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1. INTRODUCTION
The Board of Trustees of the Galveston Wharves retained Bermello, Ajamil & Partners, Inc. (B&A) along
with a team of experts to assist the Port in assembling a Strategic Master Plan (SMP) to guide the Port into
the future. The SMP that follows creates a vision and direction that can be embraced by the community,
with a future vision for the Port, based upon market demand and business acumen.
The plan was drafted over a one plus-year period. It was presented and approved by Galveston
Wharves Board of Trustees (“Board”) in November 2019. A separate Executive Summary Report was
published at the time, providing an easy-to-read summary. This document provides further detailed
backup information relative to the details of the plan.
The Strategic Master Plan suggests a series of developments and projects to coincide with the
anticipated market demand for those services. The plan has a proposed execution approach and
sequence to achieve a vision in a financially responsible and sustainable way. This plan should only be
viewed in the context of guiding the long-term potential of the Port and informing the Port’s near-term
annual and five-year Capital Improvement Program. Subsequently, each project can be reviewed for
further feasibility, timeliness, costs, and executed at the time of specific Board approval.
As part of the SMP, together with the Port Management Team, the best and highest uses for Port facilities
including berths, terminals, and industrial properties, and prioritizing the development and expansion of
those facilities for the 5 to 20-year planning horizon were assessed and identified.
The 2019 SMP is designed to be reviewed and updated regularly, incorporating new information and
developments, refining market projections and opportunities, and evaluating and updating
development and investment priorities. The Plan is an evolving document that establishes a strategic
vision to direct the future development of the Port of Galveston to include financial projections for the
proposed SMP addressing the sustainability/profitability of the range of options for conceptual port
infrastructure.
However, the plan does provide a long-term view for organizing the Port to make decisions of locations
for activities and improvements that will yield the most efficient use of the Port’s land and marine
resources. This plan is also based on a robust financial analysis to assure the sustainable financial health
of the Port in that it can provide for all of its operating and capital needs going forward from its revenues
collected from activities within the Port, as well as through strategic partnerships that allow for substantial
investments in key infrastructure to further provide for demand in the realms of cargo, cruise, commercial
and industrial development.
Adjusting the Growth Pattern
The Port of Galveston has seen limited growth and investment into infrastructure over the past 20-years.
Moving forward, there are opportunities that require planning to determine how to best position the Port
to meet its mission and role within the community.
Understanding the issues and recognizing the opportunities and limitations will allow the creation of a
realistic and functional Master Plan that can serve the Port of Galveston well into the future. The Plan is
intended to address key components that would allow for new growth of the Port. The planning
approach followed the cycle shown below based upon discussions with Port leadership before defining
a final scope of services.

Operational revenues for the Port and private industries are essential to implementing any
recommendations in this plan. A strategy was developed to increase revenues and provide enhanced
opportunities for the Port to reinvest in development. These include partnerships that allow for investment
in critical infrastructure to enhance the opportunities for increased cargo and cruise business. Private
development is critical to the future success of the Port as the current revenues and funding capacity
does not allow for the Port to create the necessary infrastructure for growth on its own. As part of the
overall strategic plan, identifying Local, State, and Federal funding programs that can assist the Port
make needed improvements to its infrastructure is a critical element that will allow for a transition to
elevate cargo opportunities and provide for a platform for success.
Additionally, opportunities for public/private partnerships (P3s) to accelerate development and reduce
Port risks are identified with recommended levels of investment shown for key projects in cargo, cruise,
and overlapping public infrastructure projects whereby the city and port benefit.
Master Plan Objectives
The following are identified as the Strategic Master Plan objectives.
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Promote the development and growth of the Port by establishing a long-term vision, creating
land use principles, and prioritizing capital investments for Port facilities and operations that
provide a platform for stakeholders to be successful in the future.



Adapt Port policies, operations, facilities, and infrastructure to changing technology, cargo
trends, regulations, natural and man-made disaster resiliency, and competition from other
U.S. and foreign seaports.



Integrate economic, engineering, environmental, and community considerations into the
Port process for evaluating the impact of development projects and growth scenarios.



Create a roadmap for future port development that is consistent with federal, state, and city
laws, with the primary mission of increasing waterborne trade and commerce.

In achieving the above objectives, the plan addressed the following:


Short and long-term capital program for the port that can be reviewed and approved by
the Port at the appropriate time in the future.



Achieved consensus among the community leaders on the vision for the Port.



Provided a unified vision of the Port’s role in the community.



Establish a financially sustainable Port capable of meeting its mission.



Created a justification document to support future environmental permits.



Created a baseline for potential use in seeking grants and other funding into the future.
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2. HISTORY

The Port serves the cargo, cruise, and offshore oil and gas industries and is only 9.3 miles from the open
sea. This short distance to the Gulf, along with on-dock rail and major highway access, offers a unique
asset to the State and the Nation. Over time, the traffic mix has transformed as markets have adjusted
to the changing world and regional economies. Galveston is one of the busiest seaports in Texas and
the 4th busiest cruise homeport in the U.S. with more than 1.96 million passengers moving through its 2
cruise terminals in 2018. It is anticipated this number will increase over the next 5 years as cruise brands
place newly built vessels into the market to meet passenger demand.
The Port of Galveston provides maintains a balanced portfolio of cargo, cruise, and commercial
properties that offer stability today and a platform for growth tomorrow.

Copyright: Texas Ports Association

Copyright: Texas State Historical Society

The Galveston Wharves was founded on February 4, 1854, as the Galveston Wharf and Cotton Compress
Company. The name was shortened to the Galveston Wharf Company on February 11, 1860. After the
wharves became a city utility in 1940, they have since been governed by the Board of Trustees of the
Galveston Wharves. The island and harbor named Galveston have long been recognized for its
potential as a natural port. What began as not much more than a trading post in 1825 has grown to
over some 800 acres of port facilities today. Established by a proclamation issued by the Congress of
Mexico on October 17, 1825, while the land known as Texas still belonged to Mexico, the Port of
Galveston (“Port”) became the oldest port in the Gulf of Mexico west of New Orleans.
The port is municipally owned by the City of Galveston and is managed by the Board of Trustees of the
Galveston Wharves, as designated by the City Charter. The port is self-sustaining and does not receive
any taxpayer funding. The Port of Galveston maintains the Galveston Ship Channel, facilities on the
southern edge of Pelican Island, the north side of Galveston Island, and the entrance to Galveston Bay.
It is a deep-water port with a maintained channel dredge of ~45.0-ft.
Today, the Port is one of Texas’s major seaports and the gateway to the Galveston / Houston
metropolitan region. The Port does not rely on any local tax dollars for operations and has annual
operating revenues of $43.5 million in 2018.
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Figure 1: Historical Tonnage Handled at Port of Galveston Terminals

3. COMMODITY FORECASTS AND FACILITY DEMAND
The basis for any master plan is to identify the opportunities and determine a plan of action needed to
meet and serve those needs. To establish the potential opportunities, commodity market studies were
conducted as part of this plan, including Cargo, Cruise, and Commercial.
These studies were completed in early 2019 as part of Phase 1 of the master plan process. Projections
were presented and reviewed by Port Personnel in June/July once the first half of 2019 actuals were
available. The market studies conducted were developed to determine the potential activities that
could occur at the Port. Short-term and long-term forecasts were done for cargo and cruise activities in
particular. These were then used to determine the amount and type of facilities that would be needed
if the Port decided to participate in those markets. All the market studies included an analysis of the
underlying market forces, as well as extensive interviews with existing and potential customers to define
their needs and provide an understanding of the short-term development programs that are required
to establish a platform for long-term success.
Longer-term forecasts are guided by general economic parameters, the growth of the region,
consumer demand, shipping patterns, competition, etc. As with any long-term forecast, the plan
provides for variability going forward. The Port is not in a position to build for something that will occur in
20 years from now. The ideal plan is for the Port to be able to execute incrementally by phase following
a long-range plan. If certain parts of the market accelerate, those improvements can be accelerated
and, likewise, if they don’t materialize as forecasted, they can be postponed.
These projections and findings were shared through a series of public outreach efforts and meetings that
took place at the Port in February 2019. The information that was garnered was used in the development
of guiding plan alternatives for the Port of Galveston. Comments received from the Public / Stakeholders
can be found in the Appendix.
Cargo Market

Source: Port of Galveston Wharves statistics
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Figure 2: Historical Tonnage Handled at Port of Galveston Terminals
Source: Port of Galveston Wharves statistics
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This section reviews the current markets handled at Port of Galveston, the development of an
understanding of the key factors affecting the historical levels of the specific cargoes, and the
development of cargo projections of the key commodity markets served by the Port.
Looking at a brief overview of the historical existing cargo base, over the past nine years, the Port has
experienced a declining trend in marine cargo tonnage, falling from more than 6 million tons in 2009 to
less than 3.5 million tons in 2017. Figure 1 and Figure 2 show that over this period, the tonnage of all
cargoes handled at the Port’s marine facilities declined by 6.6% annually, mostly attributed to the loss of
grain and liquid bulk commodities. Other key commodity groups, including fertilizer, autos/ro-ro, general
cargo, and fruit have remained relatively stable, albeit at much lower volumes. The 2017 statistics also
reflect the loss of cargo due to silting at the berths at the west end of the channel, specifically Piers 30/33,
34, and 35/36, which impacted the ability for grain, fertilizer, and liquid bulk vessels to load/discharge
cargo. Specifically, grain and fertilizer vessels were re-routed to sister facilities along the Gulf. It is noted
that maintenance dredging has occurred, and this issue has been remedied. A rebound to pre-2017
levels for these commodities is anticipated.
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Fruit Market



Fruit imports directly tie to population and per capita consumption. Over the past 12 years, per capita
consumption of key fruit commodities handled at Port of Galveston is 1.9% annually compared to the
10-year annual growth of imports at 2.7%. Given the current Del Monte supply chain and port import
facilities, Galveston market share looks to remain constant. However, the Port and Del Monte must agree
on a long-term plan for accommodating containerized traffic, or future participation in the market is in
jeopardy.
Figure 3: Fruit Projection, 20-Year Unconstrained
Source: Martin Associates
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The unconstrained high scenario shown in Figure 3 assumes 2% growth of current volumes through 2022
and 1.8% growth for the remainder of the forecast period. The low scenario assumes a long-term
agreement is not reached and a loss of all Del Monte fruit business in the near-term.
Auto & Ro-Ro Market
With respect to market outlook, interviews with auto and ro-ro terminals indicate the following:




New Opportunities:
o

Tenants are looking to convert new OEM auto account of 20,000-30,000 units.

o

Tenant quoting Australian mining equipment Quantity unknown estimated 250-500 pcs.

o

OEM import account displaced from Port of Houston – potential 150,000-180,000 units with
processing capability. Current operations would suggest the potential for increased rail
operations

The overall population in Texas is projected to grow at 1.6% per year through 2039, based on population
forecasts developed by the Texas Demographic Center. To forecast future automobile imports at the
Port, this growth rate was applied to the 18,000 import units projected to be handled in 2017 at the Port.
In addition, based on interviews with current terminal operators, an additional 20,000 annual import units
were added by 2021 since this is the near-term OEM volume potential for Port of Galveston. Imports were
then projected to grow at the population projected rate throughout the remaining forecast period.

700000
600000



Mexico - Growth is subject to international trade policy and tariffs of the current
Administration.

Growth trade lanes – current markets
o

Africa - ACL holds 90% of African auto/ro-ro African trade, and the market has seen
growth year over year and expects the trend to continue.

o

The Middle East.

o

Australia.

Concerning the Port’s projected POV and ro-ro exports, the GDP projections of the key destinations were
applied to the current units handled at the Port. These GDP projections were developed from countryspecific GDP projections from the International Monetary Fund, World Economic Outlook, 2016 (revised
May 24, 2018). The GDP projections by country were used to project automobile exports from 2019 to
2030. Due to uncertainty to long-term country-specific performances, from 2030 to 2038, exports across
all countries were projected to grow at 2.5% annually.
Figure 4 shows the projected growth in automobile and ro-ro imports and exports at the Port through
2039. It is anticipated that the total unconstrained market potential for auto/ro-ro imports and exports at
the Port is about 259,000 units annually. This high forecast assumes the capture of an auto account from
a regional competitor. Assuming the industry standard (1,700 units per acre annual throughput), about
100 acres would be required in the near-term to handle this projected automobile business at the Port.
This is problematic as there is not enough terminal acreage available to accommodate, and Pelican
Island terminal development does not look feasible in the near-term. It should be noted that there is new
uncertainty as to the impact of tariffs on automobile imports under the current U.S. presidential
administration, but the projections are long-term, and due to the diversity of production sites worldwide,
it is almost certain that import vehicles will continue to satisfy a portion of U.S. automobile consumer
demand.
Again, the high assumes that additional import and export accounts are secured by 2023, and the auto
imports continue to grow at the state of Texas population projection, and export markets will grow by
GDP of the overseas countries in the near-term. The low scenario assumes that no new auto or ro-ro
account is secured over the next five years.

Prospective markets
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Figure 4: Auto and Ro-Ro Projection (units), 20-Year Unconstrained
Source: Martin Associates
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ensuring marketing efforts and growth in the auto, ro-ro, and general cargo markets. Additionally, the
potential OEM auto account will require approximately 100 rail-served acres as a future opportunity.
Grain Market
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In the near-term, it appears tariffs will continue to erode U.S. competitiveness to serve China. Argentina
and Brazil will remain key competitors for soybeans, and Russia will continue to compete for wheat
markets. With the channel depth issue fixed, it is expected that the Port will rebound to pre-2017 levels.

200000

The low scenario projection assumes a rebound to the previous 5-year average, growing at a modest
1% in light of international trade policies in the near-term and long-term uncertainties. The unconstrained
high scenario assumes a return to a 5-year average and subsequent 2% annual growth and the capture
of 400,000 local truck-sourced tonnages in the near-term. See Figure 6.
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Figure 6: Grain Projection, 20-Year Unconstrained
Source: Martin Associates
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Figure 5: Total Auto and Ro-Ro Projection (units), 20-Year Unconstrained
Source: Martin Associates
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Fertilizer Market
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Given these forecast scenarios, it is evident that additional land will be needed in both the near-term
and long-term, and will be exacerbated by the shift of WWL to the west (25+ acres). It is highly
encouraged that the Port engage in long-term leases with both Ports America and Metro Services in
Westport. Discussions with Port of Galveston staff indicated that they were in the process of identifying
available parcels that would increase the west area footprint, including the slip between Pier 39 and 40,
which is estimated to create a total of 50-60 acres available for long-term leaseholds. This will be key in

In the near term, assuming channel and berth depth is maintained, urea import tonnage will return to
normal levels of 600,000 tons. The low scenario assumes a return to the recent 5-year average and flat
growth over the next five years, and a 1% decline as domestic capacity comes online in the next five
years. Despite potential declines in urea imports, CHS is looking to expand terminal operations at the
Port. CHS indicates they will be investing $15 million over three years for equipment and covered storage
to have the ability to handle additional product lines such as DAP and MAP. With these facility upgrades,
it is anticipated that they can boost tonnage by 300,000 tons annually. The high scenario assumes a
return to the recent 5-year average and completion of the terminal expansion by 2021, and new
products come online. The low scenario assumes no new product lines, the recent 5-year average
volume grows at 2% annually over the next five years and subsequently declines due to increased
domestic capacity. See Error! Reference source not found.Figure 7.
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Wind Energy and Project Cargo Market

Figure 7: Fertilizer Projection, 20-Year Unconstrained
Source Martin Associates
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An interview with the terminal operator suggests that his customers expect two more strong years, similar
to 2017. However, while there has been tremendous growth in this sector, it should be tempered by the
fact that long-term future growth is dependent on Federal tax credits, and if they cease would be a
detriment to the market. Additionally, regional competition will continue to exist, and as other ports
continue, terminals in the region are competing with the Port for these projects.
The high unconstrained forecast assumes that the current level of imports is maintained 250,000 tons
throughout the forecast period. Under the low scenario, the 5-year average is anticipated for the nearterm, and imports decline due to the expiration of wind energy tax credits.

0
Low

According to AWEA, there has never been more wind power under construction in the U.S. than right
now. As of January 2019, just under 38,000 megawatts of new wind projects are under construction or
advanced development. That means in just the next few years, the U.S. is poised to add as much new
wind as all the wind currently installed in the country’s top three wind states combined: Texas, Oklahoma,
and Iowa. Much of this activity is centered in Arkansas, Nebraska, New Mexico, South Dakota, Wyoming,
Maryland, and Massachusetts.

Historical

Figure 9: Project Cargo/Wind Projection, 20-Year Unconstrained

Liquid Bulk Market

Source: Martin Associates

The future health of the liquid bulk market is tied to future ship calls, available competing capacity, and
competition from competing fuel sources. The high scenario assumes that the market stabilizes at the
historical 5-year average. The low scenario assumes current volumes remain flat over the long-term.
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Figure 8: Liquid Bulk Projection, 20-Year Unconstrained
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Therefore, from a planning perspective, the demand for breakbulk capacity should accommodate a
range of general cargo between 10,000 and 97,500 tons annually. Based on the short-term leases, it
appears that 15-20 acres would be suitable to handle the high scenario. However, due to fluctuations
and sporadic growth in this market, it is not recommended that this acreage be leased long -term. The
current Westport terminals will become increasingly congested with the relocation of WWL. The Port is
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encouraged to continue to investigate potential additional land that may be available to ensure it can
offer long-term leases that will be capable of accommodating a growing auto and ro-ro business.
Ship and Rig Repair
Gulf Copper leases 107 acres with drydocks on Pelican Island and conducts oil and gas rig repair for
industry players such as ENSCO and Seadrill Partners. The offshore drilling industry has been in a downturn
for the past three-plus years due to the falling price of oil. An interview with Gulf Copper indicates that
their customer base has picked up over the past year with two rigs coming in late 2018. In fact, Gulf
Copper employment tripled from 2015 to 2018. Gulf Copper has two regional sister facilities: Port Arthur
that services brown and blue water tug & barge and Corpus Christi that handles government contracts
as well as commercial cargo – pipe and wind energy.
Future business will be dependent on the price of oil – essentially over $70 per barrel to be cost-effective.
Demand is anticipated to increase as crude approaches the high-$50s to low-$60s per barrel. This could
incentivize oil companies to sanction new projects, which could put more offshore drilling rigs back to
work. The Port should monitor the market potential of Gulf Copper as it currently is underperforming in
terms of revenue to the Port given the lease structure.
Container Market
While the regional containerized market appears promising with the Port of Houston container business
has been growing since 2003, outpacing U.S. average growth in both imports (Houston 4%; U.S. 3%) and
exports (Houston 5.8%; U.S. 5.4%), the time disadvantages compared to Houston to serve key distribution
hubs, especially Houston and Dallas, limit the Port’s appeal to potential terminal operators as a container
port. To compete, landed logistics cost from Galveston would need to be extremely competitive with
the Port of Houston and Port Freeport, and given a Greenfield terminal development is necessary, which
appears highly unlikely the Port could not compete in this market. Furthermore, regional developments
at competing ports, such as the expansion of the Freeport Velasco Terminal which will boast a 1.5 million
TEU capacity, compound the issue of potential terminal investment in Galveston. Therefore, the
potential to participate in the container market at the Port is unlikely, and terminal development would
be a high-cost proposition that would not provide a return on investment.
Detailed explanations for each of the forecasts are contained in separate reports in the Appendix.
Pelican Island Development Opportunities
For years, Pelican Island has been the identified area for expanded cargo operations, including a
container terminal. With only 100 waterfront acres, no rail access, and no commercial truck bridge
access, development costs will be critical to any future terminal operations, container, or otherwise.
Terminal area, equipment, berths, channel, rail access, and truck bridge utility infrastructure all need to
be considered. The key question is, “Will revenue generation of cargo operations be able to carry
development costs?” Currently, auto/ro-ro & breakbulk lease rates range from $35,000-40,000 per acre.
Traditional cargo operations are highly unlikely to support terminal development, rail access, bridge,
and marine development and other infrastructure required to support these operations. Additionally,
the time horizon of development is at least 5-10 years away. Therefore, other heavy industries, which will

also require key bridge, road, and rail will be more likely to provide financial justification for development
on Pelican Island. Private sector investment in such lines of business as methanol production, ethane
crackers, fertilizer production, LNG/LPG production/distribution, pipe manufacturing, etc. could
become key drivers to Pelican Island development.
Cargo / Commodity Conclusions


Port should build up RO/RO and heavy equipment, bulk materials markets as there will be limited
to no container traffic on the horizon.



Potential auto account would require about 100 rail-served acres. An option could be a Pelican
Island development with short-term truck movement. This would be a new development project
with a substantial initial investment.



Port needs to develop RO/RO cargo leasehold space for tenants with at least a split of 60 acres.



WWL will be displaced to the West Port area and require a minimum of 25 acres plus 4 overflow
acres and a covered storage area (warehouse) in an adjacent FTZ area.



Increase capacity for CHS, Inc. with acreage adjacent to the existing operation.



Del Monte lease has been revised to 1-year increments as the company has advised the Port of
their tentative plans to leave the port in 3 – 5 years based on revised operations.

Cruise Market
Cruise projections are used to assist in determining the future scenarios associated with cruise demand
for the Port. These projections assess the current industry trends and venture to establish how these trends
may change and impact future cruise passenger and vessel throughput on a world, regional
(Caribbean), and local (Port of Galveston) scale over a 20-year planning period (2018 - 2038). The
complete analysis of the global cruise market, including macro trends, SWOT assessment, etc. can be
found in the Appendix.
The projection models are based upon an examination of the Port’s existing position in the world and
regional cruise deployments, levels and types of cruise operations, and overall traffic patterns based on
the most probable range of passenger (first) and vessel (second) throughput. The assessment includes
the growth analysis of the future regional trends for the Caribbean. Additionally, adjacent regional traffic
and worldwide regional markets may also impact the Port’s ability to obtain passenger traffic. Full details
surrounding the world and regional cruise deployments, as well as Galveston’s historical cruise traffic can
be found in the Appendix of this report.
It is difficult to project a cruise lines’ growth for a region or Port over the short-term (3 to 5 years) as for the
most part, the cruise lines themselves rarely know their deployment outside of this time period due to
outside forces and market trends. This is also an exercise to develop strategic growth scenarios whereby
the Port, City, and region can focus on the development of strategies to entice and grow cruise line
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traffic in partnership with stakeholders over the long-term. This exercise is about revising trends and
creating opportunities for the Port, should the stakeholders choose to move forward.

Figure 11: Port of Galveston Composite Cruise Call Projections, 2020 – 2038
Source: B&A
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With both the market capture and cruise line trend/opportunities projection models complete, and the
varying projected levels of passenger capacity, cruise calls and capacity per call are summarized in
Table 1. B&A created a composite projection to identify the most likely scenario of cruise revenue
passenger growth over the next 20-years for the Port.
Source: B&A
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Figure 10: Composite Cruise Revenue Passenger Projections, 2012 – 2038
Source: B&A
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The Port of Galveston projection is shown by passenger projections (Error! Reference source not
found.Figure 10) and cruise vessel call projections (Figure 11). The most likely path is based upon success
in each of the two scenarios presented over the next 20-year period. These are not mutually exclusive
scenarios and based upon our past experience focusing on key cruise brands or vessel types from each
of the scenarios may provide the best opportunity for success.
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Table 1: Summary of Projections over the 20-Year Term

0

Historical

Market Comp

A

B

Likely Path

Conclusions


The most likely target in 2038 will be less than both projection A and B, with a scenario closer to a
5.2% CAGR for revenue passengers. This would result in the most likely projections of 5.36 million
revenue passengers on 497 cruise calls with a per-call passenger capacity of 5,390.



Deployments by major brands to the Port are likely over the next 2 – 5 years. These are likely large
vessel deployments that may be major new vessel classes for key North American brands such
as RCI and Carnival.



The continued thrust to compete for the development of the Midwest and southern cruise
passenger market will push brands to compete for traffic in the Port as a major gateway to the
Caribbean. The Port of New Orleans will be the primary competitor for growth as they are also
looking to expand cruise facilities to accommodate larger ships and overall more cruise traffic.



Major brands, such as MSC and NCL will look to Galveston in the short- to mid-term for homeport
berth options as they must establish a market presence to take advantage of the drive shed.



Port of call traffic is unlikely at this time for Galveston due to U.S. cabotage regulations, and
because currently, this is not seen as a need for the industry. However, there is a need for newer
and stronger downstream destinations to support growth.
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Cruise Berth Demand
One of the principal goals of this cruise market assessment is to translate cruise passenger traffic forecasts
into berth and facility demand over the 20-year vision period. This process allows the Port to identify
facility needs over time and, more specifically, to understand the size, characteristics, and timing of the
facilities required to accommodate future demand so that resources can be mobilized and allocated
in accordance with market conditions. Facility demand forecasting relies on identifying cruise
deployment patterns, establishing future vessel sizes, and forecasting vessel calls. The previously
discussed projection scenarios provide a planning perspective that allows the Port to envision the
maximum potential use of existing and future facilities, including berths, terminals, ground transportation
areas, etc.
Based on experience, optimal berth usage is 80-90% over the peak periods. Once this is achieved, an
additional berth/terminal is likely needed to be able to meet the demand and allow for peak use on
key weekend days.
Figure 12 shows the need for 4 berths over the next 20-year term to support cruise industry growth. The
third terminal will come online in ~2021/22, with an additional berth needed in approximately 2030
based upon the current growth trends.
Figure 12: Berth Demand, 2018 – 2038 with 4 berths (Midpoint model)
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Berth 3

Source: B&A

Berth 4

Detailed explanations for each of the forecasts are contained in separate reports in the Appendix.
Commercial Economic & Market Assessment
An assessment of the economic and market drivers that help define the non-maritime opportunities for
development on properties owned by the Port, which may not be well-positioned for maritime users or
are ancillary in that they support the expansion of cruise and/or cargo development was conducted.

Given the growth in projected cruise passenger traffic, we believe there is a strong opportunity to
position new and enhanced retail, restaurant, and bar space in and around the Port. This opportunity
will be bounded by the following:

Mon / Fri utilization

Weekday utilization

Terminal Demand Summary



Short to mid-term strategy
 Re-vitalize cruise terminal infrastructure
 Focus on operations / cost control
Mid-strategy
 PPP development
 Downstream port partnerships
Long-term strategy
 Two-year windows of opportunity for terminal development
 Rebuild existing terminals for next-generation (with parking garages, etc.)
 Accommodate LARGE design vessel: 1,400 LOA; 8,000-plus passengers; 250,000 T

Retail Market Opportunity

Sat / Sun utilization




There are significant costs involved with bringing new cruise infrastructure on line. The trade-offs of doing
so are complex, given the berth-constrained environment and the needs of the Ports’ other lines of
business.

Cruise berth/terminal (T3) in 2021/22 (total of 3 cruise facilities).
Cruise berth/terminal (T4) in 2030 (total of 4).
o Terminals move forward based upon demand/development opportunities.
Long-term Plan - 5 berths.
o Revisit the projections every 5-years.



The local retail is experiencing overall occupancy of 90% +/- not including projects currently in
lease-up. It will be another 3-4 years before occupancy will be at a level where new
development is warranted.



While occupancy is growing, rents are below the broader regional market. Given the expected
growth in the number of cruise passengers, one of the positive outliers in terms of occupancy and
rates will be experienced in-and-around the cruise terminals



Cruise passengers and visitors will be the main drivers of future growth in demand, and so retail
surrounding the port will be one of the principal beneficiaries of any growth

There is a tremendous opportunity to better tie and link the retail and restaurants along Avenue B and
beyond to the cruise terminals, but only if there are improvements to both sides of Harborside Drive and
the pedestrian connection across Harborside Drive. A continuous connection of retail and restaurant
activity between the cruise terminal(s) and the historic center of the city would provide for the density
required to leverage positive retail experiences and revenues for the businesses in this area. The area
has the potential to become one of the most exciting commercial districts in the region if there is a
GALVESTON WHARVES STRATEGIC MASTER PLAN
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balance between the logistics of moving large numbers of passengers and crew in-and-out of the
terminals while creating a great land-based experience in the entire port and downtown district.
Commercial Market
The following conclusions and associated recommendations inform the master plan:


There will be limited commercial opportunities in the office market, with demand only being
driven by port industry-specific users.



A Hotel opportunity at and surrounding the port over the longer term exists given that the pace
of cruise passenger growth outpaces other types of visitors. This demand will be strengthened
and hastened to the extent that midweek 3-5 day cruises become a more significant proportion
of the cruise business in Galveston.



Where there are waterfront areas of the port where the maritime activity is unlikely to occur due
to physical or other constraints, rental housing development may be considered as an alternative
use. However, it must be noted that housing and port activities do not mix well.



Developing retail and restaurants along Harborside Drive and surrounding core areas of the port
would enhance the connection to the existing commercial core in the historic areas of the City
and benefit those existing businesses.



The pedestrian linkage between the cruise port and the historic commercial district of the City
needs to be strengthened. There needs to be a natural and seamless commercial pedestrianoriented connection between the two areas. As passenger traffic grows, the opportunity to
better tie the historic commercial avenues with the port will be enhanced.

Detailed explanations for each of the commercial opportunities are contained in separate reports in
the Appendix.
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4. PORT OF GALVESTON TODAY
Existing Conditions
The Port of Galveston comprises areas adjacent to the downtown core of the City of Galveston running
along the Galveston Channel connecting Galveston Bay to the Gulf of Mexico and properties located
to the north on Pelican Island totaling approximately 850 acres. Directly south of the mid port core is the
historic downtown Strand district. Harborside Drive runs parallel to the port and divides the port properties
from the downtown core. Further to the east end of the port lies UTMB (University of Texas Medical
Branch) Hospital. The western edge of the port is bounded by the private Texas International Terminals
with marine and rail access.
Figure 13: Port of Galveston (Galveston and Pelican Island) and Surrounding Properties

container facility. However, the properties on Pelican Island require considerable infrastructure
development or are unavailable for the development of new cargo facilities due to lack of market. It
is, therefore, important to understand the need to pursue short-term development of cargo, cruise, and
commercial opportunities on Galveston Island and longer-term development options on Pelican Island
that would likely be more industrial in nature and provide for substantial direct investment in these
developments. Rail and truck bridge access is essential to move this type of development forward on
Pelican Island. However, recognizing the need to meet future demand through the development of
marine berths and uplands capable of supporting cargo and cruise operations is paramount in the
planning process.
Cruise Terminals
The Port of Galveston currently maintains two cruise terminal facilities in Mid Port with year-round service
for major cruise brands sailing to the Caribbean region. Each facility provides for a terminal
(embark/debark processing), GTA (ground transportation area), and berth. Ground level and a single
parking garage adjacent to terminal 1 provide for passenger parking options. The buildings are in good
repair with Terminal 1, providing for a historic façade and linked via pedestrian bridge to the multi-level
parking garage on the opposite side of Harborside Drive. On-going building maintenance provides for
good working facilities. However, as cruise operations continuously evolve (facial recognition, mobile
check-in, etc.) and vessel passenger capacities grow, these facilities will need major new
build/refurbishments to accommodate future traffic needs.
Royal Caribbean Cruises, Ltd. (RCCL) has made a significant commitment to the port through a longterm ground lease partnership and investment into a new Terminal 3 at Pier 10 to allow for more growth
over the next 20-years plus. This facility will be operational in 2021. Additionally, Carnival Cruise Line
announced the deployment of another cruise ship to Galveston. Their fleet (4 total vessels) will carry an
estimated 900,000 cruise visitors annually from Galveston on some 235 five- to 14-day sailings.
Parking

Property ownership on Pelican Island falls under several jurisdictions, including the Port of Houston and
the US Government. The Port of Galveston has ~410 land acres with a 76.5-acre site on the far north
side, including uplands and submerged land rights. Texas A&M also has a campus on the island. A vast
majority of the island is undeveloped at present.
The Port has a mixture of uses, building types, and a significant amount of open space on Pelican Island
that is currently vacant and used for dredged materials (spoils site) or on the water’s edge with no
existing marine or upland infrastructure. This amount of port open space on Pelican Island could lead
some to believe that the Port has significant room for growth and may provide an impetus for a large

A majority of cruise passengers sailing from the Port of Galveston area come from a drive shed of some
8 – 12 hours and encompass travelers from the south and Midwest and the major cities of Texas. Many
families arrive via car and park in the adjacent port and private lots in Galveston, providing for additional
revenue opportunities. Parking Lots A and B, located at the intersection of 33rd Street and Harborside
Drive and the multi-level parking garage at 150 25th St. provide parking options. To supplement these
lots, new parking structures are recommended to accommodate more than 2,000-vehicles in Mid Port.
The East Port RCCL Terminal will allow for more than 1,700-parking spaces with a potential parking
garage into the future. Parking is a significant source of revenue for the port generated by cruise
operations, and this allows for investment into other critical areas of the port’s support infrastructure, such
as roadways, berths, and cargo spaces.
Galveston Channel
The Port of Galveston's facilities are located some 9 nautical miles from the open sea (30 minutes sailing)
alongside the Gulf Intracoastal Waterway at the entrance to Galveston Bay. The Galveston Channel
has an authorized minimum depth of 45-feet and is ~1,200 feet wide at its narrowest point. Major cargo
lines such as ARC, Del Monte, Höegh Autoliners, K-Line Ro-Ro, and WWL call at the Port of Galveston.
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Dredging maintains channel depths along the waterfront. Galveston Wharves maintains a 150-foot-wide
area of the ship channel so that vessels can access slips and berths between piers 10 and 41. The port
also dredges a small portion of its waterfront property on Pelican Island. The U.S. Army Corps of Engineers
dredges its jurisdiction, the middle of the channel, every two years to maintain a depth of 45 feet.
Additional dredging may further lengthen the 45-ft. channel depth to the Pelican Island Bridge. See
Figure 14 outlining the Galveston Channel.

Figure 15: Free Trade Zone #36

Figure 14: Galveston Channel

Port Infrastructure
A condition assessment of waterfront and upland infrastructure was completed as part of the Master
Plan process and has assisted with the efforts to prioritize repairs to marine bulkhead structures and other
upland support areas. The existing facilities are comprised of about 21,000 LF (4.0 miles) of waterfront
wharf space along the southern border of the Galveston Channel. As seen in the following section,
three of the port's concrete piers in high-priority areas are deteriorated and need substantial repairs or
completely rebuilt.
Free Trade Zone
The Free Trade Zone (FTZ No. 36) includes undeveloped property on Pelican Island and Scholes
International Airport as well as sites operating within the Port’s property boundaries on Galveston Island.
FTZ No. 36 is a general-purpose zone which can store and manipulate imported goods before they enter
the commerce of the United States or are re-exported.
Currently, a 5.0-acre FTZ is located in East Port Adjacent to the WWL cargo yards and provides for open
storage and warehousing. As part of the port reconfiguration process, this FTZ site will be moved to West
Port and be relocated to another currently designated FTZ area adjacent to the newly repositioned
cargo gate, providing for a new 5.16-acre site with a 15,000-SF warehouse in an enclosed and gated
area.
Figure 15 provides an overview of the currently designated Free Trade Zones within and adjacent to the
Port of Galveston.

Some of the marine structures were built before World War II and over time, have seen little maintenance
and repairs. As stated by the Port, “Until recently, the port hasn’t had the cash reserves to consider longdelayed repairs and improvements. While we’re doing well now, that hasn’t always been the case.
Since the city took ownership of the port in 1940, there have been 26 years when the port operated in
the red or had razor-thin profits of 1% or less.” This did not allow for infrastructure maintenance.
To provide a strong platform for the future growth of the port, infrastructure issues must be addressed in
a progressive manner that allows for smart investment while allowing for cargo and cruise elements to
take advantage of revitalized and new berths and uplands. Additional roadway, drainage, and
support areas were also assessed and determined to require substantial investment in repairs to allow
for future best uses for port stakeholders moving forward. The marine berth condition assessment
quantified the extent of deficiencies and damage of marine infrastructure, assessed the use of existing
piers and established a general sense of the priority of repairs. Figure 16 provides a marine conditions
assessment map.
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Figure 16: Galveston Marine Facility Assessment
Source: HDR
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Most port berths are some type of concrete pile supported jetty platforms, with concrete piles
connected to concrete pile caps, which act as the supports for the concrete deck. Behind the jetty pier
is a steel sheet pile bulkhead wall that encases a steel pile supported concrete deck. The piers are
presently used for receipt and shipment of RO/RO, project cargo, cruise operations, and lay vessels. The
fender system currently consists of extruded cylindrical fenders, flat panels, and large truck tires.
In general, most piers are in fair condition and would require some minor repairs or modifications to
accommodate existing or new operations. A brief rundown of the primary piers is found below:
Pier 10 is a concrete pile supported jetty platform. The concrete piles connect to concrete pile caps,
which act as the supports for the concrete deck. The pier is presently used for roll-on/roll-off (RO/RO)
operations, which include the transportation of heavy construction equipment. There are significant
marine works required for this berth to be able to accommodate the Oasis-class and above of which
the port will fund a share as part of the RCCL lease agreement.
Pier 14 appears to be a failed steel sheet
pile bulkhead, with a concrete cap and
concrete topping deck. There are existing
bollards along the pier, along with a few
truck tire fenders. The bulkhead facility is not
currently used and is a storage location for
fill material. The facility would require
complete replacement to be operable
again. This site is more likely to be used for
commercial opportunities in the long-term
master plan.

Piers 39 and 40 are a deteriorated steel sheet
pile bulkhead, with a concrete cap and
concrete topping deck. There are existing
bollards along the pier, along with truck tire
fenders. The facility is presently used for RO/RO
operations, though loading occurs over the Thead and not within the slip. The steel sheet
piling is failed in some sections, primarily within
the slips.
Pier 41 is a concrete pile supported jetty
platform, though piles were not visible during
the float by observation. It is assumed that the
structural system is similar to Pier 41 (T-Head).
Sections of timber fenders are missing,
deteriorated, or damaged, including corroded
hardware, bollards, and ladder. The concrete
pier appeared to be in fair condition.
Current estimates provide for the following
marine pier work:




West Port – $15.1 Million
Mid Port – $15.0 Million
East Port – $29.5 Million

(Includes $25-Million as

part of RCCL lease deal for Pier 10 needs)

Pier 15 has a few locations of moderate to
severe spalling along the pier face but
generally appears to be in fair condition. Piers
16-18 houses a refrigerated warehouse,
currently operating under Del Monte Foods, Inc.
The pier does not have any significant damage
and generally appears to be in fair condition.
On the western end of the port, Pier 36 is a failed
steel sheet pile bulkhead, with a concrete cap
and concrete topping deck.
Pier 38 consists of two sections. The northern end, near the T-head, appears to be a failed concrete
bulkhead. The southern half of the pier is a steel sheet pile bulkhead. The fender system along the intact
steel sheet pile bulkhead is comprised of cell fenders with steel panels.
The southern end of the slip between Pier 38 and Pier 39 is presently used for end-berthing. The south end
of the slip pier appears to be in fair condition, but the failed bulkhead will likely need to be rebuilt with
new wall sections.



TOTAL – $59.6 Million

In assessing the port warehouses and cruise
terminals, it was noted that they are generally in
good repair. The primary Del Monte has had
roof repairs completed as needed. Cruise
Terminal 1 roof repair and slab issues are underway and in the 2019/20 budgets. The overhead walkway
work, including the introduction of escalators on the terminal side, is underway and will be completed
shortly. Cruise Terminal 2 is in excellent shape and is undergoing A/C unit replacement.
For the berth and upland support areas, an annual maintenance budget of $1.5-Million is
recommended moving forward to allow for minor issues to be repaired before further deterioration.
Other warehouses on the West End, as well as the Construction & Maintenance buildings and the
surrounding ground storage areas, are also in good shape. Gate structures on the East and West Port
Terminals will both be moved/modified as part of the master plan programming.
One of the main issues within the port territory is the roadways allowing access to the West Port cargo
areas as they are in poor condition and have severe drainage issues during rainfall events. Additionally,
the expansion of the interior Old Port Road could provide for the alleviation of cargo and cruise traffic
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on Harborside Drive, improving traffic flows in the port and downtown core. An interior roadway
providing gate and terminal access for West and Mid Port is included within the capital improvements
program. The roadway is also picked up in the East Port area to provide access to Del Monte and Cruise
Terminal 3. The roadway budget for widening and expansion, inclusion of a bike path, and drainage
improvements are shown as:





Figure 18: West Port Cargo Needs / Options

West Port – $14.7 Million
Mid Port – $1.0 Million
East Port – $9.1 Million
Total – $24.8 Million

As part of the marine assessment, the team also identified the value/use of the berths that make up the
key Galveston Island facilities and provide access from the sea to upland area (Figure 17). This identifies
the need to provide for berths that would be eliminated with slip fill/land development in West Port.
Figure 17: Berth Utilization and Need

Specific conclusions and recommendations for each facility are located within the report found in the
Appendix. The recommendations are made as part of the Level I condition assessment. Additional
detailed inspections and testing, including an underwater inspection, are recommended before future
facility expansion or repurposing. General recommendations for facilities as a whole are located below.

As part of the programming decision-making process taking into account the cargo market assessment
and intent to consolidate cargo into the West Port area, the master plan team worked with stakeholders
and the port to identify the current and future spatial needs to meet the long-term demand and allow
for port partners to maximize their cargo marketing options. Figure 18 illustrates the planning process for
the West Port cargo needs and options that were then translated and used to inform the long-term vision
/ strategic plan.



Existing failed facilities and local failures should be monitored to ensure that the failure
mechanism does not spread to adjacent facilities.



Since failed facilities do not have any current operations, the urgency for replacement is
lower than presently occupied facilities.



Most priority facilities are considered to be in fair condition. Repairs should be prioritized
based on current and future anticipated operations. The nature of these repairs are to
prevent continued deterioration that might impede future operations.

There are significant drainage issues throughout the city and port areas due to the elevations and
significant deterioration of outfalls running under the port area, moving water from both the port and
city. See Figure 19 for the reference map of the sites noted for major drainage issues and outfalls.
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Figure 19: Existing Port Wide Storm & Drainage

Figure 20: Recommended Coastal Protection Wall – Port of Galveston

Environmental

While no specific budget has been set aside for the work required to fix the specific issues with the outfalls,
this is an item to be addressed as a potential federal or state grant. The storm drainage issues caused
by heavy rains are historically bad in Galveston, and hurricane and tropical storm patterns further
exacerbate the issue.
There is a current Army Corps project that has been floated that would look to build a barrier stretching
some 45 miles along the coast, hoping to end the annual storm threat once and for all. This is the Bolivar
Beach and Dune System Design. As a key part of this is a Galveston Ring Barrier that would protect the
city from catastrophic flooding. The Coastal Texas Protection and Restoration Feasibility Study is currently
underway led by the US Army Corps of Engineers.
A final report recommendation is due in May 2021 as to the preferred option. The Port of Galveston has
put forward a recommendation for the wall structure that would pass through the port area, as shown
in Figure 20. This is a long-term multi-billion dollar project that would take between 10 – 15 years to build
out following a 5-year design phase. Congressional appropriations must be secured as part of this effort.
Today, the Port of Galveston berths act as a storm seawall for the city.

The Port properties inclusion of and proximity to jurisdictional WOUS, federal projects, potentially sensitive
habitat, cultural resources, and/or state lands, requires that federal and state permitting is requisite for
future project feasibility and design. All activities that have the potential to impact jurisdictional WOUS,
including wetlands, will require CWA Section 404 (404) permitting through the USACE Galveston District
either under a Nationwide Permitting (NWP) process or as an IP. Projects that will require the placement
of structures in navigable waters will require a Letter of Permission (LOP) under Section 10 of the RHA
(Section 10) to be submitted to the USACE for review and permit authorization. It should be noted that
only the USACE has the authority to determine jurisdiction. Furthermore, activities occurring on or
immediately adjacent to USACE/federally-owned or managed property or projects will require further
Section 408 review and potentially a Real Estate Out-grant. These processes can add both time and
costs to proposed projects.
Both 404 and Section 10 permitting may also trigger potential consultations with other federal agencies
such as the USFWS for Section 7 of the Endangered Species Act; however, as most areas within the Ports
working slip areas have already been through a regulatory review in a previous authorization process,
these consultations may be minimized. Regarding THC in relation to Section 106 of the NHPA of 1966
and ACT of 1969, while many relics have been previously identified, further bottom disturbances or
landside unearthing for facility improvements may trigger a more advanced investigation.
Atkins Engineering, acting as the Environmental sub-consultant, has provided an inventory of
environmental features, known ecological and environmental conditions including natural resources,
estuarine conditions, and areas associated with dredged materials management, current permit status,
conditions, restrictions or commitments and has provided a categorization of the properties as related
to these elements. They identified specific opportunities and issues associated with the implementation
of the Strategic Plan (or specific prioritized projects within the Plan) within the preferred master plan
options section. Atkins furthered defined, per project, the potential resource impacts and an
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implementation strategy that includes associated costs and other relevant aspects of project planning
and execution, all of which can be found in separate reports in the Appendix.
Currently, the Port of Galveston is going green with several environmental initiatives, including
membership in Green Marine, the leading voluntary environmental program for North America’s
maritime industry. As part of this program, the port will look for opportunities to integrate new sustainability
practices like solar power as part of the strategic master plan implementation process. The port is
seeking Green Marine certification as a standardized process to benchmark and measure progress in
its environmental performance.
The Green Marine environmental certification program addresses key environmental issues through 12
performance indicators that include greenhouse gases, air emissions, spill prevention, waste
management, environmental leadership, and community impacts – some applicable to shipping
activities, others to landside operations. The certification process is rigorous and transparent, with results
independently verified every two years. Each company’s performance is made public annually.
Public Comment Process
The Port’s Strategic Master Plan public communication began with a series of public outreach efforts
and meetings that took place on February 26 and February 27, 2019. Additional follow-up meetings with
key stakeholder groups, public, and the Galveston Wharves Board were held in June 2019. A series of
final workshops and a board presentation were also conducted in November 2019.
The information that was garnered has been used in the continuing development of principles, ideas,
and guiding the alternatives for the plan. The comments received were used to refine the draft Master
Plan before finalizing the process.
The public feedback process consisted of three parts. The first was a presentation of the preliminary
findings of the Phase 1 Market Study during the Galveston Wharves Board of Trustees’ regularly
scheduled meeting. Part two consisted of breakout areas, Open House style at Cruise Terminal 2, where
the public had an opportunity to ask questions on a one-on-one basis to the technical team and to
provide comments. Five information stations were set up relating to 1.) Cargo, 2.) Cruise, 3.) Commercial,
4.) Traffic / Environment, and 5.) The Overall Master Plan. Comment cards and questionnaires were
provided to obtain input from the public. Finally, part three included smaller group meetings with
stakeholders and key community opinion leaders on the following day. A high-level overview of
attendance and comments received is outlined in the Appendix report.
There was great interest and support for the future of the Port of Galveston and a desire to continue a
dialogue with the public and working with stakeholders while the Strategic Master Plan is implemented
over the next 20-years. Thoughtful input was provided from the public and stakeholders on all areas of
interest. It will be beneficial to continue the dialog and share updates with the public as the Master Plan
implementation and updates progress.
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5. PREFERRED MASTER / VISION PLAN: 5, 10, 20 YEAR PROJECTS, CAPITAL IMPROVEMENT PLAN
Investing for the future
This strategic master plan reflects the
guidance of Port Staff, Board
Members, Community of Galveston
groups, and general public and key
stakeholders of the Port and
surrounding areas. While all of the
narratives proposed by the many
group and individuals are not inherent
and obvious in the final preferred plan
as this is primarily focused on the Port
first to provide for economic, job and
social impacts for the City of
Galveston and surrounds into the
future, the outreach efforts did
provide for guidance and critical
discussion on key items such as the
relationship of the port to the
downtown community; the relevance
of cruise and cargo opportunities for
the future of the Port and the strategic importance of Pelican Island into the future. This vision is focused
on all business lines for the Port, in addition to the Port’s connectivity and relationship to the City of
Galveston and downtown Strand district. The preferred plan defines a flexible vision to position the Port’s
growth and development in the short-term by defining a five-year capital investment plan guided by a
mid-term and a long-term, 20-year, Vision Plan.
With increased port income, mainly from cruise and cargo business, the port has an opportunity to invest
in improvements to form a business opportunity for tenants to create more jobs and strengthen
Galveston’s economy. The plan outlines projects that include the following:






Repair infrastructure to support future growth by ensuring marine activities;
Build an interior road to alleviate traffic congestion on Harborside Drive moving to the East;
Build cruise parking garages on the existing port property to create additional revenues
sources to fund projects long-term;
Expand the West Port area to accommodate a diversified cargo business; and,
Provide a platform for the development of Pelican Island.

For example, in the early 1900s, cotton was king, but not today. Grain exports were a large commodity
for the Port for decades, but over the past few years this business has slowed. Now, the port is benefiting
from the state’s booming wind energy industry, but eventually that growth will slow as well as it is based
upon subsidies and federal programs. The Port of Galveston must be competitive, nimble and forwardthinking to be ready to capture new business as opportunities arise. Moving forward, the Port must also
be financially solvent by maintaining cash reserves to weather a natural disaster and/or business
downturn.
To implement the Port of Galveston Strategic Master Plan, the Port must be financially strong to borrow
money that will fund large capital projects, secure grants, and work with third-party stakeholders to invest
in key port projects. If managed properly, the port is a powerful economic engine for the community of
Galveston and surrounding areas. It’s critical over the short- to mid-term that the port be able to invest
profits into improvements to allow for port stakeholders to create job growth opportunities and remain
competitive.
The Port of Galveston's efforts to enhance economic development activities are not limited to maritime
and transportation operations. Many types of industries play important roles in economic development
efforts both on Galveston and Pelican Island including:






The strategic plan also focuses on further developing the relationship between the Port, businesses, and
the public through the following:


Reassembly of the port to consolidate a majority of future cargo operations in West Port
thereby providing direct road and rail access;



Interior roadway development to move both cargo and cruise traffic to the West and Mid
Port areas and off Harborside Drive. A recreational bike path is included running the length
of the port from UTMB with access to Pelican Island;



Enhancement of Mid Port to provide for additional public activities and a better linkage to
the downtown Strand business corridor;



Continued development of cruise facilities in Mid and East Port to support and grow this
business sector including the installation of parking garages that are terminal adjacent;



New commercial development opportunities in East Port through the development of
marina and upland parcels waterside and along Harborside Drive;

Financial Challenges
The maritime business is extremely challenging. Port profits are influenced by several factors beyond the
port's control, including natural disasters, international trade policies, and market fluctuations and
changes.

Development of facilities related to offshore and energy industries
Maintenance and repair
Industrial manufacturing and fabrication
Real estate development
Warehousing and distribution
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A focus on balancing and supporting cargo, cruise and commercial business units through
long-term leases and Public / Private Partnerships; and,



Development of Pelican Island as an industrial and cargo complex to provide for new port
revenues, regional economic impacts, and job creation.

Traffic Improvements
Improving traffic flow is a key piece of the port strategy with a focus on reducing traffic on Harborside
Drive and making it safer for pedestrians to cross between the downtown Strand and waterfront. Prior
to the master plan being unveiled, the Port was already set to reopen the covered walkover at 25th
Street, making it safer and easier for cruise passengers and visitors to cross Harborside Drive. Closed in
2008 due to Hurricane Ike, the walkover will be open to all, not just the more than 1 million cruise
passengers expected to pass through cruise terminals 1 and 2.
As part of the master plan projects, recommendations for a new wayfinding signage program, improved
walkways, and landscaping will encourage cruise passengers and visitors to walk along the waterfront
to visit restaurants and attractions between the cruise terminals and Pier 19 and move from Port to Strand
in an easier manner to encourage cruise passengers to visit Galveston’s historic downtown and move
land-based tourists to the water’s edge.
Harborside Drive was designed and built long before the Port of Galveston became the fourth busiest
cruise port in the U.S. In 2018, some 4 million tons of cargo was moved out of the port and much of it
down Harborside Drive via truck. To alleviate Harborside Drive truck traffic, the master plan will improve
and expand the interior port road known as Old Port Industrial. The first phase between 28th and 33rd
streets will begin in 2020. The first phase - $2 million project – will be funded equally by the port and the
Texas Department of Transportation, and includes adding security fencing and raising, paving and
widening the road to three lanes. A new vehicle entrance for cruise passengers traveling through both
existing cruise terminals will also pull additional traffic off Harborside Drive. Large trucks that supply cruise
ships will use this entrance as well. A bike path running alongside the roadway will also be added. This
should take thousands of cars, trucks, and buses off of Harborside Drive each year. In the longer-term
master plan, this interior road will be expanded west to 53rd Street for trucks carrying cargo and other
port-related traffic to enter the revised West Port cargo area. This phased interior road project is
estimated to cost ~$14 million over the period.

Galveston is also a key cruise homeport with access to a growing and desirable consumer market. As
outlined in the cruise market assessment, barring constrained growth patterns, the cruise industry will
provide for growth options for the Port over the next 20-years including the development of a fourth
cruise terminal and redevelopment of existing facilities to accommodate the continued growth of the
industry and desire for major brands to sail from Galveston.
Due to the historic land and logistics characteristics of the Port, there are limited net revenues that can
be used for large scale investment solely on behalf of the Port. A business emphasis must be placed on
partnership investment models to drive growth in all areas of the port, cruise, and cargo, as well as
supporting infrastructure such as roadways, berths, and land development. The recently completed
RCCL land lease agreement provides an excellent platform for future opportunities in all areas of the
Port’s business.
Current Land Use
To establish the long-term land needs, an analysis was done, as shown in the section above, to look at
the land allocation or land budget by use over time. Based on the projections for commodities and
cargo, an initial land budget was established to determine how much additional land was needed by
each of the different uses that the Port was serving. Figure 21 shows a basic current land use for the
primary categories today.
Figure 21: Port of Galveston Land Use, 2018

Separately, a traffic plan that includes an east end interior road for the new Royal Caribbean terminal
on Pier 10 is being developed to alleviate traffic along sections of Harborside Drive as well.
As a guiding principle of the strategic master plan, a core premise is that the Historic Port of Galveston is
positioned close to International waters and provides linkages to Houston, Texas, and the Midwest region
via road and rail. There are diversified cargo opportunities that can be further supported and grown
through partnerships with current tenants allowing for expanded marketing and business development.
The strategic master plan addresses this through the development of consolidated cargo and further
promotes the need for key investment partnerships and long-term lease provisions.

Table 2 shows the 2018 land use levels and indicates the additional amount of land that is allocated to
be able to satisfy the forecast for the target years of 2025, 2030, and 2040. The amounts are cumulative.
GALVESTON WHARVES STRATEGIC MASTER PLAN

22

Table 2: Land Budget, 2018 - 2040

Based on the above, the Port should be able to support all of its growth within its existing footprint—
assuming that all land can be reassembled logically and that there is no wasted space due to current
leases.
The existing terminals, facilities, and land were evaluated and reviewed, and the Port and B&A identified
potential areas that could be used for new future opportunities. The land-use plan by percentage, over
the different time horizons, is further shown in Table 3.
Table 3: Land Use Plan, 2018 - 2040

The Table shows that the Port will increase its overall land use over time to accommodate the growth of
cargo, cruise, commercial, and industrial. Lot parking will be replaced in part by parking garages, thus
less overall space is dedicated to this use long-term.
The percentage of actual leased land goes down, as the number reflects leased land based on current
lease agreements – and their current expirations – as of 2018. These figures do not take into account
assumed renewals or new leases, as we wanted to show potential opportunities for alternative business
strategies that could replace the specific lease. This includes strategies such as a Public / Private
Partnership Approach to provide for investments into critical infrastructure as one of the tenants of
growth, while this option may also still have an element of land-lease embedded in the agreement.
Thus, specific port land control moves from 42.6% in 2018 to less than 15% full control in 2040 – again,
based on current lease agreements.
This budget was based on the following assumptions:
•
•
•
•

The Port’s land footprint will increase throughout the planning horizon;
The Port moves forward through a combination of PPP’s to address growth investment
and provides for specific debt-related and revenue investment models to key support
areas – such as Berths, Parking, Roadways, Gates, and Service areas;
The land will be allocated to Cargo, Cruise, Parking, Commercial and Industrial, as
required by demand; and,
Miscellaneous land feeds the growth, in particular, cargo and industrial growth,
throughout the planning process.

Today, the Port has numerous commercial leaseholds (land use Plan), as outlined in Figure 22. Following
this, a series of drawings were developed to map land availability for PPP development based on current
lease terms to clarify future land area distribution over the next 20-years as the phased port growth
program occurs in 5, 10, and 20-years. Some areas are reprogrammed for other uses or continued for
existing uses based upon the business strategy of the Port of Galveston.
See Figure 23 through Figure 25 that shows the properties that are leased within the Port over time and
potential leasable land that can be allocated for new development opportunities. New business
models for cargo, cruise, commercial, and industrial development will allow for the ability to utilize
partnerships to grow the port long-term.

Galveston Channel
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Figure 22: Land under Lease, 2018

Figure 24: Land under Lease, 2030

Figure 23: Land under Lease, 2025

Figure 25: Land under Lease, 2040
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Table 4 illustrates the land under lease as a percentage basis, and Table 5 shows the actual acreage.
Table 4: Land under Lease, 2018 - 2040

Port Wide Projects
To support overall Galveston Port growth over the 20-year period, a series of port wide projects have
been identified, some of which the Port allocates funds to today to support stakeholders. Table 6 shows
the list of recommended port wide projects and provides for a brief description of each.
Item
0 – 5 Years
USACE Channel
Dredging
Signage Program

Table 5: Land Budget under Lease, 2018 - 2040

5 – 10 Years
Renew & Replace
Equipment
City / Port Outfall
Renovation
Annually
Misc. Infrastructure
Utility Infrastructure
Improve
Fender, moorings &
bollard Upgrades
Ongoing
Land Acquisition /
Development

Table 6: Port Wide and Miscellaneous Annual Projects
Notes
On-going capital program for navigation channel - ~45 ft. plus 1; 41-ft. at berths.
Backlog of fees plus new dredging to bridge.
Done in conjunction with revised port facilities layout; internal roadway; gate
revisions; cruise terminal/GTA/Parking development; and, City traffic program.
Terminals, gate complexes, buildings, etc.
As part of the development of the port drainage program, renovation of the
outfalls to prevent continued degradation and collapse issues.

Renewal & Replacement Budget - Annual routine maintenance
(if not included in other programs)

Purchase tracts of land/rail yard adjacent to Harborside Drive (N & S) for cargo
yard, gate, and roadway access projects.



The channel dredging is an on-going effort established by the port to ensure adequate
channel depth and width, as well as alongside berths. This is a continuing effort.



While not specifically a part of the master planning program, with the recommended master
plan revisions of the Port, new roadway development, etc. a signage program would assist
in both wayfinding and property marketing. The Port has already invested in a new brand
logo. Tying a signage program to the downtown core in the Mid Port area would also
contribute to a coordinated effort to move pedestrians to and from the port cruise and
commercial areas and downtown Strand District. This will also assist in the movement of traffic
onto the island and into the port roadway system, as well as through the downtown and
residential communities adjacent to the Port.



Over the master planning period, infrastructure and equipment will need to be renewed and
replaced to provide a platform for cargo and cruise operations. Part of the issues today
with port infrastructure has been exacerbated by a lack of long term maintenance. This
recommendation is made to correct that situation into the future.



Land acquisition for cargo on Galveston Island and for industrial on Pelican Island may be
necessary. While specific amounts have not been earmarked to date, in the later years of
the plan, this may likely be needed.
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Table 7 provides an outline of the port wide bulkhead projects recommended as part of the marine
berth assessment study. These items are included as necessary within the Capital Improvement
Program recommended for the Port of Galveston.

Item
0 – 5 Years
Pier 10 - Pier, Pile,
Hardware
Pier 23-25 – Pile, Jetty,
Fenders
Pier 26 – Pile, Jetty,
Hardware
Pier 27-29 – Pile, Cap
Pier 37 – Deck, Cap,
Pile, Hardware
Pier 41 (T-Head) Hardware
5 – 10 Years
Pier 16/18 – Pier, Pile,
Hardware
Pier 30-32 –Cap,
Hardware
Pier 33 – Pile,
Hardware
Pier 34 – Cap,
Hardware
NA / TBD
Pier 14 – Sheet Pile
Bulkhead
Pier 15 – Jetty
Platform
Pier 16-18 – Jetty
Platform
Pier 36 Replacement
Pier 38 – Concrete
Bulkhead, Cell
Pier 39-40 – Sheet Pile
Bulkhead
Pier 41 – Concrete
Jetty (slip)
Pier 12 - Demo, Jetty,
Hardware

Table 7: Port Wide Bulkhead Improvements
Notes
Concrete Patching – $100,000; Concrete Pile Repair – $300,000; Hardware Updates –
$1.7M. Assumes new fenders / paneling are installed for cruise ships.
Steel Pile Repair – $1.6M; Jetty Platform Demolition - $250,000; Jetty Platform
Construction – $750,000; Fender Repairs – $200,000. Pile, cap, fender damage.
Jetty Platform Demolition - $250,000; Jetty Platform Construction – $500,000. New jetty
and updated fenders and bollards.
Steel Pile Repair – $200,000; Concrete Patching - $50,000. Spalling, pile repair.
Concrete Patching – $100,000; Concrete Pile Repair – $100,000; Hardware Updates $300,000.

West Port Capital Improvement Projects
As part of the overall strategy for the Port of Galveston, the primary cargo yard functions are moved to
the West Port Area to allow for a larger platform for growth (contiguous yards) and access to berths. The
plan provides for the fill of existing slips to expand the land area while adding berths, new gate option,
expanded internal roadway and rail access to support long-term marketing and expansion efforts of
the port stakeholders. Additionally, some cargo operations and the Free Trade Zone are moved from
East Port to accommodate the development of the RCCL cruise terminal. The Maintenance Yard is also
relocated to provide for an expanded cargo yard footprint.
Phase 1 is shown in Figure 26 and Figure 27. This phase adds new acreage for cargo operations by filling
existing slips that have limited use. It also provides for a new internal Old Port Roadway with a bike path
for the movement of cargo and cruise traffic and a new gate area, as shown in Figure 28.
Figure 26: West Port Phase 1, 2020–2025

Hardware Updates– $10,000; Dive Inspection – $20,000. Assumes no pile damage.
Pile/Patch Repair – $500,000; Jetty Platform Construction – $2.0M; Hardware Updates –
$2.0M. Upgrade for New Cruise Facility.
Concrete Patching - $100,000; Hardware Updates – $600,000; Dive Inspection – $50,000.
Assumes no pile damage on inspection.
Concrete Pile Repair - $200,000; Fender Repairs – $150,000. Install new piles as needed
for pier repurposing.
Concrete Patching - $100,000; Hardware Updates – $50,000; Demo/Pull Sheet Piles $200,000. Repair spalling and update hardware.
Complete replacement likely would not occur.
Spalling observed. Fix and maintain.
Maintain.
Demolition - $1.0M; New SSP and Cap – $21.0M; Hardware Updates - $500,000.
Failed bulkhead. Likely part of fill project.
Failed sheet piles in some sections. Likely part of fill project.
Fair condition. Damaged fenders, hardware, etc.
Demolition – $1.25M; Jetty Platform Construction – $5.0M; Hardware Updates –
$500,000. Severe pile damage and spalling.

This phase also contemplates the addition of a ~18-acre cargo yard adjacent to Harborside Drive,
where a large rail yard currently exists but is limited in use due to right of way issues. Two inner tracks next
to Old Port Road would continue to be maintained for use.
Figure 29 and Figure 30 illustrate the continued transformation of the West Port area in Phase 2, with more
expansion of cargo and the development of an on port rail spur for direct berth access. Piers 30 – 34
and the adjacent uplands are also redeveloped in this phase.
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Figure 27: West Port Phase 1 continued, 2020–2025

Figure 29: West Port Phase 2, 2025–2030

Figure 28: West Port Phase 1 Gate 41 Redevelopment

Figure 30: West Port Phase 2 continued, 2025–2030
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Figure 31 shows the final phase for the West Port area from 2030 – 2040, with the potential for additional
cargo yard development on both sides of Harborside Drive. This final phase would be driven by demand
as required by tenants.
Figure 31: West Port Phase 3, 2030–2040

Table 8 provides the outline of the West Port CIP, adding some ~100 acres of new land for cargo and
support areas that could drive economic and job growth for the community of Galveston. The Table
also provides for start and end dates for each project (with some of the cargo and roadway projects
being further phased) dependent upon demand and funding.
Total Estimated costs for each project are shown with phase 1 totaling ~$108-million. Projects have been
identified that could be earmarked for PPP opportunities, grants, or other loan mechanisms that are on
the state or federal level. The “Other Funding” sources are shown accordingly. Thus, the portion for the
Port of Galveston over the 5-year period is ~$64-million. The total cost of phase 2 (~$33.7-million) and
Phase 3 (~$12-million) provide a total of an investment of $154,050,086 over the 20-year period, of which
some $90-million is estimated to be Port of Galveston funded.
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Table 8: West Port Capital Improvement Program
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Mid Port Projects

Figure 33: Mid Port Phase 1 continued, 2020–2025

Mid Port is the center of the Port of Galveston and home to the primary commercial and cruise facilities.
The Master Plan looks to further enhance the capacity of the cruise facilities by improving the ground
transportation areas and developing a parking garage for Terminal B. Long-term, the plan allows for
additional parking and enhancements to the cruise facilities as demand dictates. The Old Port
Roadway continues through the Mid Port area as well with a bike path. Due to the narrow features of
the Mid Port commercial district, the roadway would likely terminate or traffic brought into the Port at
21st Street as part of the enhancement of the Mid Port commercial area. Traffic would then continue to
the East Port area and cruise terminal. See Figure 32 and Figure 33.
In conjunction with the Port Wide signage program, contemplating the renaming of the cruise facilities
should be explored to align with the west to east routing on the Old Port Road and provide for some
connectivity to the Strand Historic downtown core through name brand recognition, such as naming
the facilities for past port/city historical figures.
Figure 32: Mid Port Phase 1, 2020–2025

Figure 34: Mid Port Phase 1 continued, Pier Projects, 2020–2025

Figure 34 outlines the continued effort to repair and enhance the existing Port of Galveston piers to allow
for continuing operations and larger vessels into the future.
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Figure 35 shows the Phase 2 projects, including the addition of a boardwalk, flex parking space, and
enhancements to Harborside Drive to connect Mid Port with the Strand District. The flex parking spaces
can also be used for alternative activities providing for new revenue opportunities and an expanded
commercial core. The goal of the enhanced Harborside Drive area is to allow for better ease of access
for pedestrians to maneuver to and from the area.

Figure 36: Mid Port Phase 3, 2030–2040

Phase 2 also coincides with the redevelopment of Terminal B in conjunction with cruise line demand and
a financial partnership. The original historic façade of the terminal facility would be saved, and this new
build process could also be done in phases to allow for continuing operations of the facilities.
Figure 35: Mid Port Phase 2, 2025–2030

Table 9 shows the Mid Port Capital Improvements Program. As shown, the program is some ~$320-million,
of which ~$141.5-million is Port capital costs. The majority of this funding is related to marine bulkhead
repair, parking garage, and portions of terminal development, of which significant revenue
opportunities are attached that can pay for the improvements and potentially fund other on-going port
projects. Thus, strategically, the majority of the cruise terminal facilities are paid through partnership
monies. There are also some shared roadway / Trolley development costs with either the City or Tx DOT
provided for within the plan.

Phase 3 in Mid Port shows the addition of the parking garage to support expanded cruise operations
and is done in conjunction with Terminal A new build development. Further, GTA work is also
contemplated to allow for increased vehicular flows in the area. A trolley rail station is also developed
in this phase as part of the continued connectivity with the downtown core. This is all depicted in Figure
36.
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Table 9: Mid Port Capital Improvement Program
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East Port Projects

Figure 38: East Port Phase 2, 2025–2030

The East Port area of the Port of Galveston will undergo the most significant change over the next 20years with the development of cruise and commercial facilities. Phase 1 takes into consideration the
development of the RCCL Terminal and GTA at Pier 10 and the movement of cargo and the Free Trade
Zone operations to the West Port area. A trolley station would also be provided for within the GTA to
provide for cruise passenger movement.
The reconfiguration of the 14th Street gate to service Del Monte and realignment/expansion of the
interior Old Port Roadway with bike pathway would also occur to enhance traffic flow and move some
level of traffic off Harborside Drive. See Figure 37.
Figure 37: East Port Phase 1, 2020–2025

Figure 39: Mid Port Phase 3a, 2030–2040

Figure 38 illustrates the continuation of the berth rehabilitation program for the Port as part of Phase 2.
Phase 3 is divided into multiple smaller phases as much of the development will occur dependent upon
the movement of Del Monte from the existing premises, as well as the demand for new cruise facilities in
the long-term. Figure 39 shows the development of a new cruise terminal facility with GTA and parking
garage in East Port. Additionally, commercial development lots are shown along Harborside Drive and
the Old Port Roadway. A Trolley extension station is also programmed to move persons to and from this
area.
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Figure 40 and Figure 41 shows the development of a commercial marina with hotel footprint and longterm commercial development on the water’s edge servicing as a linkage for the new marina and the
adjacent commercial development.

Figure 41: Mid Port Phase 3c, 2030–2040

Figure 40: Mid Port Phase 3b, 2030–2040

Figure 42: Mid Port Phase 3d, 2030–2040

The final East Port phase 3d illustrated in Figure 42 shows the addition of a parking garage to service
Terminal D (funded by the Port of Galveston) and a “flexible” green space on the perimeter of the port
area that could serve as a buffer zone and provide for new activities and connectivity to the city and
surrounding UMTB area.
Table 10 shows the Capital Improvement Program for East Port at some ~$331-million, of which the Port
of Galveston is funding ~$99.75-million over the 20-year period. The commercial development parcels
are showing no capital costs/investments as these will be a long-term land lease or PPP agreements for
development that will provide additional revenues to the Port over the long-term. The 15th Street pump
station is a city project and will use port lands for the requirement.
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Table 10: East Port Capital Improvement Program
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Pelican Island Projects

Figure 44: Pelican Island Phase 2, 2025–2030

Pelican Island provides for a large plate of opportunities for the Port and City of Galveston into the longterm. The key to opening the immense economic and social impacts that could be generated by the
development of the island is in the ability to provide for critical access via rail/roadway bridge with
supporting roads and utility infrastructure on the island to support development coupled with key
partnerships focusing primarily on industrial and secondarily Ro-Ro cargo development.
Pelican Island Phase 1 development includes the rail/auto bridge development and improvements to
the existing bridge, as well as initial work on the development of an island-wide interior roadway system
to support long-term development. Port of Galveston specific project would be the development of an
autoprocessing Ro-Ro facility in conjunction with a partner limiting the investment to be made by the
Port. See Figure 43.
Figure 43: Pelican Island Phase 1, 2020–2025

PI5: Continuing Roadways (4 lanes) & Rail

Figure 45: Pelican Island Phase 3, 2030–2040

Phase 2 (Figure 44) begins to carve out developable industrial parcels in the current spoils area of the
Port and identifies key areas for the development of LNG processing and fueling facilities to serve the
Port and surrounding areas. LNG will be a critical fuel source moving forward for cruise and cargo vessels
and could provide a strategic initiative for the Port in the mid-term. Phase 3 shows long-term
development options for non-port industrial property development (not including the Port of Houston).
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Table 11 illustrates the Pelican Island Capital Improvement Program. As shown, the majority of the programming is PPP related.
Table 11: Pelican Island Capital Improvement Program

Table 12 shows the total 20-year Capital Improvements Program at ~$885-million. The overall Port Wide Vision Plan 2040 is shown below in Figure 46.
Table 12: Port of Galveston Capital Improvement Program

Port Wide Vision Plan 2040
Figure 46: Port of Galveston Port Wide Vision Plan, 2040
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Connectivity and Traffic



Create an internal port road for cruise traffic to the East Port area from 21st street.

A key item reflected in the meetings with stakeholders and community groups was the interaction
between the Port and downtown core (Strand), pedestrian crossings of Harborside Drive, and port
generated traffic flows through adjacent neighborhoods. Through observations it was determined that
Harborside Drive did act as a barrier, and part of the plan should focus on alleviating this issue and
providing for the opportunity to bring the downtown and port waterfront closer. To do so, our plan
recommendation is to follow many of the ideas shown in the Galveston Historic Downtown Seaport
Master Plan prepared for the Historic Downtown Strand Seaport Partnership in 2010.



Use signage to move cruise traffic out of the East Port area and avoid critical residential streets to
lessen traffic impacts.



Create an internal Old Port Road for West Port and Mid Port cargo yards and cruise terminals to
alleviate Harborside Drive traffic.



Provide for streetscapes along Harborside Drive that reflect similar patterns to those in the Strand
District and provide for safer pedestrian movement to and from the waterfront.



Define linkages between Strand and Port Commercial areas/cruise terminals via walkways,
pedestrian bridge, and trolley system.



Long-term connect not only the Mid Port area and Strand but the Mid Port with East Port area as
well via promenade, roadway, bike path, and a continuation of Harborside Drive’s renovated
look.

Providing for a Harborside Drive that provides for ease of pedestrian movement to and from the
downtown and waterfront will invigorate both areas. The waterfront commercial area will also undergo
a renovation allowing for multi-use spaces and easier access across parking lots and rail crossings to the
edge. A promenade boardwalk will provide for a draw to the water’s edge. See the preliminary traffic
plan in Figure 47 that addresses flows in and adjacent to the Port.
Figure 47: Port of Galveston Preliminary Transportation Plan, pedestrian, and vehicle

o

This will provide for access and development for key commercial parcels in West Port between Old
Port Road and Harborside Drive, as well as activate the long-term marine commercial district.

Additionally, the plan places emphasis on creating multi-use spaces for parking and events along the
commercial edge allowing for festivals and other uses. This is an additional community benefit and
revenue option for the Port. See Figure 48.

A port sponsored traffic study will be used to further inform master plan on traffic patterns and design
work that will improve conditions for the port stakeholders and the surrounding community. This will assess
the long-term traffic generation for port and off-island traffic. As illustrated in the CIP, the master plan
recommendations are as follows:
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Figure 48: Flex Parking Pavers for Event Space Use

standardized impact models, such as the MARAD Port Kit are not used. Instead, the resulting impacts
reflect the uniqueness of the individual Port operations, as well as the surrounding regional economy.
Impact Definitions
The impacts presented in this analysis are measured in terms of:





Jobs [direct, induced, indirect and related shipper/consignee (related users)];
Personal income;
Business revenue; and
State and local taxes.

Each impact measurement is described below:


Direct jobs are those that would not exist if the activity at the Port‘s marine cargo and cruise
facilities were to cease. Direct jobs created by maritime cargo and cruise activity at the
Port’s terminals are those jobs with the firms directly providing cargo and cruise handling and
vessel services, including trucking companies, terminal operators and stevedores, members
of the International Longshoremen’s Association (ILA), freight forwarders and customs house
brokers, warehouse operators, vessel agents, pilots and tug assist companies.



Induced jobs are jobs created in the Galveston/Houston area by the purchases of goods
and services by those individuals directly employed by each of the Port’s lines of business.
These jobs are based on the local purchase patterns of Galveston/Houston area residents.
The induced jobs are jobs with grocery stores, restaurants, health care providers, retail stores,
local housing/construction industry, and transportation services, as well as with wholesalers
providing the goods to the retailers.



Indirect jobs are created throughout the Galveston/Houston area as the result of purchases
for goods and services by the firms directly impacted by Port of Galveston activity, including
the tenants, terminal operators and the firms providing services to cargo and cruise – which
includes reefer containerized cargo, petroleum, general cargo, RO/RO, project cargo and
dry bulks and cruise passenger operations. The indirect jobs are measured based on actual
local purchase patterns of the directly dependent firms and occur with such industries as
utilities, office supplies, contract service providers, maintenance and repair, and
construction.



Personal income impact consists of wages and salaries received by those directly employed
by Port activity and includes a re-spending impact that measures the personal consumption
activity in the Fort Lauderdale area of those directly employed as the result of Port of
Galveston cargo and cruise activity. Indirect personal income measures the wages and
salaries received by those indirectly employed.



Business revenue consists of total business receipts by firms providing services in support of
ocean cargo and cruise activity.

Economic and Social Impact of Master Plan Scenarios
The cargo and cruise impact models developed for Port of Galveston are designed as tools to test
the sensitivity of impacts to changes in such factors as maritime tonnage levels, passenger levels,
seaport productivity and work rules, new seaport facilities development, inland distribution patterns
of ocean cargo, number of vessel calls and the introduction of new ocean carrier or cruise service.
The impact models can also be used to assess the impact of developing a parcel of land as a
maritime terminal or cruise terminal versus other non-cargo land uses. Finally, the maritime impact
models can be used to assess the economic benefits of increased maritime activity due to
infrastructure development and the opportunity cost of not undertaking specific maritime
investments such as dredging, new terminal development, or warehouse development.
The study employs methodology and definitions that have been used by Martin Associates to measure
the economic impacts of seaport activity at more than 250 ports in the United States and Canada, and
at the leading airports in the United States. It is to be emphasized that only measurable impacts are
included in this study. To ensure defensibility, the Martin Associates’ approach to economic impact
analysis is based on data developed through an extensive interview and telephone survey program of
the Port’s tenants and the firms providing cargo and cruise services at Port of Galveston. Specific respending models have been developed for the Fort Lauderdale area to reflect the unique economic
and consumer profiles of the regional economy. To further underscore the defensibility of the study,
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Local purchases for goods and services made by the directly impacted firms are also
measured. These local purchases by the dependent firms create indirect impacts.



State and local taxes include taxes paid by individuals as well as firms dependent upon Port
of Galveston cargo and cruise activity.

Impact Summary of Cargo Scenarios
Master Plan Phase 1 & 2 West Port cargo scenarios will result in additional acreage from filling in slips
and realignment of gate operations. However, the current WWL business will need to be relocated
to West Port. The balance leaves approximately 15 new acres of cargo yard available for
marketing to new customers. West Port Phase 3 will add 58.5 acres of yard area available for
additional auto/RORO/project cargo. The estimated economic impact of annual cargo activity
associated with these additional areas is presented in Table 13.
The annual activity of Phase 1 and 2 generates 239 jobs, of which: 81 direct jobs, 112 induced jobs
that are supported as the result of the purchases of the 81 direct jobs holders, while another 45
indirect jobs are supported in local industries that supply services and goods while vessels are in
Port.
Table 13: Economic Impact of Additional Cargo Activity at West Port
Phase 1 + 2
15 acres

Phase 3
58.5 acres

JOBS
DIRECT
INDUCED
INDIRECT
TOTAL JOBS

81
112
45
239

261
364
147
772

PERSONAL INCOME (1,000)
DIRECT
INDUCED
INDIRECT
TOTAL PERSONAL INCOME

$4,989
$13,527
$2,218
$20,733

$16,189
$43,896
$7,164
$67,249

BUSINESS SERVICES REVENUE (1,000)

$9,340

$31,134

LOCAL PURCHASES (1,000)

$3,967

$12,815

STATE & LOCAL TAXES (1,000)

$1,555

$5,044

CATEGORY

Local businesses receive $9.3 million of sales revenue from providing services to cargo activity.
Finally, as a result of this cargo activity, a total of $1.6 million of direct induced and indirect state
and local tax revenue is estimated to be generated annually throughout the State.
In terms of Phase 3 improvements, 772 total jobs are created. These jobs generate $67.2 million of
income/consumption and $31.3 million of revenue. Additionally, $5 million of taxes are generated
per annum.
Impact Summary of Cruise Scenarios
Master Plan Phase 1 and 3A East Port cruise scenarios will result in the construction of two new cruise
terminals. Based on the cruise market analysis, it is anticipated that the two terminals will offer yearround sailings on a 7-day and 5/5/4-day rotation. It is anticipated that the vessel will accommodate
6,000 passengers per call. Based on these metrics, the weekly 7-day rotation will generate 624,000
passengers, while the 5/5/4-day will call 78 times per year, resulting in 936,000 annual passengers.
In Table 14, the 7-day is shown as CT3 (phase 1). However, these may be changed as the facilities
are planned and developed. The estimated economic impact of annual cruise activity associated
with these two terminals and associated itineraries is shown in the same Table.
Table 14: Economic Impact of Additional Cruise Activity at East Port
CATEGORY

JOBS
DIRECT
INDUCED
INDIRECT
TOTAL JOBS
PERSONAL INCOME (1,000)
DIRECT
INDUCED
INDIRECT
TOTAL PERSONAL INCOME
BUSINESS SERVICES REVENUE (1,000)

*Totals may be rounded
It is estimated that the 81 direct job holders receive $5 million of direct wages and salaries. As the
result of the purchases made locally with this income (which supports the 112 induced jobs in the
state), an additional $13.5 million of local income and consumption expenditures are created. The
45 indirectly employed workers are paid approximately $2.2 million, resulting in a total
income/consumption impact of $20.7 million.

STATE & LOCAL TAXES (1,000)

New CT3
52 sailings,
624k pax

New CT4
78 sailings
936k pax

597
329
395
1,320

873
478
592
1,942

$18,120
$29,681
$12,893
$60,693

$26,155
$42,830
$19,340
$88,324

$143,330

$214,996

$5,586

$8,129

*Totals may be rounded
The annual activity of Phase 1 CT3 generates 1,320 jobs, of which: 597 direct jobs, 329 induced jobs
that are supported as the result of the purchases of the 597 direct jobs holders, while another 395
indirect jobs are supported in local industries that supply services and goods while vessels are in
Port.
It is estimated that the 597 direct job holders receive $18.1 million of direct wages and salaries. As
the result of the purchases made locally with this income (which supports the 329 induced jobs in
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the state), an additional $29.7 million of local income and consumption expenditures are created.
The 395 indirectly employed workers are paid approximately $12.9 million, resulting in a total
income/consumption impact of $60.7 million.

Table 16: Development of Pelican Island
CATEGORY

JOBS
DIRECT
INDUCED
INDIRECT
TOTAL JOBS

Local businesses receive $143.3 million of sales revenue from providing services to cargo activity.
Finally, as a result of this cruise activity, a total of $5.6 million of direct induced and indirect state
and local tax revenue is estimated to be generated annually throughout the State.
In terms of Phase 3 improvements, 1,942 total jobs are created. These jobs generate $88.3 million
of income/consumption and $215 million in revenue. Additionally, $8.1million of taxes are
generated per annum.
Also, CT4 is slated to be constructed at the current Del Monte terminal, and if constructed, the
current would be displaced. If another facility at the Port is not found suitable, the Port risks losing
Del Monte as a tenant. The economic impact of the loss of the perishable container and breakbulk
market are presented in Table 15.
Table 15: Economic Impact Summary of Loss of Fruit Business
CATEGORY

JOBS
DIRECT
INDUCED
INDIRECT
TOTAL JOBS
PERSONAL INCOME (1,000)
DIRECT
INDUCED
INDIRECT
TOTAL PERSONAL INCOME

Loss of
DelMonte
(438)
(604)
(246)
(1,288)

($26,801)
($72,672)
($12,009)
($111,483)

BUSINESS SERVICES REVENUE (1,000)

($42,881)

LOCAL PURCHASES (1,000)

($21,483)

STATE & LOCAL TAXES (1,000)

($8,361)

As shown, a loss of 1,288 jobs, $111.5 million of personal income/consumption, $42.9 of revenue,
and $8.4 million of taxes would be at risk.
Impact Summary of Pelican Island Scenario
A potential Phase 1 scenario of development of Pelican Island calls for the construction of an auto
processing facility. The results of cargo market analysis illustrate the potential of an account that would
bring approximately 150,000-180,000 OE units to the Port via rail for processing and distribution. Table 16
details the impacts of 180,000 auto units.

Pelican Is
180k units
407
567
228
1,203

PERSONAL INCOME (1,000)
DIRECT
INDUCED
INDIRECT
TOTAL PERSONAL INCOME

$25,239
$68,434
$11,160
$104,833

BUSINESS SERVICES REVENUE (1,000)

$152,705

LOCAL PURCHASES (1,000)
STATE & LOCAL TAXES (1,000)

$19,965
$7,863

The terminal and processing facility would generate a total of 1,203 jobs (407 direct), $104.8 million
in personal income and consumption, $152.7 million in revenue to local businesses, and finally $7.9
million of state and local taxes annually.
Project Resource Impacts
As part of the planning process, Atkins Engineering identified potential resource impacts, opportunities,
and issues associated with the completion of specific proposed projects, including costs and other
relevant aspects of project planning and execution. The focus of this assignment was on the major cargo
and cruise related master plan projects.
Atkins has provided a breakdown of potential resource concerns based on the proposed project
location and anticipated project start date; this breakdown is shown in the attached Appendices tables
(A-C), each with associated response actions and costs. Concerns are further broken down into specific
categories based on subject matter (e.g., Ecology/ Permitting, Environmental, Antiquities, Historical).
To populate the table, each project was assessed for the potential to cause specific effects, such as
ground or water disturbance. The effects at specific locations were evaluated in conjunction with
findings from the environmental assessment performed within the plan, and appropriate responses and
estimated costs for completion of the proposed response were determined.
The proposed Port projects were evaluated for their potential to impact the general ecological
concerns previously identified in Task 1 within the Port boundaries. The primary identified impact was to
waters of the U.S. (WOUS), including wetlands, triggering the need for U.S. Army Corps of Engineers
(USACE) regulatory permitting and compliance per 2019 definitions, regulations, and guidance. The
regulatory permitting identified may include Nationwide Permits (NWPs), Letters of Permission (LOPs),
and/or Individual Permits (IPs). WOUS pedestrian survey(s) may be required prior to permitting. Mitigation
also may be required, contingent on temporary and permanent impacts to special aquatic sites and
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navigable waterways. Any existing permits likely will need to be amended with new proposed project
activities and/or reauthorized due to expiration.

1969, as amended. At a minimum, notification of the Texas Historic Commission (THC) about the project
is required.

Many aspects of the proposed in-water improvements currently are authorized under Permit SWG-200100162 through 31 December 2020. To maintain compliance, this permit will need to be extended for any
authorized work to be completed after the expiration date. Activities proposed that are not currently
authorized need to be added to the permit as an amendment or authorized under a new permit.
Permits expire every five years from the issue date, including new amendments, and will need to be
extended if authorized activities are incomplete. Estimated costs for both amendment and extension
are presented in the attached tables where applicable. If a permit is currently authorized and the
proposed activity is already permitted, there is no need for permit amendment or extension.

Atkins conducted a cursory records and literature review of the site within each of the areas within the
Port. The review resulted in the identification of 15 previously recorded cultural resources that require
attention during future project planning. These cultural resources consist of 11 shipwrecks (8 of which are
designated as State Antiquities Landmarks); 1 archaeological site (unknown/undetermined eligibility); 5
Official Texas Historical Markers; 1 National Register of Historic Places-listed district which is also
designated as an NHL and a City of Galveston Local Historic District; and 1 ship designated as an NHL
and listed in the NRHP (Attachments A-C). These locations have been identified previously and should
be avoided during construction activities within the Port areas.

Based on the proposed project information provided and the best available desktop information,
recommended actions, and estimated costs for the proposed Port projects are provided in the
Attachments. The proposed activity type, location, and size (acres); desktop WOUS presence, mitigation
needs, and USACE permitting/coordination; and existing regulatory permits are the main parameters
determining predicted costs.
Costs associated with threatened and endangered species are unlikely due to current 2019 land use in
the proposed project areas and assuming proper Best Management Practices (BMPs) are used at all
times during all construction activities.

Should impacts be anticipated, additional cultural resources investigations may be warranted and
could lead to additional project costs and increase the project timeline. Additionally, each project may
require cultural resources investigations to identify previously unrecorded cultural resources prior to
commencing any work. While fieldwork may not be necessary for every proposed project, it is assumed
that every proposed project will require, at minimum, notification/consultation with the THC and/or
appropriate federal agency.

Atkins conducted a desktop analysis of environmental resources using the best available
documentation at the time of reporting (2019) in the Task 1 memo (See Appendix). Throughout the
proposed project locations, spills were reported over the course of several decades, and
documentation of remediation associated with the spills was found to be both incomplete and/or
unclear. As such, soil sampling for hazardous materials should be considered at each project location
before any ground-disturbing activities.
Each proposed project type (e.g., parking garage installation or drainage improvements) was
evaluated for the potential to disturb both ground and water resources with respect to proximity to the
environmental concerns (RECS) previously identified in Task 1. In cases where there is overlap between
potential ground disturbance and previously identified REC locations, investigation through sampling is
recommended. Both the recommended investigation type (e.g., groundwater or soil sampling), sample
constituents (e.g., metals and/or volatile organic compounds [VOCs]), and associated costs are
included in the attached tables. Costs of and the necessity for remediation are not included and should
be determined in future planning processes.
Projects requiring federal funding, permitting, and/or assistance, and that are the type of projects to
have the potential to affect cultural resources, should comply with Section 106 of the National Historic
Preservation Act (NHPA) of 1966, as amended, in accordance with 36 Code of Federal Regulations
(CFR) 800. At a minimum, notification of the project to the appropriate federal agency of the
undertaking is required. Additionally, projects undertaken by a political subdivision of the state that
requires ground-disturbing activities on public land or land controlled by a political subdivision, as well as
work affecting state-owned historic buildings, should comply with the Antiquities Code of Texas (ACT) of
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6. FINANCIAL AND IMPLEMENTATION PLAN
To evaluate these financial implications and requirements, a very detailed financial model of the Port’s
operations was created. This models all of the Port’s financial income and expense lines, down to every
lease agreement and expense line item. Also, the model was linked to different forecasts for Cruise and
Cargo, which adjusted income and expenses depending on the projection forecast selected. The
model is an interactive tool that allows scenarios to establish a sensitivity analysis of the outcomes. The
results presented herein generate the most likely scenarios per these evaluations.
It is important to note that this financial model is a long-range planning tool. As the Port moves forward,
each project needs to be reevaluated at the time it is going to be executed, or at the time the Port is
entering into a financial transaction.

$50,000,000
$40,000,000
$30,000,000
$20,000,000
$10,000,000

This financial model should not be used for specific financial transactions unless much more detailed
evaluations are available at that time; it takes forward-looking factors into account, such as inflation,
potential tariff increases, and / or potential new revenue sources based on capital improvements. It is
important to note that inflation makes a large difference when one reviews all the numbers presented
in this 30-year plan. This model shows the projected income generated by different business units, based
on anticipated traffic volumes.
It is important to understand that this model was also built based on the historical financial performance
of the Port. This section first provides an overview of the historical financials, next presents the results of
these inputs based on the financial model, and finally shows the capital program and its
schedule/impact on the Port’s financial position.
Historical Financials

Figure 49: Historical Port Gross Revenues, by Port Breakdown
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Figure 50: Historical Port Gross Revenues by Business Unit
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Figure 49 shows the historical growth since 2008. The record reflects a very impressive growth in the Port’s
revenues over the past decade. Since 2008, gross revenue compound annual growth rate has been
6.8%, increasing to 11.9% when looking at just the last five years. Gross revenues are driven primarily by
cruise-related revenues, followed by cargo, parking, and then real-estate, as seen by Figure 50.
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Looking at Figure 51, it can be seen how the breakdown by revenue stream has changed, as a
percentage of annual gross revenue. In most recent years, the Port’s main revenues are as a result of
the following major activities:


Cruise Passenger Revenue – Cruise fee

Dockage – Majority Cargo fee



Parking – Majority Cruise fee

Ship Services – Cruise fee
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Expenses

Figure 51: Historical Port Gross Revenues as % Total Revenues
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The Port’s net revenues are generated after paying for all expenses. Figure 53 shows the overall expenses
for the Port during the past decade.
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Cruise (45.8%) and cargo (32.0%) revenues made up more than three-quarters of the Port’s revenues in
2018 (Figure 52).
60%

Figure 53: Historical Port Expenses

Figure 52: Historical Port Gross Revenues as % Total Revenues by Business Unit
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The Port’s expenses are categorized into four sections: Personnel services, Maintenance and operations,
Sales and office (which includes the subcategories of Carnival’s Marketing and Parking Initiatives), and
the Annual City payment. These expenses have grown over the last decade, but at a slower rate than
gross revenues. The Port’s expenses’ annual growth rate over the ten-year period was 6.7% and 8.1%
during the last five-years. Figure 54 shows how these expenses have changed over the period as a
percentage of total revenues. Personnel services has dropped, to be taken over by maintenance and
operations fees. The Carnival Marketing and Parking initiatives are scheduled to end by 2025.
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Projected Financials

Figure 54: Historical Port Expenses as % Total Revenues
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To create a sustainable financial program for the Port, several strategies should be considered that will
achieve the following:
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Provide a diversified income stream,



Look for revenues from non-tariff items to allow the Port to maintain competitiveness, and in
particular, this Master Plan has created additional cruise, cargo, real estate, and industrial
opportunities as assets,



For revenue tariff items, the Port should consider annual escalation of such tariffs, and any
increases in the present time to ensure competitive pricing compared to other Ports (i.e., parking
rates, which have been included in the current model),



Establish longer-term agreements with customers to reduce revenue fluctuations, and



Control costs and look for other revenue sources from ancillary uses such as retail, advertising,
etc.
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Net Revenues
The net revenues of the Port have fluctuated over the last ten years. Figure 55 shows the net revenues
before depreciation, interest, or other payments below the operating line. It does not contain any nonoperating income from interest gains, grants, or other sources.
Figure 55: Historical Net Revenues
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An integrated financial model was created that can forecast the revenues and expenses of the Port.
The model provides the forecast by business unit. The model is based on all the historical information
and data received from the Port, from fiscal years 2008 through 2018.
Revenues are forecasted by establishing a link between the specific tariff or unit of charge and specific
traffic forecasts for cruise and various cargo commodities (fruit, grain, fertilizer, liquid bulk, project cargo,
ro-ro, and lay). Also, the model respects the agreements, leases, or other instruments in place that
control certain costs or revenues. The model independently looks at commodity forecasts and tariff
increases or changes to generate the results. The model provides the financial forecast of revenues as
a collective total or by the individual business type.
Expense forecasts linked both annual escalation patterns as well as the historical patterns that link the
activity of a particular expense item to the cost.
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Lastly, the Master Plan’s proposed Capital Improvement Plan was inputted, which interacts with the
model and illustrates the financial results of the Port, as well as assessing the viability of individual capital
projects. The actual electronic version of the model has been separately provided to the Port for its use.
The model will allow the Port to enter a variety of variables described below to determine the results.
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This model was provided as an analytical tool for planning. The results of the model may not be used
for any other purpose without the express written consent of B&A. The model and its results may not be
used to raise capital or debt. Any use of the model by others is done without any liability or responsibility
of B&A.
Future Gross Revenues
Projections have been done for the future traffic based on the cargo and cruise forecasts, as well as the
introduction of the strategies mentioned above. Because the model can generate a myriad of
outcomes based on the scenarios and inputs selected, a base scenario has been chosen to streamline
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the projected financials. Figure 56 provides a brief overview of the different scenario options, while Figure
57 shows how those scenarios can impact results (by highlighted projected gross revenue forecasts for
the Port, under each scenario). Scenario 1, as seen Figure 56, will be used for the remaining part of this
analysis.
Figure 56: Financial Model Projection Scenarios

Figure 58 shows the projected gross revenue forecasts for the Port, under Scenario 1, broken down by
the major business units of the port: cruise, cargo, parking, commercial, and industrial. Cargo and cruise
are the predominant units. However, it is important to note that, over time, the Port’s revenue stream is
starting to diversify. For example, the master plan shows that parking and industrial begin to contribute
additional revenues. This is dependent on the cruise projections and increased parking tariffs, as well as
the development of Pelican Island and land lease opportunities.
Figure 58: Gross Revenue Projections by Business
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Figure 57: Gross Revenue Projections
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The forecasts grow due to a built-in 3% escalator for non-contract revenues and tariffs. Contract
revenues are escalated by the terms of the contracts (and beyond in some instances, per Port
guidance). Additionally, new revenue opportunities as a result of the capital program have also been
incorporated into these figures.
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Based on the above review, projections have been made for the Port’s net revenues. Expenses have
been initially projected based on the historic, three-year average of each expense item’s percentage
of total revenues. Beginning in 2021, expenses are forecasted based on the 10-year CAGR for each
category, plus an input for cost escalation. The graphs below use a 3% cost escalation. The five-year
CAGR for each expense category are as follows:
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Personnel services: 1.9%



Maintenance and operations: 7.9%



Sales and office: 6.1%
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Annual City Payment: 0.1%

Furthermore, the expenses have been allocated to each business unit using the following general
guidelines (based on historical data provided by the Port):

The projected net revenues for the Port have been calculated and are shown in Figure 60. The numbers
shown are operating net revenues before depreciation, interest expenses, debt service, and/or nonoperating income. The net revenues of the Port will grow over time from $14.3 million in 2018 to over $81
million in 2038. Based on this scenario, these figures are dependent upon the Port meeting the following:



Each business unit carries its direct costs;



Market projections of Scenario 1



The general overhead of the Port is divided between the units as a proportion of their gross
revenues. This division is based on the Port’s feedback on the historical division of expenses by
business unit, as highlighted below:



Incorporate general, annual tariff escalation



Increase parking rates and add annual escalation to parking rates



Addition on new revenues (primarily through land leases) in conjunction with the CIP

o

Cruise Revenues: 62.0%

o

Cargo / Other Revenues: 24.0%

o

Parking Revenues: 12.0%

o

Real Estate Revenues: 1.0%
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o

Industrial: 1.0%
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The expense projections are shown in Figure 59.
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Figure 59: Projected Expenses
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Figure 60: Projected Net Revenues
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An excellent way to establish the efficiency of the Port operations is to look at the expense-to-revenue
ratio. Historically, the Port has seen a ratio between 67% and 80%, with the three-year average falling in
the 70.2% range. In the past five years, the port has seen this ratio declining at a -2.2% CAGR. By looking
at Port operations over time, the initial forecasts are based on it being able to maintain this ratio going
forward. While discussions with the Port and the future capital plan presented no significant expense
increases, thus eventually reducing this ratio even further, over the projection period. This ratio is shown
in Figure 61.
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The results shown above reflect the low levels of costs associated with leasing real estate / industrial, and
the higher costs of cruise operations. The dip in 2025 can be attributed to the Carnival Marketing and
Parking initiatives, which will no longer be paid out from 2025 onwards.
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Figure 61: Projected Expense to Revenue Ratio
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Figure 63: Capital Plan, 2020 – 2038, by Project Type
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To test the viability of executing the entire Master Plan, the capital program was developed to execute
all of the projects shown in this Vision. These projects will allow the Port to serve its needs. The overall
capital plan is shown in Figure 62 (by business unit) and Figure 63 (by project type). All costs are in 2019
dollars. The “Other” categories include maintenance/upkeep projects, such as roadways and the Port’s
annual expenses for R&R, as discussed in the previous section.
Figure 62: Capital Plan, 2020 – 2038, by Business
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There is an initial period during which capital is needed to support mostly cargo, due to the
reorganization of existing cargo operations to increase efficiencies; as a secondary focus in the
early years of the master plan, roadway/drainage projects also take priority.



Over the next 10 years, there is a very modest investment in industrial projects focused on Pelican
Island to create additional usable land for the Port



Between 2029 and 2034, there are several important investments in cruise to reflect the
anticipated growth forecasts and cruise line needs. The parking investments are primarily tied to
the cruise business, as well, and feature prominently in increased port revenue streams.



Initial monies will go towards marine and logistic improvements. The next most noticeable
expenditure will be focused on cruise projects - terminals, parking, ground transportation, etc.
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Figure 63 shows a few interesting trends:

Capital Program and Schedule

$140,000,000
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The capital program is divided into three periods: The immediate one from 2020 to 2025; the second
cycle begins in 2025 through 2030; and the final cycle from 2030 through 2040. The master plan carries
a total cumulative price tag of $885.9 million over the 20-year period. Once proposed funding is
considered, the Port’s expected responsibility of this cumulative price tag is $411.2 million over the same
period. These numbers do not include an annual escalation (though the financial model does allow this
to be incorporated).
The capital program can be executed as the demand materializes, and not before. However, this plan
allows the Port with the time it needs to sufficiently prepare to execute the plan in time to meet that
demand. For example, if the forecasted cruise traffic in a specific terminal is insufficient, an investment
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cannot be made at that time. Likewise, if the demand materializes earlier, the Port is in a position to
execute plans as needed.
Financing
The plan examines the viability of the Port being able to finance its capital program. Variations can
occur in this program, as financing decisions are occasionally made when the financing is needed.
Figure 64 further breaks the capital plan out by the proposed B&A funding source (i.e. Port Financed vs.
Other Financing Options such as a PPP).
Figure 64: Capital Plan, 2020 – 2038, by Funding Source
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Again, using the inputs outlined in scenario 1, the resulting funding surpluses or shortfalls are shown in
Figure 65, based on the $411.2 Port-required capital projects.
The next ten years call for a
reconsideration of programs, finding additional funding options, conservation of capital, and potential
for deferring certain programs to balance these resources. This is only to be used as a reference, as the
model will produce varying outputs based on the scenarios and inputs selected by the user.
Figure 65: Capital Plan Feasibility, Surplus / Deficits

$600,000,000
$500,000,000
$400,000,000

Excess Cash

Port Financed

2038

2037

2036

2035

2034

2033

2032

2031

2030

2029

2028

2027

2026

2025

2024

2023

2022

2021

2020

$0

Other Financing

The Table below reflects the balance at the Port and the need to have a business plan where each
business unit contributes to the bottom line. Some years, the income from the whole will be needed for
one particular use. In other years the trend will be reversed. The total expenditures for each business unit
for the capital program are shown in Table 17 below.
Business Unit
Cruise
Parking
Cargo
Real Estate / Retail
Industrial
Other
TOTAL

Table 17: Capital Expenditures by Business Unit
Port Costs
Other Funding
$168,573,405
$291,713,625
$61,730,012
$41,250,000
$63,488,250
$56,516,736
$4,122,188
$72,237,813
$51,200,000
$0
$62,064,137
$12,964,137
$411,177,991
$474,682,310

Total Costs
$460,287,030
$102,980,012
$120,004,985
$76,360,000
$51,200,000
$75,028,274
$885,860,301

Capital Demand
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Additional sources of funding, such as grants, have not yet been accounted for within the financial
model, but something that can and should be considered, as historically, the Port has been able to get
several grants or contributions from partners to support its capital needs.
Feasibility
The financial model allowed the analysis of each of the port's business lines to determine their feasibility
by taking into account not only the capital program but also their total net revenues, as well as each
business’ future incremental revenues. The “Other” projects such as roadways and R&R are being paid
for by excess revenues generated by the Port. When the yields are compared with the investments, the
individual IRR of each business varies dramatically. Figure 66 shows these variances, again based on
Scenario 1.
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Decisions on Future Investments

Figure 66: General Rate of Return by Business Line Investment
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The decision to invest in the Port will also be driven by the economic impact that such uses will have on
the community. Over the years, the Port has prided itself on the jobs it has created and the economic
impacts it has produced. The primary goal of the master plan is not only to prepare the Port for the
future needs of its users but also to its community. These benefits that were discussed in the previous
section should be taken into account, in addition to this financial breakdown.
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Many agencies provide grants, cooperative agreements, and cost-shares to aid ports and near-port
communities. Some funding opportunities are listed below; however, this is not an all-inclusive list as there
may be other federal, state, regional, or local funding opportunities that are not listed. These
opportunities have various purposes, but all can be used to assist with funding for port facility
enhancements.
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The analysis shows that the most profitable business venture is the parking facilities (tied to the cruise
business), and the least profitable (when looking at IRR based on new, incremental revenues) is cargo.
It also shows that once additional commercial parcels become available for rent, they can be a strong
source of income, as well. The cruise IRR, in this particular scenario run, is dependent upon the Port
putting in place lease agreements with cruise lines for each new terminal developed. These options can
be turned on and off within the model to see how it would impact the IRR.
A second test used to establish the feasibility of each use involved a revenue analysis per acre. Figure
67 shows that the most profitable operations of the Port per acre are the cruise and parking facilities. The
least revenue per acre is cargo and industrial; this indicates that it is significantly better for the Port when
a piece of property can be used for maritime activities that both adhere to its mission and are financially
lucrative.
Figure 67: General Revenue per Acre Index
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The Department of Transportation (DOT) - Port Infrastructure Development Program (PIDP)

Grants through this program are distributed by the Maritime Administration (MARAD), for projects that
will improve port facilities at coastal seaports. The funding is broken down into two categories: 1. $200
million to be made available for infrastructure improvements at all coastal seaports; and 2. An additional
$92.73 million allocated to fund improvements at the 15 coastal seaports that handled the greatest
number of loaded foreign and domestic twenty-foot equivalent units (TEUs) in 2016, as identified by the
U.S. Army Corps of Engineers. All projects should improve the safety, efficiency, or reliability of the
movement of goods into, out of, around, or within a port, as well as the unloading and loading of cargo
at a port. 2019 is the first time the program had been funded since its creation in 2010.
This grant is attractive as it is targeted at port infrastructure. Ports are eligible to apply for USDOT “BUILD”
and “INFRA” grants (explained below) but often find themselves competing with other important
airports, highway, or mass transit priorities in their communities. For this reason, this dedicated port
infrastructure grant program is an attractive Federal grant option.
The Department of Transportation (DOT) – Short Sea Transportation Program

The Short Sea Transportation Program, commonly referred to as the America's Marine Highway Program
(AMHP), makes grants available to previously designated Marine Highway Projects that support the
development and expansion of documented vessels, or port and landside infrastructure.
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The Department of Transportation (DOT) – Better Utilizing Investments to Leverage Development (BUILD)
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BUILD Transportation grants are for investments in surface transportation infrastructure that support roads,
bridges, transit, rail, ports, or intermodal transportation. The BUILD program’s selection criteria gives
special consideration to projects that emphasize improved access to reliable, safe, and affordable
transportation for communities in rural areas. This includes projects that improve infrastructure conditions,
address public health and safety, promote regional connectivity, facilitate economic growth or
competitiveness, deploy broadband as part of an eligible transportation project, or promote energy
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independence. BUILD Transportation grants were first introduced in 2018, which provides a funding
opportunity for projects that are difficult to fund or do not qualify through traditional funding programs
due to their complexity, size, or cost.
The Department of Transportation (DOT) - Infrastructure For Rebuilding America (INFRA)

The INFRA Grants program provides dedicated, discretionary funding for projects that address critical
issues facing the nation’s highways and bridges. INFRA grants focus on fixing crumbling infrastructure.
Grants will be provided to port projects such as freight intermodal or freight rail projects; or a project
within the boundaries of a public or private freight rail, water (including ports), or intermodal facility and
that is a surface transportation infrastructure project necessary to facilitate direct intermodal
interchange, transfer, or access into or out of the facility, provided that the project will make a significant
improvement to freight movements on the National Highway Freight Network.
The Department of Transportation (DOT) - TIGER Discretionary Grant program

The Transportation Investment Generating Economic Recovery, or TIGER Discretionary Grant program,
provides a unique opportunity for the DOT to invest in road, rail, transit, and port projects that promise to
achieve critical national objectives. Since 2009, Congress has dedicated more than $4.1 billion for six
rounds to fund projects that have a significant impact on the Nation, a region, or a metropolitan area.
The Department of Transportation (DOT) - Surface Transportation Program (STP)

The STP is one of the main sources of flexible funding available for transit or highway purposes. STP
provides the greatest flexibility in the use of funds. These funds may be used (as capital funding) for public
transportation capital improvements, car and vanpool projects, fringe and corridor parking facilities,
bicycle and pedestrian facilities, and intercity or intra-city bus terminals and bus facilities. As funding for
planning, these funds can be used for surface transportation planning activities, wetland mitigation,
transit research and development, and environmental analysis.
U.S. Army Corps of Engineers (USACE)

USACE funding goes towards critical flood mitigation projects, shipping channel improvements,
infrastructure projects, studies for projects to help make the state of Texas more resilient to future storms
and disaster supplemental relief.
State
Texas Department of Transportation TxDOT

At present, the State of Texas does not provide direct funding for port capital improvements. However,
in recent years, the Texas Legislature included Rider 48 and Rider 45 (see below), to provide financing
for port roadway connectivity projects selected by the Port Authority Advisory Committee (PAAC, see
below) and approved by the Texas Transportation Commission.
Texas Port Capital Program

The Texas Port Capital Program (PCP) is a key component of the Texas Port Mission Plan that is developed
by the PAAC. It is a biennial report required by Chapter 55, Texas Transportation Code that provides a

strategic listing of priority port projects of statewide significance that should receive funding from a
General Revenue funding source if funding becomes available. The PCP takes a broad view of the
needs of the Texas port system and considers port facilities, waterways and inland connections. They
identify high-priority and strategic port projects and make recommendations to the department for
investment, incorporate maritime interests in TxDOT planning activities and documents, promote Texas
ports for economic development opportunities, and Identify federal, state, or other funding
opportunities for maritime investment. The projects encompass a variety of improvements, including rail
and road upgrades, dock and bulkhead repairs, and site improvements. Because each of these
projects are inside port gates and not on publicly accessible roadways, they not eligible for any current
state funding through TxDOT.
Texas Mobility Fund (TMF)

As initially established in 2001, the Texas Mobility Fund (TMF) was only authorized to be used for 1.
Construction, reconstruction, acquisition, and expansion of state highways; 2. Participation by the state
in the payment of a portion of the costs of constructing and providing publicly owned toll roads; and 2.
Other public transportation projects. The TMF was modified in 2013 by House Bill 1, to specifically expand
eligible uses of the fund and authorized funds to be expended on qualified port projects.
Rider 48

In 2015, the 84th Texas Legislature included Rider 48 which authorized TxDOT to use up to $20 million from
the TMF for the 2016- 2017 biennium to provide funding for port capital improvement projects selected
by the Port Authority Advisory Committee (PAAC) and approved by the Texas Transportation
Commission (Commission). This rider marked the first time that explicit funding for port projects had been
included in Texas’ state budget. Rider 48 recognizes the value of ports to the Texas economy but cited
concerns regarding the constitutionality of using the TMF for port capital projects. Therefore, in
implementing Rider 48, TxDOT worked to ensure that all projects selected by the Commission for Rider
48 funding were public roadways that enhanced port connectivity.
Rider 45

In 2017, the 85th Texas Legislature included Rider 45 to once again explicitly authorize funding for certain
port projects selected by the PAAC and approved by the Commission. Rider 45 authorized TxDOT the
use of up to $20 million in each fiscal year of the 2018-2019 biennium to provide funding for public
roadway projects that improve connectivity to Texas ports. Unlike Rider 48 in 2015, the funds authorized
this biennium in Rider 45 may come from any available source of revenue, including but not limited to
the TMF.
Ship Channel Improvement Revolving Fund

Also, in 2017, the 85th Texas Legislature passed the Ship Channel Improvement Revolving Fund as an
account in the general revenue fund. The bill requires the Commission to establish a revolving loan
program to finance qualified projects for navigation districts to deepen or widen ship channels, provided
that the project is authorized by the U.S. Congress and meets other standards provided by Commission
rule. Money credited to the fund can include gifts, grants, donations, money appropriated to the
Commission for certain purposes, loan repayments, and interest earned. At this time, TxDOT is drafting
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rules to implement the Ship Channel Improvement Revolving Fund, but the fund has not been
capitalized.
Implementation
To execute this plan, it is important to understand the difference between a strategic vision plan and a
specific capital or master plan. This vision plan should be used to generally guide the future direction of
the Port, and that each project should be evaluated at the time it is going to be executed. One should
also keep the long-term directions in mind that allow the plan to progress within the forecasted vision.
Nevertheless, the plan shows a progression of the projects and activities that are meant to support the
overall goal for the Port to meet its market forecasts and provide for economic and social impacts on
the surrounding community. There are also additional objectives of the plan that tie the community to
the port through the development of Harborside Drive; provide for influence on traffic with the
development of Old Port Road and movement of a majority of cargo activities to the West Port; the
implementation of a signage program to enhance direction and brand the Port; and, the development
of bike path, boardwalk, trolley station and green space for future community enhancement
opportunities.
The Port must be able to identify the immediate capital needs they want to approve over the next five
years. Simultaneously, it needs to start the planning process for the execution of longer-term projects
based on demand and need.
The entire capital plan should be paid by Port revenues and through partnership opportunities. The Port
does not make enough in annual revenues to finance this effort in totality, but there are critical projects
such as parking and cruise that can be identified that can be financed and provide revenues to not
only pay back debt but also fund additional supporting projects. Thus, financing will control the phasing
of the projects.
Today, the port has limited funding available for capital improvements, and a majority of funding needs
to be earmarked for critical infrastructure enhancement to support current port operations and begin
to build a platform for future growth. The Master Plan contemplates this necessity in Phase 1 and then
provides for new growth options through partnership, grant, and loan funding that allows for further
development.
Moving Forward
The Port must consider every piece of real estate as if it were its last and be able to plan accordingly.
Through the market assessments, the Port learned that some businesses do not belong in the Port or have
any role within it, but use the space because it is convenient. Instead, those commercial opportunities
that have a role within the maritime environment should be given priority. They are provided for within
the master plan along the water’s edge, while adjacent commercial properties along Harborside Drive
may serve alternative purposes to tie the Port to the City.

land when cargo needs were different, and cruise did not exist for the port environment of Galveston.
Over time, the Port has used, leased, and allocated its land and berths to users, typically as the need
arose, without the need for prioritizing or evaluating the most optimal locations for those uses. Over the
same period, the Port had little revenue from a changing port economy to invest in critical port
infrastructure which led to poorly maintained marine facilities and upland support areas for cargo
operations. The Port has now reached a point in the immediate future that there is an immediate need
to repair and revitalize the marine berths and provide for the critical upland support areas to allow for
cargo growth in those areas where demand is an option – mainly Ro-Ro, bulk and project cargoes. The
upland is not sufficient to accommodate future growth if the same land-use patterns and low level of
investment continues.
This plan seeks to provide a guide on prioritization so that the Port can grow within its existing footprint
using cruise, parking, and at some point, commercial and industrial revenues to reinvest into and spur
growth in cargo. The deep water berths need to be prioritized moving forward. They are the lifeblood
of the port and are needed to support growth in all business lines.
It is recognized that although in the past the Port has shown concepts to expand the Port beyond its
own footprint on Pelican Island, this plan only contemplates the use of the existing port footprint. It
illustrates the potential for industrial development parcels outside of port property but does not
contemplate purchase or investment in these areas. In this plan, the belief is that the growth is foreseen
within the time horizon of this document and that it can be accommodated within the footprint of the
Port through wise re-investment of revenues, carefully considered financing of key revenue-producing
projects, and the development of critical partnerships to build and maintain infrastructure. For this to be
accomplished, prioritization and allocation of resources must be an important consideration in every
future decision the Port makes from this point forward.
Moving toward the 20-year vision of the Port Master Plan, the Port must be the beneficiary of great
stewardship and leadership that will bring the long-term vision to reality. The Port has evolved from a
trading post to an active cargo and cruise port today.
The strategic importance of the Port of Galveston for cruise, bulk cargoes, and commercial
development in conjunction with the surrounding City of Galveston must be recognized to move the
plan forward. The Port needs to balance all of its businesses not only to meet the mandate of its citizens
and stakeholders but to meet its maritime and business goals by providing for the maritime community
and trade in the larger regional and state scale, thereby enhancing the economic and social needs of
the region. This Master Plan should be viewed with a very positive prism of opportunities and, with a
heavy responsibility by its current stewards to take care of this asset in a judicious way allowing it to grow
into the future.

The Master Plan sets forth a new way of thinking about port development in the future. Historically, the
Port has been able to grow spatially, as it was created with an abundance of deep water berths and
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