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1. SUMMARY 

The summary of the project includes a brief description of the project, a description 

of the industry, a description of the location and the catchment area. It also discusses the 

methodology used for the study and the results of the analysis (financial and economic 

returns, impact on unemployment, environmental impact, other results), and identifies the 

project alternatives. 

1.1. BRIEF DESCRIPTION OF THE PROJECT 

Due to the absence of a dock for vessels with a draught over 6 m, the City of Pula 

lacks a proper passenger terminal. The idea of constructing a passenger terminal in the Port 

of Pula, on the Cape GUC Vallelunga, is getting more and more attention from citizens and 

the community. The development of the Study would provide comprehensive answers, but 

also warnings concerning the terminal construction. Such relevant information on project 

profitability, benefits and impacts would be provided before starting the planning process 

and the development of the direct project documentation, thus contributing to a switch in 

thinking and the approach to the development of the project and its documentation. In line 

with this approach, the Detailed Design will be developed once the project profitability has 

been established. The feasibility study and the cost-benefit analysis for the construction of a 

passenger terminal in the Port of Pula will provide an answer about the impact on vital 

factors – effects that are intended to be achieved through the project, i.e. transport 

connectivity, employment, tourism, culture, budget of the City and the Government budget, 

environmental aspects, promotion, impact on other activities and branches. The results of 

the Study, which will be presented to the public, will be the basis for the Concept and 

Detailed design. Over the past years, Croatia has been experiencing a constant increase in 

the number of calls of cruise ships. The Port Authority of Pula has been recording an increase 

in demands for visiting Pula, but the absence of a suitable passenger terminal does not allow 

for cruise tourism development or the development of Pula into a cruise ship home port.  

The purpose of this Study is to provide an answer as to whether the implementation 

of this project will contribute to the development of Pula and Croatia. The target groups for 

the development of this project i.e. Study are: (1) inhabitants of the City of Pula and Istria 

that will be provided with specific information about the opportunities and impacts of the 

Project implementation; (2a) Coastal cities and towns (marine departments); (2b) Coastal 

counties (sustainable development); (2c) Countries (which develop cruise tourism); (2d) 

Faculties (both national and international, in particular the ones focused on the traffic and 

tourism areas) that will use the data and information gained from the Study which will be 

accessible and public; (2e) Tourist Boards and companies having tourism as a primary 

activity; (3) Project promoter and Partner that will gain information on the Project and its 

future dynamics. The project feasibility will be demonstrated by an option analysis taking 

into account the Traffic Development Strategy of the Republic of Croatia and the relevant 
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legislation governing the co-funding of projects from the European structural and 

investment funds. 

 

1.2. DESCRIPTON OF THE INDUSTRY 

Over the centuries, cruise ships have been used for voyages, but after a decade of 

dominance of liners and the introduction of transatlantic ocean liners (not only for voyages, 

but also for trading purposes), the cruise industry experienced a boom after the 60’s. From 

the 90’s onwards, it has continued to flourish by introducing larger ships and developing 

more and more „floating resorts“. 

The cruise industry is one of the fastest growing leisure market segments, which is 

also supported by its revenue management opportunity and lower non-refundable costs 

(companies may decide to relocate their investments to more favourable destinations). After 

years of expansion, the global cruise ship fleet will continue to grow: CLIA (Cruise Lines 

International Association) confirms that 31 ships have been commissioned for the period 

2015-2018, with a capacity of approximately 93.300 passengers; in addition to four ships 

commissioned for the period 2019-2020. Taking into account that ships circulate 300 days a 

year, 31 new ships would generate over 9.000 calls worldwide a year. 

There was a time when only wealthy people experienced the pleasure of cruising and 

cruise tourism was considered a luxury and an elite experience, whereas nowadays, this 

form of tourism is affordable to the broader public, partially due to the large number of 

cruise companies and brands. Cruise companies are trying to satisfy various demographic 

groups, hence today the cruise industry is expanding the supply of its products and services 

worldwide and it is constantly growing as a reliable holiday choice for global tourists.  

It needs to be said that cruises include various elements and interest groups: many 

entities are involved in cruises, both directly and indirectly, and they can be classified into 

several business activities; those related to ports, cruise companies, destinations, shipping 

agencies, transport, tour operators, travel agencies, hospitality and catering companies, etc. 

In light of the above, the cruise industry should be viewed as a mix of tourism and 

production of cruise trips. 

Focusing on the European market, according to the latest report of the CLIA 

association1 for 2015, it is estimated that 6.4 million European residents booked cruises in 

2014 (a 0.5% increase over 2013) and 5.85 million passengers embarked on cruises from 

European ports (a 3.6% decline from 2013). The increase in the number of Europeans that 

chose a cruise holiday has hit new record despite the economic crisis rocking the continent. 

                                                           
1 CLIA Europe (2015), „Cruise Industry, Contribution of Cruise Tourism to the Economies of Europe“. 
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Recent economic troubles in the European Union affected the cruise traffic in the 

Mediterranean Sea in terms of a decrease in the departure capacity (after a decade of 

continuous growth), which is also a reflection of the strategies of cruise lines. Despite the 

above obstacles, as confirmed by the CLIA Europe association (Cruise Lines European 

Association), the cruise industry is experiencing continuous growth and it has been achieving 

a positive variation of 44% since 2008. 

Many other indications of the capacity and size of the cruise industry can be taken 

into account, such as almost 340.000 jobs created by the industry in Europe, arrival of 14.4 

million crew members to European ports in 2014, 40.2 billion Euros in total output, and 16.6 

billion Euros in direct expenditures generated by cruise lines and their passengers and crew. 

These are just some information about the cruise business and its impact, but they show the 

great impact of the cruise industry on several sectors and the respective areas. 

Therefore, different entities involved in the cruise industry must become more and 

more competitive to secure the role and stability of their business. This is the reason why all 

interest groups must invest in order to grow and keep abreast of the development of this 

industry. Increase in competitiveness and creation of new investments are not only the tasks 

of cruise companies (the ones that in the end decide where to take the tourists to), but also 

of local ports and coastal destinations that must be ready to accommodate a certain number 

of cruisers and be attractive to cruise companies.  

Ports and terminals must be equipped with new and appropriate facilities and 

infrastructure and be able to offer to cruisers and ships all the services they need. For 

instance, due to the growing capacity of cruisers, the ports need to adjust their seabed in 

order to be able to receive and accommodate ships with deeper draught. If this is not 

possible, the port will automatically be excluded from ship itineraries. 

However, making investment only in infrastructure is not enough if the port can’t 

attract tourists and cruise companies and convince them to choose it and include it in their 

itineraries. Once the port is selected (perhaps as a test), it is necessary to constantly 

maintain a high standard of services.   

Hence, it can be concluded that, thanks to its constant growth, the cruise industry 

offers a lot of benefits and opportunities, but it is not that easy to be successful; for instance, 

if ports are able to take advantage of the opportunities offered by the cruise market, it won’t 

be only the tourism sector that will benefit therefrom, but also some local businesses and 

activities in the surrounding areas. This means that the entire region where the port is 

located may derive benefits from the effort made to satisfy the demand for cruises. 
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1.3. LOCATION AND CATCHMENT AREA  

The location of the project refers to the area of the Port of Pula2, more precisely the area 

administered by the Port Authority of Pula. The micro location of the project refers to a 

portion of the area under the competence of the Port Authority of Pula, more precisely the 

area of the Cape GUC Vallelunga (ref. image 1.3.1). 

 

Image 1.3.1 Cape GUC Vallelunga 

 
Source: www.mzoip.hr, 27 July 2015 

The Study illustrates in detail and clearly the aspects of traffic development, 

connection of marine, road and air traffic, employment, entrepreneurship, environmental 

and other impacts. Primary beneficiaries of this project will be the inhabitants of the City of 

Pula, the local and wider community, and all the entities involved in the cruise tourism sector, 

but also in tourism in general.  

Figure 1.3.2 shows the elements that enable the production and sale of the tourist 

offer, including cruises. At the core of the diagram, there is the cruise destination that 

includes the most varied tourist facilities and amenities which are actually the motivation for 

tourist visits. The inner circle includes the elements of primary importance for the cruise 

destination such as hospitality, cultural, traffic and accommodation facilities. The outer ring 

includes the economic activities that contribute to the quality of the offering in the tourist 

destination such as sport and recreational facilities, stores, refresher and improvement 

training courses, banks, post offices, telecommunication infrastructure, promotion and sale, 

etc. 

                                                           
2
 The Port of Pula is a public port open for national and international freight and passenger traffic and it is classified as a 

port of county importance. 

http://www.mzoip.hr/
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Figure 1.3.2: Groups of activities involved in the production of tourist services 

 

The transportation i.e. traffic aspect of a cruise is carried out by a shipping company 

specialized precisely in this type of shipping activity. It provides the ship and the crew and, to 

a lesser extent, it may also market cruises to the public, even though this aspect is usually left 

to the travel agency. In addition to the specialized ship operators, transportation may also be 

carried out by shipping companies engaged in other forms of marine transport or by 

multinational corporations whose primary activity is the entertainment and leisure industry 

(e.g. the Walt Disney Company). An important transport-related element in the production of 

the overall tourism service are the passenger ports or terminals that represent a "gate" 

leading to the tourist destination. The tourist destination includes the most varied tourist 

facilities and amenities which are the motivating reasons for tourists to visit such destination.   

The cruise organization is a complex product made up of multiple components such 

as shipping activities, port activities, land and air traffic, ship suppliers, cultural facilities, 

hospitality and catering establishments, stores, travel and shipping agencies, and other 

entrepreneurs. It represents the interdependence and interaction of the marine traffic 

(ships and ports) and tourism (tourist destination and entertainment).  
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1.4. OBJECTIVES OF THE PROJECT  

The objective of the feasibility study is to provide the relevant authorities with all the 

information required to make a decision on the actual commencement of the project and 

the associated financial investment. 

This study examines the feasibility of the construction of a new cruiser port in the 

City of Pula, assessing its impact on the region in terms of costs and benefits. 

The main objectives to be reached with the construction of the tourist port may be 

summarized as follows: 

 Creation of an efficient home port for Croatia, and especially for Istria, which can 

serve as a base for cruise lines at competitive prices;  

 Growth of cruise tourism in Croatia;  

 Significant contribution to the revitalization of the local economy, Istria, and 

Croatia in general;   

 Growth and development of the tourist offer in terms of infrastructure, 

accommodation facilities for tourists, restaurants, etc.; 

 Growth of employment for a determinate and indeterminate period of time, 

especially among younger population;   

 Renewed development of the barracks area, which is currently abandoned, and 

the town waterfront.   

It is an important and ambitious project motivated by many benefits for the entire 

area. 

The study discusses in detail various economic, social and environmental factors 

associated with the project and highlights the level of the project’s benefits for the 

community, as well as the external or indirect economic costs and benefits i.e. those not 

simply originating from financial expenses and revenues. 

 

1.5. METHODOLOGY 

The feasibility study was designed to analyze and assess the feasibility of the planned 

development project from different perspectives that can be grouped into the following 

main areas: technical, socio-economic, financial and environmental.    

The need for a confirmation of the feasibility arises at the time of identification of a 

project idea that due to its economic size and complexity of the development requires the 

appropriate examination before the decision making and implementation stage. In this case, 

the City of Pula got the idea of turning the former barracks area located in its port basin into 

a tourist port. 
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For the purpose of planning and developing this study, VTP Engineering divided the 

work into several parts, depending on the specific skills as deemed necessary. 

As this falls within its own expertise, VTP Engineering took responsibility for surveying 

the site, setting up the master plan for the new cruise port in Pula, and identifying the 

offshore works and the waterfront development, while not neglecting the logistic, 

environmental and management aspects. 

VTP Engineering’s coordination activity involved many experts that were brought to 

the site in order to provide detailed information on important aspects of the study, 

especially: 

 Project leader, Eng. Franco De Angeli, was in charge of the project general 

planning and coordinated the work group with the assistance of Eng. Edoardo 

Querci della Rovere; 

 VTP Engineering entrusted Eng. Armando Mammino, expert in waterside works, 

with the development of the master plan and the concept design of the port to 

and gave Eng. Renzo Pivetta the charge of the parts related to the terminal and 

the associated works; 

 The issues associated with the management of the new cruise port, including the 

part related to human resources and the cost-benefit analysis, were based upon 

the experience of the majority shareholder VTP spa that has been managing the 

cruise port in Venice since 1997, which has a passenger movement of two million 

passengers a year; the contribution of the technical director of the company VTP 

s.p.a. Mr. Graziano Cosmo, Accounting BSc, and the engineer Mr. Edoardo Querci 

della Rovere was of crucial importance in this part of activities; 

 As the marketing aspect is considered extremely important for the success of the 

entire operation, we made use of the expertise of the Chairman of the 

Management Board of the company VTP Engineering and the CEO of the company 

VTP spa, Dott. Roberto Perocchio, who not only has a wide knowledge of the 

market, but also direct and personal acquaintances with decision makers in this 

sector;   

 Thanks to the above contribution, an opportunity arose to involve Prof. Francesco 

Di Cesare and his company Risposte Turismo srl, experts in the analysis of the 

global and European tourism and cruise market. The company Risposte Turismo is, 

among other things, the organizer of the Adriatic Sea Forum and the author of the 

Adriatic Sea Tourism Report, a significant annual event and a specific study on 

cruise trends in the Adriatic Sea, respectively. In collaboration with their associate, 

Anthony La Salandra, they developed projections of future traffic in Pula;   

 Being aware that the contribution of the port area is of great importance for a 

sustainable and lasting development of cruise tourism, the company VTP 

Engineering considered it important to involve Croatian experts that are already 
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familiar with the world of cruise tourism, but are also familiar with the region, 

Istria and Croatia, along with all their issues. Therefore, an agreement of 

collaboration was signed with the Faculty of Maritime Studies Rijeka and the 

President of the Faculty, prof.dr.sc. Serđo Kos. The associate professor Mr. Alen 

Jugovich and the assistant prof. Ms. Ana Perić Hadžić also contributed with their 

expertise in this field, illustrating the general methods of the study development 

and the results of specific research in the territory of Croatia. Their work was 

focused on the analysis of the current economic and tourism-related situation in 

Croatia, and the economic and financial calculations developed on the basis of the 

project data provided by other parties involved;  

 Within the general scope of the contributions of knowledge for the success of the 

feasibility study, the following entities must be mentioned:  

o Port Authority of Pula, which provided the company VTP Engineering with the 

basic data for the project planning;  

o Tourist Board of Pula and Istria, which provided valuable information on 

tourist attractions in this region. 

From the technical point of view, VTP Engineering transformed the project concept 

into a concept design, including the port operation and organization stage.  

This provided us with the appropriate level of the project description required to 

quantify the project in economic, financial and social terms underlying the study. 

The concept design was chosen after having examined different possible alternative 

options and selecting the one that most closely follows the growth and development pattern 

that the market can offer. 

For a preliminary construction cost estimate, the variables required to identify the 

construction offshore and onshore works were defined. For an estimate of management 

costs applied in the projection model, historical data of similar tourist ports in Italy were 

taken into account, while adjusting supply costs to the current situation in Croatia. 

In the areas of their competence, our partners used the methodologies outlined 

below.  

Risposte Turismo 

This study was carried out by collecting data information from various entities and 

interest groups in the Adriatic area, especially statistical data regarding cruise ship traffic in 

Adriatic ports provided by harbour master’s offices and passenger terminals. A large part of 

these data (and graphs), especially for 2013 and 2014, may be elaborated in more detail in 

the Adriatic Sea Tourism Report 2015 prepared by Risposte Turismo and presented at the 

Adriatic Sea Forum. Within the scope of other works along the Adriatic coast, Risposte 

Turismo collected and processed some other data. Further information regarding cruise 
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ports, destinations and coastal possibilities were collected from online and print editions of 

cruising guides and cruise companies’ database materials. 

The analysis outlines the actual and expected demand for Adriatic cruise 

destinations, along with information on passenger movements and calls in each port, calls of 

cruisers in the Adriatic Sea (based on information provided by cruise companies), demand 

forecasts for 2015 (based on data provided by ports) with a focus on cruise traffic in Pula, 

indications of potential traffic volume that may be achieved within the short- and medium-

term period of 3 to 5 years, the medium- and long-term period, and the subsequent periods 

of time (as described in the last Chapter). 

In addition to the demand analysis, the study reviews the supply, supported by 

information on the coastal options offered to cruise passengers when visiting the area 

surrounding the port, the passenger expenditure in the destination they visit, and Pula’s 

potential for coastal excursions. Some cases of specialized itineraries (including 

homeporting) are also presented in order to provide starting points for the possible direction 

of development and growth of the analyzed cruise port.   

The chapter describing the competitive context of Pula presents the Adriatic 

destinations with the aim to outline the differences and potentials of Pula, focusing on the 

comparative analysis of the airport near Pula and other major cruise ports. It also presents 

two cases of ports (Koper and Triest) in the vicinity of Pula, which have been participating 

actively in the cruise business over the last ten years. Examples of cruise development 

directions are presented and some of the rationales should be taken into consideration 

when designing possible scenarios for Pula. The indicated comparisons might be useful for 

the presentation of some examples, ideas, proposals and potentials of development of 

cruise industry in Pula, and information are included in the last chapter. 

Faculty of Maritime Studies Rijeka  

The methodology of the Study is based on the systematic analysis principles that 

include an analysis of the phenomenon and its relationship with the respective environment, 

namely: 

 application of a multidisciplinary approach to solving multidisciplinary problems 

such as cruises; 

 use of relevant sources of information on cruise tourism worldwide, in the 

Mediterranean and in the Republic of Croatia; 

 field research on similar facilities and phenomena, because it was not possible to 

conduct a field research in the destination Pula due to the lack of time and lack of 

an organized cruise tourism development, and hence the lack of relevant data; 

 Port Authority of Pula’s perception regarding the future development of cruise 

tourism in the destination Pula and incorporation of these viewpoints into 

guidelines for future development; 



 

 
16 

 use of expert assessments in case of impossibility of exact quantification of certain 

parameters; 

 desk research that involves review and collection of relevant literature and data on 

the subject-matter phenomenon published in various available sources and the 

common data analysis methods (synthesis, analogy, etc.); 

 Experience, expertise and knowledge of the team of authors of this Study, which 

contributed a lot to the provision of the required assessments of specific 

parameters required for the implementation of this project. 

 Utilization and analysis of the results of:  

o STUDY ON SUSTAINABLE CRUISE TOURISM DEVELOPMENT from 2007, whose 

authors are the Institute for Tourism Zagreb and the Faculty of Maritime 

Studies Rijeka, and one of the authors (Alen Jugović) is also collaborator on 

this Project. 

o RESEARCH ANALYSIS OF CRUISE PASSENGER EXPENDITURE IN ROVINJ from 

2014 and STUDY ON THE PASSENGER AND CREW EXPENDITURE AND 

ACTIVITIES IN THE CRUISE DESTINATION RIJEKA AND THE EFFECTS OF SUCH 

EXPENDITURE ON THE CRUISE DESTINATION from 2015, whose authors are 

Alen Jugović (project leader) and Ana Perić Hadžić (collaborator), both from 

the Faculty of Maritime Studies Rijeka. 

o TOMAS Summer 2014, Institute for Tourism Zagreb  

o Other strategic documents.  

 

1.6. RESULTS OF THE STUDY 

1.6.1. FINANCIAL RETURN 

The financial analysis applies the financial model taken from the World Bank models, 

originally designed to calculate the financial return from pure port investment and 

operations. After making the necessary adjustments, the team for the Project development 

tested the model and, in accordance with the Port Authority of Pula, obtained approval for 

its application. 

The financial analysis takes into account the generated revenue and the expenses 

incurred by the Port Authority of Pula (as the investor and land owner) and various possible 

concessionaires or lessees for the planned buildable areas. 

 

1.6.2. ECONOMIC RETURN 

Infrastructure - if it is not the "engine", then it is certainly a "wheel" of the economic 

progress, hence investment in the infrastructure is one of the prerequisites for constant and 
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sustainable growth. In order to develop the economy, appropriate infrastructure services 

must be in place, including the transport. It has been proven that there is a strong link 

between infrastructure and the national income per capita. Analyses have also shown that 

the value structure of the infrastructure changes significantly with the increase of income. In 

countries with low income, the basic infrastructure is more important, e.g. water, whereas 

transport is represented to a lesser extent. As the income increases, the basic needs for 

water are satisfied and more funds are invested into transport.  

It is clearly evident that the construction of infrastructure has a positive impact on 

the economic growth, e.g. some studies in the USA have shown that the impact of the 

construction of infrastructure on the economic growth is surprisingly high and the return on 

capital will depend on the efficiency of government investment and later on high quality 

investment management. The second reason could be the overestimation of demand for 

certain infrastructure during the project’s concept and definition stage. This was proved by 

an analysis of projects financed by the World Bank which, whose results revealed that there 

is a tendency to overestimate the demand, which leads to the construction of too large 

capacities that are subsequently, in the utilization phase, unable to achieve the desired 

revenue. This often happens when planning the transport infrastructure. Despite the fact 

that there is no consensus on the extent or the nature of the impact of infrastructure on 

economic growth, the role of infrastructure is certainly important. However, investment in 

the infrastructure per se does not guarantee development and progress. Infrastructure is a 

necessary but not sufficient prerequisite for economic growth – some other necessary 

resources must be available.  

When calculating, i.e. more precisely demonstrating, the economic return on the 

investment within the scope of this Project, the economic impact approach was used by 

assessing and explaining the changes: 

 in the core economic activities, 

 in the specific region (economic impact area), 

 resulting from the field of urban development. 

This analysis identified changes in tourist expenditure, changes in the region’s 

income, and changes in employment rate. Tourist expenditure within the region turns into 

sales i.e. invoices for local companies and other organizations that sell their products and 

services to visitors. Income is the sum of wage and salary disbursements and personal 

income generated by workers in tourism-related business activities and the owners’ revenue 

and profit. Employment means the sum of jobs supported by the indicated level of sales. 

The region must be determined in order to identify the economic activities and 

expenditure that need to be included. The analysis defined the region surrounding the City 

of Pula in different circles of intensity (economic impact areas). The economic impact 
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measures include activities within specific time intervals. The size of the region influences 

the amount of the analyzed expenditure and the multiplier effects. 

 

1.6.3 IMPACT ON UNEMPLOYMENT 

The current unemployment rate, especially among younger generation, is considered 

an opportunity cost, because it is projected that the implementation of this Project will 

provide the existing qualified staff and young working population in the town of Pula and the 

surroundings with the opportunity to find new employment on the newly built marine 

passenger terminal, in service activities related to port and maritime activities, in hotels and 

restaurants, as employees of concessionaires, and their suppliers. The research conducted 

for the purposes of implementation of this project revealed that if the project is 

implemented as planned, almost all entrepreneurs (even those not directly connected to 

marine passenger services) are planning new hiring in their companies. 

Based on the conducted analysis and research, the construction and 

operationalization of the project will: 

 directly create about 15 new jobs in Pula at the end of 2017. Most of these jobs 

will be related to maritime activities, others in companies dealing with tourists, 

and a few in professions providing services to tourism companies;  

 engage on average 80 people a day on every arrival of the cruiser;  

 approximately 70 to 100 people will participate in the construction works 

associated with the terminal construction;  

 support in total 450 current jobs in the region, at least; 

 taking a long-term view, it is anticipated that over 5,000 people will be involved, 

both directly and indirectly, in the supply of vessels and cruise passengers as well 

as in the operation of the terminal, whereof the creation of 2,500 to 5,000 new 

jobs is anticipated (partly full-time and partly seasonal jobs). 

The cumulative number of jobs includes direct and indirect employment, as well as 

induced jobs related to maritime activities. Indirect jobs are anticipated in those industries 

that supply products and services to the tourism industry. Induced jobs are created by the 

expenditure of workers and employees directly involved in tourism activities and suppliers’ 

employees. The actual number of jobs might be even larger because of some part-time jobs; 

generation of the business activity in the region, mostly through tourist expenditure, in the 

amount of approximately 4 million Euros in 2018; and, most importantly, generation of 

almost 10 to 50 million Euros in added value in the region until 2066 through expenditure of 

foreign tourists and domestic visitors. Added value includes business earnings, personal 

income, dividends, interest, rents and royalties generated in individual areas. 
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1.6.4 ENVIROMENTAL IMPACT 

In the world, i.e. in areas where cruise tourism has been present for a longer period 

of time and to a larger extent, there are many problems associated with its impact on the 

environment – sea, land and air. No research has been conducted in Croatia so far about 

such impacts. Therefore, this section outlines only experiences from around the world. 

Environmental impacts of large cruise ships are manifold and, based on their nature, they 

can be compared to the aspects of the environmental impact of smaller cities or towns. 

Environmental degradation does not have to be key issue of cruise companies’ business, 

because in case of a reduction of the base of natural amenities and attractions in a 

destination, they can easily opt for another destination. There are different sources of 

assessments as to how much impact cruise ships and their tourists have on the environment.  

The most frequent adverse environmental impacts of cruise ships are:3 

Air pollution. The intensity of air pollution caused by a cruise ship depends on 

whether it sails at open sea, manoeuvres or its power generation units are on while moored. 

Most cruise ships use cheaper fuels that are high in sulphur, thus causing extreme air 

pollution. 

Wastewater. Wastewater from vessels is potentially hazardous both for ecosystems 

and people that depend on these ecosystems. There are three main categories of 

wastewater: black and grey water, and bilge water. Each passenger on a typical cruise ship 

generates on a daily basis 20 to 40 litres of black water (water containing faeces from toilets) 

and approximately 120 - 340 litres of grey water (showers, washing machines, dishwashers, 

washing and rinsing of vessel surfaces, saunas, baths, pools, etc.). 

Waste. The composition of garbage from cruise ships is similar to municipal waste 

(food waste, paper, cardboard, bottles, tins, etc.). Daily accumulation of such waste from 

cruise ships is estimated at about 3 to 4 kg per passenger.  

Hazardous waste. Hazardous waste from cruise ships occurs as a result of work of 

photo studios, dry-cleaning, photocopiers and other printing machines, etc. Hazardous 

waste also includes: fluorescent lamps, protective paints and coatings, health care waste, 

expired medicines, detergents, oily rags, etc. 

Impact on ecosystems. The Adriatic Sea and the entire Mediterranean are classified 

as sensitive and valuable ecosystems that require protection at different levels (ballast 

water, noise, nutrient substances, viruses and bacteria of human origin, bio accumulations, 

anchors, and incidents and disasters).  

                                                           
3
 Modified by authors on the basis of: Institute for Tourism Zagreb & Faculty of Maritime Studies Rijeka: STUDIJA ODRŽIVOG 

RAZVOJA KRUZING TURIZMA U HRVATSKOJ, Zagreb, 2007., p. 78-83. 
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The above assessments are based on data on cruise ships that have the capacity of 

3,000 passengers and 1,200 – 1,800 crew members. 

Although a few years ago the pollution issues were mostly neglected by ship owners, 

today the situation has dramatically changed.  

Cruise companies are aware that the use of vessels gives rise to a growing sensitivity 

regarding the environment and, associated with the launching of new large vessels, there 

are large investments in the reduction of pollution that vessels can cause, primarily while 

being in port.   

Furthermore, this change has been contributed to by the international regulations 

that impose lower allowed limits of sulphur and nitrogen oxides in smoke gases, the blue flag 

rules obligating vessels to supply their engines in port with clean low-sulphur diesel fuel, and 

the docking regulations, for instance on the West Coast of the United States of America 

where docking is allowed only for vessels that can be supplied from shore and can turn off 

their engines. 

New vessels commissioned over the last few years, and the ones to be put into 

operation in the near future, are equipped with a series of systems and plants to ensure 

maximum possible reduction of environmental impact. They have onboard water and waste 

collection and recycling systems; besides from having the capability of being supplied from 

shore, many vessels have scrubbers that are able to break up even smoke particles. Positive 

prospects do not stop here: the possibility of fueling large cruise ships with gas is already 

being studied. 

From the environmental perspective, there is also the Port Authority of Pula that will 

have to, taking into consideration the expertise of large ports that have already faced this 

issue, establish and agree with cruise companies the access rules in order to limit as much as 

possible the risk of pollution and environmental impact.  

Availability of appropriate facilities for disposal and treatment of waste that the 

vessel at any rate has to unload in the cruise homeport will, on one hand, be another reason 

for preferring the port as a cruise homeport and, on the other hand, it will represent a 

further opportunity for investment on the shore side by specialized companies. 

Of course, in this context, appropriate information campaigns towards the local 

population have to be designed in order to convince the citizens of Pula and the region that 

new activities will not jeopardize the environment. 
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1.6.5 OTHER RESULTS 

Cruise voyages along the east coast of the Adriatic, organized by Croatian ports, imply 

the creation of a recognizable CROATIAN TOURIST PRODUCT. Global movement trends in 

this maritime transport and tourism industry and the distinctiveness of the Croatian coast in 

the global cruise market justify the proposed development as necessary for improving the 

tourist offer and promoting national ports and ship companies. 

This study should serve as the basis for development of this attractive, affirmative 

and profitable activity for the City of Pula, but also the Istria County and the entire Republic 

of Croatia. 

 

1.7 PROJECT ALTERNATIVES 

In the preliminary stage, the study examined possible alternative options to the 

proposed solution. 

This analysis proceeds from the identification and evaluation of several possible 

alternatives: 

 upgrade of existing port facilities in Pula 

 use of existing port infrastructure in Croatia 

 other possible alternatives. 

Upgrade of existing port facilities in Pula: Pula has a centuries-long port tradition 

dating back to the era of Austria-Hungary, but it has been a while now that merchant ships 

do not visit it. Current structures are not able to provide an acceptable basis for planning its 

transformation to a cruise port, because this requires docks of the appropriate length and 

with a large logistics area, along with special terminals for this specific purpose. 

Other Croatian ports: prior to approving this project, it would be recommendable to 

evaluate whether there are other, already developed (or being developed), ports in Croatia 

that have a potential comparable to this project, whose end goal is the operation of a cruise 

homeport.  

A general assessment will be provided as to whether there are feasible alternatives 

with comparable costs in the existing ports, as well as an assessment of the possibility that 

such alternatives provide the same reliable performance expectations. A first assessment 

will be presented in this study, which should be the basis for a potential analysis in the 

future. 

First of all, it is necessary to estimate the waterside construction works: it is currently 

believed that no port city in Croatia has the seabed adequate for two or three large cruise 

ships, or such a seabed that would allure ship owners to consider the development of a new 

cruise homeport. Some ports have unquestionable problems with accessibility and depth; 
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other lack the logistics are as in the past, they were developed near or within the city. Some 

ports, which may even have sufficient space due to recent development, lack docks of the 

appropriate length and designed for this specific purposes. 

Furthermore, it is necessary to analyze the location of the port with regard to its 

geographical location in the Adriatic. Ports located in the utmost south are hardly accessible 

to the substantial logistics supply coming by land. This also applies to international 

customers that often prefer using their own cars to arrive to the departure/end point of 

cruises. 

With regard to the landside construction works, the port’s success is linked to a series 

of factors that create a favourable combination of development opportunities and 

possibilities. Existence of an adequate area for the development of various terminals and the 

related parking lots and, above all, of areas required for a homeport are crucial elements, as 

well as connections with airports and the motorway network. Finally, the location of the port 

in relation to the city is another decisive element for the transport development.  

According to this preliminary analysis, from the perspective of the exploitability of 

the port as a low-cost home port not only for the Istria County, but for the entire Croatia and 

Southeast Europe, Pula appears as the Croatian port featuring all the characteristics required 

for success. 

Other alternatives: taking into consideration the above statements, a possible 

alternative is the use of the overall investment or a part thereof for stimulating the 

development of other Croatian ports. In such instance, indirect and stimulated effects in the 

areas surrounding the port would not have the same importance. 

The “basic” assumption that no investment is made in Pula in order to generate 

benefits from the cruise market can’t be neglected. As it is already known, there are no 

other tourism-related initiatives or economic sectors in Europe that have the growth rate 

and development prospects similar to those associated with cruises. 
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2.  INTRODUCTION AND PREMISES 

This introduction contains the project objectives with potential project performance 

indicators, consistency with EU and national frameworks, both direct and indirect impacts, and 

descriptions of users and recipients.  

 

2.1. PROJECT OBJECTIVES AND PERFORMANCE INDICATORS 

Currently, the City of Pula lacks the port infrastructure required to use the 

opportunities offered by the cruise market, which has been constantly growing in recent 

years despite the short-term unfavourable economic conditions.    

The administrations of Istria and Pula have in the last several years recognised the 

potential of the Port of Pula to develop into a popular destination for international cruises.   

This is further supported by the availability of abandoned military facilities that can 

be re-purposed. These facilities are situated inside the bay and their location has 

immediately proven its suitability for the development of new berths and new cruise 

terminals.   

To realise the stated objective, the Port Authority of Pula announced a public tender 

for a feasibility study. The tender was awarded to the company VTP Engineering, which has 

extensive experience in the management of the cruise terminal in Venice with more than 

two million passengers a year. 

The preliminary analysis allowed for a better definition of the objectives of this 

project. All seaport-towns are trying to become cruise ports of call in order to temporarily 

cater for tourists who intend to visit tourist attractions in the surrounding area.   

For cruise operators, Pula's competition with other towns on the Central and 

Northern Adriatic coast just provides another potential destination. It is known that these 

destinations are constantly changing and that there are no guarantees when investing in the 

construction of a new dock. 

Starting with the assumption that Pula always represented an entry point to the 

Mediterranean for Northern and Eastern European countries, the main objective of this 

study is to develop a cruise port that is able to function as a port of departure for Croatia 

and the entire Adriatic region.  

This objective is justified by the fact that the Tyrrhenian Sea has at least four large 

cruise departure ports that collect passengers from the entire Central and Southern Europe, 
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while at present the Adriatic Sea has only one port of departure in Venice, with all the 

restrictions and costs that come with it.   

The opportunity to build a cruise port from the ground up at the site which has 

already been determined by regional and city administrations based on experiences of one 

or more major global ports allows us to set, as the main mid-term objective, the 

establishment of a new cruise departure port. The new infrastructure, which is not an 

adaptation of the existing commercial port, may be designed so as to provide for the 

construction of a very attractive point: it is possible to build a cruise port with very limited 

costs for the docking ships as well as for cruise companies.   

Some of the preconditions for realising this objective are already met, given that the 

bay may be accessed without the use of tugboats, while others need to be developed 

through modular and efficient design of port logistics facilities for cruise ships. The aim of 

creating a low-cost departure port should have a positive effect on its use, as well as on the 

economy of the entire region, by creating a number of objectives that justify the investment 

and efforts made in achieving this mid-term objective.  

Pula is linked directly by motorway to the capital city of Croatia and neighbouring 

countries. It also has a well-functioning airport which is able to handle considerable 

international traffic.  

There is a direct connection between the airport and the main road leading to a 

future cruise port. 

The main tourist attractions that draw cruise liners to Pula should not be neglected, 

because they, on the one hand, entice cruise passengers to visit and, on the other hand, 

represent an added incentive for cruise passengers, who intend to choose Pula as the start 

and end point of their cruise and extend their stay for a few days, as it is often the case in 

Venice.   

This is followed by a series of objectives that will be created at the moment when 

development plans reach the stage of implementation. While ports of call benefit only from 

cruise passengers visiting tourist attractions on the shore, a port of departure represents a 

ship's base where the ship is supplied, so a departure port contains the entire logistics chain, 

which allows cruise companies to better organise their own cruises. As a consequence, a 

cruise departure port will foster the development of service companies that are not only 

focused on passengers, but also on all the requirements a ship could have when docked in its 

homeport.  

During high season periods, the number of both fixed-term and permanent 

employment contracts required by a port of departure is significantly higher than that 

required by a port of call. Therefore, this is an important goal for both the entire city and the 

region.   
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Moreover, Pula's function as a departure port may be extended outside regular 

cruising seasons, when ships require different repairs to prepare for a new season. Pula 

already has shipyards as well as qualified workers with experience in the maintenance of 

ship systems and machinery. This represents a significant added value that can be offered to 

cruise companies and which, if well organised, may serve as an added incentive to select 

Pula as a supporting port, which would have a direct positive effect on the existing business 

sectors in the city and the region.  

For the tourism port, performance indicators will be measured in terms of the 

number of passengers and ship calls, as well as in terms of economic return from the 

management of port activities.   For the City of Pula and this region in general, indicators will 

be measured in terms of direct and indirect employment during the port construction phase 

and management phase, and in terms of growth in the gross domestic product resulting 

from the growth and development of tourism as a whole.     

 

2.2.  CONSISTENCY WITH EU AND NATIONAL LEVELS 

The European Union and the European Commission have in past years given special 

attention to coastal and maritime tourism and the "blue economy". The subsectors covered 

by these areas were considered by the EU as key for the development of the entire Europe, 

as well as of individual areas that are more active in this field. In 2007, the first integrated 

maritime policy for the European Union 4 was introduced, which highlighted the importance 

of coastal and maritime tourism for the development of included or potentially included 

policy areas. That policy has recently been redefined to provide for a systematic approach to 

maritime issues. It is further divided into specific interdisciplinary policies which, inter alia, 

include the blue growth policy, sea basin strategy and maritime spatial planning. The 

Directorate-General for Maritime Affairs and Fisheries is responsible for the implementation 

of the entire maritime policy.  

Blue growth is the long term strategy created to support sustainable growth in the 

marine and maritime sectors in view of the importance and role of seas and oceans as 

drivers for the European economy as a whole. The strategy consists of the three main 

components, which are further divided into more detailed areas and sectors:  

1. development of sectors that have a high potential for sustainable jobs and 

growth;   

2. essential components to provide knowledge, legal certainty and security in 

the blue economy;   

                                                           
4 "Communication from the Commission to the European Parliament, the Council, the European Economic and Social Committee and the 
Committee of the Regions - An Integrated Maritime Policy for the European Union" (Brussels, 10 Oct 2007) 
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3. sea basin strategies to ensure tailor-made measures and to foster cooperation 

between countries.   

It is clear that the blue growth strategy is closely linked to the other two 

abovementioned policies: maritime spatial planning is actually one of the priorities of the 

strategy's second component which is, together with the third component, connected with 

the sea basin strategy.  

Maritime and coastal tourism, as well as cruise tourism, are recognised as the key 

areas for the development of the blue economy: considering the positive impact of tourism 

on coastal destinations, both special and dedicated funds are available for promoting and 

supporting sustainable growth and development of these types of tourism. It should be 

noted that the blue growth strategy has a long-term vision and, further to the tenders 

opened during the 2007- 2013 programming period, additional funds are being allocated for 

the new 2014-2020 programming period. 

As a result of major investments by different operators and its continuously growing 

importance in the tourist industry as a whole, the cruise sector is increasingly more present 

and discussed by the EU's stakeholders. In evidence of this, the pan-European dialogue was 

launched with a conference focused on discussions between cruise operators, ports and 

coastal tourism stakeholders. The conference recognised the fast growth of cruise tourism 

and its specificities compared to other forms of tourism. It also recognised the contribution 

of cruise, coastal and maritime tourism to the social and economic development of coastal 

and inland destinations, the importance of coastal and inland destinations as tourist 

attractions and the need to preserve their authenticity and heritage. 

Furthermore, from the viewpoint of infrastructure and ports, another significant 

factor appeared: the importance of ports as connection gateways for coastal regions, and 

their multiple functions in relation to the economic and social set up of regions and EU 

Member States, was recognised. On the other hand, the need for better connectivity 

between ports and coastal inland attractions was stressed and stakeholders were 

encouraged to better use the funds and subsidies available to them (as well as to invest and 

operate in that way).  

In fact, a special maritime strategy for the Adriatic region was adopted in 20125: this 

strategy stressed that ports play a crucial role in ensuring territorial continuity and social 

cohesion, which should be further developed; it is necessary to take concrete steps in order 

to improve connectivity between ports. Although the project was related to multimodal 

transport systems, the Adriatic Motorway of the Sea was listed as an example to be followed 

in planning investments that can guarantee the future development of ports in the Adriatic 

region.  

                                                           
5 "Maritime strategy for the Adriatic and Ionian Seas" adopted by the Commission on 30 November 2012. 
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In 2014, this maritime strategy was included in the macro-regional EU Strategy for 

the Adriatic and Ionian Region (EUSAIR) launched in November last year. In line with its 

source strategy, a starting point for implementing the EUSAIR, the European Union 

supported the first macro-regional strategy which includes EU Member States and four non-

EU countries. As a result of this first big step, the EUSAIR continues to perceive the blue 

growth and tourism as the main drivers of joint development in the entire Adriatic region: 

the four relevant pillars the strategy is structured around include blue growth (no. 1) and 

sustainable tourism (no. 4).  

The European Union and the Commission did not stop at only adopting strategies for 

continuous promotion and emphasis on the importance of cruises, maritime tourism and 

transport: they have also secured funds for a project dedicated to different aspects of these 

sectors, particularly in the 2007-2013 programming period. (e.g. CAYMAN ISLANDS and 

Sustainable cruise). 

It appears that the investment aimed at developing a cruise terminal in Pula and 

improving cruise traffic in this region is highly consistent with the European Union's 

commitment to the development of coastal destinations, cruise tourism and the Adriatic 

region's economy in general. Moreover, considering the Republic of Croatia's accession to 

the European Union, future strategies, projects and funds intended for maritime and cruise 

tourism could become available as part of incentives from the European Territorial 

Cooperation programmes. 

2.3.  USERS AND RECIPIENTS 

The analyses derived from this feasibility study have to be supported by a quick 

review of consumers and users of this initiative. 

There are two completely different scenarios based on the two types of cruise ports 

that the City of Pula wants to have.  

The first scenario of ships docking in Pula daily (port of call) includes cruise 

passengers to whom the local tourist organisation may offer a wide range of interest points, 

from nature boat trips to the National Park Brijuni to cultural tours of historical sites with 

Roman and Venetian ruins, as well as tasting delicacies made by agrotourism households 

and farms, which can offer cruise passengers a variety of quality products such as wine and 

oil.  

In this context, other than the employees directly involved in port management, 

those who can benefit from the new business venture are service companies offering 

speedboats and buses, as well as tourist agencies able to align their offer with the needs of 

cruise companies. 
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In this scenario, benefits are relatively limited to the geographical area that can be 

visited while a ship is in a port (this is usually from 7 a.m. to 5-6 p.m.), and also restricted by 

the time required to travel to different destinations. 

The ideal travel time to be considered is not more than an hour or hour and a half. 

Given the condition of the road network in Istria, which is currently very good, it may be 

considered that the zone of influence may extend to the entire Istria region, both inland and 

coastal, including the area of Opatija and Rijeka with their attractive surroundings.  

The scope of those who can benefit from ships deciding to make Pula their low-cost 

departure port in the Northern Adriatic is completely different and much wider.  

This case, in addition to the above (as mentioned in other parts of the report, a 

certain share of traffic related to port-of-call activities will always be present), opens up 

other, much broader, scenarios.  

First of all, because of its geographical location and infrastructure, the Port of Pula 

could attract passengers from all Eastern European countries, Slovakia and Austria, Hungary, 

Ukraine and even Russia. From this perspective, the Pula Airport's international capacity has 

a key role. If in the first case end users of the initiative are only guests from the visiting 

cruise liners, in this way, with ships in the departure port, the range of end users is 

potentially expanded to cover the entire Europe, particularly if an actual low-cost, i.e. 

affordable port of departure can be established. 

In the case of ships in transit, it is implied that marketing activities are limited to 

cruise companies, while, in the case of a departure port, marketing activities have to be 

much broader, with advertising and promotions in foreign countries aimed at presenting 

Pula's potentials as a departure point and a cruise destination. This perspective offers many 

promotional opportunities, especially for young entrepreneurs. It should also be considered 

that such activity will eventually have an impact on the whole city and the entire region of 

Istria, regardless of cruises.   

As it was previously described, cruise passengers departing to or arriving from their 

cruise are willing to stay for a few days to find out more about the city and its surrounding 

countryside, particularly when they can offer a significant number of tourist attractions, 

which is the case with the Istria region. 

This creates a positive effect on activities related to providing accommodation for 

those who need it for at least one night after arriving by car or airplane.  

Finally, there is an additional level of those who benefit from ships in a departure 

port associated with the entire logistics chain required to provide support to ships that need 

to be supplied for the next cruise. This includes transport operators, drivers and owners of 
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vehicles, and maintenance companies, which may be invited to a ship to perform special 

tasks or deliver supplies.  

From this point of view, there is an additional sector that needs to be explored. Pula 

also contains an important shipyard which, regardless of the current difficulties, has 

professional and qualified workers. At the end of a season, and before moving to the 

Caribbean or the Pacific, cruisers stay in a port for 15-20 days for their regular maintenance. 

It is an opportunity that needs to be explored, and which would allow to further widen the 

scope of those benefiting from this initiative.  
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3.  SOCIO-ECONOMIC CONTEXT 

The socio-economic context of the project covers the general characteristics of the socio-

economic environment as well as territorial and demographic aspects. In addition, it explains what 

is the project goal's impact / contribution to the socio-economic environment, and describes 

the consistency with EU and national frameworks and the institutional aspect (sources of 

funding, administrative and procedural obligations, expected time for obtaining licences, 

etc.). 

 

3.1.  GENERAL CHARACTERISTICS OF PROJECT ENVIRONMENT  

The project site (in the zone Cape Guc - Vallelunga) is located in the city area, only 

500 metres, as the crow flies, from the centre of Pula. Pula is the largest city in Istria County, 

situated in the northern part of the Republic of Croatia, while its natural port is also the 

largest one in Istria.  

 

3.1.1.  GENERAL CHARACTERISTICS OF SOCIO-ECONOMIC ENVIRONMENT 

Pula's most important industries are tourism and industry (shipbuilding). The natural 

beauty of the Pula's surrounding countryside and its location at the tip of the Istrian 

peninsula, surrounded by the Adriatic Sea from all sides, have made the city a popular 

summer destination for international tourists. The city is best known for its Roman Arena, 

while the most significant pearl nearby is the National Park Brijuni, which was visited by 

numerous world leaders while it was the summer residence of the elderly statesman Josip 

Broz Tito.  

Other than shipbuilding and tourism, major industries include processing industry, 

traffic, food industries, construction industries and other non-metal industries.  

 

3.1.2.  TERRITORIAL AND DEMOGRAPHIC CHARACTERISTICS OF THE ENVIRONMENT 

Pula is the largest city in Istria County which, according to the data from the Central 

Bureau of Statistics, i.e. the 2011 population census, has 57,765 residents, while in 2001 it 

had 58,469 residents.6  

 

 

                                                           
6
 Economic Development Strategy of the City of Pula, 2013, page 8 
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Table 3.1.2.1: Number of inhabitants and households in the City of Pula, 2001 and 2011 

Year 
Total number of 

enumerated 

persons 

Total number of 

inhabitants 

Total number of 

households 

Private 

households 

2

001 

58.594 58.469 21.517 21.505 

2

011 

59.286 57.765 22.933 22.908 

Source: 2001 Census CBS Zagreb, 2001, page 143 and 2011 Census CBS Zagreb, 2011, page  145 

When the total number of enumerated persons in 2011 is compared with 2001, the 

resulting increase is 1.00 %. The total number of the City of Pula's residents, according to the 

State Administration Office's data, on 31 Dec 2011 was 65,265 inhabitants.7 

The city of Pula's geographical area amounts to 5,165 hectares, of which 4,150 

hectares on land and 1,015 hectares at sea, bounded from the north by islands Sv. Jerolim 

and Kozada, city areas Štinjan, Veli Vrh and Sianna forest; from the east by areas 

Monteserpo, Valmade, Busoler and Valdebek; from the south by Stara Plinara, commercial 

port Veruda and the island Veruda; and from the west by Verudela, Lungomare and Musil.8 

The majority of its citizens are Croats representing 77.37 % of the population (2011 

census). The composition of ethnic minorities is as follows: 3,454 Serbs (6.01 %), 2545 

Italians (4.43 %), 2,011 Bosniaks (3.50 %), 549 Slovenians (0.96 %), while the rest are 

members of other minority ethnic communities. When it comes to religion, a majority of 

inhabitants are Catholic (40,045 or 68.34 %). 

The educational structure of the City of Pula's population in 2011 was calculated according to the 

1991 and 2001 censuses and its natural and man-induced changes. It was established that the 

educational structure of the population aged 15 has improved in comparison with the 1991 and 

2001 censuses. The share of persons who have attended no school, have not completed primary 

school education or have completed no more than primary school has reduced. The highest 

increase was recorded in the number of persons with university-level education in the period 2001 

– 2011 with the share of 13.22 %.9 

The employment rate represents those in the economically active population who 

are legally employed (on a fixed-term or permanent employment contract) and paid for their 

labour in the form of remuneration (salary), other financial compensations, deferred 

payments such as mandatory health and pension insurance, and other indirect 

compensations.  

Table 3.1.2.2 shows the number of persons employed in legal entities on 31 March 

2010.  

                                                           
7
 Ibidem 

8
 https://hr.wikipedia.org/wiki/Pula#Zemljopisni_polo.C5.BEaj (02 July 2015) 

9
 Economic Development Strategy of the City of Pula, 2013, page 9 
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Table 3.1.2.2: The City of Pula - employment in legal entities 

 31 Mar 2009 31 Mar 2010 

Activity 
Number of 

persons in 

employmen

Share 

(%) 

Number of 

employed 

persons 

Share 

(%) 

Agriculture, forestry and fishing 179 0.73 144 0.63 

Mining and quarrying 43 0.18 35 0.15 

Processing industry 5,725 23.37 5,280 23.04 

Electricity and gas supply 286 1.17 289 1.26 

Water supply, waste management 522 2.13 502 2.19 

Construction 1,733 7.07 1,533 6.78 

Wholesale and retail trade 3,760 15.35 3,180 13.88 

Transportation and storage 1,143 4.67 1,072 4.68 

Accommodation and food service activities 782 3.19 718 3.13 

Information and communication 646 2.64 588 2.57 

Financial and insurance activities 1,036 4.23 959 4.18 

Real estate activities 118 0.48 116 0.51 

Professional, scientific and technical activities 936 3.82 790 3.45 

Administrative and support service activities 820 3.35 950 4.15 

Public administration and defence; compulsory 

social security 

1,971 8.04 1,939 8.46 

Education 1,838 7.50 1,841 8.03 

Human health and social work 2,125 8.67 2,176 9.50 

Arts, entertainment and recreation 601 2.45 564 2.46 

Other service activities 237 0.97 220 0.96 

Total 24,501 100.00 22,916 100.0

0 Source: Economic Development Strategy of the City of Pula, 2013, page  22 

The City of Pula's base of entrepreneurial activity consists of companies and small 

businesses as the levers of economic growth.  

According to the Croatian Employment Service's records provided by its regional 

office Pula, in December 2010 the city had 2,977 unemployed persons, or 32.3 % of the total 

number of unemployed persons in Istria County. The activities of the abovementioned 

entrepreneurs represent the source of all other business activities, and it is thus not possible 

to elaborate further on the development of any individual environment without quality 

analysis of companies and small businesses. 

Table 3.1.2.3: Pula's economic indicators over the years 

Indicators 2005 2006 2007 2008 2009 

Number of companies 1.730 1.883 2.071 2.110 2.171 

Number of persons employed in 
companies  

14.430 14.615 15.352 14.985 14.508 

Number of persons employed in legal 22.775 23.274 23.618 24.514 24.028 

Total revenue in HRK millions 7.062 7.646 7.918 8.628 8.458 
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Profit in HRK millions 381 359 451 325 304 

Loss in HRK millions 406 165 525 244 240 

Investments in HRK millions 730 855 779 650 1.241 

Exports in USD millions 405 499 525 618 295 

Imports in USD millions 365 375 465 556 366 
Source: Economic Development Strategy of the City of Pula, 2013, pages 38-40 

3.2  PROJECT IMPACT ON THE SOCIO-ECONOMIC ENVIRONMENT 

Passenger ports represent a huge economic force, play an important role in their 

national economy and in the international carriage of passengers. The activities of a 

passenger port extend far into the region it covers, so that events in a certain passenger port 

can have major consequences for the economy of the entire region and the state, and even 

for other states (the port's catchment area). Previous experience of tour operators in the 

cruise market suggests that investing in a terminal represents the basis for economic 

valuation of cultural heritage and manifests the willingness to compete for prestige with the 

rival port.10 

 

3.2.1.  ECONOMIC MEASURES 

Considering the impact that a passenger port or a passenger terminal has on its wider 

environment, special attention should be given to economic valuation of the passenger port 

as one of the basic indicators of the viability of investing in ports. This economic valuation of 

the passenger port is used to determine how useful is a port from the national economy 

perspective, since revenues and costs subject to economic valuation are more related to 

other stakeholders involved in port operations than to the passenger port itself. 

When determining both micro- and macroeconomic multiplier effects created by 

passenger ports, an economic impact approach should be used to estimate changes: 

1. in the core economic activities, 

2. in the specific region (sphere of economic influence), 

3. in the field of urban development (new surfaces). 

 
Such an analysis uses changes in economic activities, namely:  

 changes in spending by passengers, tourists and immigrants: sales generated by 

local shops or companies by selling their products (souvenirs, clothes, shoes, etc.) 

and services (taxi, restaurants, etc.), i.e. sales or invoices for local companies and 

other organisations which sell their products and services to visitors; 

                                                           
10

 For example, we should mention the construction of a terminal in the port La Valleta, Malta, where a cruise terminal was 
built. In 1991, the Mediterranean became a high risk zone because of the Gulf War. Many tourists decided not to visit the 
Mediterranean, but the Maltese Government never questioned the decision to finalise the construction of a marine 
passenger terminal. 
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 changes in the region's income: this means total salaries and remunerations of all 

persons employed in tourism-related activities, and income from renting out 

commercial property. 

 changes in employment: the number of jobs supported at a given level of sales. 

 

In order to identify which economic activities should be designated as spending and 

which as the sphere of economic influence, economic impacts include activities in defined 

time intervals. The percentage of spending and multiplier effects that are covered depends 

on a region's size. Therefore, "circles of impact" are defined in order to set the inner and 

outer circles of impact depending on its intensity and importance. The map 3.2.1.1 illustrates 

the "circles of impact" which show the potential impact (the so called multiplier effects) of 

constructing a passenger terminal in the Port of Pula. 
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Map 3.2.1.1: Circles of economic impact – Istrian peninsula 

 

 Periphery 

 Outer circle 

 Inner circle 

 Centre 

 Core - Pula 
Source: authors of the study 

The circles of economic impact try to determine the share of the market that will be 

covered by the passenger port (in this case by the construction of the passenger terminal in 

the Port of Pula) and all activities associated with it. This share will decrease as the distance 

from the passenger terminal increases. We divided the market that will be affected by the 

passenger terminal into several areas (circles) in terms of distance, which defines the 
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intensity and size of the impact. Different coloured circles depict the intensity of impact and 

distance from the centre of economic activity, i.e. the passenger port. 

The core represents the municipality or city in which the passenger port is located. 

Generally, it is the core that benefits the most from the passenger port, primarily through:  

 employment and higher income of companies related to "water" activities; 

 growth in income and employment of the population living within the core 

(municipality or city); in the tourism sector, spillovers into neighbouring 

municipalities are possible if the core does not provide sufficient tourism 

opportunities related to accommodation and gastronomy. 

The centre, near to which the passenger port is located, stands to benefit the most from the 

creation of new jobs, direct tourism spending and higher income, and it consists of municipalities 

that are not more than half an hour away from the passenger port. 

The inner circle covers the areas about an hour of travel from the passenger port. The 

quality traffic connections (primarily by road) reduce the time of travel to more distant areas 

and increase the circle radius, thus increasing its economic impact. 

The outer circle is generally limited to travel time of an hour and a half from the passenger 

port. These areas are most frequently visited by passengers and tourists because of their 

cultural and tourist attractions. The municipalities in this "circle" are those that usually profit 

the most from tourist spending related to excursions and entertainment. 

The periphery is defined by areas up to two hours away from the passenger port, where it is 

likely that the impacts will be relatively low. This market is able to generate income from 

supplying the local industry of the city with the passenger port (agricultural products, raw 

materials, etc.). 

Economic measures in the listed areas (markets) include: 

 business activity as the value of production exchanged between two companies or 

organisations; it represents the change in sales of a specific sector; 

 new jobs: this means employment in activities related to the operations of the 

terminal as well as any supporting operations created by the port and terminal 

upgrades. 

 income from salaries, remunerations and rents (excluding pensions, insurance and 

health benefits, cash transfers, dividends and interest); 

 tax revenues: this means taxes on the income of corporations, concessionaires 

and employee salaries, and taxes resulting from newly generated spending. 
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Effects of generated income and employment in city and region 

Direct tourism expenditure in city and region 

Effects generated by tourism expenditure and additional 

purchase of products    

3.2.2.  PROJECT'S MICROECONOMIC MULTIPLIER EFFECTS11 

The project's multiplier effects (multipliers) arise from the fact that each dollar spent 

on certain expenses (such as spending or investments) creates a change greater than one 

dollar (or multiplied changes). Micro- and macroeconomic effects represent the two basic 

levels of observing the economy: micro at the level of an individual person, family, 

cooperative and company, and macro on the level of society as a whole and each of its 

global aspects. 

The goal of multiplier effect analysis is to define the secondary effects created by 

passenger spending in the city and the region The multiplier effects include several stages of 

regional consumption activities. There are three multiplier effects of tourism expenditures: 

1) direct; 2) indirect; and 3) induced. 

Drawing 3.2.2.1: Regional tourism multipliers 

 

1. Direct effects. The contribution of direct effects on the passenger port's 

city and region represents the impact of passenger (tourist) spending on locally 

produced goods and services. This means the spending of passengers and crew 

members on souvenirs, gifts, food, recreation, entertainment, excursions and the 

like. 

2. Indirect effects. Indirect contributions appear when local suppliers, due 

to the increased passenger spending, buy goods and services in order to meet the 

increased demand. These effects refer to changes in sales, new jobs and higher 

income in economic activities indirectly linked to industries serving cruise 

passengers. For example, when a visitor buys a locally manufactured shirt or some 

other item from the local tailor (store), this will force the tailor to purchase the 

material (fabric) from a manufacturer in the city or region, who then has to 

procure new source materials. The same example can also serve for a restaurant, 

hotel, souvenir-shop, etc. These effects are also called "secondary" effects and are 

most visible in the outputs of companies involved in the chain of economic activity. 

Other than the listed effects of increased spending, the impact is also visible in 

terms of improved income and employment. 

                                                           
11

 Jugović, A.: Management of maritime passenger ports, Faculty of Maritime Studies, University of Rijeka, Rijeka, 2007 

Direct 

Indirect 

Induced 
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3. Induced effects. The induced effects refer to additional spending which is 

created when the income generated by direct and indirect contributions is used 

for further spending. This effect is also called the "consumer" effect. An example 

of this effect is when a company that profited from passenger spending pays its 

workers, who then spend their wages in the city and the region. 

Multipliers capture many rounds of re-spending12 within the region's economy. There 

are two types of secondary effects: 

1) Indirect effects are the changes in sales, jobs and income within associated 

industries in the region, i.e., businesses that supply goods and services to tourism-related 

firms. For example, hotels purchase a variety of goods and services in the local area 

in order to provide for lodging. Each business that provides goods or services to 

hotels benefits indirectly from visitor spending in hotels.  

2) Induced effects are the changes in sales, jobs and income in the region resulting 

from household spending of income earned either directly or indirectly from the spending 

of passengers, tourists or visitors. Employees in tourism companies and associated 

industries spend their income in the local region, thus creating additional sales and 

economic activity (these impacts are most readily seen when there is a significant 

drop in tourism activity). Reduced income in the area results in reduced spending 

that will affect retail stores and other businesses that depend on household 

spending. Type II multipliers capture both indirect and induced effects. 

The size of regional multipliers depends on the region's economy: 

 The overall size and economic diversity of the region's economy. Regions with 

large and diversified economies producing a variety of goods and services will have 

high multipliers as households and companies can find most of the goods and 

services they need locally. 

 The geographic size of the region and its role within the broader region. Regions 

covering a larger geographic area will have higher multipliers, all other things 

equal, than smaller areas as transportation costs will tend to inhibit imports. 

Regions that serve as central places for the surrounding areas will also have higher 

multipliers than more isolated areas. 

 The nature of the economic sectors under consideration. Multipliers vary across 

different sectors of the economy based on the mix of labour and other inputs and 

the propensity of each sector to buy goods and services from within the region. 

                                                           
12 Tourism spending multipliers for local regions are based on a linear model and assume that household 

spending increases directly with income. But higher incomes usually lead to more saving and different kinds of 

purchases such as travel and luxury items that may not accrue to the local area. Not all income is immediately 

re-spent in the local area. Contributions to social security and other retirement schemes are included as 

income, but not re-spent immediately in the local area. 
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Tourism-related businesses tend to be labour intensive, and therefore tend to 

have larger induced rather than indirect effects. 

 

3.2.3. PROJECT'S MACROECONOMIC MULTIPLIER EFFECTS 

Macroeconomic multiplier effects denote how much an endogenous variable, such as 

gross domestic product (GDP) or money supply, changes in response to a change in some 

exogenous variable, such as investment expenditure or bank reserves.13 These effects 

include consumption, job creation, income, tax and value added. The most important 

macroeconomic multiplier effects created by passenger ports are: 

 Business activity is the value of production exchanged between companies and/or 

other organisations. Except for construction, retail and wholesale trade sectors, 

business activity is also the sector change in sales. For retail and wholesale trade 

sectors, income is the margin on the products sold. 

 Jobs are a measure of employment at the place of business. The value of this 

measure depends on the employment mix in the regional industries, which are 

also affected by the measured business activity. All jobs generated by regional 

businesses are included, although households in other regions may spend the 

wages of workers commuting from outside the region. 

 Income includes wages, salaries and proprietors' income, but does not include 

non-wage compensations (pensions, insurance and health benefits), transfer 

payments (social security benefits) or unearned income (dividends, interest, rent), 

even when those are earned through economic activities driven by the economic 

change. Wages are paid to workers at their place of work. 

 State taxes are defined as corporate income tax, personal income tax, withholding 

tax, value added tax (VAT) and social security contributions. 

 Value added measures regional production in the same way as gross domestic 

product (GDP) measures domestic production. It is the difference between the 

value of goods and services purchased as production inputs and the value of goods 

and services produced. It is the total wealth generated by the economic activity, 

consisting of wages, state and local taxes, and other value-added taxes. The latter 

include changes in non-wage employee compensation, profit-type income, net 

interest and capital consumption allowances. 

Further analysis of macroeconomic multiplier effects generated by the construction 

of a passenger terminal in the Port of Pula is not possible, since such an analysis requires 

detailed statistical records for activities taking place in the port or in the related sectors. The 

size of macroeconomic multiplier effects and the importance of passenger ports for both the 
                                                           
13 Macroeconomic multiplier effects, Thesaurus of Economics, Institute of Lexicography "Miroslav Krleža" and 

Masmedia, Zagreb, CD, 2003 
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local and national economy may be determined only with the aid of detailed statistical 

indicators combined with a quality analysis. 

 

3.3  CRUISE TOURISM CONTRIBUTION TO SOCIO-ECONOMIC ENVIRONMENT 

The contribution of tourism, and also cruise tourism, is reflected in the growth of 

investment, income and employment, thus improving the living standard of individuals and 

communities. The importance of cruise tourism for a destination may be observed from the 

perspective of social, environmental and economic impacts.  

The economic benefits of this type of tourism are indisputable, even though we are 

nowadays frequently exposed to statements made in public about how this type of tourism 

is not profitable and has adverse impacts on a tourist destination. 

Figure 3.3.1 Pula's maritime zone 

 
Source: http://rs.seebiz.eu/pula-dobiva-putnicki-terminal-za-kruzere/ar-50329/ 

Viewed from the economic aspect, the benefits of cruise tourism come from 

spending by cruise passengers and crew members at cruise destinations, and income from 

providing different services to cruise ships in ports and when at sea. Given that the spending 

is related to purchasing a variety of goods and services, it has a positive effect on 

employment through induced spending in the chain of creating goods and services sold in 

cruise tourism. 

Direct income from international cruises in a port of call consists of passenger and 

crew spending at a destination, and from expenditures that a ship has when in port. 

Likewise, upon arrival to a port, cruisers pay port charges and all services used during their 

stay in the port, such as pilotage, mooring and unmooring operations, waste disposal, 

supplying ships with drinking water, fuel and other supplies.  

Other than the listed ship-related costs, income is reflected in the spending of 

tourists/passengers. Considering that nowadays ships, especially large ones, are the primary 

destination of a cruise vacation, ports of call are becoming secondary destinations. In these 
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ports only a part of passengers and crew members disembark from the ship and temporarily 

go ashore. This share varies greatly; according to the literature, from 15 % to 100 % when 

passengers are concerned. As a part of the ship's crew must always stay on board, usually 

one to two thirds of crew members disembark from a ship. Cruise passengers in port-of-call 

destinations most often engage in the following activities:  

 visiting the destination and its tourist attractions, including excursions in the 

surrounding area, 

 shopping in local stores, and 

 enjoying food and drinks in restaurants and other catering establishments. 

The offer of excursions and tours of tourist attractions in destinations/ports of call is an 

important part of many cruise itineraries. This clearly requires cooperation of the wider 

community, particularly the tourist board, which is crucial for the destination's development 

in terms of tourism and tourism offer, for the purpose of motivating passengers to visit the 

destination. These excursions are also an important source of income for cruise lines, since 

only about one-third to, at most, half of the excursion purchase price is the cost paid to 

excursion operators in destinations. Although the share of passengers participating in shore 

excursions and guided tours varies depending on a destination, some sources state that from 

50 to 80 % of passengers take part in excursions/tours. The percentage of passengers 

disembarking from a ship will largely depend on the collaboration with other subjects in 

the community, particularly the local tourist board, whose activities are crucial for 

motivating passengers to disembark and visit the city.  

Shopping is the second most common activity of passengers, regardless of their 

nationality. According to some sources, the share of passengers purchasing goods and 

services in ports of call is higher in the Mediterranean (90 %) than in the Caribbean (76 %), 

which is explained by the role and influence that the Mediterranean ports of call have in 

comparison with those in the Caribbean.  

Visits to local restaurants depend on whether excursions include food and beverages, while 

the primary reasons for relatively rare visits to local restaurants are meals provided on board and the 

ship's relatively short stays in port-of-call destinations. 

To date, very few studies dealing with passenger and crew spending in cruise ports of 

call are available, of which the majority is related to the areas of navigation in the United 

States and Canada. European studies are mostly concerned with Northern Europe. A brief 

summary of cruise passenger and crew spending studies is provided below: 

 Spending surveys of three Canadian ports in the 2000-2003 period did not indicate 

a significant growth in spending. At the port of Saint John, spending in that period 

even dropped from 111 to 73 Canadian dollars. 

 The 2003 ICCL research cited by Robbins estimated that the average spend per 

cruise passenger in a US port of call is 82 dollars (approximately 47 euros). In his 
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article, Robbins questions whether these estimates may extend to US visitors in 

Europe. The author lists the study of cruise passenger spending in Bergen, Norway, 

which suggests that the average spending per passenger is 74 euros, and similar 

studies of UK ports, Liverpool, Waterford and Cork, which estimated spending in 

the range of 80 to 100 British pounds per passenger. 

 In the passenger port of Venice, passenger spending generates an annual income 

of 207 million euros, while crew members generate around 30 million euros. 

Companies earn about 199 million euros, of which 46.6 million euros stays in 

Venice. The related income of the local economy stands at 283.6 million euros, and 

the national economy at 397 million euros.14  

 In 2014, the port of Koper had 45 passenger ship calls with a total of 58,970 

passengers. More specifically, the average spend per passenger was 56.7 € and, 

when taking account of crew spending, the impact on the local economy was 78 € 

per passenger.15  

 According to the 2007 Study of Sustainable Development of Cruise Tourism in 

Croatia, the average spend per cruise passenger in Croatian ports of call is 39 

euros;  

 Similar results were obtained in the study performed in a neighbour port of Rovinj 

in 2014, where the average spend per cruise passenger amounted to 33 €, of 

which the majority was spent on refreshments and souvenirs. In addition to the 

above, passengers purchased postcards, local alcoholic drinks and food, clothes, 

entertainment, transport and museum tickets. 

Indirect effects of cruise tourism are generated by businesses that are not directly 

selling their products or services. Investments in the construction of a marina or a passenger 

port in the city may have a positive effect on the general condition of the local utility 

infrastructure, primarily in relation to the construction and improvement of sewerage, water 

supply, roads, telecommunications, power supply and the like. Furthermore, tourism 

development is positive for catering facilities and employment of the local population, 

although only seasonally. 

The induced income effects are relatively proportional to the income earned through 

direct and indirect effects.16 

Sea cruises have a somewhat more specific impact on the community than typical 

tourism, primarily related to different behaviour and needs of tourists/passengers.17 Cruise 

passengers are specific, primarily in terms of their travel intentions, which include the time 

spent on board a ship. These passengers are quite different from other passengers, including 

                                                           
14

 V.T.P. ENGINEERING 
15 Ibidem 
16

 Benić, I.: Influence of sea cruises on tourist destination, Poslovna izvrsnost Zagreb, Year  V (2011) no. 1 
17

 Benić I., Analysis of the most popular cruise destinations in the world, Ekon. Misao praksa dbk, 2009, no. 2 
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stationary tourists, with regard to the following characteristics: age, nationality, purchasing 

power and consumer structure.18 The arrival of such large "hotels at sea" to destinations 

implies the arrival of a large number of tourists/passengers to the city centre in one day. 

Passengers usually spend one day in the port, whereas some of them participate in 

organised excursions to nearby attractions and some decide on booking private excursions. 

Therefore, the impact of cruise tourism on a destination is determined by that destination's 

attitudes towards developing this type of tourism, particularly of the local population and 

stationary tourists. The local residents are a barometer of behaviour towards cruise 

passengers, while the quality of relationship between them and passengers depends on their 

numerical ratio and different sociological characteristics.19 An unfavourable ratio of 

passengers to local residents has a negative impact on passenger satisfaction with a 

destination, resulting from negative attitudes of local residents towards passengers.20 

The recent studies of socio-cultural impacts of tourism on the local population show 

that opinions on cruise tourism vary according to the level of their economic dependence on 

tourism and place of residence.  

Due to the port's capacity, the number of cruise calls to Pula cannot yet be compared 

with Split or Dubrovnik. Accordingly, having less cruise calls than these ports means that Pula 

also has less cruise passengers who are visiting the city. The Port of Pula is annually visited 

by around 50 cruise ships, all traffic occurring from May to October. These are mostly small 

and medium-sized ships with an average capacity of 250 guests.  

Considering the capacity of ships visiting the Port of Pula, the city centre will avoid 

overcrowding. In order to continue this trend, due account should be given to optimal and 

regulated arrival schedule and efforts focused on lengthening the season and ship arrivals 

outside the main tourist season. 

 

3.4  CRUISING COMPLIANCE WITH THE NATIONAL FRAMEWORK 

The current development of cruise tourism in Croatia has mostly been taken place 

haphazardly or, more precisely, its development was both quantitatively and qualitatively 

determined primarily by foreign shipping companies, while Croatia was trying to meet their 

requirements.21  

Cruise tourism in Croatia has been growing in the last several years, which means it is 

required to plan the development of cruise tourism in terms of positioning destinations on 
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 Benić, I.: Influence of sea cruises on tourist destination, Poslovna izvrsnost Zagreb, Year V (2011) no. 1 
20

 Benić I., Analysis of the most popular cruise destinations in the world, Ekon. misao i praksa, Dubrovnik, 2009, 
no. 2 
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 Luković, T., Marketing concept for the development of nautical tourism in Croatia, Ekonomsko istraživački 
biro, Split. (1995) 
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the market. According to the vision of cruise tourism development presented in the Study of 

Sustainable Development of Cruise Tourism, Croatia or, more precisely, the Adriatic ports 

have all of the preconditions to become some of the most popular and well-known cruise 

destinations in the Mediterranean. 

According to the Study of Sustainable Development of Cruise Tourism in Croatia, the 

following is required to realise the vision of cruise tourism development:22 

 optimal valorisation of resources that Croatia has for such development, 

 steering the development of cruise tourism according to the principles of 

sustainable development, 

 planning and management of cruise tourism in a way as to minimise its negative 

impacts on other types of tourism and to maximise the overall positive impacts on 

destinations, 

 constant cooperation with the local population and cruise passengers for the 

purpose of better understanding cruise tourism and the destination itself. 

The Croatian Tourism Development Strategy until 2020 specifies all the advantages of 

Croatia, such as its geographic position, indented coastline and pleasant climate, as the main 

preconditions to position Croatia as the most desirable nautical destination in the 

Mediterranean. The Strategy emphasises that cruise tourism in Croatia is mostly oriented on 

medium-sized vessels, which are often the most luxurious ships. The absorption capacity of 

destinations for receiving one-day visits from mega-cruisers is pointed out as a development 

problem.23 Additionally, it emphasises the need to define the ports that can take large and 

medium sized vessels, and ports for ships with up to 1,000 passengers. 

According to the 2010 Tourism Development Master Plan, one of the strategic 

objectives is to lengthen the season from 90 to 180 days within 10 years, that is, raise the 

utilisation rate of existing capacities from 25% to 55%. When compared to tourism in 

general, cruise tourism in most cases has a lower seasonality. so its development is of great 

significance for Croatia as the arrival of cruisers extends the tourist season, allowing for 

better utilisation of tourist capacities in periods outside the tourist season. Further, it is very 

likely that a cruise passenger, if satisfied, will revisit the destination as a stationary guest, 

thus increasing the utilisation of the city's accommodation capacities. 

 

                                                           
22

  Institute for Tourism, Study of Sustainable Development of Cruise Tourism in Croatia, Zagreb, 2007, page 16 
23

 Tourism Development Strategy of the Republic of Croatia until 2020 (2013) 
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3.5  INSTITUTIONAL ASPECTS OF THE PROJECT  

3.5.1  FUNDING SOURCES 

Making the decision to invest in a particular project is the most important decision 

standing before the Port Authority of Pula. The need to define the investment project as a 

structured set of scheduled actions planned in order to realise the company's development 

goals by using its own or outside capital. Although the investment project at hand has its 

own specific aspects related to the scope and elaboration of data, the goal of this study is to 

provide a general review of investment activities and concrete proposals for a business plan.  

This section of the business plan provides financial viability projections for 

investment activities of the Port Authority of Pula. Considering the value of the investment, 

it is likely to expect that it will be financed through a combination of two (or three) potential 

sources of funding:  

 own resources,  

 external sources, 

 EU grants.  

Generally, own resources are combined with external sources, because of their 

limitations in terms of the amount available and alternative uses. External sources of 

financing are not always available, and their use is subject to the investor's compliance with 

the relevant requirements related to credit rating, collection guarantees, payment of costs 

associated with the use of these funds, and repaying the funds used according to the agreed 

schedule. 

The entry into the European Union opened the possibility of using funds from the 

European funds which is, in view of consultants, crucial for the realisation of this project, 

meaning that without grants the entire investment would be jeopardised. Therefore, three 

sources of project financing are planned:  

 Revenue from the budget and own resources  

HRK 480,000,000 / EUR 64,000,000 

 Commercial loans from banks and the European Bank for Reconstruction and 

Development HRK 93,500,000 / EUR 12,466,667 

 European Regional Development Fund (grants)  

HRK 545,855,118 / EUR 72,780,682 

 

3.5.2  ADMINISTRATIVE AND PROCEDURAL COMMITMENTS 

Two years ago Croatia adopted new physical planning and construction regulations. 

This meant that, after six years of implementation, the single Physical Planning and Building 

Act was replaced by three new acts: the Physical Planning Act, the Building Act and the 



 

 
46 

Building Inspection Act. All three laws were published in the Official Gazette No 153 from 

18 December 2013, and entered into force on 1 January 2014. 

The intention was to simplify and shorten procedures related to the issuing of 

permits. Accordingly, the number of required permits was reduced – in general to only one, 

the building permit. The location permit is now issued only for mineral exploitation fields 

and similar projects for which building permits are issued by the Ministry of Economy; new 

military facilities; construction works built in phases and construction works with unresolved 

property-legal relations that require expropriation procedures. 

Instead of the size, the criterion upon which the issuing of building permits depends 

is now the complexity of a construction work, which is classified into five categories: 

construction works planned by the State plan for spatial development; construction works 

subject to environmental/ecological network impact assessment; construction works subject 

to special requirements; construction works subject only to requirements for connection to 

the municipal infrastructure, and other construction works not covered by the previous four 

categories. 

The competencies for issuing official physical planning and construction acts have 

mostly remained the same: the Ministry is competent for construction works important for 

the State, whereas it can now transfer this competence to counties, while county or city 

administrative bodies are competent for other construction works. 

Under the new laws, official physical planning acts are: a) location information, b) 

notification on special requirements that need to be met prior to the issuing of a location 

permit, c) location permit, d) permit for changing the intended purpose and use of an 

existing construction work, e) decision on defining the building plot and f) the plotting study 

certificate.  

Official building acts are: 

 building permit,  

 notification on commencement or continuation of the works, and  

 use permit.  

 

3.5.2.1 LOCATION INFORMATION 

An application for issuing the location information is accompanied by a cadastral 

plan, or copy thereof. The location information contains information on: the spatial plans of 

all levels which encompass the land in question; the intended purpose of space and all other 

requirements for implementation of projects as defined or prescribed pursuant to spatial 

plans of all levels; the areas in which there is a special regime for space use pursuant to 

special regulations (cultural goods registered in the Register of cultural goods of the Republic 
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of Croatia, etc.) if the land is located in such an area; the obligation of adopting the urban 

development plan if the land is located in an area for which such an obligation is prescribed 

under the Act; the spatial plans and/or their amendments, whose preparation or adoption is 

in progress; and the places where it is possible to view the spatial plans and the times to do 

so. 

 

3.5.2.2 DETAILED DESIGN 

Before submitting an application for issuing the building permit, it is required to hire 

an authorised engineer for the purpose of developing the detailed design (also called "main 

design"). The list if authorised engineers is available on webpages of the Croatian Chamber 

of Architects and Civil Engineering, www.hkaig.hr.  

 

3.5.2.3 NOTIFICATION ON REQUIREMENTS FOR DEVELOPING THE DETAILED DESIGN 

The investor may request from the competent Administrative department for 

physical planning, construction and environmental protection or from the Ministry of 

Construction and Physical Planning to be informed from which public law bodies he should 

obtain special requirements for developing the detailed design for a certain construction 

work in a certain location, and on the manner of implementation of certain provisions of the 

Building Act and/or spatial plan. An application for issuing the notification on special 

requirements for developing the detailed design shall be accompanied by a cadastral plan 

copy and the description and display of the project planned for implementation.  

 

3.5.2.4 DETERMINING SPECIAL REQUIREMENTS AND DETAILED DESIGN CERTIFICATE 

Prior to initiating the procedure for issuing a building permit, the investor needs to 

obtain from the public law bodies special requirements for developing the detailed design. It 

is required to develop the detailed design in line with those requirements and deliver it to 

the public law bodies for the purpose of issuing the detailed design certificate. This is a 

certificate that the detailed design was developed in accordance with the special 

requirements and should not be confused with the same-named official building act under 

the former Physical Planning and Building Act. 

If the detailed design was already developed, and complies with the special 

requirements, the public law body shall, instead of special requirements, issue only the 

detailed design certificate. Otherwise, the public law body shall in the special requirements 

indicate and explain in what regard and what issue the design is not complying with the 

special regulation or requirements. The investor shall then harmonise the design with the 

special requirements and deliver it to the public law body for the issuing of the certificate. If 

the investor complies, the public law body shall issue the detailed design certificate and 
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deliver it to the investor within 15 days. Otherwise, the application for issuing the detailed 

design certificate shall be rejected by a decision. 

If the special requirements were not determined before the initiation of the 

procedure for issuing the building permit, the administrative body or the Ministry shall invite 

the public law body to do so within eight days from receipt of the application for issuing the 

building permit. If the special requirements were determined following the investor's 

application, but the detailed design certificate has not been issued within the prescribed 

period, the administrative body or the Ministry shall invite the public law body to do so. It is 

considered that no special requirements exist, that the detailed design was developed in 

conformity with the special regulation, that the public law body issued the detailed design 

certificate, and that the construction work may be connected to infrastructure, provided 

that the public law body, within the prescribed period of 15 days, fails to deliver to the 

administrative body or the Ministry the special requirements, the detailed design certificate 

or the decision on rejecting the determination of special requirements or the issuing of the 

detailed design certificate. 

 

3.5.2.5 BUILDING PERMIT 

The next stage is the procedure for issuing the building permit, which starts at the 

competent Administrative department for physical planning, construction and 

environmental protection or the Ministry of Construction and Physical Planning, depending 

on the construction work's complexity and the associated prescribed competences. 

Applications for construction works and projects under the scope of a county 

administrative body shall be submitted on the form available in registry offices of the 

Administrative Department, both at its headquarters and branch offices, and also on its 

webpage. 

The application shall include: 

 three copies of the detailed design; 

 the designer's statement that the detailed design was developed in accordance 

with the spatial plan and other relevant regulations; 

 a written report on the performed detailed design audit, if the audit is prescribed; 

 a certificate on the detailed design validation, if the design has been developed 

according to foreign regulations; 

 certificates of public law bodies that the detailed design was developed in 

accordance with special regulations; 

 certificate of a public law body that the detailed design was developed in 

accordance with the decision on the project's environmental acceptability; 

 evidence of legal interest for the issuing of a building permit; 
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 evidence that he may be the investor (concession, approval or other official act 

prescribed by a special regulation) in the case of a construction work for which it is 

under a special act prescribed who can be the investor. 

Requirements for issuing a building permit for A CONSTRUCTION WORK: 

 all prescribed documents have been submitted along with the application; 

 all prescribed detailed design certificates have been issued; 

 as regards the location requirements, the detailed design has been developed in 

conformity with the requirements for implementing the project prescribed by the 

spatial plan; 

 the detailed design has been developed by the authorised person; 

 the detailed design is properly marked; 

 the detailed design is developed in such a manner so as to prevent any 

modification of its contents or any replacement of its constituent parts; 

 the urban development plan has been adopted, provided that the permit is issued 

in the area where the Physical Planning Act prescribes its adoption, except in the 

case of issuing a building permit for the construction of replacement construction 

works and the reconstruction of existing construction works; 

 the parties involved have been allowed to inspect the case file. 

Requirements for issuing a building permit for A BUILDING: 

 all prescribed documents have been submitted along with the application; 

 all prescribed detailed design certificates have been issued; 

 as regards the location requirements, the detailed design has been developed in 

conformity with the requirements for implementing the project prescribed by the 

spatial plan; 

 the detailed design has been developed by the authorised person; 

 the detailed design is properly marked; 

 the detailed design is developed in such a manner so as to prevent any 

modification of its contents or any replacement of its constituent parts; 

 the urban development plan has been adopted, provided that the permit is issued 

in the area where the Physical Planning Act prescribes its adoption, except in the 

case of issuing a building permit for the construction of replacement construction 

works and the reconstruction of existing construction works; 

 it is possible to connect the building plot or the building to open areas, or the 

building permit for the construction of open areas has been issued; 

 it is possible to connect the building to the public waste water drainage system, if 

the spatial plan does not allow the connection to its own drainage system; 
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 it is possible to connect the building to a low-voltage electricity supply network or 

the building can have an autonomous electricity supply system if it is so designed, 

except in the case of reconstruction of existing construction works; and 

 the parties involved have been allowed to inspect the case file.  

A building permit is valid for three years from the date it became final and effective 

and it cannot be extended. In this period the investor must resolve the issue of building 

rights and commence construction. 

At the investor's request, a building permit may be repealed and/or annulled. 



 

 

 

Chart 3.5.2.5.1 Flowchart of the building legislative framework 
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3.5.2.6 PLOTTING STUDY CERTIFICATE 

Considering that in our case the building permit involves the forming of a new 

building plot, it is required, on the basis of the building permit, to order the plotting study 

from an authorised geodetic expert. 

The certificate of compliance of the plotting study with the building permit is issued 

in a special procedure managed by the Administrative department for physical planning, 

construction and environmental protection.  

This certificate is issued provided that: 

 the plotting study was developed by the authorised person, 

 the plotting study was developed in accordance with the final and effective 

building permit, 

 the plotting study was developed in accordance with the code of practice, 

 all necessary documentation is enclosed with the plotting study (the geodetic 

expert's obligation). 

The certified plotting study is sent to the State Geodesic Directorate and to the 

branch cadastral office for further processing. The plotting of built-up building land may also 

be implemented for the purpose of merging entire cadastral plots on which an existing 

building is built. 
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Chart 3.5.2.6.1 Flowchart for issuing a building permit 
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3.5.2.7 CONSTRUCTION 

No later than eight days before the commencement of construction, the investor 

shall submit a written notification thereof to the Administrative department for physical 

planning, construction and environmental protection, and provide the setting-out of the 

construction work. 

 

3.5.2.8 USE PERMIT 

A completed construction work may be used or put into operation and a decision 

may be issued for performing activities in that construction work pursuant to a special act, 

after the Administrative department for physical planning, construction and environmental 

protection has issued the use permit for that construction work. 

The application for issuing the use permit are submitted on the form available in 

registry offices of the Administrative Department for physical planning, construction and 

environmental protection in Pula, accompanied by additional documents, such as: a) copy of 

the building permit, b) information regarding the parties involved in construction, c) final 

report of the supervising engineer on the completion of the construction work. 

Course of procedure: 

The Administrative Department for physical planning, construction and 

environmental protection must carry out the final inspection of the construction work within 

fifteen days from the date of receipt of an orderly application for the issuing of a use permit. 

Minutes of the final inspection shall be prepared, which must include a reasoned opinion of 

the representative of the public law bodies on the construction work's compliance with the 

building permit, on whether the completed construction work may be used or first the 

identified faults must be rectified, or the use permit cannot be issued. 

A use permit shall be issued within eight days from the date of carrying out the final 

inspection. A use permit for the construction work built, or the works carried out on the 

basis of the building permit, shall be issued provided that: 

 all prescribed documents have been submitted along with the application for its 

issuing; 

 the construction work was built in accordance with the main design; 

 the construction work is connected to open areas, other construction works as 

well as to utility or other infrastructure facilities stipulated in the building permit; 

and 

 any temporary construction works built in the course of preparatory work, the site 

equipment, unused building and other material, waste and the like, are removed 
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and land in the area of the site and in the access area to the site has been put into 

an orderly condition. 

A use permit for the construction work built, or the works carried out on the basis of 

the detailed design, shall be issued provided that: 

 all prescribed documents have been submitted along with the application for its 

issuing; 

 the construction work was built in accordance with the detailed design; and 

 the construction work, by its intended purpose, location and external dimensions 

of all its above- and underground parts, is not contrary to the spatial plan at the 

time of development of the detailed design.  

 

3.5.2.9 REGISTRATION OF CONSTRUCTION WORK IN CADASTRE AND LAND REGISTRY 

After the construction work is completed and the use permit has been issued, the 

construction work is registered in the cadastre and land registry. 

The Administrative department for construction and environmental protection shall 

ex officio deliver to the cadastral office the enforceable use permit and the surveying design, 

or the surveying study. 

The cadastral office, together with the documents prescribed by special regulations 

for entry of construction works in the land registry, shall ex officio deliver to the competent 

court a notification that the use permit was submitted with the application for registering 

the construction work in the cadastre and shall specify the building control authority which 

issued the permit and its class, register number and date of issue. 
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4.  SUPPLY AND DEMAND FOR THE PROJECT RESULTS 

Description of supply and demand includes the analysis of potentially expected supply and 

demand, description of competitors, as well as the proposed strategies and evaluation of the 

potential use. 

 

4.1  ANALYSIS OF THE EXPECTED DEMAND 

Before determining potential trends in the expected demand for cruise traffic in Pula 

(and the rest of the Adriatic), we cannot disregard the 2014 data on cruise traffic in the 

Adriatic. In addition, we will show some of the forecasts for 2015, focusing on the type of 

cruisers visiting the Adriatic ports. Finally, we will show the cruise traffic in Pula, as well as its 

trends, focusing on the future prospects of this port and Pula's comparison with the other 

Adriatic ports in terms of the number of passengers and calls. 

First of all, it should be useful and interesting to summarise the characteristics and 

choices of some cruise passengers. When it comes to clients, the North American market is 

the leading market in the world, while the German market only last year surpassed the UK 

market, which traditionally held the second place.  

It would be useful to provide information on these source markets in order to 

understand the demand markets that could be crucial for a cruise port. The CLIA Cruise 

Review on cruise market profiles provides updated information on UK and North American 

cruise passengers. In addition to those two sources, Risposte Turismo carries out an annual 

survey of Italian travel agencies for the purpose of describing the trends related to Italian 

users. 

According to the 2014 Cruise Review for UK and Ireland, the average age of British 

and Irish cruise passengers rose in the last ten years, reaching its peak in 2014 (average age 

58.2), as shown in Table 4.1.1. 

Table 4.1.1:  UK cruise market age analysis (% passengers), 2005-2014 

Year up to 26 26-34 35-44 45-54 55-64 65+ Average age 
2005 10 5 9 18 25 33 53.5 
2006 8 5 11 21 27 27 52.5 
2007 8 4 9 19 27 31 53.2 
2008 8 4 8 18 27 33 53.7 
2009 7 4 8 18 28 35 55.6 
2010 9 4 9 19 27 33 54.8 
2011 9 4 9 19 26 35 55.6 
2012 8 4 7 18 27 37 56.1 
2013 7 4 7 17 26 40 57.0 
2014 5 4 5 16 27 43 58.2 

Source: CLIA (2014), Cruise Review 2014 (UK & Ireland). 
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However, there are different age groups behind this average data: according to the 

North American market profile prepared by CLIA in 2014, North American cruise passengers 

(these are passengers from the United States of America and Canada) were in 2014 equally 

distributed across age groups, one quarter in each of the age groups 30-39, 50-59 and 60-74 

(Table 4.1.2). As shown in the figures below, a share of young Italians, who are one of the 

main source markets, is growing. The percentage of passengers aged up to 30 should reach 

20.7%. These are clearly the results of special efforts that cruise lines invested in promoting 

specific products (aboard, as regards the routes and shorex opportunities) to youth, as well 

as families with children.  

Figure 4.1.2:  Age distribution of cruise passengers, % cruise passengers, 2014 
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Source: CLIA (2014), North-American Cruise Market Profile 2014, CLIA. 

 

Figure 4.1.3: Share of Italian passengers aged up to 30, trend 2013-2015 

16,5% 18,1% 20,7%

 

Source: Risposte Turismo (2014). Italian Cruise Watch 2014. 

The satisfaction of cruise passengers is one of the key factors generating a high level 

of repeat business. According to Figure 4.1.4, 33% of UK passengers were first time cruise 

passengers, while two-thirds were repeat guests. The table below shows that around 47% of 

UK passengers booked only one cruise, while more than 53% of all passengers took multiple 

cruises (majority taking two cruises). Around 24% of passengers took three or more cruises 

compared with just 19% in 2013.   

According to the North American market profile by CLIA for 2014, 62% of North 

American passengers (these are passengers from the United States of America and Canada) 

took multiple cruises (3.8 on average), while 38% were first time cruise passengers. 
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Figure 4.1.4: First time cruise passengers as % of UK market 
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Source: CLIA (2014), Cruise Review 2014 (UK & Ireland). 

Table 4.1.5: UK passengers booking multiple cruises annually 

 
Cruises taken in last year (%) 

Year 1 2 3 4 5 6+ 

2010 43 33 12 5 3 6 

2011 58 27 9 2 1 1 

2012 46 30 14 4 2 2 

2013 45 33 12 4 2 1 

2014 47 29 13 5 3 3 
Source: CLIA (2014), Cruise Review 2014 (UK & Ireland). 

 

4.1.1 THE ADRIATIC IN 2014 AND ACTUAL TRAFFIC IN PULA 

Venice leads the way with more than 1,7 million passengers and it is listed among the 

top 20 main cruise ports in the Adriatic, as well as among the top 10 leading cruise ports in 

the world. Dubrovnik is in the second place in terms of the number of passengers, but 

leading in the number of cruise calls in this year. The total cruise traffic in the Adriatic 

dropped from 5 million passenger movements in 2013 to the present 4.65 million. The 

number of cruise calls also dropped to 2,832.  

Pula is also on the list with 15 calls and 2,873 passengers.  

Table 4.1.1.1: Top 20 cruise ports in the Adriatic, total traffic, absolute values and percentages, 2014 

 Cruise port Country 
Cruise traffic % share of total 

passenger cruise calls passenger cruise calls 
1 VENICE ITA 1.733.839 488 37,2% 17,3% 

2 DUBROVNIK CRO 844.410 577 18,1% 20,4% 

3 CORFU GRE 672.368 395 14,4% 14,0% 

4 BARI ITA 561.602 147 12,1% 5,2% 

5 KOTOR MN 309.322 353 6,6% 12,5% 

6 SPLIT CRO 184.062 233 4,0% 8,2% 

7 KOPER SLO 58.970 45 1,3% 1,6% 

8 ZADAR CRO 53.791 77 1,2% 2,7% 

9 KORČULA CRO 49.806 175 1,1% 6,2% 
1
0 

RAVENNA ITA 44.637 39 1,0% 1,4% 
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1
1 

TRIESTE ITA 44.236 23 0,9% 0,8% 
1
2 

ANCONA ITA 37.220 20 0,8% 0,7% 

1
3 

BRINDISI ITA 25.450 22 0,5% 0,8% 

1
4 

ŠIBENIK CRO 12.693 93 0,3% 3,3% 
1
5 

ROVINJ CRO 10.089 63 0,2% 2,2% 

1
6 

DURRES ALB 5.692 16 0,1% 0,6% 
1
7 

IGOUMENITS
A 

GRE 3.096 13 0,1% 0,5% 

1
8 

PULA CRO 2.873 15 0,1% 0,5% 
1
9 

OPATIJA CRO 1.580 14 <0,1% 0,5% 
2
0 

PIRAN SLO 1.529 9 <0,1% 0,3% 

 Other ports  1.043 11 <0,1% 0,3% 

 TOTAL  4.653.308 2.828 100% 100% 
Source: Risposte Turismo (2015). 

The concentration of cruise traffic is the key element for a new port, such as Pula, trying to 
attract new cruise traffic. 

In 2014, the concentration of passenger movements increased slightly compared to 

2013, if the top 5 ports are considered. The respective figures of cruise calls also show a 

similar trend, but with lower values (51.6% calls in the top 3 ports). In the future, the traffic 

concentration will likely remain stable in several ports due to the industry's tendency to use 

economies of scale and the companies' tendency to maintain the continuity of cooperation 

with some ports, which is also one of the major obstacles that Pula could be faced with. This 

does not mean that there is no space for development of smaller ports, as cruise lines would 

use numerous alternatives for different routes, but it should be recognised that the potential 

results are limited by the space left by more important ports whose market importance will 

continue to grow. 

Table 4.1.1.2: Passenger movement concentration in the Adriatic ports, 2012-2014   

Passenger movements top 3 top 5 top 10 

2014 69.8% 88.5% 96.9% 

2013 69.9% 87.6% 97.7% 

2012 68.3% 85.7% 97.5% 
Source: Risposte Turismo (2015) 

Another important information for the analysis of traffic and dynamics is related to 

the port's principal role, i.e. whether it is a port of departure or a port of call. 

Between the main cruise ports given in the figure below, only Venice and Trieste 

have a higher percentage of cruise ships performing embarking and disembarking operations 

than cruise ships in transit.  Pula belongs to ports with only transit traffic of cruisers. The 

success of a departure port depends on the presence of many factors and, if Pula wants to 

attract that type of traffic, it requires planning and realisation of various aspects, as 

indicated below.   
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In this case, it should be noted that during the season the company Costa Crociere 

decided to return a part of its homeport activities, which were assigned to Trieste, back to 

Venice, and that even one of the leading global companies is struggling to ensure the desired 

occupancy rate of a cruiser that sails throughout the season (and that ship would allow 

Trieste to increase traffic from 40,000 to 150-180,000 persons). 

Figure 4.1.1.3: Embark-disembark vs. transit cruise traffic, percentage, 2014 

 
Source: Risposte Turismo (2015), Adriatic Sea Tourism Report 2015 

Seasonal trends in passenger movements and cruise calls are quite similar, as shown 

in the figure below: in 2014, both parameters peaked in September, and in the mid-season 

months (May-October) their percentage never falls under 12% (that part of the year 

represents four-fifths of the total traffic realised in 19 cruise ports). Small differences are 

related to winter months with less than 4% of cruise calls and only 0.4% of passengers. 

The cruise season in the Adriatic actually lasts 7 months, from April to October. It 

should not be neglected in further considerations that the season is limited due to climatic 

reasons because of which tourists mostly do not wish to visit the Adriatic during winter. A 

small number of companies operate in the remaining months.  
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Figure 4.1.1.4: Monthly and quarterly share of passenger movements (left figure) and cruise calls 
(right figure) in 19 Adriatic cruise ports, 2014 
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Source: Risposte Turismo, Adriatic Sea Tourism Report 2015 Note: 19 cruise ports delivered their seasonal data 

(Ancona, Brindisi, Corfu, Dubrovnik, Igoumenitsa, Koper, Korčula, Kotor, Opatija, Otranto, Pula, Ravenna, Rijeka, Rovinj, 

Šibenik, Split, Trieste, Venice, Zadar). 

 

Quick overview of traffic in the northern Adriatic  

Eleven ports were considered, with focus on the Northern Adriatic.  

When it comes to their location, existing facilities, infrastructure and services, all 

ports, other than Ravenna (whose terminal is located in the port of Porto Corsini), allow 

cruise calls in the city centre or at least provide a walking route for passengers to reach the 

city centre. Trieste has a port with the deepest draft, while Opatija in the Northern Adriatic 

has a port with the most limitations, both in terms of its draft and maximum length of ships 

that can enter the port (100 metres). The figure below shows the position of cruise ports in 

the Northern Adriatic, as well as passenger movements and cruise calls in these ports.   
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Figure 4.1.1.5: Some cruise ports in the Northern Adriatic, 2014   
 

 

 

 

 

Source: Risposte Turismo (2015) 

After general analysis of cruise traffic in the Adriatic Sea, the figure below shows the 

trend of cruise traffic in Pula, with passenger movements and cruise calls, from 2003 to 

2013. The volatility of both variables is evident: after the 2004 growth, traffic declined, and 

since 2006 there were no passenger movements over 10,000. A significant drop in the 

number of passengers and cruise calls was recorded in 2008 and 2009. 
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Figure 4.1.1.6: Cruise traffic trend in Pula, passenger movements (left axis) and total cruise calls (right 

axis), 2003-2013   
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Source: Risposte Turismo (2015), Harbour Master's data 

The table below shows the trend of cruise traffic in Pula from 2003 to 2013, including 

the average number of passengers per cruise call. Although traffic shows fluctuating trends, 

the average number of passengers per cruise call is constantly growing. 

Table 4.1.1.6: Cruise traffic trend in Pula, including the average number of passengers per cruise call, 

2003-2013 

 
2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 

Passenger 
movements 

4.428 12.429 11.121 7.221 9.205 9.656 1.948 3.370 4.357 8.322 4.541 

Cruise calls 47 81 86 48 68 76 19 20 30 33 20 

Average number of 
persons/calls 

94,2 153,4 129,3 150,4 135,4 127,1 102,5 168,5 145,2 252,2 227,1 

Source: Risposte Turismo (2015), Harbour Master's data 

 

4.1.2 THE ADRIATIC TREND AND 2015 FORECAST 

The two figures below show the trend of passenger movements and cruise calls in 

the last ten years for 10 main and 20 Adriatic cruise ports. 

While the orange line that shows changes in relation to the previous year for the 

period 2005-2014 has, except in the last year, constantly recorded positive values in terms of 

passenger movements, cruise calls exhibit a non-linear trend with frequent fluctuations, 

whether upward or downward. In the last three years, the number of cruise calls has at least 

partially declined because of the greater capacity of cruise ships that can receive more 
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passengers, which in turn results in a higher average number of passenger movements per 

call.  

Figure 4.1.2.1: Passenger movement trend and growth rate in 10 main and 20 Adriatic cruise ports, 
2005-2014 
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Figure 4.1.2.2: Passenger movement trend and growth rate in 10 main and 20 Adriatic cruise ports, 
2005-2014 
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Source: Risposte Turismo (2015), Adriatic Sea Tourism Report 

The last available forecasts for the entire Adriatic region show data for 2015 and 

changes in comparison to 2014: 

 
 

2015 compared to 
2014 

Forecasts for 15 Adriatic ports with regard to passenger movements: +3.25%  

Forecasts for 20 Adriatic ports with regard to cruise calls: +8.47% 

The listed data on passenger movements and cruise calls was received from several 

Adriatic cruise terminals. The number of ports taken into consideration is different because 

some ports delivered only the number of cruise calls: 15 ports (representing 86.7% of the 

total traffic in 2014) were considered with regard to passenger movements, while 20 ports 

include ports that cover almost all cruise calls (99.6% of the total traffic in 2014).  

It is expected that passenger movements will grow compared to 2014, although this 

growth will not cover the decline recorded in the previous year. Also, an even higher 

increase in the number of cruise calls is expected. The above refers to movements in the 

Adriatic related to re-utilisation of ships, and it appears that the number of cruise calls in the 
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Adriatic is growing faster than the number of passengers, which is a result of the choice 

made in relation to ship utilisation. 

 

4.1.3 CRUISE SHIPS IN THE ADRIATIC IN 2015 

Considering the significant scope of cruise traffic in the Adriatic, it would be 

interesting to know what cruise ships and on what routes are involved, in order to facilitate 

identification of new opportunities and to attract a larger number of ships to a particular 

port. The figure below includes around 100 cruise ships making calls in the Adriatic, and 

shows their distribution in the relevant area. A larger circle means a larger number of cruise 

calls. According to the said chart, the leader is Costa Mediterranea with estimated 192 calls 

in the Adriatic ports. MSC Musica is in the third place (2,550 persons with 92,409 grt) with 

124 calls. 

It is worthwhile to look closer at the second ranked: the ship "Athena" (cruise 

company Grand Circle), which will this year have 151 calls with its 1,160 grt and 50 

passengers. Considering the above, it should be noted that even if Pula could persuade this 

cruise ship to change its route (estimating some 30 calls during the season), this would still 

represent only about 3,000 passengers per year. It is clear that specialised cruises are an 

interesting opportunity, but they do not contribute to a more significant volume of 

passenger movements. However, passenger movements are only one of the variables for 

evaluating cruise tourism: a ship with 50 passengers and weekly calls throughout the season 

could be significant for the promotion and economic participation of the region. As it is 

explained further below, a port's success requires constant efforts in many aspects. One of 

the mistakes that should be avoided is thinking that one cruise ship can solve it all: it is 

necessary to expand the portfolio of cruise line clients and cruise calls (regardless of whether 

the focus is only on passenger movements). Furthermore, activities of ships in a port are 

related to more calls, and not to fewer calls with more passengers (increasing the odds of 

overcrowding).    
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Figure 4.1.3.1: Cruise ships in the Adriatic (2015) 
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Source: Risposte Turismo (2015). Note: a larger circle means more calls. 

When it comes to more personal work with cruise companies, it should be 

considered that during the year only 30% of cruisers have more than 30 calls during the 

season. As shown in the figure below, a large majority of cruisers visit the Adriatic for one or 

two cruises. 

Figure 4.1.3.2: Share of cruise ships in the Adriatic by number of calls per year (2015) 
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Source: Risposte Turismo (2015). 

After this review of the cruise demand in the Adriatic and in Pula, further below we 

will consider the general cruise supply and special supply in the case of Pula, ship routes 

related to specialised homeporting, as well as ports and specialised themes. Concurrently, 

we will analyse the competition between the Adriatic destinations in respect of Pula's future.   

 

4.2  ANALYSIS OF THE EXPECTED SUPPLY 

The review of the current and expected demand is followed by an analysis of the 

supply, including considerations of cruise tourism and shorex opportunities in general and, in 

particular, of cruise opportunities offered by Pula. 
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We will present the types of spending on cruises as well as indicators of the great 

impact that cruisers have on visited destinations pre-, during and post-cruise. In addition, we 

will present cases of special cruise routes, examples of specialised homeporting and of 

Venice's importance as the departure port in the Adriatic.    

 

4.2.1 CRUISE TOURISM AND SHOREX OPPORTUNITIES 
A crucial element that needs to be considered in defining the expected demand 

potentials is the understanding and analysis of Pula's competitive environment. The first 

overview, shown in Figure 4.1.1.5, makes it clear that Pula is located in an area that offers 

cruise lines a multitude of opportunities for cruise calls in the Northern Adriatic.    

In view of the low level of actual cruise traffic (2014), in the following text we try to 

provide a summary review of the main resources that shorex operators could utilise, 

according to the previous experiences of cruise passengers. Pula is an internationally popular 

summer vacation destination best known for its many surviving ancient Roman buildings, the 

most famous of which is its 1st-century amphitheatre. Pula also has many Baroque 

characteristics (such as the old city). If they do not want to stay ashore, cruise passengers 

can visit Brijuni (only a 20-minute boat trip away) to explore this Croatian national park.   

Cruise passenger spending may involve hotel stays, restaurants, transport, 

information services and goods:  this spending could be enhanced if cruise guides and other 

staff were better informed about opportunities in Pula, Istrian tourist attractions and 

potential experiences (which requires efficient implementation of control cruises and other 

tools described below).   

When the actual perspective of a "port-of-call" is considered, it is assumed that a 

departure port could bring more benefits since cruise passengers would have an opportunity 

to explore the relevant area at two instances: before and after their cruise. These two 

instances may include pre- and post-cruise overnight stays in a tourist destination (or the 

region), resulting in benefits for other tourism businesses as well. This is especially true for 

destinations with attractive surroundings that can offer additional experiences to cruise 

passengers. Pula and Istria could definitely be such destinations.  

Moreover, consideration should be also be given to cruise calls with overnight stays 

which, due to their somewhat longer stay, allow passengers to explore local attractions in 

more detail. Since it is located in the same bay as the city, Pula could offer cruise ships a nice 

view of the landscape.   

However, when the passenger terminal is located outside the city, cruise passengers 

need transportation to visit tourist attractions, particularly in view that some cruise 

passengers do not want to participate in organised excursions, but prefer to explore the 
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destination by themselves. Therefore, the whole destination should prepare to receive 

cruise passengers and provide transportation. The terminal in Pula is similar to the one in 

Venice (where the city centre can be reached by different means of transport, including 

boats for passenger transport), because the city centre cannot be reached from the terminal 

on foot, since it is located on the other side of the bay. It is necessary to consider potential 

modes of transport from the terminal that would allow cruise passengers to visit the city 

centre and Pula's beautiful Arena. Passengers will have two main options at their disposal: 

boats and buses for transport by sea or by road. These options could be part of prepaid 

tourist packages, which are the key element for cruise lines. In both cases, cruise passengers 

would be transported to the front of the Arena, which can also be seen from the terminal, 

and represents an important attraction and incentive to purchase city tours, although Pula 

can also be toured on foot from the Arena.  

Passenger transport buses could take cruise passengers to other nearby destinations 

as well, without passing through the city centre, which is another interesting element both 

for passenger satisfaction and for cruise lines.  

In order to gain a better understanding of the economic impact of cruise tourism, it is 

useful to provide some information that will be used later: the last report of CLIA Europe on 

the contribution of cruise tourism to the economies of Europe confirms that, on average, 

cruise passengers spent EUR 62 at each port visit on their cruise itinerary. According to the 

report "Contribution of Cruise Tourism to the Economies of Europe" prepared by CLIA (2015 

Edition), in 2014 cruise passengers and crew spent roughly EUR 3.64 billion in port visits; 

passenger expenditures included spending for shore excursions, pre- and post-cruise hotel 

stays, air travel and other merchandise at ports-of-departure and ports-of-call. Cruise 

passengers spent an average of EUR 81 at departure port cities (EUR 292 if airfares are 

included) and another EUR 62 at each port visit on their cruise itinerary. Crew spending at 

each port call averaged EUR 23 per crew member. 

From the perspective of local economic participation, it could be said that Pula will 

lose some opportunities for shore excursions since touring the city is by itself an excursion, 

but one which can be done on foot. This would be a significant source of direct local income, 

but cruise companies could at the same time see it as an obstacle for excursion sales (which 

could be avoided by offering initial transportation to the city centre). Pula is already a first-

class destination whose local tourism offer is available throughout the day, so cruise 

passengers can enjoy the city regardless of the time of their arrival (a key element that must 

be ensured). In Pula, passenger spending (and crew spending) is more similar to standard 

tourist spending than to spending typical for organised excursions, meaning that cruise 

passengers would need services related to entertainment, food and drinks or shopping.   
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Unlike cities such as Livorno (where cruise passengers disembark and then travel 

across Tuscany), Pula is more similar to Dubrovnik or Venice, where a port town is not only a 

place of arrival, but also a destination to be explored. This fact represents Pula's competitive 

advantage because cruise passengers can have a very satisfying experience, although, on the 

other side, this generates less income for cruise operators (a balance should be found when 

defining the port's operating costs).  

However, in the case of Pula cruise lines could also offer and organise different shore 

excursions, from historical to culinary ones. For example, a global international shore tour 

operator (that cooperates with different companies) already offers the excursion "Pula & 

Olive Oil Experience" which includes a visit to the Roman Arena located 200 metres north-

east from the city walls (with an exhibition of historical items in catacombs), a stroll around 

the old town and tasting of original Croatian delicacies (in particular olive oil). Cruise 

companies (such as Seabourn, P&O and Viking Ocean Cruisers) provide their guests with 

information on Pula's history and culture, focusing their on-shore experience on cultural and 

historical heritage.  

All of these resources represent opportunities for cruise passenger spending, creating 

economic value and benefits for the economy of the area concerned, as well as for local tour 

operators. If Pula continues to invest in further development of its attractiveness and in 

methods of communicating this to the target audience, local revenues will continue to grow 

and cruise passengers will tend to spend more of their money and time on enjoying the said 

destination.   

When estimating the spending of cruise passengers, crew spending should not be 

neglected because, considering their similar needs, crew members who disembark the ship 

and visit the city can be counted as cruise passengers. 

 

4.2.2 PARTICULAR CRUISE SHIP ITINERARY CASES 

In line with the above, some small ships, such as M/V Athena, frequently visit the 

Adriatic ports; two ship routes are illustrated below as examples of specialised cruise routes. 

In addition, another example of a departure port in the Northern Adriatic is given, depicting 

Koper as a departure port with "fly&cruise" options. Finally, an example is provided to show 

Venice's importance as a port of embarkation in the Adriatic, describing a quick change of 

the embarkation port from Trieste to Venice made by the company Costa Mediterranea. This 

section also includes three examples that provide an overview of specialised and special 

routes.  

CASE 1) M/V ATHENA (HOMEPORTING OF SPECIALISED CRUISES) 

M/V Athena is a small ship of a U.S. company Grand Circle Cruise Line. The ship's tonnage is 



 
 

 
70 

1,158 grt with a maximum capacity of 50 passengers. The ship's routes include ports in several 
Adriatic countries, such as Croatia, Montenegro, Albania, Bosnia & Herzegovina and Greece, so 
on its journeys the vessel stays on the eastern side of the Adriatic Sea. M/V Athena annually 
makes around 150 calls in the Adriatic, the bulk of which occur in winter months (November-
March). 

The GCCL offers different routes to its clients: 

1) flight from the U.S. to Zagreb (Croatia), including a city tour and land transport to Split where 
passengers embark the ship, which then stops in Hvar, Korčula, Dubrovnik, Kotor, Saranda, Corfu 
and Athens, from where passengers return to the U.S.  

2) flight from the U.S. to Zagreb, transport to Zadar the following day and embarking the ship, 
which then stops in Split, Dubrovnik, Kotor, Korčula and Neum, where passengers disembark. 
They travel by land to Opatija and then to Zagreb, from where American cruise passengers 
return to the U.S.   

  

CASE 2) M/V ARION AT THE PORT OF KOPER (HOMEPORTING OF SPECIALISED CRUISES) 
M/V Arion is a member of Classic International Cruises' fleet, with 5,888 grt and a capacity of 
320 passengers and 130 crew members. In 2009, the ship was offering an 11-day cruise in the 
Adriatic (Grand Adriatic Tour) with port calls in Koper (port-of-departure), Zadar, Ploče, Korčula, 
Kotor, Durres, Dubrovnik and Split. The other cruise route lasted approximately 8 days and 
included ports in Slovenia, Croatia, Montenegro and Albania, with Koper as the port of 
embarkation.  

The longer cruise (14 days) included also a pre-cruise mainland tour of Slovenia with visits to 
Ljubljana, Postojna cave, Piran, Nova Gorica and Bled, while embarkation took place in Koper. 
After embarkation, the route was identical to the one described above. Unfortunately, in 2011 the 
operations of M/V Arion were suspended in Kotor, Montenegro. It appears that all disputes have 
arisen because of long overdue fuel bills, unpaid crew wages and other debts.   
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CASE 3) COSTA MEDITERRANEA (WITH RETURN TO VENICE) 

The company Costa Crociere originally planned 
around 28 overnight stays of the ship Costa 
Mediterranea at the terminal in Trieste in 2015, 
offering cruise passengers an opportunity to visit 
Trieste and Venice, which is about 2 hours away by 
train or bus. However, after the first call in Trieste, 
the company Costa Crociere decided to cancel all 
overnight stays in Trieste and create a double port of 
departure in Trieste and Venice, so the number of 
estimated passengers changed significantly in both 
ports. It seems that the company decided to make 
such an unexpected change motivated by, inter alia, 
the great distance between Trieste and Venice, and 
the inability to organise a fast enough transport 
connection between these cities.   

 

 

CASE 4) STAR CLIPPER (SPECIALISED CROATIAN PORT) 

The company Star Clipper's offer includes some 
routes in the Eastern Mediterranean. The cruise 
route starts in Venice and the first port-of-call is Mali 
Lošinj, a small Croatian port where the company 
organises excursions to the bay of Cikat and beach 
tours. This is a route that avoids the usual mass 
tourism venues, so it can be seen as a specialised 
cruise option, which could have an impact on the 
diversification of opportunities in the Eastern 
Mediterranean. 
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CASE 5) SAGA CRUISES (OVERNIGHT STAY OPTIONS) 

The company Saga Cruises has a special route that 
includes overnight stays: it starts in Rijeka with the 
first port-of-call at Krk, after which the ship sails to 
Rab (first overnight stay), followed by calls to Ilovik, 
Mali Lošinj, Cres and Opatija (second overnight stay 
and return flight).  

This route is more similar to the experience of sailing 
on a big yacht than to a typical cruise, and overnight 
stays in port offer a unique opportunity to explore 
the destination. 

 

CASE 6) RELIGIOUS CRUISE (SPECIALISED THEME) 

The Religious Cruise (Crociera della Fede) was a special theme cruise or, more specifically, a 
route covering religious and pilgrimage destinations. This is a specific and special case of a 
theme cruise route.   

For this cruise, the ship "New Legend of the Seas of Royal Caribbean“ was used with all the 
typical cruise ship amenities, such as mini golf, wellness centre, entertainment spectacles, 
restaurants and all recreational services. A Holy Mass was held onboard daily, together with 
other religious and spiritual activities. The ship visited Marsigli, Barcelona, Palma de 
Mallorca, Valencia, Civitavecchia (with excursion to Rome) and Genova.  

The same type of cruise was offered for the Adriatic region in 2013, when the company 
Costa Cruises tried a seven-day route in this area: Trieste, Ancona (pilgrimage site Loreto), 
Dubrovnik-Međugorje (Croatia), Corfu (Greece), Cephalonia (Greece), Kotor (Montenegro), 
Split (Croatia). The route was called "Terre Sacre e isole nel blu” (Holy Lands and Islands in 
Blue). 

In view of all of the above, it should be noticed that routes, including their start and 

end points, are something that should be improved upon. Every year cruise lines are forced 

to offer new routes and shorex opportunities, while at the same time taking into 

consideration other factors necessary in this business: creativity and proactivity.  

What this brief review shows is that specialty cruises exist and can have positive 

effects on a port's prestige, as well as develop interesting links with the surrounding local 

region. This requires great efforts, considerable expenditures and continuous investments in 

professional development.  

Finally, mass cruising relies not only on achieving the desired occupancy rate of one 

cruise, but of the entire season; this was evident in the case of replacing Trieste as a 

departure port with Venice (case 3). The listed examples provide only ideas and overview of 

different opportunities for cruise ports, from which Pula could learn. 
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4.3  DESCRIPTION OF THE COMPETITION 

Pula is part of a wider heterogeneous area with different destinations competing for 

cruises and tourism demand in general. This section presents and describes other Adriatic 

destinations, with a focus on two specific cases of ports which have been on the cruise map 

for more than ten years and are still achieving interesting results.    

At the end of this section, a short review of airport accessibility is provided. More 

specifically, the airport proximity and accessibility are a key factor in planning cruise routes, 

particularly when deciding on the port of departure. If Pula wants to attract this kind of 

traffic (associated with the port-of-departure), this subject should be further explored.  

 

4.3.1 ADRIATIC DESTINATIONS 

The Adriatic region could rely on more than 20 active cruise ports, as well as on 

hundreds of destinations across 7 different countries, each with unique natural, cultural and 

historical heritage. All cruise ports and destinations, together with their surrounding areas, 

offer a wide range of activities, visits and experiences for cruise passengers. 

Each destination could offer tourists its own heritage and specific features, so the 

offer could be different from port to port. 

A brief review of the remaining 19 cruise destinations in the Adriatic is provided 

below, with examples of visits, experiences, activities and specific distinctions. 

VENICE: Venice is an important city with its natural surroundings and cultural 

heritage. The City of Venice offers many opportunities: after exploring the sights such as the 

Grand Canal and smaller canals by a gondola, cruise passengers can walk the city streets 

called "calli" and visit Piazza San Marco and Ponte di Rialto. Venice is full of museums, 

churches and shops that will satisfy all wishes and expectations of visitors. Cruise passengers 

should not forget the most well-known small islands in the Venetian Lagoon, Murano, 

Burano and Torcello, known for their glass production, shops, handmade lace, or the first 

Venetian cathedral. It is also possible to get away from the city and spend the day in 

Dolomite Mountains, which is 2,5 hours away by train. Tourists can see the two most 

beautiful lakes in this area, Santa Caterina and Misurina, as well as the three gorgeous 

mountain tops of Lavaredo, "Tre Cime di Lavaredo“. 

DUBROVNIK: Dubrovnik is a beautiful city for culture and history lovers, ideal for 

touring on foot, with centuries-old monasteries, churches, synagogues etc. The medieval old 

town is surrounded by walls in which no traffic is allowed, so cruise passengers can walk 

freely. If they need a day of relaxation between busy tours, the city is also a gorgeous spot to 

simply sit and watch the world go by amid old red-roofed stone buildings, and the glittering 
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Adriatic Sea. Cruise passengers can also use the nearby beaches; one of them is the beautiful 

beach Banje, only a few minutes' walk from the old town. Other shore excursions include 

countryside cycling tours and wine tastings.   

CORFU: Corfu is one of the most famous islands in the Adriatic and Ionian Seas. It has 

everything that tourists could desire from a holiday in Greece: sand beaches, subtropical 

forests, delicious cuisine and a historical old town to explore. This is one of the greenest and 

most picturesque Greek islands. Its lush interior, well-watered by winter rains and covered in 

dense pine forests and olive groves, the island is full of old-fashioned rural villages, where 

the sleepy routine is occasionally enlivened by summer religious festivals (panegyria). The 

island is also an attractive destination for scuba divers.  

BARI: Bari is an attractive destination with its specific courtyards of historical houses, 

Baroque and Romanesque churches, chapels and shops. Beyond the city lies the region 

Puglia with a sandy coastline, 60 million olive trees, Roman ruins and vast golden wheat 

fields. Cruise passengers should definitely visit Bari's "Caribbean beaches" such as Polignano 

a Mare (35 km from the port), Lido di Monopoli (44 km) and Giovinazzo (28 km). Puglia is 

also known for its distinctive whitewashed, grey, conical-roofed houses known as the Trulli. 

In 1996 Trulli were placed on the UNESCO List of World Heritage Sites; these traditional huts 

can also be visited by cruise passengers in Alberobello (54 km from Bari), as well as across 

the Murgia area.   

KOTOR: Kotor is a UNESCO World Heritage Site and Montenegro's most famous 

town. If cruise passengers have a few hours to visit this area, they should focus on the old 

city with its well-preserved collection of buildings, churches, squares and stone streets. The 

car-free, walled town is just across the street from the city's cruise ship dock. If they have 

more time, visitors should consider excursions into the mountains for sightseeing and stops 

at seaside resorts on the Adriatic. When visiting Boka Kotorska, fun should not be neglected 

and one should try gliding a kite for an hour through the mountains on a 17-mile waterway 

known as Europe's southernmost fjord. It's not actually a fjord, but the views are fjord-like, 

with mountains rising on both sides of a long, thin bay that leads to the old walled town of 

Kotor.   

SPLIT: Split is the second largest city in Croatia, known for its sculptor Ivan Meštrović; 

this is why cruise passengers should visit the museum featuring some of his greatest works. 

Beautiful beaches are also one of the city's major attractions. As a university town, Split is 

full of young people, resulting in a lively nightlife. The magnificent Palace of Diocletian is 

located in the old town centre and it is on the UNESCO List of World Heritage Sites. The city 

is full of shops and restaurants where tourists may enjoy fresh seafood and quality red wine. 

Cruise passenger can also explore the natural attractions near Split, such as the largest 
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Croatian aquarium (only 9 km from the city) with 130 Adriatic species swimming among 

original amphora and antique sea memorabilia inside 20 tanks. 

KOPER: Koper is only three miles from the Italian border. Here cruise passengers can 

enjoy sunbathing on a small pebble beach. They can also walk through the old town and 

admire the bell tower of the Cathedral of the Assumption of Saint Mary. Passengers staying 

in town a bit longer can get away and visit the nature reserve Škocjanski Zatok (some 13 km 

from Koper) covering the area of 122 hectares. This area is well-known to nature lovers for 

its rich flora and fauna.   

ZADAR: Zadar is a treasure trove of ruins and old churches that sit in the middle of a 

beautiful working city. On account of its size, the city can be explored by a short walk. The 

old town and its historic sites are intriguing reminders of Zadar's tumultuous past. Two 

interesting attractions are a sea organ that plays music from the mastery of the wind and the 

waves, and the outdoor Forum Bar, where tourists can sit in the ruins of a real Roman 

Forum. The city organises boat tours, as well as frequent boat parties. Cruise passengers in 

search of nature can find interesting parks in this area, such as National Park Paklenica 

(42 km from Zadar) and Nature Park Telašćica (60 km). 

KORČULA: Korčula is a small island in southern Croatia. A local legend says that 

Marco Polo was born in Korčula, so the house where he was allegedly born in is worth 

visiting. The main attraction is the old city where visitors may experience the fish bone 

design of the streets used to reduce the effects of wind and sun and provide citizens with 

sheltered and comfortable accommodation. Another option is the most popular one-day 

boat visit to Dubrovnik.  

RAVENNA: Ravenna, also known as "the city of mosaics", is one of the top cities of art 

with extraordinary historical, cultural and artistic heritage and a magnificent history. One of 

the must-see sights is the tomb of Dante Alighieri. Cruise passengers can also taste delicious 

food of the Emilia-Romagna region. Car lovers can marvel at the Ferrari Museum. Visitors 

will also find interesting to visit the Formula 1 Museum in Faenza, only 36 km from Ravenna, 

where the can enjoy themed exhibitions, technological innovations and photographic shows. 

The most ancient republic in the world, San Marino, is only a 90-minute drive from Ravenna. 

Cruise passengers who prefer to stay close to the cruise terminal Porto Cosini may visit the 

nature reserve Pineta di Ravenna. Approximately 25 km from the pier are Cervia and Milano 

Marittima, two of the most renowned and fashionable resorts along the Adriatic coast. Apart 

from the city, one can visit Mirabilandia, one of the biggest amusement parks in Italy. 

TRIESTE: Trieste is a great museum in the open; visitors can start with Piazza 

dell’Unità d’Italia, located near the cruise terminal. Approximately 5 km from the city centre 

is Castello Miramare, an ancient castle with a specious park. Cruise passengers can also get 

away from the city and spend the day at the lake Lago di Cavazzo, the largest natural lake in 
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the Friuli region; mountain lakes Volaia are also worth visiting. These outstanding sites offer 

a multitude of activities: fishing and bird watching being the most popular ones, as well as 

hiking and cycling. Ljubljana, the capital of Slovenia and its largest city, is in the near 

proximity of Trieste (about 1 hour by bus). 

ANCONA: Ancona consists of two different urban centres: the old historical centre 

located on the hill Colle Guasco and modern Ancona. Cruise guests can visit Monte Conero, a 

natural wonder, as well as Sirolo, one of the most charming towns in the region with a 

picturesque medieval town centre with view on the sea. Cruise passengers can leave the city 

and visit the town Urbino (113 km from Ancona), where they can enjoy visiting the Frasassi 

caves with impressive stalagmites and stalactites, and walks through the grotta. Porto 

Recanati is the most famous beach near Ancona (less than 30 km from the city). 

BRINDISI: Brindisi is an ancient city located in the "heel" of the Italian "boot". It is one 

of the three major cities of the Salento peninsula, sometimes also called the Gateway to the 

East. Brindisi has its own style and warmth, with the port encircling the city. The city itself 

has numerous attractions, including a picturesque marina, castle Alfonsino and others. 

Cruise passengers who want to leave the city can visit Ostuni, built in Arabic and Greek style, 

only 35 km from Brindisi. Further north is Alberobello (71 km from the city) with its 

distinctive whitewashed, grey, conical-roofed houses known as the Trulli, which are on the 

UNESCO List of World Heritage Sites since 1996. This region's low sandy coastline is ideal for 

beaches, such as the nature reserve Torre Guaceto (only 16 km from Brindisi), a refuge full of 

forests, lakes and golden sand dunes.  

ŠIBENIK: Šibenik is the oldest Croatian town on the Adriatic coast. This region is 

characterized by limestone mountain crests, small valleys and magnificent plateaus. Šibenik 

was originally built on a small island, surrounded by high walls and towers. Šibenik's 

historical old town is rich with cultural and historical monuments, the most prominent being 

the Cathedral of St. James, a significant architectural accomplishment, placed on the 

UNESCO List of World Heritage Sites.  Cruise passengers eager to leave the city can also visit 

river Krka's waterfalls (about 12 km from the city). 

ROVINJ: The port of Rovinj consists of colourful buildings surrounding the marina, 

while the town is dominated by a Baroque Church of St. Euphemia. The old town offers a 

plenitude of historical sites hidden within narrow winding streets just waiting to be explored. 

The city is full of Venetian architecture, narrow streets and old bars. Cruise passengers could 

be fascinated by stone beaches near the town (1-3 km away), such as the beaches Škaraba, 

Monte, Lone, Porton Biondi, etc.  

IGOUMENITSA: The countryside around Igoumenitsa in the Peloponnese offers 

various historical sites. The most famous one are the ruins of the ancient city of Nicopolis 

which lie near the modern city of Preveza, approximately 70 km from Igoumenitsa. Beaches 
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can be found in the city and its surroundings. Only a short walk from the pier, one can find 

numerous cafés, restaurants, shops, etc. Cruise passengers wishing to go on a one-day trip 

can visit Parga, a historical coastline town with steep streets and small shaded capes. Parga 

is approximately 50 km from the cruise terminal. 

OPATIJA: Opatija is situated in the Gulf of Kvarner, built upon a hill which stretches 

right back from the coast. It is the largest city on the eastern side of Istria. It is a popular 

summer and winter resort surrounded by woods of bay laurel. The whole coast to the north 

and south of Opatija is rocky and dotted with smaller winter resorts. Cruise passengers can 

enjoy sunbathing on sandy beaches Lovran, Tomaševac, Bršec, etc. Other options are many 

museums, sculptures and historical sites located across the city. 

PIRAN: Piran is a very small walled-in city which one can walk across in 30 minutes. 

Cruise passengers should visit the Tartini square located at the heart of Piran. In the centre 

of the square, cruise guests can see a large bronze statue of the famous violinist the square 

was named after. Tourists can also visit the Church of Holy Trinity in Hrastovlje (38 km from 

Piran), limestone caves Skicjan (23 km) from the UNESCO List of World Heritage Sites as well 

as the stud farm Lipica (46 km), home of Lippizaner horses. 

PATRAS: Patras is a city on the northern coast of the Peloponnese. Visitors can enjoy 

different wines at the wine tasting centre Ahcaia Clauss. As Patras spreads from the coast to 

the area of the old castle, it is divided into two sections: the upper and the lower section, 

featuring a variety of small parks and squares. Cruise guests can visit Olympia, the birthplace 

of the Olympics, situated only 5 km from Patras. 

 

4.3.2 KOPER AND TRIESTE CASES 

Koper and Trieste are two destinations that a few years ago had only marginal cruise 

traffic, but both invested significant efforts in attracting the cruise business. 

The table below is concentrated on the port of Koper and shows the results 

(passenger movements and calls) since 2005. With regard to passenger movements and 

average number of passengers per call, the last five years show significant differences. 

Excluding the 2011 peak, the number of cruise calls remained stable, but the number of 

passengers per call has doubled since 2009 due to larger cruise ships with more guests.  

Table 4.3.2.1: Cruise traffic development, Port of Koper (2005-2014) 

KOPER 2005 06 07 08 09 10 11 12 13 2014 

Cruise calls 18 18 54 44 53 54 78 46 54 45 

Passenger 
movements 

1.100 1.614 25.5
80 

15.24
6 

31.02
1 

37.2
64 

108.729 64.45
5 

65.43
4 

58.97
0 Average 

persons/call 
61 90 474 347 585 690 1.394 1.401 1.212 1.218 
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PHASES MARGINAL DEBUT EXTRAORDIN
ARY 

STABLE 

Source: Risposte Turismo (2015) 

The figure below shows the size of ships in transit at the port of Koper in 2013 and 

2014, highlighting the presence of small, medium and large ships that can have over 3,000 

passengers (and, proportionally, 1,200-1,500 crew members); however, the port is most 

frequently visited by ships with a capacity up to 800 passengers (with 400 crew members).  

Figure 4.3.2.2: Ships in transit, Port of Koper, 2013 & 2014 (by crew members and passengers). 
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Source: Risposte Turismo (2015) 

In 2012, Trieste recorded 70,847 passengers and 43 calls. In 2013, the port recorded 

relatively stable passenger numbers, with a total of 70,244 (-0.9%), and negative numbers of 

-25.6% calls (32 in total). Trieste reached 11th place on the scale of overall traffic flows in the 

Adriatic, accounting for 0.9% of passenger movements and 0.8% of calls. 

 

Figure 4.3.2.3: Cruise traffic development, Port of Trieste (2004-2014) 
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Source: Risposte Turismo 

It should be noticed that, according to the next-year forecast published in 2014, it is 

expected that in 2015 traffic will increase again, the estimated number of passengers 

reaching 170,000. This should be a result of the agreement reached with the company Costa 

Crociere, securing 35 calls for the terminal, of which 29 should be with an overnight stay 

(two-day anchorage), of the ship Costa Mediterranea, together with many trial calls of 

several companies (such as Cunard Line, Holland America Line, Thomson Cruises, Regent 
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Seven Seas Cruises, Sea Cloud Cruises and The World). Some of these cruises were actually 

realised, but (as previously mentioned) during the season Costa Crociere decided to change 

the planned route and reinstate the departure port in Venice, using Trieste and Venice as a 

double cruise departure port. This change caused a significant decrease of passenger 

movements in Trieste, which became an interport terminal. Trieste's results show around 

130,000 passengers, which is 40,000 (-24%) passengers less than the initial 2015 forecast for 

Trieste. 

These two examples describe the two already established ports that have over the 

years fought with fluctuating cruise traffic and worked hard on increasing their numbers.  

Koper still has no cruise terminal, but is currently working on it, while Trieste has certain 

infrastructural limitations (due to the maximum length of ships that can dock near the cruise 

terminal), which is partially aggravated by the installation of the so called dolphins.   

 

4.3.3 AIR ACCESSIBILITY: QUICK REVIEW OF AIRPORTS 

As previously mentioned, the element of accessibility by air is of paramount 

importance for the development of a cruise port-of-departure project. In 2014, the Pula 

Airport recorded 370,853 passengers, their number steadily growing over the years. Due to 

its geographic position, the Pula Airport already has important connections with other 

airports in Italy, Slovenia and Austria, and it is located only 6 km from the city centre (e.g. 

The Krk-based Rijeka Airport is 30 km and the Trieste Airport 35 km from the cruise port).  

The runway length is already sufficient for almost all types of airplane. This is an 

element that should not be underestimated; in the table below, we can see as an example 

the airport in Portorož/Sicciole (potential advantage for Koper) with natural limitations 

preventing the runway expansion.  

Despite the listed results, in its wish to establish itself in the Adriatic region, Pula has 

to take into account the air traffic currently serviced by other cruise destinations: other than 

Venice, whose airport handles significant national and international air traffic (10,723,442 

passengers in 2014), the last rows in the table are relevant for Pula. It is not enough to have 

an international airport in the vicinity.   

This airport should be operational throughout the cruise season, so that global travel 

agencies and cruise companies can organise flights for passengers taking their cruises 

(therefore, the airport must offer an appropriate and consistent flight schedule).   

Finally, the airport should be directly linked to the cruise port, while avoiding as much 

as possible potential traffic bottlenecks (which could happen if they have to pass through the 

city centre).  
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Pula could succeed in this challenge because it is already a tourist destination 

accessible by air from many countries, which is an aspect that could define Pula's success as 

a cruise departure port. 

Table 4.3.3.1: Airports in Pula and other main Adriatic cruise ports 

AIRPORT PASSENGERS 
(2014) 

RUNWAY EST. No AIRLINE* DISTANCE 
FROM Pula 370.853 2950x45m (2) 1967 28 8 km 

Rijeka 101.939 2500x45m (2) 1970 10 25 km 

Trieste 740.403 3000x45m 
2355x30m*** 

1961 4 40 km 

Bol Brač 9.616 1440x30m 1993 4 island-
based Lošinj n/a 900x30m (2) n/a 1 island-
based Zadar 475.795 2000x45m (2) 

2500x45m (2) 
1968 7 12 km 

Osijek 26.768 2500x45m (2) 1980 9 4,5 km 

Portorož 21.263** 1320x30m 1962 n/a 6 km 

Zagreb 2.430.971 3252x45m (2) 1966 11 19 km 

Ljubljana 1.338.619 3300x45m (2) 1963 6 25,5 km 

Other main cruise ports in the Adriatic  

Dubrovnik 1.584.471 3300x45m (2) 1962 31 23 km 

Split 1.752.657 2550x45m (2) 1966 43 24 km 

Corfu 2.100.000** 2373x45m(2) 1962 n/a 2.5 km 

Bari 3.668.115 3000x45m (2) 1930 34 15 km 

Venice 10.723.442 3300x45m / 
2780x45m 

1960 49 13 km 
Source: Risposte Turismo (2015). Notes: (*) According to the airport flight schedule and available data; (**) Data for Corfu 

from 2013, for Portorož from 2011; (***) taxiing only. 

4.4  PROPOSED STRATEGY AND EVALUATION OF THE POTENTIAL USE  

After all of these considerations and insights into Pula's potential as a cruise port, this 

section presents the final review of this chapter, aimed at summarising what could be 

considered Pula's real potential, and the method in which port management should function 

to fulfil this potential.  

The first step is to compare Pula with other Adriatic ports for the purpose of better 

understanding Pula's potential growth rates and its positioning in the scenario of cruise 

traffic in the Adriatic. This is followed by considerations of Pula's future.  

Before we begin to address Pula's projections, the figure below shows a summary of 

traffic in the Adriatic cruse ports in 2014. It is easy to recognise the important role of ports 

like Venice, Dubrovnik, Corfu and Bari, of which the first three have good results, both in the 

number of cruise passengers and in the number of cruise calls, while the fourth has good 

results for passengers, but fairly limited results for calls. Two more ports are shown 

separately (Kotor and Split), while others are concentrated and therefore not individually 

recognised.  

Figure 4.4.1: Traffic in the Adriatic cruise ports in 2014 and short- and mid-term prospects of 

the port in Pula 
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The smaller orange circle designates Pula's current position in the total cruise traffic 

in the Adriatic. The larger yellow circle represents the point that Pula, according to our 

vision, could reach in the short- and mid-term (3-5 years). Having this in mind, Pula's 

primary goal would be a potential scope of 70-90 calls with around 80,000-100,000 

passenger movements.  

From the mid- and long-term perspective (7-10 years), these values could nearly 

double with regard to passenger movements (150,000-180,000), while the number of calls 

could reach 130-150 calls per year. 

From the perspective of long-term growth, i.e. what could be expected in 15 to 20 

years, a lot can happen on the international scene, so it is not that easy to provide a reliable 

estimate of achievable results. Therefore, it may be confirmed that:  

a) if Pula, due to appropriate investments, establishes all the necessary structures 

and services that would allow cruise lines to do their job properly;  

b) if the international economic scenario does not face a new major crises that would 

directly affect passenger spending;    

c) if the Mediterranean remains an area of intense allocation of cruises without 

impacts from external factors, such as conflicts and social-political instability, that 

would reduce its attractiveness;    

d) if no other ports emerge that would achieve something unexpected or potentially 

make cruise lines reconsider their decisions;   

i.e. if all of the above elements were realised, it is possible to envision the traffic 

level of around 400,000 passengers and 200 calls with potential figures raising up to 600,000 

in the case of positive conditions as well as planning and applying different marketing 

conditions, described later in this paragraph (such as, for example, growth recorded in the 

western Mediterranean port La Spezia, which until 2012 had around 50,000 passenger 
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movements annually, followed by 200,000 in 2013 and 480,000 in 2014, with an estimated 

680,000 passenger movements in this year). 

Going back to potential short- and mid-term scopes (70-90 calls with 80,000-100,000 

passengers), instead of perceiving them as unchallenging, it should be noted that such 

results imply taking over a portion of traffic from a large group of Adriatic cruise ports and 

maintaining their present traffic levels. We have to be aware that some of them, such as 

Šibenik, Brindisi, Ancona, Trieste, Ravenna, Korčula, Zadar and Koper, are already counting 

on (or works are in progress on) their own cruise passenger terminal. Naturally, 

considerations of the competition should be included in this text, since the realisation of 

results is not only a question of the terminal, although it does represent a strategic 

competitive factor. The crucial competitiveness and success factors include, for example, a 

wide range of shore excursions and accessibility, coupled with a good catchment area for 

ports aspiring to become ports of departure. Furthermore, it should be considered that even 

the countries not in the EU (such as Kotor in Montenegro or Albanian ports) are competitive 

because their current regulations allow different tax relieves and economic benefits to cruise 

lines visiting their ports. 

Table 4.4.2: Potential short- and mid-term traffic in Pula vs. traffic in other cruise ports, 2014 

SPLIT PULA KOPER ZADAR KORČULA RAVENNA TRIESTE ANCONA BRINDISI ŠIBENIK 

233 70-90 45 77 175 39 23 20 22 93 

184.062 80-
100.000 

58.970 53.791 49.806 44.637 44.236 37.220 25.450 12.693 

The achievement of these results in the next few years would, expressed in 

percentage points, mean a growth of +1,000% compared to the current values24, which 

sounds quite unbelievable, but in terms of absolute values it means adding a couple of mid-

sized ships with 25 calls per week, one in the departure port and one in transit. In fact, it is 

obvious that a departure port enables a quick doubling of the traffic volume in terms of 

passenger movements.   

It should be noted that, when estimating similar demand, it is usual to focus on ports 

that have a number of common characteristics with the port in question. Some previously 

mentioned cases like Koper and Trieste are fairly relevant, and some could even count on 

the already established infrastructure. Although it would be probably necessary to perform a 

benchmark study, it is obvious at first glance that Trieste in a 5-year period (2004-2008) 

realised the growth similar to the one that Pula could achieve. Koper achieved the same 

growth from 2008 to 2011. We included only the examples that confirm that the given 

estimates are more than reasonable, provided that multiple efforts are invested in a clear 

strategy. 

                                                           
24 An average of 7,000 passenger movements in the last 10 years was taken as the baseline.   
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Following all of the above, it should be noted that the situation could become very 

demanding if the scope of traffic rapidly increases because cruise lines selected the port as 

their homeport, i.e. departure port of one or more cruise ships, considering that cruise 

companies like to first test the port, starting with one to two cruise calls and returning every 

year with a more intensive schedule, and finally, after 4-5 years, deciding to include the port 

in a strict group of cruise departure ports.    

Pula could achieve the full status of a departure port by, at the earliest, 2020. 

Accordingly, in view of the potential ratio between embarkation/disembarkation and transit, 

in the following years it would be reasonable to consider achieving a real balance in the ratio 

of 40/60 between the port-of-departure and port-of-call, and measures aimed at reversing 

this ratio, or achieving an even higher growth of the departure port's share in the future 

period. Such growth could be achieved within the framework of a clear action plan and 

implementation of different action lines, which are certainly essential for achieving any 

type of traffic.   
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Therefore, cruise traffic results should be primarily viewed as a consequence of (a) 

overall tourism strategy and approach that the city administration and/or public 

authorities implemented on the higher level. This does not imply financial investments, but 

the recognition that a higher number of cruise passengers has no point if it is not included in 

a wider strategy of attracting tourists to this area. This also confirms that cruise industry and 

tourism do not relate only to a few companies and experts, but that this is a phenomenon 

which should be interesting for, and monitored by, many organisations and individuals.  

Thus, the port in Pula would require involvement of the local community and main 

organisers as active stakeholders that would share ideas and plans, as well as the financial 

burden of the necessary investments.  

As a kind of addition to the previous point, it is important to recognise that (b) 

destination awareness is crucial for influencing the decision-making process of cruise lines. 

Their managers always say they "take people where they want to go", and their passengers 

usually want to go to already known places that might have been visited by their friends or 

relatives. It also happens that cruises discover not-so-well-known destinations, and such 

surprises are probably a source of great satisfaction. However, to be part of cruise routes, 

destinations generally must by themselves have good reputation and developed destination 

awareness. Therefore, in the following years Pula's task is to invest (promotional) efforts in 

improving its own brand and developing capacities for attracting tourist demand. 

Promotional efforts should focus on B2C and B2B (business-to-consumer, business-to-

business) marketing activities. This means endeavouring to cooperate with other 

organisations that are already working on promoting the region and the city. Such 

cooperation should not be improvised, but requires specific work and commitment, since 

results cannot be achieved through an independent initiative. 

Another strategic driver of potential future success is related to (c) establishing good 

relations with cruise lines. This is not an easy thing to do, since good relations should rely on 

strong (and specific) proposals of tourist services, something that would provide cruise lines 

with new advantages (new opportunities, new demand, new source of income, etc.). In fact, 

this is not about good personal relations with cruise line managers, but about the possibility 

to build an operative dialogue aimed at presenting what is already realised on the local level, 

and explaining why Pula should be seriously considered as a priority port in the 

Mediterranean. A cruise destination should also bear in mind that cruise companies make 

their decisions based on a wide spectrum of weighted factors defined by different managers 

responsible for maritime operations, marketing and sales, routes and general characteristics 

planning, safety and – among the most important ones – shore excursions. More specifically, 

the construction of an efficient port with good structures and services may turn out to be 

insufficient, if it is not followed by expert investments in public relations. For example, more 

and more ports decide to join the CLIA association and pay a yearly fee in order to be able to 
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use networking opportunities, as well as the possibility to meet the right people who work 

on creating future routes for cruise lines.    

Finally, like many other companies, a port has different features that can be used in 

order to achieve the desired results. Inter alia, it has marketing features, such as price. This is 

undoubtedly an element that can affect the decisions of cruise lines, particularly in the area 

where potential alternatives do not have enough factors crucial for beating the competition. 

In its economic considerations and estimates, Pula will from the start have to think about (d) 

sales prices of its services to be offered to cruise lines, keeping in mind that, at the 

beginning, lower prices than the adjacent competition will enable the achievement of better 

results in terms of traffic. 

The other fundamental keys to success are communication and promotion; 

considering that we just mentioned public relations, which are actually part of the 

communication policy, it should be reminded that there are other (e) tools available to 

achieve the intended goal of presenting its service offer. In particular, participation in 

several fairs should be considered, especially exhibitions organised by Seatrade, such as the 

one in Florida held every March and those in the Mediterranean held every two years. It is 

also possible to choose other events that would create an opportunity to access information, 

people and journalists, such as the Adriatic Sea Forum and Posidonia, or major general travel 

trade shows like WTM (London), ITB (Berlin) and other events abroad, which would first lay 

the groundwork and later strengthen Pula's presence in the cruise industry and tourism in 

general. Efforts should be invested in organising inspection visits of cruise line 

representatives and journalists. These could be group or individual visits.   

Even the product itself, i.e. the construction and logistics of the new port, as well as 

equipment and services planned by the project, are also part of marketing. Considering that 

Pula's objective is to become a departure port for as many cruises as possible, the port's 

tasks should include the following: (f) participation in the process that could attract 

demand for the port and destination not only from the local area, but also from the whole 

Croatia, as well as from Central and Eastern Europe. 

It is required to invest in terminals and infrastructure connecting the port with the 

world, whereas Pula (Port Authority, city, region and other public and private institutions) 

should be the main driver of this demanding process of development.   

Furthermore, it should be noted that cruise lines could decide to add (or replace an 

existing one with) a new port of departure only if they establish that doing so could attract 

new demand or (g) maintain the level of operations. Thus, there would be no significant 

effect from suggesting that Pula should actively participate in marketing activities focused on 

the promotion of cruises as a good choice of holiday for tourists. Such marketing activities 

are usually something addressed by cruise companies (and their costs can be relatively high), 
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but at least in the region, the Port of Pula (and maybe even the Municipality of Pula) could 

participate in the investment and be a specially active and present subject.   

The above represents only a few strategic and marketing requirements that the Port 

of Pula should take into account of it wants to become a permanent and successful actor in 

the Mediterranean cruise sector. Other requirements may be added.   

In this phase, it should be considered that it is not only sufficient to ensure the 

budget for construction and initiation of services, but it is also required to invest efforts in 

the promotion and sales of new products, although in lesser extent. 
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5.  TECHNOLOGY ANALYSIS 

5.1 CRUISE PORT AND THE FRAMEWORK 

The new cruise port in Pula is a part of the natural environment within the city port 

basin. The site is characterised by the presence of several abandoned military facilities and 

pine trees situated on a mild eastward slope, and from the environmental point of view it is 

located in a highly anthropomorphised port-urban context.  

The project works include the construction of a large sea-based dock, 400 metres 

long, connected to the shore by a road bridge capable of carrying heavy transport vehicles 

for supplying ships.    

Land-side operations include the construction of an administrative and operational 

building intended for port operators handling the organisation of cruise-related tasks. 

Further, in subsequent phases it is planned to construct three modular passenger terminals 

in line with the development and growth of the cruise sector requirements. 

The last project phase includes the construction of another dock, this time land-

based, capable of receiving another large ship up to 130,000 tonnes.  

In addition to the construction of relevant and appropriate facilities, it is also 

required to plan the urban development of the following:   

 access roads and internal roads; 

 stopping areas or a parking lot for cruise passengers, logistics vehicles and port 

operators;   

 sewerage; 

 water supply; 

 electricity and gas distribution system; 

 lighting; 

 green surfaces. 

The designed technological solutions should focus on the selection of construction 

techniques that prefer the use of natural materials and materials consistent with the local 

tradition. Concurrently, it is also required to adopt technological solutions that incorporate 

high technology innovations designed to achieve two goals: simplify the construction phases 

and limitations, and restrict costs. 

For the purpose of environmental sustainability, primarily those solutions able to 

provide conditions for environmental impact reduction, energy efficiency, and for 

improvement and conversion of outdoor spaces in line with the existing environmental 

conditions should be examined. 
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With regard to construction, the balance between buildings and the environment 

that would respect the existing conditions, while in a non-invasive manner introducing and 

complying with the principles of energy efficiency, should be examined. 

Energy saving objectives can be achieved through technical measures, such as energy 

efficient building envelope design, using appropriate insulation materials, protective glass 

surfaces and natural ventilation. 

The project's sustainable energy design requires the use of renewable materials and 

systems able to use solar (photovoltaic cells) and/or geothermal energy.  

Just as importantly, attention should also be given to adequate bioclimatic design of 

green surfaces and squares that will be able to create climatic conditions suitable for the use 

of indoor and outdoor spaces.  

Therefore, certain factors should be considered, such as the site's slope and 

exposure, orientation, sun and shadow conditions, natural ventilation, etc., that are able to 

regulate and define technical components of the design in terms of materials, components 

and structural details.   

 

5.2 THE SELECTED TECHNOLOGY FOR THE PORT 

5.2.1 WATERSIDE WORKS 

Geomorphological seabed in Pula port basin consists of a rock substratum covered by 

the surface layer of weak sediments. At this time there is no accurate data available on the 

composition of the unconsolidated surface layer, so in the following phases it will be 

required to elaborate this aspect by performing a special geotechnical survey. Concurrently, 

a deep-water survey of the coastal belt section designated for the project will be performed 

by using acoustic systems (multibeam echosounders) and/or laser bathymetry.  

For the purpose of this study, a hypothesis was made about the existence of a 

middle, up to 1 metre thick, sediment layer with a compact bedrock. As regards the sea 

depth, the map of the Spatial Plan of the Istria County (shown below) was used as reference, 

and a short on the spot check with a echosounder was performed. A partial bathymetry of 

the Port Authority of Pula was also considered, although it only marginally includes the 

south area of the basin covered by the project.  
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In order to provide ships with a safe navigation draft of at least 12 metres across this 

area, it will be required to lower the seabed in areas where the ship traffic is planned. In this 

sense, the presence of a rock substrate will generate substantial initial costs due to the need 

to blast rocks, as opposed to usual dredging operations performed in the case of sandy soils. 

On the other hand, there are practically no maintenance costs or risks associated with 

seabed backfilling operations.  

The planned technology of excavating and blasting the rock substrate includes the 

use of controlled mini-explosive charges that can be safely used and that dramatically 

reduce the time and costs required compared to an identical operation performed by 

mechanical means. 

Generally, it is planned to create around 20,000 boreholes in the rock, each 75 mm in 

diameter (every 4 m²), filled with appropriately-sized explosive charges in order to avoid 

disturbance of sensitive areas that surround the entire city.  

Some separated limestone rocks will be collected and used for backfilling the 

coastline section intended for the construction of the terminal (additional to rock 

embedment in the first two phases) and some will be crushed and used as a component of 

structural concrete. Any surplus may be stored below the dock area or near the connecting 

bridge.   
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A summary calculation of excavations and transfers is provided in Annex 2. 

The concept design of sea-works provides for the construction of an open dock on 

large diameter concrete piles. The piles will be 1,500 mm in diameter and of sufficient 

length. 

For the dock support structure, it is planned to use prefabricated technological 

solutions that reduce the time required for installation as well as costs, and simplify the 

performance of works for the benefit of optimum safety of the construction site. After 

installing the piles, a system of prefabricated girders acting as support to other structural 

elements will be installed. The dock's lower surface will consist of prefabricated predalles 

slabs which also function as covering. 
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The finalisation of the dock structure will require massive concrete beams, about 1.5 

metres thick. Special attention will be given to finishing the dock sides, where the focus will 

be on a harmonious and somewhat striking shape of the side profile, while the use of local 

concrete aggregates will try to create the effect of a typical Croatian white-stone waterfront. 

The dock's upper surface will be completed by installing technological equipment and 

systems required for the dock's operation.   

In the second and third phase of the port development, passenger 

embarkation/disembarkation is planned proportional to the installation of two mobile 

gangways and elevated walkways, stretching from the dock's central part all the way to 

passenger terminals. The walkways can be equipped with advanced technological services 

that facilitate the mobility of such rotating caps and escalators. These elevated walkways can 

also incorporate advanced automatic luggage transfer and dock operations management 

solutions. 
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5.2.2 LANDSIDE WORKS 

The designed solution of removing the marine section of the coastal belt enables the 

preservation of a large part of the existing pine forest and smooth integration of the 

passenger terminal in a residential area.  

Always aiming to minimise the visual effect of the project, the design provides for the 

construction of three modular passenger terminals set vertically in relation to the dock line, 

interconnected by service areas and elevated walkways. The design solution plans the 

construction of two-level terminals that allow for the separation of embarking/disembarking 

operations on two levels. The first phase of construction includes the construction of an 

administrative building with offices intended for port operators.   

Ecological materials typical for local architecture will be used as much as possible in 

the construction of the building. The load-bearing structure may be made from reinforced 

concrete or steel structures, with insertion of modular elements that could facilitate 

industrialised operations of the construction process inside the structure. 

Attention should be paid to avoiding materials that could, despite being ecological 

and/or sustainable, create maintenance problems and additional costs due to their tendency 

to decay over time (wood, experimental materials, etc.). 

Glass surfaces will be made from high-tech low-e (emission) glass, and the design will 

include outdoor shutters.   

When it comes to security management (controlled access, video surveillance, etc.), 

the most advanced technological solutions available at the time of construction will be used. 

This is a type of technology that is constantly and quickly developing and whose 

specifications are subject to quickly becoming obsolete. 

 

5.3 CAPITAL INVESTMENT 

When defining costs, it is possible to make a preliminary classification of components 

related to:  

 investment (or development) costs. These are expenses related to the 

construction of the cruise port, applied in different time phases. The 

investment will improve public administration capacities and continue to be 

useful over time; 

 operating (or management) costs that regularly occur over time for the 

purpose of maintaining port operations.   

With regard to this classification, it should be noted that some expenses may be 

attributed to either the investment or operating costs, depending on their importance 

regarding the original investment (e.g. logistical adjustments and/or facilities to meet the 

requirements, investment maintenance, etc.). 
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For more details on operating costs, please refer to the relevant chapter, while 

investment costs will be further elaborated below. 

As regards the concept design, particularly prepared for this study, general 

construction costs, including contingencies and technical expenses, are quantified and 

allocated to different planned development phases.   

The three phases correspond to the port's gradual growth realised according to total 

passenger movements. 

The three phases are defined as follows:  

 PHASE 1, 70-90 calls with 80,000-100,000 passenger movements 

 PHASE 2, 130-150 calls with 150,000-180,000 passenger movements 

 PHASE 3, 200-300 calls with 250,000-600,000 passenger movements 

Each phase corresponds to the port's expansion in terms of sea-works, construction 

and urbanisation of the area. 

Explanation of the project details is provided in the figures representing different 

stages of construction and works.   

The table below specifies the new port's detailed construction costs in each 

implementation phase.   

Construction of a new dock on piles. Size 
40x400m with a bridge connecting to 
the shore 16x180 metres 

 Phase 1 Total   Phase 2 Total   Phase 3 Total  

Girder truss support system   €     6.608.000,00      

Cost of „predalles“ slabs  €     1.429.971,20      

Cost of concrete  €     4.551.024,00      

Cost of steel for reinforcement  €     2.582.784,00      

Cost of piles  €   11.312.000,00      

Cost of rock breaking/blowing up  €     9.730.000,00      

Cost of vessel services  €     2.500.000,00      

Cost of relocation of huge blocks  €   14.190.120,00      

Development of the waterfront  €     3.000.000,00   

Contingencies and hardly quantifiable 
costs (rehabilitation works, geotechnical 
and topographical surveys, etc.) 

 €     4.096.100,80      

   €   60.000.000,00   €                     -     €                     -    
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Final works   Phase 1 Total   Phase 2 Total   Phase 3 Total  

Final works on the dock (installations, 
bitts) 

 €     1.800.000,00      

Final works on the bridge connecting to 
the shore 

 €        180.000,00      

Mudguard  €          90.000,00   €          90.000,00   €          90.000,00  

Gangways  €                     -     €        525.000,00   €        262.500,00  

Dry dock (including installations and 
bitts) 

     €   18.000.000,00  

Dock for speedboats and other boats  €        500.000,00      

   €     2.570.000,00   €        615.000,00   €   18.352.500,00  

    

Works on the terminal and new 
waterfront  

 Phase 1 Total   Phase 2 Total   Phase 3 Total  

Terminal  €   10.264.800,00   €     7.848.750,00   €     7.848.750,00  

Terminal furnishings  €        200.000,00   €        200.000,00   €        200.000,00  

Embarkation/disembarkation gangway 
bridges 

   €     3.500.000,00   €     1.750.000,00  

Elevated walkway  €                     -     €     3.000.000,00   €        925.000,00  

Safety fences  €          90.000,00   €          60.000,00   €          60.000,00  

Controlled accesses  €          50.000,00   €          50.000,00   €          50.000,00  

Video surveillance            600.000,00   €        200.000,00   €        200.000,00  

Bus manoeuvring areas  €        765.000,00   €        765.000,00   €        765.000,00  

Areas for commercial and logistics 
vehicles 

 €        610.000,00   €                     -     €                     -    

Taxi parking lot  €        180.000,00   €        130.000,00   €        130.000,00  

Parking lot for cruise passengers  €     2.132.000,00   €     2.080.000,00   €     2.132.000,00  

Parking lot for operational staff  €        325.000,00   €          78.000,00   €          78.000,00  

Works related to urbanisation, 
pedestrian paths and squares 

 €        797.500,00   €        137.500,00   €        137.500,00  

Logistics machinery and equipment  €        600.000,00   €        300.000,00   €        300.000,00  
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Landscaping  €        650.000,00   €        100.000,00   €        250.000,00  

   €   17.264.300,00   €   18.449.250,00   €   14.826.250,00  

    

Technical and administrative costs and 
contingencies 

 Phase 1 Total   Phase 2 Total   Phase 3 Total  

Technical and administrative costs   €     6.386.744,00   €     1.525.140,00   €     2.654.300,00  

Contingencies and other  €     3.991.715,00   €        953.212,50   €     1.658.937,50  

    

TOTAL COST OF INDIVIDUAL PHASES 
 PHASE 1   PHASE 2   PHASE 3  

 €   90.212.759,00   €   21.542.602,50   €   37.491.987,50  

    
TOTAL COST  €  149.247.349    

  
 

5.4  INPUTS RELATED TO MATERIAL AND ENERGY 

The project covers a high value area in terms of environment and nature.  The design, 

technology and materials need to be selected taking into account the principles of 

environmental protection, even if territorial planning of the city and Croatia in general does 

not provide specific guidelines.   

In general, solutions should be adopted that enable the project to: 

 reduce energy consumption by using systematic solutions that enable the use 

of renewable energy sources;  

 maintain the microclimate in buildings by their appropriate exposure and 

application of suitable solar screens; 

 guarantee appropriate comfort conditions, including outdoor areas, along 

with preserving the existing autochthonous plants and trees, thus allowing for 

adjustment and improvement of the local microclimate;  

 reduce tap water consumption by using solutions and integrated systems that 

also support energy-saving;   

 reducing the environmental pollution load by installing appropriate water 

filtering and purification systems;   

 use materials with minimal environmental impacts, preferably focused on 

recycling and reuse;   

 meet the requirements concerning the highest level of maintainability, 

durability and replaceability of materials and components in order to optimise 

the project's total cost.   
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5.5 TECHNOLOGICAL CAPACITY 

All the works listed in the project that will be used to transform the coastal section of 

the port basin of Pula are consistent and have a significant technological value, due to which 

they are considered "major works". 

These are special sea- and landside works involving a great deal of specific technical 

requirements. 

For successful performance of works, it is required to look for construction systems 

that guarantee a specific level of reliability and durability in line with the project's 

importance. 

Construction technologies planned under the concept design are already known and 

used in different construction sectors.   

The technology using explosive charges has long been applied by international 

companies for crushing rocks, e.g. for controlled building demolition or continuous 

construction models using this technology to extract rock/marble from quarries. 

The technology using prefabricated elements (reinforced concrete, steel, but also 

other wood and glass materials) is increasingly present in industrial construction, which is 

facing typical construction site requirements as well as works performance techniques and 

deadlines regulated by strict rules of the market. 

The indirect foundations on piles represent standard sea-works, and in recent years 

new innovative techniques were developed that are able to guarantee high quality of 

construction, while at the same time reducing the time required for construction. 

The use of innovative materials and technologies with no appropriate guarantees of 

durability will be restricted as much as possible.  

With regard to systems, it will be necessary to implement those that use renewable 

energy sources, such as photovoltaic systems, solar thermal systems, geothermal systems, 

heat pumps and windmills.  Renewable energy technologies are constantly developing, but 

there are confirmed solutions that can be applied in the project, subject to a cost-benefit 

analysis. 

Therefore, it can be said that, on the one hand, the project introduces innovative 

elements aimed at using the best available technologies and, on the other hand, faces no 

special technological obstacles with regard to its feasibility.  
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6. HUMAN RESOURCES 

As part of major investments in public infrastructure, the purpose of which is to 

create wealth for a region, an analysis of human resources, as well as of the economic 

impact, has to consider the cumulative effect of this investment on this specific area. 

Economic and financial analysis must also take into account the structure of human 

resources who will manage and operate the infrastructure. 

Therefore, three different levels of employment should be considered: 

1. direct; 

2. indirect; 

3. induced. 

Direct employment includes jobs that have been created to carry out activities 

related to the proper operation of the new infrastructure. These certainly include: 

management, activities related to technical nautical services, activities related to the 

maintenance of the new infrastructure, activities related to the people employed on a full 

time or part time basis, etc. 

Indirect employment refers to all activities that occur as a result of activities related 

to the new infrastructure. In this case, for example, because it is a cruise port, there will be a 

range of activities related to the services provided to cruise passengers, from catering 

services, transportation, accommodation, guided excursions, etc. 

Induced employment refers to the activities that support direct and indirect 

activities. 

1. For the purposes of this study the following will be taken into account: 

2. Human resources for management and operation of the cruise port; 

3. Impact of the cruise activity on employment in this area. 

 

Before going into details and analysing the figures relating to human resources, it is 

useful to review the entities that are directly involved in the operation of a cruise port: 

 Port Authority; 

 marine and cruise companies; 

 Harbour Master's office; 

 customs; 

 financial police; 

 state police; 

 maritime health; 

 firefighters; 

 fireguards; 
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 pilots; 

 tugboats; 

 linesmen; 

 agents; 

 forwarding agents; 

 port utility service; 

 supervision companies; 

 transport companies; 

 luggage handlers; 

 railways; 

 airport; 

 local transportation companies/buses; 

 taxi; 

 car rental with driver; 

 tourist boats; 

 restaurants; 

 hotels; 

 shops; 

 travel guides; 

 companies for cleaning and maintenance; 

 other. 

 

6.1. HUMAN RESOURCES STRUCTURE  

6.1.1. HUMAN RESOURCES STRUCTURE 

The feasibility study defines three development phases of the port in Pula. Each of 

these three phases has different growing targets, the achievement of which requires 

adequate human resources. The number of human resources (people required to achieve 

predetermined goals) obviously depends on the skills and productivity of the resources 

themselves.  

Since the know-how for all key roles already exists and is available in the market from the 

experience of other cruise ports, for the purposes of this study it will be implied that the Port 

Authority of Pula will find people with the necessary skills. 

It should be pointed out that there is a global trend of having an extremely small and 

capable management structure and entrusting various operations to specialised companies 

and operators. Such a management system allows keeping low fixed costs and hiring an 

appropriate number of external resources as necessary. 
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With appropriate competition policies with regard to external companies, it is also 

possible to maintain a high level of quality of the services provided at low cost. 

Upon conducting an analysis of possible models of cruise port management from its 

very inception, together with the Port Authority of Pula, the following options were taken 

into account: 

• Direct management by the Port Authority; 

• Management by a terminal operator selected through a public tender; 

• Management by an external terminal operator selected directly by the Port 

Authority; 

Due to the local laws and regulations, it was decided that direct management by the 

Port Authority will be taken into account for the purposes of this study.  

Delegating the management to third parties will be at the discretion of the Port Authority, 

which will consider this possibility. 

Along with the management structure, the human resources component that must 

always function is the people employed directly in the port activities that are activated only 

at the time of arrival of a ship. 

In this case, human resources depend on the features of the ship and the services it 

needs. 

Some of the main features and services can be: 

• Size of the ship, larger ships have a greater need for staff for some types of  

 services; 

• Whether the ship is in the port of departure or port of call, in the first case the 

 ship needs a greater variety of services, including parking, check-in, luggage  

 transfer, etc. 

• Clients on board, depending on whether it is a luxury ship or not, the need  for 

 staff providing reception services may be greater or lesser; 

• Greater or lesser need for goods and/or waste disposal; 

• Ability of the area to attract the attention of cruise passengers in order for them  

 to spend some time in the area; 

• Weather conditions; 

• Other. 

In this case it is possible to make a rough analysis only because the figures depend on 

an extremely large number of factors that vary over the years, in the course of a season, or 

from one ship to another. 
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It should be noted that, apart from technical maritime services and certain services 

provided by the port operator, most of the services are required directly from the cruise 

companies and the demand for such services is met with the supply that is spontaneously 

created in the area in accordance with the natural process of supply and demand. 

In order to make a rough analysis of the human resources that could be employed 

during a particular season, two theoretical cases of a ship with 1.000 passengers, in one case 

a 100% port of departure and in the second a 100% port of call. 

The following will be taken into account: 

• PHASE 1, 70-90 calls with 80.000 to 100.000 passenger movements 

• PHASE 2, 130-150 calls with 150.000 to180.000 passengers movements 

• PHASE 3, 200-300 calls with 250.000 to 600.000 passenger movements 

• ROUND TRIP CRUISE CASE 1: cruise ship with 1.000 passengers 100% port of  

 departure 

• ROUND TRIP CRUISE CASE 2: cruise ship with 1.000 passengers 100% port of call 

PHASE 1 

The structure in the first phase could be as follows: 

PHASE 1   

Board of Directors   

CEO 1 

General Manager   

Secretary 1 

Sales/Commercial Department 1 

Technical Department   

Operations/Security/Safety 1 

Acquisitions/IT Department 1 

Administration/Accounting 2 

TOTAL 7 

 

 

 

 

 

 



 
 

 
101 

Organisational chart: 

  

 

 BOD: Board of Directors: 

o Board of Directors; 

 CEO: Chairman of the Board: 

o is the Managing Director entrusted with the task of achieving the objectives 

set by the Board of Directors. It is extremely important that the person 

performing this job knows the cruise market, may already have established 

relationships with operators such as cruise companies and has diplomatic 

skills. Since he/she will maintain personal relations with major stakeholders in 

the market, he/she must have a vision of growth for new port and must have 

leadership skills in order to be able to run overall business operations of the 

port; 

 Secretary: 

o Secretary; 

 Administration/Accounting: 

o Administration/Accounting; 

 Sales/Commercial Dept.: 

o Sales Department/Commercial Department. This department supports the 

Managing Director in business presentation and promotion to cruise 

companies, tourist offices, agencies, etc. 
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 Technical Dept.: 

o Technical Department is responsible for port operations.  

o Operations/Security/Safety: 

 Part of the Technical Department responsible for business operation, safety 

and environment. Some of the major roles in this part of the department are 

PFSO (Port Facility Security Officer) and QSE (Quality, Safety, Environment). 

These roles depend on the regulations, but are necessary. 

o Acquisitions/IT: 

 Acquisitions and IT Department; 

 

PHASE 2 

The structure of the second phase could be as follows: 

 

PHASE 2   

Board of Directors   

CEO 1 

General Manager 1 

Secretary 1 

Sales/Commercial Department 2 

Technical Department   

Operations/Security/Safety 2 

Acquisitions/IT Department 2 

Administration/Accounting 3 

TOTAL 12 

 

 

 

 

 

 

 

 

 



 
 

 
103 

Organisational chart: 

 

 General Manager: 

o General Manager. The most important person added to the organisational 

chart of the first phase who is responsible for all technical matters of the port, 

thus relieving the Managing Director of this burden and allowing him/her to 

devote him/herself to a strategic vision. 

 The remaining four persons added to the organisational chart support the previously 

performed activities whose scope is increased due to increased traffic. 

 

PHASE 3 

The structure of the third phase could be as follows:  

PHASE 3   

Board of Directors   

CEO 1 

General Manager 1 

Secretary 1 

Sales/Commercial Department 2 
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Technical Department   

Operations/Security/Safety 2 

Acquisitions/IT Department 2 

Administration/Accounting 4 

TOTAL 13 

 

Organisational chart: 

 

 Adding staff at this stage refers solely to the extension of activities due to 

increased traffic. Since we are talking about management, because 

operational activities are carried out by specialised companies, there is no 

particular need to increase the number of staff. 

 

ROUND TRIP CRUISE CASE 1: CRUISER WITH 1,000 passenger 100% port of departure 

In this case the human resources employed would be as follows: 
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Role/Activity No. of employees 

Pilot 1 

Linesmen 2 

Police 2 

Finance police 2 

Customs 2 

Shipping agents 2 

Customs freight forwarders 1 

Maritime health 1 

Luggage handlers 10 

Forklift drivers, pallet handlers 3 

Persons in charge of parking 2 

Security guards 4 

Cleaning service 2 

Taxi drivers 10 

Car rental with driver 0 

Bus drivers 16 

On board staff for local cruises 0 

Emergency 1 

Bar at the terminal 1 

Ship chandler lorry 10 

Guides/operators 0 

Hostesses/Check-in/Reception 10 

    

Total 82 

 

• Harbour pilot: a harbour pilot is indispensable in difficult situations such as passing 

through a strait, channel or navigating through fog, the pilot boards the ship in order to 

facilitate its arrival in or departure from the port. The use of harbour pilot services is 

regulated by the Port Authority; 

• Tugboats: a tugboat is a boat with an engine that has a specific function of towing 

vessels. With modern cruise ships, in normal conditions, this activity is no longer needed, 

since the ships use their own engines when entering and leaving the port. However, the 

presence of tugboats fastened to a ship provides safety at work in so far as they may 

intervene in the event of an emergency; 

• Linesmen: linesmen ensure safe berthing of ships arriving to dock, pier or buoys, 

fasten the ship to the berth, watch that the berthed ship remains securely tied during its 
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stay, intervening where necessary or in emergencies, they cooperate with the ship's crew in 

the stage of unberthing at departure, freeing the ship from berths and making sure that the 

ship safely leaves the port and sets out to sea. 

• Police. 

• Finance police 

• Customs: ships during round trip cruises can cross borders several times, even the 

borders of the Schengen zone, which is why customs is necessary. 

• Shipping agents: shipping agent is one of the most important supporting roles in 

maritime transport: he/she represents the carrier (shipping company) and the captain 

of the ship in home port, and on their behalf and for their account performs all actions 

related to the docking of the ship itself, including the negotiations and verification of 

the activities  performed25. 

• Customs freight forwarding: freight forwarder is generally a person who, for somebody 

else's account, forwards, takes over or send back the goods. This is usually done by a 

person or a company that is commonly known as a forwarding agent26. 

• Maritime health: offices are located in major domestic ports and airports to prevent the 

risk of disease importation from abroad. Even if these offices provide various health 

services (e.g. forensic medicine services for seamen, vaccination-prophylaxis for 

travellers), the main institutional task of the maritime clinics  is the control of health 

and hygiene of means, goods and people from outside the EU27.27 

• Luggage handlers: personnel specialised in the management of passengers' luggage 

on cruise ships. They are responsible for loading and unloading, as well as other matters 

related to baggage security control. 

• Forklift drivers, persons in charge of loading and unloading pallets: persons 
specialising in operating forklifts, this activity is regulated by special regulations to reduce 
work-related injuries. 

• Persons in charge of parking 
• Security guards 
• Utility company 
• Taxi drivers 
• Car rental with driver 
• Bus drivers  
• On board staff for local round trip cruises (captain and sailor for each ship) 
• Emergency 
• Bar at the terminal for refreshments for cruise passengers  
• Ship chandler lorry 

                                                           
25 Genova Port http://www.genoaportcenter.it/Pagina.aspx?idPag=121&AspxAutoDetectCookieSupport=1  
26 Genova Port http://www.genoaportcenter.it/Pagina.aspx?idPag=121&AspxAutoDetectCookieSupport=1 
27 Quot. Wikipedia, Maritime Health https://it.wikipedia.org/wiki/USMAF 
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• Guides/land operators 
• Hostesses/Check-in/Reception: staff involved in the activities of check-in, reception 

and providing support to cruise passengers.  

ROUND TRIP CRUISE CASE 2: cruise ship with 1,000 passengers 100% port of call 

In this case, the human resources employed would be as follows: 

Role / Activity No. of employees 

Pilot 1 

Linesmen 2 

Police 2 

Finance police 2 

Customs 2 

Shipping agents 2 

Customs freight forwarders 1 

Maritime health 1 

Luggage handlers 0 

Forklift drivers, pallet handlers 0 

Persons in charge of parking 0 

Security guards 3 

Cleaning service 2 

Taxi drivers 10 

Car rental with driver 5 

Bus drivers 8 

On board staff for local cruises 10 

Emergency 1 

Bar at the terminal 1 

Ship chandler lorry 0 

Guides/operators 15 

Hostesses/Check-in/Reception 2 

   

Total 70 

 

6.2. HUMAN RESOURCE MANAGEMENT 

As we have assumed that the port is managed by the Port Authority, it is logical for it 

to manage the human resources.  
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A special department or staff of the Port Authority  responsible for managing the cruise port 

will later provide for conducting a series of tenders for the management of various services 

that are to be delegated to specialised companies.     

 

6.3. ANNUAL EXPENSES 

Annual expenses must refer only to the cost of fixed management structure, i.e. the 

above specified organisational chart for different phases, since other activities can be 

managed by cruise companies.  

However, this option is not recommended, as careful management of all services can benefit 

the development of the port. 

To be more precise, managing services would allow the management to develop 

strategies that can additionally increase immediate earnings, for example, by increasing 

tariffs, or facilitate growth and future earnings, for example, by at least keeping the tariffs 

and considering the services offered as an investment in the area (low cost services will 

encourage cruise companies to send a larger number of ships with more passengers, which 

ultimately contributes to the wealth of the area). 
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7. FINANCIAL ANALYSIS 

The financial analysis must include the costs – investments costs, operating costs, 

description of revenues, sources of financing and financial results of the project, the 

currency – prices applied in the analysis, the financial analysis period – assessment of 

revenues and costs; the discount rate; the value of the investment, material costs, intangible 

costs; financial return on investment (FNPV(C) and FRR(C)), sources of financing, financial 

sustainability, financial return on capital (FNPV(K) and FRR(K)). The financial analysis 

presented in this Section and the economic analysis outlined in Section 8 were prepared to a 

large extent in compliance with the EU Guide for Investment Projects (EC DG Regio, July 

2008), as well as the EC Working document No. 4, Guidance on the Methodology of Carrying 

Out Cost-Benefit Analysis (EC DG Regio, 08/2006) and the EU guidelines; Guide to Cost-

Benefit Analysis of Investment Projects, Economic Appraisal Tool for Cohesion Policy 2014-

2020, December 2014.  

The financial analysis will depend primarily on the management model of the newly 

built passenger terminal and other infrastructure and superstructure. Pursuant to the 

relevant legislation, it is anticipated that the passenger terminal can be operated (managed) 

in two ways: 

1. by the Port Authority under whose authority the port area where the terminal was 

built is located; in this instance, the Port Authority of Pula, and 

2. by a concessionaire that was granted the concession by the Port Authority of Pula 

in a public tendering procedure. 

Based on the initial estimates, the value of the investment is too high with respect to 

potential revenues hence the variant 2 is not considered, because it is believed that there 

are no potential investors.  

The following sections outline the key assumptions applied in the financial analysis. 

 

7.1. OBJECTIVES OF THE FINANCIAL ANALYSIS 

The objectives of the financial analysis are: 

 Estimate costs and revenues, and the impact of cash flow associated with the 

value of the investment on an incremental basis 

 Identify the financing structure of the project and determine its profitability 

 Verify the adequacy of the projected cash flow to ensure sustainable operation of 

the project throughout the planned period of operation. 

 Provide a proposal of the framework for financing sources  
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Definition of Sustainability 

Financial sustainability is defined as the capability of the Port Authority of Pula to 

cover the operating and maintenance costs, as well as the costs associated with debt 

repayment during the project term. 

The analysis assesses the financial sustainability in the context of the implementation 

of the proposed investment programme, but also related to the necessary, current 

replacement of worn-out assets and annual investments in tangible assets and maintenance 

necessary to maintain the required standard during the project term.  

Sustainability is not analyzed by taking into account solely the financing under full 

market conditions; financial forecasts will include cash flows from the sources of financing 

with non-repayable funds, including the development subsidies from the responsible 

ministry, funds of the local self-government unit intended for development, as well as EU 

non-repayable funds. 

Approach to the Project 

The proposed investment needs to be considered in the context of the existing 

infrastructure of the Port Authority of Pula. Hence, according to the Guide to Cost-Benefit 

Analysis of Investment Projects, an incremental approach is suggested. The incremental 

approach is used by comparing the cash flows in the “with project” scenario and the cash 

flows in the “without project” scenario, i.e. the financial analysis presents only projections of 

the project’s cash flow. 

Project Term / Reference Period 

The project term applied in the analysis is 50 years, whereas the reference values are 

monitored over a period of 20 years in compliance with the Guide to Cost-Benefit Analysis of 

Investment Projects funded by EU. The project term includes the pre-investment period of 2 

years (2015-2016) and the remaining 48 successive years (2017-2064) of investment and 

exploitation.  

Real Financial Discount Rate 

The real financial discount rate of 5% is applied, in line with the Guide to Cost-Benefit 

Analysis. 

Price Levels  

All prices applied in the analysis are expressed based on the actual levels in 2015. 

Financial forecasts are expressed in HRK, with the possibility to be easily converted and 

expressed in Euros. 

Time Schedule / Investment Distribution  

Investments are distributed over the priority investment period, i.e. three investment 

phases: the first phase begins in 2017, the second phase begins in 2021, and the last phase 
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in 2029. The distribution of domestic and foreign components of investment costs are also 

taken into account. 

7.2. INVESTMENT COSTS 

Regardless of the terminal management model, the total amount of these costs will 

not change. However, the settlement of the question as to who will bear the investment 

costs will depend on the selected model of the terminal construction and management, i.e. 

there is a possibility to reach consensus on several public-private partnership models.  

Accordingly, several possible scenarios can be identified:  

1. Port Authority of Pula decides to build and manage the terminal on its own, hence 

it alone will bear the investment costs, 

2. Port Authority of Pula decides to build the terminal on its own, but leases its 

operation to a concessionaire; again, the investment costs will be borne by the 

Port Authority of Pula alone, which is a simple form of public-private partnership 

based on a concession agreement, 

3. Port Authority of Pula may open right at the beginning a concession granting 

procedure for the terminal, where it defines that the concessionaire that wishes to 

manage the terminal is obligated to build the terminal at its own expense (BOT – 

Build-Operate-Transfer model), which is a more complex model of public-private 

partnership. A potential problem is management of the maritime domain i.e. the 

impossibility to acquire ownership of the infrastructure and superstructure in the 

maritime domain, which may potentially restrain the investor from investing in the 

terminal without the right of ownership.   

4. Port Authority of Pula distributes the investment costs by opting for the financing 

model through a Public-Private Partnership (PPP) which provides for a sharing of 

investment costs so that the Port Authority of Pula participates in the terminal 

construction and in return gets some premises in the terminal (office premises and 

the like), but the terminal, once constructed, is managed by the concessionaire. It 

has to be mentioned that the presented case may also be reverse, that is, the 

concessionaire receives some premises in the terminal (office, restaurant, café, 

etc.) in return for co-funding the construction of the terminal, and the Port 

Authority of Pula assumes the management of the terminal. 

In the cases specified under points 1, 2 and 4, the Port Authority of Pula can rely on 

the following sources as the possible sources of financing for the investment costs 

(investment): 

 Budget funds of the Istria County 

 Budget funds of the Republic of Croatia 

 Own funds 
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 Long-term loans 

 Private capital investments through public-private partnership models (e.g. BOT) 

 EU non-repayable funds 

It can be concluded that the terminal management model and the financing model 

for its construction will not influence the amount of the investment costs. The overall 

investment is divided into three phases. 

Table 7.2.1 shows the potential costs of the passenger terminal construction.  

Table 7.2.1: Breakdown and schedule of the passenger terminal construction/reconstruction (in 

thousand Euros) 

Construction of new docks. 
Size 40x400m with a bridge connecting 
to the shore 16x180 metres 

Phase 1 Phase 2 Phase 3 

Girder truss support system  € 6.608.000,00 
  

Cost of „predalles“ slabs € 1.429.971,20 
  

Cost of concrete € 4.551.024,00 
  

Cost of steel for reinforcement € 2.582.784,00 
  

Cost of piles € 11.312.000,00 
  

Cost of rock breaking/blowing up  € 9.730.000,00 
  

Cost of vessel services € 2.500.000,00 
  

Cost of relocation of huge blocks € 14.190.120,00 
  

Development of the waterfront € 3.000.000,00 
  

Contingencies and hardly quantifiable 

costs (Rehabilitation, geotechnical and 

topographical surveys, etc.) 
€ 4.096.100,80   

  € 60.000.000,00 - 
 

Source: VTPE calculation 

Completion of works Phase 1 Phase 2 Phase 3 

Final works on the dock (installations, 

bitts) € 1.800.000,00 
  

Final works on the bridge connecting 

to the shore € 180.000,00 
  

Mudguard € 90.000,00 € 90.000,00 € 90.000,00 
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Gangways  
 

€ 525.000,00 € 262.500,00 

Dry dock (including installations and 

bitts)   
€ 18.000.000,00 

Dock for speedboats and other boats € 500.000,00 
  

 
€ 2.570.000,00 € 615.000,00 € 18.352.500,00 

Source: VTPE calculation 

Contingencies € 3.991.715,00 € 953.212,50 € 1.658.937,50 

Technical and administrative costs € 6.386.744,00 € 1.525.140,00 € 2.654.300,00 

Source: VTPE calculation 

Works on the terminal and new 

waterfront Phase 1 Phase 2 Phase 3 

Terminal € 10.264.800,00 € 7.848.750,00 € 7.848.750,00 

Terminal furnishings € 200.000,00 € 200.000,00 € 200.000,00 

Embarkation/disembarkation gangway 

bridges   
€ 3.500.000,00 € 1.750.000,00 

Elevated walkway - € 3.000.000,00 € 925.000,00 

Safety fences € 90.000,00 € 60.000,00 € 60.000,00 

Controlled accesses € 50.000,00 € 50.000,00 € 50.000,00 

Video surveillance € 600.000,00 € 200.000,00 € 200.000,00 

Bus manoeuvring areas  € 765.000,00 € 765.000,00 € 765.000,00 

Areas for commercial and logistics 

vehicles € 610.000,00 - - 

Taxi parking lot  € 180.000,00 € 130.000,00 € 130.000,00 

Parking lot for cruise passengers € 2.132.000,00 € 2.080.000,00 € 2.132.000,00 

Parking lot for operational staff € 325.000,00 € 78.000,00 € 78.000,00 

Works related to urbanisation, 

pedestrian paths and squares € 797.500,00 € 137.500,00 € 137.500,00 

Logistics machinery and equipment € 600.000,00 € 300.000,00 € 300.000,00 

Landscaping € 650.000,00 € 100.000,00 € 250.000,00 

  € 17.264.300,00 € 18.449.250,00 € 14.826.250,00 

Source: VTPE calculation 
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7.3 STRUCTURE OF INVESTMENTS IN WORKING CAPITAL 

Investments in working capital are relatively low compared to investments in fixed 

assets. Hence they are not calculated at this stage of the investment feasibility study. 

 

7.4 REVENUE ANALYSIS  

Port Authority revenues generated by passenger ports are: 

1. Revenues from passenger ships: 

 Port dues 

 anchorage fees 

 maintenance fees 

 pilotage and berthing fees 

 mooring fees 

 agency fees  

 waste collection 

 electricity consumption and water supply 

2. Revenues from passengers: 

 passenger fees 

3. Concession fees based on the areas granted in concession for carrying out an 

economic activity in the maritime domain. 

 

7.4.1. REVENUE FROM PASSENGER SHIPS 

For instance, a simple calculation of passenger ship expenditure that represent port 

authority revenues is presented in the Table below.  

Table 7.4.1.1: Example of passenger ship expenditure in a port 

TYPE OF 
EXPENDITURES 

NOTES 

Port dues  
To be paid by ships: USD 1 for the transport of each passenger on the ship. 
Discounts are offered on the rates above. 

Wharfage 
To be paid by a ship that uses the port for passenger embarkation and 
disembarkation. USD 7 per meter of Length Over All (LOA). 

Waterway 
maintenance fees  

30 day tariff: 0,35 USD/NT. Annual tariff: 3,10 USD/NT.  

Pilotage From USD 132 to USD 417 for each trip based on the GT 

Charges for tying up and 
letting go  

From USD 322 to USD 1,035 based on the GT. 
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Agency fees From USD 700 to USD 1,400 based on the GT. 

Other expenditures Custom duties, country entry, waste, drinking water, etc. 

For a deeper analysis of passenger ship expenditure, the Table below presents a 

more complex calculation of ship expenditures. The calculations are based on real passenger 

ship calculations according to the Port Authority Tariff Schedule and the average rates on 

the North Adriatic28. 

The consultant input 39 cruisers into the calculation of passenger ship expenditure 

that represents port authority revenues and described their characteristics:  

 length (m)  

 width (m)  

 GT  

 engine power (kW)  

 draught (m) 

 max. passenger capacity 

Likewise, the following expenditures were calculated for each passenger ship: 

 Port dues 

o Passenger embarkation/disembarkation 

o Demurrage charges 

 Port charges 

o Water  

o Electricity  

o Waste 

o Tying up/Letting go 

 Pilotage 

 Agency fees 

                                                           
28

 Data are based on the calculation made on the basis of information provided by port authorities of the Republic of 
Croatia, with a special emphasis on the information provided by the Port Authority Pula.  



 
 

 

Table 7.4.1.2: Calculation of ship expenditure – Port dues 

Category Name of the cruiser 
length 

(m) 
width(m) GT 

Engine 
power 
(kW) 

draught 
(m) 

max. 
passenger 
capacity 

Port dues 

Passenger 
embarkation/disembarkation Demurrage 

charges 
per passenger cost 

1 MILLENNIUM 294 32,2 90228 50000 8,2 2450 8,77 HRK 21.486,50 HRK 34.286,64 HRK 

1 
BRILLIANCE OF THE 

SEAS 
293,2 32,2 90090 39000 8,1 2496 8,77 HRK 21.889,92 HRK 34.234,20 HRK 

2 COSTA MEDITERRANEA 292,5 32,2 85700 62370 8 2680 8,77 HRK 23.503,60 HRK 34.280,00 HRK 

3 GALAXY 263,9 32,2 77713 29250 7,7 2114 8,77 HRK 18.539,78 HRK 32.639,46 HRK 

3 COSTA VICTORIA 251 32,3 75951 50700 7,8 2246 8,77 HRK 19.697,42 HRK 31.899,42 HRK 

3 QUEEN ELISABETH II 293,5 32 70327 95615 9,9 1791 8,77 HRK 15.707,07 HRK 29.537,34 HRK 

4 CRYSTAL SERENITY 250 32,2 68870 52197 7,8 1140 8,77 HRK 9.997,80 HRK 30.302,80 HRK 

5 ROTTERDAM 234 30,8 59652 34560 7,5 1668 8,77 HRK 14.628,36 HRK 27.439,92 HRK 

5 MSC LIRICA 251,2 28,8 59058 30600 6,6 2343 8,77 HRK 20.548,11 HRK 27.166,68 HRK 

5 COSTA ROMANTICA 220,6 28 53049 22800 7,3 1782 8,77 HRK 15.628,14 HRK 24.402,54 HRK 

6 MSC ARMONIA 216 28,8 47275 31680 6,9 1670 8,77 HRK 14.645,90 HRK 22.692,00 HRK 

6 THE WORLD 196,3 29,8 43188 11040 6,7 699 8,77 HRK 6.130,23 HRK 20.730,24 HRK 

6 AIDA AURA 202,9 28,1 42289 27550 6,3 1687 8,77 HRK 14.794,99 HRK 20.298,72 HRK 

6 SEVEN SEAS VOYAGER 206,5 28,8 41500 16600 7 768 8,77 HRK 6.735,36 HRK 19.920,00 HRK 

7 AIDA CARA 193,3 27,6 38531 21720 6,2 1186 8,77 HRK 10.401,22 HRK 19.265,50 HRK 

7 MINERVA II 181 25,5 30277 13500 5,8 702 8,77 HRK 6.156,54 HRK 15.744,04 HRK 

7 REGATTA 181 25,5 30277 13500 5,8 702 8,77 HRK 6.156,54 HRK 15.744,04 HRK 

7 NAUTICA 181 25,46 30277 18600 5,95 850 8,77 HRK 7.454,50 HRK 15.744,04 HRK 

8 EUROPA 198,6 24 28437 21606 6 408 8,77 HRK 3.578,16 HRK 15.640,35 HRK 



 
 

 

8 COSTA ALLEGRA 187,7 25,8 28430 19200 8,2 1066 8,77 HRK 9.348,82 HRK 15.636,50 HRK 

8 SILVER WHISPER 186 24,8 28258 15600 6,1 396 8,77 HRK 3.472,92 HRK 15.541,90 HRK 

8 COSTA MARINA 174,2 25,8 25558 19152 8,2 1025 8,77 HRK 8.989,25 HRK 14.056,90 HRK 

8 MARCO POLO 176,3 23,6 22086 15447 8,2 848 8,77 HRK 7.436,96 HRK 12.589,02 HRK 

8 RADISSON DIAMOND 131,2 32 20295 11400 8,4 354 8,77 HRK 3.104,58 HRK 11.568,15 HRK 

9 SILVER WIND 155,8 21,4 16927 10600 5,3 315 8,77 HRK 2.762,55 HRK 9.986,93 HRK 

9 SEAWING 163,3 22,8 16607 13240 6,5 926 8,77 HRK 8.121,02 HRK 9.798,13 HRK 

9 CLUB MED II 187 20 14983 9120 5,1 439 8,77 HRK 3.850,03 HRK 9.289,46 HRK 

10 SEABOURN SPIRIT 133,8 19 9975 5355 5,2 208 8,77 HRK 1.824,16 HRK 6.384,00 HRK 

10 SEABOURN PRIDE 133,8 19 9975 5355 5,2 208 8,77 HRK 1.824,16 HRK 6.384,00 HRK 

10 ROYAL CLIPPER 133,2 16,4 5061 3730 5,7 260 8,77 HRK 2.280,20 HRK 3.340,26 HRK 

10 HEBRIDIAN SPIRIT 90,6 15,36 4280 3514 3,9 114 8,77 HRK 999,78 HRK 2.824,80 HRK 

10 SEA DREAM II 104,8 14,6 4260 3540 4 116 8,77 HRK 1.017,32 HRK 2.811,60 HRK 

10 SEA DREAM I 104,8 14,6 4260 3540 4 116 8,77 HRK 1.017,32 HRK 2.811,60 HRK 

10 SEA CLOUD II 117,1 16 3849 2480 5,7 64 8,77 HRK 561,28 HRK 2.566,00 HRK 

10 SEA CLOUD 109,5 14,9 2532 4413 5,1 61 8,77 HRK 534,97 HRK 2.566,00 HRK 

10 STAR FLYER 111,5 14,8 2298 1030 5,5 180 8,77 HRK 1.578,60 HRK 2.566,00 HRK 

10 STAR CLIPPER 111,5 14,8 2298 1030 5,5 180 8,77 HRK 1.578,60 HRK 2.566,00 HRK 

10 LE PONANT 88,5 11,9 1189 1680 4 64 8,77 HRK 561,28 HRK 2.566,00 HRK 



 
 

 

 

Table 7.4.1.3: Calculation of ship expenditure – Port charges and other expenses 

Cat Name of the cruiser 

Port charges 

Pilotage 
Agency 

fees 
Total  

Water Electricity Waste 

Tying 
up/Letting 

go 
Port 

charges 
Cost 

Amount  
(average) 

Cost 

Amount 
(average) 
m

3
/pass

enger 

Cost 

1 MILLENNIUM 250 
7.500,00 

HRK 
/ / 0,05 

27.562,50 
HRK 

16.972,50 
HRK 

4.832,35 HRK 937,50 HRK 113.577,99 HRK 

1 BRILLIANCE OF THE SEAS 250 
7.500,00 

HRK 
/ / 0,05 

28.080,00 
HRK 

16.972,50 
HRK 

4.832,35 HRK 937,50 HRK 114.446,47 HRK 

2 COSTA MEDITERRANEA 200 
6.000,00 

HRK 
/ / 0,05 

30.150,00 
HRK 

16.110,00 
HRK 

4.832,35 HRK 937,50 HRK 115.813,45 HRK 

3 GALAXY 180 
5.400,00 

HRK 
/ / 0,05 

23.782,50 
HRK 

14.730,00 
HRK 

4.832,35 HRK 937,50 HRK 100.861,59 HRK 

3 COSTA VICTORIA 180 
5.400,00 

HRK 
/ / 0,05 

25.267,50 
HRK 

14.385,00 
HRK 

4.832,35 HRK 937,50 HRK 102.419,19 HRK 

3 QUEEN ELISABETH II 180 
5.400,00 

HRK 
/ / 0,05 

20.148,75 
HRK 

13.522,50 
HRK 

4.832,35 HRK 937,50 HRK 90.085,51 HRK 

4 CRYSTAL SERENITY 150 
4.500,00 

HRK 
/ / 0,05 

12.825,00 
HRK 

13.177,50 
HRK 

4.832,35 HRK 937,50 HRK 76.572,95 HRK 

5 ROTTERDAM 130 
3.900,00 

HRK 
/ / 0,05 

18.765,00 
HRK 

11.625,00 
HRK 

4.832,35 HRK 937,50 HRK 82.128,13 HRK 

5 MSC LIRICA 130 
3.900,00 

HRK 
/ / 0,05 

26.358,75 
HRK 

11.625,00 
HRK 

4.832,35 HRK 937,50 HRK 95.368,39 HRK 

5 COSTA ROMANTICA 130 
3.900,00 

HRK 
/ / 0,05 

20.047,50 
HRK 

10.590,00 
HRK 

4.832,35 HRK 937,50 HRK 80.338,03 HRK 

6 MSC ARMONIA 115 
3.450,00 

HRK 
/ / 0,05 

18.787,50 
HRK 

9.555,00 HRK 4.832,35 HRK 937,50 HRK 74.900,25 HRK 



 
 

 

6 THE WORLD 115 
3.450,00 

HRK 
/ / 0,05 7.863,75 HRK 8.865,00 HRK 4.832,35 HRK 843,75 HRK 52.715,32 HRK 

6 AIDA AURA 115 
3.450,00 

HRK 
/ / 0,05 

18.978,75 
HRK 

8.296,20 HRK 4.832,35 HRK 937,50 HRK 71.588,51 HRK 

6 SEVEN SEAS VOYAGER 115 
3.450,00 

HRK 
/ / 0,05 8.640,00 HRK 8.520,00 HRK 4.832,35 HRK 937,50 HRK 53.035,21 HRK 

7 AIDA CARA 110 
3.300,00 

HRK 
/ / 0,05 

13.342,50 
HRK 

8.002,50 HRK 4.832,35 HRK 843,75 HRK 59.987,82 HRK 

7 MINERVA II 110 
3.300,00 

HRK 
/ / 0,05 7.897,50 HRK 6.622,50 HRK 4.832,35 HRK 843,75 HRK 45.396,68 HRK 

7 REGATTA 110 
3.300,00 

HRK 
/ / 0,05 7.897,50 HRK 6.622,50 HRK 4.832,35 HRK 843,75 HRK 45.396,68 HRK 

7 NAUTICA 110 
3.300,00 

HRK 
/ / 0,05 9.562,50 HRK 6.622,50 HRK 4.832,35 HRK 843,75 HRK 48.359,64 HRK 

8 EUROPA 100 
3.000,00 

HRK 
/ / 0,05 4.590,00 HRK 6.277,50 HRK 2.899,40 HRK 843,75 HRK 36.829,16 HRK 

8 COSTA ALLEGRA 100 
3.000,00 

HRK 
/ / 0,05 

11.992,50 
HRK 

6.277,50 HRK 2.899,40 HRK 843,75 HRK 49.998,47 HRK 

8 SILVER WHISPER 100 
3.000,00 

HRK 
/ / 0,05 4.455,00 HRK 6.277,50 HRK 2.899,40 HRK 843,75 HRK 36.490,47 HRK 

8 COSTA MARINA 100 
3.000,00 

HRK 
/ / 0,05 

11.531,25 
HRK 

5.760,00 HRK 2.899,40 HRK 843,75 HRK 47.080,55 HRK 

8 MARCO POLO 100 
3.000,00 

HRK 
/ / 0,05 9.540,00 HRK 5.242,50 HRK 2.899,40 HRK 843,75 HRK 41.551,63 HRK 

8 RADISSON DIAMOND 100 
3.000,00 

HRK 
/ / 0,05 3.982,50 HRK 4.897,50 HRK 2.899,40 HRK 702,50 HRK 30.154,63 HRK 

9 SILVER WIND 85 
2.550,00 

HRK 
/ / 0,05 3.543,75 HRK 4.720,50 HRK 2.416,17 HRK 843,75 HRK 26.823,65 HRK 

9 SEAWING 85 
2.550,00 

HRK 
/ / 0,05 

10.417,50 
HRK 

4.720,50 HRK 2.416,17 HRK 843,75 HRK 38.867,07 HRK 

9 CLUB MED II 85 
2.550,00 

HRK 
/ / 0,05 4.938,75 HRK 3.862,50 HRK 2.416,17 HRK 843,75 HRK 27.750,66 HRK 



 
 

 

10 SEABOURN SPIRIT 75 
2.250,00 

HRK 
/ / 0,05 2.340,00 HRK 3.000,00 HRK 1.449,70 HRK 702,50 HRK 17.950,36 HRK 

10 SEABOURN PRIDE 75 
2.250,00 

HRK 
/ / 0,05 2.340,00 HRK 3.000,00 HRK 1.449,70 HRK 702,50 HRK 17.950,36 HRK 

10 ROYAL CLIPPER 75 
2.250,00 

HRK 
/ / 0,05 2.925,00 HRK 2.500,00 HRK 1.449,70 HRK 702,50 HRK 15.447,66 HRK 

10 HEBRIDIAN SPIRIT 75 
2.250,00 

HRK 
/ / 0,05 1.282,50 HRK 2.050,00 HRK 1.176,57 HRK 562,50 HRK 11.146,15 HRK 

10 SEA DREAM II 75 
2.250,00 

HRK 
/ / 0,05 1.305,00 HRK 2.050,00 HRK 1.176,57 HRK 702,50 HRK 11.312,99 HRK 

10 SEA DREAM I 75 
2.250,00 

HRK 
/ / 0,05 1.305,00 HRK 2.050,00 HRK 1.176,57 HRK 702,50 HRK 11.312,99 HRK 

10 SEA CLOUD II 75 
2.250,00 

HRK 
/ / 0,05 720,00 HRK 2.050,00 HRK 1.050,51 HRK 702,50 HRK 9.900,29 HRK 

10 SEA CLOUD 75 
2.250,00 

HRK 
/ / 0,05 686,25 HRK 2.050,00 HRK 882,43 HRK 702,50 HRK 9.672,15 HRK 

10 STAR FLYER 75 
2.250,00 

HRK 
/ / 0,05 2.025,00 HRK 1.700,00 HRK 882,43 HRK 702,50 HRK 11.704,53 HRK 

10 STAR CLIPPER 75 
2.250,00 

HRK 
/ / 0,05 2.025,00 HRK 1.700,00 HRK 882,43 HRK 702,50 HRK 11.704,53 HRK 

10 LE PONANT 75 
2.250,00 

HRK 
/ / 0,05 720,00 HRK 1.050,00 HRK 756,37 HRK 562,50 HRK 8.466,15 HRK 
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According to the project brief and the proposal of the consultant V.T.P. 

ENGINEERING, the following number of calls are expected in the Port of Pula: 

Table 7.4.1.4: Number of passenger ship calls over the next 20 years 

Time Now 
3-5 years 7-10 years 15-20 years 

Min Max Min Max Min Max 

Number of calls   70 90 130 150 200 300 

Average number 
of passengers 

  
1.143 1.111 1.154 1.200 1.250 2.000 

Total passenger 
flow 

  
80.000 100.000 150.000 180.000 250.000 600.000 

Homeport 
passengers 
(Homeporting) 

  

32.000 40.000 90.000 108.000 150.000 480.000 

Transit 
passengers 
(Transits) 

  

48.000 60.000 60.000 72.000 100.000 120.000 

Based on the above data, revenues from ships over the entire project term (20/50 

years) are structured on the basis of the data from  

 Table 7.4.1.2 Calculation of ship expenditure – Port dues, 

 Table 7.4.1.3 Calculation of ship expenditure – Port charges and other 

expenses, and 

 Table 7.4.1.4 Number of passenger ship calls. 

The observed data are related to the next 50 years of investment.   

The proposals of the consultant V.T.P. ENGINEERING regarding the expected number 

of calls and passengers in the Port of Pula are taken as reference values. According to their 

proposal, a minimum and maximum number of calls with the expected number of 

passengers were determined. For the purposes of the financial analysis, a constant increase 

throughout the project term is taken into calculation; from a minimum to a maximum of the 

reference values set. From the 20th year of operations onwards, reference values that apply 

to the 20th year of project operations are taken as reference values in order for the appraisal 

not to be unrealistic. It means that in the period between the 21st and the 50th year of 

operations the number of passenger ship calls remains the same, as well as the number of 

passengers. 

Based on the average number of ship passengers, the closest values depending on 

the number of passengers and the ship size from the Tables 7.4.1.2 Calculation of ship 

expenditure – Port dues and 7.4.1.3 Calculation of ship expenditure – Port charges and other 
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expenses are brought into the calculation of the revenue from port dues, revenue from port 

charges, revenue from pilotage, and revenue from agency fees. 

Such a scenario shows that the cumulative revenue over the 50-year period may 

potentially cover the investment value. Of course, this does not necessarily mean that the 

project will be profitable. 



 
 

 

Table 7.4.1.5: Integrated revenue from ships during the project term 

REVENUE FROM SHIPS STAGE 0 STAGE 1    STAGE 2 

Year  1 2 3 4 5 6 7 8 9 10 

Calls 
  

70 80 90 100 130 135 140 150 

Average size* 
  

1.143 1.143 1.111 1.111 1.154 1.154 1.154 1.200 

Number of passengers 
  

80.000 91.429 100.000 111.111 150.000 155.769 161.538 180.000 

Revenue from port dues 
  

29.667 29.667 40.301 40.301 29.667 29.667 29.667 29.667 

Revenue from port charges 
  

24.645 24.645 30.503 30.503 24.645 24.645 24.645 24.645 

Revenue from pilotage 
  

4.832 4.832 4.832 4.832 4.832 4.832 4.832 4.832 

Revenue from agency fees 
  

844 844 938 938 844 844 844 844 

Total revenue from ships per 1 call 
  

59.988 59.988 76.573 76.573 59.988 59.988 59.988 59.988 

Total revenue from ships 
  

4.199.147 4.799.026 6.891.566 7.657.295 7.798.417 8.098.356 8.398.295 8.998.173 
 

    
STAGE 3 

TOTAL HRK TOTAL € 
11 12 13 14 15 16 17 18 19 Year 20-50 

160 170 180 190 200 220 240 260 280 300 
  

1.200 1.200 1.200 1.200 1.250 1.300 1.400 1.600 1.800 2.000 
  

192.000 204.000 216.000 228.000 250.000 286.000 336.000 416.000 504.000 600.000 
  

29.667 29.667 29.667 29.667 29.667 29.667 37.338 37.338 37.338 51.179 2.135.172 284.690 

24.645 24.645 24.645 24.645 24.645 24.645 31.793 31.793 31.793 43.913 1.813.410 241.788 

4.832 4.832 4.832 4.832 4.832 4.832 4.832 4.832 4.832 4.832 231.953 30.927 

844 844 844 844 844 844 938 938 938 938 43.875 5.850 

59.988 59.988 59.988 59.988 59.988 59.988 74.900 74.900 74.900 100.862 4.224.410 563.255 



 
 

 

9.598.051 10.197.929 10.797.808 11.397.686 11.997.564 13.197.320 17.976.060 19.474.065 20.972.070 30.258.477 1.120.461.614 149.394.882 

 

* reference values from Tables 7.4.1.2 Calculation of ship expenditure – Port dues and 7.4.1.3 Calculation of ship expenditure – Port charges and other expenses. Values of 

the ships CRYSTAL SERENITY, ROTTERDAM, MSC ARMONIA, AIDA CARA were taken into account. 
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7.4.2. REVENUE FROM LEASE / CONCESSION OF PORT FACILITIES 

 In view of the model of port management and work organization (port authority, 

concessionaires), other revenues emerge, in particular: 

1. Revenue from the lease of port facilities for additional spaces (areas) required for 

servicing of passengers and administrative services:  

 purchase and sale of goods and/or provision of commercial services with the 

aim of gaining profit or another economic effect, in domestic or foreign market 

 sports lessons 

 sports recreation 

 renting and leasing of entertainment and sports products 

 renting and leasing of cars, other vehicles, other machinery and equipment,  

 with or without operator, and of personal and household goods 

 art, entertainment and recreation – cultural and sports activities  

 office, administrative and support activities  

 travel agency activities 

 preparation and serving of drinks and beverages 

 food preparation and food service activities 

 preparation of food for consumption elsewhere (in the means of 

transportation, at events, etc.) and supply of such food (catering) 

 parking lot and garage services 

 information and public phone services 

 other service and tourism activities 

 customs service 

 police (Schengen border) 

Such areas are often granted in concession for the provision of services to 

passengers, along with the development and use of facilities built within the area of the 

passenger port. 

2. Revenue from the lease of port facilities for public purposes:  

 museum 

 aquarium 

 promenade 

 conference rooms, etc. 

Such intended use of areas will attract both tourists and local inhabitants (potential 

consumers), while satisfying the municipal authorities in terms of access and opening of the 
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city to the sea. These areas are particularly important for passenger ports located outside 

the city centre.  

However, according to the project brief, port areas are not envisaged for the 

organization of a museum, an aquarium, and the like.  

3. Revenue from port passenger fees: 

In addition to the port dues that the ship operator pays per passenger, passengers 

are also obliged to pay the port passenger fees. In the Port of Pula, this fee amounts to Euro 

per passenger, whereas the consultant anticipates the price of HRK 8,77 in the project and it 

is included in the revenue from ships (table 7.4.2.1). 

According to the physical planning by V.T.P. ENGINEERING, the following surface 

areas inside the port area are planned as shown in the Table 7.4.2.1 below.  

Table 7.4.2.1 Planned areas of the Port of Pula 

Item 
Stage 1 

(3-5) 
Stage 2 
(7-10) 

Stage 3 
(15-20) 

Port Authority and Harbour Master’s Office 400 sqm sqm sqm 

Concessionaires 200 s sqm 200 sqm sqm 

Security 
   

     Police 200 sqm 100 sqm 100 sqm 

     Customs 350 sqm 350 sqm 350 sqm 

     Private security companies  100 sqm 100 sqm 100 sqm 

Port workers 
   

     Pilot station 100 sqm 100 sqm 100 sqm 

     Tug station 100 sqm 100 sqm 100 sqm 

     Mooring crew station 100 sqm 100 sqm 100  sqm 

Emergency service – Ambulance service 200 sqm sqm sqm 

Offices 
   

     Travel agencies 150 sqm 75 sqm 75 sqm 

     Taxi – rent-a-car agencies 150 sqm 75 sqm 75 sqm 

     Tourist Office of the City of Pula 75 sqm 75 sqm 75 sqm 

     Other services 200 sqm 200 sqm 200 sqm 

Luggage companies 100 sqm 200 sqm 75 sqm 

     Coach station 4250 sqm 4250 sqm 4250 sqm 

     Taxi stand 1000 sqm 1000 sqm 1000 sqm 

     „Pax Car park“ 15000 sqm 15000 sqm 15000 sqm 

     „Kiss and Ride Park“ 1400 sqm 1000 sqm 1400 sqm 
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     Parking lots for port workers 2500 sqm 600 sqm 600 sqm 

     Waiting room 6100 sqm sqm sqm 

Cafés 75 sqm 75 sqm 200 sqm 

Potentially, the Port Authority of Pula, as concession grantor for specific areas, 

pursuant to art. 11 of the Concession Act29, provides the basis for the identification of the 

estimated value of the concession, while especially taking into consideration the public 

interest, the impact on the environment and cultural assets, the financial effects of the 

concession on the government budget i.e. the budget of local and regional self-government 

units, and the consistency with the economic development plans and the plans of the Port of 

Pula. 

 In the light of the above, and for the purpose of providing an estimate of the 

concession lease for carrying out business activities related to the provision of services to 

passengers, along with the use and maintenance of the port infrastructure and 

superstructure facilities, the consultant bore in mind the following criteria: 

 Prices of business premises of the City of Pula for the determination of the 

commercial rent, and  

 Estimate of the revenues of the future concessionaire resulting from the 

management of the planned activities in the leased areas.   

The values below were taken as the starting point for the monthly rent. Although the 

plan, for instance, provides for more different offices, in this Study the total surface areas 

were summed up in order to get a starting value.30 

 Offices –all areas are anticipated to be given in concession i.e. leased (rent - 

8€/60HRK per sqm per month) 

 Luggage companies – the entire area is anticipated to be given in concession i.e. 

leased (rent - 4€/30HRK per sqm per month) 

 Parking lot – the foreseen surface area of only 15.000 sqm, in the second stage 

30.000 sqm, and in the third stage 45.000 sqm, is potentially leased in 

concession, whereas other parts of the parking area are foreseen as operational 

manoeuvring areas of the passenger terminal (2€/15HRK per sqm per month) 

 Snack bars and refreshments (15€/112,50HRK per sqm per month) 

The Table below shows the revenue from other business activities in the port, calculated per 

sqm . The Table is expressed in HRK, applying the reference exchange rate of 1€= 7,50 HRK.  

                                                           
29

 Concession Act, Official Gazette of the Republic of Croatia 143/12 
30

 Values are based on the consultant's experience and the average market prices. 
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Table 7.4.2.2 Port Authority revenue from concessions for other activities in the port, calculated per sqm in HRK (fixed portion of the revenue 

from concessions) 

REVENUES FROM OTHER 
ACTIVITIES IN THE PORT 

GENERATED FROM CONCESSIONS 
Stage 0 Stage 1 

 
Stage 2 

Year 1 2 3 4 5 6 7 8 9 10 

Offices  
(8€/60HRK per sqm per month)   270.000 270.000 270.000 270.000 576.000 576.000 576.000 576.000 

Luggage company 
(4€/30HRK per sqm per month)   36.000 36.000 36.000 36.000 108.000 108.000 108.000 108.000 

Parking (2€/15HRK per sqm per 
month)   2.700.000 2.700.000 2.700.000 2.700.000 5.400.000 5.400.000 5.400.000 5.400.000 

Snack bars and refreshments 
(15€/112,5HRK per sqm per 
month) 

  
101.250 101.250 101.250 101.250 202.500 202.500 202.500 202.500 

TOTAL 
  

3.107.250 3.107.250 3.107.250 3.107.250 6.286.500 6.286.500 6.286.500 6.286.500 

 

        STAGE 3  
TOTAL HRK 

 
TOTAL € 11 12 13 14 15 16 17 18 19 20-50 

576.000 576.000 576.000 576.000 882.000 882.000 882.000 882.000 882.000 882.000 37.440.000 4.992.000 

108.000 108.000 108.000 108.000 135.000 135.000 135.000 135.000 135.000 135.000 5.868.000 782.400 

5.400.000 5.400.000 5.400.000 5.400.000 8.100.000 8.100.000 8.100.000 8.100.000 8.100.000 8.100.000 345.600.000 46.080.000 

202.500 202.500 202.500 202.500 472.500 472.500 472.500 472.500 472.500 472.500 19.035.000 2.538.000 

6.286.500 6.286.500 6.286.500 6.286.500 9.589.500 9.589.500 9.589.500 9.589.500 9.589.500 9.589.500 407.943.000 54.392.400 
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For an estimate of the variable part of the concession fee, it was assumed that the 

concession grantor will charge 3% of the revenue generated by the concessionaire. The 

revenue values generated by the concessionaire on an annual basis are projected based on 

the average revenue changes for specific activities carried out in the maritime domain and 

the consultant’s experience in the development of economic feasibility studies for 

concessions in the maritime domain, as shown in the following Table.  

 

Table 7.4.2.3: Total revenue (in HRK) of the concessionaire of other activities 

Item 
Stage 1 

(3-5) 
Stage 2 
(7-10) 

Stage3 
(15-20) 

Offices 210.000 448.000 686.000 

Luggage company 200.000 600.000 750.000 

Parking 1.500.000 3.000.000 4.500.000 

Snack bars and refreshments 1.800.000 3.600.000 8.400.000 

 

Table 7.4.2.4: Port Authority revenue from concessions for other business activities in the port, 

calculated as 3% of the total concessionaire’s revenue (variable part of the revenue from 

concessions) 

REVENUES FROM OTHER ACTIVITIES IN THE 
PORT (fixed part) 

TOTAL HRK 
 (50 years) 

TOTAL € 
 (50 years) 

Offices 873.600 116.480 

Luggage company  978.000 130.400 

Parking  5.760.000 768.000 

Snack bars and refreshments  
1.015.200 135.360 

TOTAL 8.626.800 1.150.240 

After presenting all estimates of the revenues that the Port Authority of Pula may 

generate with the passenger terminal construction project, all data are brought together in 

the following Table 7.4.2.5. As shown in the Table, all revenues rise with the increase of 

the terminal capacities. 
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Table 7.4.2.5: Projected revenue of the Port Authority of Pula after the construction of the passenger terminal (in HRK) 

  Stage 0 Stage 1    Stage 2 

Year 1 2 3 4 5 6 7 8 9 10 

Total revenue from ships 
0 0 4.199.147 4.799.026 6.891.566 7.657.295 7.798.417 8.098.356 8.398.295 8.998.173 

Total revenue from other activities (fixed 
part of the concession fee – per sqm) 0 0 3.107.250 3.107.250 3.107.250 3.107.250 6.286.500 6.286.500 6.286.500 6.286.500 

Total revenue from other activities 
(variable part of the concession fee 3% of 
the concessionaire’s revenue) 0 0 62.700 62.700 62.700 62.700 132.240 132.240 132.240 132.240 

Total 
  

7.369.097 7.968.976 10.061.516 10.827.245 14.217.157 14.517.096 14.817.035 15.416.913 

 

        STAGE 3 
TOTAL HRK TOTAL € 

11 12 13 14 15 16 17 18 19 20-50 

9.598.051 10.197.929 10.797.808 11.397.686 11.997.564 13.197.320 17.976.060 19.474.065 20.972.070 30.258.477 1.120.461.614 149.394.882 

6.286.500 6.286.500 6.286.500 6.286.500 9.589.500 9.589.500 9.589.500 9.589.500 9.589.500 9.589.500 407.943.000 54.392.400 

132.240 132.240 132.240 132.240 203.280 203.280 203.280 203.280 203.280 203.280 8.626.800 1.150.240 

16.016.791 16.616.669 17.216.548 17.816.426 21.790.344 22.990.100 27.768.840 29.266.845 30.764.850 40.051.257 1.537.031.414 204.937.522 
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According to data from the Table above, it may be concluded:  

 Revenue from ships amounts to 1,120 million HRK / 149 million € 

 Total revenue from other activities (fixed part of the concession fee) is 407.9 

million HRK / 54.3 million € 

 Total revenue from other activities (variable part of the concession fee) 8 million 

HRK / 1.1 million € 

Total port revenues observed over the period of 50 years are 1,537 million HRK / 204.9 

million €. 

 

7.5 OPERATING COSTS 

Besides the investment costs, there are also costs resulting from regular operating 

activities, the so-called operating costs. Unlike investment costs, operating costs will depend 

greatly on the terminal management model, hence we have two possible scenarios of the 

operating costs: 

1. terminal is managed by the Port Authority of Pula; and 

2. terminal is managed by a concessionaire.   

However, at this point the study anticipates that the Port Authority will both build 

and manage the passenger terminal and leave other business activities to concessionaires in 

line with the concept used so far.  

The construction of the new terminal will give rise to other business activities, from 

which the Port Authority can collect revenues through concession or lease. For instance, 

different office premises, travel agencies, taxi, rent-a-car, Tourism Office Pula), cloak and 

luggage rooms, parking, etc. as described in Section 7.2.  

With regard to the estimate of operating costs, it should be noted that total 

operating costs are divided into material costs, staff costs and depreciation. 

 

7.5.1 MATERIAL COSTS 

Table 7.5.1.1 presents the current structure of operating costs of the Port Authority 

(as the entity that manages the Port) and the concessionaire (as the entity that manages the 

terminal and carries out port operations on the passenger terminal). At this stage, this is a 

general information and presents the current situation that does not affect the project.  

 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 132 of 238 

 
 

 

Table 7.5.1.1: Structure of current expenses of the Port Authority of Pula and the port concessionaire in 2014 

A. EXPENSES OF THE PORT AUTHORITY 

1. Material costs 

2. External costs (cost of services), whereof: 

 transportation services                                                                                                     

 maintenance services 

 utilities, water charges, promotion and advertising services, etc. 

3. Staff costs  

4. Operating costs (daily allowances and travel expenses, reimbursement of staff expenses, 

representation costs, insurance premiums, etc.) 

5. Other operating costs (specialist literature, professional development training, plans, designs and 

analyses) 

6. Cost of investment for acquisition of capital assets (investment expenses) 

7. Interest, foreign exchange differences, etc. 

 

The financial analysis refers to and analyzes only the revenues, the costs and the 

project investment.  

Material costs falling under operating costs of the Port Authority caused by the 

project implementation, i.e. construction and commissioning of the passenger terminal, can 

be systematized as shown in Table 7.5.1.2.31 

As visible from Table 7.5.1.2, some of the costs rise in each stage of the terminal 

construction, as it is logical to expect, because they are directly linked to the increase in the 

number of passengers and ships. These are, for instance, electricity, water, waste and waste 

oils, maintenance services (work and material), transportation services, telecommunication 

services, low-value assets. Hence, for the purpose of preparing the financial analysis, a 

gradual increase in revenue by 2% within each stage is assumed. This approach is logical, 

because it implies financial corrections of prices (e.g. inflation rate). According to the 

proposal of V.T.P. ENGINEERING, other types of costs such as advertising, accounting, 

insurance, legal / consulting fees and bank costs, do not change over the observed 

investment / project period, so they will maintain a constant level. According to the above 

                                                           
31

 Data in the Table are expressed according to the instruction by V.T.P. ENGINEERING and the Port Authority of 
Pula, based on the data from similar cruise terminals on the Adriatic (Catania and Ravenna). 
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information, the structure of the passenger port material costs throughout the evaluation 

period is shown in the Table below. Costs are formed according to the above model; one 

part of the costs does not change i.e. it is at a fixed level, whereas the other part of the costs 

features a phased growth, i.e. a continuous growth rate of 2% within each phase.  

Furthermore, the bottom of the Table presents a material cost entitled 

Subcontracting services. With regard to the terminal operations, it is anticipated that the 

Port Authority of Pula will subcontract a company to take care of the management. In 

estimating this cost, and based on the data provided by V.T.P.E., the potential employee 

structure of the external company is shown in the Table below.   

Table 7.5.1.2 Structure of the passenger port material costs by phase 

  PULA CRUISE PORT    

  Stage 1 Stage 2 Stage 3 

  70-90 calls 130-150 calls 200-300 calls 

  80-100.000 passengers 150-180.000 passengers  250-600.000 passengers 
Electricity 10.000 € 75.000 HRK 20.000 € 150.000 HRK 30.000 € 225.000 HRK 

Water 1.000 € 7.500 HRK 2.000 € 15.000 HRK 3.000 € 22.500 HRK 

Waste and waste 
oils 10.000 € 75.000 HRK 20.000 € 150.000 HRK 30.000 € 225.000 HRK 

Maintenance 
services (work and 
material) 

5.000 € 37.500 HRK 15.000 € 112.500 HRK 30.000 € 225.000 HRK 

Transportation 
services 

15.000 € 112.500 HRK 30.000 € 225.000 HRK 60.000 € 450.000 HRK 

Telecommunication 
services 

4.000 € 30.000 HRK 6.000 € 45.000 HRK 10.000 € 75.000 HRK 

Low-value assets 3.000 € 22.500 HRK 4.000 € 30.000 HRK 6.000 € 45.000 HRK 

Advertising 50.000 € 375.000 HRK 50.000 € 375.000 HRK 50.000 € 375.000 HRK 

Accounting 20.000 € 150.000 HRK 20.000 € 150.000 HRK 20.000 € 150.000 HRK 

Insurance 20.000 € 150.000 HRK 20.000 € 150.000 HRK 20.000 € 150.000 HRK 

Legal fees  4.000 € 30.000 HRK 4.000 € 30.000 HRK 6.000 € 45.000 HRK 

Bank costs 4.000 € 30.000 HRK 4.000 € 30.000 HRK 4.000 € 30.000 HRK 

Other mat. costs 
and external 
services 

5.000 € 37.500 HRK 5.000 € 37.500 HRK 7.500 € 56.250 HRK 

Subcontracting 
services  

140.000 €  1.050.000 
HRK  

 200.000 €  1.500.000 
HRK  

210.000 €  1.575.000 
HRK  

TOTAL 291.000 €  2.182.500 
HRK 

 400.000 €  3.000.000 
HRK  

486.500 €  3.648.750 
HRK  

Based on the data outlined in Table 7.5.1.3, we estimated the amount of cost for 

subcontracting services. 
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Table 7.5.1.3 Employee structure for subcontracting services by stage 

  STAGE 1 STAGE 2 STAGE 3 

CEO 1 1 1 

General Manager  1 1 

Secretary 1 1 1 

Sales/Commercial Department 1 2 2 

Technical Department    

Operations/Security/Safety 1 2 2 

Acquisitions/IT 1 2 2 

Administration/Accounting 2 3 4 

TOTAL 7 12 13 

 

The data above allow for the preparation of a Table of the passenger port’s material 

cost structure, which is required to carry out the financial analysis. 
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Table 7.5.1.4 Passenger port’s material cost structure 

      Total/year           

  1 2 3 4 5 6 7 8 9 10 

Electricity     75.000 76.500 78.030 79.591 150.000 153.000 156.060 159.181 
Water     7.500 7.650 7.803 7.959 15.000 15.300 15.606 15.918 
Waste and waste 
oils 

    75.000 
76.500 78.030 79.591 150.000 153.000 156.060 159.181 

Maintenance 
services (work and 
material) 

    37.500 
38.250 39.015 39.795 112.500 114.750 117.045 119.386 

Transportation 
services 

    112.500 
114.750 117.045 119.386 225.000 229.500 234.090 238.772 

Telecommunication 
services 

    30.000 
30.600 31.212 31.836 45.000 45.900 46.818 47.754 

Low-value assets     22.500 22.950 23.409 23.877 30.000 30.600 31.212 31.836 
Advertising     375.000 382.500 390.150 397.953 375.000 382.500 390.150 397.953 
Accounting     150.000 153.000 156.060 159.181 150.000 153.000 156.060 159.181 
Insurance     150.000 153.000 156.060 159.181 150.000 153.000 156.060 159.181 
Legal fees      30.000 30.600 31.212 31.836 30.000 30.600 31.212 31.836 
Bank costs     30.000 30.600 31.212 31.836 30.000 30.600 31.212 31.836 
Other mat. costs 
and external 
services 

    37.500 
38.250 39.015 39.795 37.500 38.250 39.015 39.795 

Consultants for the 
project 

    1.050.000 
1.071.000 1.092.420 1.114.268 1.500.000 1.530.000 1.560.600 1.591.812 
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implementation 

TOTAL     2.182.500 2.226.150 2.270.673 2.316.086 3.000.000 3.060.000 3.121.200 3.183.624 

 

 

      Total/year           

  11 12 13 14 15 16 17 18 19 20-50 TOTAL 

Electricity 162.365 165.612 168.924 172.303 225.000 229.500 234.090 238.772 243.547 248.418 10.468.439 

Water 16.236 16.561 16.892 17.230 22.500 22.950 23.409 23.877 24.355 24.842 1.046.844 

Waste and waste 
oils 162.365 165.612 168.924 172.303 225.000 229.500 234.090 238.772 243.547 248.418 

10.468.439 

Maintenance 
services (work and 
material) 121.774 124.209 126.693 129.227 225.000 229.500 234.090 238.772 243.547 248.418 

9.992.017 

Transportation 
services 243.547 248.418 253.387 258.454 450.000 459.000 468.180 477.544 487.094 496.836 

20.138.594 

Telecommunication 
services 48.709 49.684 50.677 51.691 75.000 76.500 78.030 79.591 81.182 82.806 

3.467.173 

Low-value assets 32.473 33.122 33.785 34.461 45.000 45.900 46.818 47.754 48.709 49.684 2.124.600 

Advertising 405.912 414.030 422.311 430.757 375.000 382.500 390.150 397.953 405.912 414.030 19.550.671 

Accounting 162.365 165.612 168.924 172.303 150.000 153.000 156.060 159.181 162.365 165.612 7.820.268 

Insurance 162.365 165.612 168.924 172.303 150.000 153.000 156.060 159.181 162.365 165.612 7.820.268 

Legal fees  32.473 33.122 33.785 34.461 45.000 45.900 46.818 47.754 48.709 49.684 2.155.512 

Bank costs 32.473 33.122 33.785 34.461 30.000 30.600 31.212 31.836 32.473 33.122 1.564.054 

Other mat. costs 
and external 40.591 41.403 42.231 43.076 56.250 57.375 58.523 59.693 60.887 62.105 

2.694.390 
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services 

Consultants for the 
project 
implementation 1.623.648 1.656.121 1.689.244 1.723.029 1.575.000 1.606.500 1.638.630 1.671.403 1.704.831 1.738.927 

79.305.250 

TOTAL 3.247.296 3.312.242 3.378.487 3.446.057 3.648.750 3.721.725 3.796.160 3.872.083 3.949.524 4.028.515 178.616.518 
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7.5.2 STAFF COSTS 

The employee structure in the passenger port is shown in the following Table. 

Table 7.5.2.1 Employee structure 

  Stage 1- Port of call Stage 2 - Home port 

Employee structure Number Months Number Months 

Management 1 12 2 12 

„Porters“ 2 12 4 12 

Valet parking staff (students) seasonally 3 seasonally 3 

„Fork lifters“ 1 12 2 12 

Security 2 12 4 12 

Safety 1 12 2 12 

Hostesses (students/seasonally) seasonally 3 seasonally 3 

As it can be seen from the Table, there will be one employee in the management 

department in the first stage of the project and afterwards, i.e. when the passenger port 

becomes a homeport, two employees are anticipated. Moreover, other new jobs are 

anticipated such as employees in charge of security and safety of the terminal, seasonal 

workers.  

The Table below shows staff costs throughout the next 20 years. 

Table 7.5.2.2 Staff costs 

Employee structure 
1-10 years (average 

value) 

11-20 
years (average 

value) 

21-50 
years (average 

value) 
 

TOTAL 

Management 360.000 720.000 720.000 10.596.342 

„Porters“ 288.000 576.000 576.000 8.477.074 

Valet parking staff 
(students) 42.000 42.000 42.000 774.240 

„Fork lifters“ 144.000 288.000 288.000 4.238.537 

Security 360.000 720.000 720.000 10.596.342 

Safety 360.000 540.000 540.000 8.616.342 

Hostesses 
(students/seasonally) 

42.000 42.000 42.000 774.240 
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7.5.3 CALCULATION OF DEPRECIATION  

The table below provides information on the calculation of depreciation of fixed assets. The calculation is approximate when it comes to 

the date of acquisition of the fixed assets, but it is sufficiently accurate for the study’s purposes i.e. the assessment of the project profitability.  

Table 7.5.3.1 Calculation of depreciation of fixed assets (in HRK) 

DEPRECIATION 
Date of 

acquisition 
Acquisition 

cost  
Depreciation 

rate 
1 2 3 4 5 6 7 8 9 

Girder truss support 
system 2017 49.560.000 2,50% 0 0 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 

Completed dock 
(installations, bitts) 2017 13.500.000 2,50% 0 0 337.500 337.500 337.500 337.500 337.500 337.500 337.500 

Completed 
connecting bridge 2017 1.350.000 2,50% 0 0 33.750 33.750 33.750 33.750 33.750 33.750 33.750 

Mudguard 2017/2021/2029 2.025.000 2,50% 0 0 16.875 16.875 16.875 16.875 33.750 33.750 33.750 

Dry dock (including 
installations and 
bitts) 2029 135.000.000 2,50% 0 0               

Terminal 2017/2021/2029 194.717.250 2,50% 0 0 1.924.650 1.924.650 1.924.650 1.924.650 3.396.291 3.396.291 3.396.291 

Terminal furniture 2017/2021/2029 4.500.000 20,00% 0 0 300.000 300.000 300.000 300.000 600.000 300.000 300.000 

Safety fences 2017/2021/2029 1.575.000 10,00% 0 0 67.500 67.500 67.500 67.500 112.500 112.500 112.500 

Video surveillance 2017 7.500.000 20% 0 0 1.500.000 1.500.000 1.500.000 1.500.000 1.500.000 0 0 

Logistics machinery 
and equipment 2017 9.000.000 20% 0 0 1.800.000 1.800.000 1.800.000 1.800.000 1.800.000 0 0 

Landscaping 2017 7.500.000 20% 0 0 1.500.000 1.500.000 1.500.000 1.500.000 1.500.000 0 0 
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TOTAL    0 0 8.719.275 8.719.275 8.719.275 8.719.275 10.552.791 5.452.791 5.452.791 
 

10 11 12 13 14 15 16 17 18 19 20 
Residual 

value 

1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 1.239.000 

337.500 337.500 337.500 337.500 337.500 337.500 337.500 337.500 337.500 337.500 337.500 337.500 

33.750 33.750 33.750 33.750 33.750 33.750 33.750 33.750 33.750 33.750 33.750 33.750 

33.750 33.750 33.750 33.750 33.750 50.625 50.625 50.625 50.625 50.625 50.625 33.750 

          3.375.000 3.375.000 3.375.000 3.375.000 3.375.000 3.375.000   

3.396.291 3.396.291 3.396.291 3.396.291 3.396.291 4.867.931 4.867.931 4.867.931 4.867.931 4.867.931 4.867.931 3.396.291 

300.000 300.000 0 0 0 300.000 300.000 300.000 300.000 300.000 0 300.000 

112.500 112.500 112.500 45.000 45.000 90.000 90.000 45.000 45.000 45.000 45.000 112.500 

0 0 0 0 0 0 0 0 0 0 0 0 

0 0 0 0 0 0 0 0 0 0 0 0 

0 0 0 0 0 0 0 0 0 0 0 0 

5.452.791 5.452.791 5.152.791 5.085.291 5.085.291 10.293.806 10.293.806 10.248.806 10.248.806 10.248.806 9.948.806 5.452.791 
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7.6. SOURCES OF FINANCING  

A decision on investing in this specific project might be the most important decision 

facing the Port Authority of Pula. The investment project must be clearly identified as an 

organized set of phased activities intended to achieve the company’s development goals, 

within the scope of which the assets, either own or borrowed, are used.  

The above investment project has its own specific qualities in terms of the data 

volume and processing, but the objective of this study is to provide a general review of the 

investment activities and offer specific business plan proposals. This section of the business 

plan will present the financial feasibility projections for the investment activities of the Port 

Authority of Pula.  

Given the value of the investment, it is likely to expect that sources of the investment 

financing will be combined from two possible directions:  

 own assets 

 borrowed assets 

 EU non-repayable funds.  

As a rule, own assets are combined with borrowed assets, because they have 

limitations as to the amount available as well as an alternative use, i.e. the investor must 

make a decision on the amount of available funds to be used to finance the investment 

project and the amount of available funds to be used for another purpose.  

External sources of financing are not always available and the investor must meet the 

required conditions to make use of them: in terms of solvency, payment security 

instruments, payment of the costs associated with the use of these funds; as well as to 

ensure the repayment of disbursed funds according to the agreed time schedule. 

After joining the European Union, there are now EU funds available which are, in the 

consultant’s opinion, necessary for the implementation of this project.  

The section below will briefly discuss own financing sources as well as external 

financing sources such as non-repayable funds and a long-term loan.  

 

7.6.1 REVENUE FROM BUDGET AND OWN ASSETS 

 Revenue from budget for the Port of Pula include: 

 Budget of the Republic of Croatia 

 Budget of the Istria County 
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 Budget of the City of Pula 

Given the unfavourable economic situation, the insufficient level of development of ports of 

national importance for the Republic of Croatia, and EU membership, it is hard to expect any 

significant funds from the government budget in the next years. However, since this is a 

strategically important project for the Port Authority of Pula, but also the City of Pula and 

the Istria County, it is possible to expect a financial support. 

 

7.6.2 LOANS FROM COMMERCIAL BANKS AND THE EUROPEAN BANK FOR 

RECONSTRUCTION AND DEVELOPMENT 

One of the possible external sources of financing are long-term loans. Apart from 

available commercial bank loans, there is the possibility today of getting a loan in 

cooperation with the European Bank for Reconstruction and Development.   

The European Investment Bank (EIB) acts as a development bank for Europe, using its 

excellent rating to borrow at advantageous terms on the international capital markets and 

then lend these (cheap) funds to borrowers in EU member states and associated countries. 

EIB grants most loans for a period of 7-12 years. Loan beneficiaries may be business entities 

and the public sector, i.e. local and regional self-government units, public and private 

companies, and private ESCOs which, in cooperation with the public and the private sector, 

carry out investments aiming at energy efficiency. 

Long-term loans may be drawn down all at once or disbursed in instalments based on 

the time schedule of the project implementation. The amount and the schedule of liabilities 

on the basis of loan utilization will have an impact on the loan amount, the interest rate – 

capital cost, the method of loan utilization (one-time disbursement or in instalments), the 

grace period, the duration of the loan utilization and loan repayment period, the loan 

repayment method, other fees for loan-related services. 

The possible funding scenario anticipates as follows: 

 interest rate – capital cost – 6% 

 method of loan utilization with a one-time disbursement  

 1,5-year grace period  

 15-year loan utilization and loan repayment period 

 loan repayment method – on a quarterly basis  
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7.6.3 EUROPEAN REGIONAL DEVELOPMENT FUND 

After the Republic of Croatia joined the European Union, the possibility of 

development funding from Cohesion Policy instruments i.e. instruments of the European 

Regional Development Plan opened up. The proportion of socio-economic differences within 

the European Union, but also the political significance of cohesion for the project of a united 

Europe, are reflected in the financial weight of the Cohesion Policy. Further development 

funds available from EU-level funding sources are a way to strengthen all EU regions and 

citizens in order for them to take advantage of all the benefits of the common commodity, 

capital, labour and services market: a larger market, greater job and educational mobility, 

wider range of services offered, etc. 

Cohesion Policy instruments is a generic term for 

European Regional Development Fund (ERDF), 

European Social Fund (ESF), and 

Cohesion Fund. 

The European Regional Development Fund (ERDF) is relevant for the development of 

the port infrastructure and the surroundings, as it aims to strengthen economic and social 

cohesion in the European Union by correcting imbalances in development between its 

regions. It is primarily focused on infrastructure investments, production investments for the 

purpose of opening new jobs, as well as local development and development of small and 

medium entrepreneurship. ERDF became available to the Republic of Croatia after joining 

the European Union. 

The assistance from this fund is directed to statistical territorial units according to the 

EU classification, the so-called NUTS regions. Within the framework of the EU Cohesion 

Policy, these regions serve to determine the amount and the kind of assistance used by EU 

to finance the cohesion policy i.e. development activities of the member states, in 

compliance with the strategic guidelines set at EU level. The objectives – categories of EU 

assistance interventions in the programme period 2007 – 2013 are Convergence, Regional 

Competitiveness and Employment, and European Territorial Cooperation. According to the 

NUTS methodology, Croatia is divided into two NUTS II regions that are expected to use 

primarily interventions classified under the Convergence objective, namely: Adriatic Croatia 

and Continental Croatia. 

The Convergence objective covers regions corresponding to NUTS level II and regions 

whose GDP per capita is less than 75% of the EU average. It aims at speeding up the 
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convergence for the least-developed Member States and regions by improving conditions for 

growth and employment through the enhancement and improvement of the quality of 

investment in physical and human capital, development of innovations and a knowledge-

based society, adaptability to economic and social changes, protection and improvement of 

the environment and administrative effectiveness. The level of co-financing under this 

objective is up to 75% of the total eligible expenditure.  

Over the period from 2014 to 2020, the expected budget funds amount to Euro 183.3 

billion. These funds may be used by research centres, local and regional authorities, schools, 

corporations, training centres, government administration, small and medium enterprises, 

universities, associations. In addition to the above, the funds will be available to public 

authorities, specific private sector organizations (especially small enterprises), NGOs, 

volunteer organizations.  

Activities to be funded in compliance with the Croatian strategic framework, and 

which are of relevance for this project, are : 

 Productive investment that contributes to the creation and maintenance of 

sustainable jobs, through direct support for investment in small and medium 

enterprises, 

 Investment in infrastructure associated with the provision of basic services to 

citizens in the field of energy, environment, transport, and information and 

communication technologies (ICT), and 

 Technical assistance 

The financed activities must be in compliance with the Strategies and strategic 

guidelines of the Republic of Croatia. The Maritime Development and Integrated Maritime 

Policy Strategy of the Republic of Croatia identifies many objectives for maritime 

development and, for the purposes of this study, we point out only a few significant ones 

that are related to development of the Port of Pula and are in line with the proposed 

project. 

For instance: 

1. Achieve self-sustainability of the port system along with increasing its efficiency 

- Reduce the share of state co-financing of port infrastructure projects; 

- Provide more favourable conditions for private capital investments in the 

construction of port infrastructure and specialised port terminals through 

different models of public-private partnership; 

- Increase the efficiency and quality of services to ensure transport route 

competitiveness; 
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- Stimulate the development of the port infrastructure for the purpose of 

developing passenger shipping, primarily by developing the infrastructure of 

county ports. 

2. Revitalise the already constructed port capacities and construct new ones 

- Expand port areas to all existing boat mooring facilities, and expand the 

anchorage maritime zone; 

- Make use of unused and abandoned former industrial, military or similar 

objects for the purpose of economic development. 

3. Establish Croatia as the most significant nautical tourism destination in Europe and 
the Mediterranean 

- Encourage the implementation of appropriate environmental standards in 

protecting the marine environment, as a common interest and task. 

 

Key principles specified in the draft of the National Transport Strategy, which are 

relevant in the broader context of the EU transport and cohesion policy, include 

environmental sustainability, accessibility and social involvement, change in the modes of 

transport, increased interoperability, and as additional priorities it highlights the connections 

with neighbouring countries and the interconnection within the wider European TEN-T 

network. The priority axis of the Operational Programme Competitiveness and Cohesion 

2014 - 2020 (OPCC) focusing on TO7 will contribute to (all related to this specific project):  

1. improvement of transport connectivity and coordination with neighbouring countries  

2. improvement of passenger regional connectivity in Croatia and promotion of 

territorial cohesion 

3. improvement of passenger accessibility to transportation to and within the main 

urban agglomerations  

4. improvement of the organizational and operational setup of the transport system to 

enhance its efficiency and sustainability.  

 

This priority is focused on investment in the transport infrastructure which is 

necessary for a modern, competitive and interconnected European economy that will 

facilitate movement of goods and people, not only across and within Croatia, but also 

towards other parts of Europe, and improve the accessibility of functional regional centres to 

towns and remote areas as well as to strengthen territorial cohesion. 
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7.6.4 SOURCES OF FINANCING AND CALCULATION OF LOAN LIABILITIES 

Finally, the following structure of financing was applied in the development of this study. 

Table 7.6.4.1 Total investment 

  Stage 1 Stage 2 Stage 3 TOTAL INVESTMENT 

EUR 90.212.759 21.542.603 37.491.988 149.247.349 

HRK 676.595.693 161.569.519 281.189.906 1.119.355.118 

 

Table 7.6.4.2 Sources of financing 

 HRK EUR 

Revenue from budget and own assets 480.000.000 64.000.000 

Loans from commercial banks and the European Bank 
for Reconstruction and Development  

93.500.000 12.466.667 

European Regional Development Fund (non-repayable 
funds) 

545.855.118 72.780.682 

  1.119.355.118 149.247.349 

As indicated above, a loan in the amount of HRK 480,000,000 is planned, namely through 2 

loans: 

The first one, in the amount of HRK 93,500,000.00, starts at the beginning of the 

investment period and the other one, in the same amount, 5 years after the start of the 

investment, with an interest rate of 6% and a repayment term of 15 years. The loan 

repayment is a anticipated as payable once a year as an annual monthly liability.  

The calculation of loan liabilities for the period 2017 – 2032 is shown in the Table 

below. 

Table 7.6.4.3 Calculation of loan liabilities 

Year 
Annuities (annual 
liability payment) 

Interest 
Principal 

repayments 
Residual debt    

0 - - - 93.500.000,00 

1 9.627.265,20 5.610.000,00 4.017.265,20 89.482.734,80 

2 9.627.265,20 5.368.964,10 4.258.301,20 85.224.433,60 

3 9.627.265,20 5.113.466,00 4.513.799,20 80.710.634,40 

4 9.627.265,20 4.842.638,10 4.784.627,20 75.926.007,20 

5 9.627.265,20 4.555.560,40 5.071.704,80 70.854.302,40 

6 9.627.265,20 4.251.258,10 5.376.007,10 65.478.295,30 
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7 9.627.265,20 3.928.697,70 5.698.567,50 59.779.727,80 

8 9.627.265,20 3.586.783,70 6.040.481,60 53.739.246,20 

9 9.627.265,20 3.224.354,80 6.402.910,50 47.336.335,80 

10 9.627.265,20 2.840.180,10 6.787.085,10 40.549.250,70 

11 9.627.265,20 2.432.955,00 7.194.310,20 33.354.940,50 

12 9.627.265,20 2.001.296,40 7.625.968,80 25.728.971,60 

13 9.627.265,20 1.543.738,30 8.083.526,90 17.645.444,70 

14 9.627.265,20 1.058.726,70 8.568.538,60 9.076.906,10 

15 9.621.520,50 544.614,40 9.076.906,20 0,00 

 

7.7 FINANCIAL PERFORMANCE INDICATORS 

To assess the investment project, this study carried out separately:  

 Projected profit and loss statement  

 Cash flow 

 Static project efficiency evaluation  

 Dynamic project efficiency evaluation   

 Payback period method  

 Net present value method  

 Internal rate of return method  

 

7.7.1 PROJECTED PROFIT AND LOSS STATEMENT 

A separate profit and loss statement was prepared within the scope of this study to 

assess the investment project. The estimated revenue of the passenger port and the 

expenses are explained in chapters 7.4 - Revenue Analysis and 7.5 – Cost Analysis 

respectively. The accumulated income at the end of the period is substantial and all fixed 

assets are not depreciated until the end of the project term and it is at this point that the 

residual value of the project emerges. 

If a 50-year term is taken into consideration, then the net profit amounts to HRK 768 

mil, the income tax is paid in the amount of HRK 161 mil, and the gross profit amounts to 

HRK 647 mil. A loss in the amount of HRK -24 mil is generated in the reference period, which, 

in the long run, is compensated by the profit. In this context, the project is eligible for 

funding. 
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The projected profit and loss statement is shown in the Table below for the period 

2015 - 2044.
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Table 7.7.1.1 Projected profit and loss statement 

ITEM 2015 2016 2017 2018 2019 2020 2021 2022 2023 2024 

TOTAL PROJECT REVENUE 0 0 7.369.097 7.968.976 10.061.516 10.827.245 14.217.157 14.517.096 14.817.035 15.416.913 

Total revenue from ships 0 0 4.199.147 4.799.026 6.891.566 7.657.295 7.798.417 8.098.356 8.398.295 8.998.173 

Revenue from activities 
leased in concession (fixed 
part) 0 0 3.107.250 3.107.250 3.107.250 3.107.250 6.286.500 6.286.500 6.286.500 6.286.500 

Revenue from activities 
leased in concession (variable 
part) 0 0 62.700 62.700 62.700 62.700 132.240 132.240 132.240 132.240 

PROJECT COSTS 0 0 18.107.775 17.942.309 17.763.892 17.571.688 19.835.913 14.526.162 14.300.044 15.151.198 

material costs and external 
services 0 0 2.182.500 2.226.150 2.270.673 2.316.086 3.000.000 3.060.000 3.121.200 3.183.624 

staff costs 0 0 1.596.000 1.627.920 1.660.478 1.693.688 1.727.562 1.762.113 1.797.355 2.928.000 

depreciation 0 0 8.719.275 8.719.275 8.719.275 8.719.275 10.552.791 5.452.791 5.452.791 5.452.791 

Loan interest 0 0 5.610.000 5.368.964 5.113.466 4.842.638 4.555.560 4.251.258 3.928.698 3.586.784 

PROFIT BEFORE TAX 0 0 -10.738.678 -9.973.334 -7.702.377 -6.744.443 -5.618.756 -9.066 516.991 265.715 

LOSS 0 0 -10.738.678 -9.973.334 -7.702.377 -6.744.443 -5.618.756 -9.066     

INCOME TAX (20%) 0 0       

   
103.398 53.143 

PROFIT AFTER TAX 0 0             413.593 212.572 

LOSS OF THE FINANCIAL YEAR 0 0 -10.738.678 -9.973.334 -7.702.377 -6.744.443 -5.618.756 -9.066     

 

 11 12 13 14 15 16 17 18 19 20-50 TOTAL 

TOTAL PROJECT 
REVENUE 16.016.791 16.616.669 17.216.548 17.816.426 21.790.344 22.990.100 27.768.840 29.266.845 30.764.850 40.051.257 1.537.031.414 

Total revenue 
from ships 9.598.051 10.197.929 10.797.808 11.397.686 11.997.564 13.197.320 17.976.060 19.474.065 20.972.070 30.258.477 1.120.461.614 
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Revenue from 
activities 
leased in 
concession 
(variable part) 6.286.500 6.286.500 6.286.500 6.286.500 9.589.500 9.589.500 9.589.500 9.589.500 9.589.500 9.589.500 407.943.000 

Revenue from 
activities 
leased in 
concession 
(fixed part) 132.240 132.240 132.240 132.240 203.280 203.280 203.280 203.280 203.280 203.280 8.626.800 

PROJECT COSTS 
14.852.442 14.233.213 13.824.733 13.460.644 18.414.295 18.002.258 17.517.580 17.048.889 17.126.331 16.905.321 768.206.055 

material costs 
and external 
services 3.247.296 3.312.242 3.378.487 3.446.057 3.648.750 3.721.725 3.796.160 3.872.083 3.949.524 4.028.515 178.616.518 

staff costs 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 131.913.116 

depreciation 5.452.791 5.152.791 5.085.291 5.085.291 10.293.806 10.293.806 10.248.806 10.248.806 10.248.806 9.948.806 406.773.188 

Loan interest 3.224.355 2.840.180 2.432.955 2.001.296 1.543.738 1.058.727 544.614 

 
  50.903.234 

PROFIT BEFORE 
TAX 1.164.349 2.383.456 3.391.815 4.355.782 3.376.049 4.987.842 10.251.260 12.217.956 13.638.519 23.145.936 768.825.359 

LOSS                     -40.786.653 

INCOME TAX 
(20%) 232.870 476.691 678.363 871.156 675.210 997.568 2.050.252 2.443.591 2.727.704 4.629.187 161.922.402 

PROFIT AFTER 
TAX 931.479 1.906.765 2.713.452 3.484.625 2.700.840 3.990.274 8.201.008 9.774.365 10.910.816 18.516.749 647.689.609 

LOSS OF THE 
FINANCIAL 
YEAR                     -40.786.653 
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7.7.2 CASH FLOW 

A cash flow was prepared to assess the liquidity of the project itself.  

A part of the fixed assets are not charged off through depreciation so they remain a significant value in the fixed assets section at the 

end of the project. Likewise, we took into account that non-repayable funds are disbursed over a period of 5 years, the loan is utilized evenly 

over a period of 10 years, as well own assets obtained from the government budget, local and county sources, and own sources of the Port 

Authority of Pula. 

Positive net revenues of the project are generated in the 20th year of operation. At the end of the 50 years analyzed, the accumulated 

revenue of the project amounts to HRK 1,702 mil. 

A projected cash flow statement for the period 2015 – 2064 is shown in the Table below: 

Table 7.7.2.1: Projected cash flow statement 

STRUCTURE 2015 2016 2017 2018 2019 2020 2021 2022 2023 2024 

REVENUES 0 0 185.500.882 140.245.642 142.097.146 142.607.378 145.726.461 45.739.323 45.734.960 46.012.277 

1.Proceeds 0 0 7.369.097 7.968.976 10.061.516 10.827.245 14.217.157 14.517.096 14.817.035 15.416.913 

2. Financing sources 0 0 178.131.784 132.276.667 132.035.631 131.780.133 131.509.305 31.222.227 30.917.925 30.595.364 

2.1. Own capital 0 0 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 

2.2. Loan 0 0 5.610.000 5.610.000 5.368.964 5.113.466 4.842.638 4.555.560 4.251.258 3.928.698 

2.3. Non-repayable funds 0 0 145.855.118 100.000.000 100.000.000 100.000.000 100.000.000 0 0 0 

3. Project’s residual value 0 0 0 0 0 0 0 0 0 0 

3.1. Fixed assets 0 0 0 0 0 0 0 0 0 0 

3.2. Working capital 0 0 0 0 0 0 0 0 0 0 

II EXPENDITURES 0 0 690.001.458 13.481.335 13.558.417 13.637.040 175.924.346 14.449.378 14.649.219 15.792.032 
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1. Investment in fixed assets   0 676.595.693 0 0 0 161.569.519 0 0 0 

2. Investment in working 
capital 0 0 0 0 0 0 0 0 0 0 

3. Operating costs 0 0 3.778.500 3.854.070 3.931.151 4.009.774 4.727.562 4.822.113 4.918.555 6.111.624 

3.1. Material costs 0 0 2.182.500 2.226.150 2.270.673 2.316.086 3.000.000 3.060.000 3.121.200 3.183.624 

3.2. Staff costs 0 0 1.596.000 1.627.920 1.660.478 1.693.688 1.727.562 1.762.113 1.797.355 2.928.000 

4. Income tax and surtax 0 0 0 0 0 0 0 0 103.398 53.143 

5. loan-related liabilities  0 0 9.627.265 9.627.265 9.627.265 9.627.265 9.627.265 9.627.265 9.627.265 9.627.265 

5.1. Repayment 0 0 4.017.265 4.258.301 4.513.799 4.784.627 5.071.705 5.376.007 5.698.568 6.040.482 

5.2. Interest 0 0 5.610.000 5.368.964 5.113.466 4.842.638 4.555.560 4.251.258 3.928.698 3.586.784 

III NET REVENUES (I-II) 0 0 -504.500.576 126.764.307 128.538.730 128.970.338 -30.197.884 31.289.945 31.085.741 30.220.245 

IV. NP - CUMULATIVE 0 0 -504.500.576 -377.736.269 -249.197.540 -120.227.202 -150.425.086 -119.135.141 -88.049.400 -57.829.155 

 

 2025 2026 2027 2028 2029 2030 2031 2032 2033 

REVENUES 46.270.242 46.507.691 46.723.394 46.916.047 50.458.307 51.200.505 55.494.233 56.478.126 57.431.517 

1.Proceeds 16.016.791 16.616.669 17.216.548 17.816.426 21.790.344 22.990.100 27.768.840 29.266.845 30.764.850 

2. Financing sources 30.253.450 29.891.021 29.506.847 29.099.622 28.667.963 28.210.405 27.725.393 27.211.281 26.666.667 

2.1. Own capital 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 

2.2. Loan 3.586.784 3.224.355 2.840.180 2.432.955 2.001.296 1.543.738 1.058.727 544.614 0 

2.3. Non-repayable funds 0 0 0 0 0 0 0 0 0 

3. Project’s residual value 0 0 0 0 0 0 0 0 0 

3.1. Fixed assets 0 0 0 0 0 0 0 0 0 

3.2. Working capital 0 0 0 0 0 0 0 0 0 

II EXPENDITURES 16.035.432 16.344.199 16.612.115 16.872.479 298.069.131 17.274.559 18.395.932 9.243.674 9.605.228 

1. Investment in fixed assets 0 0 0 0 281.189.906 0 0 0 0 
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2. Investment in working 
capital 0 0 0 0 0 0 0 0 0 

3. Operating costs 6.175.296 6.240.242 6.306.487 6.374.057 6.576.750 6.649.725 6.724.160 6.800.083 6.877.524 

3.1. Material costs 3.247.296 3.312.242 3.378.487 3.446.057 3.648.750 3.721.725 3.796.160 3.872.083 3.949.524 

3.2. Staff costs 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 

4. Income tax and surtax 232.870 476.691 678.363 871.156 675.210 997.568 2.050.252 2.443.591 2.727.704 

5. loan-related liabilities  9.627.265 9.627.265 9.627.265 9.627.265 9.627.265 9.627.265 9.621.521 0 0 

5.1. Repayment 6.402.911 6.787.085 7.194.310 7.625.969 8.083.527 8.568.539 9.076.906 0 0 

5.2. Interest 3.224.355 2.840.180 2.432.955 2.001.296 1.543.738 1.058.727 544.614 0 0 

III NET REVENUES (I-II) 30.234.810 30.163.492 30.111.279 30.043.569 -247.610.824 33.925.947 37.098.301 47.234.452 47.826.288 

IV. NP - CUMULATIVE -27.594.345 2.569.147 32.680.426 62.723.995 -184.886.830 -150.960.883 -113.862.582 -66.628.130 -18.801.841 

 

 2034 2035 2036 2037 2038 2039 2040 2041 2064 

REVENUES 66.717.924 66.717.924 66.717.924 66.717.924 66.717.924 66.717.924 66.717.924 66.717.924 86.171.986 

1.Proceeds 40.051.257 40.051.257 40.051.257 40.051.257 40.051.257 40.051.257 40.051.257 40.051.257 40.051.257 

2. Financing sources 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 

2.1. Own capital 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 26.666.667 

2.2. Loan 0 0 0 0 0 0 0 0 0 

2.3. Non-repayable funds 0 0 0 0 0 0 0 0 0 

3. Project’s residual value   0   0   0   0 19.454.063 

3.1. Fixed assets   0   0   0   0 19.454.063 

3.2. Working capital 0 0 0 0 0 0 0 0 0 

II EXPENDITURES 11.585.702 11.585.702 11.585.702 11.585.702 11.585.702 11.594.702 11.594.702 11.594.702 12.602.760 

1. Investment in fixed assets 0 0 0 0 0 0 0 0 0 

2. Investment in working 0 0 0 0 0 0 0 0 0 
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capital 

3. Operating costs 6.956.515 6.956.515 6.956.515 6.956.515 6.956.515 6.956.515 6.956.515 6.956.515 6.956.515 

3.1. Material costs 4.028.515 4.028.515 4.028.515 4.028.515 4.028.515 4.028.515 4.028.515 4.028.515 4.028.515 

3.2. Staff costs 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 

4. Income tax and surtax 4.629.187 4.629.187 4.629.187 4.629.187 4.629.187 4.638.187 4.638.187 4.638.187 5.646.245 

5. loan-related liabilities  0 0 0 0 0 0 0 0 0 

5.1. Repayment 0 0 0 0 0 0 0 0 0 

5.2. Interest 0 0 0 0 0 0 0 0 0 

III NET REVENUES (I-II) 55.132.222 55.132.222 55.132.222 55.132.222 55.132.222 55.123.222 55.123.222 55.123.222 73.569.226 

IV. NP - CUMULATIVE 36.330.380 91.462.602 146.594.824 201.727.045 256.859.267 311.982.489 367.105.710 422.228.932 1.702.643.440 
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7.7.3. STATIC PROJECT EFFICIENCY EVALUATION  

For the purpose of a static evaluation of this project, a calculation was made based on the 

total values throughout the project term:  

 Return on the total invested capital 

 Return on own funds 

 Net profit ratio 

 Turnover of the total invested funds 

 Return from the perspective of the financing sources  

 Net gain per employee 

 Ratio of external sources to total funds 

 Payback period 

 Debt coverage ratio 

Table 7.7.3.1 Static project efficiency evaluation 

No
. 

INDICATOR STRUCTURE 

TOTAL VALUES 
FOR PERIOD 
2015 - 2064 

GODINE 

Marginal 
acceptability 

Note 

1 
Return on total 
invested capital 

profit after 
tax/investment 
value 

0,58 0 
project is 
eligible 

2 
Return on own 
funds 

profit after 
tax/own assets 

0,63 0 
project is 
eligible 

3 Net profit ratio 
profit after 
tax/total revenue 

0,42 0 
project is 
eligible 

4 
Turnover of the 
total invested funds 

total revenue 
/value of the 
investment 

1,37 0 
project is 
eligible 

5 

Return from the 
perspective of 
financing sources  

 

(profit after 
tax+interest)/(total 
capital fixed + 
working) 

0,62 0 
project is 
eligible 

6 
Net gain per 
employee 

profit after 
tax/number of 
employees 

14,70 0 
project is 
eligible 

8 
Ratio of external 
sources to total 
funds 

liabilities/ value of 
the investment 

0,19 
depends on the 

general economic 
situation 

project is 
eligible 
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9 Payback period 

Total 
investment/(net 
gain + 
depreciation) 

0,00 < project lifetime  
project is 
eligible 

 indicators of return on the total invested capital, own funds and turnover are on 

the margin of eligibility according to the marginal values of the indicators 

 indicators of the investment’s payback period indicate that the project is not 

eligible 

The selected static efficiency indicators show marginal eligibility of the 

implementation of the investment project by the project promoter, but this is considered 

only from the perspective of financial profitability of the proposed investment. 

 

7.7.4 DYNAMIC EVALUATION OF PROJECT EFFICIENCY 

The starting point for a dynamic evaluation of the project is the preparation of an 

economic flow of the project. The dynamic evaluation within the scope of this study is 

carried out solely for the passenger terminal construction project.  

The economic flow is shown in the Table below.
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Table 7.7.4.1: Economic flow of the project for the period 2015 - 2064 

STRUCTURE 2015 2016 2017 2018 2019 2020 2021 2022 2023 2024 

REVENUES 0 0 7.369.097 7.968.976 10.061.516 10.827.245 14.217.157 14.517.096 14.817.035 15.416.913 

1.Total revenue 0 0 7.369.097 7.968.976 10.061.516 10.827.245 14.217.157 14.517.096 14.817.035 15.416.913 

2. Project’s residual value 0 0 0 0 0 0 0 0 0 0 

2.1. Fixed assets 0 0 0 0 0 0 0 0 0 0 

2.2. Working capital 0 0 0 0 0 0 0 0 0 0 

II EXPENDITURES 0 0 680.374.193 3.854.070 3.931.151 4.009.774 166.297.080 4.822.113 5.021.953 6.164.767 

1. Investment in fixed assets 0 0 676.595.693 0 0 0 161.569.519 0 0 0 

2. Investment in working 
capital 

0 0 0 0 0 0 0 0 0 0 

3. Operating costs 0 0 3.778.500 3.854.070 3.931.151 4.009.774 4.727.562 4.822.113 4.918.555 6.111.624 

3.1. Material costs 0 0 2.182.500 2.226.150 2.270.673 2.316.086 3.000.000 3.060.000 3.121.200 3.183.624 

3.2. Staff costs 0 0 1.596.000 1.627.920 1.660.478 1.693.688 1.727.562 1.762.113 1.797.355 2.928.000 

4. Income tax and surtax 0 0 0 0 0 0 0 0 103.398 53.143 

III NET REVENUES (I-II) 0 0 -673.005.095 4.114.906 6.130.364 6.817.471 -152.079.924 9.694.983 9.795.081 9.252.146 

CUMULATIVE 0 0 -673.005.095 -668.890.190 -662.759.825 -655.942.355 -808.022.279 -798.327.296 -788.532.215 -779.280.069 

 

STRUCTURE 2025 2026 2027 2028 2029 2030 2031 2032 2064 

REVENUES 16.016.791 16.616.669 17.216.548 17.816.426 21.790.344 22.990.100 27.768.840 29.266.845 59.505.320 

1.Total revenue 16.016.791 16.616.669 17.216.548 17.816.426 21.790.344 22.990.100 27.768.840 29.266.845 40.051.257 

2. Project’s residual value 0 0 0 0 0 0 0 0 19.454.063 

2.1. Fixed assets 0 0 0 0 0 0 0 0 19.454.063 

2.2. Working capital 0 0 0 0 0 0 0 0  

II EXPENDITURES 6.408.166 6.716.934 6.984.850 7.245.213 288.441.866 7.647.293 8.774.411 9.243.674 12.602.760 
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1. Investment in fixed 
assets 

0 0 0 0 281.189.906 0 0 0 
 

2. Investment in working 
capital 

0 0 0 0 0 0 0 0 
 

3. Operating costs 6.175.296 6.240.242 6.306.487 6.374.057 6.576.750 6.649.725 6.724.160 6.800.083 6.956.515 

3.1. Material costs 3.247.296 3.312.242 3.378.487 3.446.057 3.648.750 3.721.725 3.796.160 3.872.083 4.028.515 

3.2. Staff costs 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 2.928.000 

4. Income tax and surtax 232.870 476.691 678.363 871.156 675.210 997.568 2.050.252 2.443.591 5.646.245 

III NET REVENUES (I-II) 9.608.625 9.899.736 10.231.697 10.571.212 -266.651.522 15.342.807 18.994.429 20.023.171 46.902.559 

CUMULATIVE -769.671.444 -759.771.708 -749.540.011 -738.968.798 -1.005.620.320 -990.277.513 -971.283.085 -951.259.914 -30.692.490 

 

As shown in the Table, the project is not eligible from the perspective of economic flow, because there is a negative accumulation. For 

the above reason, it is not possible to calculate other indicators of return on capital such as:  

 Payback period method  

 Net present value method (NPV = HRK  -610.552.463,64) 

 Internal Rate of Return method (IRR= -0,11%) 

The dynamic evaluation of project profitability is negative, hence the project is not eligible for funding. 
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7.7.5 CALCULATION OF THE FINANCIAL RETURN ON INVESTMENT 

One of the key objectives of the financial analysis is to determine the return on 

investment and to estimate whether the project should be co-funded by EU funds. If the 

financial value of the investment (project revenues minus project costs), not including the 

contribution of the funds, then the project is eligible for co-funding by EU funds. In such 

instance, the amount of non-repayable EU funds should not exceed the break-even point in 

order to avoid over-funding. In this particular case, the funds are already calculated as a part 

of the funding and the project is still not eligible for funding. Co-funding is required only if 

the proposed project does not generate a financial gain. In these terms, the project is eligible 

for the funding if, before including the EU, its FNPV/C is below 0 i.e. FRR/C below the applied 

discount rate (5% is applied in the analysis, in line with the Guide to Cost-Benefit Analysis). 

In case of projects co-funded with non-repayable funds, profitability analysis is used 

to ensure an appropriate level of support, and not a transfer to the project promoter of a 

larger amount than necessary to achieve financial sustainability. 

Financial rate of return on investment (FRR/C) measures the capacity of the project 

to provide an adequate return on investment, regardless of the financing method. FRR/C is 

calculated from a cash flow projection that covers the set project term, and it includes initial 

investment, replacement costs, operating costs and maintenance costs as outflows, and the 

project proceeds and the residual value of the project at the end of its economic life as 

inflows.  

 Table 7.7.5.1: Summary of calculation of the Return on Investment FRR/C and FNPV 

Key parameters Values 

Financial Internal Rate of Return (FRR/C) on Investment -0,11% 

Discount Rate 5,0% 

Financial Net Present Value (FNPV/C) of Investment -610 mil HRK 

As shown in the calculation above, the project generates a negative financial rate of 

return on investment FRR/C= -0,09% and a negative financial net present value FNPV/C = -

619,895,322.99 HRK and, as such, it may potentially compete for EU grants. 
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7.8 PRICE SOURCES 

All prices applied in the analysis are expressed based on the actual levels in 2015. 

Financial forecasts are expressed in HRK, with the possibility to be easily converted and 

expressed in Euros. 

 

7.9 RETURN ON CAPITAL 

Financial rate of return on capital (FRR/K) measures the capacity of the project to 

provide an adequate return on capital invested by the project promoter in the project. FRR/K 

is calculated from the same projected cash flow statement used for the calculation of FRR/C, 

but it takes into account the overall support (contribution by the EU, national support, loans, 

etc.) obtained for the implementation of the investment. FRR/K mustn’t exceed the required 

return on capital for companies from the same industry, because that would mean 

generation of profits for the project promoter at the expense of EU taxpayers. 

Table 7.9.1: Summary of calculation of the return on domestic capital FRR/K and FNPV/K 

Key parameters Values 
Financial Internal Rate of Return (FRR/C) on Capital 1,10% 
Discount Rate 5,0% 
Financial Net Present Value (FNPV/C) of Capital -395.8 mil HRK 

 

Financial internal rate of return on national capital is lower than the current price of 

capital in the money market. According to the methodology, financial internal rate of return 

on national capital usually should not significantly exceed the real rate of 5%. For projects 

having the real rate above 5%, EU regulations require that the national contribution is higher 

and FRR/C re-calculated. 

 

7.10 TIME SCHEDULE 

The project is structured in a way that anticipates its implementation in three 

successive periods of time, based on the requirements of the demand for cruising and the 

growth scenarios outlined in Chapter 4. 

The three phases are in line with the following passenger movements:  

 PHASE 1: 70-90 calls with approximately 80,000 to 100,000 passenger movements 

 PHASE 2: 130-150 calls with approximately 150,000-180,000 passenger movements 
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 PHASE 3: 200-300 calls with approximately 250,000 to 600,000 passenger 

movements 

 

The Table below shows an approximate project timeline.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

godina

1 MARKET AND ADMINISTRATIVE ACTIVITIES – PROJECT FINANCING 
2 TENDER PROJECT / CONSTRUCTION STAGE 1

3 DETAILED / EXECUTIVE DESIGN STAGE 1 
4 CONSTRUCTION STAGE 1

5ADMINISTRATIVE ACTIVITIES – PROJECT FINANCING - STAGE 2 
6 TENDER PROJECT / CONSTRUCTION STAGE 2

7 DETAILED / EXECUTIVE DESIGN STAGE 2 
8 CONSTRUCTION STAGE 2

9ADMINISTRATIVE ACTIVITIES – PROJECT FINANCING - STAGE 3 
10 TENDER PROJECT / CONSTRUCTION STAGE 3

11 DETAILED / EXECUTIVE DESIGN STAGE 3 
12 CONSTRUCTION STAGE 3

15 16 179 10 11 12 13 14

TIMELINE FOR THE CONSTRUCTION OF THE CRUISE PORT IN PULA

1 2 3 4 5 6 7 8 
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8. ECONOMIC ANALYSIS 

An economic analysis was conducted to demonstrate that the project has a positive 

impact on the society as a whole. The present value of the economic benefit of the project 

has to prove to exceed the present value of the economic costs of the project in a specific 

planning period. 

While financial analysis measures the return to the infrastructure owner, the 

economic analysis estimates the project's contribution to the economic prosperity of the 

local self-government, region or country. It relies on the fact that the observed market price 

of inputs consumed and the final outcome do not fully reflect their social value (i.e. their 

social opportunity cost). In addition, the economic analysis tries to figure out potential 

impacts of the project that have no direct market value, for example the impact on the 

environment or human health. 

The economic analysis should include the economic conversion of market into 

economic prices, quantification of social benefits, other indirect effects, discounting 

estimated costs and benefits and the indicators of economic impact (economic rate of return 

or net present value of the project in monetary terms); fiscal adjustment. 

As a reference point, the economic analysis takes the costs obtained by the financial 

analysis. It is possible to make adjustments to the financial costs to account for the social 

consequences and economic costs and benefits. For example, the EU Guide to Cost-Benefit 

Analysis for Investment Projects from 2008 proposes the following five steps to implement 

of a cost-benefit analysis: 

 observed prices or prices of public services are converted into 'shadow prices ', 

which better reflect the social opportunity cost of goods; 

 off-market impacts are presented in the form of cash, when feasible; 

 indirect effects are included, where relevant; 

 costs and benefits are discounted with a real social discount rate, and; 

 economic indicators are calculated. 

8.1. ANALYSIS OF CONVERSION OF ECONOMIC TO MARKET PRICES 

8.1.1. PRICE DISTORSION  

Standard conversion factor (SCF) applied in the economic analysis is derived from 

those recommended by the EU Guide to Cost-Benefit Analysis, as described below. 

Equipment, materials and services: Since Croatia is an open economy, there is no 

specific conversions of tradable goods because it is assumed that market prices reflect the 
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economic ones. Furthermore, the purchase of equipment and materials related to the 

investment programme will potentially take place through an international public tender, 

and the prices will reflect the actual demand for these goods in the market. 

For goods and services that must be purchased locally, such as local transportation, 

raw materials or water and energy, the conversion from financial to economic prices has to 

be done by using conversion factors. In Croatia, the standard conversion factor (SCF) for 

these goods and services would be 0.93. 

Land: Cost adjustment with regard to land has to adjust the opportunity cost that 

arises when land is not available for other purposes. If the land is acquired at market value, 

the default conversion factor is 1 – and it shows that the market value reflects the present 

value of the future result. In case of investment in the passenger port of Pula, land is not 

acquired in accordance with market values, but is already in possession of the Port Authority 

of Pula and it currently brings no profit, neither economically nor financially. 

The revitalisation of this part, apart from the financial and economic effect, would 

certainly positively affect the increase of the aesthetic value of the City of Pula. The Port of 

Pula now stretches along a large part of the city coast. The projects related to the 

modernisation of existing and expansion of new port terminals, especially in deserted 

former military bases, are extremely important for the Port of Pula, but for the City of Pula it 

is also important to open new parts of the port basin for commercial purposes as well, and 

for enabling citizens and visitors to access this part of the coastal area. The passenger 

terminal will be designed differently, in spatial and urban terms, so as to allow the citizens to 

have all-day access to these parts of the city, thus creating new and attractive city points 

typical for a Mediterranean city. The City of Pula would join the group of cities (Baltimore, 

New Orleans, Savannah, Bilbao) which have transformed their old ports or former military 

facilities into attractive areas with economic value. 

Wages: qualified workforce is considered under-represented in the labour market 

and therefore achieves an appropriate price in the market in terms of opportunity cost. 

Specific conversion is not required. In the context of high unemployment, from the 

economic point of view, unqualified labour will not have an appropriate price. For the 

purpose of presenting the opportunity cost of labour, an adjustment was made by 

multiplying the financial cost of unqualified labour by the so-called shadow wage rate factor 

(SWRF), in particular, as (1-u) * (1-t), where u stands for the regional unemployment rate, 

and t for the rate of social security in addition to the relevant taxes included in the cost of 

labour. This is in line with the shadow wage of SW = FW * (1-u) * (1-t), with FW as financial 

(or market) wage. 
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Fiscal distress: the analysis adjusts fiscal distress in accordance with the Guide to Cost-

Benefit Analysis by providing the following: 

• all the prices of inputs and outputs are without VAT and other indirect taxes; 

• input costs, including labour, are indicated without direct taxes; 

• subsidies granted to the project by a public body are only transfers and, according to 

   the economic analysis, are left out of the income. 

The table below summarises the conversion factors of market prices to economic 

prices in Croatia. 

Table 8.1.1.1. Factors of conversion of market prices into economic prices in Croatia 

Type of cost Conversion 

factor 
Description / Assumed share 

Tradables 1  

Non-tradables 0.93 Standard conversion factor, unless otherwise justified 

Skilled labour 1  

Unskilled labour 0.6 Shadow wage rate factor due to unemployment in the project 

area 

Land purchase 0 Unless otherwise justified 

Transfer 0  

Imported goods and 

services 
0.92 For goods and services the assumed import duty is 10% 

Investment costs - 

UPOV 
0.85 55% of domestic production (SCF), 35% of imports and 10% of 

profit (CF = 0) 
Cost of investment - 

network 
0.85 70% of domestic production (SCF), 20% of imports and 10% of 

profit (CF = 0) 
Operation and 

maintenance 
0.958 Standard conversion factor (SCF) 

Note: Transfer payments include indirect taxes, subsidies and pure transfers included in market prices applied to 
estimate the cost of the project 
Source: Guide to Cost-Benefit Analysis for Investment Projects: "Sectoral Guidelines to Cost-Benefit Analysis for 
Investment Projects in Croatia, financed by the EU funds'' 

 

8.1.2. TAXATION 

Taxes and transfers are excluded from the financial analysis and are therefore not 

described here. 

 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 165 of 238 

 
 

8.2. QUANTIFICATION OF SOCIAL BENEFITS 

8.2.1 METHODOLOGY FOR EVALUATING THE ECONOMIC IMPACT  

As stated in section 1.6.2., the analysis uses the economic impact approach by 

evaluating the changes: 

1. within the core of economic activities, 

2. within a certain region (spheres of economic influence) 

3. arising from the urban development area (UDA). 

Several measurements of changes in the economic activities have been applied; 

- changes in tourist spending, 

- changes in the income of the region, 

- changes in employment. 

 

Tourist spending within the region becomes sales or receipts of local businesses, and 

other organisations selling products and services to visitors. Income is the sum of wages and 

personal income received by workers in these activities and owner's income and profit. 

Employment is the number of jobs supported by the given level of sales. 

The region must be defined in order to identify which economic activities and 

spending are to be included. The analysis defined the region around the Port Authority of 

Pula in various circles of intensity (sphere of economic impact). The measures of economic 

impact include the activities within certain time intervals. The size of the region affects the 

amount of the spending involved and the multiplier effect. 

For tourism, the activity for which the effects are estimated are simply opening or 

closing of a facility, in particular, the rehabilitation of the urban development areas and its 

conversion into a tourist area. As in every impact analysis, the analysis estimated changes 

with and without action, not only before and after the action. The estimation assumes that 

all the visits and the related consumption would be lost to the region in the absence of a 

passenger port. 

A winning percentage is a percentage of any market which the project will 

encompass. The winning percentage will decrease as the distance from the project 

increases; therefore, the primary and secondary markets are divided into several spheres of 

influence, each dependent on the distance of the marina and the number of alternatives for 

marine recreation. Taking into account all the unique factors of each location is almost 

impossible, however, this analysis did consider reasonable assumptions in an attempt to 
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assess this percentage. The nucleus of the City of Pula will largely benefit from the creation 

of employment and increase in income. Most of the companies related to the water 

businesses is based in Pula, and the majority of the population who will benefit from the 

increase in income and employment live in Pula and its surroundings. Only in the tourism 

sector will most benefits spill over into the neighbouring municipalities, since Pula (still) does 

not provide abundant tourism opportunities in terms of accommodation and gastronomy, 

while the wider surrounding area of Pula does. 

 

8.2.2. CRUISE TOURISM SPENDING 

The analysis of the economic impact follows spending and the associated economic 

activities related to a principle or an activity. In order to assess the economic impacts of 

recreation and tourism activities, we started with the assessment of tourist spending related 

to the establishment of UDA. Changes in tourist spending were applied to the local 

economy32  in order to assess the "multiplier effect" (indirect and induced). 

For example, a survey conducted on the residents of Dubrovnik, the city with the 

most developed cruise tourism in Croatia, where they were asked about their opinion on the 

economic benefits of cruise tourism, has shown that this benefit at a personal level is 

relatively small - only 7% of the population believes to have indirect benefits, and 8% to have 

direct benefits from cruise tourism. Although about 64% of the population of Dubrovnik 

considers that cruise passengers spend little in Dubrovnik, around 54% believe that 

Dubrovnik gains important economic benefits from cruise tourism. 

It is logical to assume that the perception of economic benefits from cruise tourism 

for a destination depends on the scope of cruise tourism in the area due to the size of the 

destination, so that the perception of the impact will probably be lower in, for example, Split 

than in Dubrovnik, and significantly lower in Pula. 

Revenues from international cruise tourism in the destination where such ships call 

include: 

• spending of passengers and crew who go off the ship in the destination and 

• fees paid by the ship in the port (port charges and fees and other revenues from 

the ship). 

                                                           
32

 The assumption that in case the facility is not built, the area would lose all these spendings, is less viable for local users. 
Most of these spendings could be easily redirected to other sectors of the economy, although it is likely that a part would 
be lost, as the locals would chose to go outside the region if recreational opportunities would not be available. Therefore, 
spending on these trips would be lost for the region. 
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Most of the benefits of international cruise tourism are generated from this income. 

Other benefits arising from the international cruise destinations are job creation related to 

the needs of cruise tourism, general impetus to development as a result of the cruise 

tourism income, destination promotion and the like. In addition to income, there are, of 

course, costs that the destination has in connection with international cruise tourism (local 

government, service providers, wider community, etc.). 

Only by identifying and calculating all income and expenditures (direct ones, incurred 

by service providers and indirect ones, incurred by the wider community) and by evaluating 

other benefits of cruise tourism, we could assume the overall effect of this type of economic 

activity on the destination. This is, unfortunately, given the current availability of necessary 

data, impossible at this moment. Therefore, below we will attempt to reconstruct only the 

total income of cruise tourism in Pula. 

Figure 8.2.2.1.: Cruise tourism revenue structure  

 

 

TRANSLATION: 
TOTAL REVENUE FROM CRUISE TOURISM 
Revenue from passenger and crew member spending on the mainland 
Revenue from fees for services provided to the ship in the port  
Revenue from fees for other services provided to the ship by various entities outside 
the port  
Revenue from fees for waterway maintenance 

 

Revenue from passengers and crew spending on the mainland represent the largest 

part of the total revenues generated by cruise destinations. These revenues in Croatia can be 

estimated on the basis of the aforementioned study TOMAS Cruises 2006, as well as other 

 

 

Circled boxes represent 

economic impacts 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 168 of 238 

 
 

research studies conducted by authors in the destinations of Rovinj and Rijeka. The results 

of this study show that the average spending of passengers who get off the cruise ship 

amounts to about 41 euro, and that of crew to about 26 euros. These data were taken into 

account as relevant for the calculation in this study. 

According to the VTPE data on the number of planned cruise ship calls that, in the 

first year of the completion of the terminal, should amount, according to the worst 

estimates, to 70 calls to 300 in 20 years with the average number of 1,143 passengers or a 

total of 70 calls with 80,000 passengers and 200 calls with 250,000 passengers. 

In addition to passengers, the ship has a crew whose number, using the ratio of 1 

crew member per 2 passengers, is estimated at around 40,000 (port of call) and 125,000 

crew members (home port), resulting in a total number of people from cruise ships from 

about 120,000 in 70 calls and 375,000 in 200 calls. However, not all incoming passengers 

and crew get off the ship in the destination, but it is estimated that an average of 70% of 

them do or 56,000 passengers and about 1/3 of crew members, that is, about 13,000 of 

them in no more than 70 calls. While it is estimated that in 200 calls 175,000 passengers 

and 40,000 crew members get off the ship, etc. It should be noted that when estimating the 

revenues from passengers and crew spending, it is important to distinguish the spending of 

the passengers who arrive by a ship that uses the destination of Pula as a port of call and by 

those on board a ship leaving from the port of Pula (home port). This aspect has a significant 

impact on the amount of passenger and crew spending in the area. 

Thus, for purposes of this study 3 scenarios were taken into account: 

•   Pessimistic scenario: predicts that in the first 15 years there will only be 70 calls 

 (minimum), and in subsequent years only 200 calls, with passenger spending of 37 

 euros and crew spending of 26 euros 

•  Realistic scenario: based on the financial analysis which predicts a gradual increase 

 in calls in the periods of 20 and 50 years, with passenger spending between 37 to 

 41 euros and crew spending from 26 to 29 euros. 

• Optimistic scenario: based on the financial analysis which predicts a gradual 

increase in calls in the periods of 20 years and 50 years, with passenger spending 

between 37 to 60 euros in the 15th year of the project, and crew spending from 

26-32 euros also in the 15th year of the project. 
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Table 8.2.2.2. Input values for calculating spending 

  Pessimistic scenario Realistic scenario Optimistic scenario 

Number of calls 
 

70 (port of call) 70-150 (port of call) 70-150 (port of call) 

200 (home port) 150-300 (home port) 150-300 (home port) 

Number of passengers 80.000 - 250.000 80.000 - 600.000 80.000 - 600.001 

Number of passengers who 
get off the ship (70%) 

56.000 – 175.000 56.000 – 420.000 56.000 – 420.001 

Minimum passenger 
spending 

37€  37€ - 41€ 37€ - 60€ 

Number of crew members 40.000 – 125.000 40.000 – 300.000 40.000 – 300.001 

Number of crew members 
who get off the ship 

13.200 – 41.500 13.200 – 100.000 13.200 – 100.001 

Minimum crew spending 26 € 26€ - 29€ 26€ - 32€ 

According to the above assumptions, spending calculations  are shown in the following table 

 

 

Table 8.2.2.3. Passengers and crew spending in the destination in mil 

HRK 
Pessimistic 

scenario 
 

Realistic 
scenario 

 
Optimistic 
scenario 

 

 HRK EUR HRK EUR HRK EUR 

Estimated passenger 
spending (20 years) 

80 10,6 119,4 15,92 151,13 20,17 

Estimated crew 
spending (20 years) 

13,3 1,7 19,9 2,66 21,16 2,83 

Total in 20 years 93,5 12,4 139,4 18,6 172,4 22,87 

Average per 1 year 4,5 0,6 6,97 0,9 8,62 1,15 

Estimated passenger 
spending (50 years) 

424,5 56,6 636 84,8 907,25 120,97 

Estimated crew 
spending (50 years) 

70,7 9,4 106,1 14,15 116,2 15,5 

Total in 50 years 495 66,05 742,13 98,95 1.024,00 136,46 

Average per 1 year 9,9 1,32 14,84 1,98 20,47 2,73 
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8.2.3. CHANGES IN THE INCOME OF THE REGION 

8.2.3.1. ECONOMIC MEASURES 

While evaluating the effects of the rehabilitation of the urban development areas on 

the economy of the region, a variety of measures could be used. In this analysis, the 

measures included are spending, creation of employment, income, taxes and value-added. 

1. Business activity is the value of production of industry that alternates between 

companies and/or other organisations. With the exception of construction, wholesale 

and retail, business activity is also a change in the sales per sector. In the wholesale 

and retail sector production is margin added to goods sold. 

2. Jobs are employment measures in companies. The value of this measure depends on 

the employment in the industry of the region which is being affected and measured 

economic activity. It includes all the jobs created in companies in the region, 

although wages of the residents outside the region can be consumed by households 

in another region. 

3. Income includes wages, personal incomes and owner's revenue. It does not include 

compensation that is not related to wages (pensions, insurance, medical benefits); 

transfer payments (social security); or unearned income (dividends, interest, rents), 

even if arising from economic activities affected by economic changes. Wages are 

paid to workers in their workplace. 

4. State taxes are defined as corporate income tax and personal income tax, 

withholding tax, value added tax (VAT) and social security contributions. State taxes 

are revenues collected by the government, through customs and excise duty, 

tourists, spending, public benefits and other taxes generated by changes in 

production, wages and spending of visitors in the region. 

5. Added-value measures the regional production in the same way the gross domestic 

product (GDP) measures the domestic production. This is the difference between the 

value of sold goods and services as production investments and value of produced 

goods and services. As such, it is the total amount of wealth collected by economic 

activity, and is composed of wages, state and local taxes, federal taxes and other 

value added tax. The latter includes changes in benefits to workers which are not 

wages, types of income from profits (others apart from the owner's), net interest and 

write-off of capital. 
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8.2.3.2. MULTIPLIERS 

The analysis uses multipliers to address the secondary effects of the visitors' 

spending in the region, and thus the tendency of companies and households to purchase 

goods and services within the region or from external sources. Import represents a gap in 

the local economy as income leaves the region, rather than remains in circulation in the 

regional economy. Multipliers include many rounds of re-spending33 within the regional 

economy.  

There are two types of secondary effects of spending: 

1. Indirect effects of changes in sales, jobs and income within the backward-related 

industries, that is, companies that supply goods and services to the passenger port of 

Pula and ships in the port. For example, ships 'buy' miscellaneous goods and services in 

the local area to produce their services. Any company that provides goods or services to 

the port has an indirect benefit from the visitors. These indirect effects are included in 

Type I multipliers = (direct sales + indirect sales) / direct sales. 

2. Induced effects are changes in sales, jobs and income within the region, which resulted 

in household spending from the income earned directly or indirectly from visitor 

spending. Employees in tourism companies and related industries spend their income 

within the local region which creates additional sales and economic activity (these 

effects are best seen when there is a significant drop in tourism activity). Reduced 

income in the area results in reduced spending which in turn affects retail stores and 

other businesses that depend on household budgets. Type II multipliers include indirect 

and induced effects = (direct sales + indirect sales + induced sales) / direct sales. 

 

8.2.3.3. TRADE BALANCE OF ISTRIA COUNTY AND CITY OF PULA 

According to the 2011 census the Istria County had 208,440 inhabitants and 

accounted for 4.6% of the total population of the Republic of Croatia. Thanks to its 

favourable geographic position as the westernmost Croatian county, high-quality natural 

resources, economic tradition, years-long tendency to exchange with the world, skilled 

labour and the achieved level of acquired knowledge, the Istrian economy today compared 

with the economy of Croatia as a whole considerably exceeds the average values and rightly 

justifies  the assessment of economic experts according to which Istria, along with the City of 

Zagreb, is the most developed region in Croatia. 

                                                           
33

 Multipliers of spending in tourism for local regions could be somewhere between 1.0 and 1.5. Most models are linear and 
assume that household spending increases directly with income. However, higher income generally leads to higher 
savings, as well as different purchases, such as travel and luxury items that will not remain in the local area. All income 
will not automatically be re-spent in the local area. Social security contributions and other pension schemes are also 
included in income, but not re-spent in the local area. 
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In 2008, Istria County's gross domestic product was EUR 2.826 million, or 6% of the 

total GDP of Croatia. Measured per capita, the gross domestic product of the county 

amounted to EUR 13,195, and was 23.5% higher than the state average. According to this 

key indicator of economic development, the Istria County was ranked second in the Republic 

of Croatia, right behind the City of Zagreb. 

According to the annual financial reports submitted to FINA for 2010 in the Istria 

County there were 8,494 companies employing 41,567 people. 

In 2010, the economy of the County realised a total revenue of HRK 29.2 billion, 

which compared to the previous year represents an increase of 5%. Such an increase in 

business activity did not however have a significant impact on the financial results of 

entrepreneurs. Profit was reduced by 8%, while operational losses increased by as much as 

42%. Insolvency of legal entities, the biggest problem of the Istrian economy, also grew by a 

high 71%. The economic crisis has affected the labour market. Total employment fell by 

3,300 people, or 4%, while the number of employees registered at the Employment Service 

during 2010 averaged 7,949 people, and was higher by 18% than in the previous year. The 

level of investment in 2010 remained at around last year's level, mainly thanks to the 

construction of the Istrian Ypsilon motorway, as well as to tourism turnover measured by 

overnight stays, where Istria County accounted for 30.4% of total overnight stays in Croatia. 

The positive trend was recorded only in foreign trade exchange. Exports of goods in 2010 

grew by a high 38% (mostly due to shipbuilding), while maintaining the same level of 

imports. The relative indicators derived show that the Istrian economy, regardless of the 

presence of negative trends, still has the highest profit and highest export per employee in 

the Republic of Croatia, the best coverage of imports by exports, and along with the City of 

Zagreb, the lowest unemployment rate in the Republic of Croatia. 

 Gross domestic product of the City of Pula   

The foundations of economic development of the City of Pula as, traditionally, the 

most developed economic centre of the Istria County began with shipbuilding. Pula's 

shipbuilding industry today is well-known in the global shipbuilding market. In addition to 

shipbuilding, Pula has other industrial productions and businesses such as cement 

production, glass production, food and textile industries, as well as service activities in 

construction, tourism, trade, transportation services, and agriculture and fisheries. 

The analysis of economic indicators of Pula cover the period from 2007 to the end of 

September 2011 - the period for which the last statistical data are available. This period 

included the year 2007 preceding the period of the global economic crisis which affected the 
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Croatian economy, and thus the economy of Pula, which is visible the most from the 

statistical indicators for 2009. Specifically, in 2007 the Croatian GDP recorded an increase of 

5.1%, while the first implications of the global economic crisis are visible from the movement 

of GDP in 2008, when it rose by 2.2%. 

In 2009, the Croatian GDP dropped by 6%, and the negative trend continued in 2010, 

with a fall in GDP of 1.2%. According to preliminary estimates of the Central Bureau of 

Statistics, GDP growth in 2011 of 0.2% indicates stagnation of the economy, while it is 

expected that the recovery of the Croatian economy will lag behind the recovery of the 

global economy. 

Table 8.2.3.1.1.: Gross domestic product of Pula from 2008 to 2010 by business activities (in USD) 

  2008 2009 2010 

A  Agriculture, forestry and fisheries 6.294.144 4.966.396 4.917.920 

B  Mining and quarrying 1.512.001 1.207.110 1.195.328 

C  Processing industry 201.307.129 182.101.184 180.323.737 

D  Electricity, gas, steam supply and 

air conditioning 
10.056.566 9.967.281 9.869.992 

E  Water supply; waste water 

disposal, waste management and 

environmental remediation 

activities 

18.354.991 17.313.408 17.144.416 

F  Construction 60.937.162 53.561.201 53.038.402 

G  Wholesale and retail trade; repair 

of motor vehicles and motorcycles 
132.212.193 109.674.577 108.604.069 

H  Transport and storage 40.191.100 36.972.059 36.611.183 

I  Activities of providing 

accommodation and preparation 

and service of food  

27.497.323 24.763.002 24.521.296 

J  Information and communication 22.715.180 20.279.450 20.081.507 

K  Financial and insurance activities 36.428.679 33.074.817 32.751.982 

L  Real estate 4.149.212 4.000.708 3.961.658 

M
  

Professional, scientific and 

technical activities 
32.912.397 27.246.200 26.980.256 

N  Administrative and support service 

activities 
28.833.510 32.764.418 32.444.612 

P  Education 69.305.913 66.873.901 66.221.160 

Q  Health and social care activities 64.629.258 63.493.992 62.874.242 

R  Arts, entertainment and recreation 74.720.987 75.047.761 74.315.237 

S  Other service activities 21.132.853 19.451.717 19.261.854 

Total  861.524.187 790.272.669 782.706.401 
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 Companies in Pula 

The entrepreneurial base of Pula includes 3,940 entities, of which 39% are active 

trades (small businesses), while the rest are companies. Active trades and companies on 

31.12.2011 employed a total of 17,550 employees, while the average net salary of 

employees in companies amounted to HRK 5,04234. 

In the period from 2007 to 30.09.2012, the entrepreneurial base of Pula has invested 

a total of HRK 5,880.65 million, while the bulk of the investment was made in 2009 and 

2010, mostly by big companies, especially company Bina - Istra d.d. seated in Pula, which on 

26.09.2008 began the construction of a full motorway from Pula to Kanfanar, which was 

opened to traffic on 20.06.2010. 

The foreign trade exchange of the entrepreneurial base of Pula in the period of 

analysis is characterised by a surplus primarily caused by export orientation of the 

companies from group Uljanik d.d. A significant contribution to the surplus is also realised by 

the companies from the tourism sector, such as ARENATURIST d.d., ARENATURIST HOTELI 

d.d., SUNČANA STAZA d.o.o. and UNILINE d.o.o. Among other medium-sized companies - 

exporters seated in Pula we should point out ULJANIK PLOVIDBA d.d., Calucem d.o.o., 

DURAN d.d. and POLA TEXTILE d.o.o. 

Table 8.2.3.3.2.: Selected data on the entrepreneurial base of the City of Pula 

Indicators  2007 2008  2009  2010  2011  30/09/  
2012 

Number of entities 4.042  4.153  4.077  4.105  4.184  3.940  

Share in county (%) 23,74  24,36  23,44  23,76  24,00  -  

Number of 

employees 

19.761  19.483  19.064  18.177  17.550  14.738*  

Share in county (%) 23,08  22,14  21,77  22,32  23,00  -  

Average salary 4.229  4.548  4.691  4.674  5.042*  4.930*  

Share in county (%) -  100,18  101,36  100,58  108,00*  -  

Total investments, 

HRK mil 

1,016,14  921,11  1.510,71  1.411,53  345,51**  550,69**  

Imports, HRK mil ** 1.320,39  1.725,25  2,018,01  1,802,89  1.160,11  -  

Share in county (%) -  -  37,02  31,33  22,00  -  

Exports, HRK mil ** 2.089,41  2.368,73  2.782,72  3.024,22  2.420,92  1.828,83  

Share in county (%) -  -  33,66  32,37  34  -  

Surplus (deficit), HRK 769,02  643,49  764,71  1.221,33  1.260,81  -  

                                                           
34 According to the latest available data as of 30.09.2012, the companies seated in Pula employed 14,738 people, 
which is an increase compared to the 188 employees in 2011. At the same time, the average salary of employees 
in these companies decreased by HRK 112 to HRK 4,930 
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mil ** 

Share in county (%) -  -  27,15  34,04  -  -  

 
 In the area of the City of Pula there are 26 medium-sized and three large enterprises. 

Number of medium-sized enterprises varies in the range from 22 to 26, while the number of 

large enterprises was declining and out of six of them in 2007 only three large enterprises 

were left in 2011 (Figure 12). The reason for this decrease is that, due to the reduction in the 

volume of business, one of the enterprises from the group of financial activities was 

classified in the group of small enterprises, while one from the processing industry met the 

criteria for being classified in the group of medium-sized enterprises. The decrease in the 

number of large entities was also affected by the change of seat of a large enterprise that 

occurred in 2011. 

In conclusion, the effects on local companies were as follows: 

Since the operating revenues from cruise industry (Chapter 7 Financial Analysis) consists of: 

 total revenue from ships  

 total revenue from other activities (variable part of concession) 

 total revenue from other activities (fixed part of concession) 

 

the above stated revenues are received by the Port Authority of Pula. On the other hand, the 

concessionaires in certain areas generate their revenues based on which the variable and 

fixed part of the concession granted to the port authority are calculated. 

 These annual revenues of concessionaires (which are not directly included in the 

financial analysis), such as leases of premises - offices, luggage management, managing car 

parks, bars and restaurants are extremely important for changes in the income of the region. 

 This money flows directly into the business entities of the City of Pula or potential 

entities of the Istria County. The revenues for the observed 20 years amount to about HRK 

2.8 mil, and for the observed 50 years HRK 7.5 mil or EUR 1.0 mil 

 Furthermore, operating expenses for the Port Authority of Pula consist of a series of 

costs, for example; electricity, water, waste, maintenance services, materials for 

maintenance, transport services, office supplies, small inventory, advertising, accounting, 

insurance, legal /consultants fees, bank charges, other mat. costs and external services, etc. 

For the realisation of these expenses, procurement is done mostly from the local market, 

which based on the procurement of these activities for the port authority realise their 

revenues and generate profits and employment. In the scenario that only 10% is spilled over 

to the local market as a profit to other companies this would amount to HRK 3,5 mil for 20 

years and HRK 10,3 mil for 50 years observed. 
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 The indispensable element is the impact on the construction sector. The estimated 

value of investment in the passenger terminal is EUR 150 mil It is logical to expect the effect 

of this money spilling over to the local market, because it is expected that it will be 

performed by the domestic construction sector at least in part. In pessimistic observations,  

if only 10% is performed by the domestic local contractors,  the spill over would amount to 

EUR 15 mil These effects can potentially be felt even at the national level, since due to the 

scope of investment it is logical to expect that larger domestic national companies 

participate in the construction of the terminal. The effects would thus be even more 

significant. 

 International tourism and domestic visitors 

 Until the late 1980s, tourism was the most significant procurer of foreign exchange 

for the region, and one of its most important sectors. The war in the Croatian territory 

during the 1990s changed everything: international tourism almost completely disappeared 

during the war years, and domestic visitors were forced to cut costs. Over the past twenty 

years, tourism in the region has been developing very carefully. While the number of 

domestic visitors has slightly decreased, in terms of arrivals and overnight stays, the number 

of foreign tourists has increased unexpectedly quickly. 

 In the period from early 2007 till the end of 2012, Pula had a total of 1,427,083 

arrivals, of which 203,474 domestic (14.25%) and 1,223,609 (or 85.74%) foreign ones. The 

number of arrivals has fallen through the years, but on average, in the period from 2007 till 

the end of 2010, at an annual level, Pula was visited by around 235,818 tourists, or 

200,553.4 foreign and 35,264.6 domestic tourists. 

 By 2010, the number of arrivals slightly decreased (the largest drop was recorded in 

2010), but in 2011 the number of arrivals grew by 8.1% when compared to 2010, with a 

4.44% increase in the number of arrivals in 2012 compared to 2011. The largest decrease 

recorded in the period from 2007 to 2011 was the one in 2010 - by 6%, as a result of the 

decline in the number of both foreign and domestic tourists. Similarly, a big drop was 

recorded in 2009 as well. On the one hand, this trend was not surprising because in 2009 the 

number of international tourist arrivals decreased by 4% at the global level, as a result of the 

financial crisis and recession around the world (Southern Europe and the Mediterranean 

record a 4% drop, and Central and Eastern Europe a decrease by as much as 10%) which 

means that this situation also affected the Republic of Croatia and the City of Pula. On the 

other hand, in 2010, international tourist arrivals grew by 6.7% compared to 2009. That 

same year, a growth of 2% was recorded in Southern Europe and the Mediterranean, and a 

4% growth in Central and Eastern Europe (UNWTO World Tourism Barometer, January 
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2011.) This year Pula still recorded a decline in the number of arrivals, despite the fact that 

in the Republic of Croatia the number of arrivals increased by 3.2%. 2012 was the best year 

in the number of arrivals, recording the highest number of arrivals of 247,993, dominated by 

foreign tourists, as many as 220,842 of them, while there were 27,151 domestic ones. 

 The figure below shows the movement of the total number of tourists in the period 

from 2007 till the end of 2012. 

Figure 8.2.3.3.1: Total number of tourist arrivals from 2007 till the end of 2012 

 
Source: Strategy of Economic Development of the City of Pula, Pula, 2013, p. 131 

It is important to look at the ratio of domestic and foreign tourists who visited Pula. 

Of course, the number of foreign tourists is greater, but we should also consider the 

movements of domestic tourists in relation to the foreign ones. The share of domestic and 

foreign tourists from 2007 to 2012 is shown below. 

 

 

Figure 8.2.3.3.2.: Share of domestic and foreign tourists from 2007 till the end of 2012 

 
Source: Strategy of Economic Development of the City of Pula, Pula, 2013, p 131 
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TRANSLATION: Domestic  Foreign 

 

The arrivals of foreign visitors greatly exceed domestic arrivals. Their share still 

ranges at around 85.7%, while domestic tourist arrivals retain some 14.2% of the total 

arrivals in the entire period (but their share is not insignificant).  At the level of Croatia, the 

ratio of foreign and domestic tourists in percentage terms is usually 85:15. 

In 2007, the greatest number of tourists came from Italy (21.03%), followed by 

Germany (17.14%), Austria with 8.02%, Slovenia with 6.10%, and Russia with 4.05%. When 

comparing arrivals in Croatia, in 2007 Italian and German tourists occupied the leading 

position (Germans were at the first place, followed by Italians) (Croatian Ministry of Tourism, 

2012). 

In the period from 2007 till the end of 2012 a total of 7,254,303 overnight stays were 

recorded in Pula, that is, an average of 1,209,051 overnight stays per year. At the annual 

level, it can be seen that in 2008 there was a very slight decrease in overnight stays by less 

than 1%, after which, in 2009, there was an increase of 1.9% as a result of the growing 

number of overnight stays of foreigners. In 2010, the number of overnight stays fell by  0.7%, 

only to increase by 10.3% in 2011 as a result of the growing number of overnight stays of 

foreign as well as domestic tourists. In 2012, 8.69% more overnight stays were recorded 

when compared to 2011. This is the result of a 9.8% increase in the number of overnight 

stays of foreign tourists. 

Figure 8.2.3.3.3.: Number of overnight stays in Pula from 2007 to 2012 

 
Source: Strategy of Economic Development of the City of Pula, Pula, 2013, p. 131 

The share of overnight stays of foreign and domestic tourists is shown below. 
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Picture 8.2.3.3.4 .: Share of overnight stays of domestic and foreign 

tourists  
Source: Strategy of Economic Development of the City of Pula, Pula, 2013, p. 131 

TRANSLATION: Domestic  
 Foreign 
 

It may be noted that, as in the number of tourists, in the entire period foreigners 

realised a greater number of overnight stays.  

Also, when the passenger port becomes a home port the effects from tourism 

spending will be possible. For example, passengers from cruise ships before their cruise 

usually decide to visit the destination a few days earlier. The estimated spending per capita, 

without distinguishing between adults and children, is shown below.  Especially in the case 

of tourist visits to the region, these costs could therefore become quite high per household. 

Last summer in the Croatian coastal counties tourists daily spent an average of 66.3 

euros, of which 36.2 euros for accommodation, the majority were aged around 40 and had 

higher education, with incomes of more than two thousand euros,  arriving by car with their 

families35.  

The average daily spending of tourists, compared to last such study in 2010, 

increased by slightly more than 14 percent. Spending for purchases increased by as much as 

20 percent, to an average of about 9.5 euros, and it is important to note that non-

accommodation spending generally grew, while in the previous years it was always quite 

weak, which means that tourists recognised a new and more comprehensive offer in Croatia 

that has been slowly increasing in the past few years. Thus, the average expenditure of 

                                                           
35

 TOMAS Summer 2014, Institute for Tourism, Zagreb, 2015 
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tourists for hospitality services, food and beverage, grew by 13 percent, to 12 euros, while 

expenditure on other services grew by 19 percent, which includes sports, entertainment, 

excursions, culture and more. 

These results largely have to do with the opening of new markets and the growing 

popularity of Croatia as a destination in the world. A positive change can be detected when 

compared to 2010 in terms of growing motives of tourists to come to Croatia, such as new 

experiences and adventures, gastronomy and entertainment. 

Table 8.2.3.3.5. Spending in the destination - average daily expenditure per person 

 EUR % 

TOTAL 66,36 100 

Accommodation 36,22 55 

Food and drink outside the 
facility 

12,18 18 

Shopping 9,49 14 

Sports and entertainment 1,83  

Culture 0,93  

Entertainment 3,06 13 

Excursions 1,57  

Other 1,09  
Source: TOMAS Summer 2014, Institute for Tourism, Zagreb, 2015 

Among foreign tourists, those who spent the most last summer were the British, with 

average daily spending of 122 euros, followed by Russians with 99 euros and the French with 

95 euros, while the most numerous tourists in Croatia - Germans - share the eighth positions 

with Poles with average spending of only 62 euros. They are preceded by Hungarians with 

63, Dutch with 65 and Italians and Austrians with 66 and 72 euros respectively. In terms of 

types of accommodation, the highest spending or 106 euros per day was recorded in hotels, 

57 euros in private accommodation and 48 euros in campsites. 

Table 8.2.3.3.6. Spending in the destination - average daily spending per person in € 

British 122 Hotels 106 

Russians 99 Campsites 48 

French 95 Private accommodation 57 

Austrians 72   

Italians 66   

Dutch 65   

Hungarians 63   

Germans 62   

Poles 62   
Source: TOMAS Summer 2014, Institute for Tourism, Zagreb, 2015 
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The last TOMAS Summer research was conducted and published by the Institute for 

Tourism in 2010, indicating that tourists daily spent an average of 58 euros in the 

destination, of which a maximum of 43 euros related to the cost of hospitality services, 

accommodation and food within the accommodation, as well as to other non-

accommodation catering services. 

Expenditure for all other services at that time amounted to about 15 euros, and 

compared to the research results from 2007 the total average daily spending of tourists in 

2010 was higher by 5 percent or 3 euros, mainly due to an increase in expenditure of tourists 

for catering services, while all other expenditures in the destination were lower than in 2007 

(for purchases, sport, recreation, culture, entertainment). Since this is also a part of what is 

referred to as non-accommodation spending, clearly trends have changed, and in 2014 

tourists spent more on this offer in the destination, which is definitely a plus for the local 

economy and for the total revenue of Croatian tourism. 

The increase in tourist spending is logical due to the rising number of tourists and 

their overnight stays, for example in 2010 in the coastal counties there were a total of 9.4 

million tourists and 54.2 million overnight stays. While in 2014 the number of tourist arrivals 

to the Adriatic area, according to the data of the Croatian National Tourist Board (HTZ), 

increased to 12.1 million and the number of overnight stays to 72 million. In percentage 

terms this means that from 2010 to 2014 the number of tourists coming to the Adriatic area 

(coastal counties) increased by about 28, and the number of overnight stays by more than 30 

percent, which then had an effect on the increase in spending. 

Forecasts point to further strong growth of cruise tourism supported by the 

perceived high value for money of the product and the still low market penetration. Cruise 

companies will continue to make significant investments in attracting new market segments, 

particularly young people, families with children, as well as MICE cruises by introducing new 

routes, themed trips and new contents and services on ships. Environmental responsibility 

and 'green' practices will become increasingly important topics for cruise industry. 

Croatia is the most desirable yachting destination in the Mediterranean, but in the 

long run it can also become the leading cruise destination. Its attractiveness is based on its 

indented coast, preservation and the way of life on the coast and islands, quality of nautical 

infrastructure, safety and themed itineraries. The offer is adapted to the demand of luxury 

mega yachts, while charter offer is based on high-quality, licensed service. International sea 

cruising takes place in stronger cooperation with shipping companies, while protecting the 

interests of the Croatian destinations, which includes defining home ports for the reception 
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of large and medium-sized ships and ports for ships of up to 1,000 passengers. Croatia is a 

mecca for smaller, but even the most luxurious ships. Domestic cruising in Croatia is one of 

the most desirable tourism products in Europe. Product quality has been improved, and  

new ships intended for year-round operation have been introduced. 

In conclusion on the effects of cruise tourism in the City of Pula and the Istria 

County, assuming that Pula becomes a home port: 

 In a pessimistic scenario, only 0.1% of passengers come to the destination for 

two days only, this would also trigger the effects of spending in the destination 

(0.1% of passengers * EUR 66.3 * 2 days), and for the first 10 years of home port 

the effects for the local community would amount to about EUR 240,000, and 

for all the years observed to about EUR 1.9 million; 

 In an optimistic scenario, 1% of passengers come earlier  to the destination for 2 

days only, the effects of spending in the destination would also be triggered (1% 

of passengers * EUR 66.3 * 2 days), and for the first 10 years of home port the  

effects for the local community would amount to about EUR 2.5 mil, and for all 

the observed years to about EUR 19.0 mil. 

 

8.3. EFFECT ON EMPLOYMENT 

8.3.1. DEVELOPMENT OF THE POPULATION IN THE REGION 

Population is a fundamental factor in economic development and the basic 

determinant of long-term labour supply. Factors that affect the development of the 

population can be summarised as: demographic, economic, political, social (religion, culture, 

etc.). Their effect on the size and structure of the population can be short term, long term 

and cyclical - periodical. Important determinants for monitoring the total number of 

population are its natural and mechanical movements. 

The total number of population is the first and fundamental information we get from 

the census. However, the census is carried out every ten years, at the critical moment of the 

census ("critical moment of the census" on 31 March). Since the data on the number and 

structure of the population are needed nearly every day, for this purpose it is necessary to 

use other sources of information. The study, apart from the census, has used the indicators 

of the Police Administration of Istria, National Health Insurance Institute and State 

Administration Office in the City of Pula. According to the Croatian Central Bureau of 

Statistics, according to the 2011 census, Pula had a total population of 57,765 inhabitants, 

while in 2001 this number was 58,469. Along with the total number of inhabitants, the 
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census shows the total number of listed people which in Pula in 2011 amounted to 59,286 

inhabitants, and in 2001 to 58.594 inhabitants. Upon analysing the total number of 

inhabitants, it was found that in 2011 there was 2.06% of the population less than in 2001 

(Table 8.2.2.2.1.). 

 

 

 

Table 8.3.1.1.1: Number of inhabitants and households in the City of Pula in 2001 and 2011 

Year Total number of 
listed persons 

Total 
population 

Total number of 
households 

Private 
households 

2001 58.594 58.469 21.517 21.505 

2011 59.286 57.765 22.933 22.908 

 692 -704 1.416 1.403 

 

8.3.2. BALANCE OF WORKFORCE 

According to the records of the Croatian Pension Insurance Institute as at 31 March 

2014 there were a total of 78,023 insured on different bases, and this information can be 

equated with total employment. Out of the total number of employees 61,360, or 78.64% 

were employed with legal entities; 14,132 or 18.11% employed with small businesses; there 

were 827 or 1.06% farmers, and 1,189 or 1.52% were self-employed. The number of 

employees in the Istria County on 31.03.2014 was lower by 1,412 or 1.81% when compared 

to total employment in the same period of 2013.  

The Central Bureau of Statistics publishes data on employment in legal entities on 31 

March for the previous year; while the data on employees in small businesses and self-

employed are published quarterly (with status data at the end of each month of the current 

year). 

We currently have comparable data as at 31.03.2013 as follows: 

• employees with legal entities - 59,264 
• employees in small businesses and self-employed – 15,919 
• total employees - 75,183 

Most employees in Istria were employed in the following sectors: 
• processing industry - 11.32% 
• commerce and service - 15.67% 
• hotels and restaurants - 19.00% 
• construction - 15.11% 
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According to the Croatian Financial Agency (FINA), the average net salary per 

employee in the Istria County in 2014 amounted to EUR 4,804.00, which is 0.23% higher than 

the average net salary in 2013 which amounted to HRK 4,793.00. 

The balance of workforce for the City of Pula is calculated based on the indicators of 

the Croatian Central Bureau of Statistics, State Administration Office - Registry Office Pula, 

Croatian Employment Service - Regional Office Pula and the Health Insurance Institute. The 

data have been synchronised so that the results are considered acceptable. 

 

Table 8.3.1.2.1.: Balance of workforce as at 31.12.2011 

Ord.no. Categories – population contingents Values 

1 Total population 65.265 

2 Young population (0-14) 8.089 

3 Working age population (15-65) 40.470 

4 ACTIVE POPULATION 35.236 

4.1 Employed 31.192 

4.2 Unemployed 4.044 

5 Population aged 65 or older 12.974 

6 Demographic reserve 5.943 

7 Shares u % 

7.1 Share of young people 12.39 

7.2 Share of working population 67.73 

7.3 Activity rate 53.99 

7.3.1 Employment rate 47.79 

7.3.2 Unemployment rate 11.48 

7.4. Share of older population 19.80 

7.5. Rate of demographic reserve 12.85 

 

Due to incomplete data on employment by CBS, it was necessary to obtain additional 

indicators from the Croatian Health Insurance Institute for individual farmers and the self-

employed. In order to determine the size of active population, it was necessary to obtain the 

number of unemployed persons from the database of the Croatian Employment Service, 

because only these unemployed persons are considered active job seekers. The number of 

unemployed is still higher by 75% (7,085/4,044), according to the records of the Croatian 

Institute for Health Insurance (CIHI), which keeps record of the health insured on all bases, 

and based of the health insurance holder 7,085 persons were registered on unemployment 

basis. The reason is the fact that health insurance is not obligatory when registering with the  

Employment Service. Therefore, the number of unemployed is higher by 3,041, while 
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registered unemployment (4,044) reduces the real numbers in the labour market. In 

particular, these unemployed represent hidden unemployment, which in literature, 

especially in times of crisis can be called discouraged, because they do not expect the 

support and help from the Employment Service. In this way, the number of unemployed 

people is shown in the size of the working age population and at the end in the demographic 

reserve. Although we could think that this is a generation that is still undergoing education, 

these are, in fact, people who do not have the status of pupils or students because they are 

unemployed. 

All these facts point to what was already said about the employment rate and the 

alarming number of the unemployed, who in large part stay hidden to the public. 

 

8.3.3. FUTURE DISTRIBUTION OF THE POPULATION IN THE REGION 

 The analysis brings an estimation of the future number and distribution of the 

population in the region in order to calculate future income levels and employment in the 

Istria County. 

 The analysis of natural increase showed that in the City of Pula in the period from 

1993 to 2006 its rate was negative. From 1996 to 1998 its decline stagnated, and from 2008 

to 2011 it was negative again, probably due to the economic crisis, decline in employment 

and increasing unemployment and with it unresolved fundamental life needs. It is predicted 

that the population residing in the Istria County will increase in accordance with the 

anticipated migration trends. This analysis assumes that the pattern of natural increase of 

the population will remain stable even after the period of prediction. 

 From the moment Croatia joins the EU, which is expected to take place in 2010, the 

population will increase due to imposed settlement in the region (i.e. mechanical movement 

of population). For example, on 31.12.2011 in Pula there were 429 foreign nationals with 

permanent residence and 538 foreign nationals with temporary residence. In 2011, in the 

area of the City of Pula 109 work permits for foreign nationals were issued to employers. 

 Within the region, the development of the population varies according to differences 

in the attractiveness of individual municipalities: it is expected that in the inner circle the 

population will grow at twice the rate of the regional average, while the growth of 

population in the external circle will be approximately 50% above average. It is predicted 

that the periphery will experience average population development after 2009. It is 

expected that the central region similar to the nucleus of Pula will gain almost 20% of 

population during this period. 
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8.4. EMPLOYMENT 

In the City of Pula, according to tax returns, during 2009, an average of 24,028 people 

were employed with legal entities, 1,955 were employed in small businesses and self-

employed, while 15,675 people were retired. An average net salary in legal entities 

amounted to HRK 4,128, in small businesses and self-employed to HRK 3,298, while the 

average pension amounted to HRK 2,656. 

According to the records of the Croatian Employment Service, Pula Branch Office, in 

Pula in December 2010 there were 2,977 unemployed persons or 32.3% of the total number 

of unemployed persons in the Istria County.  

Table 8.3.1.4.1.: Economic indicators of the City of Pula through the years 

Indicator 2005 2006 2007 2008 2009 

Number of companies 1.730 1.883 2.071 2.110 2.171 

Number of employees in 
companies 

14.430 14.615 15.352 14.985 14.508 

Number of employees in 
legal entities 

22.775 23.274 23.618 24.514 24.028 

Total revenue in mil HRK 7.062 7.646 7.918 8.628 8.458 

Profit in mil HRK 381 359 451 325 304 

Loss in mil HRK 406 165 525 244 240 

Investments in mil HRK  730 855 779 650 1.241 

Exports in mil USD 405 499 525 618 295 

Imports in mil USD 365 375 465 556 366 

Conclusion on the impact of cruise tourism on employment  

In addition to a direct increase in employment in the Port Authority itself, new jobs 

are expected with the potential concessionaries who will carry out economic activities, local 

businesses involved in "ship supply", tourism and construction sectors. Based on the above 

mentioned estimates of increasing spending and revenue or profit in economy,  we can 

assess the increase in employment as well. 

According to the records of CIHI dated 31 March 31 2014, there were a total of 

78,023 insured on different bases, and this information can be equated with total 

employment, while the total population of the region is a bit over 200,000. 

Although the revenues from cruise tourism and their spillover effect to the local 

economy are significant, the projected increase in employment at the level of the City of 

Pula amounts to 1%, which is almost 300 employees of the working age population of 

31,192. The salaries of these employees, based on the effect of household spending, in turn 
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spill over into the economy. It is logical to expect that the effects will be felt in the Istria 

County, where the total recorded employment amounts to over 78,000 (including Pula). For 

the purposes of the economic analysis, a 5% effect parameter of increase in employment will 

be taken into account at the regional level (when we exclude the effect on employment in 

Pula). 

For the purpose of conducting the economic analysis, the projected employment 

growth is 1%, and based on the data obtained from the Croatian Financial Agency (FINA), 

average net salary per employee in the Istria County in 2014 amounted to HRK 4,804.00, 

which amounts to a gross amount of approximately HRK 8.000,00. 

 

8.5. OTHER INDIRECT BENEFITS 

Indirect benefits occur when local suppliers, due to increased passenger spending, 

buy goods and services to meet the increased demand. The effects refer to the change in 

sales, new jobs and increased revenue in economic activities that are indirectly related to 

the industries that serve the passengers on round trip cruises. For example, when a visitor 

buys a locally produced T-shirt or other item from a local tailor (shop), this will make the 

tailor buy the material (cloth) from the manufacturers in the city or region, who will in turn 

have to purchase new raw material. The same examples can be given for restaurants, hotels, 

gift shops and the like. These effects are also called "secondary" effects and are most visible 

in the output data of the companies that participate in the chain of economic activity. 

In addition to the above effects of increasing spending, the impact is visible in the 

increase in income and employment. 

 

8.6. COST- BENEFIT ANALYSIS 

Positive net benefits are expressed through positive economic net present value 

(ENPV), ratio of benefits and costs (B/C) should be greater than 1, and the economic rate of 

return of the project (ERR) above the discount rate for calculating ENPV. When calculating 

ENPV, cash flow is discounted at the real economic discount rate of 5%, as defined in the 

Guide to Cost-Benefit Analysis. 

Based on the previous chapters, it is possible to evaluate costs and benefits. The 

following values have been taken into account in the calculation: 

1. Total economic benefits consisting of 
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a. External benefits - consist of estimated passenger and crew spending in the 

destination, revenues of concessionaires, benefits of induced income for local community, 

construction sector influx, increase in employment and extra spending in tourism; 

b. Revenue from sales - total revenue of the port 

2. Total economic costs (operating expenses and total cost of investment) 

3. Net economic benefits 

The table below shows the net cash flow of economic analysis for a realistic scenario, 

which is used to calculate the net present value, internal rate of return, and the cost-benefit 

ratio on an incremental basis. 

The tables for other scenarios are similar, therefore, are not displayed, only their final 

results are shown. 
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Table 8.6.1. Net cash flow of economic analysis in HRK for realistic scenario 

CALCULATION OF ECONOMIC 
INTERNAL RATE 

2015 - 
2016 

2017 2018 2019 2025 2033 2034 2064 

1. Total economic benefits 0 0 107.610.917 36.983.305 75.803.301 207.890.608 207.890.608 7.956.665.469 

a. External benefits 0 0 100.241.819 29.014.329 59.786.510 167.839.351 167.839.351 6.419.634.055 

Passengers and crew spending in the 
destination 

0 0 18.114.000 20.701.714 48.218.400 150.682.500 150.682.500 5.566.002.842 

Revenue of concessionaires 0 0 2.090.000 2.090.000 4.408.000 6.776.000 6.776.000 287.560.000 

Benefits from induced income for 
local community 0 0 218.250 222.615 324.730 402.851 402.851 17.861.652 

Construction sector influx 0 0 67.659.569 0 0 0 0 111.935.512 

Increase in employment 0 0 6.000.000 6.000.000 6.000.000 6.000.000 6.000.000 288.000.000 

Spending in tourism 0 0 6.160.000 0 835.380 3.978.000 3.978.000 148.274.050 

b. Sales revenue 0 0 7.369.097 7.968.976 16.016.791 40.051.257 40.051.257 1.537.031.414 

Total revenue of the port 0 0 7.369.097 7.968.976 16.016.791 40.051.257 40.051.257 1.537.031.414 

2. Total economic costs 0 0 678.778.193 2.226.150 3.247.296 4.028.515 4.028.515 1.297.971.635 

Operating expenses 0 0 2.182.500 2.226.150 3.247.296 4.028.515 4.028.515 178.616.518 

Total investment costs 0 0 676.595.693 0 0 0 0 1.119.355.118 

3. Net economic benefits   -1.119.355.118 -571.167.276 34.757.155 72.556.004 203.862.094 203.862.094 5.539.338.716 
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Table 8.6.2.: Summary of cost-benefit analysis for all scenarios 

Main parameters Values 

 Pessimistic scenario Realistic 
scenario 

Optimistic scenario 

Economic internal rate of 
return (ERR) of investment 

4% 6% 7% 

Discount rate 5% 5% 5% 

Economic net present value 
(ENPV) of investment 

HRK 835 mil HRK 1.359 mil  HRK 1.869 mil 

Benefit-cost ratio (B/C) 4,7 6,1 7,7 

The result of the economic cost-benefit analysis shows a negative result only for the 

pessimistic scenario in which the economic rate of return of the project is lower than the 

discount rate, amounting to 4%, with the positive net present value of the project of HRK 

835 mil, and the benefit-cost ratio greater than 1. 

In the realistic scenario, the result of the economic cost-benefit analysis shows a 

positive result achieving the economic rate of return greater than the discount rate and 

amounting to 6%, with the positive net present value of the project of HRK 1.359 mil, and 

the benefit-cost ratio greater than 1, that is, 6.1. 

In the optimistic scenario, the result of the economic cost-benefit analysis shows a 

positive result achieving the economic rate of return greater than the discount rate and 

amounting to 7%, with the positive net present value of the project of HRK 1.869 mil, and 

the benefit-cost ratio greater than 1, that is, 7.7. 

It should be noted that this result was obtained based on relatively conservative 

assumptions for calculated benefits, and that in addition to these there are other benefits to 

be derived from the project and which are not quantitatively assessed. 
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9. RISK ANALYSIS 

The mere feasibility study is a means for risk mitigation: the goal is to reduce the 

possibility of failure of the project through systematic analysis and evaluation of its 

fundamental aspects. 

Project risks represent a danger, i.e. a possibility of negative consequences, such as 

e.g. abandonment of the project before its completion, failed or partial realisation of the 

expected benefits, reduced possibility of using the facility, increased cost of construction or 

extension of the period of construction. 

One of the important tasks of a feasibility study is to identify the most significant risks 

of the project, and above all, the causes of these risks (risk factors), in order to define the 

measures to be taken within the project management. 

Thus, a risk analysis is carried out in three steps: 

• Identification of risk factors; 

• Evaluation of various factors (along with the analysis and classification); 

• Identifying measures that can be taken to prevent the risk, or by defining 

operational risk management models. 

 

9.1. CRITICAL FACTORS 

Rating risk factors makes it possible to focus our attention on situations that have the 

greatest potential to create a risk. 

Risk factors can generally be attributed to the complexity of the work and uncertainty 

of parameters that, at the project level, can only be assumed. 

For this project, it is possible to specify the classification according to the following 
categories: 

• General project risks  
• Risks in the construction phase 

• Risks in the operation phase 

For the purposes of this study the following risk factors were defined and are 
analysed in detail in the next section. 

 

General project risks involve:  

-  risks related to the size of the project (complexity of management, project size, 

 number of entities involved in the project) 

-  risks related to data reliability  



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 192 of 238 

 
 

- risks associated with technological innovation 

- financial risks 

- political risks 

- environmental risks  

- legal risks 

 

Risks in the construction phase involve: 

- costs higher than anticipated 

- deadlines longer than those agreed 

- contingencies in relation to the project 

- complexity of managing 

- environmental risks 

- risks related to the adequacy of works 

 

Operating risks involve:  

- failure to achieve the anticipated benefits 

- market risks 

- other risks 

9.2. RISK ASSESSMENT 

Risk analysis consists of the systematic evaluation of all defined risk factors. The most 

common analysis model includes qualitative coefficient allocation (high, medium, low), 

which classifies the importance of each factor and each class of factors. 

Below is a systematic analysis of various risk factors for the purpose of identifying the 

significance of factors on which the mitigation strategies should be focused in the later 

stages. 

Risks related to the complexity of the project: The project is ambitious and envisages 

a significant transformation of the coastal area of the port basin of Pula. The size, 

multidisciplinary character and specificity of works create risks associated primarily with 

management and coordination. In particular, the risks involved are those associated with the 

management of a range of variables and decisions related to the project, which were 

adopted with the aim of achieving the best possible solution. Risks may arise due to 

incorrect coordination of a large number of people involved in the project as well as the 

relevant local and national authorities. 
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Among the risk factors that are related to the complexity of the project, the following 

can be identified: 

• economic dimension 

• time of development 

• effort (total number of planned months/persons) 

• adequacy of deadlines and funding sources 

• interconnection with other projects 

Risks related to data reliability: These are the risks associated with a lack or 

deficiency of information that can lead to incorrect assessments. 

Risk factors can be attributed to incomplete knowledge and characterisation of the 

site (geology, bathymetry, etc.), as well as territory to which the project expands its activities 

in general. 

Unreliability of data also refers to the understanding of the dynamics of round trip 

cruises. The estimates that were developed in this study provide for a stable economic 

system and assumed trend of development in accordance with the statistical projections 

collected for the previous years. 

More generally, these risks are associated with possible unreliability of data and 

variables that govern the project and the management phase later on. 

Risks associated with technological innovations 

Technological innovation is certainly a risk to the project, insofar as, although 

providing proven solutions, it represents technical and performance problems that cannot 

be left to improvisation. As an example we should mention special works, such as demolition 

by using explosives or use of plant computer systems, which assume the use of resources 

with the experience needed to best manage the problems that may arise during the 

realisation. 

Financial risks 

Financial risks are associated with: 

• availability of resources to implement the project 

• sustainability of investment 

• managing deadlines and financial expenses 

• changing short-term financial parameters 

Political risks 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 194 of 238 

 
 

Since the works in question have an important strategic role for this area, they are 

subject to political interests as well. Possible risks are associated with disruption by political 

factions or ad hoc organisations. 

Environmental risks: These are the risks related to the impact of works on the 

environment into which they intrude. The intervention must not jeopardise the general 

goals of health protection and quality of life, maintaining biodiversity, ecosystem 

reproduction, rational use of human resources and general sustainability of the anthropic 

intervention. 

Legal risks 

These are the risks associated with the possibility of initiating a dispute in the course 

of realisation of the project and during management. The entities involved may be 

companies entrusted with the execution of the works, natural persons or third legal entities. 

Costs higher than anticipated 

One of the biggest risks that may arise is the increase in costs during the works. This 

can happen due to the difficulties of works caused by unforeseen geological, water related 

or similar factors, which significantly complicates the works. Problems may occur due to 

faulty planning or due to new factors that may arise during the construction works. 

Deadlines longer than agreed 

When implementing a complex project,  risks of prolonging the deadlines for its 

implementation is always present as the execution of works is associated not only with the 

time of execution of certain processes, but above all with the proper coordination of the 

various actors involved. Also, a formula that describes the process of construction is not 

strictly linear: small delays, especially in the initial stages, can increase and lead to a 

noticeable delay in the execution of works. 

Situations not provided for in the project  

In any project, especially in a complex one, there is always the risk of unforeseen 

situations, a fact which is not included in the assessment in the design phase of the works. In 

this case, the risks are consequences that contingencies cause in the implementation phase 

in terms of time, cost or audit purposes or changing some parts of the project. 

Complexity of management 

The general complexity of the works brings along the risks associated with the need 

to coordinate a number of different entities: engineers, relevant institutions and public 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 195 of 238 

 
 

administrations, companies entrusted with the execution of the works, all the way to 

individual workers employed on the construction works. 

Environmental risks 

In the construction phase, environmental risks are related to the possible discharge 

of pollutants from the site or pollutants arising directly from the works performed. 

They also include the risks associated with waste, especially those that contain toxic 

elements. 

Risks associated with adequacy of works 

Risks related to the final approval of the project represent possible causes for which 

the works could be incompatible with the technical requirements of the project or necessary 

performance indicators. 

Inability to realise part of expected benefits 

One of the risks to be managed is related to the inability to realise expected benefits 

in terms of profitability of port management, tourism growth and development of the area, 

as well as of economic growth in general. 

Market risks 

Finally, there are also the risks related to market changes, with regard to the supply 

and demand of the cruise sector and the tourism sector as a whole. 

Risks related to port activities can be linked to competition from other ports or poor 

response of cruise companies for logistic, operational, safety and/or bureaucratic 

shortcomings. 

One should not underestimate the risk of change of policy by cruise companies 

(tendency toward short cruises without disembarking (only for ports of call)). 

 

Other risks 

Other risks may arise from unforeseen situations, such as: 

• An increase or introduction of customs duties and taxes, penalties or 

restrictions, such as those related to the environment and new regulations 

imposed by the authorities at national or international level. 

• Situations related to acts of terrorism or war. 

The end result is summarised in the table showing the level of risk for each factor, as 

well as the level of risk factors of each class of factors and the project as a whole.   
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 RISK ANALYSIS TABLE    

Classification High Medium Low 

General project risks:     

- Risks associated with the complexity of the project  X  

- Risks associated with data reliability  X   

- Risks associated with technological innovations   X 

- Financial risks  X  

- Political risks  X  

- Environmental risks X   

- Legal risks   X 

General assessment  X  

Risks in the construction phase involve:    

- Costs higher than anticipated  X  

- Deadlines longer than agreed  X  

- Situations not provided for in the project  X  

- Complexity of management  X  

- Environmental risks   X 

- Risks associated with adequacy of works   X 

General assessment  X  

Operational risks involve:    

- Inability to realise part of expected benefits  X  

- Market risk  X  

- Other risks  X  

General assessment  X  

    

Overall assessment of project risks  X  

 

9.3. RISK MANAGEMENT 

Risk management is demanding in terms of time, effort and money, but it is crucial 

for the success of a project and must be carefully structured. 

Risk management includes defining a strategy for a number of activities aimed at 

reducing risk and successful course of the project. 

Risk reducing methods include a risk management strategy consisting of the 

prevention and control of risk: 

• division of the project 

• defining moments for making decisions that have to be made in the course of 

the project as well as in the operational phase 
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• models of project control 

Other specific aspects may be added to the ones indicated above. 

Basically, it is necessary to define a methodology that is able to access the project in 

the phase of development and performance and to break down the elements of uncertainty 

to reduce harmful effects. 

The breakdown method of the project must correspond to the risks related to the 

complexity of management and size of the project. 

Defining the decision-making moments involves determining the moments in which it 

is necessary to make decisions on how to proceed with the project activities and the 

management, which moments are defined based on works completed, while establishing 

strong points on which to base further development. 

Defining the methods of project control is important for monitoring the course of the 

project and making sure everything goes according to plan or whether corrective measures 

should be applied.   

 

9.4. BEST PRACTICE FOR RISK MITIGATION 

The feasibility study is a first step in mitigating the risks of the project of the new 

tourist port of Pula. The study represents a first choice in terms of moments of decision-

making, since it determines the start of procedures that are initiated by the study itself to 

provide answers to important questions.  

The study cannot entirely solve the problems of uncertainty and complexity, 

especially not those related to the conclusions drawn from the studies and specific research 

work. Therefore, it is essential that the feasibility study contains special reports that should 

remove uncertainties related to topographical, geological, hydrological, hydraulic and 

environmental aspects on the construction site where the intervention will take place. 

However, the study should at least define the key problems that might occur and 

define methods to limit and/or remove possible adverse events that could relate to the 

project. 

To reduce the general risks of the project, as well as risks associated with the 

complexity of the project, it is essential to divide it into three phases that will be 

implemented in accordance with the stages of economic management. Choosing this 

approach enables us to divide the risks and define obligatory decision-making moments. It 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 198 of 238 

 
 

also allows for greater control of variables covered, allowing a break in the development of 

the port, if the surrounding conditions significantly deviate from those envisaged.  

Technical and administrative procedures envisaged for public works represent a 

structured programme aimed at risk mitigation. They actually envisage the following:  

• entrusting the project to project engineers with proven skills in their area of 

competence; 

• hiring companies with certified experience and qualifications, guarantee of 

technical and economic viability as well as sustainability of resources; 

• determining contact persons and persons responsible for public 

commissioning; 

• appointing statics supervision and administrative supervision in order to 

monitor compliance of construction with the project and proper execution of 

works; 

• creating a time schedule and cost estimate for the intervention; 

• preparing tenders in accordance with executive models as well as the terms 

and conditions of the contract for the execution of works and regulating the 

relationship established between the client and the contractor; 

• defining the course determined by the procedures starting with the definition 

of needs, which leads to the development of the construction project, but also 

includes assumptions. 

For risk mitigation purposes it is recommended that the project be previously 

approved by the entities responsible for the area of port planning and management. The 

approval must include all levels of project definition and approve of the following:  

• integrity of the project; 

• conformity and integrity of the economic situation in all its aspects; 

• applicability of pre-selected project design to public tendering; 

• terms of continuity of works; 

• e) reducing risk from the introduction and variants or from disputes; 

• f) possibility of completion of works within the agreed time; 

• g) safety of workers and users; 

• h) adequacy of applied unit prices; 

• maintenance of works, where appropriate. 

In addition to project planning and execution of works, for risk management 

purposes it is necessary to make a plan for the management of the tourist port of Pula and 
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its development (Business Plan). Such a plan should define scenarios of the subsequent 

phases of port operation, in addition to defining moments for control and decision-making. 

Other key elements for risk mitigation are as follows:   

• eliminating unreliability of initial data by acquiring reliable elements (research, 

studies and perspectives) and by processing specialised reports; 

• raising awareness of the population about the strategic importance of the works; 

• finding resources to perform the works, even through national and international 

public tenders for the execution of infrastructure works; 

• targeted marketing efforts to achieve the goals envisaged by the development plan. 

The participation of cruise companies and operators from the very beginning is 
crucial for mitigating the risk of port operation management.  
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10. CRUISE PORT CHARACTERISTICS 
A cruise port in a short period must manage a large flow of people, vessels and 

logistic elements, all in accordance with strict safety procedures and a predefined time 

schedule. 

On the other hand, companies that manage large ships have two main objectives: 

maximum passenger comfort and the best possible organisation of the port, which 

ultimately results in lower costs for them. 

The more successful the port is in achieving these two factors, the more it attracts 

those who organise cruise companies' routes  and choose ports to send their ships to. 

The organisation of a port is one of the most effective marketing tools available. 

The focal points of port organisation are as follows: 

• terminal suitable for the volume of traffic and people that the port and its   

tourism context will be able to generate. 

• organisation of the terminal and its surrounding operational areas which allows 

activities to be performed without interferences caused by different flows of 

people and means that are very intensive in a cruise port.  

 

The design of the port and the terminal must suit the type of passenger traffic taking 

place in it. 

The primary purpose of the port of Pula is to be a "home port", that is, a port of 

departure for round trip cruises, thanks to its strategic location in the Northern Adriatic and 

good road infrastructure with a network of motorways connected with the capital, Zagreb,  

and Europe. What is crucial, after all, is the airport located only several kilometres away, 

which can be an important access for passengers on cruise ships who come from Eastern 

Europe. There are all prerequisites for achieving a favourable quota of passengers in the 

home port in the next few years and Pula can be realised as a reference port for cruise ships 

in the entire area of Northern Croatia, by attracting passengers from the neighbouring 

countries. 

Not to be ignored, especially in the initial phase of the port operation, is the quota of 

passengers "in passing" in the "port of call" attracted to many attractions offered by the 

interior of Istria (monuments, agrotourisms, caves, natural beauties, etc.) as well as the 

islands, primarily the Brijuni National park. 
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10.1. TECNICAL SPECIFICATION FOR WATERSIDE WORKS 

10.1.1. PORT ACCESS 

The construction of the dock within the port basin is an essential element for 

providing access and docking to cruisers. In the maritime transport project the first item to 

be taken into account in order to allow safe entry of ships into the port is the underwater 

depth. The project must also take into account the bathymetry along the path which ships 

have to pass to get to the dock, while indicating favourable areas suitable for ships whose 

length is up to 360 meters. For the future of the port we should not ignore the tendency  to 

build ever wider ships: there is a shift from the ships that are 36-38 metres wide, and are 

typical today, to the new generation of ships that will be 43-44 metres wide (see new ships 

of MSC Fincantieri). 

In any case, in order for the ships to be able to easily manoeuvre a development 

basin is required with a diameter of about 500 metres, where ships will be able to rotate 

around their axis and the transit channel must have a total usable width between 100 and 

120 metres. In all these areas there should be a guaranteed free depth greater than 10.50 ÷ 

11.00 metres, bearing in mind the current rocky nature of the seabed. 

In assessing the paths we should consider the prevailing winds based on the existing 

findings of the Port Authority of Pula. With regard to the cruise port of Pula it is necessary to 

consider the possible interference of commercial traffic. 

 

10.1.2. DOCKS 

The morphology of the coast with a constant decline means that the useful depth of 

11-12 metres is at a distance of 70-100 metres from the coastline. This information is 

essential for determining the position of the dock, which should reduce dredging/excavation 

and in the phase of forecasting growth it should provide enough room for two large ships 

docking on both sides of the dock. The exact location of the dock must also consider the 

prevailing winds in the summer season, which should be in the direction of ship's bow or 

stern. 

Given the rocky seabed, the inclination of the waterfront and necessary manoeuvring 

freedom, the dock is to be positioned against the coast in a way that will allow completely 

safe manoeuvring, even in the event of an error when manoeuvring. 
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In the concept design proposed for the purpose of the feasibility study, the dock is 

located at a distance which in the third phase of development allows the use of an additional 

dock on the side of the mainland, thus providing for a possibility for three ships to dock 

simultaneously. Underwater excavations of the zone between the new dock and the land are 

planned to ensure a minimum draft of 12.00 metres. 

 

When it comes to the types of construction that can be applied to the construction of 

the dock, the most appropriate, from both technical and economic point of view, is certainly 

the one that provides for the use of large diameter pilots, properly placed in the rock for 

transferring horizontal thrust generated by ships during docking. 

In the first phase of the project, it is planned to construct the dock with the length 

and width of 400 metres and 40 metres respectively. The width is such that in the later 

phases of the port development it will allow the placement of an elevated walkway, perhaps 

next to the conveyor belts, two elevated gangways for embarkation/disembarkation of 

passengers, adequate room for manoeuvre and operation of logistics and port workers. The 

gangways must provide the possibility to move along much of the dock in order to ensure 

embarkation/disembarkation of passengers where necessary in accordance with the 

embarkation bridges that vary depending on the type of the docked ship.  
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Therefore, it will be necessary to equip the dock with corresponding guides and 

provide an adequate electric system. 

The dock will also have to be equipped with a range of services for ships and 

operators on the mainland, the services that include night lighting, potable water supply, 

firefighting services, as well as electricity for dock services and data connection via fibre 

optic cables at the request of ships, etc.; 

As part of the development of a "port of departure",  the possibility that could also 

be considered is to equip the dock with high voltage shore connection (Cold Ironing), 

although this technology is still poorly developed at the European level, and there are many 

unknown factors that hinder its future development. 

Apart from the main dock, waterside works must be completed as well as 

appropriate works on the protection of the waterfront to make it at least partially passable, 

bearing in mind that one essential part of services for ships, especially those visiting, can be 

obtained by water. It is therefore recommended to build docks for speedboats that could be 

located along the connecting bridge. 

The last phase of the development envisages the construction of a third passenger 

terminal and another dock on the side of the shore. It is possible to make use of the 

excavations works in the sea which are supposed to be carried out during the first phase, as 

well as a part of what is supposed to be done with regard to the waterfront.    

   

10.2.  TECNICAL SPECIFICATION FOR TERMINAL AND LOGISTICS 

10.2.1. TERMINAL DESIGN CRITERIA  

One of the main factors to keep in mind when designing and coordinating is the 

separation of traffic flows of round trip cruises. In the analysis of the plan of the port it is 

always best to respect the rule of "one terminal - one ship": any ship that docks should have 

its own terminal or dispose of strictly defined and delimited area to prevent mixing of 

passengers and luggage from different ships. This solution dramatically simplifies the 

deadlines and operating costs of the dock, as can be seen from the experience of many other 

passenger terminals. During the preliminary phase we will focus on the modularity of the 

system. In this way it will be possible to predict from the outset future expansions without 

interrupting the project. 
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Another key aspect in designing the dock is the decision to develop a terminal with 

one or two levels above ground. 

The plan of the terminal with one level is a better solution in terms of 

cost/performance and ease of use in managing the typical flow of a "port of call" (transit 

passengers). A terminal with two levels is recommended for ports with large flows of 

passengers, such as home ports i.e. ports of departure, and for which companies and ships 

require more complex procedures of embarking and disembarking of transit passengers. 

Having in mind the main purpose of the port as a port of departure for cruises, the 

proposed project envisages the construction of 2 passenger terminals at two levels. The 

construction can take place in three time phases, according to the periods of growth and 

development of the port. 

Another key factor in the design phase is placing the terminal within the port. The 

terminal must be placed in an appropriate distance from the belt of the dock in order to 

leave enough room for manoeuvring commercial vehicles and operators, also envisaging 

walkways with the maximum possible protection for passengers who go directly to the ship. 

The project proposed for the feasibility study has only two requirements: terminals must be 

constructed perpendicularly to the line of the dock; buildings must be located partially on a 

part taken from the sea, thereby preserving the pine forest and natural area on the west 

side. 

Since the area between the terminal and the belt of the dock must be isolated for 

safety regulations, the position of the terminal should be such so as to allow for additional 

space to be found within the port area for roads which for the purpose of embarking and 

disembarking of passengers and loading and unloading of luggage are to be positioned as 

close as possible to the terminal. 

At the stage of preliminary selections of the project, the work team must carefully 

examine all the flows of pedestrians and vehicles at different times related to the presence 

of the ship, and determine to the greatest extent possible the interference between 

different flows so that they could be avoided, as well as the risks of passengers and 

operators encountering such interferences. 

10.2.2. ARCHITECTURAL CRITERIA 

The structure of the terminal should be understood as a container, preferably with 

two levels, made of simple reinforced concrete or steel structure, considering the seismicity 

of the area, and in compliance with local construction regulations. For this type of 

construction there is no need for finishing works or fitting out that requires costly 
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maintenance. In such cases, an important architectural element must be the usability of 

construction, selection of materials resistant to the influence of the sea, external 

arrangement that allows maintenance of mechanical and electrical components required for 

the terminal. Further criteria are thermal and sound insulation, preferably with avoiding 

large glass surfaces, especially on the east or south side. 

10.2.3. DIVISION OF TERMINAL AREA 

The concept design made for the feasibility study defines inner areas necessary for 

managing the terminal and use of the terminal divided by areas of functionality. The 

dimensions of various elements of the infrastructure should reflect the real needs of 

passengers on cruise ships. 

Inside the terminal, it is useful to have a clear division between the areas for transit 

and departure and arrival, since they have different flows, time schedule and requirements. 

The project should also ensure that any area that is open to the public has service areas 

reserved for employees and operators, these areas should be located as necessary. 

Finally, we should take into account that, as specified in more detail in a special 

section of this study, the inner areas of the terminal also serve as a filter for accessing the 

"sterile" zone of the dock according to the envisaged safety regulations, and require 

appropriate areas for the control of all passengers on cruise ships, as well as hand and 

checked luggage. 

The features of these areas are described in more detail below, while all the details 

are contained in the graphics in Appendix X. 

DEPARTURES: LUGGAGE CHECK-IN 

The needs of passengers in "port of departure" are different from the needs of transit 

passengers, primarily because of the needs for check-in, control, checking in and reclaiming 

luggage. 

The terminal must have a hall for entry of passengers to cruise ships in departure 

where the checked luggage can be delivered. This area must be clearly, even physically, if 

possible, separated for the ship/boarding in order to avoid mistakes with passengers and 

luggage misplacement. Once they check in their heavy luggage, departing passengers must 

proceed to the check-in area and the checked luggage is directed to control and boarding, 

this is the responsibility of luggage porters. 
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DEPARTURES: WAITING ON REGISTRATION/CHECK-IN 

In the area designated for passengers who embark on a round trip cruise from Pula, 

the following facilities must be provided: 

• Waiting area for boarding the ship: the area includes ticket sales, information 

points and check-in points, as well as a large number of seating for waiting. It 

should also include waiting rooms proportional to the planned number of 

passengers boarding at the beginning of the cruise, keeping in mind that here the 

passengers can spend hours or more, especially if they arrived to the terminal 

from the airport or by bus. This zone must be equipped with refreshment points, 

toilets and bathrooms as well as children and baby care areas. Along with the 

above areas, shops with  local specialties are always welcome. Care should be 

taken that these services are not in conflict with the shopping centre located on 

the ship. Competition on the coast presents a very negative element for shipping 

companies. 

•       The area of customs/safety control of persons and hand luggage. From the 

waiting area the passengers must access the sterile area that is in contact with 

the ship, the requirements for which will be reviewed in the next chapter. In this 

area, we need appropriate areas for placing a scanner and X-ray control for 

passengers and hand luggage with adequate space for the staff performing the 

control. For certain ships departing passengers must go through customs 

inspection. It is necessary to envisage areas for the police and customs in 

accordance with applicable regulations.  

ARRIVALS 

It is necessary to secure the area for arrivals which is different from the transit exit: 

this area, which is still in the sterile zone, coincides with the luggage reclaim area. At the end 

of a round trip cruise and immediately upon getting off the ship, passengers are directed 

here to pick up their checked luggage. At this moment the passengers leave the terminal to 

proceed to the previously selected means of transport to complete the journey. This area 

also requires toilets and other support areas, given the time required to perform the task.   

AREA FOR PASSENGER CONTROL OUTSIDE THE SCHENGEN ZONE 

It is necessary to envisage an area where the documents of arriving passengers will 

be controlled: of those arriving from the territory outside the Schengen zone. This area must 

be located at the exit of the terminal, and after the luggage reclaim area; it is also necessary 

to provide a room reserved for more detailed individual control.   
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SERVICE AND OPERATIONAL AREAS  

In the immediate vicinity of the terminal there will be special service facilities  for 

cruise passengers. These include exchange offices, car rental, ticket sales for ferries, area for 

police and safety control, as well as a place for lost items. 

Inside the terminal there must be a place reserved for sorting luggage in departure 

and arrival, equipped with scanners for heavy luggage and other devices for security check-

up, with systems used in ports. It is necessary to provide a separate area for storage of 

luggage which already passed the control and arrives without passengers (e.g. from the 

airport). 

The project must also provide the following: 

• Area for offices of public authorities: customs offices, offices for the local port 

authority, police, harbour master's office, linesmen, concessionaires, etc.; 

•     Control room of the concessionaire that consists of the centre for security and 

control within the terminal, which must contain all signs and alarms and a 

separate room with servers, video recorders, routers, etc., with the necessary 

installations); 

•     Offices and service facilities of shipping companies; 

•     Sanitary facilities, infirmary, warehouses; 

•     Room for police and customs server, which is separate and independent. 

   

AREA FOR TRANSIT PASSENGERS GOING ON EXCURSIONS 

Management of transit passengers who go sightseeing or on excursions requires from 

the project of the terminal to take into account a large number of persons (thousands of 

them) who leave the ship in order to board an excursion bus and who will come back to the 

ship. The time the ship and the passengers stay in the terminal are carefully planned, and 

there is a tendency to shorten this time in order for the passengers to spend as much time as 

possible on the ship. 

It is, therefore, necessary to organise and make a schedule/plan that allows 

passengers from cruisers to quickly reach the bus that awaits them. It is not necessary for 

these flows to pass through the terminal, but the terminal must provide the passengers with 

taxi points, car rental, individual excursions and other services. 

When the passengers return from their daily excursions a new need is created: 

before returning to the ship, the passengers must go through various security doors/gates 
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for control of persons and hand luggage (see next chapter): there must be a sufficient 

number of these doors/gates to ensure the embarkation runs smoothly. 

Due to the summer heat, and possible bad weather, the transit area of the terminal 

must be able to receive passengers and give them shelter (even hundreds of people) while 

waiting to pass through the control gate. 

The terminal must have seating for waiting, refreshment area, as well as regular 

sanitary facilities, children and baby care area and an infirmary. 

In order to reduce the number of people at the fixed door, it is possible to set up  

mobile check-up stations directly on the dock and mount them on caravans or small vans. 

 

10.2.4. SYSTEMS 

MECHANICAL SYSTEMS 

The terminal systems for cruisers do not significantly differ from industrial systems, 

however, they must have certain characteristics related to the use of the terminal and 

specific safety regulations that allow passengers a high level of comfort, as well as its cost-

effective management. 

These needs must be taken into account in the inception phase of the project. A 

cruise ship terminal is used occasionally: use is limited to certain days of the week with long 

periods of inactivity during the winter. On the other hand, when in use, especially in the 

months of high summer temperatures, there are hundreds of users who require an 

adequate amount of space during peak load time. 

The mechanical system must therefore be able to quickly put everything into 

function, both in the summer and in the winter. 

Air conditioning must provide three basic parameters, room temperature, humidity 

control and indoor air quality control. To achieve these goals the only choice is to use 

comprehensive air conditioning systems with the self-cooling option; air distribution must 

ensure absolute comfort at all times, avoiding the formation of air currents in the zones 

where the passengers are seated during the security control when boarding. Optimal 

distribution can be achieved by high-induction systems that guarantee fast achievement of 

results and a high degree of comfort. 

For the same reasons it is extremely important to provide good thermal insulation of 

walls, avoiding as much as possible glass surfaces in direct sunlight. 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 209 of 238 

 
 

 

Given the geographical position of Pula, the use of renewable energy sources (solar 

or wind energy) is certainly desirable, even from the economic point of view of the terminal 

management. 

 

ELECTRICAL SYSTEM 

Electrical equipment should be divided into two parts: a part required for classic 

operation that includes lighting and power supply and the other part intended for the 

concessionaire to manage embarkation and disembarkation.  

Lighting must ensure a minimum average flow of about 200 lux, switching of lighting 

must be controlled via a bus system able to remotely manage the switching on and off. 

The bus system must be integrated with the air conditioning in order to make a single 

set of controls for the entire terminal. 

The power supply system must ensure distribution of power in the entire area and 

allow possible use which is not for cruise purposes.  

The needs of the concessionaire mainly refer to the power supply distributed and 

managed remotely using a network system that can connect arriving ships and check-in 

points. 

 

ELECTRICAL GENERATOR 

For obvious safety reasons, operation of the cruise ship terminal must not be 

affected by low voltage interruptions. 

Therefore, it seems necessary to design a system that is supported by an electric 

generator in case of an emergency, in case of power failure, as well as by UPS with 

momentary transmission of electronic equipment (continuously). 

Electrical generator for emergency is run by a diesel engine (or gas engine if the gas 

network is available near the port area) which has sufficient power to meet the needs of the 

terminal. 

 

SPECIAL SYSTEMS 

In addition to the traditional mechanical, electrical and telecommunications systems, 

inside and outside the terminal there must be certain special systems necessary to control 

the people and the operation. These are the following systems: 
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 Video surveillance systems inside the terminal and external operational areas, 

connected to the DVR of adequate capacity for recording events. 

 Indoor TV system is connected to a number of large-size monitors for 

broadcasting announcements, advertisements and alarms. 

 Indoor and outdoor sound system for voice communications to passengers 

and operators, equipped with DAR for legal reasons; 

 System for connecting the central terminal control with check-in points and 

ships, which use fibre-optic cables for data transfer (companies do not allow a 

wireless connection for safety reasons). 

 Wireless connection (Wi-Fi) to connect to the Internet for passengers who 

wait. 

 In addition to these two systems, for security reasons the following two are 

essential as well: 

 Fire detection system with an integrated fire extinguishing system. Fire alarm 

system must be designed to reduce the time and cost of maintenance, giving 

priority to the suction or barrier systems. 

 EVAC system for managing signalling and messages of alarms that should be 

integrated into the fire alarm system and announcement management 

system. 

All systems and associated signalling must be connected to a specific area designated 

for this purpose and located at the terminal or in other areas which will contain the server 

and systems of control and management of signalling and the central operational control. 

 

10.2.5. TRAFFIC AND PARKING 

PARKING 

 

For maximum efficiency, the terminal must have an adequate number of parking lots 

and parking spaces for various needs. 

As already mentioned, it primarily needs a parking lot for buses waiting for cruise 

passengers going to excursions. For each large size ship that docks some 50-60 buses may be 

required. 

In addition, the following are planned in appropriate locations: 

• Parking spaces with a short stop for visitors; 

• Parking spaces for taxis and vehicles with a driver; 
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• Parking spaces for employees at the terminal and dock operators; 

• Parking spaces for the disabled built and placed in accordance with the regulations; 

• Parking spaces for long stop, especially in case of port of departure; 

• Parking spaces and operation areas for car rental; 

• Parking spaces for stopping and waiting for commercial vehicles which must 

approach the dock for supply and delivery. 

 

The tables of the project show a possible form of the parking lot, which is modularly 

expandable in line with the growth of the port. 

 

EMBARKATION/DISMEMBARKATION WITH SHORT STOPPING 

It should be noted that when there are ships at the terminal, the operations related 

to embarkation/disembarkation of passengers and loading and unloading of luggage must be 

conducted continuously. Not foreseeing adequate special areas reserved for such operations 

would seriously jeopardise the efficiency of the facility. It is necessary to plan special areas 

for taxis, private cars, commercial vehicles, service vehicles and ambulances, police vehicles 

and supply vehicles. 

 

10.3. TECHNICAL SPECIFICATION FOR CRUISE SHIP MANAGEMENT 

10.3.1. MAIN FLOWS AT DOCK 

The detailed design of the port must not disregard the serious size of the flows 

caused by round trip cruises, in terms of passengers divided into transit, arriving and 

departing passengers, as well as various employees and services that gravitate to the ship. 

Before obtaining project approval, it is necessary to carefully review the results of the 

analysis of the above flows, in order to avoid any interference. 

It should be borne in mind that the following have to have access to the dock: 

• luggage related services; 

• commercial vehicles which transport pallets from trucks and forklifts; 

• staff and workers of the dock; 

• vehicle of pilot, linesman, agents and staff at ship’s service; 

• crew. 
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There are also transit passengers who go on tour operators' excursions and arriving 

and departing passengers. 

Analysis should be conducted while keeping in mind as much as possible the future 

development scenarios of cruise trip traffic that may include different situations, depending 

on possible scenarios. 

It is also necessary to plan and ensure the use of protected gangways, whether 

protected due to weather conditions (rain, wind), or if separating pedestrian and road 

traffic, particularly in the area of connecting with the dock, where logistics operations are 

carried out. 

The elaborated project should envisage and ensure the first phase in which ships are 

expected one at the time. At this phase of development of the port one must take into 

account the management of the main flows, by creating various routes secured at the dock 

level. 

In the later stages of development the flows should be distinguished more precisely, 

relegating to the level of the dock the logistical/operational traffic of the ship and creating 

an elevated walkway for passengers, connected to the terminal and ship via mobile boarding 

bridges. 

The way passengers access the ship actually represents the last element of port 

qualification. 

Ships prefer to perform passenger boarding through special openings at high 

altitudes, directly from the upper deck promenades which on the ships of new generation 

can be located as high as 14 m above the level of the dock. 

Mobile gangways for boarding with covered ramps or elevators allow transhipment 

of passengers directly from the dock or a gangway safely fixed to the ship and not passing 

through the dock, which remains reserved for logistics operations. 

The use of boarding bridges is especially suitable for ships in the port of departure 

due to the complexity of the operations that take place on the dock. 

Gangways must be placed more than 7 metres backwards from the belt of the dock 

to avoid intertwining with lifeboats on cruise ships that on the ships of new generation 

protrude up to 6.50 metres from the wall of the ship. 

The working level of these bridges must be between 6.50 and 8.00 metres in order to 

for them to function in the best possible way and without undue prominence for large ships 
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who prefer boarding passengers directly to the upper deck where the inner reception area is 

located (the inside of the ships is not equipped with large capacity elevators). 

 

10.3.2. STERILE PROTECTED AREA - "SAFETY" 

Applicable regulations require that the entire area between the terminal and the ship 

be enclosed and subjected to strict safety standards. Access to this area must take place 

exclusively through the checkpoints with gates to control the passengers, equipment 

operators and luggage scanners and x-ray devices, in order to ensure that materials intended 

for attacks do not end up on the ship. 

Passenger doors will be placed inside, close to the terminal, and designed to reduce 

the inconvenience of long hours of waiting that could disturb the timetable of the ship. 

Pedestrian checkpoints for operators who often have to go between the terminal and the 

dock are envisaged. 

Vehicle corridors must be equipped with bars and fences for vehicle control. When 

locating the vehicle corridor, attention should be paid to the possibility of manoeuvring 

heavy vehicles, which should not interfere with walkways for operators and passengers. 

It should be noted that safety standards, which came into force after September 11,  

are an important marketing element of the port with regard to American companies.   

 

10.3.3. ARCHITECTURAL BARRIERS 

It is estimated that 7% of passengers on cruises have serious problems with walking 

in one way of another. In addition to the regulations for the comfort of passengers and their 

companions, it is necessary to consider the aspect of architectural barriers it the whole area 

of embarkation and disembarkation, all the way up to the boarding bridge. 

In addition to national and local regulations, certain regulations of foreign countries 

need to be complied with, which proscribe a reduced height of barriers and braking systems 

along the entire length of the ramps. 
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10.4. DIRECT AND INDIRECT IMPACT ON UNEMPLOYMENT 

10.4.1. DIRECT EMPLOYMENT AT PORT OPERATIONS 

In the above chapters we have seen that the operations necessary for port 

management can be performs by: 

A fixed management team of 9 to 13 persons; 

A team with an average of 80 people with very different responsibilities, which 

activates at the arrival of each ship. 

It is noteworthy that many of these jobs result from activities that require a certain 

level of specialisation and which can be applied to other areas. For example, hostesses who 

welcome, check-in and manage passengers can be a part of a specialised subcontractor and 

in other times deal with events and conferences in general. In the same way, guides, travel 

companions, drivers of buses, boats, taxis, etc., can increase the level of expertise and 

activities, which the entire tourism sector can benefit from. 

 

10.4.2. EMPLOYMENT IN CONSTRUCTION WORKS 

Another sector that should be taken into account, and is related to employment, is 

the one dedicated to port works. It is predicted that in this area 70-100 persons will be 

employed for the duration of construction. 

During the construction works, companies responsible for waterside and landside 

works will also specialise, and such specialisation is the added value for the companies 

themselves, and acquired skills can be used later to obtain other jobs.  

Upon completion of the works, it is expected that most of the staff members who 

have acquired certain skills will be employed in the maintenance of these works. 

 

10.4.3. EMPLOYMENT FROM CRUISES 

The impact of cruise industry is visible in the demand for goods and services, which 

can be offered by a local host, and meeting this demand can primarily be seen in the 

increase in income and employment with regard to companies that directly provide such 

goods and services. 
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In the specific case of Pula, Istria is an area with mostly domestic companies that will 

be created, grow and organise themselves to meet the new demand. 

These companies in turn will need goods and services from other companies to carry 

out their own activities, thus creating a cascading effect of growth.  

The development of these new companies would result in the increase in personal 

income and spending, which would have far-reaching positive effects on the local economy. 

There is no study on the economic impact and the impact of employment for a port 

of departure in Croatia. Even at the global level there aren't many detailed studies on this 

subject. This is probably due to the difficulties in assessing the chain effect that occurs when 

a complex economic sector, such as cruise tourism sector, requires its demand to be met in a 

certain area.  

One of the most detailed studies in this sector is the study on the economic impact of 

cruises on Venice, which was commissioned by the Port Authority of Venice in 2012, and 

developed by the universities of Padua and Venice36. 

                                                           
36 Economic Impact of Cruises on Venice, February 2013, Cesare Dosi, Ignazio Musu, Dino Rizzi, Michele 
Zanette. 
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According to this study, the value added generated by cruise ships in Venice can be divided 

by sectors in the following way: 

 

• Activities related to real estate, rental activities, IT, research and other activities: 

 TRANSLATED INTO ENGLISH 

• Hotels and restaurants: TRANSLATED INTO ENGLISH 

• Transport, storage and communication: TRANSLATED INTO ENGLISH 

• Wholesale and retail trade; repair of motor vehicles, etc.: TRANSLATED INTO ENGLISH 

• Other public, social and personal services: TRANSLATED INTO ENGLISH 

• Financial and monetary intermediation: TRANSLATED INTO ENGLISH 

• Production and distribution of electricity, gas, steam, etc.: TRANSLATED INTO ENGLISH:  

• Construction: TRANSLATED INTO ENGLISH 

• Manufacturing products with mineral processing without metal: TRANSLATED INTO 

 ENGLISH 

• Domestic services in households: TRANSLATED INTO ENGLISH 

• Health care and other social services: TRANSLATED INTO ENGLISH 

• Food, beverages and tobacco: TRANSLATED INTO ENGLISH 

• Education: TRANSLATED INTO ENGLISH 

• Textile and clothing industry: TRANSLATED INTO ENGLISH 
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• Agriculture, hunting and forestry products: TRANSLATED INTO ENGLISH 

• Production of paper pulp, paper and paper products, etc.: TRANSLATED INTO ENGLISH 

• Other sectors: TRANSLATED INTO ENGLISH. 

The impact on employment is as follows: 

 

• Hotels and restaurants: TRANSLATED INTO ENGLISH 

• Transport, storage and communication: TRANSLATED INTO ENGLISH 

• Wholesale and retail trade; repair of motor vehicles, etc.: TRANSLATED INTO ENGLISH 

• Activities related to real estate, rental activities, IT, research and other activities: 

 TRANSLATED INTO ENGLISH 

• Other public, social and personal services: TRANSLATED INTO ENGLISH 

• Domestic services in households: TRANSLATED INTO ENGLISH 

• Financial and monetary intermediation: TRANSLATED INTO ENGLISH 

• Construction: TRANSLATED INTO ENGLISH 

• Education: TRANSLATED INTO ENGLISH 

• Health care and other social services: TRANSLATED INTO ENGLISH 

• Manufacturing products with mineral processing without metal: TRANSLATED INTO  

 ENGLISH. 
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The analysis of the economic impact and the impact on employment is conducted using the 

input-output model: 

 

The analysis was conducted starting from the table of resources and use at the rates 

that were valid for Italy as a whole (ISTAT 2011) in 2008. In particular, they used tables that 

are divided into 30 sectors and 30 products. Please refer to the full document for more 

detailed information. 

Based on this research, the impact of cruise industry on employment in Venice is 

estimated at 7,473 jobs, of which 4,216 are related to direct and indirect activities and 3,257 

to those induced. 

Although this is an empirical research, the analysis of the research conducted in 

Venice suggests that a cruise port in Pula, which will primarily be a port of departure, could 

create thousands of jobs in Croatia. 

 

11 ENVIRONMENT 

11.1 ENVIRONMENT PROTECTION 

According to the data collected, there are no environmental, scenic or 

historical/archaeological restrictions in the development area. 

Nevertheless, the construction of the new port will affect the environment and the 

landscape in terms of the transformation of the area, both in the construction stage and in 

the management stage.   

With regard to the transformation of the area, the proposed development includes 

both waterside and landside constructions works. 
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Landside constructions works include the construction of 3 passenger terminals and 

ancillary buildings for management services. The plan includes the urbanization of the area 

with roads, stores and service areas. From the perspective of impact, the development is 

planned to be incorporated into an area with a large number of military buildings which are 

currently abandoned. From the perspective of urbanism, there are no particular restrictions, 

which means that with a careful design of buildings and outdoor areas, as described in 

Chapter 5, the project will have a minimum impact on the area. Likewise, the project 

provides for the planting of shrubs and native trees, thus enabling compensation of a 

portion of the woodland that will be removed for the requirements of the proposed project. 

Waterside constructions works, which are necessary for the construction of new 

docks, will include excavation and dredging resulting in a significant amount of relocated 

material. Interference with the marine environment will mostly occur during the 

construction phase and refers to water quality in terms of turbidity and pollution. Given the 

potential effects that such activities might produce and based on the limited duration of the 

works and the hydrodynamic conditions in the relevant areas, which guarantee an efficient 

replacement of worn-out elements, a minimum negative impact is anticipated.   

With regard to the maintenance of biological diversity and the reproduction of 

ecosystems, as well as the protection of marine environment in general, we make reference 

to the environmental impact assessment that will be part of the master plan. 

 

11.2 WASTE MANAGEMENT IN ACCORDANCE WITH NATIONAL LEGISLATION 

Sea cruises as a branch of tourism may be considered within the framework of 

different environmental legislations. Although they fall under the “jurisdiction“ of maritime 

legislation and the IMO organization i.e. MARPOL, they can’t be excluded from the global 

framework for environmental protection. Environmental impact needs to be considered 

from the perspective of sea cruises and tourism in all its forms in order to learn as much as 

possible about the environmental impacts and implement protection measures. 

Environmental impacts of tourism may be direct or indirect, positive or negative. 

Tourism is mostly associated with negative impacts, but it has to be pointed out that there 

are positive impacts too. The following examples show positive and direct environmental 

impacts of tourism: 

 protection of monuments, buildings, walls (e.g. the Great Wall of China, the 

Egyptian pyramids, the Walls of Dubrovnik, Taj Mahal in India), 
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 creation of national parks and nature parks (Yellowstone in the USA, Las Canadas 

on Tenerife, Maasai Mara National Reserve in Kenya, National Park Plitvice), 

 protection of reefs and beaches, such as the Great Barrier Reef in Australia, 

Kornati, 

 maintenance of forests; e.g. New Forest in Great Britain, Colo and Suva in Fiji.37 

Negative and harmful environmental impacts of tourism include the impact on water 

and air quality as well as the level of noise. Especially large damage is caused by sewage, 

whereas pollution caused by internal combustion engines for ships, hotels, air-conditioning 

devices has a significant impact on the air quality. The level of noise is also important, 

especially if urban centres, night clubs, increased road and rail transport are considered.  

A consequence of tourism is higher water consumption. For instance, 440 litres/day are 

on average consumed per tourist in the Mediterranean. Likewise, facilities like golf courses, 

which require up to 1,400 kg/ha of artificial fertilizers and a lot of water, can substitute for 

e.g. the consumption of 60,000 inhabitants in Thailand. Air pollution also includes the 

pollution from air transport and air-conditioning in excursion buses. All of this increases the 

greenhouse effect and climate changes (global warming) and leads to harmful effects on the 

entire biological system on Earth. Consequences of global warming are the global rise of the 

average temperature, resulting in the melting of polar ice caps, rise of the sea level, impact 

on agriculture, etc. The greenhouse effect is becoming more and more pronounced due to 

an increase in the concentration of greenhouse gases such as: H2O (water steam), CO2 

(carbon dioxide), CH4 (methane), N2O (nitrogen oxide), chlorofluorocarbons (freons – CFC, 

Freon 11 – CC13F, Freon 12 – CC12F2), O3 (ozone), SO2 (sulphur dioxide), etc. The most 

harmful are the emissions of CO2 gases into the atmosphere as a result of the combustion of 

fossil fuels, wood and biomass. In order to reduce the emission of greenhouse gases into the 

atmosphere, the Kyoto Protocol was adopted.38 The share of tourism’s impact in the total 

greenhouse gas emissions in the world is 5,3%, with transport accounting for 75%.39 

Sea cruises as a form of tourism have their specific qualities, especially if their 

environmental impact is considered. The World Wildlife Foundation warned of the 

environmental impacts caused by cruise ships: 

1. air pollution, 

                                                           
37

 Cooper, C. (2008), Tourism Principles and Practice, 4th Edition, Prentice Hall Financial Times, Pearson 
Education Limited Edinburgh Gate Harlow, p. 161. 
38

 Kyoto Protocol – a protocol, adopted in Kyoto as an extention to the United Nations Framework Convention on Climate 
Change, is an annex to the international treaty on climate change, signed with the objective to cut emissions of carbon 
dioxide and other greenhouse gases - http://hr.wikipedia.org/wiki/Protokol_iz_Kyota 
39

 http//:www.oecd.org, OECD Tourism Trends and Policies 2010, Chapter 2, Tourism 2020: Policies to Promote Competitive 
and Sustainable Tourism, p. 57, pdf, 
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2. waste water pollution, 

3. garbage pollution, 

4. ballast water emissions, 

5. anti-fouling hull paints, 

6. physical damage to underwater structures, 

7. degradation of vegetation, 

8. wildlife disturbance, 

9. degradation of historical sites, 

10. degradation of geological sites. 

Today, large cruisers produce about 800 tonnes of sewage, 4,000 tonnes of grey water, 

80 tonnes of bilge water, solid and hazardous waste every week. Ports are adapted to 

receive larger cruise ships by means of seabed excavation, thus disturbing natural habitats.40 

It is foreseen that limitations to the expansion of cruise tourism are associated precisely with 

its negative impact on the environment and ecosystems which are very vulnerable to an 

increase of cruise traffic. In addition to the above data, the average pollution levels should 

be outlined: 

1. 40 litres of sewage per passenger per day, 

2. 360 litres of grey water per passenger per day, 

3. 2,3 kg of solid waste per passenger per day, 

4. 60 litres of toxic waste (photo processing waste, fluorescent lamps, batteries) a 

day, 

5. 2.800 litres of bilge water a day, 

6. tonnes of ballast water exchanged before entering the port, 

An example of harmful impacts of ships / cruises can be associated with ballast water 

used to provide stability to vessels at sea. Ballast water may contain liquid or solid 

contaminants of different composition and living or dead marine organisms. Usually these 

contaminants are not big polluters, because ships are ballasted with relatively clean water 

which is loaded at a depth of several metres below the waterline. Passenger ships partly 

discharge their ballast depending on maneuvering requirements and the navigation regime 

and this can lead to the introduction of invasive species, and eventually to the destruction of 

habitats. Marine organisms may be extremely hazardous in terms of ecology if transferred in 

ballast water to basins where they are not native. They usually don’t have any natural 

enemies in the new aquatic habitat so, if they survive, they spread at an extremely rapid 

rate. The expansion of newly arrived organisms in the coastal waters causes large damage, 
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because they can usually be only physically removed. Their dominance in number is 

manifested at the expense of local organisms; some of them may even gradually die out. 

Organisms discharged within ballast water negatively affect: 

 ecosystems – non-native flora and fauna exhibit their invasive properties and start 

dominating, thus causing changes in food chains; the consequences are 

incalculable and unpredictable, 

 economy – fishery and coastal industry and other commercial activities are 

obstructed by changes caused by the introduction of allochthonous species, 

 human health – with infection and pathogenic changes, toxic organisms cause 

disease in humans, or even death, e.g. dinoflagellates 41, Vibrio cholerae – the 

cholera bacteria 

In 2005, Croatia started a voluntary data collection on ballast water discharged from 

ships. The Ordinance on ballast water management and control (Official Gazette 55/07) 

came into force in 2007, thus setting up a legal framework for the reporting and recording of 

ballast water in the Republic of Croatia. From 2005 to 2007, the largest ballast water 

discharges with an increasing trend were recorded by the Harbour Master’s Office Rijeka. 

Likewise, a significant upward trend was recorded in the above period by the Harbour 

Master’s Office Pula, whereas there was a downward trend in the area of the Harbour 

Master’s Office Šibenik. During the above period, there were no reports of ballast water 

discharges in the area of the Harbour Master’s Office Dubrovnik. Testing to check the 

composition of ballast water, including tests of the existence of microorganisms as well as 

tests for salinity and nutrient salts in order to determine the origin of the ballast water, was 

carried out once in 2006 and on several occasions in 2008. 

Harmful effects of large cruise ships may also refer to anti-fouling hull paints and anti-

algae coatings. These are definitely advantageous for the ship, because the fuel consumption 

is reduced, its manoeuvring capabilities are improved, and the emission of combustion gases 

is reduced. On the other hand, they give rise to harmful effects on human health and living 

organisms. Damage occurs due to biocides (organotin), but also because of accumulations of 

heavy metals over a longer period of time. 

Likewise, big pollution is caused by sewage and food waste, especially because some 

ships do not comply with the discharge regulations and discharge sewage as soon as they 

leave the port. There are ongoing tendencies to develop new sewage recycling systems, but 

                                                           
41 Phytoplankton organisms that possess two mutually vertically arranged flagella arising from a characteristic 
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poisoning i.e. PSP (paralytic) and NSP (neurotoxic). 
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they have not been sufficiently improved yet for the sewage to be fully recycled. In one 

word, biochemical process is used to extract clean water from sewage, but there is still the 

problem of sewage sludge and contaminants that are pumped out in the end, beyond 12 NM 

from shore. Some systems use UV radiation during the discharge of the treated water, as 

well as chemicals that increase the PH value of treated waters. 

There are frequent cases of infringement of rules and regulations and it is difficult to 

successfully monitor discharges from ships at sea, hence many cases remain unreported. For 

instance, in October 2002 the Crystal Harmony discharged 120 tonnes of wastewater in 

proximity to the coast of California, and in 2013 the ship Norwegian Sun discharged 40 

tonnes of sewage near Seattle. Penalties are high and amount to millions of USD. In the 

period from 1993 to 1998, a passenger ship company paid USD 30 million for 87 individual 

violations. In 1998 and 1999, Royal Caribbean International paid USD 26 million for similar 

violations. It has been calculated that passenger ships had paid USD 41 million in the period 

1999 - 2005.  

To sum it all up, the anticipated ship traffic and number of passengers on cruises from/to 

Pula will have significant environmental impacts. Significant pollution is caused by ships with 

a size of 5,000 passengers and crew, such as the ship Divina (MSC). The daily pollution 

includes: 

1. more than 560 tonnes of sewage and wastewater a day, 

2. 12 tonnes of solid waste a day, 

3. 20 litres of toxic waste, 

4. 16 tonnes of bilge water and waste engine oils, 

5. hundreds of tonnes of ballast water, 

6. 1.5 tonnes of smog formed from nitrogen oxides, 1.3 tonnes of sulphur oxide, 

over 50 kg of organic components, and 37 kg of carbon dioxide per day.42 

A similar example is the ship Musica (MSC) that visits Croatian ports (Table 11.2.2.1). 

Basic parameters of the waste for a number of 3,500 people are: 

1. 1 kg of dry incinerable waste per person / day, 

2. 0.6 kg of food waste per person / day, 

3. 1 kg glass bottles per person / day, 

4. 0.034 kg aluminium cans per person / day, 

5. 30 m3/h of total wastewater accumulation i.e. 3 m3 per passenger on average, 
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6. about 67 - 90 m3 of treated bilge water a month i.e. about 2.3 - 3 m3 a day are 

pumped out into the sea beyond 12NM from shore; from 25 to 40 m3 of waste 

oil is disposed of into storage tanks at ports. 

Table 11.2.2.1 Allowed sulphur content in fuel - regulations 

Total value of sulphur in fuel 

Effective Date Previous sulphur limit New sulphur limit 

1 January 2012 4,5% 3,5% 

1 January 2012 3,5% 0,5% 

Sulphur values in ECA countries 

Effective Date Previous sulphur percentage 

limit 

New sulphur percentage 

limit 

1 March 2010 1,5% 1% 

1 March 2015 1% 0,1% 
Source: The Coast Guard Journal of Safety & Security at Sea, Proceedings of the Marine Safety and Security Council, IMO 

Strengthens Air Pollution Regulations, Winter 2008-2009, p. 21-24. http://www.uscg.mil/proceedings/Winter2008-

09/articles/22_Lundy_IMO%20Air%20Pollution%20Regulations.pdf 

In addition to these basic parameters, there are exhaust gas emissions. Air pollution 

caused by cruise ships is actually caused by their diesel engines, whose fuel is high in 

sulphur. This is the reason why they cause extreme air pollution. Sulphur is one of the 

components that have an adverse impact on the environment, so great effort is made to 

improve the fuel quality, that is to reduce the sulphur content in fuel, which makes the 

production more expensive and consequently increases the price of fuel.  

All of this largely influences environmental changes, such as acid settling, water 

eutrophication and nitrification, fog formation and decrease of visibility, and contributes to 

the overall failure to meet air quality standards.  

Waste incineration is forbidden in most US ports and penalties are high in case of 

violation of these regulations. Usually the Ringelmann Chart is used to determine whether 

the emission of gases is within the permitted limits. A detailed regulation of gas emissions is 

contained in the Marpol Convention, especially in the Annex VI which provides for a 

limitation of sulphur oxides (SOx) and nitrogen oxides (NOx) in exhaust gases emitted from 

ship engines.43 Regulations on the reduction of exhaust gas emissions and sulphur content in 

fuel came into force 1 January 2010.  
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In addition to solid waste, wastewater must also be taken into consideration, as well 

as its treatment and higher quality inspection by harbour master’s offices with regard to 

wastewater discharge in the Adriatic.  

Wastewater from cruise ships is a direct threat to the ecosystem and human health 

which depends on it. There are three main groups of wastewater: oily bilge water, and black 

and grey wastewater. Oily bilge water is the mixture of water, oily fluids, lubricants and 

grease, cleaning fluids and other similar wastes that are accumulated in the ship’s bilge tank. 

They are generated by main and secondary engines, boilers and other mechanical 

machinery. Table 11.2.2.3 shows the amounts of generated oily bilge water based on the 

ship’s tonnage. 

Table 11.2.2.3 Maximum daily amount of generated bilge water 

Tonnage 
No. of passengers + 

crew 

Amount of generated 

bilge water 

(max. litres/day) 

Bilge water treatment 

capacity  

(max. litres/day) 

22.000 1.100 3.850 18.925 

46.000-48.000 1.500-2.160 11.355 15.140 

50.700-55.400 1.850-2.380 18.925 18.925 

76.000-78.000 2.700-3.200 9.992 24.224 

Source: Prepared by authors according to the data of United States Environmental Protection Agency – Cruise Ship 

Discharge Assessment Report, Washington, 2008, p. 10. 

According to the Marpol Convention44, discharge of wastewater is allowed beyond 12 

NM from shore i.e. the allowed quality of bilge water is with oil content below 15 ppm.45 The 

application of the Marpol Convention is of great importance and Croatia, being a signatory 

to the Convention, is obliged to fully observe it. 

In this context, stricter measures should be enforced for air polluters and waste 

incineration in port. It is necessary to form areas protected from wastewater discharge 

towards fishing areas and natural reserves as, for instance, in some parts of the U.S. and 

Canada west coast. 
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 MARPOL Convention (short for Marine Pollution) is an international convention aiming at complete elimination of 
intentional or accidental pollution of the marine environment from ships, namely with all substances harmful for humans, 
other living things, and the use of the sea. It was signed on 17 February 1973 in London, but did not come into force. It was 
modified with the 1978 Protocol. The current convention is a combination of 1973 Convention and the 1978 Protocol, and it 
entered into force on 2 October 1983. Croatia is also a state party to the Convention, along with other 136 states, 
representing 98 percent of the world’s fleet. 
45

 According to Appendix I (oil) of the Marpol Convention, discharge of treated bilge water is allowed within the permitted 
area (beyond 12NM), whose oil content does not exceed 15 ppm. 
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Greywater contains waters from: wash basins, tubs, showers, washing machines, 

saunas, pools, sinks, and water used to rinse the vessel surfaces. New cruise ships have 

onboard treatment systems for grey and black water. 

Table 11.2.2.4 List of legal documents relating to grey wastewater from ships 

Legislative act Greywater it refers to 

Clean Water Act, 33 U.S.C. 

§312(a)(11) 
Bath and shower water. 

International Maritime Organization 

(International Maritime Organization Guidelines 

for Implementation of Annex V of MARPOL (Sec. 

1.7.8)) 

Drainage from washing machines, showers, wash 

basins, tubs. 

It does not include waters from toilets, urinals, 

medical premises and spaces containing living 

animals, as defined in Annex IV of the Marpol 

Convention, and drainages from cargo facilities. 

Ordinance on cruise ship conduct requirements 

and regulation of wasterwater discharge into 

the marine environment – Title XIV – Certain 

Alaskan Cruise Ship Operations, 33 U.S.C. §1901 

Note (Sec. 1414(4)) 

Drainage from bathrooms, dishwashers and 

washing machines. 

Coast Guard regulations implementing MARPOL 

and the Act to Prevent Pollution from Ships, 33 

CFR 151.05 

Drainage from dishwasher, showers, bathrooms, 

baths, sinks. It does not include waters from 

toilets, urinals, medical premises, or drainages 

from cargo facilities. 

Source: Prepared by authors according to the data of United States Environmental Protection Agency - Cruise Ship 

Discharge Assessment Report, Washington, 2008, p. 67. 

It can be seen that Table 11.2.2.4 does not contain grey water generated by saunas, 

hairdresser’s, photo studios, drycleaning, hospitals, air-conditioning, etc. According to the 

survey carried out by US EPA in 2004, the average amount of grey water caused by cruise 

ships ranges between 136,260 and 942,465 litre/day/cruiser i.e. 136.26 to 450 

litre/day/person, depending on the size of the ship and the number of passengers. However, 

most cruisers generate 643,450 litres of grey water/day/cruiser i.e. 254 litre/day/person. 

The assessed ratio of shares in grey water is structured as follows: 52% refers to wastewater 

from accommodation, laundry water accounts for 17%, and kitchen water for 31%. 

According to the above research, a cruise ship has the capacity to hold grey water for 5 to 90 

hours, with the average holding capacity of 56 hours. 

In addition to the above remarks on environmental protection of the destination, 

there are still threats to stationary tourism. Consequences of incidents or discharge of waste 

substances may be fatal for stationary tourism and make it slip many years backward. An 
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example is the recent incident on the RO-RO ship „Und Adryatik“ which revealed the 

unreadiness of Croatia for the challenge of an environmental disaster. Consequences of a 

fuel release into the sea would be catastrophic for the entire North Adriatic (it may be 

assumed that a passenger ship carries up to 3,000 tonnes of fuel). Carrying out controls of 

vessels on a regular basis and respecting all conventions related to maritime navigation is of 

crucial importance to prevent an environmental disaster.46 

Many countries promote the development of environmental awareness through 

different organizations and programmes that encourage development and progress, new 

technologies with an emphasis on the strengthening of environmental awareness, for 

instance Norway (energy and environment), France (development and renewable energy), 

Australia (environmentally aware Australia). All this results in an incentive for travel 

companies that are investing funds in environmental programmes on cruise ships, especially 

in terms of waste and wastewater recycling, etc. In addition to that, companies get great tax 

benefits that are one of the reasons for investing funds. 

The main environmental issues associated with cruise ships can be divided into three 

categories: 

• issues being solved or whose solving process has experienced significant progress 

(emissions of sulphur oxides and nitrogen oxides by regulating fuel incineration in 

ports with low sulphur below 1 %, waste management), 

• challenging issues that have not been solved yet as planned (wastewater 

treatment, generation of waste that destinations receive from cruisers and they 

have not solved this issue by themselves, impact on the ozone layer by regulating 

the use of refrigerant gases), 

• issues that have not been solved well and require urgent action (air quality in 

towns as a result of gas emissions from ships, ecosystem fragmentation, climate 

changes, waste management in poorly developed areas). 

It can be concluded that cruise ships are a potential environmental “bomb“, hence the 

pollution prevention equipment must be in place and pollution fighting scenarios need to be 

prepared. Control measures must be continuously implemented, both on ship’s arrival into 

the port and departure from the port, and consideration should be given to air pollution. 

Regulations on air pollution must be adjusted to EU regulations. 

At any rate, cruise ships should not be “dismissed”, but they must be taken with a 

generous pinch of salt with regard to environmental impact. Likewise, control and legislation 
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trends in the most renowned countries with regard to these issues, such as SAD and Great 

Britain, should be followed. If these issues are not taken seriously and conscientiously, that 

might negatively affect the entire ecosystem and have long-term consequences for the 

environment. There are various assessments as per how much Croatia gains and how much 

it loses with a larger expansion of cruise tourism. The weakest points are waste disposal and 

neutralization of harmful substances, air pollution by exhaust gases (which influences 

historical monuments and climate changes), discharge of sewage and waste substances near 

the Croatian coast, as well as the regulation of ballast water exchange. In the light of the 

above, in parallel with the terminal project it is necessary to develop a system of solid waste 

disposal and, accordingly, adapt existing conditions to ships that will come to the Port of 

Pula and unload their garbage and hazardous waste there. 

 

 

 

 

 

 

 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 229 of 238 

 
 

 

12 TRAFFIC IMPACT ANALYSIS  

12.1 ROAD TRAFFIC 

Creation of a new development always requires an assessment of the impacts it 

might have on the respective area. If the development refers to mobility too, it is necessary 

to carry out an analysis of the factors that might have an impact on the current road traffic. 

For the purposes of this feasibility study’s preliminary design, which is characterized 

by still approximate elements of localization, technical planning and management, a 

qualitative assessment of the issue framework will be carried out, leaving a more detailed 

and deeper analysis to specialized studies.  

As already mentioned, the proposed project includes the construction of a tourist 

port to be built in three temporal phases. The analysis below presents the last phase of 

development that refers to the most difficult situation.  

The scenario of the last phase of development foresees that the tourist port will be 

able to accommodate up to three large cruisers at the same time. In one season there are 

foreseen up to 300 moorings with the number of passengers that could reach 600.000. 

The characterization of the type of cruise traffic is important for the identification of 

the road traffic: whether it is a port of departure or a port of call. 

These two types of transport imply different movement of motor vehicles:   

 The port of departure for cruise voyages is characterized by the traffic of vehicles 

of cruise passengers that arrive to the port by car: their own car, or a taxi or a bus 

from the airport or from the railway station. There is also the medium-heavy 

traffic of vehicles that supply the ships. 

 The port of call is characterized by the traffic of busses for organized excursions or 

individual cars (rented cars or taxis) for individual excursions. Some passengers 

may also arrive to the excursion points by means of organized services that use 

smaller boats.   

The traffic mostly lasts a couple of hours, during the phase of passenger embarking 

i.e. disembarking. Moreover, it is slightly likely that more ships will arrive or departure at the 

same time, since the port’s schedule is designed in such a way that there is always a certain 

time allowance (even of only a couple of hours) between the arrivals and departures in order 

for the port to be able to better manage its operational staff.  
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However, in order to make an estimate of the traffic, a simultaneous embarking and 

disembarking of two ships with an average number of 2,000 passengers will be taken into 

consideration, both in case of a home port and a port of call.   

In case of a home port, it is possible to assume that the number of vehicles within the 

period of two hours may be obtained by dividing the number of the waiting passengers with 

the coefficient of compensation 3, thus obtaining the result that the increase in traffic flow 

of vehicles on the city roads, and especially in the area of the new port, equals 4000/3/2 = 

600 vehicles/hour. 

The traffic of vehicles for the supply of ships, which is estimated at 50 heavy vehicles 

per ship per day, should be added to the above type of traffic. 

The situation is better in the case of a port of call, because the transport of 

passengers mostly occurs by busses or boat services.   

Assuming that 80% of transit passengers get off the ship to visit the city and its 

surroundings and taking into account the worst case scenario, when all of them enter the 

road traffic at the same time, the traffic movement may be estimated to approximately 60 

busses over the period of one hour. 

For the purposes of the Traffic Impact Assessment, the above estimated traffic of 

vehicles should be added to to the existing traffic in the most unfavourable period of year 

and time of day. 

There are currently no historical data on traffic, but it can be assumed that the 

increase is not of any special significance; especially given the new road provided for in the 

urban development plans of the City of Pula (see the image below). 
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The new road allows for preventing of the city traffic congestion. The road and 

roundabout project must be designed in such a way to guarantee traffic capacity in line with 

the estimated increase in the traffic volume. It needs to be emphasized that it is possible to 

develop a sufficient number of parking spaces within the port area in line with the actual 

requirements and minimum required conditions.   

Hence, according to the current information, it can be concluded that traffic flows 

generated by the tourist port construction do not represent a significant increase in road 

traffic or an increase that would threaten the traffic capacity of the main roads in the 

surroundings. 

The planned new road and the existence of adequate stop and fast lanes, which will 

be built in the port area, allow for a traffic dilution while not disturbing the traffic flow in the 

interested area. 

The access to the parking in the port area must guarantee that there won’t be any 

consequences for the access road, not even in the periods with peak traffic levels.   

 

 



 
 

 
V.T.P. ENGINEERING S.r.l. – Marittima, Fabbricato 248 – 30135 Venezia – Italy 

 
p. 232 of 238 

 
 

12.2 AIR TRAFFIC AND AIRPORT CONGESTION 

Pula Airport is an international airport serving predominantly Pula and Istria. It 

consists of two parts: a civil passenger terminal and a military terminal, where the 92nd air 

base Pula and the 22nd squadron of hunter planes of the Croatian military aviation are 

located. 

The existence of the airport is of crucial importance for development plans for the 

tourist port in Pula as a cruise home port, as it can represent the main point of access for 

tourists, especially in case of all-inclusive cruises. 

The airport is located relatively close to the city (at a distance of about 6 kilometres) 

and is well connected with the new tourist port, and it will be even better connected after 

the construction of the new road. 

The analysis of annual records of passengers handled by the Pula airport shows that 

the peak traffic was recorded in 1990, when the number of passengers at the airport was 

670,000. In the following years the traffic decreased significantly and afterwards it has never 

come, not even close, to reaching similar results due to the war in Croatia.   

370,853 passengers were recorded in 2014, thus confirming the constant growth 

trend over the years. Compared to the maximum traffic of 670,000 passengers, the present 

remaining available capacity is 300,000 passengers. 

Such level is surely compatible with the passenger traffic, which is projected, in the 

first two stages of the cruise port development in the medium- and long-term period (7-10 

years), at 150,000-180,000 passengers. 

In the subsequent years (15-20 years), i.e. in the third stage of the port development 

with its full capacity, a passenger movement is anticipated that might even reach the figure 

of 600,000. In such instance, it may be assumed that 80% of the traffic would be linked to 

the cruise home port and 65% of cruise passengers would arrive to the ship going through 

the airport. The airport would face an increase in the number of passengers, which would 

amount to 600,000 x 80% x 65% = 312,000. Values close to the passenger movement 

recorded in 1990 would be reached, which would most certainly be compatible with the 

current structure of the airport.  

It is deemed, however, that the time period of 15-20 years allows for the planning of 

development aimed at expanding the airport and improving its efficiency if required. 
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13 CONCLUSIONS 

 

The feasibility study and cost/benefit analysis is developing that idea of creating a 

specialized port for accommodation of cruise ships.  

The proposed site for the port construction is an ex military area, Cape Guc.  

The project puts focus on an optimized port that would serve as a home port (not just a 

transit one) which includes the departure and return of a cruise voyage, with all the 

advantages that the implementation of the project would create for the City, the Region and 

the Republic of Croatia.  

The need, but also the main reason for the construction of a home port on the Adriatic Sea 

arises from the fact that cruise tourism has been recording a growth over the years, even 

during the years of economic crisis. In addition to the increase in demand for cruise ships, 

the construction and commissioning of 34 new cruisers with a length of over 300 m and the 

carrying capacity of about 5.000 passengers have also been recorded.  

The geographical position of Pula is ideal for a home port. There is currently only one such 

port on the Adriatic Sea i.e. in Venice, whereas on the Mediterranean Sea there are 5 very 

attractive home ports.  

In terms of transport, the City of Pula is well connected with the rest of the country and 

other European countries; apart from the motorway, it already has a quite large airport 

which is being developed and expanded.  

Pula has all the necessary prerequisites to become a departure i.e. home port, especially for 

the Eastern European tourism market. It may also be defined as a future „low-cost home 

port“.     

Pula has an ideal location, because only Venice offers home-port services on the Adriatic 

Sea. 

The proposed project includes the construction of the shore with a dock covering a surface 

area of 400 m in length and 40 m in width, designed in such a way to allow the simultaneous 

mooring of the two largest and most state-of-the-art ships that are currently under 

construction. The above dock will be accessible over a service bridge with a width of 16m, 

which will also be used as a mooring point for excursion ships. The third mooring location for 

ships up to 330 m is formed on the coastal line. The direction of the moorings is designed to 

allow ships to enter and leave the port as easy as possible. Finally, the port on Cape Guc 

should be designed with three two-level terminals according to the modern criteria, the 
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latest statutory requirements and the maritime legislation. These requirements lead to 

savings, but also in CO2 emissions. Over catwalks equipped with an ancillary staircase, 

passengers can be quickly transferred to the ship without using the docks area which is 

reserved for transit operations and operational vehicles used for supplying the ships. In 

order to reduce the costs and facilitate the handling of the cruise passengers’ luggage, it is 

foreseen to automate the luggage entry and exit system. 

In addition to three passenger terminal buildings, it is planned to design a building that 

would offer all the necessary services and serve as a hospitality facility for ship crews. The 

area not used by the terminal will be improved with parking lots that will be gradually 

equipped with the necessary infrastructure and will meet the requirements of the mobility 

i.e. transit of passengers’ vehicles and vehicles used for ship supply. 

The entire project provides primarily for the environmental requirements in oder to respect 

the environment, in particular the dense Mediterranean forest. The construction design 

process will include the most state-of-the-art available technology for energy saving. 

Total investment for the construction of the entire terminal is estimated at 150 mil Euros.  

The construction is planned in three stages in order to ease the investment, and the Study 

sees them as closely linked to increase in demand of Pula as the port of departure and the 

development of the maritime passenger transport. The first phase of construction is the 

most expensive one and requires 90 million Euros. It includes the construction of the 

platform (mooring quay) on the sea for two vessels and one building (terminal) for the 

accommodation of passengers. The second phase, 3-4 years later, foresees the construction 

of the second passenger terminal with an estimated value of 21 million Euros. The third i.e. 

final phase foresees an amount of 39 million Euros for the final completion of the project i.e. 

construction works within a period of 10 to 15 years. 

Based on the projected data, it is estimated that the passenger port might receive between 

70 and 90 ships with 80,000 to 100,000 passengers in total during the first year of operation. 

A further goal is to increase the number of passengers to 180,000 passengers during the 

next 4-5 years, and a growing goal to reach 600,000 passengers a year. 

The construction of the marine passenger terminal in the Port of Pula is analyzed in 

the context of the existing infrastructure of the Port Authority of Pula, i.e. with the 

application of the incremental approach by comparing cash flows in the “with project” 

scenario and cash flows in the “without project” scenario, i.e. the financial analysis presents 

only projections of the project’s cash flow. 

The project term applied in the analysis is 50 years, whereas the reference values are 

monitored over a period of 20 years in compliance with the Guide to Cost-Benefit Analysis of 
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Investment Projects funded by EU. The project term includes the pre-investment period of 2 

years (2015-2016) followed by 48 successive years (2017-2064) of investment and 

exploitation. The financial analysis i.e. the study itself anticipates that the Port Authority will 

both build and manage the passenger terminal and leave other business activities to 

concessionaires in line with the concept used so far.  

The real financial discount rate of 5% is applied in the financial analysis, in line with 

the Guide to Cost-Benefit Analysis, and all prices applied in the analysis are expressed based 

on the actual levels in 2015. Investments are distributed over the priority investment period, 

i.e. three investment phases: the first phase begins in 2017, the second phase begins in 

2021, and the last one in 2029. The distribution of domestic and foreign components of 

investment costs are also taken into account. 

Based on the above input parameters and the obtained data with regard to: 1) 

structure and dynamics of investment costs, 2) revenue analysis, 3) material cost analysis, 4) 

analysis of potential sources of financing, 5) calculation of return on capital, the financial 

analysis shows as follows: 

 Projected profit and loss statement - If a 50-year term is taken into consideration, 

then the net profit amounts to HRK 768 mil. A loss in the amount of HRK -24 mil is 

generated in the reference period, which, in the long run, is compensated by the 

profit. 

 Cash flow – positive net revenues of the project are generated in in the 20th year of 

operation. At the end of the 50 years analyzed, the accumulated revenue of the 

project amounts to HRK 1,702 mil. 

 Static project efficiency evaluation (which takes into account the following indicators: 

return on the total invested capital, return on own funds, net profit ratio, turnover of 

the total invested funds, return from the perspective of the financing sources, net 

gain per employee, ratio of external sources to total funds, etc.) show marginal 

eligibility of the project. 

 Dynamic project efficiency evaluation (economic flow) – reveals an accumulation of 

HRK -30.692.490, thus making the project not eligible from the perspective of 

economic flow, because there is a negative accumulation of the project revenues. 

This is the reason why other indicators of return on capital cannot be calculated, such 

as payback period method, net present value method (NPV = -610,552,463.64 HRK) 

and internal rate of return method (IRR= -0.11%). According to the above stated, the 

financial analysis shows that the project is not eligible from the dynamic efficiency 

evaluation perspective. 
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The calculation of the project’s cash flow reveals that the project generates a 

negative financial rate of return on investment FRR/C= -0,09% and a negative financial net 

present value FNPV/C = -619.895.322,99 HRK and as such may potentially compete for EU 

grants.  

Taking into account the obtained financial results and given the unfavourable economic 

situation and the insufficient level of development of ports of national importance for the 

Republic of Croatia, in the next years it is hard to expect any significant funds for the 

county Port Authority of Pula from the government budget. However, since this is a 

strategically important project for the Port Authority of Pula, but also the City of Pula and 

the Istria County, it is possible to expect certain financial support from the County and the 

City, but also from the state as a strategic partner. At the same time, being Croatia an EU 

member state, there are also European funds available, which are intended precisely for 

infrastructure projects like this, i.e. projects that have a negative financial analysis, but a 

large impact on the respective environment. In consultant’s opinion, for the implementation 

of this project it is necessary to ensure a combination of funds from EU funds, the 

government budget, the county budget, and the financial inflow of the Port Authority of Pula 

(through loan liabilities). 

Unlike the financial analysis that measures the return to the infrastructure owner, an 

economic analysis was carried out in order to find out whether the project makes a 

positive contribution to the whole society. The economic analysis carried out within the 

scope of this study includes a conversion of market prices into economic prices, 

quantification of social benefits, other indirect effects, discounting of estimated costs and 

benefits, and indicators of economic effects (economic rate of return or net present value of 

the project in the monetary conditions). The economic analysis uses the costs obtained 

through the financial analysis as a reference point. 

The economic analysis carried out within the scope of this study includes several 

measurements of changes in business activities: 

1.) Passenger and crew expenditure in the destination. The research reveals that the 

average expenditure of passengers that got off the cruise ship in the destination Pula 

amounted to app. € 41, and of the crew about € 26. This is actually the real scenario, 

whereas for the purposes of the study another two scenarios were examined: A) pessimistic 

scenario anticipating expenditure in the amount of € 37 for passengers and € 26 for the 

crew, and B) optimistic scenario which anticipates expenditure ranging from € 37 to € 60 for 

passengers and € 26 -32 for the crew (expenditure ranges refer to the options whether Pula 
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will be a port of call or a home port). At the same time, this revenue represents  the largest 

part of the total revenue generated from cruising in the respective destinations. 

2.) Revenue from concessionaires. The following revenue from concessionaires were 

identified (this revenue are not directly included in the financial analysis): commercial lease 

– offices, luggage management, parking management, and catering facilities. Revenue in the 

analyzed period of 20 years amounts to approximately HRK 2,8 mil, and in the 50-year 

period HRK 7,5 mil i.e. € 1,0 mil. This money flows directly to business entities in Pula or, 

potentially, entities in the region of Istria, and are extremely important for changes in the 

region’s income. 

3.) Benefits from induced revenues for the local community. It is assumed that the 

acquisition is carried out from the local market which usually with the acquisition of these 

activities for the Port Authority generates its own revenues and as well as profit and 

employment. The scenario reveals that if only 10% is redirected to the local market as 

profit for other companies, this would amount to HRK 3.5 mil over 20 years and 10.3 mil 

over the observed 50 years. 

4.) Inflow for the construction industry. It is anticipated that out of the total 

investment in the passenger terminal in the amount of € 150 mil, at least one part of the 

construction activities will be entrusted to the domestic construction industry. Under the 

pessimistic scenario anticipating that only 10% of works are carried out by local 

contractors, the cash inflow amounts to approximately € 15 mil. Due to the size of the 

investment, these effects will potentially be perceived at the national level too.  

5.) Increase in employment. In addition to the direct increase in employment in the Port 

Authority, new jobs are expected at potential concessionaires for economic activities, local 

companies participating in the „ship supply“, tourism and construction industry. Although 

revenue from cruising and cash redirection to the local economy are substantial, an increase 

in employment of 1% is anticipated at the level of the City of Pula, which based on the 

employed active working population of 31,192 amounts to almost 300 employees. It is 

expected that these effects are also perceived in the region of Istria, so the impact 

parameter of 0,5% of employment increase at the regional level is taken as reference (after 

excluding the impact on the employment in Pula). 

6.) Tourism expenditure. When a passenger port becomes a homeport, this allows for 

the creation of effects of tourism expenditure. For instance, ship passengers decide to visit 

the destination one or two days before the cruise. The study anticipates that tourists will 

spend on average EUR 66.3 a day. 
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As a conclusion on the impacts of cruising on tourism of the City of Pula and the Istria 

County, the results of the economic cost and benefit analysis show a negative result only 

under the pessimistic scenario of the project, where the achieved economic rate of return is 

lower than the discount rate and equals 4%, a positive net present value of the project is 

achieved in the amount of HRK 835 mil, and the benefit and cost ratio is above 1. In the 

realistic scenario, the result of the economic cost and benefit analysis show shows a positive 

result as the achieved economic rate of return is higher than the discount rate and equals 

6%, a positive net present value of the project is achieved in the amount of HRK 1,359 mil, 

and the benefit and cost ratio is above 1, i.e. equals 6.1. In the optimistic scenario, the result 

of the economic cost and benefit analysis show shows a positive result, where the achieved 

economic rate of return is higher than the discount rate and equals 7%, a positive net 

present value of the project is achieved in the amount of HRK 1,869 mil, and the benefit and 

cost ratio is above 1, i.e. equals 7.7. 

A home port in Pula is feasible both in terms of design and economy. Both financial and 

economic contribution will be generated for the City and the Istria County.  

Benefits will be mostly perceived in increase of jobs in the maritime, catering and hospitality 

industry, as well as in construction activities. 

 
  Chief technical officer  

 

Eng. Franco De Angeli 
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