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Introduction 
 

 

 The international trade transported by sea route represents 80 % of the global trade 
by volume. Therefore, the maritime transport constitutes a key element of the 
international trade and, consequently, an important link of the world value chain whose 
dynamics determine the competitiveness of the exchanged goods. The development of 
the maritime transport depends, on the demand side, on the international trade and from, 
the variables which influence the international economic situation, and on the supply side, 
the strategy of every country regarding investment and regulation to improve the offer of 
the maritime transport services. 

 

 The commercial opening of the Moroccan economy, implemented since its 
membership in GATT in 1987 and then in the WTO in 1994 and achieved by the signature 
of a multitude of agreements of free trade and trade agreements, was translated by a 
proliferation of the trade with the rest of the world, what aroused a strong need regarding 
infrastructures and regarding services to support this evolution. In this context, the 
maritime transport is considered as being a strategic sector for the Moroccan economy, as 
far as more than 95 % of the Moroccan foreign trade passes in transit by sea route.  
Besides, the geographical position of Morocco on the Detroit, in an important trade 
crossroads connecting Europe, Africa, Asia and Americas makes of the maritime transport 
the appropriate way of the Moroccan economy integration in the global economy. Besides, 
the maritime transport generates important externalities in terms of services and maritime 
works, in particular, for the administrative staff. In this sense, it would be convenient to 
identify the comparative advantages of this sector and the adjustments to undertake in 
order to benefit at best from the opportunities which are outlined in terms of the sectorial 
and geographical changes in prospects at the international level. 

 
Thus, the present paper will concern, in its first section, the analysis of the evolution 

over a long period of the maritime transport demand of the freight in Morocco and this 
is true by declining it by type of goods. This analysis will allow to shed light on the main 
goods transiting by sea as well as their country of destination and\or origin and to illustrate 
the main factors which impact the trade and, consequently, the maritime traffic. As for 
the second section, it will further decipher the offer of the maritime transport of the freight 
by highlighting, at first sight, the importance of the infrastructure of the maritime transport 
as well as the effort made to make of Morocco a harbour hub of the euro-Mediterranean 
region. This section will analyze, in depth, the current situation of the Moroccan maritime 
fleet and its evolution during the last 20 years. 
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1.  Analysis of the demand of the Moroccan maritime transport 

 
1.1.  A demand strongly connected to the trade … 

 

The Moroccan foreign trade constitutes a determining factor of the demand for the 
maritime transport. It knew, during the last two decades, an evolution at different speeds. 
Indeed, the exports and the imports increased respectively from 45,9 and 70,4 billion 
dirhams in 1993 to 184,7 and 379,9 billion dirhams in 2013, that is to say  rates of an 
annual average  growth ( CAGR )respectively of 7,2 % and 8,8 %.  By volume, the 
Moroccan foreign trade averaged, in 1993, 16,5 million tons of products exported against 
19,5 million tons of the imported products. In 2013, the exports reached 24,5 million tons 
against 43 million tons for the imports, that is to say CAGR of 2 % and 4% respectively 
for  export and import. 

 
 

Evolution of the Moroccan exports and imports between 1993 and 2013  
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 Source: elaboration DEPF on the basis of the data of the Exchange office. 

 The imports increase concerned all the groupings of use, in particular, the energetic 
products the volume of which increased from about 8 million tons in 1993 to more than 
20 million tons in 2013. Regarding the exports by volume, the increase was not also 
generalized considering the reductions arisen, in particular, for raw products in favour of 
half-finished products denoting the rise in the range of the national exports connected 
intrinsically to the structural changes arisen for the valuation of the national production 
of raw products. 
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Graph 2: evolution, by grouping of use, of the Moroccan imports  and exports by volume (in 
thousand tons)  

 
Source: Elaboration DEPF, data Office of Exchange. 

 

In sum, the important evolution of the trade structure in the last two decades 
engendered a growing need regarding maritime transport (infrastructure and materials). It 
is a multidimensional need, in particular, with the new orientation of Morocco towards 
the opening to new business partners, in the objective to reduce its strong dependence 
towards his historic partners, in particular, the European Union the part of which in 
exports increased from 77 % in 1990 to 60 % in 2013 (respectively from 61% to 50% for 
imports). This diversification, certainly beneficial, involves additional efforts in terms of 
the opening of new shipping lines to support the ambitions of Morocco to open on new 
markets with high growth potential.    

 
 

 Graph 3: regional Distribution of the Moroccan imports and exports 

 
Source: Elaboration DEPF, data CHELEM 
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1.2. … As well as in the world maritime traffic. 

 

  The analysis of the evolution of the Moroccan maritime traffic in contact with the 
world traffic over the period 1992-2012 allows making the distinction between three sub-
periods. During the first period (1993-1997), the annual variations of the Moroccan 
maritime traffic were significantly sensitive to those of the world traffic with a 
neighbouring coefficient of correlation 0, 86. Whereas during the period 1998-2005, both 
traffics knew annual fluctuations at different rhythms, with delayed effects of the world 
traffic evolution on the Moroccan traffic by registering a correlation rate of  0,72 between 
1998 and 2005 and with a more intense link between 1998 and 2002 (a coefficient of 
correlation of 0,89). Finally, during the last period 2007-2012, the Moroccan maritime 
traffic was strongly influenced by the world traffic so that they are correlated with a coefficient 

of 
 0, 85. 

 
 

 

Graph 4: evolution of the Moroccan and world maritime traffics  

 
Source: Elaboration DEPF, data CNUCED and ANP 

 

 The national1 Moroccan maritime traffic, which was characterized during many 
years by a positive and steady growth of the exchanges on the various types of goods, has 
accused since 2007 strong fluctuations. Thus, after an annual growth of 9% in 2007, the 
maritime traffic fell by 7% in 2008 then by 12% in 2009, further to the world economic 
crisis, before an important resumption becomes apparent  in 2010 by +16%. The traffic 
stagnated in 2011 (-0, 2 %) before getting its upward trend back in 2012 (3%) and in 2013 
(+9%).  This evolution, which is due, essentially, to that of the solid bulks goods which 
represent more than 50 % of the maritime traffic and other goods (in particular the 

                                                 
1 Hors transbordement du port Tanger Med qui a représenté 25,2 millions de tonnes en 2013, soit 25% du trafic 
maritime global au Maroc. Dorénavant, toute l’analyse du trafic maritime correspondra au trafic national hors 
transbordement, pour faire le lien avec l’activité économique et commerciale du Maroc, transitant dans les ports 
gérés par l’ANP (90% du trafic national), dont l’information est la plus explicite                                                                                                                                           
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containerized goods the part of which increased by 12 % in 2013 against 4 % in 1992), 
was compatible with the movements of the world maritime traffic. Indeed, the world and 
Moroccan maritime traffics globally followed the same trend of growth over the period 
between 1992 and 2012. 

 
 

Graph 5: evolution of the structure of the Moroccan maritime traffic   

  
Source : Elaboration DEPF, data ANP et CNUCED 

1.3. A demand dominated by the solid bulk traffic …  
 

 The solid bulk traffic of Morocco represents more than 50 % of the national traffic, 
and consists mainly of products of mineral origin (phosphates, coal, fertilizers and sulfur), 
the part of which reached 67 % over the period 2006-2013 against 75 % between 1992 
and 1998. Indeed, between these two periods, phosphates and coal knew the most 
important changes increasing, respectively, from 44 % and 10 % to 31 % and 17 %. 
Whereas the parts of cereal and sulfur knew only a light evolution, rising respectively  from 
14 % and 12 % to 14 % and 11 %, while the weight of fertilizers in the dry bulk increased 
by 3 points to reach  13 % of the solid bulk. 
 

 

Graphe 6 : Structure du trafic maritime marocain- Vrac solide 

 

Source : Elaboration DEPF, data ANP  
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1.3.1.  Export traffic of phosphate 

 

  For the year 2013, the part of the phosphate and by-products in the Moroccan 
exports increased to 61 % and 20 % respectively by volume and by value. By volume, the 
exports of the Royal Office of phosphates (OCP) consist at the level of 60 % of the raw 
phosphate, of 28 % of natural and chemical fertilizers, and of 12 % of the phosphoric 
acid. During the last years, the OCP turned to the increase of its exports of transformed 
phosphate and the reduction of that of raw phosphate. So, the part of the latter increased 
from 76% on annual average between 2005 and 2008 to 60% between 2009 and 2012. 
While the respective parts of natural and chemical fertilizers and phosphoric acid increased 
from 11% and 12% to 25% and 15%. In 2013, the exports of the raw phosphate rose to 
8,6 million tons that is to say 33% of the production of phosphates and 40% of the total 
exports of the OCP.   

 
 Graph 7: evolution of the exports and the price / ton of phosphates and by-

products 

 
Source: Elaboration DEPF, data the Office of  exchanges 

This orientation of the OCP was dictated by an international situation characterized 
by the sharp rise in prices of the phosphate in the raw materials market. Morocco occupies 
a preponderant place regarding production and regarding export of phosphates at the 
world level, that is to say the first world exporter and the third producer of phosphates 
after the United States and China. On that basis, the impact of the fluctuations arisen in 
the world market of phosphates immediately was felt on the exportable offer of Morocco 
which increased from 11,2 million tons to 13 million tons then to 8,6 million tons on 
annual average over the respective periods   2001-2004,   2005-2008, and  2009-2013.  
Thus, Morocco was able to benefit from a financial manna, in particular in 2008, with 
exports revenues averaging 17,7 billion dirhams for a quantity of 11,6 million tons is a 
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record average price of 1519 dirhams/ ton - while this price was only 437 dirhams one 
year previously. 

In this context, it’s necessary to underline that the OCP Group began during these 
last years a new strategy based on an anchoring more and more marked on emerging 
markets (Brazil, India) and on the valuation of the phosphate conjugated to an industrial 
and commercial flexibility to better mitigate the effects of the cyclicity of the demand and 
the foreign competitivity. Next to the reduction of the production and the consumption 
of the complex and phosphated fertilizers at the level of certain European2 countries, this 
new strategic orientation of the Group explains, to a large extent, the trend changes which 
marked the phosphate trade during the period 2002-2013.  

 
 

 The diversification of markets was translated by an important opening on the 
countries of the central and Eastern Europe (Lithuania, Norway, etc.), as well as the Latin 

                                                 
2 France has stopped producing phosphoric acid   with the closure of the last plant in 2004      

Good development prospects for the OCP:  
 

 Within the framework of the strategy of industrial development of the OCP Group, the latter has 
undertaken large-scale projects among which in particular: 

 
1.  The inauguration, on February 1st 2016 in the industrial platform of JorfLasfar, of a production plant 

of natural and chemical fertilizers dedicated completely to Africa (Africa Fertilizer Complex) and a 

desalination plant of sea water for a global 6, 1 billion dirham investment. Africa Fertilizer Complex, 

which required a budget of the order of 5,3 billion dirhams, consists of a unit of sulphuric acid (1,4 

million tons/year), of a unit of phosphoric acid (450.000 tons / year), of a unit   of fertilizers 

(equivalent 1 million tons the DAP / year), of a thermoelectric power plant of a power of 62 MW 

and various infrastructures of storage which can welcome 200.000 tons of fertilizers, this is to say 

more than two months of autonomy. Africa fertilizer Complex, which generated 1,35 millions 

working days / men during the construction phase (national 86 %), will allow the creation of 380 

jobs  during the exploitation phase. 

 

2.  The kick-off, on February 5th, 2016, of the construction of a new industrial complex integrated  

by the OCP and by the science park into Laayoune for a 19 billion dirham budget: 

  The construction of the integrated industrial complex of fertilizers production and the new jetty 

for about 17 billion dirhams (1,7 billion US dollars), what will allow   diversifying the activities of 

Phosboucraa which, besides the treatment and the export of the phosphated rock, will produce 

and will export, also, some phosphoric acid and some fertilizers. 

 The construction of the high-tech city Foum El Oued, the city of knowledge and innovation in 

the service of the development of the South provinces with a 2 billion dirham investment (205 

million US dollars) on horizon 2022 and spreading out on 126 ha. 
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American countries (Argentina, Colombia, etc.). It should be noted that the United States 
( 2,50 MT), India ( 1,06 MT), Brazil ( 0,55 MT), Mexico ( 0,5 MT), and New Zealand ( 
0,4MT ) are the first five countries of destination of the raw phosphate of Morocco, that 
monopolized 54 % of the Moroccan exports of phosphate over the period 2010-2013. 

 
 Table 1: the main importers of the Moroccan raw  phosphate (1000T and %) 

 

Source : Elaboration DEPF, data Office of Exchanges 

1.3.2. Export traffic of natural and chemical fertilizers with a diversification of the 
destinations 

 

 The use of fertilizers is essential in order to improve the productivity of cultivated 
soils and the profitability of the farmers. This question takes on a major importance as far 
as it is connected to the food safety of the world population the growth of which is more 
important compared with that of the available arable land. The world consumption of 
fertilizers averaged 184 MT for 2011 against 138 MT in 2001, that is to say a CAGR of 3 
%. It consists, over the period 2001-2011, on average of 60 % of nitrate fertilizers, 16 % 
of potash, and 24 % of phosphate fertilizers. 

 
This distribution remained almost constant over this period from the fact that the 
CAGR of the types of fertilizers were respectively 3,3 %, 3 % and 2,2 %. According to   
Food and Agriculture Organization of the United Nations (FAO), even if the developed 
countries tend to reduce their consumption of fertilizers, the world demand will 
continue to increase further, in particular, to the increase of that of developing countries. 

Poids  % poids % poids %

Etats-Unis 2544 21,5% Etats-Unis 3195 28,6% Etats-Unis 2501 26,8%

Espagne 1629 13,8% Espagne 1945 17,4% Inde 1062 11,4%

Mexique 993 8,4% Inde 1331 11,9% Brésil 548 5,9%

Inde 859 7,3% Mexique 1169 10,5% Mexique 547 5,9%

Pologne 690 5,8% Pologne 1004 9,0% Nouvelle Zélande 405 4,3%

Brésil 620 5,2% Brésil 985 8,8% Turquie 384 4,1%

France 549 4,6% Nouvelle Zélande 773 6,9% Espagne 315 3,4%

Nouvelle Zélande 494 4,2% Belgique et Luxembourg 533 4,8% Norvège 279 3,0%

Belgique-Luxembourg 427 3,6% Australie 461 4,1% Pologne 265 2,8%

Indonésie 342 2,9% Corée du Sud 459 4,1% Roumanie 219 2,3%

Corée du Sud 304 2,6% Indonésie 449 4,0% Allemagne 143 1,5%

Australie 291 2,5% Croatie 371 3,3% Australie 140 1,5%

Roumanie 226 1,9% France 363 3,3% France 132 1,4%

Croatie 223 1,9% Roumanie 274 2,5% Indonésie 101 1,1%

Allemagne 115 1,0% Turquie 222 2,0% Corée du Sud 66 0,7%

Italie 113 1,0% Japon 171 1,5% Japon 59 0,6%

Japon 107 0,9% Allemagne 161 1,4% Italie 36 0,4%

Grèce 89 0,7% Bulgarie 160 1,4% Portugal 22 0,2%

Bulgarie 69 0,6% Italie 123 1,1% Croatie 9 0,1%

Autres 1158 9,8% Autres 1896 17,0% Autres 2099 22,5%

Phosphates 11840 100% Phosphates 11171 100% Phosphates 9330 100%

2002-2005 2006-2009 2010-2013
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Thus, the world consumption of the P2O53 in fertilizers should increase from 40,7 
million tons in 2013 to 45 million tons in 2017, with the strongest growth in Asia and in 
South America4. 

 
 Graph 8: evolution of the fertilizers composition in the world market 

 

Source : Elaboration DEPF, data FAO 

 The maritime traffic of fertilizers is essentially constituted by the export traffic, 
which is fed by an increase in the demand at the world level. Since 2008, the Moroccan 
maritime traffic of fertilizers knows an important growth so that it increased from 2,1 MT 
in 2008 to 4,3 MT in 2013 that is to say 13 % of the solid bulk traffic. The supply of the 
national market is ensured by the local production of phosphated fertilizers as well as by 
the recourse to imports, in particular, for nitrate fertilizers and potassium products. During 
the period 2000-2013, the use of fertilizers in Morocco reached  an annual average of 966 
thousand tons,  570 thousand tons of which are imported fertilizers that is to say 59 % of 
used fertilizers. 

  

 Over the period 2010-2013, the main destinations of Moroccan fertilizers are Brazil 
with an average tonnage of 1,59 MT, India with 0,46 MT and the United States with 0,29 
MT representing, thus respective parts of 39 %, 11 %, and of 7%  of the average exported 
in this period. As regards Brazil, its demand, which was already important, practically 
tripled compared with the period 2002-2005. As for India and the United States, they have 
just become privileged destinations of Moroccan fertilizers. It should be noted that the 
exports of fertilizers are expected to keep their upward trend, in particular, within the 
framework of the strategy of the OCP to ensure its outlets by multiplying its joint-ventures 
and by strengthening its presence abroad through representative offices in Brazil, in India 
and in Argentina5. This increase would be supported in the future by an annual average 
progress of 1,3 % of the world population which would reach 8,1 billion and 9 billion 
individuals respectively in 2025 and 2050 against about 7 billion in 2013. In response to 

                                                 
3 the quality of phosphate is measured in phosphorus pentoxide content P2O5  ranging from 5%and 45%in raw phosphate and 

reaching 52% in phosphoric acid.                                                             
4 U.S. Geological Survey, « Mineral Commodity Summaries », February 2014                     
5 And soon in North America, after the signature in January 2016 of the decision of the OCP approval to create a subsidiary operating under the 

name « OCP Research Services, LLC »                  
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this population growth, the agricultural production will have to double by 2050 (the annual 
production of cereal, as an example, should reach around a billion tons).  

 
 

Graph 1:  evolution of the consumption and the maritime traffic of fertilizers in Morocco 

 
Source : Elaboration DEPF, data Office of Exchanges and OCP 

 
 Table  2: the main importers of Moroccan fertilizers (1000T and %) 

Source : Elaboration DEPF, data Office of  Exchanges 

  

Poids % Poids % Poids %

Brésil 568 27,3% Brésil 641 31,0% Brésil 1589 39,1%

France 261 12,6% France 184 8,9% Inde 457 11,2%

Italie 180 8,7% Iran 122 5,9% Etats-Unis 285 7,0%

N-Zélande 161 7,8% Chine 120 5,8% France 241 5,9%

Iran 145 7,0% Argentine 115 5,6% Bangladesh 217 5,3%

Chine 133 6,4% Italie 114 5,5% Argentine 109 2,7%

G-Bretagne 125 6,0% Espagne 100 4,8% Espagne 100 2,5%

Thaïlande 80 3,9% N-Zélande 94 4,5% Italie 94 2,3%

Espagne 69 3,3% G-Bretagne 89 4,3% Chine 87 2,1%

U.E.B.L 53 2,5% Thaïlande 80 3,8% G-Bretagne 86 2,1%

Argentine 47 2,3% Etats-Unis 65 3,1% Thaïlande 61 1,5%

Pakistan 37 1,8% Inde 59 2,8% Pakistan 54 1,3%

Irlande 27 1,3% Bangladesh 45 2,2% Côte D'ivoire 53 1,3%

Turquie 27 1,3% U.E.B.L 29 1,4% Djibouti 51 1,2%

Mexique 21 1,0% Uruguay 27 1,3% Ghana 47 1,2%

Autres 145 7,0% Autres 189 9,1%  Autres 536 13,2%

Total 2077 100% Total 2072 100% Total 4065 100%

2002-2005 2006-2009 2010-2013

  Structure of the consumption of fertilizers in Morocco Structure of the maritime traffic of fertilizers   
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1.3.3.  Import traffic  of cereal depending on the national production 

 

 The traffic of cereal, which increased from 3,3MT in 1992 to 4,6 MT in 2013 with a  
CAGR of 3,5 %, is characterized by a strong volatility  connected  mainly to the annual 
variations of the national production of cereal on which depends the volume of imports 
which reached  an annual average of 3,1 MT, against 3000 tons for exports, over the period 
2002-2013. Thus, the supply of Morocco in cereal is largely ensured by imports with a part 
which fluctuated during the period 1992-2013 between 72 % in 2000 and 15 % in 1994 

 
 Graph 10: evolution of the structure of cereal supply (In %) and of the connected maritime 

traffic (in MT) 

 
Source: Elaboration DEPF, data Ministry of Agriculture and Marine Fisheries Office of Exchanges 

The national production, which rose on annual average to approximately 7,1 MT 
over the period 2007-2013, (against 6 MT and 5,5 MT for respective periods in 2000-2006 
and 1993-1999), consists essentially of some wheat (67%) and some barley (29%). The 
cereal imports reached an average of 5, 2 MT,  57% of which consists of wheat, 36% of 
corn and 6% of barley. The last two decades were marked by an essential change in the 
composition of the import traffic of cereal with a reduction in wheat and barley against an 
increase pronounced by that of corn, because of the intensification of the breeding 
production and the poultry farming. Thus, with a CAGR of 11, 2 % for corn import 
(against 2,7 % for wheat and 1,9% for barley), the latter represented 36% of the cereal 
imports  in 2009-2013 (respectively 57 % and 6 % for wheat and barley) against 14 % in 
1992-2003 ((respectively 74 % and 11 % for  wheat and  barley).  
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 Graph 11: production and cereal traffic  (In KT)  

 
Source : Elaboration DEPF, data Ministry of  Agriculture and Marine Fisheries  and ANP 

 The analysis of the production in the cereal sector lets appear an ascendancy of   
common wheat and  barley, the respective parts of which, in the average production, 
reached  46 % and 30 % over the years 2009-2013, against 20 % for durum wheat and 2 
% for corn. Obviously the national production of cereal improved over the last fifteen 
years, increasing from an annual average of 4,7 MT over the period 1999-2003 to 8,4 MT 
during the period 2009-2013, this is to say a CAGR of 7 % between 1999 and 2013. The 
common wheat knew the highest growth rate (+10 %), followed by   durum wheat (+6 
%),   barley (+4 %), and corn (-1 %). This favorable evolution of the production echoed 
on the imports of cereal which fell by 2,6 % during the same period. 

 
 The imports of the corn, as for them, have more than doubled over the period 

2009-2013 compared with 1999-2003, because of the low national production which is 
widely below the national demand. The latter is growing non-stop due, largely, to the   
demand of breeding sector and particularly to the development of the poultry farming in 
Morocco. Moreover, the white meat production and that of eggs evolved during the period 
1998-2012 at respective average rates of increase by 4, 9 % and 9,8 %. The national 
livestock, on its side, knew an average increase of its size over the last fifteen years with a 
rate of 1,3% for the cattle, 1% for ovine races and of 1 % for goats according to the 
transition of March-April. Thus, their respective size increased from 2, 61, 17, 24, and 5, 37 

million heads in 1998 to 3, 17, 19, 96, 5, 60 million heads in 2013. . 
 

 In sum, during the period 2009-2013, the imported cereal supply of Morocco   
reached the average 5,2 MT against 4,6 MT between 1999 and 2003. Morocco imported 
about 29 % of its needs in 2009-2013 from France, 83,4 % of  which of common wheat, 
that is to say 55 % of the total of the imports of common wheat, as Argentina (18% of 
imported cereal) and Brazil (16%) covered 80% of the Moroccan needs for corn. 
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 Graph 12: production of Morocco and imports by country of main cereal (in KT) 

  
 Source: elaboration DEPF, data Ministry of Agriculture and Maine Fisheries and office of Exchange  

 

 
1.3.4. Import traffic of coal 

 

 For the year 2013, the maritime traffic of coal and petroleum coke rose about 5,6 
MT against 5 MT in 2002 and 1,3 MT in 1992,  evolving with a CAGR of 7,2% between 
1992 and 2013, that is to say the highest growth of the solid bulk traffic (+2,4 %). 
Nevertheless, this rate hides a growth at differentiated rhythms. Thus, the import traffic 
increased on annual average by 15,9% between 1992-1998 by 9,5% between 1999-2005 
against a light reduction (-1%) in the last period of 2006-2013. This deceleration did not 
affect the importance of coal in the solid bulk traffic which constitutes 17% of it, given 
that Morocco produces practically no more coal since the permanent closure of the mine 
of Jerada in 2001. 

 The coal is a considerable source of energy, exploited to a large extent in the 
thermal electricity production considering its competitiveness-price compared with   the 
other sources of energy (oil and petroleum products). Moreover, the electricity produced 
from coal has more than quadrupled, over the last two decades, increasing from 0, 8 
million TOE6 in 1992 to 3,1 million TOE in 2013 with, however, a bending since 2004. 

 This evolution is connected to that of the global electricity production, the 
corollary of a consequent increase of the consumption further, in particular, to the 
implementation since 1996 of the Global Rural Program of Electrification, which allowed 
to bring the rural electrification rate to 98,5 % in 2013 against 18 % in 1995, to the urban 
demographic pressure and to the dynamics of the productive sectors, in particular, 
industrial. In this context, the coal traffic could only further strengthen following the 
realization of the investment program on the horizon 2016 of which, in particular, two 
coal-based electric units appropriate to Jorf Lasfar of a power of 350 MW each (entered 
                                                 
6 T.E.P : tonnes of oil equivalent that is: Electricity: 1000 kWh = 0,26 T.E.P 
domestic coal : 1 tonne = 0,56 T.E.P ; imported coal: 1 tonne = 0,66 T.E.P.    
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into force in 2014), as well as three projects under the investment program 2016-2020, and 
regarding the thermal electricity production namely a power plant in Safi about two units 
of a power of 693MW each, the extension of the power plant of Jerada of 320MW and a 
power plant in Nador of two units of 693MW each. However, it’s important to note 
Morocco’s will to reduce its energy dependence by the implementation of a diversified 
energy mix, in particular, for its electric component where the renewable energies are 
expanding7.   

 
Source: the Ministry of Energy, Mines, Water and the Environment 

 

 Graph 13: evolution of the coal traffic and the coal-based electricity   

 
 Source: Elaboration DEPF, data ANP and  ONEE 

 

  

                                                 
7 Achieve a goal of 42% of the installed capacity of the renewable energy by 2020, at a rate of about 14% whether it be solar, wind, water                                                                                              

 Prospects for strengthening of the offer of the coal-based electricity: 
 
 The main projects during the period 2016-2020 are the following: 

  Extension of the coal-based power plant of Jerada 320 MW: the cost of the project is estimated at 3 

billion dirhams, with its implementation scheduled in December, 2017. The agreement of the 

implementation of the power plant was signed in July, 2013. The service order was notified on 

October 13th, 2014. The opening of the construction site was made on November 19th, 2014 and 

the Civil engineering works started on December 31st, 2014. 

 Coal-based Power plant of Safi (2 units with 693 MW each): scheduled in the objective to satisfy the 

demand increase of the country for electrical energy, it will allow satisfying approximately 25% of the 

demand on the horizon 2018. The cost of the project is estimated at 23 billion dirhams, with its 

implementation scheduled in 2018. Regarding the project of the new port of Safi and its necessary 

coal dock for the coal supply of the power plant, with its implementation scheduled at the end of 

2017. 

  Coal-based Power plant of Nador (2 units with 693 MW each): the coal-based power plant of Nador 

with a power of 1386 MW is scheduled for the objective to satisfy the demand increase of the country 

for electrical energy beyond 2020. 
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 Morocco imported 5,8 MT of coal and petroleum coke in 2013, with a CAGR of 
3,7% since 1998. The geographical distribution of the Moroccan coal imports is 
characterized by an ascendancy of the United States with 54% rate, Russia comes in the 
second place with 19%, followed by South Africa with a part of 15% while it was the main 
supplier of Morocco with 60% of imports between 1999 and 2003. 

 

 

            Graph 14: geographical distribution of the Moroccan imports of  coal and coke 

 

 Source : Elaboration DEPF, data Office of  Exchanges 

1.3.5.  Import traffic of Sulfur 

 

 The maritime traffic of the sulfur increased to 3,6 MT in 2013 against 2,7 MT in 
1992, this is to say a CAGR of 1,6% below of that of the solid bulk traffic (2,4 %). This 
traffic reached its peak in 2010 with 3,9 MT (+62 % compared to 2009) after two 
consecutive years of reduction connected to that of the phosphoric acid production. 
Indeed, the sulfur traffic, constituted at the level of 90% of import, is closely linked to the 
OCP imports of the solid sulfur which is used in the production of the phosphoric acid. 
These imports reached  3,6 MT in 2013 for a production of 4,5 MT of phosphoric acid. 
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 Graph 15: evolution of the sulfur imports and the phosphoric acid production (in KT) 

 
Source: elaboration DEPF, data  office of  Exchange and OCP 

 This traffic could only strengthen with the increasing demand of the main 
demographic and agricultural powers and the will of the OCP to keep its leadership in this 
market with as strategic positioning a better valuation of its phosphate production. Indeed, 
the group launched an ambitious investment program of 2010-2020 provided with about 
144 billion dirhams, in particular, a chemical complex of JorfLasfar (40 billion dirhams) 
and the Safi Phosphate Hub project (30 billion dirhams). 

 Over the period 2009-2013, the traffic of the raw solid sulfur reached an annual 
average of 3,6 MT, against 3,2 MT between 2004-2008 and 2,7 MT for the period 1999-

2003. Morocco imports 83 % of its needs for sulfur from 5 countries, namely Russia8 (49 

%), Saudi Arabia (10 %), United Arab Emirates (10 %), Poland (8 %) and Kazakhstan (5 
%). It should be noted that this distribution profoundly changed since 1999, to the extent 
that, over the period 1999-2003, the part of Russia was (23%) and Canada was the fourth 
supplier of Morocco (10%). 

                                                 
8 The increase of Russia’s share in the Moroccan imports of sulfur is mainly due to the signing of the declaration on strategic partnership between 

Morocco and Russia in 2002.This statement resulted from an economic perspective in expanding trade flows 
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 Table 3: Morocco’s main suppliers of solid sulfur for the periods 

 
Source: elaboration DEPF, data Office of Exchange  

1.4. …  As well as by the liquid bulk traffic 

 
The bulk liquid traffic rose to 21 MT in 2013 representing 31% of the national traffic. It 
registered a CAGR similar to that of the solid bulk, that is to say 2, 4% since 1998. 
Hydrocarbons constitute 73% of this traffic against 17% for phosphoric acid and 4% for 
ammonia. These parts, practically, remained stable over the period 1992-2013. 

 
1.4.1. Import traffic of hydrocarbons 

 
 The traffic of hydrocarbons increased to 15 MT in 2013 against 8,8 MT in 1998, 

so registering an annual growth average of 3,7 %. This traffic connected, mainly, to the 
import flows of petroleum products and crude oil which increase respectively to 7MT and 
5,8 MT, that is to say 46% and 39% of the traffic of hydrocarbons. Over the period 1998-
2013, the Moroccan oil imports accused an annual average reduction of 0,4% against a 
sharp rise in the imports of petroleum products (12%), exceeding so, that of crude oil 
from 2008. Indeed, a radical change occurred further to the liberalization of the imports 
after the fire of the SAMIR in 2005 with as a turning point the possibility given to the 
distributors to import refined oil. Besides, it should be noted that because of the 
suspension of the activities of the SAMIR from August, 2015,   Morocco imports of crude 
oil by volume accused a strong reduction of about 45% compared with 2014. This fall was 
compensated with the sharp rise in the sophisticated petroleum products (+24 % for the 
diesel oil and the fuel oil, +140 % for the gasoline,…). 

 

Poids  % poids % poids %

RUSSIE 610 22,6% RUSSIE 1261 39,8% RUSSIE 1772 49,1%

ARABIE SAOUDITE 714 26,4% ARABIE SAOUDITE 844 26,7% ARABIE SAOUDITE 377 10,5%

EMIRATS ARABES UNIS 206 7,6% EMIRATS ARABES UNIS220 6,9% EMIRATS ARABES UNIS366 10,2%

POLOGNE 534 19,8% POLOGNE 450 14,2% POLOGNE 271 7,5%

KAZAKHSTAN 0 0,0% KAZAKHSTAN 78 2,5% KAZAKHSTAN 189 5,2%

QATAR 0 0,0% QATAR 0 0,0% QATAR 173 4,8%

ESPAGNE 0 0,0% ESPAGNE 21 0,7% ESPAGNE 130 3,6%

ETATS-UNIS 149 5,5% ETATS-UNIS 81 2,5% ETATS-UNIS 103 2,8%

KOWEIT 126 4,7% KOWEIT 162 5,1% KOWEIT 84 2,3%

VENEZUELA 9 0,3% VENEZUELA 5 0,2% VENEZUELA 44 1,2%

LIBYE 0 0,0% LIBYE 0 0,0% LIBYE 24 0,7%

Canada 278 10,3% Canada 20 0,6% Canada 17 0,5%

Autres 72 2,7% Autres 24 0,8% Autres 55 1,5%

Total 2699 100% Total 3168 100% Total 3607 100%

1999-2003 2004-2008 2009-2013
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Graph 16: evolution of the hydrocarbons traffic by volume (In KT)  

 
 Source: elaboration DEPF, data Office of exchange , and ANP 

 

 

The crude oil and a part of the imported petroleum products undergo a 
transformation process ending in secondary fuel products which will be used by the 
various branches of the national economy, and a part of which will be directed to the 
export.  

 In 2012, Morocco imported 5, 4 TOE of crude oil and 7, 1 TOE of petroleum 
products (in particular gas of the fluid oil (LPG), diesel oil, fuel, oil, and petcoke) injected 
at the level of 1, 5 TOE (consisted essentially of Fuel oil with a 98, 5 % rate), in the circuit 
of transformation while 5,6 TOE is used by the national economy in its original condition.  

The transformation of 22% of the petroleum products imported with the whole crude oil 
generated 7,5 TOE of petroleum products (Diesel oil, Fuel oil, Fuel-jet Fuel oil (KJF), 
Naphta, etc.), which, on the one hand, increased the available quantity for the final 
consumption  to approximately 11 TOE and, on the other hand, allowed to feed the 
energy exports of Morocco with a volume of 1 TOE, that is to say 14 % of products 
stemming from the transformation  (K.J.F (43 %), Naphta (42 %), etc.). 
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 Graph 17: transformation process of petroleum products (except crude oil) 

Source : Elaboration DEPF, data  Energetic balance sheets of 2004, 2012, Ministry of Energy and  
Mines. 

 Indeed, the progress of the maritime traffic of hydrocarbons has its origin in the 
increase over the years of the national sectorial energy demand. Moreover, for the year 
2012, the sector of transport is the first energy consumer ( 5,3 TOE)   the part of which 
increased to 41%, with 37% for road transport ( 4,8 TOE), the industry ( 1,9 TOE) is 
ranked second with 24%, while the part of  homes  ( 2,2 TOE) increased to 23% against 
8% and 4% respectively for  agriculture ( 0,9 TOE) and the tertiary sector  ( 0,1 TOE). 
Compared with 2004, the consumption by volume of the various sectors increased, except 
for agriculture which registered a reduction of 2% per year, which declined its part by 8%, 
against an increase on behalf of home consumption.   

 

 Graph 18: final Consumption of petroleum products by sector (1000 TEP) 

 
Source: elaboration DEPF, data energetic Balance of the 2004 and 2012, Ministry of the Energy and  Mines  
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 To deal with an increasing demand of the Moroccan economy for petroleum 
products, Morocco has been supplied by crude oil, between 2009 and 2013, from Saudi 
Arabia (51 %), Iraq (28 %) and Russia (16 %), that is to say 96 % of the national need. 
The imports increased on average to 5,28 MT against 6,46 MT for the period 1999-2003. 
The geographical distribution of the national imports was impacted, on the one hand, by 
the Gulf War, evidenced by the decline in the Iraqi exports between 2004 and 2008, 
counterbalanced by the Russian oil, and on the other hand, by the drop of Moroccan 
imports of Iranian oil. 

 Graph 19: geographical distribution of the Moroccan crude oil imports     

 

 Source: elaboration DEPF, data Office of  Exchange  

 As regards petroleum products, the Moroccan imports averaged 6,8 MT between 
2010 and 2013 (against 2,4 MT between 2002 and 2005), constituted at the level of 36 % 
of Diesel oil, 31 % of fuel oil, and 29 % of  liquefied petroleum gas (LPG) namely   butane 
and propane. The geographical distribution of the imports widely diversified. So, over the 
period 2010-2013, the first three partners: the United States, Spain, and Russia assured 47 
% of the total supply of Morocco of petroleum products against 51 % during 2002-2005. 

  



Le transport maritime des marchandises au Maroc :  Evolution et perspectives 

 

 

 26 

 Graph 20: sources of petroleum products in 2012 

   in KTOE in % 

 

2012 Imports Refinery Total Importation Refinery 

GPL 2316 130 2446 95% 5% 

Gasoline 172 435 607 28% 72% 

 Fuels, jet 
fuel oils 

53 935 988 5% 95% 

Naphtha 0 531 531 0% 100% 

Diesel 2390 2568 4958 48% 52% 

Fuel oil 1158 2326 3484 33% 67% 

Petcoke 960 0 960 100% 0% 

Other PP 63 484 547 12% 88% 

Total  of 
PP 

7113 7501 14614 49% 51% 

 Source: balance of the energy sector 2012 - Ministry of the Energy and Mines 

 

 
 

 Graph 21: geographical distribution of the Moroccan imports of petroleum products 

 
Source : Elaboration DEPF, data Office of Exchanges 

 

Regarding the foreign demand of the liquid petroleum products, it increased on 
average to 0, 68 MT between 2010 and 2013, against 0,85MT over the period 2002-2005. 
The operation of supplying ships and aircraft for the foreign countries  progressed by 50% 
between two periods from 0,17 MT to 0,27 MT, bringing its part to 39% against 21% 
previously. The Moroccan exports of fuels and lubricants are characterized by a 
geographical dispersal, in a context marked by the drop of its main partners, namely the 
United States ( 0,18 MT), Italy ( 0,17 MT), and France ( 0,14 MT), and which represented 
59% of the outside demand  for Morocco for 2002-2005, while this part fell  by 2,3% over 
the last period.   
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 On the other hand, Spain, Gibraltar, Senegal, Nigeria, and Netherlands  constitute  
at present the first importers of Moroccan hydrocarbons and whose part increased by 45,2 
% ( 0,3 MT) against 8,6 % 0,07MT). In order to diversify its outlets, in this field, Morocco 
developed trade relations with new countries as Belgium and Malta. The country, also, 
strengthened these commercial  relationships  regarding the liquid petroleum products 
with the African continent, the part of which   reached  18 % during the period 2010-2013 
against 0,6 % only over the period 2002-2005, with an ascendancy of Senegal and Nigeria 
which monopolize approximately 74 % of the Moroccan exports towards Africa. 

 Table 4: the main destinations of the Moroccan petroleum product 

 

Source : Elaboration DEPF, data  Office of Exchanges 

1.4.2.  Export traffic of phosphoric acid and import traffic of ammonia 

 

 The OCP produces from the raw phosphate phosphoric acid which, with 
ammonia, is used in the production of fertilizers. Morocco is the third producer of   
phosphoric acid at the world level. The tonnage which passed in transit by sea route 
increased to 3,8 MT in 2013, that is to say 18,1 % of the liquid bulk traffic, against 2,8 MT 
in 1998, that is to say a CAGR of 2 %. Over the period 1998-2013, the acid traffic   knew 
until 2003 a certain stability with an average of 2,9 MT, then a sharp increase of (+22 %  
compared with  2003) to reach  4 MT in 2004. Between 2004 and 2007, the traffic knew 
the second cycle of stability, with an annual average of 4 MT. Nevertheless, since 2008, a 
strong volatility marked the evolution of the traffic of the phosphoric acid. Thus, it 
reached its lowest level (2, 9 MT) in 2008 before registering a positive peak of 4, 3 MT in 
2010. 

Poids  % poids % poids %

Etats-Unis 182 21,4% Grèce 208 35,5% Avitaillement 264 39,4%

Italie 176 20,7% Avitaillement 194 33,1% Espagne 120 18,0%

Avitaillement 167 19,7% France 61 10,4% Gibraltar 67 10,0%

France 141 16,5% Malte 20 3,4% Sénégal 61 9,1%

Espagne 40 4,7% Yémen 20 3,4% Nigeria 28 4,2%

Pays-Bas 28 3,3% Sénégal 18 3,1% Pays-Bas 27 4,0%

Japon 26 3,1% Espagne 16 2,7% Belgique 22 3,3%

Croatie 19 2,3% Egypte 11 1,9% Malte 18 2,7%

République de Corée 15 1,8% Gibraltar 11 1,9% Italie 16 2,3%

Antilles Néerlandais 11 1,3% Etats-Unis 10 1,7% Ghana 12 1,8%

Brésil 9 1,0% Pays-Bas 7 1,3% Togo 11 1,6%

Singapour 9 1,0% Italie 5 0,9% Royaume-Uni 9 1,3%

Turquie 8 0,9% Gambie 4 0,7% Egypte 6 0,9%

Gibraltar 5 0,6% N. Zélande 1 0,1% Gambie 5 0,7%

Emirats arabes Unis 5 0,6% Mauritanie 0 0,0% Liberia 2 0,3%

Autres 10 1,1% Autres 0 0,0% Autres 3 0,4%

Total 851 100,0% Total 586 100,0% Total 670 100,0%

Afrique 6 0,6% Afrique 22 3,8% Afrique 121 18,0%

2002-2005 2006-2009 2010-2013
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 Ammonia is, also, an important input in the production of main phosphated 
fertilizers namely the DAP (Di Ammonium of Phosphate), the MAP (Mono Ammonium 
of Phosphate), and the NPK (containing the nourishing food, the nitrogen, the phosphor 
and the potassium). The import traffic of ammonia has more than doubled over the period 
1998-2013, thus increasing from 344 to 695KT. After the fall in 2008 (-37 % compared 
with 2007) due to the deceleration of the production of the phosphoric acid, the 
resumption was strong and supported these last years. The import of the ammonia could 
continue on the same bullish trend, in particular, in an international context characterized 
by an increase of the world demand for Fertilizers to reach on the horizon 2020 a quantity 
of 70 MT instead of 50 MT at present.      

 Graph 22: the traffic the phosphoric acid (in export) and ammonia (in import) (In KT) 

 
Source : Elaboration DEPF, data ANP 

 

Table 5: the main importers of the phosphoric acid of the OCP  

 
Source : Elaboration DEPF, data Office of exchanges 

  The market of Moroccan phosphoric acid met, over the period 2009-2013, an 
average annual foreign demand  increasing to 2,08 MT dominated by two countries which 
represent 62 % of the Moroccan exports,  namely  India (47 %) and Pakistan (15 %). To 
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    Acide phosphorique     Amoniac (Echelle de droite)

Poids  % poids % poids %

INDE 844 50,1% INDE 915 43,3% INDE 968 46,5%

PAKISTAN 41 0,5% PAKISTAN 200 9,5% PAKISTAN 318 15,3%

BELGIQUE 150 8,9% BELGIQUE 156 7,4% BELGIQUE 143 6,9%

TURQUIE 78 4,7% TURQUIE 121 4,3% TURQUIE 105 6,3%

PAYS-BAS 6 4,6% PAYS-BAS 36 5,7% PAYS-BAS 91 5,0%

ESPAGNE 79 0,4% ESPAGNE 90 1,7% ESPAGNE 132 4,4%

INDONESIE 25 0,8% INDONESIE 104 0,5% INDONESIE 51 3,0%

BRESIL 110 6,2% BRESIL 95 8,3% BRESIL 41 2,8%

FRANCE 17 1,5% FRANCE 16 4,9% FRANCE 63 2,5%

ARABIE SAOUDITE 37 6,5% ARABIE SAOUDITE 36 4,5% ARABIE SAOUDITE 12 2,0%

Italie 104 1,8% Italie 176 1,7% Italie 59 0,6%

Grande Bretagne 77 4,6% Grande Bretagne 18 0,9% Grande Bretagne 10 0,4%

Autres 118 9,6% Autres 150 7,4% Autres 88 4,3%

Total 1686 100,0% Total 2114 100,0% Total 2080 100,0%

1999-2003 2004-2008 2009-2013
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secure its outlets of the phosphated products, the OCP maintains cooperation relations 
with several countries throughout the world. Moreover, the first importer of the Moroccan 
P2O5, with an average of 0,97 MT over the period 2009-2013, benefits from the total 
production of the joint-venture Indo Maroc phosphor " Imacid ". The strong need for 
supply of India in this material  has its origin in the Indian agricultural policy which falls 
within the scope of the objective to increase the yield of crop land to ensure an agricultural 
self-sufficiency, while mastering the costs of inputs through the granting of a direct 
subsidy to produce fertilizers from the national ammonia. With Pakistan, the OCP also 
created a joint-venture «Pakistan Morocco Phosphor limited company.» In 2004 intended 
to produce annually 375 thousand tons of P2O5, about 90 % of which to satisfy the total 
need of the Pakistani shareholder. Thus, the imports of Pakistan in phosphoric acid of 
Morocco increased from 0,04 MT between 1999 and 2003 to 0,32 MT over the period 
2009-2013. 

Morocco increased its imports of ammonia, over the period 2009-2013, to reach   
the annual average of 0,86 MT, against 0,46 MT during the period  2004-2008, and 0,57 
MT over the period 1999-2003. This growth reflects the integration of the OCP 
downstream to the sector for a swing of a party of its rock imports towards fertilizers. Its 
first three suppliers - Ukraine (54 %), Russia (7 %) and Egypt (6 %)-monopolize 67 % of 
the supply of Morocco of this product between 2009 and 2013, while the part of the first 
three supply countries for the period 1999-2003 was 84 %( Russia with 43 %, Ukraine 
with 27 % and Algeria with 15 %). Thus, the OCP aims towards the control of its 
dependence towards a reduced number of countries regarding supply in ammonia by 
widening the range of its suppliers. 
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Table 6: the main ammonia supply countries of Morocco    

 
Source : Elaboration DEPF, data Office of Exchanges 

2.  The maritime transport offer : two contrasting trends 

2.1.  A development process of the maritime transport infrastructures 
  

 Morocco has 12 commercial ports through which transited 100, 8 MT for 2013,   
including 75 % of the national traffic (Import-export) and 25 % of transshipment traffic 
in the port of Tangier Med. Most of these ports have a non-specialized vocation, and offer 
to their main operators a total annual capacity of about 243MT. 
 
 
 
 

 Table 7: characteristics of the Moroccan  trading ports    in 2013 
 

Port of 
 

Weight in 2013 
 

Specialty 
 

Multimodal linking 
Capacity (1000 T) 

exploited theoritical 

 Nador  3%  of traffic 

Import-export9
  

 3,5 % of 

cabotage10 

   Cereal, ores, Coal and coke 
hydrocarbons, diverse Conventional  
 · Containers, TIR,Ro-Ro 

  · Main road N°39 Al Hoceima and 
Melilla, Mediterranean bypass, highway 
Rabat Oujda  
 · rail road Line Nador Taourirt. 

 5152  13200 

Mohammedia  16% of traffic 
Import-export  
 46 % of cabotage 

 
  hydrocarbons 

  · Highway Casablanca and Rabat; - the 
main road 1 connecting Casablanca in 
Rabat  
 · Connection on the way Casablanca - 
Rabat 

 17400  24200 

 

Kenitra 
 Ores, diverse conventional 

 305  867 

                                                 
9  Domestic traffic. 
10 Traffic between the national ports reserved exclusively for the national flag for the transport of hydrocarbons. 

Poids  % poids % poids %

UKRAINE 185 32,1% UKRAINE 44 9,4% UKRAINE 350 40,9%

TRINITE-ET-TOBAGO 12 2,1% TRINITE-ET-TOBAGO0 0,0% TRINITE-ET-TOBAGO55 6,4%

EGYPTE 6 1,0% EGYPTE 9 2,0% EGYPTE 37 4,3%

ARABIE SAOUDITE 0 0,0% ARABIE SAOUDITE 46 9,9% ARABIE SAOUDITE 42 4,9%

ALGERIE 62 10,8% ALGERIE 95 20,5% ALGERIE 31 3,6%

NIGERIA 0 0,0% NIGERIA 0 0,0% NIGERIA 43 5,0%

RUSSIE 177 30,8% RUSSIE 162 34,8% RUSSIE 60 7,0%

IRAN 0 0,0% IRAN 14 3,1% IRAN 54 6,3%

ESPAGNE 6 1,0% ESPAGNE 34 7,2% ESPAGNE 18 2,1%

QATAR 12 2,1% QATAR 0 0,0% QATAR 37 4,3%

Autres 115 20,1% Autres 60 13,0% Autres 129 15,1%

Total général 574 100,0% Total général 464 100,0% Total général 857 100,0%

1999-2003 2004-2008 2009-2013
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 0,4% of traffic 
Import export  

 

  The port  of Kenitra is connected to the 
networks of national, motorway, 
railroad transport (TGV project) and 
aerial (airport of Rabat in 25 km) 

Casablanca  32% of traffic 
Import export  

   Cereal, ores, Coal and coke  , diverse 
Conventional  
 · Containers, TIR,Ro-Ro 

   Two boulevards serve five front doors 
of the commercial harbour. It is 
endowed with a railroad network of the 
ONCF 

 30621  38100 

Jorf Lasfar  24% of  traffic 
Import export  
 4 % of cabotage 

  Cereal, ores, Coal and coke 
hydrocarbons, diverse Conventional  
 · Containers, TIR,Ro-Ro 

  · Country road 301 connecting El Jadida 
to Safi  - Country road 316  - Main road 1  
 · railroad Line Safi-Benguerir 

 19615  38210 

Safi  8% of traffic 
Import-export  
 4 % of cabotage 

  Cereal, ores, Coal and coke 
hydrocarbons, diverse Conventional  
 · Containers, TIR,Ro-Ro 

    Main road 1 connecting  the 
axis  Agadir to the axis Marrakesh Safi 
 ·  railroad Line Safi-Benguerir 

 8847  8200 

Agadir  5% du traffic 
Import-export  
 18 % of cabotage 

  Cereal, ores, citrus fruits and scoops, 
frozen fish, Coal and coke, diverse   
Conventional 

   Highway Marrakesh-Agadir; main road 
1 from Essaouira; main Road 40 from 
Marrakesh 

 4254  6000 

Laâyoune  4% of traffic 
Import-export  
 14 % of cabotage 

   Ores, hydrocarbons, diverse    
Conventional 

  Main road 1 connecting  Laâyoune with 
Lagouira. airport Hassan I of  Laâyoune  
approximately 25 km from the port  

 5460  5460 

Dakhla   0,5% of traffic 
Import-export  
 3 % of cabotage 

   Hydrocarbons, fresh  pelagic fishes, 
the products of the deep-sea fishing … 

  · Main road 1 connecting Laâyoune 
with Lagouira  
 · Airport of Dakhla situated in 
approximately 9 km from the port 

 412  424 

Tan-Tan  0,2% of  traffic 
Import-export  
 8 % of cabotage 

 
 Hydrocarbons 

  Route main RP n°01 connecting  Agadir 
with Laâyoune, in 25Km in the South of 
the city of Tan - Tan and in 330Km in the 
South of the city of Agadir 

 225  225 

Tanger Med I et 
II 

 7,4% of traffic 
Import-export  
 100% of 
transhipment 

   Cereal, hydrocarbons, diverse   
Conventional,  
 ·Containers, TIR, Ro-Ro 

  108000  108000 

Source : Elaboration DEPF, data ANP Total 200 291  242 884 

 

 During the period 2008-2013, the harbour traffic (import-export) achieved, in 
accumulation, approximately 352 MT, with an ascendancy of the ports of Casablanca, Jorf 
Lasfar, Mohammedia, and Safi with respectively 32,5 %, 22,7 %, 15,6 % and 7,8 %. This 
traffic significantly progressed (+57 %) between the periods 2008-2013 and 1993-1997.  

 
This period was characterized by the implementation in 2008 of the port of Tanger-

Med (4,2 %) the capacity of which increased to 108 million tons that is to say 54 % of the 
exploited capacity and 45 % of the theoretical capacity of the set of the national 
commercial ports notably because of its almost professional expertise in containerized 
traffic. Moreover, every DWT of container ships assures on average 27 times more 
maritime exchanges than a DWT of bulk. 
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Graph 23: harbour Traffic (Import - export) in millions of Tonnes 

 
Source : Elaboration DEPF, data ANP 
 

 

 This evolution is largely understandable by the dynamism of the Moroccan 
economy begun during this last decade under the impulse, in particular, the various sector-
based strategies (energy strategy, strategy of the OCP, Emergence Plan, green plan 
Morocco, Halieutis plan), structural reforms (liberalization of the sector of hydrocarbons 
distribution) and of the opening process of the national economy (free trade agreements) 
started by Morocco during the last decade.  

 

This process is expected to accelerate more in the next years corollary to the 
acceleration of the sector-based strategies which begin their real cruising speed and the 
launch of new plans following the example of the new industrial strategy 2014-2020. To 
put Morocco in line with its ambitions, a harbour strategy was implemented in 2012 to 
increase the capacity of the Moroccan ports to be able to meet a growing demand in terms 
of the quality of the offered services. 

 
 This strategy relies on a global demand (traffic and transshipment) from 290 MT 

to 370 MT on the horizon 2030 instead of 92 MT in 2010, and plans, consequently, a 
strong change in the structure of the harbour traffic. 
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 Graph 24: harbour Traffic on the horizon 2030 

 

 The harbour strategy of Morocco on the horizon 2030 aims at ensuring  a 
harmonious and integrated development in the ports of the Kingdom which will be 
grouped in six harbour poles: 11pole of the Oriental (Nador port), pole of the Northwest 
(port of Tangier and Tangier Med), pole of the area Kenitra-Casablanca (port of 
Casablanca, port of Mohammedia, and port of Kenitra), pole Abda-Doukkala (port of 
JorfLasfar and port of Safi), pole of Souss-Tensift (port of Agadir) and pole of the ports 
of the South (port of Tan-tan, port of Laâyoune and port of Dakhla).  

 
This harbour grouping, the investment budget of which is estimated  at more than 

74 billion dirhams, would allow to align the management and the organization of the 
Moroccan ports  with the international standards and take into account the territorial 
declension as way of governance to create a modern, coherent and successful harbour 
system based on the management of complementarities and the creation of the synergies 
between the various ports. 

 
This territorial diversification of the harbour offer can support the regional 

vocations of the coast (Exp. of agriculture and fisheries for Souss-Massa-Drâa through 
Agadir). This harbour regionalization falls within the scope of the objective to create   
dynamics in the whole of the Moroccan ports.  It consists of relieving congestion in the 
maritime traffic in the main ports by exploiting the capacities which remain underutilized 
in certain ports (secondary or specific). Indeed, Morocco grants a particular attention to 
the development of the harbor facilities to win in terms of fluidity and swiftness in the 
treatment of goods. 
  

                                                 
11 A port pole is a geo-economic and strategic grouping of the ports of a region or an area around one or more major 
ports. It provides a regional vision of port strategy and enhances the comparative advantages of each cluster, its 
economy, its infrastructures, its ports and its cities 

 In Thousands of tonnes 

 2010 2030*  

 

 Cereal 6,9% 2,2% 

Brute and refined Hydrocarbons 17,9% 13,6% 

 Hydrocarbons - transshipment 0% 11,3% 

 Liquefied natural gas ( LNG) 0% 1,7% 

 Coal (without gas) 6,5% 9,5% 

 Phosphated products 28% 16,7% 

 Citrus fruits (in conventional) 0,2% 0,5% 

 Import-export containers 9,8% 15,6% 

 Transshipment containers 25,2% 24,3% 

Ro-Ro 5,3% 4,6% 

*(Three scnarios average H1, H2 et H3) 

Source : Elaboration DEPF, data the port strategy 2030 
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 Table 8: cost estimate of construction and development of the main ports  

Pole of  Ports  vocation Montant 
(Mdh) 

Oriental  Nador City Optimisation, 
reconversion 

passengers 510 

Nador WM Creation  Coal, LNG, bulk, hydrocarbons 8810-9600 

Nord-west  Tanger City  Reconversion 
yachts - Cruise 

 yachts - Cruise 2340 

Tanger-Med   Containerized traffic, liquid 
bulk, diverse goods, Ro-Ro 

 

Kenitra-
Casablanca 

Kenitra atlantic Creation  Traffic no unit : the 
conventional traffics and bulk, 
hydrocarbons 

5930 

Mohammedia Externalisation and 
improvment 

 Hydrocarbons, Vrac, diverse 
goods 

2430 

Casablanca Aménagement et 
extension 

Containerized traffic and Ro-Ro 9540 

Abda-
Doukkala 

Jorf Extension   Hydrocarbons, coal 3730 

Jorf new dock Creation  Energy (Hydrocarbons) 14094 

Safi   Cereal, conventional, containers 
in feedering12 

800 

Safi new port bulk 
carrier 

Creation  Coal, phosphated products 10800 

Souss-Tensift  Agadir  Containers, fishery 3930 

South   Tan-Tan Extension  Fishery, trade 520 

Tan-Tan wharf13 

coal 

Creation Coal 1390 

Laâyoune Extension generalist 1210 

Tarfaya Extension Car-ferry (tourism) 500 

Boujdour Extension fishery 1130 

Dakhla atlantique Extension Fishery, trade, yachts 6540 

    74204 -
74994 

Source: Elaboration DEPF, data the port strategy   2030 

 
 

However, the Moroccan harbour system could not be successful and competitive 

without harbour quality services,   namely the services in ships14 (piloting, towing, 

mooring services and supply), which are  entrusted to  operators within the framework of 

                                                 
12 the carriage of containers between the main ports of call of the big container vessels in secondary ports geographically close but not directly 

served.                                                                      
13 Landing stage without central reservation where ships can tie up to the right or to the left unlike a quay, allowing the accosting of a single side. 
14 Piloting services: A service provided by a pilot to the ship master to bring in and out the ship from the port. Towing: Providing assistance to vessels to move safely to the wharf by 

means of trailers and with the assistance of a crew. Mooring services: mooring assistance actions, unloading vessels on arrival, departure or also their movement (leaving the berth) 

within ports. It consists in putting the moorings of a ship on bollards or dolphins and vice versa. Victualling: Supply of the necessary goods, supplies and fuels on board a vessel.                                                                                                  
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authorizations; either those connected to the management of commercial activities 
(handling aboard ships and alongside the quay,  storage ,  clocking in , weighing, sruffing 
and of containers, load and unloading of trucks, etc.) and  who  are  entrusted to the 
concessionary operators of harbour terminals. In this sense, it should be noted   that Marsa 
Maroc is the main harbour operator in Morocco and covers several segments of the traffic 
(bulk, containers and carter) in 9 commercial harbors. This presence strengthened these 
last years, with, in particular, the conclusion of two agreements of concession with the 
TMSA for the exploitation of the container terminal TC4 of Tangier Med II in 2009, and 
with the ANP for the exploitation of the container terminal TC3 of the port  of Casablanca 
in 2013.  
 

 Table 9: the main harbour operators in Morocco 
Operator Port Activity Anual Capacity a/or 

traffic en 2012 
Part of the market in 
the global national 
traffic  2014 

Marsa Maroc  Casablanca, Tanger 
Med, Mohammedia, 
Nador, Agadir, Safi, Jorf 
Lasfar, Laâyoune, Dakhla 

 Conventional traffics, solid, 
liquid bulk  , containers 

 35,9 MT   46% 

Somaport  Casablanca  Containers (TC 2) 

 Polyvalent terminal 

 300 thousand 
EVP/year,  

 1Million units /year 

 5% 

Groupe OCP  Casablanca 

 Jorf Lasfar 

 Terminal of phosphates ;  

 Phosphated produits  

 18 MT/year   27% 

Mass Céréales Al 
Maghreb 

 Casablanca  

 Jorf Lasfar 

  Terminals of unloading and 
storage of cereal 

 48%   4% 

SOSIPO  Casablanca, Nador, Safi, 
Agadir 

 Cereal  30%   3% 

JLEC  Jorf Lasfar  Coal terminal    6MT/year  7% 

Eurogate  Tanger Med   Transshipment  1,3 million EVP 
/year  

 8%15 
APM Terminals  Tanger Med   Transshipment  1,8 millionEVP/year  

 Source  ANP, Marsa Maroc, Somaport, OCP Groups, JELEC, EUROSPOILED, APM Terminals Tangier; 
 

  Obviously the quality of the harbour services improved these last years. According 
to the report of the World Economic Forum on “the competitiveness of Africa 2015 ", 
Morocco is ranked 72nd, among 144 countries, in terms, of the global index of 
competitiveness 2014-2015, realizing, thus a gain of 5 ranks compared with 2013-2014 
when Morocco occupied the 77th position. The same report shows that Morocco is 
positioned well at the world level in terms of the quality of the global infrastructures (55th 
position) and specially the harbor facilities (43rd position). This improvement is essentially 
due to the strengthening of the harbor facilities by the construction and the 
implementation of Tangier Med. The Moroccan maritime transport is marked these last 
years by the development of the freight on regular lines which showed itself by the 
improvement of the maritime connectivity of Morocco. Moreover, on 157 countries, the 

                                                 
15 common part of both operators                                                                                                                                                                

http://fr.wikipedia.org/wiki/%C3%89quivalent_vingt_pieds
http://fr.wikipedia.org/wiki/Phosphate
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index of connectivity of the regular maritime transports (LSCI) of Morocco16 increased 
from 8, 68 in 2005 to 68,28 in 2015 ranking, thus 16th  instead of 83rd  in 2005. 

 
Tableau 1 : Quality of harbour infrastructure of Morocco in 2014 

 Index of 
logistic 

performance 

Complexity 
of customs  
procdures 

Deadline 
before 
(days) 

Necessary 
Documents for  

(number) 

LSCI Quality 
of 

ports 

 1-5 1-7 export impor
t 

export impor
t 

0-100 1-7 

Egypt 2,97 3,8 2,0 3,0 8 10 61,8 4,2 

France 3,85 4,7 1,0 1,0 2 2 75,2 5,2 

Italy 3,69 4,0 1,0 2,0 3 3 67,6 4,5 

Morocco 3,03 4,3 3,0 3,0 4 6 64,3 4,9 

Poland 3,49 4,3 1,0 2,0 5 4 51,1 4,0 

South Africa 3,43 4,1 2,0 2,0 5 6 37,9 4,9 

Spain 3,72 4,8 3,0 2,0 4 4 70,8 5,8 

Tunisia 2,55 3,4 1,0 2,0 4 6 7,5 3,9 

Turkey 3,50 3,8 2,0 2,0 7 8 52,4 4,4 

MENA 2,50 3,4 2,9 4,0 6 8 … 3,7 
Source : World Bank 
 

 The harbour flow of containers in the Moroccan ports reached 2,5 millions TEU 
in 2013 against 561 thousand TEU in 200416. Nevertheless, it should be noted that 
Morocco developed, essentially, the regular maritime transport on the short and the 
average distances, while a lack lies in the long lines. 

 
 

Table 2 : The connectivity Index of the regular maritime transports 
 Containers flow(in 1000 TEU) LSCI 

 2004 2008 2012 2013 2004 2008 2012 2013 2015 

Algeria - 225 308 343 10 7,75 7,8 6,91 5,92 

Egypt 2960 6099 8047 7143 42,86 52,53 57,39 57,48 61,45 

Libya - 175 203 434 5,25 5,36 7,51 7,29 5,93 

Morocco 561 919 1800 2500 9,39 29,79 55,09 55,53 68,28 

Tunisia - 425 513 572 8,76 6,95 6,35 5,59 5,71 

Turkey 2961 5218 6230 728 25,6 35,64 53,15 52,13 51,97 

Spain 8270 13461 14185 14020 54,44 67,67 74,44 70,4 84,89 

France 3954 4672 5897 6372 67,34 66,24 70,09 74,94 77,06 

Italy 9468 10530 9941 12165 58,13 55,87 66,33 67,26 67,42 

Poland 428 859 1263 1805 7,28 9,32 44,62 38,03 51,19 

Japan 16436 18944 18476 19688 69,15 66,63 63,09 65,68 68,82 

Indonesia 5369 7405 9325 10790 25,88 24,85 26,28 27,41 26,98 

South Africa 2615 3876 4424 4595 23,13 28,49 36,83 43,02 41,41 

 Source: World Bank (flow of containers) and UNCTAD (LSCI) 
 

                                                 
16 World Bank figures                                                                                                                           
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 On the procedural plan, the treatment of goods became more successful to the 
extent that the time required for import and for export was reduced with a control of the 
container’s cost. By effect, Morocco is better positioned compared with similar countries, 
and gets closer to advanced economies. 
 

Graph 2 : Average necessary deadline and the cost by container in 2006 and 2013 

Source : Elaboration DEPF, data  World Bank 

 
2.2.  A national flag in decline in an international context favorable for developing countries 
 

 The international maritime trade has more than doubled on the last two decades, 
to the extent that the loaded goods increased from 4 MMT in 1990, to approximately 6 
MMT in 2000, then to 9,2 MMT in 2012. It registered in the periods 1990-2000 and 2001-
2012 respective average annual growths of 4,1 % and 3,7 %, superior to those of the world 
GDP which were 2,8 % and 2,6% respectively. 
 

 Graph 26: evolution of the international maritime traffic (loaded goods) 

 
Source : Elaboration DEPF, data CNUCED 
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 The progress of the international maritime trade is essentially due to the evolution 
of the solid goods which increased from 2,25 MMT in 1990 to 3,82 MMT in 2000 and to 
6,33 MMT in 2012. Thus, their part rose to 69 % in 2012 against 56 % in 1990, and in the 
detriment, in particular, of the gross goods whose part fell by 13 points, increasing from 
32 % in 1990 to 19 % in 2012. It should be noted that developing countries occupy an 
important place in the world maritime trade, with a part which amounts to almost 60 % 
for the year 2012 against 34,5 % and 5,9 % for respectively the developed countries and 
the countries in transition. 

 

Graph 27: composition of the world maritime traffic for 1990, 2000, and 2012 

 
 Source: elaboration DEPF, data UNCTAD 

 
 The demand growth of the maritime transport involves inevitably a progress of the 

capacity of the world maritime fleet. Indeed, the latter, which rose to 1628,8 millions “ 
dead weight tons (DWT)”  in 2013, consists of 42 % of bulk carriers, 30 % of tankers, 13 
% of the container ship, 5 % of the ships of classic loads and 10 % of the other ships.  

Over the years, this structure knew a certain modification which reflects that of the 
demand. Thus, the part of bulk carriers in the world fleet progressed, between 1990 and 
2013, by 7 points to the detriment of the tankers which represent 30 % in 2013 against 37 
% in 1990. The world fleet knew, also, the strengthening of the container ship the part of 
which increased from 4 % to 13 %. On the other hand, a strong downward trend 
characterized the evolution of the ships of classic loads, the weight of which decreased by 
11 points over the same period.  

 Graph 28: composition of the world maritime fleet 

 
 
 
 
 
 
 
 
 
 
 
 
Source: elaboration DEPF, data UNCTAD 
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 Nevertheless, this structure of the world fleet does not reflect the importance of 
every type of ships in the maritime trade. Moreover, container ship the part of which    
does not exceed 13 % of the world fleet, contribute at the level of 52 % to the maritime 
trade by value. This reflects that in monetary value, every (DWT) of container ships 
provide on average 27 times more maritime exchanges than a (DWT) of bulk carriers17. 

2.2.1 A strong regression of the Moroccan trade maritime fleet  

 The fleet under Moroccan flag counts 86 ships in 2015 for a tonnage of 145mDWT 
(one thousand tons heavy truck), which consists of 7 container ship (53, 3 % of the total 
tonnage), of 71 other ships (32, 7 %), of 6 ships of classic loads (6 %) and of a tanker (3, 
3 %). This fleet, the capacity of which reached 593 m DWT in 1992, knew, during the last 
two decades, an annual average regression of 7 %, as well as a deep change in its structure.  
Indeed, the year 1994 is a striking date as far as the national fleet lost more or less the third 
party of its tonnage after the abolition of all bulk carriers. In 1999, Morocco has more 
than doubled its tonnage in container ship which increased from 10 m DWT to 22 m 
DWT, and reached its highest level in 2007 with 90 m DWT. Since then, a contraction 
showed itself and was translated by a reduction of 55 m DWT in 2012. 

 
 Table 12: evolution of the capacity of the global maritime fleet of certain rival and/or nearby 

countries of Morocco 
1000 
WDT 

1990 1995 2000 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 

Algeria 964 1093 1111 913 882 777 744 755 765 787 802 748 748 789 

Libya 1463 1219 667 100 104 99 97 425 1405 1418 1405 1401 1402 1410 

Morocco 594 391 384 387 390 365 336 346 332 127 145 141 150 145 

Tunisia 447 176 170 133 124 122 13 83 97 409 334 367 338 337 

Egypt 1796 1899 2093 1644 1616 1646 1703 1540 1518 1583 1787 1702 1669 1506 

Poland 4490 3556 1855 101 124 126 115 136 131 78 65 68 82 114 

Spain 6461 1817 2053 2655 2541 2689 2746 2711 2555 2556 2521 2469 2313 1964 

Turkey 5477 9114 10174 7048 7621 7254 7300 7476 7878 8704 9627 10123 9187 8820 

Italy 11524 9335 9769 11316 12074 13279 13267 14415 17276 18017 20748 20794 20193 17554 

France 6653 6455 7293 6311 7297 7635 7922 7926 8822 6895 8433 7437 7641 6883 

 Source: UNCTAD 

 

Regarding tankers, the Moroccan fleet included on average 16 mDWT over the 
period 1999-2003 against 114 mDWT for the period 2004-2008 and 11 mDWT between 
2009 and 2015.  

 

The ships of classic loads and other ships also saw their tonnage narrowing 
decreasing so respectively from 128 mDWT  and 222 mDWT  in 2002 to 9 mDWT and 
49 mDWT in 2015.  

                                                 
CNUCED.                                                                                                                                                 
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Therefore, and at the end of 2015, the Moroccan fleet with a capacity of 145 
mDWT poorly classified compared with his neighbors of the North African region among 
which the fleets of Algeria, Tunisia, Libya, Egypt achieving respectively 789mDWT  , 
337mDWT, 1 410mDWT and 1506mDWT, as well as the European neighbors (France 

with 6883 mDWT and Italy with 17554mDWT).  

However, this reduction was so remarkable in Spain and in Poland with fleets the 
respective capacities of which decreased from 6461 mDWT and 4490 mDWT in 1990 to 
respectively 1964mDWT and 114mDWT in 2015.   

 
 Graph 29: evolution of the composition of the fleet under Moroccan flag (in mDWT) 

 

 
 Source: elaboration DEPF, data UNCTAD 

This loss in capacity of the Moroccan fleet, in particular, and that of certain 
countries of the Mediterranean region, is due to the decline of the national flag. Thus, 
Morocco at the end of 2012 had just 14 trading vessels (among which 6 container ships, 
7 ships of classic loads and 1 tanker of a tonnage of 7321 mDWT against 174 mDWT in 
2000.  

Therefore, after the bankruptcy of the Comarit/Comanav Ferry Company in 2012, 
the IMTC group, important Moroccan private shipowner with 7 container ships, 2 carters, 
2 ferries until recent date, sold 3 container ships to the German shipowner Lloydslist in 
2013. Consequently, the participation of the Moroccan flag in the foreign trade remains 
limited compared with that of the foreign shipowners which monopolized 93 % in 2012, 
notably because of the total absence of the Moroccan shipowners on the segment of the 
bulk traffic which represents the majority of the maritime traffic (77 %).   

 This situation is due to the lack of competitiveness of the shipping companies 
which appear unable to cope with the structured competition of the leaders of this activity 
(Maersk, CMA-CGMA …). Indeed, the big multinationals of the maritime transport 
improve their exploitations by appealing to the most attractive registrations in terms of 
financing and administrative efficiency. These companies go so far as to sign technical 
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agreements (division and space allocation) such as the case of the big European carriers 
(the Danish MAERSK, Italian MSC and French CMA-CGM18). Yet, most of these 
companies serve Morocco or rival ports which are on sea routes near Morocco. 

 The decline of the national flag has, also, negative consequences on the sailors who 
constitute an essential pillar of the maritime transport, and the work of which is governed, 
in particular, by the texts of the national regulations, with the coexistence of the texts of 
the international regulations (International Labour Organization and the international 
maritime Organization). The sailors aboard the Moroccan ships of trade, whose number 
reached 2350 in 2012 with 1650 sailors and 700 officers, received a training adhering to 
the prescriptions of the international convention on the training standards of the people 
of the sea, the delivery of certifications and watchkeeping (Convention STCW). 

The disappearance of the national flag means an involuntary unemployment in the 
maritime sector which knows at present a high unemployment rate. To remedy it, the 
stakeholders proceed to increase the number of the ship’s navigation personnel what 
resulted in an excess staff in the Moroccan ships, while, in a context characterized by the 
limitation of the Moroccan maritime fleet, deeper discussions deserve to be held so as to 
make the maritime staff benefit from a cross-training (harbour and maritime jobs) which 
would allow them to take advantage of the current expansion of the harbour sector. 

 
           Morocco could, also, take advantage of the development of the Manning19 
companies, and to deal with the export of the maritime services in the world flag. 
Indeed, it seems necessary to act in the sense of facilitating the mobility of the Moroccan 
sailors to navigate to edges of the foreign ships. Thus, the review of the legal arsenal 
regulating the work of the sailors is of a major importance, because it includes capacities 
- which can be considered as stiff and binding - which do not serve the interest of the 
maritime staff. As an example, we quote the contract of maritime commitment, which is 
generally for an indefinite period, between a shipowner or his representative and a sailor, 
and which undertakes the latter to carry out a service aboard a ship flying the Moroccan 
flag. 

 

2.2.2  A decline which showed itself by a deficit in the maritime transport services  

 Morocco registered a surplus of the services (+46, 7 billion dirhams in 2013) which 
has strengthened since 2001. However, as the latter benefits completely from the good 
performance of the travel services balance (46, 5 billion dirhams in 2013), other corporate 
services (+8, 3 billion dirhams in 2013) and services of communication (4,7milliards of 
dirhams in 2013), this surplus is soiled by the deficit of the services of transport (-5, 3 
billion dirhams in 2013). This deficit of the transport services exchanges is attributable to 

                                                 
18 Though France is the headquarters of the decision-making centers of the CMA-CGM group, only 22 of the Group's vessels flying 
the French flag          
19 recruiters of seamen on behalf of ship-owners                                                                             
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that of the maritime transport (-11, 7 billion dirhams in 2013) while that of the air transport 
is positive (+5, 1 billion dirhams in 2013). 

 
 

Graph 30: evolution of the revenues and expenditures of the transport services (in MDH)  

 
Source : Elaboration DEPF, data  Office of Exchanges 

 
 

 Thus, for the year 2013, the expenditures of the maritime transport services 
increased by 17,6 billion dirhams (respectively 24 % and 62 % of the expenditures 
connected to the services accounts and those of the transport) while revenues averaged 
4,1 billion dirhams (respectively 3% and 19% of the services and transport revenues) what 
brought the deficit to 11,7 billion dirhams against 3 billion in 2001 (with a rate of an annual 
average increase of 12 % over the period 2001-2013), that is to say 0,7 % of the GDP in 
2001 against 1,3 % of the GDP in 2013 

 
 

 

 Graph 31: evolution of the services exchanges of the maritime transport 

 
Source: Elaboration DEPF, data Office of Exchange 
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 Whereas for rival countries as Turkey and Egypt, the expenditures and revenues 
bound to the maritime transports services are more important than those of Morocco. 
These services allowed to achieve, for 2011, a credit balance increasing respectively to 1, 
6 and 1, 8 billion dollars against a 590 million dollar debit balance for Morocco 

 
 
 

 
 Graph 32: the maritime transports services for 2011 (in million dollars) 

 
Source: Elaboration DEPF, data OMC 
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Conclusion 

 

The important evolution of the trade structure of Morocco in the last two decades 
engendered a growing need regarding the maritime transport. It is a multidimensional 
need, in particular, with the new orientation of Morocco towards the opening on new 
business partners with the objective of reducing its strong dependence towards its historic 
partners. This diversification, certainly promising, involves, de facto, efforts supported 
also in statutory and legislative terms, harbor facilities that of effective and competitive 
maritime services to support the ambitions of Morocco to open on new markets.  Big 
efforts were, certainly, made during these last years (harbour reform, Tangier Med port, 
the development of the regular lines) and which showed themselves by the improvement 
of the maritime connectivity of Morocco (from the 77th place to 16th between 2004 and 
2015 according to the connectivity index of the regular maritime transports (LSCI) of 
Morocco20). However, important challenges still remain to recover to accompany the 
ambition of Morocco to strengthen its exports, in particular, towards regions with great 
growth potential (Africa, Latin America, Asia and the Middle East).  

 The analysis of the structure of the Moroccan maritime transport reveals the 
ascendancy of bulk carriers flows (dry and liquid) which represent the most important part 
of the demand of the maritime transport as the offer of the national flag is almost absent 
in this segment. Loose goods consist mainly of raw materials (cereal, coal, phosphates and 
hydrocarbons) and are generally characterized by a reduced number of operators (Exp. of 
the OCP) and markets (suppliers or customers).Taking into account of the differences in 
terms of the nature of products and factors determining their flows, every category of bulk 
carriers requires a particular transport. 

 Indeed, the maritime transport operators are expected to manage a set of structural 
and cyclical factors connected, in particular, to the fluctuations in the demand and in the 
offer in the world market, in the evolution of the national situation in the economic, 
political, climatic uncertainties and their repercussions on the volatility of the prices… The 
sectors of transport and the trade which are strongly interdependent, certainly, do not 
follow the same logic. Indeed, the strategies of production and marketing of 
importers/exporters serving to secure outlets and/or to diversify the suppliers are 
beneficial for the industrial, agricultural operators … but they hinder the development of 
big national carriers. The maritime transport demand is scattered, from then on, and 
fluctuating. Nevertheless, it is increasing and long-lasting given that Morocco is the first 
exporter of phosphates, an important importer of cereal and a net importer of coal, 
hydrocarbons, sulfurs and  ammonia …  
  

                                                 
Annual connectivity index of liner shipping, CNUCED, 2004-2015. 
http://unctadstat.unctad.org/wds/TableViewer/tableView.aspx?ReportId=92.                          

http://unctadstat.unctad.org/wds/TableViewer/tableView.aspx?ReportId=92
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Box 1 : synthesis of the maritime traffic by partner and product  

 

     

     

 

     

     

Source: Elaboration DEPF, data Office of Exchange 
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development and the upgrade of the maritime transport infrastructures. In this domain, 
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Morocco in the international rankings. On the other hand, the maritime offer accuses 
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certain delay since its evolution does not accompany the progress of the harbour offer, 
and does not reflect continuous progress of the commercial activity of the country.  In this 

context, it’s clear that the reduced number of the ships flying the national flag does not include 
bulk carriers to transport bulk products. 

 The deflagging is the main plague with which the Moroccan maritime fleet is 
confronted. As a consequence, Morocco is not a carrier, and the Moroccan loaders 
(unloaders) choose the incoterms which exclude the national maritime transport and the 
annexed services, because these remain not controllable for them. This situation was 
reflected on the balance of payments which shows an important deficit regarding the 
maritime services.  Consequently, it’s appropriate to encourage the merger between 
loaders and shipowners to ensure the optimize use of the national flag especially as the 
national foreign trade is characterized by its product-market concentration.  Besides, it’s 
appropriate to perpetuate the exclusivity of the national coastal navigation of 
hydrocarbons and consider the opportunity to widen it in other segments such as building 
materials and this is true in spirit of opening, more pronounced to the regions of Morocco, 
in particular, the provinces of the South. 

 This exclusivity for the national flag could be considered on certain imported 
products (coal, oil, refined, suffer, common wheat) with a determined quota (two thirds 
of the tonnage in tons miles) while giving itself the ways to guarantee the maritime offer 
to protect the supply and guarantee the competitiveness of the operators such as the 
distributors for the case of the sophisticated petroleum products 

The national flag did not take advantage of the expansion of the world fleet (by 
number and by capacity). Indeed, the sector of the world maritime transport knew a global 
progress which affected the shipbuilding, the property, the registration, the exploitation 
and the recycling of ships and recruitment of staff. The part of developing countries in 
this evolution is consequent to the extent that the shipowners of two third parts of the 
world fleet and twelve developers of containers of the Top 20 emanate from developing 
country.  Besides, in 2015, about 42 % (in terms of tonnage) of ships were registered in 
Panama, in Liberia and in Marshall Islands as the countries of the Indian subcontinent 
(India, Bangladesh and Pakistan) concentrate about 70 % of the recycling21 activities. Thus, 
the world fleet increased from 630mDWT in 1990 to 1749 m DWT in 2015, that is an 
annual average progress of 4,2 % against an annual average reduction of 9 % in the 
Moroccan fleet. Hence, the part of the national fleet in the world fleet remains extremely 
low (0,01 %) because of the conjunction of several factors making that Morocco is in 
phase shift with its international context regarding the maritime offer. 

 First of all, ships flying the Moroccan flag are registered in the Moroccan 
international register (RIM) according to the conditions of registration of ships stemming 
from the Convention of United Nations (1986), and the main objective of which consists 
of facilitating the identification and the determination of the responsibility of the people 
responsible for ships, of allowing the national Flag to exercise actually its jurisdiction and 

                                                 
21 Review of Maritime Transport 2015 », UNCTAD, October 2015.                                                 
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its control over ships flying its flag according to the authentic link existing between these 
two parts. Yet, the national registers appeared to be non attractive for ships, which led 
several countries worldwide to create parallel registers (open registries) offering 
advantages to the  owners/developers in particular regarding the employment regulations 
and tax system. At present, the weight of ships flying a foreign flag in the world fleet 
increased to 76 % (in TPL).   

 Morocco did not make any commitment in this perspective, while it allowed several 
developing countries to display among the main  flags of registration (as for example 
Liberia and Marshal Islands who have no national flag, and Panama and the Republic of 
Malta who have a very reduced national flag . Therefore, further consideration should be 
given to the creation of the second register including, in a progressive way, the segments 
of the maritime transport by beginning, in particular, with the solid bulk before widening 
to liquid bulk. This register should benefit from a single window for a better administrative 
and fiscal treatment. 

 As such, it would be sensible to consider with the tax authorities and the public 
and private partners, the creation of a system of fiscal  taxation  according to the tonnage 
of the trade ships (tax tonnage) instead of the IS in order to give more visibility to the 
shipowners. Besides, it is appropriate to review and to update the dahir on the maritime 
commercial law ( DCCM) dating back to 1919 to provide the Moroccan maritime sector 
with a legal modern framework, adapted to the deep changes of the international maritime  
trade, favoring the development of the maritime services and guaranteeing the maritime 
security. 

 Besides, the shipbuilding industry is almost non-existent in Morocco while it 
continues, at the world level, a sustained momentum. This industry, which was strongly 
impacted by the crisis of 2008 (drastic reduction in the pad of orders which reached 
approximately 89 million raw tons compensated in 2012 against 194 million TBC in 
200822), offers real growth opportunities. The market of the world shipbuilding is 
characterized by the ascendancy of the Asian countries which monopolize about 94 % of 
market shares in 2014 (China (36 %), Republic of Korea (34 %), Japan (21 %) and the 
Philippines (Filipinos) (2, 9 %)23. Consequently, it would be appropriate to encourage in a 
first place the emergence of repair services or even shipbuilding in addition to all the 
related services (financing, insurances, technical management, human resources 
management). 

 Besides, in January 2015, 45,5 % of the world gross tonnage was detained by 
maritime transport companies from four countries only,  namely Greece (16,11 %), Japan 
(13,3 %), China (9,08 %) and  Germany24 (7,04 %). Ship owners’ countries use their ships 
for their own foreign trade and for the international maritime transport. Indeed, countries 
whose fleet capacity is lower than the maritime traffic, exploit the surplus of the world 

                                                 
22 for a real recovery of shipbuilding”, Conseil Confédéral Montréal, 12th to 14th March, 2014  
23 Review of Maritime Transport 2015 », UNCTAD, October 2015.                                                 
24 Review of Maritime Transport 2015 », UNCTAD, October 2015.                                              
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fleet to ensure the control of its maritime transport by proceeding to the chartering.  In 
the case of Morocco, where the flag has been facing, for a long time, a difficult time, the 
chartering, in particular, in bare-boat can turn out extremely useful to strengthen the 
Moroccan armament and strengthen the maritime jobs for the navigating and sedentary 
staff. As such, it’s appropriate to strengthen the profile of the navigating staff by a multi-
purpose maritime cross-training (harbour and maritime jobs) which allows them to take 
advantage of the expansion which the harbour sector is experiencing at present.  Indeed, 

the employment on the ground or in offshore asserts itself more and more as an important relay 
of career for the maritime jobs. 

The implication of the banking and financial sector is necessary to create new 
dedicated products. It is a question, in particular, of resorting to the financial market which 
can play an undeniable role in the financing of the maritime investments. It is a question, 
also, and this is true under certain conditions, of making the shipowners benefit from the 
early depreciation who favor tax relief, or to exempt the capital gains from the security 
sales. Besides, the creation of agencies of credit-export to transform a maritime and 
financial risk into guaranteed risk could encourage the banking sector to support the 
investments financing of this sector.  The latter is, moreover, expected to innovate 
products that are relevant to the maritime peculiarities of the SME such as the "bridge to 
bond ", which allows the investor to finance his bank credit by a bond issue before even 
the sale of the constructed ship, or leasing (contracts called Bare Boat Hire Purchase 
(BBHP)). 

 Finally, in absence of a voluntarist maritime policy, the development of a successful 
and competitive maritime transport seems to be difficult. Public authorities should 
implement incentive measures in the maritime investment to improve the attractiveness 
of the shipbuilding industry for the private sector. In this sense, the government could 
also develop private public partnerships through, in particular, the creation of an entity of 
coordination between the various participants namely shipowners, loaders, the 
Department of the Merchant navy, the Department of the fisheries, the Department in 
charge of the environment, ANP…) which would be likely to strengthen the coordination 
of any upgrade strategy of this sector. This way was favored as shown by the strategic 
study currently being finalized by the Ministry of Equipment, Transport and  Logistics 
(METL) regarding the strategy of the Moroccan maritime transport sector which aims, by 
using the whole of the public concerned , private and academic partners, at bringing 
proposals and recommendations of institutional, statutory, organizational and operational 
order so that this sector plays completely its role of support to the national economy and 
its will to strengthen its opening to new markets.  
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Appendices 
 
 
Appendix 1: International conventions contracted by Morocco (at the end of June, 2015) 
   Convention title Date or conditions of 

Entry into force 
Contracting Governments 

C
o

n
tr

a
c
te

d
 b

y
 M

o
ro

c
c
o

 

  Convention  of the United 

Nations of 1974 relating to a 

code of conduct of the 

maritime conferences 

Entry into force  

October, 6th  1983 

Algeria, Arabia Saudi, Bangladesh, Barbados, Belgium, 

Benin, Burkina Faso, Burundi, Cameroon, Cape Verde, 

Chile, China, Congo, Costa Rica, Ivory Coast, Cuba, 

Egypt, Spain, Ethiopia, Russian Federation, Finland, 

France, Gabon, Gambia, Ghana, Guatemala, Guinea, 

Guyana, Honduras, India, Indonesia, Iraq, Italy, 

Jamaica, Jordan, Kenya, Kuwait, Lebanon, Liberia, 

Madagascar, Malaysia, Mali, Morocco, Maurice, 

Mauritania, Mexico, Montenegro, Mozambique, Niger, 

Nigeria, Norway, Pakistan, Peru, the Philippines, 

Portugal, Qatar, Central African Republic, Republic of 

Korea, Democratic Republic of the Congo, Czech 

Republic, United Republic of Tanzania, Romania, 

Senegal, Serbia, Sierra Leone, Slovakia, Somalia, Sudan, 

Sri Lanka, Sweden, Togo, Trinidad and Tobago, Tunisia, 

Uruguay, Venezuela (Bolivarian Republic of), Zambia. 

(76)   

   Convention of the United 

Nations on the transportation 

of goods by sea, in 1978 (Rules  

of Hamburg) 

Entry into force    

November, 1st 1992 

 Albania, Austria, Barbados, Botswana, Burkina Faso, 

Burundi, Cameroon, Chile, Egypt, Gambia, Georgia, 

Guinea, Hungary, Jordan, Kazakhstan, Kenya, Lebanon, 

Lesotho, Liberia, Malawi, Morocco, Nigeria, Uganda, 

Paraguay, Syrian Arab Republic, Dominican Republic, 

Czech Republic, United Republic of Tanzania, Romania, 

Saint-Vincent-et-les Grenadines, Senegal, Sierra Leone, 

Tunisia, Zambia. (34) 

 Convention of the United 

Nations on the international 

multimodal transport of goods 

in 1980 

 Not yet entered into force 

 - must be ratified by 30 

Contracting parties 

Burundi, Chile, Georgia, Lebanon, Liberia, Malawi, 

Morocco, Mexico, Rwanda, Senegal, Zambia. (11) 

 Convention of the United 

Nations in 1986 on the 

conditions of registration of 

ships 

 Not yet entered into force 

 - must be ratified by 40 

Contracting parties 

representing at least 25 % of 

the world tonnage, at the end 

of its appendix III 

Albania, Bulgaria, Ivory Coast, Egypt, Georgia, Ghana, 

Haiti, Hungary, Iraq, Liberia, Libya, Morocco, Mexico, 

Oman, Syrian Arab Republic. (15)  
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 International  convention on 

the privileges and the maritime 

mortgages in 1993 

 Entry into force  on 

September 5th, 2004 

Albania, Benin, Congo,  Equator, Spain, Estonia, Russian 

Federation, Lithuania, Monaco, Nigeria, Peru, Syrian 

Arab Republic, Saint-Kitts-et-Nevis, Saint-Vincent-et-les 

Grenadines, Serbia, Tunisia, Ukraine, Vanuatu. (18 

 International  convention  

in 1999 on the sequester of 

property of ships 

 Entry  into force on 

September 14th, 2011 

 Albania,   Algeria,   Benin,   Bulgaria, Congo,  Ecuador,   
Spain, Estonia, Latvia, Liberia, Syrian Arab Republic.   (11) 

 Source: «maritime Review of Transport 2015 ", UNCTAD, in October, 2015  
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