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Disclaimer

This study presents the results of a research project that has been partly co-financed by the German
Federal Ministry of Economic Cooperation. It shows the findings and content that have been
developed by and under the responsibility of Roland Berger, unless otherwise stated. Wherever
content has been developed jointly with others (mainly in the strategic options, business development
strategy and spatial development strategy sections), this is clearly indicated.

The main project work took place between November 2020 and January 2021. Our analysis builds on
data extracted from expert and stakeholder interviews and news sources as well as the Lebanese
Customs and Port of Beirut websites, and is thus subject to certain limitations (see Footnote 7).

This study presents our best estimates. However, it is possible that the data that we used may not
accurately reflect conditions at the port. It should further be noted that the forecast analysis is only
indicative, due to the highly volatile situation in Lebanon. The eventual outcome in future years will
depend strongly on political and economic developments in the country and the broader region. In
addition, the spatial recommendations for the port are purely indicative and subject to further research,
including prefeasibility and (technical) feasibility studies.
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Executive summary

The goal of this study is to provide a basis for kick-starting the reforms needed to
make the Port of Beirut an efficient economic hub for Lebanon. In line with this
objective, we begin by reviewing the current situation as well as future demand and
throughput at the port (Chapters 1 and 2). We then develop tangible options and a
strategic roadmap for developing the port (Chapters 3 and 4). It is our hope that our
recommendations will provide guidance for policymakers and donors alike, as well as
raising the interest of international investors.

The Port of Beirut is the main gateway for Lebanon's foreign trade and mainly
serves domestic demand. It handles approximately 90 percent of Lebanon's sea trade
by value. Overall trade volumes at the port consist of approximately 90 percent imports
and 10 percent exports, indicating a significant trade imbalance. Throughput at the port
amounts to six to eight million tons of merchandise a year (based on figures for 2015 to
2019) and mainly consists of container cargo, general cargo and dry bulk. The port,
catering to domestic demand, is thus a mirror of the Lebanese economy and depends
strongly on the economic situation in the country.

The port governance structure does not enforce accountability for performance
and development. The current structure entails various challenges:

> The port currently lacks a clear management structure laying out the
responsibilities of all the parties involved. The port is managed by a "Temporary
Committee" and there are various entities with overlapping mandates. Additionally,
there is a lack of coordination between the various ports in Lebanon at a national
level.

> The port lacks a proper regulatory framework and currently gives decision-making
control to the Temporary Committee. No financial auditing and performance
monitoring or supervision takes place.

> The portis influenced by various vested interests, with informal interference and a
strong role of political affiliations.

Lebanon is facing challenging times and is looking to an uncertain future. The
country is confronted with unprecedented and multiple crises, which will most likely limit
economic growth over the next decade and potentially beyond. The current Lebanese
national debt and financial crisis has brought the economy to a standstill, a significant
devaluation of the currency has taken place and the ongoing COVID-19 pandemic is
hindering economic recovery. At the same time, an enduring political crisis polarizes not
just government but also the population.
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To take account of this uncertainty, we consider two different scenarios for
GDP growth. In our "Continuation of the status quo" scenario ("Base scenario"),
the economy contracts in 2020 (-25 percent) and 2021 (-2.3 percent), then returns to
positive real GDP growth in 2022 (+1.3 percent) and 2023 (+2.3 percent), settling at
annual growth of around 2.5 percent from 2025 onwards. Our "Reform and revival"
scenario ("Reform scenario™) foresees stronger growth of real GDP following the
implementation of comprehensive political and economic reforms. In this scenario,
double-digit growth may be possible in 2022 and 2023, followed by a stabilizing
growth rate of around 2.5 percent after 2025.

Trade volumes at the Port of Beirut are largely driven by imports based on
domestic demand and consumption, and so are closely correlated to GDP.
Historical data points to a decrease in trade volumes in 2019 and 2020. This trend is
projected to continue into 2021 in our "Base scenario”, where trade volumes pick up
again only in 2022. However, this recovery is expected to happen at a slow rate;
indeed, previous levels of traffic at the port will most likely not be reached in this
scenario until 2030 given the current economic state of Lebanon and economic
forecasts for its recovery. The "Reform scenario” presents a different outcome:
Demand is predicted to increase from 2021 and historical volumes for 2018 and 2019
to be reached within six to seven years. Overall trade in this scenario exhibits a
seven percent CAGR over the coming ten-year period, more than double that of the
"Base scenario”.

The explosion at the Port of Beirut has created major challenges within an
already fragile economic situation in the country. It hit the country right in the center
of its lively capital. The Port of Beirut's infrastructure was heavily affected, with berths
and storage facilities destroyed or rendered inoperable, including the country's grain
silos. This, in turn, creates major handling and storage challenges, specifically in
general cargo, bulk and free zone areas.

In Chapter 3, we suggest a development strategy for the Port of Beirut. This
includes strategic options for the port (future role and location), an overall business
development strategy, and possible spatial development plans. We also formulate
recommendations for the future governance model at the port.

In terms of strategic options, the main future role of the Port of Beirut will most
likely remain that of serving domestic demand. In addition, the transshipment
business at the port could be increased, as the service offering and pricing structure at
the port are in line with the strategies of the shipping companies and the geographic
benefits from its location on the Eastern Mediterranean. We therefore recommend
right-sizing the port's operations at its current location within Beirut.
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In the area of business development, we suggest maximizing efficiency and
optimizing operations at the port by right-sizing the port through reducing port
storage areas and moving dirty bulk outside of the port area. Our cargo forecast
suggests that the main business focus should lie on container and general cargo
handling. A clean dry bulk terminal (mostly grains and other food supply) should be
maintained at the port to cater to domestic demand. Dirty dry bulk (fertilizers, residues
and waste from the food industries and products of the milling industry, ores, earths,
and so on), on the other hand, could potentially be moved to a different location. In
addition, efficiency could be maximized by streamlining and reducing storage facilities.
We suggest building transfer stations at the port, reducing the port storage area while
processes are made more efficient.

Various spatial development options are possible, making use of the currently
available space and exploring potential expansion options. In the short term, the
focus could lie on reconstructing the port in order to ensure its capacity and efficiency.
In parallel, however, strategic considerations for a time horizon of more than five years
should be considered to already set the course of future development and growth
opportunities, including potential plans for expansion. We discuss three options which
require detailed pre-feasibility study and further analysis of technical requirements. In
addition, any decision will depend on political alignment between the stakeholders on a
local and national level.

A revised governance structure allocating responsibilities and ensuring
accountability is essential for any reconstruction efforts at the Port of Beirut. We
recommend a three-tiered structure:

> At the national level, a National Port Development Committee and a National
Logistics Committee should be set up. The National Port Development Committee
would be responsible for setting regulations at ports and developing national
maritime and port development strategies. The National Logistics Committee should
be a governmental entity responsible for coordinating the different Port Authorities
and other relevant entities in the logistics industry, as well as acting as an advisor on
development projects.

> At a port management level, we recommend setting up a Port Authority using a
"landlord model”, to enable increased integration and involvement of both the
private and the public sector.

> At a port operations level, we recommend that cargo handling and other
services are carried out with the involvement of the private sector, using
management contracts, concessions, or other PPP models.
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Various financing options are possible for the reconstruction of the Port of
Beirut. All options require a clear development plan in the form of a
prefeasibility study and a technical feasibility study. A thorough due diligence
and a credit/investment evaluation are needed to determine funding options for the
reconstruction and development of the port.

Crises create opportunities — but time is of the essence. Various strategic options
for the Port of Beirut are possible and different entities must be mobilized to help in
the reconstruction and redevelopment. Structural, economic, social and political
reforms will be key. We recommend taking the following actions swiftly:

> At a national and port ecosystem level
— Agree and implement a new port sector governance structure
— Reform customs law and related institutions
— Devise a national maritime strategy and formulate a national logistics strategy

> At the level of the Port of Beirut
— Set up a Port Authority in the form of a corporatized public entity
— Prepare for implementation — carry out a tender for a prefeasibility study followed
by a technical feasibility study
— Get ready for construction — set up the reconstruction project implementation body
and commence with development
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Asian Infrastructure Investment Bank
Association of Petroleum Importing Companies
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1.1 The Port of Beirut

The Port of Beirut has been a center of trade and naval activity since the fifteenth century BC. After
developing strongly in the nineteenth and most of the twentieth century, the prolonged civil war in
Lebanon (1975-1990) caused a profound division in the country. After the civil war, the government
appointed a "Temporary Committee for Management and Investment of the Port of Beirut" to manage the
port. Since then, the port has been promoted as a major investment opportunity due to its geographical
position and proximity to the Beirut Central District.

Today, the Port of Beirut occupies an area of 120 hectares and has four water basins covering

100 hectares of water surface. It has 16 berths with a total length of 5,155 meters, and the basin at Quay
16 is estimated to be 20 hectares with a 550-meter breakwater. The port comprises a multi-purpose area
including a silo area, a container terminal with an annual throughput of approximately 1.23 million TEU in
2019 (BCTC, 2019b), a free zone and a passenger terminal. In addition, it acts as a transshipment hub
for the Mediterranean Shipping Company (MSC)! and Compagnie Maritime d'Affrétement and
Compagnie Générale Maritime (CMA-CGM), the second and third largest container shipping companies
in the world.

1.2 Recent events

On August 4, 2020, a devastating blast shook Lebanon's capital Beirut, killing over 200 people, wounding
over 6,500 and leaving over 300,000 people displaced (UNICEF, 2020). Large sections of the port and its
infrastructure were destroyed, including the silos containing most of the country's grain reserves.

Additional damage estimated to be in the billions of dollars was caused across the city. According to the
World Bank's "Beirut Rapid Damage and Needs Assessment" report published towards the end of August
2020, the cost of the physical damage was estimated to be between USD 3.8-4.6 billion, with housing and
the cultural sector most severely affected. The economic losses amounted to USD 2.9-3.5 billion, with
housing being the hardest hit, followed by transportation (including the port) and culture. In addition, the
immediate priority "recovery and reconstruction needs" to the end of 2020 and 2021 were valued at USD
1.8-2.2 billion, with the transportation sector's needs being the highest, followed by culture and housing
(World Bank, 2020e).

The explosion was caused by 2,750 tons of ammonium nitrate that had been stored in Hangar 12 at the
port for six years, despite the fact that authorities were aware that such dangerous substances should not
be stored near residential areas (NY Times, 2020). In the same hangar, jugs of oil, kerosene, hydrochloric
acid and 15 tons of fireworks had also been stored in proximity to the ammonium nitrate in violation of
international safety rules. It is thought that sparks stemming from repairs being carried out a Hangar 12
may have ignited the cargo. At the time of writing, prosecutors have arrested at least 25 people and
charged 33 people connected to the port (Al Jazeera, 2020).

The explosion took place amid the country's worst economic crisis. Since the civil war ended in 1990,
tourism, foreign aid and expat remittances had been the main drivers of Lebanon's economy. When
regional turmoil began in 2011, remittances from the Lebanese diaspora and foreign direct investments
started to shrink and were eventually halted. In October 2019, massive protest movements began in the
country. Due to a shortage of USD liquidity in the market, the Lebanese pound began to lose value
against the dollar on the parallel exchange rate markets, ultimately losing more than 75-85 percent of its
value. Banks closed their doors to depositors for weeks and the government imposed informal capital
controls restricting withdrawals of foreign currency. To make matters worse, the global COVID-19

1 MSC has currently stopped using the Port of Beirut for transshipment due to the COVID-19 pandemic and it is unclear when these
activities will restart.
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pandemic has caused the economy to shrink further as people have lost their jobs and thousands of small
businesses have gone bankrupt. Today, more than half of the Lebanese population lives below the
poverty line (Relief Web, 2020).

1.3 Objectives of the study

This study has a number of aims. We begin by taking stock of the current state. This includes an analysis
of the connections between the Port of Beirut and the Lebanese economy and an investigation of the
current governance structure of the Port of Beirut.

Our hope is that the Port of Beirut will become a safer, more transparent and more efficient economic hub
for Lebanon and the region in the future. With this in mind, we present a number of strategic options for a
revamped governance model in which all stakeholders at the port are connected in a clear structure,
ensuring responsibility and accountability.

We also aim to provide guidance for policymakers and donors, paving the way for financing the
reconstruction and development projects. We develop strategic options for the port on several levels,
answering both its immediate needs and the future requirements, including potential expansion of the
port. Our analysis of the strategic options intends to provide guidance for fact-based and informed
decision-making.

In addition, we hope to raise the interest of international investors in the Port of Beirut through this report.
This will of course require further detailed prefeasibility and feasibility studies, backed up with careful
financial analysis. Our investigation of historical performance and forecast future trade volumes can form
a basis for discussions with international investors.

Ultimately, this study is about how the many stakeholders inside and outside Lebanon can join forces to
start a new era for the Port of Beirut — and how the long-term potential for the whole country can be
leveraged through collective efforts to rebuild it.
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2.1 Overview of the Port of Beirut

2.1.1 Geography of the Eastern Mediterranean

The Mediterranean Sea has a major geographical advantage in that it is bounded by 21 modern states:
11 in Europe, five in Asia and five in Africa. It is home to the world's busiest shipping routes and an
estimated one-third of the world's total merchant shipping passes through it, equivalent to 220,000
merchant vessels every year, each carrying more than hundred tons of goods on average (MBW, 2020).
It has around 90 ports in total, serving domestic and international trade. Figure 1 shows the 31 main ports
located in the Eastern Mediterranean.

Figure 1: Ports in the Eastern Mediterranean
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The Suez Canal provides the shortest maritime route between Europe and the lands lying around the
Indian and western Pacific oceans (Britannica, 2020). Today, an average of 50 ships navigate the canal
daily, carrying more than 300 million tons of goods per year (History, 2020).

Overview of the ports in Lebanon

Four main ports are found on the coast of Lebanon, with an average distance of around 50 km between
them (Figure 2).
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Figure 2: Overview of ports in Lebanon and total throughput

Port Brief overview Throughput rootons 2019)
Port of Tripoli > Secogd ftT‘OS}_t .
T important port in
Port of = Lebanon 2,512
Tripoli ® > Land area of 0.3 km?

Port of Beirut > Most important port
P B

in Lebanon
> Land area of 1.2 km? - 6,079

P

Port of
Beirut ®
Port of Sidon > Mainly used as
AT fishing port and for 289
e small freighters
Port of > 125 m berth and max
Sidon 2 draft of 6 m
Port of Port of Tyre > Mainly used as
oTy?e ° — swmsmmme  fishing port and for 3

small to medium-
sized sailing boats

Source: Lebanese Customs?
Port of Beirut

The Port of Beirut lies on the Eastern Mediterranean, in the center of Lebanon's densely populated capital
Beirut. It is situated in an area of prime real estate, on land valued at USD 5-10 billion (Al Khaleej Today,
2020). This distinctive location makes it one of the most important and busiest ports in the region. It
connects Lebanon to its neighboring countries in the Eastern Mediterranean as well as to other
continents, with direct links to 56 ports around the world. It is the main seaport in Lebanon.

Port of Tripoli

The Port of Tripoli is the second most important in Lebanon, with a land area of 300,000 m2. The port has
14 warehouses and nine yards for storage. It has a capacity of five million tons per year. Some 509,000
tons of goods passed through the port during the first four months of 2020, compared to more than 1.4
million tons at the Port of Beirut. Its free zone is slightly larger (150,000 m?) than the one in Beirut.
Moreover, an adjacent landfill area of 450,000 m? is reserved for future container and free zone areas,
while plans to develop the quay area are being prepared to enlarge and rehabilitate the port.

The container terminal at the Port of Tripoli is operated through a concession by Gulftainer, a privately
owned UAE company. In 2019, the Russian energy company Rosneft signed a 20-year agreement to
manage the liquid bulk oil products storage terminal at the port, while the Chinese shipping company
COSCO launched a shipping service between the port and China.

Port of Sidon

The Port of Sidon has traditionally been used mainly as a fishing port and for accommodating small
freighters. It has been undergoing new construction since 2011. Phase | was completed in 2017,

2 Throughput data at the ports does not include mineral fuels; see Footnote 7.
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including the construction of a 150-meter-long dock, a one-kilometer-long jetty and a quay. Phase Il of the
development will cover enlarging the berth at the port to be 450 meters long and 310 meters deep;
however, a lack of funds currently hinders the completion of the second phase. Shortly after the explosion
in Beirut, the Port of Sidon was able to receive two grain ships carrying 11,500 tons of wheat.

Port of Tyre

The Port of Tyre is a small port located in the south of Lebanon. It only operates during the daytime and
Customs are available on request only. The harbor is mainly used for fishing and small to medium-sized
sailing boats. The port has two operational berths, primarily used to import vehicles. Having no cargo-

handling equipment apart from the open storage area, which is limited to vehicles, the port attracts only
two to three incoming vessels (mainly small Ro-Ro) a month. In 2008 a plan was announced to develop
all the ports along the Lebanese coast, including the Port of Tyre, but so far, no changes have occurred.

2.1.2  Spatial analysis of the Port of Beirut

The Port of Beirut lies in the heart of Lebanon's capital city, bordered by densely populated residential
areas on its southern side. As shown in Figure 3, three main regions exist around the port: downtown
Beirut, the country's economic, commercial and administrative center; Gemayze and Mar Mikhael, the
city's cultural, historical and entertainment center and home to its most fashionable shops, restaurants,
bars and cafes; and Karantina, a multipurpose, low-income residential and semi-industrial area that
includes a waste disposal center and industrial sites.

Figure 3: Port of Beirut and surrounding area

Source: Desk research, Roland Berger | Image: Google Maps

The west side of the port is directly connected to the Beirut Naval Base, which is the larger of the
country's two naval bases (the other is in Jounieh, 20 km from Beirut). Ownership of this land is a matter
of dispute between the Lebanese Army and certain private entities.

Two landfills and an industrial zone border the port on its eastern side, in Karantina. The disposal area
directly bordering the port has reached maximum capacity, while the second one, further to the east, is a
multipurpose zone partially used for dumping waste. Plans existed to repurpose these two areas and
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expand the port, but this has been halted for political reasons as the areas belong to the Mount Lebanon
administrative region.

The Port of Beirut prior to the explosion

The Beirut seaport covers 1.2 km? of land and has a total water basin area of 1,202,000 m? (including the
container terminal), a main breakwater of 3,190 meters and a detached breakwater of 550 meters. It can
be sub-divided into three main areas, as shown in Figure 4: (i) the container terminal, outlined in white in
the figure, (ii) a multi-purpose area (general cargo, dry bulk and storage areas, including grain silos),
outlined in light blue and (iii) the free zone, outlined in dark blue. Other port areas are outlined in grey.

Figure 4: Port of Beirut prior to the explosion — Satellite view
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Source: Port of Beirut, desk research, Roland Berger | Image: Google Maps
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The container terminal is situated in the east of the port and covers approximately 600,000 m?, with a
total capacity of 1.5 million TEU per year. This zone is used for shipping container storage, container
loading/unloading, and container equipment maintenance and repair. The Port of Beirut can
accommodate some of the world's biggest container vessels (maximum vessel capacity: around 20,000
TEU) at Quay 16, the longest (1,100 meters) and deepest (16.5 meters) quay in the port. This is where
most of the traffic is handled. According to experts, the capacity of the current container terminal (quay
length and existing superstructures) could be increased to between 2.4 and 3 million TEU by carrying out
operational improvements and expanding the container backyard.

Since 2005, container terminal operations at the Port of Beirut have been subcontracted, through a
management contract, to the private Beirut Container Terminal Consortium (BCTC), consisting of
Lebanon's International Port Management Beirut SAL, the UK's Portia Peel Ports Limited and the US's
Logistics and Port Management Americas LLC. Although the contract with BCTC ended in early 2020, the
consortium currently still manages the container terminal on a rolling three-month basis, as the new
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tender has been halted due to COVID-19 and the explosion. Additionally, the Port of Beirut has
partnership contracts for the transshipment of containers with both MSC and CMA-CGM (MSC has
currently stopped its transshipments calling at the Port of Beirut due to the COVID-19 pandemic and it is
still unclear whether this activity will resume).

The general cargo terminal and storage areas are situated on the west side of the port, covering an area
of over 250,000 m?2. Prior to the explosion, this area of the port handled all the non-containerized cargoes,
with more than 12 warehouses available for storage. Some of these storage areas are reserved for cars
and trucks, while space for refrigerated cargo is available upon request. The Port of Beirut also had three
industrial buildings with 18,000 m?2 capacity for storage. More than 150 vehicles were available for cargo
transport, in addition to 37 mobile cranes.

Another vital cargo handling and storage area housed the grain silos, located in the center of the general
cargo area. The silo area was built in 1969 and is managed by the Ministry of Economy. Some 85 percent
of the cereals arriving in Lebanon pass through Beirut's port silos, which had a storage capacity of
120,000 tons. The other 15 percent are imported by private companies. The grain is received directly
from the vessel at the quay and vacuumed into the silo. When grain is to be distributed, it is loaded
directly from the silos into open-top trucks.

The free zone was inaugurated in 2005 and covers more than 127,000 m? of warehouse and market
area. Part of it is used to prepare cargo for hinterland movement or export services in the Logistics Free
Zone (LFZ). In addition, the free zone area had a duty-free market, including a 2,800 m? retail area with
more than 46 shops.

The LFZ was inaugurated in 2007. The logistics warehouses receive foreign cargoes and offer a variety
of services to prepare cargo for export or distribution within Lebanon. Several large companies have
leased space and built modern warehouses within the LFZ. The LFZ is open to companies in the
transportation, export, transit and international trade sectors.

According to interviews carried out with stakeholders, there were plans to use part of the free zone to
build an industrial manufacturing area. However, this was never implemented due to differences in the
aspirations of various parties involved.

Further development of the LFZ and its proper utilization, including revamping its price structure, could be
a key to unlocking the potential of the Port of Beirut and the Lebanese economy as a whole.
2.1.3 Governance structure of the Port of Beirut

The current governance structure of the Port of Beirut is complex, involving various different entities and
committees. Figure 5 presents an overview of the different key bodies involved and the relationships
between them.
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Figure 5: Port of Beirut governance structure
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- Reports to

Gestion et Exploitation du Port de Beyrouth (GEPB) and the Temporary Committee for
Management and Investment of the Port of Beirut

The port has been operated since 1961 by "Gestion et Exploitation du Port de Beyrouth" (GEPB), a
Lebanese company, under a concession agreement ratified into law on May 31, 1960. The company is
majority owned by Intra for Investments, which is itself owned by the Central Bank of Lebanon and the
Lebanese Government. The concession ended on December 31, 1990. In 1990 the Council of Ministers
decided to hand over the management of the port to a temporary committee, whose mission was to
provisionally run the port. This was called the "Temporary Committee for Management and Investment of
the Port of Beirut".

Since the beginning of the 1990s, four such temporary committees have managed the Port of Beirut, the
last appointed in 2001. The current committee is composed of the Chairman of the Board, the General
Manager of the GEPB, GEPB's Board of Directors and senior management personnel. While GEPB's
concession ended in 1990, its employees still handle the day-do-day operations of the port, while the
Temporary Committee fulfills the role of Port Authority, landlord and caretaker of the Port of Beirut and its
assets. The contractual or legal relationship between GEPB and the Temporary Committee for
Management and Investment of the Port of Beirut is unknown. Jointly, the Temporary Committee and
GEPB are responsible for developing the Port of Beirut's infrastructure and facilities, establishing the rules
of operation at all cargo berths and within the port, establishing port tariffs, collecting port dues, leasing
port facilities and providing services to the port's customers within the port.

From a legal perspective, questions exist about the public accountability of the Temporary Committee.
The Temporary Committee is not a public institution since its appointment by the government was not
institutionalized and does not establish the necessary legal frameworks. Currently, the Port of Beirut is
subject neither to financial and operational audits by the Audit Bureau, nor to supervision by the Central
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Inspection Unit. The head of the Temporary Committee reports to the Minister of Public Works and
Transportation, but the Port of Beirut is seen as an independent administration under the authority of the
Minister of Public Works and Transportation's guidance, with its own budget that is independent from the
budget of the Ministry of Public Works and Transportation (Maharat News, 2020).

The Beirut Container Terminal Consortium (BCTC) is a consortium made up of Portia Peel Ports Limited,
International Port Management Beirut SAL, and Logistics and Port Management Americas LLC. BCTC
has a management contract with "Gestion et Exploitation du Port de Beyrouth" (GEPB) that allows it to
operate the container terminal. BCTC has run the terminal since 2005 and the management contract
officially ended on January 31, 2020. However, it currently still manages the container on a rolling three-
month basis.

The Ministry of Public Works and Transportation issued a tender for the management contract of the
port's container terminal with applications due March 17, 2020. The tender has been delayed to at least
2021 due to the COVID-19 pandemic and the explosion.

BCTC submitted a proposal for the renewal of its contract, and other companies are also showing
interest. The French company CMA-CGM and Geneva-based MSC are looking to collaborate in a bid.
Gulftainer, a privately owned UAE company, has indicated its interest, too, as it currently operates the
container terminal of the Port of Tripoli. Other companies such as Hutchison (Hong Kong) and China
Merchants Ports (China) are also interested in submitting proposals (PortsEurope, 2020).

It was noted during stakeholder interviews that numerous service providers are active in the general
cargo and dry bulk area, mostly small and medium-sized enterprises. These operate under various
services contracts; however, no details are publicly available online.

The Lebanese Customs Authority is a public body composed of two entities: (i) the Higher Council for
Customs, responsible for policy setting and (ii) the Customs Directorate, responsible for customs control
and clearance. The Lebanese Customs Authority is primarily responsible for collecting customs duties
and taxes that may be imposed on goods imported to Lebanon. Additionally, it is responsible for border
control and security, including that of the Port of Beirut. It reports to the Minister of Finance.

The Ministry of Public Works and Transportation is the authority responsible for Lebanese ports. The
operating company and the committee operating the Port of Beirut report to the Minister.

General Security is a public body responsible among other things for the surveillance of territorial,
maritime and aerial borders, delivering transit permits and issuing entry visas. It is present at the Port of
Beirut to check merchandise and individuals.

The State Security Bureau is a public body responsible among other things for the surveillance of
territorial, maritime and aerial borders. It is present at the Port of Beirut to control and prevent any matter
that might affect state security.

The Secret Service Bureau at the Beirut Port is a unit of the Lebanese Army, reporting to the Ministry of
Defense. It is responsible among other things for the surveillance of territorial, maritime and aerial
borders.

The management of the Port of Beirut is handled by a wide variety of governmental and non-
governmental entities. No proper legal framework or formally documented governance model exists. This
creates challenges with regard to the supervision of the port, which may have contributed to the series of
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events that led to the explosion. Having analyzed the current governance structure, we identify three main
challenges that should be addressed in designing the future governance model (Figure 6).

O i . A
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> Lack of professional port management > Lack of a detailed regulatory framework > Informal allocation of political and
structure compared to best practices (no clearly defining the roles and sectarian quotas on various port
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Port lacks a formal documented governance model and a permanent legal framework and is subject to
vested interest interference — Three of the main obstacles that should be addressed in the future design

Lack of a clear port management structure: The port currently lacks a clear management structure that
outlines the responsibilities of all entities involved.

On a national level, the port is currently seen as an independent administration under the guidance of the
Minister of Public Works and Transportation's guidance, with its own budget, separate from the budget of
the Ministry. Accordingly, there are no supervisory or audit bodies overseeing port operations. For
example, there is no national audit board responsible for ensuring compliance with rules and regulations,
no Port Authority responsible for coordinating port strategies and activities, and no security committee
responsible for overseeing port safety, inspections and patrols.

In addition, no coordination takes place on a national level between the different ports and Port
Authorities. All of Lebanon's ports are close to each other (on average only around 50 km apart), but they
are currently treated as separate entities with minimal coordination.

On a port management level, the Temporary Committee for Management and Investment of the Port of
Beirut is neither a public body nor a company owned by the government. Moreover, various entities and
ministries are involved in the operation and security management of the port. The overlapping mandates
of these different security agencies opens the door to interference in the cargo clearance process.

Lack of regulations and regulatory framework: The port lacks a proper regulatory framework
stipulating the different rules and guidelines to be followed by the various entities. The current regulatory
framework gives complete decision-making control to the Temporary Committee and does not specify a
proper supervisory authority. For example, Article 82 of the Financial Regulations of the Port of Beirut
allows the Temporary Committee to conclude agreements by mutual consent, regardless of their value,
and requires the approval of the Director General only. In addition, Article 52 stipulates that supplies,
works and services are to be procured through public tender; however, it is possible to conduct tenders
through a variety of procedures, for example, a restricted bidding method, by inviting bids, or through
mutual agreements, which do not always guarantee the maximum transparency.
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Furthermore, the current regulatory framework does not enforce the type of government supervision that
would be normal at a port. For example, financial reports are not supervised by an audit court or the
Ministry of Finance, despite the port being a public facility spending public funds. Around 25 percent of
the port's profits (total revenues less operating expenditure, less capital expenditure budget) are
transferred to the Lebanese Treasury, while 75 percent are spent on renovation and development
projects, assessed and carried out solely at the discretion of the Temporary Committee (Maharat News,
2020).

Interference of vested interests in port operations: "Clientelism", with informal interference and a
strong role of political affiliations, lies at the core of the port's operations. This creates a system without
clear roles and responsibilities. It also leads to continuous political interference in key infrastructure
development, and increased allegations of corruption. Interventions by multiple stakeholders also have a
negative effect on the development of the port, as the conflicts that arise usually put an end to projects
and slow down decision-making processes.

2.1.4 Assessment of hinterland

Services, agriculture, construction and manufacturing form the pillars of the Lebanese economy.
Manufacturing companies are concentrated in certain regions, with more than 55 percent based in Mount
Lebanon and Beirut, as shown in Figure 7 (UNIDO & Mol, 2018). The leading pharmaceutical companies
in Lebanon are Pharmaline, Benta Pharmaceuticals and Algorithm, all located in Mount Lebanon (IDAL,
2020). In the plastics industry, the main player, INDEVCO, has two factories, both in Mount Lebanon, and
Pandaplast is based in the Bekaa region.
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Figure 7: Assessment of local hinterland
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Cement production for the domestic construction sector is led by three key players: Ciment de Sibline (in
Mount Lebanon), Cimenterie Nationale and Lafarge-Holcim (both in North Lebanon). As Lebanon has
placed an import ban on cement and clinker, the geographical location of these companies is not so
important for cargo transportation demand (Ecocentra, 2016). In fact, a large share of the main traders in
building materials (iron, steel, brick, stone and cement) — such as DEMCO and Moussawi Trading
Company, which are estimated to import around 50 percent of total steel volumes (IFP, 2015) — are
based in Beirut and Mount Lebanon, while others, notably Dalal Steel and UNITech, are based in the
Bekaa region.

Agriculture contributes around five percent to total GDP. The sector includes fruits and vegetables, dairy
farms, wheat mills, irrigation, landscaping and winemaking (World Bank, 2019a). Agricultural holdings in
Lebanon are found particularly in North Lebanon, which accounts for 30 percent of total activity, and the
Bekaa region, which accounts for 20 percent (IDAL, 2017a). Bioland, Amazonia SAL and Agritec are all
located in the North, while Agrifresh, Choueiry Fruit Farm and Smaha Plants are located in the Bekaa
region. There is also a minor concentration of holdings in the south of Lebanon, accounting for 14 percent
of total agricultural activity, including companies such as JAYA Hydroponic Farms.

Lebanon has four main players in its dairy industry. Three are located in the Bekaa region and one is in
Mount Lebanon. Taanayel Les Fermes leads the market, with almost 50 percent of total market share,
followed by Khoury, LibanLait and finally Dairiday. These companies have their own farms and livestock,
and manufacture their own produce (Executive, 2014).

y
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The wheat industry in Lebanon is subject to agricultural limitations, such as a lack of space and the type
of wheat grown, making the country dependent on imports. Some 13 mills plant and harvest wheat in the
country, with the highest concentration found in Mount Lebanon (six are situated in Mount Lebanon, three
in Beirut, two in the Bekaa region, one in the south and one in the north). More than half of the market is
accounted for by three main players: Crown Flour Mills, with an estimated market share of 24 percent,
Bakalian with 18 percent and Modern Mills with around 13 percent (Blominvest, 2016b).

Lebanon is one of the oldest sites of wine production in the world. There are around 46 wineries in
Lebanon, concentrated in the Bekaa region and North Lebanon. Ksara (Bekaa region) leads the market,
with an approximately 35-40 percent market share, followed by Kefraya, with a 20-25 percent market
share. Ixir, which has an approximately six percent market share, is located in Bezbina in North Lebanon
(Blominvest, 2019)

The services and tourism sector is the largest contributor to domestic GDP, accounting for approximately
75 percent (World Bank, 2019d). This sector has a strong impact on the development of the food and
beverages (F&B) industry, which accounts for around 22 percent of all industrial enterprises in Lebanon
(IDAL, 2017b). F&B manufacturers are mostly located in the Bekaa and Mount Lebanon regions. Kassatly
Chtaura, located in the Bekaa region, offers a wide variety of products, such as jams, juices, beer and
wine. In Mount Lebanon, the famous Lebanese Ghandour factory produces local sweets and
confectionery. Al Wadi Al Akhdar, located in Dora, Mount Lebanon, produces traditional Lebanese
hummus and baba ganoush, tomato paste and other canned foods. Food trading companies are mainly
located in Beirut and the Mount Lebanon region: Three large players in the market are George R.
Fattouh, Suhail Fakhran Foods SAL and Moussallem Group.

To estimate the demand arising from the local hinterland, and thus the need for national logistics, we
need to understand the relationship between the regional distribution of companies (and their market
shares) and the commaodity groups that they import and export.2 We estimate that 35-45 percent of port
traffic is routed to Mount Lebanon, 15-25 percent to the Bekaa region, 10-15 percent to Beirut and North
Lebanon, five to ten percent to South Lebanon, and less than five percent each to Baalbeck-Hermel,
Nabatiyeh and Akkar.

Lebanon and Syria share a 394 km border that connects the Mediterranean coast in the north to the
tripoint with Israel in the south. There are three official border crossings between the two countries, one
reached from the east and two from the north of Lebanon (Figure 8). The Al Masna'a-Al Jdeidah border
crossing connects Beirut to the capital of Syria, Damascus, by means of the Beirut-Damascus
International Highway, and passes through the Bekaa valley. Using this highway, it takes approximately
five to six hours by truck to reach Damascus from Beirut. From the north, Latakia and Tartous in Syria
can be reached from the border crossing of Al Arida-Tartous via the Minieh-Arida Highway. The route to
Latakia by truck takes around five to six hours from Tripoli and seven to eight hours from Beirut. Lastly,
the Al Abboudiyeh-Al Dabouseyah border entry point connects Lebanon to the Homs Governorate via the
Mgaitaa-Aabboudiye Road. The duration of this route by truck is around six to seven hours from Beirut
and four to five hours from Tripoli.

In the mid-1990s, Lebanon had two oil pipelines (shown as dotted red lines in Figure 8). The Trans-
Arabian Pipeline (Tapline, demolished in 1956) transported oil from Al Qaisumah in Saudi Arabia to the

3 Methodology: Commodity groups were first assigned to their potential different importers (companies importing the products).
Then, the regional distribution hotspots were allocated for each commodity based on the location of those customers (including their
factories) and based on various sources, taking into account their respective market shares. The share of each commaodity in total
imports and exports was then multiplied by the relevant regional market shares of the companies. The estimated percentage
distribution of imported and exported goods for each commodity was then added in the different administrative regions of Lebanon.
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terminal of Zahrani in Sidon, which functioned as a refinery at the time. Lebanon then shipped refined oil
to different international markets, such as Europe and the United States. The IPC pipeline (destroyed in
the Second Arab-Israeli War) from Kirkuk in Iraqg to Tripoli, Haifa and Baniyas was mainly used to meet
domestic demand, and the refinery met one third of Lebanon's gasoline needs and around half of other
fuel requirements.

Lebanon had around 408 km of railroad at one point, including connections to Syria, Palestine and
Turkey. Services finally ended during the Lebanese civil war in 1976. Trains formerly moved around
1,000 tons of fuel a day from the refinery in Zahrani to the electricity plants in Beirut (Al Mashrig, 2018).
Cement was also transported daily from Chekka to Beirut and passenger trains ran between Beirut and
Aleppo, and between Beirut and Damascus. During 1965 approximately 250,000 tons of freight were
transported between Beirut and Damascus. Today, all this traffic goes by road.

Figure 8: Assessment of regional hinterland
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2.2 Port traffic and volume analysis

2.2.1 Traffic development — Historical analysis
Trade development in the region

The Middle East (including in a wider sense Egypt, Turkey, Cyprus and Greece) is a heterogeneous
region encompassing countries with highly diverse economic conditions. The UAE and Saudi Arabia, due
to their oil and gas reserves, channel more than 37 percent of imports and 44 percent of exports in the
region. At the opposite end of the spectrum are countries such as Lebanon, which are in the midst of
economic and political crises that curb their potential for development.

After a period of growing trade, activity in the Middle East recorded a decline over the last two years,
including a 0.6 percent decrease in the value of total imports and a 9.4 percent decrease in the value of
total exports from 2018 to 2019 (World Bank, 2019e). This can be attributed to global and regional trade
tensions, as well as the increasing volatility of the oil and gas market (IMF, 2019b).

Figure 9: Import and export value in the Middle East, Turkey, Cyprus and Greece [USD bn; 2019]
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The biggest importing and exporting countries in the region by value are the UAE, Saudi Arabia and
Turkey. The UAE is known for its open economy as a dynamic hub for foreign trade: The total value of its
imports and exports was 161 percent of its GDP in 2019 (World Bank, 2019b). It is among the top
importers and exporters in the world and the largest trading nation in the Middle East (Santander, 2020).

Joining forces for a new Beirut port area — a strategic study Berger L.
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The presence of free zones in the UAE, such as the Jebel Ali Free Zone for trade and the Port of Jebel
Ali, has played a key role in enhancing trade activities in the country (Middle East Institute, 2013).

In Saudi Arabia, foreign trade represents 67 percent of GDP. The country is the twentieth biggest
exporter of goods and the thirty-second biggest import market in the world (Nordea Trade, 2020b).
Petroleum and petrochemical products make up a substantial part of its exports and the historical rise in
oil prices has helped it maintain a surplus in its trade balance. Looking forward, Saudi Arabia is working
on diversifying its economy through its "Vision 2030" by spurring private sector growth and attracting new
foreign investments to the country (ITA, 2020). As a member of the GCC, the country is party to several
free trade agreements (FTAS), including those with Singapore and the European Free Trade Association
(EFTA), which have expanded its trading activities and potential.

Kuwait and Irag have experienced very strong growth in trade over the past couple of years. Foreign
trade in Kuwait was 100 percent of GDP in 2018, indicating its importance in the economy (World Bank,
2018). Most export earnings come from oil, as in Iraq. Iraq has minimal trade barriers and has put in place
a new trade policy that serves to incorporate it into regional and global trade markets (Nordea Trade,
2020a).

While some countries benefit from a positive trade balance, others, specifically Egypt, Iraq, Lebanon and
Jordan, show a major trade deficit. The OECD considers poor market access, inadequate infrastructure
and the absence of trade facilitation to be key trade disablers (OECD, 2018). The continuing conflict in
Syria and economic hardships in other countries have had a significant effect on trade flows. As a
neighboring country, Lebanon has experienced an influx of refugees, while itself already facing an
economic downturn (World Bank, 2020d).

Most recently, the COVID-19 pandemic has led to less trade, with imports and exports of goods and
services decreasing even further. Oil prices have plummeted and export commodity-dependent countries
in the Middle East, such as Saudi Arabia, have suffered a contraction in overall trade development as a
result (IMF, 2020). However, political activities and negotiations, such as the UAE-Israel peace deal, raise
hopes for more prosperous future trading activities in the region.

In countries such as Lebanon, by contrast, the shortage of resources induced by the economic crisis and
global pandemic has worsened. Lebanon's main trading activities occur by sea, air and land. The Port of
Beirut and Port of Tripoli in the north account for more than 95 percent of total maritime trade (Lebanese
Customs, 2020). Trading by air occurs through the country's sole airport, Rafic Hariri International Airport
located in Beirut. The border crossings between Lebanon and Syria have been severely affected by the
Syrian conflict, which makes imports and exports to and through the country difficult.
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Lebanon's liberal trade regime has been the main driver of inter-regional and intra-regional trade.
According to the Investment Development Authority of Lebanon (IDAL), imports to Lebanon benefit from
the country's low tariffs, as well as its multiple trade treaties, such as the Greater Arab Free Trade Area
(GAFTA) and the European Free Trade Association (EFTA) (IDAL, 2019). Nevertheless, both imports and
exports have suffered a decline since 2012 as a result of the Syrian conflict, and since 2018 also due to
the Lebanese economic crisis (World Bank, 2019c).
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For the past five years, close to 75 percent of Lebanon's trade activities by value were by sea. The Port of
Beirut was responsible for around 90 percent of these activities, while eight percent went through the Port
of Tripoli and the remainder through other, smaller ports.> Since the explosion at the Port of Beirut, the
Port of Tripoli has been playing a significant role in the nation's import and export of goods, with multiple
cargo flows rerouted there. In terms of other channels, around 25-30 percent of trade value went through
Rafic Hariri International Airport, while the remaining three percent or so went by land via the border
crossings with Syria® (Lebanese Customs, 2020).

Lebanon's main import sources reflect a mixed picture over time. Demand for goods has changed greatly
in recent years due to the economic situation. As such, the analysis of trade flows shows that the top
trade partners vary. For example, in 2017, Lebanon's top import partners by trade value were China for
machinery and mechanical equipment, followed by Italy and the United States for mineral fuels and oils.
In terms of volume, Greece, Russia and Italy were ranked the highest for imports of mineral fuels. In
2019, however, the top three import partners by trade value were the United States and Greece for
mineral fuels and oils, and China for electrical equipment and machinery. In terms of metric tons, imports
from Greece were the highest, followed by Russia and the United States.

4 Data does not include mineral fuels, see Footnote 7.
® Port of Sidon and Port of Tyre in the South of Lebanon.
6 The Masna'a, Abboudieh and Arida border crossings.
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As with imports, Lebanon's leading export destinations vary across the years. This can be attributed to
Lebanon's overall limited level of exports. In terms of value, top export partners in 2017 were South
Africa and the UAE, mainly for pearls and precious stones, and Syria for sugar, sugar confectionery
and plastics. However, in terms of volumes in 2017, Turkey ranked first (iron and steel), Syria second
(sugar and sugar confectionery) and Saudi Arabia third (mainly edible fruits and nuts). In 2019,
Switzerland and the UAE ranked first and second as top export countries, respectively (pearls and
precious stones), followed by Saudi Arabia (prepared vegetables and edible fruits and nuts). In terms
of metric tons — and hence traffic at the ports — the picture is quite different again: Syria was the main
export destination (mineral fuels and oils), followed by Greece and Egypt (mainly cast iron and steel)
(Lebanese Customs, 2020).

We performed an analysis of volumes at the Port of Beirut over the past five years.” About six to eight
million tons of merchandise were handled at the port each year, mainly consisting of container cargo,
general cargo and dry bulk (not considering transit and transshipment volumes).

" Methodology: The analysis of the five-year historical volume development is based on a triangulation of data sources for the years
2015-2019. As a first step, publicly available data was retrieved from the Port of Beirut website, offering a new and old model of
statistical accounting (Port of Beirut statistics section: "Goods movement"). In this step, irregularities between the accounting sets
and further inconsistencies in the port's data were found (missing trade figures for certain years, misalignment between Port of
Beirut data and customs data, presence of different commodity group coding types across the years). The available data was
compared with input from the Lebanese Customs Administration office. As both international trade analytics and local interview
partners rely mostly on the Lebanese Customs Office data, this approach was followed in this study, too. However, as the share of
container and non-container cargo is not reported in the Customs dataset, this share was integrated using Port of Beirut information
and validated with industry experts. Selected manual adjustments were carried out as discrepancies in the share of cargo groups
were noticed in Port of Beirut data. Overall, the approach allows us to develop a comparable view in line with international trade
analytics. In addition, it provides a basis for analyzing the data across trade volumes, cargo types and commodities. Expert
interviews showed that the accounting of fuels at the Port of Beirut must be differentiated from that of other commodities. In
Lebanon, mineral fuels (mainly gasoline and diesel) are mainly imported to the ports of Tripoli and Saida, as well as to specific
private ports along the coastline that are operated by fuel companies. These ports provide liquid bulk tanks for fuel tankers. For
these private fuel ports, the Customs Authority linked to the Port of Beirut serves as the official supervisory body. Therefore, these
imports are accounted for as if they were part of the imports arriving at the premises of the Port of Beirut. For the purpose of this
study, which analyzes throughput at the Port of Beirut, mineral fuel figures were therefore separated out, as no involvement or
operational requirements are needed from the Port of Beirut.
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The overall trade volumes by weight consist of approximately 90 percent imports and ten percent exports,
indicating a considerable trade imbalance. This ratio has not changed significantly over the years. From
2015 to 2017, container and non-container cargo operations displayed two trends: Imports increased from
2015 to 2016 and then started to decrease from 2016 onwards, while exports remained at a steady level
overall. In 2019, however, total trade volumes recorded a significant decrease, with a drop of about 20
percent. Along with the whole country, operations at the Port of Beirut were affected by the increasing
downturn in the economy. Port activities and revenues decreased, reflecting the lower trade volumes
handled by the port. Figure 11 illustrates the development of total trade volumes since 2015.

Figure 11: Total volumes of traded goods (imports & exports) at PoB [m ton; 2015-2019]
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Source: Lebanese Customs, Port of Beirut, Roland Berger

Full-year volumes for 2020 are not available at the time of writing. However, the most recent estimates
suggest a negative outlook for the year. Up to the end of August, around 2.7 million tons of cargo
movement had taken place. The explosion in August severely damaged the port and brought practically
all operations linked to the non-container cargo terminals to a sudden standstill. While the container
terminal remains operational, trade flows have fallen below those of previous years.

Maritime trade also suffered due to the COVID-19 pandemic and the economic crisis, with limited vessel
movements and trade flows, especially in the first half of 2020. While the overall industry currently paints
a more positive picture for the final months of 2020, it is clear that the combined impact of the events of
2020 on trade through the Port of Beirut has been dramatic. The outlook for cargo is highly negative, as
not even half of the trade volumes seen in previous years were reached by November 2020 (Lebanese
Customs, 2020).
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2.2.1.1 Local demand (import and export)
Import assessment

Imports at the Port of Beirut constitute approximately 90 percent of all trade volume by weight, of which

about 65 percent is container cargo and 35 percent general cargo and dry bulk. The main commaodities

brought into the country via the Port of Beirut are foodstuffs (mainly grains) and beverages, base metals
(including iron and steel), glass, cement and ceramics, and organic materials (Figure 12).

Figure 12: Total volumes of main import commodities at PoB [m ton; 2015-2019]
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Source: Lebanese Customs, Port of Beirut, Roland Berger

As shown in Figure 13, container volumes remained relatively stable from 2015 to 2018, then fell in 2019.
Around this time, Lebanon entered a full-blown economic crisis the likes of which had never been seen
before. This led to a downward trend in both GDP and consumption figures.

Non-container volumes of general cargo and dry bulk have been declining since 2016. General cargo
(including Ro-Ro) and dry bulk account for a similar share of total volumes, at around 18 percent each on
average. Both types of cargo saw a similar trend, with volumes increasing in 2016 but decreasing until
2019, indicating a slowdown in the economy.



37

STUDY Roland
Joining forces for a new Beirut port area — a strategic study Berger

Figure 13: Total volumes of imported goods by cargo type at PoB [m ton; 2015-2019]
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Container cargo

Container cargo represents a total share of about 65 percent of import tonnage. The main commodities
are foodstuffs and beverages (mainly vegetables, beverages and dairy products), glass, cement and
ceramic goods, agriculture and forestry products (such as wood and paper), and rubber and plastics.
Together, these commaodities account for about 60 percent of all container imports.

Figure 14: Breakdown of imported container cargo in commodities at PoB [m ton; 2015-2019]
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General cargo

General cargo makes up approximately 20 percent of total imports by weight. The most imported
commodities are base metals, accounting for around 65 percent. This is followed by live animals,
transport equipment, and foodstuffs and beverages, these three groups together amounting to 25 percent
on average. Base metals are mainly iron and steel, but also some aluminum and copper. These metals
are mainly used for manufacturing and construction. Foodstuffs comprise mostly vegetables and dairy
products. Transportation equipment includes Ro-Ro cargo, such as cars and other vehicles.

Figure 15: Breakdown of imported general cargo in commodities at PoB [m ton; 2015-2019]
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Source: Lebanese Customs, Port of Beirut, Roland Berger

The breakdown of commodities illustrates that while 2016 saw an increase in imported general cargo —
mainly due to the larger share of base metals — the overall trend has been downwards. Since 2016 there
has been a significant annual decline in general cargo coming into the country of around 18 percent per
year. As a result, general cargo volumes were lower in 2019 than in 2015.

Dry bulk

The commodities categorized as dry bulk mainly consist of foodstuffs (predominantly grains and cereals),
organic materials (such as food waste used as animal feed) and mineral products (such as salt, sulfur,
earths and stone), as shown in Figure 16. In 2015 to 2017, import levels remained relatively stable.
However, in 2018 dry bulk volumes decreased by about 30 percent. While grains and cereal still
represent the largest share, their import volume also decreased in 2018 and remained at this lower level
in 2019 (a trend also seen in commodities). Volumes of organic material and mineral products have also
further decreased. Overall, this signifies a decline in domestic agriculture.
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Figure 16: Breakdown of imported dry bulk cargo in commodities at PoB [m ton; 2015-2019]
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Source: Lebanese Customs, Port of Beirut, Roland Berger
EXpOI’t assessment

With 90 percent imports and only ten percent exports, the trade imbalance at th