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Abstract: With the adoption of the sustainable development goals (SDGs), the world has recognized
the need to move to responsible governance in many areas of life, including seaports, which are at the
forefront of economic activity and environmental safety. The present paper examines the challenges
and opportunities associated with the implementation of sustainable development principles under
the free port scheme. The authors analyzed the Russian Audit Chamber report on the activities of the
free port of Vladivostok and compared it with the pioneer experience of the sustainable development
of the port of Antwerp. The results show that focusing only on the economic and social objectives of
preferential treatment is not sufficient for the effective management of coastal areas, such as ports.
To improve management efficiency and fully integrate the coastal area with preferential treatment
in the world economic relations, the authors consider it necessary to ensure commitment to the
goals of sustainable development and propose a model for the implementation of the sustainable
development principles, as exemplified by the free port of Vladivostok.

Keywords: integrated management; coastal area; preferential treatment; sustainable development;
port infrastructure; free port of Vladivostok

1. Introduction

Governments have introduced preferential treatment modes in coastal areas with
a focus on addressing social and economic development issues. Preferential treatment
in ports is a special regime that supports lowering taxes, introducing special investment
programs and the strengthening of economic development. However, as evidenced in
practice, the fact that the economic activity development entails an increase in the negative
impact on the environment is not always taken into account. The United Nations World
Ports Sustainability Program (WPSP) [1] calls for a change in this situation and specifies a
set of tasks that can only be addressed through integrated management, as they cover a
wide range, from providing alternative energy sources and sustainable infrastructure, to
port operations, culture and ethics. In this paper, the authors tried to estimate the results of
the preferential treatment program of the free port of Vladivostok and compared it with
the pioneer experience of the sustainable development of the port of Antwerp.

In recent years, the scientific community has been raising issues of studying the issues
of integrating the tasks of port areas’ economic development and reducing the negative
impact on the environment [2]. To ensure the sustainable development of the port industry
and coastal areas, it is essential to take into account the economic, social or environmental
aspects of the industry development [3].

More than 80% of the world’s trade is carried out by sea. Preferential treatment attracts
economic activity to the coastal area, and ports play a key role in sustainable development
and prosperity. Ports play an important role in international trade and contribute to the
economic growth and development of regions and countries [4]. The active exploitation of
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maritime transport is both a source of economic prosperity for coastal regions and a threat
to their sustainable development [5].

The COVID-19 crisis is expected to act as a catalyst for active action to achieve the
sustainable development goals (SDGs) in coastal areas. To this extent, the SDGs are
excellent benchmarks for the transition to responsible entrepreneurship.

Seaports are the most important participants in the global transportation system, and
they have always attracted the attention of researchers.

In this paper, the authors aim to contribute to the existing literature to understand
how port development projects impact coastal areas and offer their own perspective on
conflict resolution between various activities in order to minimize their negative economic
consequences through trade-offs and sustainable development. The research object is the
free port of Vladivostok (Russia) and the port of Antwerp (Belgium). The free port of
Vladivostok is the largest maritime infrastructure in the Primorsky Krai of Russia and the
Eastern Arctic.

The authors provide arguments in favor of the wider use of preferential treatment
for sustainable development and the integration of coastal areas into global economic
relations and propose a model of transition to the sustainable development principles, as
exemplified by the free port of Vladivostok.

The authors claim that preferential treatment can make a significant contribution to
the “blue economy” and the sustainability of regional development in the Far East and
the Arctic.

2. Research Area

Under the federal law, the free port of Vladivostok is one of the preferential terms
areas. It was introduced in 2015 in order to expand cross-border trade, develop transport
infrastructure and include Primorsky Krai in the global transport network. An important
aim also was to attract investment, create a network of logistics centers with special terms
of transportation, storage and partial processing of goods, organize non-resource export-
oriented manufacturing and increase production with high added value [6].

The free port regime of the port of Vladivostok is expanding. It has been established on
the territory of 16 municipalities and forms a seaports cluster, extending to the key harbors
of the Far East-Vladivostok, Pevek, Petropavlovsk-Kamchatsky, Vanino, and Korsakov.
Table 1 contains basic data of the free port of Vladivostok.

Table 1. Basic data of the free port of Vladivostok (as of 1 July 2020).

Ports
Number of Resident Companies Estimated Investment Number of Jobs Created Investing

Countriesea. % Mln Euros * % ea. %

Vladivostok 1716 88.0 9085 82.4 83,093 90.1 Russia, China,
Japan, South

Korea, Taiwan,
Lithuania, Hong
Kong, Singapore,
England, India,
Vietnam, USA,

Canada, Germany,
the Democratic

People’s Republic
of Korea (DPRK)

Pevek 8 0.4 625 0.1 399 0.4
Petropavlovsk-
Kamchatsky 155 7.9 146 1.3 2399 2.6

Vanino 22 1.1 1490 13.5 4125 4.5
Korsakov 50 2.6 293 2.7 2197 2.4

Total 1951 100.0 11,639 100 92,213 1000

* Estimated investments in euros were calculated by authors using the euro to Russian ruble exchange rate equal to 87.99. Source: compiled
by the authors based on data [7].

The center of the free port of Vladivostok cluster is the port of Vladivostok, where
88% of resident companies are concentrated and it is expected to attract 799.4 billion rubles
(equal to 9.08 billion euros) of investment and create more than 80 thousand jobs. Terrotry
of the free port of Vladovostok is presented in Figure 1.
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Vladivostok has always been a strategically important Far Eastern outpost and growth
point due to its access to the rich natural resources of the “backland” (vast spaces of Siberia
and the Far East) and the equally generous “forland” (promising markets of the Asia–
Pacific region). In the history of the port of Vladivostok, attempts to introduce the free port
regime were made repeatedly in the 19th century and the beginning of the 20th century,
but they did not bring significant benefits. Currently, the introduction of the free port
regime is designed to accelerate Russia’s integration into the economy of the Asia–Pacific
region [8,9]. In 2019, the share of seaports in the Far Eastern basin reached more than
25% of the Russian cargo turnover [10]. The free port of Vladivostok area of operation
includes large promising international transport corridors “Primorye-1” and “Primorye-2”,
the launch of which will have a significant impact on the regional economy by ensuring
the transit of goods from the north-eastern provinces of China to the ports of Primorye,
with the subsequent shipment to vessels to the countries of the Asia–Pacific region.

The direct proximity to the Arctic zone provides additional transport opportunities.
It is no accident that the port city of Pevek is included in the free port of Vladivostok.
Significant climate changes create longer navigation windows, as the researchers state that

https://erdc.ru/en/about-spv/
https://erdc.ru/en/about-spv/
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the total number of passages has been steadily increasing by an average of 5506 unique
vessels per year [11].

The increase in economic and transport activity will inevitably contribute to the
escalation of conflict between economic interests and environmental sustainability in
coastal areas. However, the management system of the Vladivostok free zone so far focuses
only on achieving economic and social goals.

3. Methods

The first stage of the study was an in-depth analysis of national, regional and local
documents related to the preferential treatment of the free port of Vladivostok (Table 2).
The analysis made it possible to identify the weaknesses of management.

Table 2. The list of analyzed international, national, regional and local documents.

Receiving Body Information Type Reference

State Duma of the Russian Federation About the free port of Vladivostok SDRF, 2015 [6]

Government of the Russian Federation Spatial development strategy of the Russian
Federation for the period of up to 2025 GVRF, 2019 [12]

Government of the Russian Federation Socio-economic development program of the
Far East and Baikal region GVRF, 2014 [13]

Government of the Russian Federation Supervisory Board composition of the free port
of Vladivostok GVRF, 2015 [14]

Government of the Russian Federation Selection criteria for resident companies of the
free port of Vladivostok GVRF, 2015 [15]

Ministry of Regional Development of
the Russian Federation

Integrated coastal area management model in
Arctic regions

Ministry of Regional Development of
the Russian Federation, 2014 [16]

Government of Primorsky Krai
Territorial scheme of waste management in the

Primorsky Krai, including solid
municipal waste.

GPK, 2019 [17]

The authors provide the financial performance of the Russian port of Vladivostok
using statistics in rubles. To make the numbers clear, they are also given in euros according
to the exchange rate of 87.99 rubles per 1 euro (March 2021).

In the second stage, the authors studied the experience of the seaport of Antwerp in
the field of sustainable development. We chose this port because, following a leadership
strategy, the port of Antwerp is a pioneer in the transition to a sustainable operating
model [18]. This helped to understand how it is possible to gain additional advantage from
the preferential treatment in a modern context, properly taking into account the interests of
business, the state and local communities.

At the final stage, the authors proposed a model for implementing the sustainable
development principles in the activities of the free port of Vladivostok.

4. Results
4.1. Development Dynamics of the Free Port of Vladivostok

The favorable preferential treatment has contributed to a rapid increase in the number
of resident companies of the free port of Vladivostok, including those who arrived from
other regions. Since 2015, the number of resident companies has been steadily increasing
from year to year and by the end of 2020 amounted to 2264 companies.

Even today, the results of preferential zones have exceeded expectations in terms of
attracted investments volume. In 2019, a number of resident companies entered the con-
struction and installation stage. 53.3 billion rubles (equal to 0.6 billion euros) were allocated
to resident companies of the free port of Vladivostok allocated for these purposes [19].
Although the industrial production index from January–November 2020 in the Primorsky
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Krai as a whole was 83%, there was an increase in investment in the free port of Vladivostok
by 34% [20].

The industry profile of resident companies is quite diverse, given that the preferential
treatment is applied to a fairly large territory of 22 municipalities and mild restrictions
on the privileges application by industry. Therefore, enterprises in the field of fishing,
manufacturing, mining (prohibition of oil and gas production), transportation and storage,
construction and services operate here. Enterprises independently provide themselves
with the necessary infrastructure. Land plots are purchased in accordance with the general
rules at auction. Nevertheless, tax, customs, and administrative preferences are attractive
for starting a business in the coastal marine areas of the Far East and the Arctic.

An increase in the number of resident companies, their business, entrepreneurial and
export–import activity will inevitably impact not only the economy, but also the ecology of
the region. Today, the highly urbanized area of the evolving Vladivostok agglomeration,
with large and big cities, a significant share of the urban population, housing and service
facilities, produces many times more volume and growth of waste, domestic and industrial,
than any other territory outside of the agglomeration areas [17]. Marine terminal operators,
together with coal and mining companies and enterprises of the heat and power sector,
generate more than 90% of the total amount of waste in the analyzed coastal areas.

4.2. Analysis of the Preferential Treatment Application Effect in the Free Port of Vladivostok

In 2020, the Accounts Chamber of the Russian Federation presented the results of
an analysis of the free port of Vladivostok effectiveness, based on the compliance of
performance results reported for 2017–2018 to the goals set in the official regulatory and
legislative acts.

The free port of Vladivostok was established with the purpose to develop interna-
tional trade with countries in the Asia–Pacific region (APR). The aim was to create and
develop industries based on modern technologies application and oriented at producing
competitiveness in the APR countries products, as well as accelerating the socio-economic
development of the free port of Vladivostok territory and improving the quality of life of
the Far East population [6].

Preferential treatment involves the establishment of a better (competitive) environment
for business and investment activities as compared to similar territories [21]. Due to this,
the core documents on strategic development consider the free port of Vladivostok as an
instrument of advanced economic development [12,13].

Initially, the infrastructure construction was intended as a public–private partnership.
However, the public money of the Russian Federation budgetary system is not used for the
creation and operation of the free port of Vladivostok.

During 2017–2018, 743.8 tons of imported goods worth 544 million rubles (equal to
6.2 million euros) were imported into the territory of the free port of Vladivostok and put
under the customs procedure of the free customs zone. The total amount of privileges
provided for the payment of customs duties and taxes amounted to 56 million rubles
(0.6 million euros). The largest volume of goods by weight and value was imported in 2017
and amounted to 471.6 tons, worth 493 million rubles (equal to 5.6 million euros), or 74.05%
of the weight and 90.6% of the value of all goods imported into the territory of the free
port of Vladivostok. The privileges provided for the payment of customs duties and taxes
amounted to 42 million rubles (equal to 477 thousand euros). Table 3 shows data on the
volume and value of goods imported into the territory of the free port of Vladivostok and
put under the customs procedure of the free customs zone, and the amounts of privileges
provided for the payment of customs duties and taxes [22].

The goods imported into the territory of the free port of Vladivostok in 2017 and
placed under the customs procedure of the free customs zone are primarily industrial
production equipment, furniture, lamps and lighting equipment, the share of which is
86%. In 2018, customs duties and taxes were paid in the amount of 3.38 million rubles
(equal to 38.5 thousand euros). During the two years, 3.7 million rubles (equal to 42.5
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thousand euros) were paid as duties and taxes at placing goods under the final customs
procedures [22].

Table 3. Data on the cost of goods imported into the territory of the free port of Vladivostok and privileges from 2017–2018 *.

Years
Net Weight Cost of

Goods

The Customs
Duty Privileges

Amount

The VAT
Privileges
Amount

The Customs
Duties and Taxes

Privileges Amount

Share of
Total Weight

Share of
Total Cost

kg Thousands
of Euros Euros Thousands

of Euros Thousands of Euros % %

2017 471,591.85 5603.5 73.81 409.01 482.82 63.40 90.58

2018 272,203.46 582.77 40.28 119.86 160.15 36.60 9.42

* Estimated investments in euros were calculated by authors using the euro to Russian ruble exchange rate equal to 87.99. Source: [22].

During the investment projects’ implementation in the free port of Vladivostok, resi-
dent companies paid 6.4 billion rubles (excluding VAT) of taxes, contributions, and customs
duties to the budgets of the Russian Federation budgetary system (equal to 72.7 million
euros). However, the free port of Vladivostok operation has not yet led to an achievement
of significant results in terms of the socio-economic development of the proper constituent
entities of the Russian Federation.

The total amount of lost income of Russian Federation entities budgets, on the territory
of which the free port of Vladivostok operates, amounted to 445.3 million rubles (equal to
5.1 million euros) in 2017, and 857.9 million rubles (equal to 9.75 million euros) in 2018 [22].

The migration outflow of the population from the Primorsky Krai from 2016–2018
amounted to 13.5 thousand people, and from the Khabarovsk Krai, 10.2 thousand people.
The total amount of public debt of the Primorsky Krai increased from 4.4 billion rubles in
2017 to 5.2 billion rubles in 2018 (equal to 50 million euros in 2017 and 59 million euros in
2018), and of the Khabarovsk Krai, public debt increased from 41.1 billion rubles in 2017 to
49.1 billion rubles in 2018 (equal to 467 million euros in 2017 and 558 million euros in 2018).
The employers’ needs for employees declared to the employment services increased in 2018
by 34.6% in the Kamchatka Krai, by 7% in the Primorsky Krai and by 34.5% in the Chukotka
autonomous districts. At the same time, the unemployment rate in the Kamchatka Krai
increased by 15% in 2018 [22].

4.3. The Port of Antwerp Experience of Progressing towards the SDGs

The Port of Antwerp: Introduction
The port of Antwerp, acting as a major hub and gateway for international trade, is of

great interest to researchers as a participant in fierce competition between seaports [23],
an emerging green port [24] and an example of effective management [25] and a leader in
sustainable development strategy implementation.

Thanks to a convenient combination of delivery routes, well-organized work and the
modern service technologies application, the port of Antwerp is one of the largest European
transport hubs and has the capacity to handle cargo of almost any type and size. In 2017,
the port of Antwerp provided 4.8% of Belgium’s GDP, and 8% of Flanders’ GDP. Moreover,
port manufacturing and storage companies, whose turnover in 2017 was 5.9 billion euros,
made the largest contribution. The combination of industrial production, cargo handling
and high-quality logistics have ensured the synergistic effect of all activities. The Port
Authority is aiming to expand container capacity to 7 million TEU (Twenty-foot equivalent
unit), and is striving to achieve this through innovation, digitalization and automation.

The Port of Antwerp: Sustainable Development Results
In an environment where the resources for expanding the port’s hinterland are almost

exhausted [26], greening allows the port of Antwerp, like other ports around the world,
not only to protect its license and meet government requirements for environmental safety,
but also ensure economic competitiveness [17]. Therefore, the development priorities are
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the transition to a circular and low-carbon economy. Table 4 presents the main indicators
of sustainable development of the port of Antwerp.

Table 4. The main indicators of sustainable development of the port of Antwerp.

Indicators 2010 2013 2016 2018

N◦ of calls by seagoing ships, including 14,783 14,340 14,500 14,595

Ships 10,000–13,000 TEU 39 81 78 212

Ships > 13,000 TEU 52 114 432 410

Degree of congestion on the main roads of Antwerp, in moving
average of number of km∗h per working day no data 164.8 232.82 270.8

Estimated emissions of nitrogen oxides (NOx) by the energy,
refinery and industrial sectors in the port of Antwerp, tons 12.8 no data 12.7 11.0

Annual quantities of ship’s waste and cargo residues delivered in
the port of Antwerp by seagoing vessels, m3 no data no data 121,346.83 146,201

Source: compiled by the authors based on data [27,28].

The port of Antwerp is increasing its transportation by large-tonnage vessels, thereby
changing its transportation structure. This is due to the global upward trend in the global
demand for liner shipping, which is currently characterized by larger ship sizes, wide
geographical coverage and frequent restructuring of shipping lines [29,30].

To prevent environmental pollution, the port uses the “polluter pays” principle and
collects ship waste and cargo residues. The volume of collected residues from sea shipping,
consisting of waste, household water, chemicals and oily waste, increased by 3% in 2017
compared to 2016, in 2018 by another 14% and amounted to 146,201 m3.

The introduction of stricter standards at the Flemish level has helped to reduce emis-
sions from the energy sector. If at the pan-European level, the average annual concentration
of PM10 is 40 µg/m3, then in the port of Antwerp this indicator from 2015–2017 does not
exceed 25 µg/m3 [28].

Sustainable Development Model: Port Community and Projects
A sustainable port implies the alignment of economic, social and environmental

interests [23]. The port of Antwerp’s sustainable development policy is based on five
SDGs: health and well-being, work and economic growth, innovation, sustainable cities
and communities, and climate action.

The sustainable development policy uses the “owner–port” model of successful coop-
eration. The main idea is to create the port community instead of individual companies
doing business in the port. This allows the building of interaction and intensive coopera-
tion between companies, local authorities and communities, national and global partners
within the framework of a common vision of the local, regional and global context within
the framework of “Vision 2030–2050” [31].

The port of Antwerp is developing a business ecosystem of a circular economy, which
already provides a synergistic effect from a well-developed logistics infrastructure in the
input–output chain for the purchase and sale of goods and services within the ecosys-
tem [32], and eventually scientists register a synergistic effect of industrial ecology, i.e., the
exchange of by-products through a special infrastructure. For example, companies located
in port areas use each other’s residual energy and chemical effluents as raw materials
for their own production processes [33]. At the same time, the port of Antwerp takes an
active role in achieving the synergy of industrial ecology through investments in special
infrastructure and active partnerships [34]. Collaboration decreases the costs of transport
services, optimizes logistics and reduces CO2 emissions [35].

Providing long-term guidelines, the SDGs serve as the basis for building partnerships.
In the context of the SDGs, the port of Antwerp is implementing a number of initiatives.

Thus, a number of partner projects are being implemented for sustainable growth. For
example, on the former Opel site, a landfill was created for the circular industry business
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implementation—the NextGen District. The port of Antwerp attracts industrial projects, in
which potential waste serves as products for new use in the value chain.

At the end of 2017, the Zero Pellet Loss project was launched—an initiative for
environmental control. To this end, the port of Antwerp joined the Operation Clean
Sweep© international program, having brought together fifteen port companies in the
framework of joining the action program to prevent the loss of pellets [36].

To increase the commodity flow sustainability, the beyond chocolate partnership
project is being implemented, whose participants are the chocolate companies along with
the port of Antwerp. The participating companies demonstrate their commitment to ensur-
ing fair wages for cocoa farmers, preventing child labor and deforestation. Realizing the
strategic importance of commitment to sustainability, the largest retail networks of Belgium,
as well as universities, governmental and non-governmental organizations, development
organizations and trade unions are involved in this effort.

The port of Antwerp is implementing other proposals as well, which, in partnership
with businesses, government and citizens, enable the progressive advance towards achiev-
ing the sustainable development goals, while ensuring economic, social and environmental
effects.

Partners from other regions are involved in joint activities. For this purpose, the STHIL
project is being implemented to identify the residual flows of companies and sectors that
may be involved in the value chains of neighboring regions. The logistics companies and
the Antwerp chemical cluster have a particularly high potential for this. For example, a
new opportunity is that the chemical cluster could become a major consumer of recycled
components that come from waste streams elsewhere in Flanders [37].

An example of a successful global collaboration is the Antwerp@C project in a consor-
tium with leading chemical and energy companies: Air Liquide, BASF, Borealis, Exxon-
Mobil, INEOS, Fluxys, the port of Antwerp and Total. The project aims to achieve climate
targets and aims to halve the port’s CO2 emissions (18.65 million tons of greenhouse gas
emissions in 2017) by 2030. In 2020, the project received a grant of EUR 9 million from
the Connecting Europe Facility (CEF). This approach allows you to get a new effect of
“ecologies of scale” [38].

The Challenges on the Road to the Port of Antwerp Sustainable Development
In the pre-pandemic period, business activity steadily increased and the problem

of a lack of suitable industrial operators was on the agenda. To mitigate the impact of
this problem and contribute to the balanced and sustainable development of Belgium,
the Port Authority of Antwerp is involved in joint projects with enterprises and govern-
ment agencies outside the port area. For example, the Port Authority of Antwerp has
initiated an interregional project ‘Haven en Hinter’, covering the regions of Antwerp,
Waasland, Flemish-Brabant and the Kempen. The project is aimed at the efficient use
of industrial and logistics areas through a coordinated policy of spatial distribution and
business interaction [39].

Every year, 40 thousand schoolchildren and students not only from Belgium, but also
from many countries of the world, visit the Talent Center in the port of Antwerp. Despite
this, it has not yet been possible to solve the personnel problem of attracting young, quali-
fied specialists. This problem is especially relevant for the port and logistics sectors. Due to
the long-term structural shortage of personnel in the Belgian economy, it is difficult to find
well-trained professionals capable of efficiently managing the growing flow of goods [40].
Along with the institutional limitations of the labor relations regulation system, the role
of competition between employers for qualified personnel and supranational factors is
high [41]. The processes of globalization, digitalization, and technological development
require appropriate qualifications, which potential employees do not always possess [42].

Monitoring allows one not only to assess the progress of sustainable development,
but also to create “new discursive spaces for concern and mobilization” [43]. The port of
Antwerp, with key partners, has been publicly posting a sustainability report since 2012.
All members of the port of Antwerp community can participate in its preparation and
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assessment. The Antwerp Sustainability Award has been established to reward the most
active contributors for innovative contributions to a sustainable port.

There is some progress in sustainable development, but it remains slow. Recent studies
show that the distance from awareness to action in the Antwerp port business community
is still long. However, more often this is due to the complexity and the need to coordinate
the participants in real initiatives and corporate “business cases”, which do not always
have tangible potential effects. So far, companies are more likely to make decisions in terms
of short-term survival [44].

Thus, the Antwerp model, while not devoid of flaws, offers a value model. This model
is a generator of economic benefits, and takes care of environmental safety. Here, as in the
case of Vladivostok, the city lands are managed with the involvement of state resources.
The state, local community and business are strengthening the commitment to cooperation
and collaboration. This enables progress towards the sustainable coastal development
goals. Therefore, the authors propose to apply the Antwerp model in the activities of the
free port of Vladivostok.

4.4. Model of Sustainable Development Principles Implementation in the Free Port of Vladivostok
Operations in the System of Integrated Coastal Area Management

To use experience of the port of Antwerp’s sustainable development, we should
compare its main indicators with the free port of Vladivostok characteristics. Table 5 shows
the results of a comparison based on the data of 2018.

Table 5. Comparison between the port of Antwerp and the free port of Vladivostok characteristics in 2018.

Ports
Net Weight Container Traffic N◦ of Calls by

Seagoing Ships
Number of

Jobs Created
Estimated

Investment

Million Tons Thousands of TEU ea. ea. Billion Euros *

Antwerp 235.3 11,000 14,595 140,000 3.4

Vladivostok 10.4 551 1989 80,000 1.8

Ratio of indicators,
Antwerp/Vladivostok 22.62 19.96 7.34 1.75 1.9

* Estimated investments in euros were calculated by authors using the euro to Russian ruble exchange rate equal to 87.99. Source: compiled
by the authors based on data [7,28].

The port of Antwerp handles more than 20 times higher volumes of cargo than
the free port of Vladivostok. To successfully handle this amount of cargo, the port of
Antwerp has about 140,000 jobs and attracts investments of about 1.8 billion euros annually.
These indicators are less than two times higher than those of the free port of Vladivostok.
According to the adopted program for the development of the free port of Vladivostok
from 2015–2019, the estimated investment was about 799.4 billion rubles (equal to 9.08
billion euros). In 2018, the volume of investment was about 1.8 billion euros. This made it
possible to increase the volume of cargo turnover by 39%. In 2019, cargo turnover increased
by another 10.5% and reached a new all-time high of 11.7 million tons [45]. The port’s
bandwidth is still not fully utilized. The Ministry of Transport of the Russian Federation
determines the estimated throughput of the free port of Vladivostok is equal to 31 million
tons per year [46]. This is almost three times the record figure of 2019. As we can see from
Table 4, the labor and investment resources of the free port of Vladivostok are comparable
to those of the port of Antwerp. Thus, the authors suggest that it is possible to successfully
implement the management experience of the port of Antwerp to ensure the sustainable
development of the free port of Vladivostok.

The management complexity is evident in the broad context of participants from a
variety of business dimensions: fishing and fish processing, shipping, mining, construction,
health care and other services. Representatives of these areas run businesses as resident
companies of the free port of Vladivostok.
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The free port of Vladivostok is managed by the Supervisory Board, the authorized
federal body, and the public council. The Supervisory Board consists of representatives
of the government, regulatory organizations (taxes, environmental, sanitary, veterinary
inspection, etc.), the minister of the relevant Ministry for the Development of the Far East
and the Arctic, the heads of municipalities located on the free port of Vladivostok territory,
as well as representatives of public business associations.

Currently, the basic criteria for the resident companies’ selection of the free port of
Vladivostok are: a new investment project or a new type of activity, and an investment
of at least 5 million rubles over 3 years. The free port of Vladivostok is managed by the
management company JSC, “Corporation for the Development of the Far East”.

Taking into account the free port of Vladivostok management structure and successful
experience of the port of Antwerp, the proposed model for implementing sustainable
development in the territory of the free port of Vladivostok is presented in Figure 2.
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Below are the basic aspects of presented model for the free port of Vladivostok, in
more detail.

1. Initiating the program development for the sustainable development goals imple-
mentation in the territory of the free port of Vladivostok on the management company
part, obtaining support from the Supervisory Board. This is essential, as the Supervisory
Board, within its powers, will promote the involvement of a wide range of participants—
representatives of state bodies and municipalities—in sustainable development projects.

2. Defining sustainable development goals that are relevant to the goals of the free port
of Vladivostok. These goals are determined by the Supervisory Board and the management
company, based on the development priorities of the free port of Vladivostok, taking into
account the positive and negative, current and potential impact on the SDGs within the
value chain.

3. Developing projects and proposals for the SDGs implementation in order to define
a set of tools that, through partnership and cooperation, will bring economic, social and
environmental benefits.

4. Sustainable initiatives integration with businesses of the free port of Vladivostok
resident companies. To accomplish this, a partnership agreement with resident companies,
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providing for the commitment to join the free port of Vladivostok initiatives in the field of
sustainable development, should be proposed.

5. Providing joint reporting on progress towards the SDGs, using common indicators
and shared priorities. This step is necessary for building effective communications between
the management company, resident companies, government agencies and the public.

The proposed mechanism for achieving the common SDGs will increase the free port of
Vladivostok’s efficiency by attracting green investments and increasing the socio-economic
and environmental impact. Moreover, the SDGs implementation increases the degree of
integration of certain regions into global economic relations through practical actions in
the interests of global sustainable development.

5. Discussion

The marine environment degradation resulting from land-based activities is an essen-
tial problem. To address this issue, the European Commission adopted a new initiative on
marine spatial planning and integrated coastal area management [47].

Integrated coastal area management is an effective approach proven by international
experience, as it aims to increase the economic benefits of coastal zone exploitation by mini-
mizing the environmental impact of economic activities, as well as to support and improve
social security through new jobs and income. Commitment to the SDGs is a necessary link
in building an integrated coastal management system. This approach provides long-term
benefits to all stakeholders. The state gains an increase in business activity, tax collection,
employment growth and sustainable economic growth, and the population has a healthy
environment. Commitment to the SDGs enables businesses to form sustainable strategies
for long-term development based on innovation and collaboration.

The authors conclude that Russia has formed the prerequisites for the SDGs imple-
mentation in the free port of Vladivostok operations. First of all, because Russia joined
the SDGs in 2019, the Russian National Climate Plan was adopted [48]. The measures
developed by the Government of the Russian Federation aimed at achieving the SDGs
are integrated with national projects, strategies and programs. Thus, 12 national projects
and a comprehensive plan for the trunk infrastructure modernization and expansion af-
fected directly or indirectly, 107 of 169 tasks set in the UN document [49]. A national
set of the Sustainable Development Goals (SDGs) indicators has been defined, allowing
for the monitoring and control of the sustainable development goals achievement at the
level of Russia. It can be said that Russia has laid the foundation for systematic work to
achieve the SDGs. However, serious government measures to support the transition to
sustainable coastal development are still insufficient. Moreover, insufficient awareness of
local communities and local governments about sustainability management is an issue.
Meanwhile, the introduction of the sustainable development implementation model in the
operations of the free port of Vladivostok requires reflection and serious motivation.

The issue of port infrastructure sustainable development can be considered from
various perspectives. The authors focused on the advanced administrative mechanisms
implementation for managing the port region development.

Modern researchers may select other elements of ensuring sustainable development
as a separate aspect of the study. Serious attention is routinely paid to the issue of infras-
tructure support for the port regions’ sustainable development. Some essential elements of
many seaports’ infrastructure are significantly deteriorated and stay operational for much
longer than their original design lifetime [50].

Researchers pay serious attention to the complexity of environmental safety issues in
combination with the active sea routes operation and coastal infrastructure. A number of
modern authors highlight the importance of environmental management as a sustainable
development indicator of port regions [51].

A large number of modern studies explore the issue of sustainable development [52–54].
Some researchers, as well as the authors of this paper, report the impact that coastal areas’
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sustainable development has on the economic potential of adjacent regions [55], certain
sectors of economy [56] and the entire country as a whole [57].

6. Research Limitations and Future Research

This study has its limitations. In particular, we focused on studying the preferential
treatment as exemplified by the free port of Vladivostok and the seaport of Antwerp. We
did not have sufficient data available on other free seaports, neither did we have more
comprehensive statistical data on the free port of Vladivostok operation available in open
sources. We hope that the interest in “blue economy” and the sustainable development of
preferential zones will contribute to the emergence of international databases on the opera-
tion of seaports with preferential treatment. Opportunities for future research are related to
quantitative measurements of the explicit and implicit costs and benefits of all participants
in the preferential zone of coastal areas, the impact on certain industries’ development and
the relationship between them. Since preferential zone management, such as a free port,
involves many participants, the study of mechanisms and results of cooperation in the joint
projects implementation, depending on the participant type and participation form, would
be beneficial. It is equally important to follow the resident companies’ integration process
at the level of the overall SDG strategy and overall infrastructure.

7. Conclusions

The proposed model is an attempt to conceptualize the SDGs as an element of inte-
grated coastal preferential zone management in view of current discussions in the field of
preferential zone management science and sustainable development management science.

This paper touches upon the issue of involving beneficiaries and local communities in
the sustainable management of coastal preferential zones. The situation when the prefer-
ences established on the territory serve as a way to achieve only the state economic and
social goals, decreases the management efficiency and leads to concealed losses for the state,
resident companies and the local community, since the impact of infrastructure shared use
and environmental losses from economic activity are not taken into account. Considering
the global environment in the long-term development of preferential zones leads to a
deeper integration of coastal areas into the global context through commitment to the
shared goals of sustainable development. The authors conclude that preferential treatment
should be applied not only as a way to obtain benefits of lower costs for businesses, but also
for additional jobs for resident companies and taxes in the immediate future for the state.
To do this, the authors proposed a model for sustainable development implementation for
the coastal region preferential area and elaborated on it, as exemplified by the free port of
Vladivostok; the model allows one to solve the problem of interests imbalance and lays the
foundation for long-term sustainable development and mutually beneficial cooperation in
the coastal region.

Author Contributions: Conceptualization, R.V.F.; Investigation, G.A.K.; Project administration,
R.V.F.; Writing—original draft, R.V.F. and G.A.K.; Writing—review & editing, R.V.F. All authors have
read and agreed to the published version of the manuscript.

Funding: The research was carried out with the financial support of the RFBR in the framework of
research project No. 19-510-23001.

Institutional Review Board Statement: Not applicable.

Informed Consent Statement: Not applicable.

Conflicts of Interest: The authors declare no conflict of interest.



J. Mar. Sci. Eng. 2021, 9, 329 13 of 15

References
1. WPSP. World Ports Sustainability Program. AAPA, ESPO, AIVP, PIANC. 2018. Available online: https://sustainableworldports.

org/wp-content/uploads/wpsp-declaration.pdf (accessed on 21 January 2021).
2. Sun, X.; Zhang, L.; Lu, S.Y.; Tan, X.Y.; Chen, K.L.; Zhao, S.Q.; Huang, R.H. A new model for evaluating sustainable utilization of

coastline integrating economic output and ecological impact: A case study of coastal areas in Beibu Gulf, China. J. Clean. Prod.
2020, 271, 122423. [CrossRef]

3. Langenus, M.; Dooms, M. Creating an industry-level business model for sustainability: The case of the European ports industry.
J. Clean. Prod. 2018, 195, 949–962. [CrossRef]

4. Schrobback, P.; Meath, C. Corporate sustainability governance: Insight from the Australian and New Zealand port industry.
J. Clean. Prod. 2020, 255, 120280. [CrossRef]

5. Carlucci, F.; Cirà, A.; Costanza, F. Is the Rapid Increase in Maritime Transports a Threat or an Opportunity for Port Cities? A
System Dynamics Analysis. In Economic and Policy Implications of Artificial Intelligence. Studies in Systems, Decision and Control;
Marino, D., Monaca, M., Eds.; Springer: Cham, Switzerland, 2020; Volume 288, pp. 31–41. [CrossRef]

6. Federal Law Dated 13.07.2015 No. 212-FZ. On the Free Port of Vladivostok. Available online: http://www.consultant.ru/
document/cons_doc_LAW_182596/ (accessed on 21 January 2021).

7. Ministry of the Russian Federation for the Development of the Far East and the Arctic. Available online: https://minvr.gov.ru/
activity/svobodnyy-port-vladivostok/ (accessed on 21 January 2021).

8. Krasova, E.V.; Ma, Y.X. Free Port of Vladivostok: Development Conditions, Prospects, Risks. Econ. Soc. Chang. Facts Trends 2015,
42, 108–122. [CrossRef]

9. Vashchuk, A.; ShiShkina, O. The History of the Creation of the Free Port of Vladivostok: From Ideas to Law Implementation.
Russ. Pac. 2019, 3, 161–179. [CrossRef]

10. Association of Commercial Seaports. Available online: https://www.morport.com/sites/default/files/inline/files/basseyny_
napravleniya.pdf (accessed on 21 January 2021).

11. Silber, G.K.; Adams, J.D. Vessel Operations in the Arctic, 2015–2017. Front. Mar. Sci. 2019, 6, 573. [CrossRef]
12. Order of the Government of the Russian Federation. Dated 13 February 2019 No. 207-r. On the Approval of Spatial Development

Strategy of the Russian Federation for the Period Up to 2025. Available online: http://static.government.ru/media/files/
UVAlqUtT08o60RktoOXl22JjAe7irNxc.pdf (accessed on 21 January 2021).

13. Resolution of the Government of the Russian Federation. No. 308 Dated 15 April 2014 State Program of the Russian Federation.
Social and Economic Development of the Far East and the Baikal Region. Available online: https://minvr.gov.ru/activity/
gosprogrammy/sotsialno-ekonomicheskoe-razvitie-dalnevostochnogo/ (accessed on 21 January 2021).

14. Decree of the Government of the Russian Federation. Dated 2 September 2015 No. 1711-r. “On Approval of the Supervisory
Board Composition of the Free Port of Vladivostok” in the Current Version. Available online: http://government.ru/docs/19504/
(accessed on 21 January 2021).

15. Resolution of the Government of the Russian Federation. Dated 20 October 2015 No. 1123. On Approval of Selection Criteria for
Residents of the Free Port of Vladivostok. Available online: http://government.ru/docs/20179/ (accessed on 21 January 2021).

16. Ministry of Regional Development of the Russian Federation. Order No. 82 of 26 March 2014. On Approval of the Integrated
Coastal Area Management Model in the Arctic Regions. Available online: http://docs.cntd.ru/document/499088217 (accessed
on 21 January 2021).

17. Territorial Scheme of Waste Management in the Primorsky Krai, Including Solid Municipal Waste. Annex to the Order of the
Department of Natural Resources and Environmental Protection of Primorsky Krai. Dated 25 February 2019, No. 37-01-09/38.
Available online: http://spzv.ru/wp-content/uploads/2019/07/Territorialnaya-shema-po-obrashheniyu-s-othodami-2019dlya-
publikatsii.pdf (accessed on 21 January 2021).

18. Port of Antwerp: A Pioneer among Sustainable Ports. United Nations. Available online: https://www.un.org/en/coronavirus/
port-antwerp-pioneer-among-sustainable-ports (accessed on 21 January 2021).

19. Kozhemyako, O. Report of the Governor of Primorsky Krai to the Legislative Assembly. Transcript 2020. Available online:
https://www.primorsky.ru/news/223093/ (accessed on 21 January 2021).

20. TASS. The Volume of Investments of Residents of Priority Development Territories in the Economy of Primorye Increased by 26%
over the Year—30 December 2020. Available online: https://tass.ru/ekonomika/10383149 (accessed on 21 January 2021).

21. Anisimov, Y.P.; Zhuravlev, Y.V.; Shkarupeta, E.V.; Khmeleva, G.A. Breakthrough Technological Development of Industrial
Enterprises Amid Digital Transformation. In Proceedings of the International Scientific Conference on Global Challenges and
Prospects of the Modern Economic Development (GCPMED), Samara, Russia, 6–8 December 2018; Samara State University
Economics: Samara, Russia, 2018; pp. 1363–1370.

22. Report on the Results of the Expert-Analytical Event “Analysis of the Practice of Applying Preferential Regimes in Force on the Territory of
the Russian Federation, in Terms of Their Impact on Economic Growth and Compliance with the Stated Goals”; Accounts Chamber of the
Russian Federation: Moskow, Russia, 2020; 126p.

23. Wiegmans, B.; Dekker, S. Benchmarking deep-sea port performance in the Hamburg-Le Havre range. Benchmarking Int. J. 2016,
23, 96–112. [CrossRef]

24. De Langen, P.; Sornn-Friese, H. Ports and the Circular Economy. In Green Ports: Inland and Seaside Sustainable Transportation
Strategies; Bergqvist, R., Monios, J., Eds.; Elsevier: Amsterdam, The Netherlands, 2019; pp. 85–108. [CrossRef]

https://sustainableworldports.org/wp-content/uploads/wpsp-declaration.pdf
https://sustainableworldports.org/wp-content/uploads/wpsp-declaration.pdf
http://doi.org/10.1016/j.jclepro.2020.122423
http://doi.org/10.1016/j.jclepro.2018.05.150
http://doi.org/10.1016/j.jclepro.2020.120280
http://doi.org/10.1007/978-3-030-45340-4_4
http://www.consultant.ru/document/cons_doc_LAW_182596/
http://www.consultant.ru/document/cons_doc_LAW_182596/
https://minvr.gov.ru/activity/svobodnyy-port-vladivostok/
https://minvr.gov.ru/activity/svobodnyy-port-vladivostok/
http://doi.org/10.15838/esc/2015.6.42.6
http://doi.org/10.24411/1026-8804-2019-10044
https://www.morport.com/sites/default/files/inline/files/basseyny_napravleniya.pdf
https://www.morport.com/sites/default/files/inline/files/basseyny_napravleniya.pdf
http://doi.org/10.3389/fmars.2019.00573
http://static.government.ru/media/files/UVAlqUtT08o60RktoOXl22JjAe7irNxc.pdf
http://static.government.ru/media/files/UVAlqUtT08o60RktoOXl22JjAe7irNxc.pdf
https://minvr.gov.ru/activity/gosprogrammy/sotsialno-ekonomicheskoe-razvitie-dalnevostochnogo/
https://minvr.gov.ru/activity/gosprogrammy/sotsialno-ekonomicheskoe-razvitie-dalnevostochnogo/
http://government.ru/docs/19504/
http://government.ru/docs/20179/
http://docs.cntd.ru/document/499088217
http://spzv.ru/wp-content/uploads/2019/07/Territorialnaya-shema-po-obrashheniyu-s-othodami-2019dlya-publikatsii.pdf
http://spzv.ru/wp-content/uploads/2019/07/Territorialnaya-shema-po-obrashheniyu-s-othodami-2019dlya-publikatsii.pdf
https://www.un.org/en/coronavirus/port-antwerp-pioneer-among-sustainable-ports
https://www.un.org/en/coronavirus/port-antwerp-pioneer-among-sustainable-ports
https://www.primorsky.ru/news/223093/
https://tass.ru/ekonomika/10383149
http://doi.org/10.1108/BIJ-04-2013-0050
http://doi.org/10.1016/B978-0-12-814054-3.00005-0


J. Mar. Sci. Eng. 2021, 9, 329 14 of 15

25. De Langen, P.W.; Heij, C. Corporatisation and performance: A literature review and an analysis of the performance effects of the
corporatisation of port of Rotterdam authority. Transp. Rev. 2014, 34, 396–414. [CrossRef]

26. Haezendonck, E.; Langenus, M. Integrated ports clusters and competitive advantage in an extended resource pool for the
Antwerp Seaport. Marit. Policy Manag. 2019, 46, 74–91. [CrossRef]

27. Sustainability Report. Port Antwerp, Maatschappij Linkerscheldeoever (MLSO), Alfaport Voka. 2017. Available online: https:
//www.portofantwerp.com/sites/default/files/duurzaameidsverslag2017_EN_LR_v2.pdf (accessed on 15 February 2021).

28. Sustainability Report 2019—Port of Antwerp. Available online: https://www.portofantwerp.com/static/duurzaamheidsverslag/
en/#Port-of-Antwerp (accessed on 11 February 2021).

29. Ng, K.Y. Assessing the attractiveness of ports in the North European container transhipment market: An Agenda for future
research in port competition. Marit. Econ. Logist. 2006, 8, 234–250. [CrossRef]

30. Van Zwijnsvoorde, T.; Vantorre, M.; Eloot, K.; Ides, S. Safety of container ship (un)loading operations in the Port of Antwerp:
Impact of passing shipping traffic. Marit. Bus. Rev. 2019, 4, 106–127. [CrossRef]

31. How Will We Realize the Port Vision 2030. Implementation Agenda. Presentation. Available online: https://www.
portofrotterdam.com/sites/default/files/Implementation-agenda-ENG.pdf?token=3QfIteqA (accessed on 15 February 2021).

32. Notteboom, T. The adaptive capacity of container ports in an era of mega vessels: The case of upstream seaports Antwerp and
Hamburg. J. Transp. Geogr. 2016, 54, 295–309. [CrossRef]

33. Hollen, R.M.A.; van den Bosch, F.A.J.; Volberda, H.W. Strategic levers of port authorities for industrial ecosystem development.
Marit. Econ. Logist. 2015, 17, 79–96. [CrossRef]

34. De Langen, P.W.; Sornn-Friese, H.; Hallworth, J. The Role of Port Development Companies in Transitioning the Port Business
Ecosystem; The Case of Port of Amsterdam’s Circular Activities. Sustainability 2020, 12, 4397. [CrossRef]

35. Ausfelder, F.; van de Beek, F.; Bhardwaj, R.; Graf, F.; Meinke-Hubeny, F.; Lodewijks, P.; Muller, S.A.; Rijkers, M.; Sanchez, D.P.; Ruf,
J. Infrastructure Challenges Caused by Industrial Transformation to Achieve Greenhouse Gas Neutrality. Ammonia Production
in the Antwerp-Rotterdam-Rhine-Ruhr Area. Chem. Ing. Tech. Early Access DEC 2020, 93, 373–389. [CrossRef]

36. Port of Antwerp. Antwerp Is First Port in Europe to Implement “Zero Pellet Loss”. Available online: https://www.portofantwerp.
com/en/news/antwerp-first-port-europe-implement-\T1\textquotedblleftzero-pellet-loss\T1\textquotedblright (accessed on
21 January 2021).

37. Vanthillo, T.; Cant, J.; Vanelslander, T.; Verhetsel, A. Understanding evolution in the Antwerp chemical cluster: The role of
regional development strategies. Eur. Plan. Stud. 2018, 26, 1519–1536. [CrossRef]

38. McGranahan, D.A. Ecologies of Scale: Multifunctionality Connects Conservation and Agriculture across Fields, Farms, and
Landscapes. Land 2014, 3, 739–769. [CrossRef]

39. Haven & Hinter: The Right Company at the Right Location. Available online: https://www.portofantwerp.com/nl/news/
haven-hinter-het-juiste-bedrijf-op-de-juiste-locatie (accessed on 15 February 2021).

40. Lievens, F.; De Soete, B.; Christoph, N.H. Get innovative in personnel selection: The case of the port of Antwerp. In The Global
Human Resource Management Casebook, 2nd ed.; Routledge: New York, NY, USA, 2017; pp. 13–21.

41. Bottalico, A. Towards a common trajectory of port labour systems in Europe? The case of the port of Antwerp. Case Stud. Transp.
Policy 2020, 8, 311–321. [CrossRef]

42. Esser, A.; Sys, C.; Vanelslander, T.; Verhetsel, A. The labour market for the port of the future. A case study for the port of Antwerp.
Case Stud. Transp. Policy 2020, 8, 349–360. [CrossRef]

43. Bergmas, A.; Vandermoere, F.; Loots, I. Co-Producing Sustainability Indicators for the Port of Antwerp: How Sustainability
Reporting Creates New Discursive Spaces for Concern and Mobilisation. ESSACHESS J. Commun. Stud. 2014, 7, 107–123.

44. Notteboom, T.; van der Lugt, L.; van Saase, N.; Sel, S.; Neyens, K. The Role of Seaports in Green Supply Chain Management:
Initiatives, Attitudes, and Perspectives in Rotterdam, Antwerp, North Sea Port, and Zeebrugge. Sustainability 2020, 12, 1688.
[CrossRef]

45. Commercial Port of Vladivostok—Official Site. Available online: https://vmtp.ru/en/o-kompanii (accessed on 11 February 2021).
46. Order of Rosmorrechflot Dated 15 November 2010 N AD-322-r. On Entering Information about the Seaport of Vladivostok in the

Register of Seaports of the Russian Federation. Available online: http://www.consultant.ru/document/cons_doc_LAW_224183
(accessed on 21 January 2021).

47. EC. Integrated Coastal Management; European Commission: Brussels, Belgium. Available online: https://ec.europa.eu/
environment/iczm/index_en.htm (accessed on 21 January 2021).

48. Order of the Government of the Russian Federation. Dated 25 December 2019 No. 3183-r. On Approval of the Action Plan for the
First Stage of Adaptation to Climate Change for the Period Up to 2022. Available online: http://static.government.ru/media/
files/OTrFMr1Z1sORh5NIx4gLUsdgGHyWIAqy.pdf (accessed on 21 January 2021).

49. Analytical Center for the Government of the Russian Federation; Ministry of Economic Development of the Russian Federation;
Ministry of Foreign Affairs of the Russian Federation; Federal State Statistics Service. Voluntary National Review of the
Implementation of the 2030 Agenda for Sustainable Development. 2020. Available online: https://sustainabledevelopment.un.
org/content/documents/26421VNR_2020_Russia_Report_Russian.pdf (accessed on 21 January 2021).

50. Dunlap, B. Port of Baltimore—A Case Study for Asset Management as a Risk Reduction Tool for Sustainability Initiatives. In
Proceedings of the International Conference on Sustainable Infrastructure 2019: Leading Resilient Communities through the 21st
Century, Los Angeles, CA, USA, 6–9 November 2019; pp. 330–337. [CrossRef]

http://doi.org/10.1080/01441647.2014.905650
http://doi.org/10.1080/03088839.2018.1471535
https://www.portofantwerp.com/sites/default/files/duurzaameidsverslag2017_EN_LR_v2.pdf
https://www.portofantwerp.com/sites/default/files/duurzaameidsverslag2017_EN_LR_v2.pdf
https://www.portofantwerp.com/static/duurzaamheidsverslag/en/#Port-of-Antwerp
https://www.portofantwerp.com/static/duurzaamheidsverslag/en/#Port-of-Antwerp
http://doi.org/10.1057/palgrave.mel.9100158
http://doi.org/10.1108/MABR-09-2018-0033
https://www.portofrotterdam.com/sites/default/files/Implementation-agenda-ENG.pdf?token=3QfIteqA
https://www.portofrotterdam.com/sites/default/files/Implementation-agenda-ENG.pdf?token=3QfIteqA
http://doi.org/10.1016/j.jtrangeo.2016.06.002
http://doi.org/10.1057/mel.2014.28
http://doi.org/10.3390/su12114397
http://doi.org/10.1002/cite.202000199
https://www.portofantwerp.com/en/news/antwerp-first-port-europe-implement-\T1\textquotedblleft zero-pellet-loss\T1\textquotedblright 
https://www.portofantwerp.com/en/news/antwerp-first-port-europe-implement-\T1\textquotedblleft zero-pellet-loss\T1\textquotedblright 
http://doi.org/10.1080/09654313.2018.1491952
http://doi.org/10.3390/land3030739
https://www.portofantwerp.com/nl/news/haven-hinter-het-juiste-bedrijf-op-de-juiste-locatie
https://www.portofantwerp.com/nl/news/haven-hinter-het-juiste-bedrijf-op-de-juiste-locatie
http://doi.org/10.1016/j.cstp.2019.12.003
http://doi.org/10.1016/j.cstp.2019.10.007
http://doi.org/10.3390/su12041688
https://vmtp.ru/en/o-kompanii
http://www.consultant.ru/document/cons_doc_LAW_224183
https://ec.europa.eu/environment/iczm/index_en.htm
https://ec.europa.eu/environment/iczm/index_en.htm
http://static.government.ru/media/files/OTrFMr1Z1sORh5NIx4gLUsdgGHyWIAqy.pdf
http://static.government.ru/media/files/OTrFMr1Z1sORh5NIx4gLUsdgGHyWIAqy.pdf
https://sustainabledevelopment.un.org/content/documents/26421VNR_2020_Russia_Report_Russian.pdf
https://sustainabledevelopment.un.org/content/documents/26421VNR_2020_Russia_Report_Russian.pdf
http://doi.org/10.1061/9780784482650.034


J. Mar. Sci. Eng. 2021, 9, 329 15 of 15

51. Housni, F.; Rasmussen, B.D.; Maurady, A.; Lakhmas, K.; Barnes, P.; Abdelfettah, S.; Britel, M.R. Using Environmental management
systems in sustainable development planning for the port of Tangier Mediterranean. In Proceedings of the International
Colloquium on Logistics and Supply Chain Management (LOGISTIQUA), Paris, France, 12–14 June 2019; pp. 1–6. [CrossRef]

52. Filatova, D.V.; Fedorenko, R.V. Sustainable Development Concepts as a Response to Expectations of Modern Business Manage-
ment. SHS Web Conf. 2019, 71, 04008. [CrossRef]

53. Yesilbayeva, Z.Y.; Anokhina, M.Y.; Joldasbayeva, G.K.; Balakhanova, D.K.; Zinchuk, G.M. Towards Sustainable Development Via
Integration of Economic Sectors: A Case Study. Entrep. Sustain. Issues 2020, 8, 177–193. [CrossRef]

54. Liu, Z.; Adams, M.; Cote, R.P.; Geng, Y.; Li, Y. Comparative study on the pathways of industrial parks towards sustainable
development between China and Canada. Resour. Conserv. Recycl. 2018, 128, 417–425. [CrossRef]

55. Singh, G.G.; Cisneros-Montemayor, A.M.; Swartz, W.; Cheung, W.; Guy, J.A.; Kenny, T.A.; McOwen, C.J.; Asch, R.; Geffert, J.L.;
Wabnitz, C.C.C.; et al. A rapid assessment of co-benefits and trade-offs among Sustainable Development Goals. Mar. Policy 2018,
93, 223–231. [CrossRef]

56. Ashrafi, M.; Acciaro, M.; Walker, T.R.; Magnan, G.M.; Adams, M. Corporate sustainability in Canadian and US maritime ports.
J. Clean. Prod. 2019, 220, 386–397. [CrossRef]

57. Beleya, P.; Veerappan, G.; Ding, W.J.; Tan, J. Challenges in Attaining Sustainable Development Goals in Port Klang: Port
Management Perspective. Int. J. Supply Chain Manag. 2020, 9, 349–357.

http://doi.org/10.1109/LOGISTIQUA.2019.8907287
http://doi.org/10.1051/shsconf/20197104008
http://doi.org/10.9770/jesi.2020.8.1(11)
http://doi.org/10.1016/j.resconrec.2016.06.012
http://doi.org/10.1016/j.marpol.2017.05.030
http://doi.org/10.1016/j.jclepro.2019.02.098

	Introduction 
	Research Area 
	Methods 
	Results 
	Development Dynamics of the Free Port of Vladivostok 
	Analysis of the Preferential Treatment Application Effect in the Free Port of Vladivostok 
	The Port of Antwerp Experience of Progressing towards the SDGs 
	Model of Sustainable Development Principles Implementation in the Free Port of Vladivostok Operations in the System of Integrated Coastal Area Management 

	Discussion 
	Research Limitations and Future Research 
	Conclusions 
	References

