from the ship. It is noteworthy to mention that almost little to no 

 
109ШыƽƽƽЮƣċƚťŸůƨƖƨЮŊŸƻЮƣƖШΞΜΞΠь 
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passenger transfer takes place in the port, and that nearly all operations are forms of 

handling cargo. The pricing differs for each dock but the calculation is always USD 

per tons. If the operations are handled by TTK, the pricing per ton nearly quadruples, 

so most of the companies using the port prefer to handle loading and unloading 

operations by themselves, by only paying the fee. The pricing is the same for railroad 

transfers as well, USD per ton for the cargo loaded into the wagons. 

The major economic capital of the port was the transportation of coal until the 2000s, 

but through the years has shifted to Ro-Ro transportation. These changes can be 

attributed to several factors. The immediate ones which come to mind are the 

reduction in coal production, the cost of mining coal domestically versus importing it, 

the state of the port against the newly emerged ports in the vicinity and the limited 

capabilities of the physical and tectonic characters of the ports, in addition to inventory 

and budget. 

 

Figure 31: Industrial Port of Zonguldak, overview, photograph taken by the author 
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3.3.1. Ownership  

 

Figure 32: Ownership Analysis Map, produced by the author, base image taken from 

the Directorate General for Mapping and base drawing from taken from Zonguldak 

Municipality 

The port of Zonguldak belongs to the treasury, and is government owned, currently 

being managed and rented to 3rd party companies by TTK (Figure 32).  This ownership 

right comes from the extension of the law given to Ereĵli ķirket-i Osmaniyesi, the 

French company established in 1892 that managed port and mining operations during 

the Ottoman Period. It was a port prerogative and was held by the French company 

until it was eventually bought out by EKĶ in the Republican period. After the 

bankruptcy of the Etibank, all assets and rights of EKI was transferred to TTK. It is 

the extension of the same prerogative that was given to its predecessors that allows 

TTK to manage the port and its facilities. The duration of this right is until the 
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disbandment of the company. The ownership of the port belonged to TTK until 2009, 

after which it was transferred to the treasury due to a lawsuit involving the legalities 

of coastal lines. The port which was the property of the company was taken through 

the reasoning that they are in the area of coastal lines and that they must belong to the 

treasury of the state. Currently, there is not any lots regarding the port and the entirety 

of it belongs to the treasury. The customs area and the kērmēzē mendirek is being 

managed by TTK while the rest of the coastline is available to the public. 

3.3.2. Public Private Space  

 

Figure 33: Public / Private Space Analysis Map of Port of Zonguldak, produced by the 

author, base image taken from the Directorate General for Mapping and base drawing 

taken from Zonguldak Municipality 
































































































































































































































































































































































