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This thesis investigates the contemporary condition of seafarers — a 
global yet often invisible population — by relating lifestyle and welfare 
systems. On board, the ship operates as a “total institution”, where work, 
rest and private life collapse into a closed hierarchical environment, 
producing isolation, stress and limited mental recovery. On land, the 
transformation of ports into hyper-efficient logistical devices — automa-
ted and detached from the city — drastically reduces shore leave: contact 
with solid ground becomes rare, hindered by compressed turnaround 
times and by physical and regulatory barriers.
Within this gap between theoretically recognised rights and their actual 
accessibility, the design proposal is located in the Port of Gioia Tauro: a 
strategic Mediterranean transhipment hub, emblematic for its industrial 
scale, distance from the urban fabric and lack of integrated welfare in-
frastructure. The site was also selected following direct discussions with 
Stella Maris volunteers, which revealed how assistance today often de-
pends on proximity-based initiatives rather than on stable and accessible 
spaces.
The project proposes a welfare structure capable of functioning during 
both short and extended port stays: refreshment areas, a shared kitchen 
conceived as the central device of sociality and domesticity, bathrooms 
reinterpreted as spaces of self-care, and rooms for prolonged stays. The 
compositional theme is the portico: a linear architecture partially exten-
ding over the water, forming a permeable waterfront that does not aim to 
alter the image of the port but to make it legible.
The building becomes a promenade connecting the leisure harbour and 
the container terminal, engaging with the nearby institutional buildings 
and opening to a mixed public: seafarers, port workers, navigators and 
citizens.
Through this work, the thesis argues for the need to reinterpret logi-
stical infrastructures not only as economic nodes but as human ecosy-
stems, where the right to pause, social interaction and physical presence 
on land becomes an integral component of maritime sustainability.
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La tesi indaga la condizione contemporanea dei lavoratori marittimi, 
una popolazione globale spesso invisibile, mettendo in relazione stile 
di vita e strumenti di welfare. A bordo, la nave si configura come una 
“istituzione totale”, dove lavoro, riposo e vita privata collassano in un 
ambiente chiuso e gerarchico, producendo isolamento, stress e difficoltà 
di recupero mentale. A terra, la trasformazione dei porti in dispositivi 
logistici iper-efficienti, automatizzati e separati dalla città riduce drasti-
camente la shore leave: il contatto con la terraferma diventa raro, ostaco-
lato da tempi di sosta compressi e da barriere fisiche e normative.
Su questa frattura tra diritti teoricamente riconosciuti e possibilità 
reali si innesta il progetto di tesi, localizzato nel porto di Gioia Tauro: un 
nodo strategico del transhipment mediterraneo, emblematico per scala 
industriale, distanza dal tessuto urbano e carenza di infrastrutture di 
accoglienza integrate. La scelta del sito nasce anche dal confronto diretto 
con i volontari di Stella Maris, che ha reso evidente come l’assistenza oggi 
dipenda spesso da iniziative “di prossimità” e non da spazi stabili e acces-
sibili.
Il progetto propone una struttura di welfare capace di funzionare du-
rante soste brevi e prolungate: spazi di ristoro, una cucina comune come 
dispositivo centrale di socialità e domesticità, bagni reinterpretati come 
luoghi di cura di sé, e camere per soste prolungate. Il tema compositivo 
è quello del portico: un’architettura lineare che si sviluppa parzialmente 
sull’acqua, costruendo un waterfront penetrabile, che non mira a cam-
biare l’immagine del porto ma a renderla leggibile.
L’edificio diventa una promenade che connette diporto e terminal 
container, dialoga con gli edifici istituzionali più prossimi ed è pensato 
per aprirsi a un’utenza mista: marittimi, lavoratori portuali, navigatori e 
cittadini.
Si sostiene, con questo lavoro, la necessità di reinterpretare le infra-
strutture logistiche non solo come nodi economici ma come ecosistemi 
umani, dove il diritto alla pausa, alla relazione e alla presenza fisica sulla 
terraferma diventa parte integrante della sostenibilità del trasporto ma-
rittimo.
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The maritime transport sector serves as the backbone of the global eco-
nomy, facilitating the movement of approximately 90% of all internationally 
traded goods(1)(2) . Despite this systemic centrality, seafarers—a nomadic 
workforce estimated between 1.3 and 1.5 million individuals—frequently 
remain an invisible social category, operating in contexts characterized by 
extreme geographical and relational isolation (3) . Their lifestyle at sea is 
defined by a unique combination of psychophysical stress, grueling work 
schedules, and a forced coexistence within confined spaces that simultane-
ously serve as both workplace and residence(4) .

1.	 The Ship as a “Total Institution”: 
Routine and Work Cycles

From a sociological perspective, the contemporary merchant vessel 
can be interpreted through the lens of Erving Goffman’s “total insti-
tution”: a confined environment where the barriers that normally 
separate the three spheres of life—sleep, leisure, and professional 
activity—are dismantled under a single authority (5). This condition 
imposes a “culture of sacrifice” upon seafarers, where individual 
well-being is systematically subordinated to the operational require-
ments of cargo management and navigational safety(3).

The Invisible Dimension: 
Lifestyle, Living Spaces, and Welfare Policies for 
Seafarers in the 21st Century
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The daily routine is dictated by rigorous “watch” systems. The most 
common cycles, such as “6:6” (six hours of duty followed by six hours 
of rest) or “4:8,” chronically fragment the circadian rhythm(6) . In 
a 6:6 cycle, a worker finishing their shift at noon has only six hours 
to eat, attend to personal hygiene, do laundry, communicate with 
family, and attempt to sleep before returning to duty at midnight. 
This fragmentation prevents the achievement of deep sleep phases, 
leading to chronic sleep deprivation that compromises long-term he-
alth (7)(8) . Unlike land-based workers, the seafarer never truly “goes 
home” at the end of the day. The constant hum of the engine, structu-
ral vibrations, and the rolling motion of the vessel penetrate even 
private spaces, making rest a feat of physical endurance rather than a 
restorative act .(9)
2.	 The Architecture of Confinement: Evolution of 

Living Spaces
Historically, the design of merchant ships has prioritized 
cargo capacity over the quality of crew accommodations(5). 
Naval architecture is, by nature, an exercise in extreme spatial 
compression. However, the quality of this physical environ-
ment has a direct impact on the personnel’s capacity for “men-
tal restoration” and recovery(10).
The cabin represents the only private space for the seafarer, 
a minimal shell intended to offer refuge from the rigid hierar-
chies of the ship. While modern vessels have trended toward 
single cabins with private en-suite facilities, approximately 
one-third of seafarers still consider their cabin size and sto-
rage space inadequate(9) . Ergonomics are often sacrificed for 
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technical efficiency: natural light is limited by small portholes 
(frequently obscured by containers), and individual climate 
control is rarely optimal. For younger seafarers, the lack of 
privacy is an increasing source of stress, particularly in multi-
national crews where forced proximity can exacerbate cultu-
ral misunderstandings or language barriers. The cabin is no 
longer just a place for sleep; it has become the primary site 
for digital communication with the outside world, effectively 
turning into a “technological cell” if internet connectivity is 
the only bridge to terrestrial reality.
Parallel to the standardization of cabins, there is a worrying 
trend toward the reduction of communal spaces in favor of 
commercial cargo. Messrooms and recreational lounges, once 
the focal point of group cohesion and social culture, have 
become increasingly cramped, often unable to accommodate 
the entire crew simultaneously. In many instances, dining 
and relaxation areas have been combined, eliminating the 
possibility of mentally “detaching” from the work environ-
ment. Furthermore, access to physical wellness facilities, 
such as gyms or pools, remains a luxury available only on a 
fraction of the global fleet(11). This architectural deficiency 
forces seafarers into a sedentary lifestyle during their limited 
free time, heightening the risk of metabolic and cardiovascu-
lar issues Source.

3.	 Stress Factors and the Frontier of Mental Health
The 21st-century seafarer faces psychological challenges that 
far exceed those of most land-based occupations . Research 
indicates that burnout acts as a crucial mediator between 
high workloads and the onset of sleep disorders and physical 
ailments.
Isolation is the primary driver of emotional stress(12). Pro-
longed absence from home, which can last from 6 to 12 mon-
ths, creates a “work-family conflict” that progressively erodes 
a worker’s resilience. Seafarers exist in a state of temporal 
limbo, missing significant family milestones—births, birth-
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days, and funerals—leaving them feeling alienated from their 
own communities. Furthermore, the multinational nature of 
modern crews can lead to deep-seated loneliness if a seafarer 
is the sole representative of their nationality on board, facing 
linguistic barriers that impede social bonding (12). Recent stu-
dies show that 25-28% of seafarers exhibit depression scores 
significantly higher than the general population, with a con-
cerning rise in suicide rates at sea (13).

4.	 Regulatory Frameworks and the Welfare Paradox
The well-being of seafarers is not merely an ethical concern 
but a legal requirement under the Maritime Labour Conven-
tion (MLC) 2006, known as the “fourth pillar” of international 
maritime regulation Source . The MLC 2006 establishes mini-
mum standards for accommodation, recreational facilities, 
food, and medical care.
Italy has ratified this convention, implementing provisions 
to ensure sustainable living conditions on board . However, 
practical implementation remains heterogeneous and subject 
to frequent violations regarding rest periods and service quali-
ty Source . This leads to a paradox within the Italian maritime 
labor market: a severe shortage of officers alongside a surplus 
of low-skilled labor, driven by the perception that the quali-
ty of life at sea is no longer acceptable compared to modern 
terrestrial standard(14) . The Italian welfare system is coordi-
nated by the National Committee for the Welfare of Seafarers 
(Comitato Nazionale Welfare della Gente di Mare), which ope-
rates through territorial committees in major ports, involving 
organizations like Stella Maris Source . Despite these efforts, 
support is often fragmented and reliant on the goodwill of the 
third sector rather than integrated port infrastructure.

On the opposite page: Basketball Game on 
the Deck of a Commercial Vessel

Source: https://www.teekay.com/
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5.	 Emerging Challenges: Digital Divide and 
the post-pandemic
In the era of global connectivity, internet access is no longer 
an optional luxury but a fundamental pillar of psychologi-
cal welfare. Stable connectivity allows seafarers to maintain 
affective bonds and access tele-consultancy services, reducing 
the stigma associated with seeking help(7).
Simultaneously, seafarers face the growing threat of “cri-
minalization” due to increasingly stringent environmental 
regulations, such as MARPOL Annex VI. While environmental 
protection is essential, the legal burden often falls dispropor-
tionately on shipboard personnel. The fear of being impriso-
ned in foreign jurisdictions for bureaucratic errors or acci-
dental emissions creates a climate of persistent anxiety and 
legal insecurity(15). This was further exacerbated by the CO-
VID-19 pandemic, which represented the pinnacle of depriva-
tion for seafarers’ labour rights, as the overwhelming majority 
were forced to work beyond their contractual periods and 
were denied access to shore, even for medical emergencies. 
While the initial crew change crisis has largely been resolved, 
the return to pre-pandemic levels of shore leave has failed to 
materialise, leading to a situation where sea workers are more 
isolated and marginalised than ever. This trend is confirmed 
by port-based welfare providers: 61% of seafarers’ centres re-
ported a decline in visitor numbers since the pandemic, while 
only 15% saw an increase . The pandemic heightened aware-
ness of the importance of social interaction for wellbeing, yet 
the current reality is a culture of adjustment where excessive 
workloads and commercial pressures lead seafarers to falsify 
work/rest records, further eroding the time available for them 
to benefit from the positive benefits of taking a break from 
the ship. 
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6.	 The Critical importance of Shore Leave
The port represents the critical site for shore leave, an essential mo-
ment for workers to “recharge their batteries” Source . Historically, 
port stays allowed seafarers to reconnect with civil reality, socialize in 
environments distinct from the ship, and satisfy spiritual or material 
needs.
Today, 88.3% of seafarers consider shore leave vital for contacting 
family and distracting themselves from work Source . However, shore 
leave is under threat. Automation and containerization have tran-
sformed ports into hyper-efficient logistical machines located far 
from urban centers Source . Modern terminals are often “non-places” 
surrounded by rigid security measures (the ISPS Code) that act as in-
surmountable physical barriers Source . Port stays for container ships 
can be less than 24 hours, forcing seafarers to choose between neces-
sary sleep and the opportunity to go ashore Source . Many choose to 
stay on board, remaining confined for months without ever touching 
land—a condition that closely resembles detention Source .
The importance of the port visit is therapeutic rather than merely 
recreational. Leaving the ship means exiting the hierarchy, stopping 
the engine’s vibration in one’s bones, and re-establishing an indivi-
dual identity outside of a professional role . The port, as the interface 
between sea and land, must return to being a place of welcome and 
not just a node for transit Source .
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The analysis of seafarers’ lifestyles and living spa-
ces reveals a profound crisis of the “human ele-
ment” in global shipping . While ships grow larger 
and more technologically advanced, the spaces de-
dicated to the men and women who operate them 
are shrinking or stagnating. Without a radical tran-
sformation that prioritizes psychophysical well-
being and the right to social connection, the crisis 
of maritime vocations will worsen, threatening the 
stability of global trade.
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Port infrastructure must be reimagined not just 
as logistical nodes, but as civil ecosystems capable 
of integrating the needs of seafarers. Shore leave 
must be restored as an effective right, supported 
by architectural spaces designed for “mental resto-
ration,” intercultural socialization, and proactive 
assistance. Only by re-humanizing the port and 
the stay can we ensure social justice for a category 
of workers who are as fundamental to our world as 
they are invisible .
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Above: Working aloft,
photo by Joeboy Irudhayaraj
Source: The Mission to Seafarers, “Gallery & Contest 
2025”, accessed [date], 
https://missiontoseafarers.com.au/gallery-con-
test-2025/

On the opposite page: Life at sea,
photo by Raymond A. Mata
Source: The Mission to Seafarers, “Gallery & Contest 
2025”, accessed [date], 
https://missiontoseafarers.com.au/gallery-con-
test-2025/



25



26

note
(1) Slišković, A. (2020). Seafarers’ well-being in the context of the COVID-19 pandemic: A qualitative study. WORK: 
A Journal of Prevention, Assessment & Rehabilitation, 67(4), 799-809

(2) Shan D. (2022). Occupational safety and health challenges for maritime key workers in the global COVID-19 
pandemic. International labour review, 161(2), 267–287. https://doi.org/10.1111/ilr.12220

(3) Sampson, H. (2021). Introduction. In V. O. Gekara & H. Sampson (Eds.), The world of the seafarer: Qualitative 
accounts of working in the global shipping industry (pp. 1–5). Springer.

(4) Hai, H. N., Bao, N. N., Truong, S. N., & Van, T. N. (2024). Characteristics of the living, working conditions, and 
nutrition of seafarers working on transoceanic ships: A cross-sectional study. Journal of Marine Medical Society, 
26(3), 404–409

(5)Sampson, H. (2021). The rhythms of shipboard life: Work, hierarchy, occupational culture and multinational 
crews. In V. O. Gekara & H. Sampson (Eds.), The world of the seafarer: Qualitative accounts of working in the global 
shipping industry (pp. 87–98)

(6) Oldenburg, M., Jensen, H.-J., Latza, U., & Baur, X. (2023). Seafarer mental health status and life satisfaction: A 
systematic review. International Maritime Health, 74(1).

(7) Bollorino, F. (2025). Salute mentale dei marittimi: un’analisi comparativa tra equipaggi di navi mercantili e navi 
da crociera. Psychiatry on line Italia, 5 luglio 2025. https://www.psychiatryonline.it/clinica/salute-mentale-dei-ma-
rittimi-unanalisi-comparativa-tra-equipaggi-di-navi-mercantili-e-navi-da-crociera/

(8) Abucay, M. (2023). Onboard lifestyle of seafarers: Their experiences. Journal of Maritime Research, 20(3), 30 
dicembre 2023.

(9) Brooks, S. K., & Greenberg, N. (2022). Mental health and psychological wellbeing of maritime personnel: A 
systematic review. BMC Psychology, 10, 139.

(10) Sampson, H., Ellis, N., Acejo, I., Turgo, N., & Tang, L. (2018). The working and living conditions of seafarers on 
cargo ships in the period 2011–2016. Seafarers International Research Centre, Cardiff University.

(11) Andrews, S. (2023). Tackling poor mental health at sea. Institute of Marine Engineering, Science and Technolo-
gy, 9 October 2023.

(12) Pougnet, R., Pougnet, L., Lucas, D., Dewitte, J. D., Lodde, B., & Dewitte, J. D. (2023). Mental health of seafarers: 
A systematic review. International Journal of Environmental Research and Public Health, 20(6), 5017.

(13) Şenbursa, N. (2025). A multidimensional exploration of depression, anxiety, stress, sleep quality and fatigue 
among seafarers. BMC Psychology.

(14) Duci, G. E., Galante, L., & Musso, E. (2019). The Italian seafarers’ labour market: Assessing the demand-supply 
equilibrium. Impresa Progetto – Electronic Journal of Management, 3.

(15) Akamangwa, N. (2013). Global environmental regulation and workers in the shipping industry (PhD thesis, 
Cardiff University).



27

Page 16: Inde the Cargo Hold: maintenance in motion,
photo by Edneh 
Source: The Mission to Seafarers, “Gallery & Contest 2025”, 
accessed [date], 
https://missiontoseafarers.com.au/gallery-contest-2025/

Page 13: Genoa – Port Workers’ Strike – 
May 1 Demonstration - March
Source: https://www.lombardiabeniculturali.it/fotografie/sche-
de/IMM-2w030-0000185/
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1.	 Reconstruction of an “Ideal Type” Seafarers’ Centre
Although every port reality shows specific variations, it is 
possible to outline an exemplary structural model that defines 
the modern Seafarers’ Centre. This structure is not simply a 
building; it is a multifunctional interface designed to meet the 
sensory and relational deprivation caused by life on board.
The standard centre usually consists of areas that reflect the 
primary needs of seafarers on shore leave:
Connectivity Area: The technological heart. It includes high 
speed internet workstations and acoustically isolated Wi Fi zo-
nes that enable private video calls with families, overcoming 
the cost and restriction limits of onboard satellite systems.
Social and Leisure Area: Common spaces equipped with pool 
tables, ping pong, darts and screens for international sporting 
events. These environments counteract ship hierarchy: rank 
does not matter and socialisation occurs on an equal civil 
footing.
Practical Services / Shop Area: A small retail point that goes 
beyond comfort goods, offering essential items such as local 
SIM cards, phone top ups, and, in many cases, a depot of hea-

Architecture Of Maritime Welcoming: Structure, 
Organization, And Crisis Of Port Welfare For Seafarers
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vy clothing (crucial for crews from Southeast Asia arriving in 
northern climates).
Spiritual Area: Meditation rooms or ecumenical chapels. The 
modern trend is toward a “Silent Room,” a neutral space where 
seafarers of different faiths (Catholic, Orthodox, Muslim, 
Hindu) can find icons, prayer rugs or sacred texts, ensuring 
freedom of worship in a multinational context.
A maritime centre cannot be evaluated solely on its walls; its 
ability to “reach” the seafarer is essential. The free transport 
service (shuttle bus) transforms an isolated structure into 
an accessible refuge. In the post ISPS world, where walking 
among containers is prohibited and hazardous, the centre’s 
shuttle is the only umbilical cord between the ship’s gangway 
and civil society.

2.	 The Fragility of the Current System
In recent years the sector has seen a rise in “on board” wel-
fare programmes (ship visiting, satellite Wi Fi). However, this 
shift does not arise from a seafarer preference for staying on 
the ship, but rather from the inadequacy or failure of shore 
based facilities.
Physical reception centres remain indispensable for mental 
health: the chance to “touch land” and leave the work environ-
ment is the only way to break the burnout cycle. If attention 
moves toward on board welfare, it is because many centres are 
often geographically marginalised and temporally incompati-
ble. New container terminals are located kilometres from city 
centres and from the old mariners’ club sites. And while the 
industry operates 24 h / 7 days with ever faster turn around ti-
mes, many centres follow office like or limited evening hours, 
rendering the facility useless for crews that have only three or 
four hours of shore leave during the day.
The fact that the overwhelming majority of these centres rely 
on public donations and volunteerism indicates the low prio-
rity the shipping industry assigns to workers’ wellbeing. While 
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shipping companies generate billions in profit, the “Seafarers’ 
Centre” often survives thanks to parish collections or chari-
table grants from unions such as the ITF. This financial preca-
riousness translates into an inability to employ full time pro-
fessional staff, to keep shuttle services running, or to maintain 
the facilities, forcing seafarers to remain confined on board.
That’s why the ship visiting programmes (mobile welfare 
teams that board vessels) have become the default solution. 
While useful, they cannot replace the psychological benefit 
of stepping onto solid ground, underscoring the earlier argu-
ment that the shift toward on board welfare is a symptom of 
the failure of shore based centres.
So despite the global recognition of the Seafarers’ Welfa-
re Convention (MLC 2006), many ports still operate under a 
charity based model that leaves them vulnerable to funding 
shortfalls and operational constraints  The result is a self rein-
forcing cycle: limited services push crews to stay on board, 
which in turn reduces demand for shore facilities, making it 
harder to justify sustained investment.
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3.	 Specific Cases 
3.1  The Case of China: From State Welfare to Market Exclusion

China, the world’s largest port State, ratified the MLC 2006 
in 2016, yet visiting seafarers still face a “substantial gap” in 
welfare provision. 
The Decline of International Seafarers Clubs (ISCs): In the 
1950s, China operated over 30 ISCs as part of its foreign poli-
cy, providing free transport and social opportunities. Today, 
about half have closed or ceased welfare operations . Many 
former clubs, such as those in Shanghai and Ningbo, have 
been converted into commercial hotels where the “ISC” name 
is used only as a marketing brand.
The Funding Crisis: Most remaining ISCs (currently 16 are 
listed) struggle to survive as the State has withdrawn funding). 
Under the current grading system, only “Grade I” clubs re-
ceive full funding; “Grade III” clubs must rely entirely on the 
market, often leading them to focus on profitable hospitality 
rather than seafarer welfare.
Geographical Marginalisation: The development of me-
ga-ports, such as Yangshan Deep-Water Port (located 32.5 km 
from Shanghai), has rendered city-centre clubs unreachable). 
Consequently, 28% of seafarers in Chinese ports are unable to 
take shore leave—a rate nearly six times higher than the 5% 
average in non-Chinese ports .
Negative Experiences: Survey data indicates that 53% of 
seafarers in China had negative experiences, citing a lack of 
services, language barriers, or being overcharged Specifically, 
taxi drivers frequently overcharge seafarers for transport from 
isolated port gates to shopping areas 
3.6.2 Africa and the Black Sea: Security and InformalitySimi-
lar “shadow” patterns appear in other regions where the insti-
tutional infrastructure of welfare is fragile.
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3.2	 Sub-Saharan Africa 
Welfare is often non-existent or restricted to informal, unre-
gulated markets. Security concerns in industrial port zones 
and the absence of dedicated shuttle buses effectively trap 
seafarers on board. The lack of a “united front” between port 
authorities and NGOs means that welfare is often left to “ven-
dors” who trade on board, often providing poor-quality goods 
or pirated items 

3.3	 The Black Sea Basin
Ports in this region often suffer from fragmented infra-
structure where a single club must serve widely dispersed ber-
ths. Without a dedicated transport mechanism (the “umbilical 
cord”), these centres remain “temporalily incompatible” with 
modern shipping’s rapid turnaround times.

3.4	 Western ports
The evidence suggests that, on average, Western ports provi-
de a somewhat higher quality welfare system than many ports 
in China, sub Saharan Africa or the Black Sea basin.
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Seafarers’ Club Rotterdam (also known as Zeemanshuis Flying 
Angel) operates under an independent foundation linked to the Mis-
sion to Seafarers. It is open only on Tuesday, Wednesday and Thur-
sday from 18:00 to 22:00, reflecting volunteer availability. Services 
include a free pick up arranged via WhatsApp, computers, pool table, 
and a chapel. Funding relies almost entirely on sponsors and the mo-
dest profit from snack and beverage sales (alcohol excluded).

Seafarers Centre Vlissingen (The Bridge) exemplifies an 
ecumenical collaboration that serves as a critical hub for the ports of 
Zeeland, offering a more structured environment thanks to coopera-
tion among several maritime welfare agencies.

Mission to Seafarers – Thunder Bay (Canada)
Located on the north shore of Lake Superior, this centre is vital for its 
extreme climate context. Its primary function is the distribution of 
winter clothing. Many seafarers arrive to load grain without appro-
priate gear for sub zero temperatures. The centre runs an intensive 
“shoebox” gift box programme and a robust ship visiting schedule, 
compensating for the difficulty of disembarking in adverse weather.

The Flying Angel Centre (Gibraltar) Situated at a strategic Medi-
terranean node, Gibraltar’s centre must handle huge trans shipment 
flows. Operated by the Mission to Seafarers, it is not only a relaxation 
point but also a logistical hub where crew members awaiting flights 
or onward embarkation obtain bureaucratic assistance and shelter.
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1,2 Seafarers’ Club Rotterdam
Source: https://seafarersclubrotter-
dam.nl/

3 Seafarers’ Club Vlissingen
Source: https://restaurantguru.com/
The-Mission-to-Seafarers-Ritthem

4 Mission to Seafarers – 
Thunder Bay (Canada)
Source: https://missiontoseafa-
rersthunderbay.ca/

5, International Seafarer’s Centre 
The bridge, Oostvoorne (Port of 
Rotterdam)
Source: https://www.rotterdamportwel-
fare.com/welzijnsorganisaties/interna-
tional-seafarers-center-the-bridge/

5, The Flying Angel Centr Gibraltar
Source: https://www.facebook.com/
photo/?fbid=122152686080533379&-
set=pcb.2398880743810379
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Grangemouth Centre (UK) is run by the Sailors’ Society and 
typifies the British welfare model with a strong focus on psycholo-
gical support. In Scotland, collaboration between the port authority 
and welfare centres is tighter than in many other countries, allowing 
better integration of transport services.

Seamen’s Club Rouen follows the French “foyer” model, where 
institutional support is more formalised. Rouen’s river port is spread 
over many berths; the club therefore acts as a gravity centre, drawing 
seafarers back toward the urban environment.

Mission to Seafarers – Hobart (Australia)Hobart’s centre is a 
positive example of welfare linked to a niche port (gateway to Antar-
ctica). Seafarers praise Hobart for its friendly atmosphere and high 
quality transport service. Because the port experiences less commer-
cial pressure than major Asian hubs, the Hobart centre can maintain 
a near personal relationship with crews, demonstrating that lower 
commercial intensity allows physical welfare to function effectively.

Seemannsmission -Duckdalben (Hamburg): This world re-
nowned centre benefits not only from donations but also from insti-
tutional funding and direct support from the Hamburg Port Authori-
ty, which recognises welfare as part of port competitiveness.

Stella Maris Seafarers’ centre - Melbourne is organized as 
a domestic-scale shared house: it includes a lounge with sofas and 
tables, internet and phone area to contact families, a small kitchen/
refreshment space, private rooms for assistance and listening, and a 
discreet chapel. It is not located inside the operational port but in the 
urban area nearby, reached through volunteer pick-up.
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7,8,9,10,  Seemannsmission -Duckdalben 
(Hamburg)
Source: https://www.facebook.com/seaman-
sclubDUCKDALBEN/

11,12,13,14,  Seamen’s Club Rouen 
Source: https://www.facebook.com/sea-
menrouen/

15  Mission to Seafarers Halifax, Canada 
Source: linkedin.com/company/mission-to-sea-
farers-halifax-ns?originalSubdomain=ca

16  Mission to Seafarers - Hobart 
Station
Source: https://www.churchesoftasma-
nia.com/2022/01/no-1040-hobart-mis-
sion-to-seafarers.html

17 Seemannsheim Hamburg-Altona (Deu-
tsche Seemannsmission). Photo by Ni-
ghtflyer, 2008. 
Source:Wikimedia Commons, Licensed under 
Creative Commons Attribution 3.0 (CC BY 3.0).

18 Seemannsheim Hamburg-Altona (Deu-
tsche Seemannsmission). Photo by Ni-
ghtflyer, 2008. 
Source: https://www.facebook.com/photo?fbi-
d=724653773040744&set=pcb.724653863040735

Seafarers’ centre in Hamburg-Altona operated by the Deut-
sche Seemannsmission, is part of the long Northern European tra-
dition of Seamen’s Homes: urban facilities dedicated to maritime 
workers that combine hospitality, social interaction, and spiritual 
support. In addition to the seafarers’ club, the building includes a 
small hotel, a chapel, and shared community spaces, offering ser-
vices such as Wi-Fi, pastoral care, and social assistance. Compared 
with many centres run by international organisations such as Stella 
Maris or The Mission to Seafarers—often located inside port termi-
nals and characterised by more basic facilities—the Hamburg centre 
benefits from a longer institutional tradition, its integration within 
the German church-based welfare system, and its location in one of 
Europe’s major ports, factors that contribute to greater resources and 
a more articulated architectural structure.
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1.        Historical Development and 
Institutional Framework
The roots of Stella Maris date back to the late nineteenth 
century, with independent initiatives promoted by the Apo-
stleship of Prayer and the Society of St. Vincent de Paul in 
several European and American ports. However, the formal 
foundation took place in Glasgow in 1920 under the guidance 
of figures such as Arthur Gannon and Peter Anson. Formal 
approval from the Holy See arrived in 1922 under Pope Pius 
XI, who encouraged the expansion of the apostolate across all 
hemispheres.
A major structural turning point occurred in 1997 with the 
Motu Proprio Stella Maris of Pope John Paul II, which forma-
lized the ministry as an official work of the Church under the 

Stella Maris 
and the Maritime Welfare Infrastructure in Italy

The Italian maritime welfare system is coordinated by the National Com-
mittee for the Welfare of Seafarers, established in 2006 and structured into 
numerous local territorial committees. Stella Maris represents the main 
operational arm of this system and is present in at least 22 Italian ports.
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direction of the Pontifical Council for the Pastoral Care of Mi-
grants and Itinerant People. In 2020 the organization officially 
adopted the single name “Stella Maris” to reflect its global 
identity and the way it was already known among seafarers 
worldwide.
Stella Maris operates as a global network coordinated by a 
General Secretariat in the Vatican. At the national level, bran-
ches are integrated within local Bishops’ Conferences. In Italy, 
activities are managed by the National Office for the Apostle-
ship of the Sea under the Italian Episcopal Conference. Every 
major port is served by a port chaplain assisted by teams of 
volunteers and pastoral agents forming what is often descri-
bed as the “parish of the sea”.
The core activity is ship visiting, described as a “ministry of 
presence”. Stella Maris intervenes to mitigate the effects of this 
isolation through provision of SIM cards, phone credit and hi-
gh-speed Wi-Fi, logistical support, legal and pastoral assistan-
ce (intervention in cases of ship abandonment, labour abuse 
or delayed wages),material aid such as distribution of warm 
clothing, hygiene kits and gifts.

Deacon from Stella Maris 
Genoa

Source: The Medi Telegraph, 
“Stella Maris Genova: ecco il bi-
lancio dell’attività”, 20 February 
2021, 
https://www.themedite-
legraph.com/it/markets/
regulation/2021/02/20/news/
stella-maris-genova-ecco-il-bi-
lancio-dell-attivita-1.39932430/
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2.        Three Types of Welfare Infrastructure
1.1 “Inside the Fence” Centres 
Since they are within the secure port area, these are the most 
difficult to manage due to anti-terrorism security regulations 
(ISPS Code). Here the Stella Maris centre (such as Genoa Voltri 
)acts as an extension of the ship: seafarers can reach it without 
completing full immigration exit procedures. It is a place of 
immediate decompression.

1.2 “Urban Hubs”
Such as Ravenna. These require a transport system (shuttle 
service). Seafarers perceive them as a real escape from the 
ship. Spaces are larger because they include recreational areas 
(billiards, kitchen, lounge) allowing workers to spend 3–4 
hours outside the working environment.

1.3 “Virtual / Mobile Centres” 
In ports such as Gioia Tauro or Augusta, where a dedicated 
large building is not always present, the physical place be-
comes the minibus itself. The Stella Maris van functions as a 
mobile office, travelling Wi-Fi centre and first listening point.

3.        Legal and physical barriers: Ports as Fortresses
2.1 The Fence and the Sterile Zone 
In maritime logistics, the “fence” refers to the physical pe-
rimeter -often composed of high-security fencing, thermal 
cameras, and biometric gates- that separates the sterile indu-
strial zone of a port from the public urban space.
Being “inside the fence” means being within a highly regula-
ted area where every movement is tracked. For a seafarer, this 
area is a “non-place.” It is an industrial landscape of moving 
cranes, automated straddle carriers, and towering container 
stacks.
Modern terminals (like Genova Voltri or Gioia Tauro) are 
often located kilometres away from the nearest town. Walking 



45

is strictly prohibited for safety reasons (risk of being crushed 
by heavy machinery), meaning a seafarer is effectively a priso-
ner on their own ship unless a vehicle picks them up.
When a Stella Maris centre is located “inside the fence” (as 
in Voltri), it serves as a safety valve. It allows seafarers to step 
off the ship into a “human” environment without technically 
“leaving” the high-security zone. This avoids the logistical ni-
ghtmare of formal immigration checks for a simple 30-minute 
break.
The primary driver of this isolation is the International Ship 
and Port Facility Security (ISPS) Code. Developed by the IMO 
(International Maritime Organization) following the Septem-
ber 11 attacks, it came into force in 2004 to detect and deter 
security threats to ships and port facilities.
The ISPS Code prioritises security over the psychological 
well-being of the crew. In many terminals, the cost of provi-
ding “escorted transport” through the sterile zone to the gate is 
high. If the ship owner or terminal operator refuses to pay for 
this escort, the seafarer is denied Shore Leave, even if they are 
legally entitled to it.
Stella Maris acts as a “logistical lubricant” between the ISPS 
regulations and the seafarer’s rights: Stella Maris vans often 
have “permanent passes” to enter the sterile zone. They provi-
de the mandatory escorted transport that terminals are often 
reluctant to provide.
In ports where the “fence” is impassable, Stella Maris 
chaplains use WhatsApp and digital platforms to “enter” the 
ship virtually, providing support when seafarers are physically 
“trapped” by regularions.
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2.1 Documentation
The Legal Requirements for Shore LeaveEven if a seafarer 
can physically reach the port gate, they must pass through a 
formal border. Under the Maritime Labour Convention (MLC) 
2006, shore leave is a fundamental right, but it is subject to na-
tional immigration laws. In Italy (part of the Schengen Area), 
the requirements are strict: seafarers  need to show Essential 
Identity documents such as Seafarer’s Identity Document 
(SID), the Seaman’s Discharge Book recording the seafarer’s 
service history, Passport, necessary for non-EU nationals, and 
the temporary Shore Pass, issued by the Border Police at the 
request of the ship’s Master. This pass allows the seafarer to 
stay in the immediate vicinity of the port city for the duration 
of the ship’s stay. It does not allow travel deep into the country 
or across borders.
For many seafarers (e.g., Filipinos, Indians, Indonesians), 
entering Italy requires a Schengen Visa.
If a seafarer does not have a valid visa, they are often restri-
cted to the “sterile zone” or the ship itself.
This is where the physical location of the centre is vital. If the 
Stella Maris centre is located inside the port perimeter (before 
the immigration booth), even “non-visa” seafarers can usually 
visit it, as they haven’t “legally” entered Italian territory.
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4.       Stella Maris Ravenna
Ravenna is a destination port characterized by very long quays 
(over 40 km) and extended berthing times.
The port records approximately 2,500–2,800 ship calls per 
year. Because bulk cargo operations are slower, there are often 
30–40 vessels moored simultaneously, resulting in a constant 
presence of roughly 600–800 seafarers in the port.
Port stays are long (3–7 days), significantly increasing the 
likelihood that seafarers go ashore.
Via Paolo Costa centre, being located in the city, functions 
as an evening recreational hub. In 2024, actual data shows an 
average of 35–40 seafarers transported every day by shuttle 
vans to the centre or nearby shopping areas.
It is made of multimedia room for private video calls (new, 
2024); indoor reception space used as an evening gathering 
point, counselling and assistance office; refreshment area 
(drinks and snacks) and a religious space.
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5.       Stella Maris Genova
Genoa represents Italy’s main port gateway and functions as 
a fast-turnover hub port. 
 The harbour records approximately 7,000–8,000 ship calls 
per year and usually hosts between 20 and 30 commercial ves-
sels simultaneously across its basins (Sampierdarena, Voltri 
and Multedo). This generates a constantly shifting maritime 
population: container and bulk ships carry on average 20–25 
crew members each, meaning roughly 400–500 seafarers are 
present at any given time, while cruise ships can bring over 
1,000 crew members each, raising the temporary population 
by up to 3,000 additional workers on peak days with multiple 
vessels in port. Berthing times are extremely short for contai-
ner ships (12–24 hours) and moderate for bulk carriers (2–3 
days), making shore access particularly difficult.
Within this context Stella Maris operates through three stra-
tegic centres responding to the different operational environ-
ments of the port.

Dinegro Centre (Headquarters), located in Piazzetta Don Bru-
no Venturelli 9, functions as the administrative hub and recep-
tion space for seafarers near the city centre.

Stella Maris Voltri (VTE – Container Terminal) serves the 
commercial shipping sector and provides a refuge from the 
sterile industrial environment of modern terminals. The 
centre can physically host approximately 30–40 people at a 
time in its common rooms, but its micro-hospitality system — 
shuttle transport and onboard visiting — allows outreach to 
more than 100 seafarers per day. Here workers have access to 
private internet stations, a chapel and a small shop for basic 
necessities.

On the opposite page: Port of Ravenna, 
orthophoto
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Ponte Andrea Doria Centre (Cruise Terminal) is dedicated 
to cruise crews and onboard hotel staff, with opening hours 
adapted to passenger flows and shift schedules.
Because of the speed of port operations, the Genoa team 
also extends its activity beyond physical facilities through 
proactive contact via social media and WhatsApp with ships 
anchored offshore or in dry docks, expanding the ministry of 
presence even during very short port stays.

Ponte Andrea Dorie Centre, interior
Source: Shipping Italy, “Per Stella Maris una nuova 
casa presso Stazioni Marittime di Genova”, 11 April 
2024, 
https://www.shippingitaly.it/2024/04/11/per-stel-
la-maris-una-nuova-casa-presso-stazioni-maritti-
me-di-genova/

On the opposite page: Port of Genova, 
orthophoto
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6.       Underserved Ports
Italian ports with the most limited coverage by Stella Maris 
are generally those combining low levels of commercial traffic 
with more recent or highly specialized port infrastructures, 
where the industry’s interest in maritime welfare is still deve-
loping. Among these, the following stand out:
Porto di Sarroch (Sardegna) – home to the largest refinery in 
Italy, it is a highly specialized terminal for petroleum pro-
ducts. Strict safety regulations and the hazardous nature of the 
cargo limit access to reception facilities for seafarers; the pre-
sence of Stella Maris is sporadic and often restricted to occa-
sional volunteer visits, without a permanent physical centre.
Porto di Milazzo (Sicilia) – the main ferry hub toward Calabria 
and Greece, it has a strong passenger traffic component but 
few facilities dedicated to bulk-carrier crews. The absence 
of an “inside the fence” building makes it difficult to provide 
on-site connectivity services and legal assistance.
Porto di Crotone (Calabria) – traffic consists of fishing ves-
sels and small commercial boats; the limited volume has not 
prompted port authorities to establish agreements with Stella 
Maris, leaving seafarers without a physical point of reference.
Porto di Gioia Tauro (Calabria) – although one of the largest 
container terminals in the Mediterranean, its rapid expansion 
has outpaced the capacity of the Stella Maris organization 
to establish a permanent centre. Assistance here takes place 
mainly through mobile units (visiting vans), which cannot 
guarantee the same continuity of services as the urban centres 
of Genova or Ravenna.
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  in CONVERSATION
  with STELLA MARIS
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R
Asks how welfare assistance for seafarers is organised in Italy.

V
Describe a national welfare network coordinated by the National Com-
mittee for the Welfare of Seafarers, which brings together Stella Maris, 
port authorities and maritime unions. They explain that local committees 
also operate at territorial level and that the Genoa network is particularly 
active.

R
Asks whether seafarers still use physical seafarers’ centres

V
Report a strong change over the past decade: port calls have become 
shorter and crews rarely go ashore. As a consequence, many centres have 
downsized or closed because they are no longer perceived as necessary 
destinations. Even their own facility, located inside the port close to the 
terminals, records very few visitors — on average someone arrives only 
two days out of the five opening days per week. 
They explain that shore leave is often technically long enough (around 4–6 
hours), but bureaucratic procedures reduce the usable time, and when se-
afarers do leave the port they frequently prefer to walk in the city centre, 
which in Genoa is immediately adjacent to the harbour.

After attempting to initiate a discussion via email with the Stella Maris asso-
ciation and its various local branches, I was able to arrange a virtual mee-
ting with two volunteers from Stella Maris Genoa, who were willing to speak 
about their work and provide concrete information regarding the assistance 
offered to and requested by seafarers.

Reconstructed conversation, 18/04/2025
Based on notes taken during the meeting

  in CONVERSATION
  with STELLA MARIS
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R 
Observes that it is understandable to prefer open urban space rather than 
another enclosed environment.

V 
Agree and note that their facility is physically small and not particular-
ly attractive, despite being probably the best Italian centres in terms of 
spatial quality. Limited financial resources strongly constrain the environ-
ment they can provide.

R 
Asks how the centre is funded.

V 
Explain that activities rely mainly on donations, charity events and vo-
lunteer work. Important supporters include the shipping company GNV 
(Grandi Navi Veloci, MSC Group), which organises fundraising initiatives 
and supports hospitality activities together with port welfare organisa-
tions, and the ITF (International Transport Workers’ Federation), the 
global maritime unions’ federation, which provides financial assistance 
when necessary.

R 
Asks whether alternative European models exist. 
 
V 
Mention the Seafarers’ Centre in Hamburg, funded through a mandatory 
levy paid by ships calling at German ports — a system made possible by a 
stronger implementation of the Maritime Labour Convention (MLC). They 
note that in Italy such a contribution is not compulsory.
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R 
Explains the intention to design an architecturally attractive structure ca-
pable of enhancing the port environment and asks who could realistically 
finance such a project.

V 
Suggest that shipping agencies — for example Assagenti — could potential-
ly act as promoters or supporters.

R 
Asks which port context might most need such an intervention.

V 
Propose several cases: Porto Marghera, where welfare services exist but 
without a dedicated facility; Vado Ligure, a new container terminal and 
cruise port currently served by the obsolete Savona centre; and Gioia Tau-
ro, identified as particularly significant due to its scale, isolation from the 
city and the almost complete absence of a physical Stella Maris structure.
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Port of Gioia Tauro

1.        The “V centro siderurgico” 
1.	 Historical Evolution and the “V Centro Siderurgico”
The origins of the Port of Gioia Tauro are rooted in the so-
cio-political tensions of the early 1970s. Following the ‘Reggio 
riots’ of 1970, which were sparked by regional administrative 
decisions, the Italian government introduced the “Colombo 
Package. This was a massive investment plan intended to 
provide compensation and economic development to Calabri. 
A central pillar of this plan was the construction of the “Fifth 
Italian Steel Centre” (V Centro Siderurgico) in the Gioia Tauro 
Plain.
To support this industrial giant, an artificial port was plan-
ned to handle raw materials and finished steel products. The 

The Port of Gioia Tauro represents one of the most complex and significant 
examples of industrial planning and maritime evolution in the Mediterrane-
an. Originally conceived in the 1970s as a massive industrial infrastructure 
to support a steel plant that was never built, it has transformed into Italy’s 
leading container port and a primary global transhipment hub. This extensi-
ve analysis explores its historical trajectory, the political and social debates 
that have shaped it, its physical and regulatory structure, and its pivotal role 
in the global supply chain.
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project involved a monumental engineering effort: excavating 
a massive channel and building quays in an area previously 
dedicated to citrus farming. The first stone was laid on April 
25, 1975, by Giulio Andreotti, then Minister for the Cassa per il 
Mezzogiorn. During the ceremony, Andreotti famously remar-
ked on the local population’s distrust of government promises, 
noting that “the first stone is often not followed by the se-
cond”.
By the late 1970s, the international steel industry entered 
a profound crisis, leading to the abandonment of the steel 
plant project in 1979. For over a decade, the port remained an 
unused “large swimming pool,” a symbol of planning failure 
and wasted public resources. Various conversion plans were 
discussed, including a coal-fired power plant, but most faced 
strong local and environmental opposition and were never 
realised.

2.	 The Transhipment Revolution
The port’s fate changed in the early 1990s when Angelo Rava-
no, founder of the Contship Italia Group, identified the site’s 
unique potential. Ravano described the quays as the most be-
autiful in Europe after Rotterdam and proposed developing a 
container transhipment hub Source. This model involves large 
“mother ships” on intercontinental routes offloading contai-
ners to smaller “feeder” ships for regional distribution.
In December 1993, a protocol of intent was signed between 
the Italian government and Contship, leading to a 50-year 
concession Source. The Medcenter Container Terminal (MCT) 
was established to manage operations. The first ship, the 
CMBT Concord, entered the port in September 1995, marking 
the start of a period of rapid operational growth. Gioia Tauro 
quickly became the premier transhipment hub in the Mediter-
ranean, overtaking historical ports like Genoa and reaching a 
29% market share in Italy by 1997.



62

Map  1:10000Map  1:100000101

0 200 400m



63

Above: Masterplan of the proposed Fifth 
Steel Centre in Gioia Tauro
Source: Edicola di Pinuccio, “Gioia Tauro, 1975. 
Quando Andreotti pose la prima pietra del Porto. 
Le cronache dell’epoca su una giornata non 
senza misteri”, 7 May 2013, 
https://www.edicoladipinuccio.it/gioia-tau-
ro-1975-quando-andreotti-pose-la-prima-pie-
tra-del-porto-le-cronache-dellepoca-su-una-gior-
nata-non-senza-misteri/

Page 58-59: The area of the Fifth Steel Centre,
Photos by Michele Marino
Source: Inquieto Notizie, “La prima pietra, da 
Andreotti a Ravano”, 24 april 2017, 
https://www.inquietonotizie.it/la-prima-pie-
tra-da-andreotti-a-ravano/
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Pianadomani, April 1977
Source: Inquieto Notizie, “La 
prima pietra, da Andreotti a 
Ravano”, 24 april 2017, 
https://www.inquietonotizie.
it/la-prima-pietra-da-andreot-
ti-a-ravano/
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3.	 Political Debates and Regulatory 
FrameworksThe development of Gioia Tauro was not without 
political controversy. Traditional Italian ports, such as Genoa, 
Livorno, and Naples, expressed concerns regarding traffic di-
splacement and potential competition distortion. Because the 
port received significant public funding (including European 
Regional Development Funds), it had to be notified as State 
Aid to the European Commission. The EC approved the aid on 
the condition that the infrastructure be used exclusively for 
transhipment for its first ten years.
In recent years, the debate has shifted towards governance 
and the port’s role in the national system. The 2016 legislati-
ve reform (Decree 169/2016) reorganised Italian ports into 15 
(now 16) Port System Authorities. The Port Authority of Gioia 
Tauro was renamed the Port System Authority of the Southern 



67

Tyrrhenian and Ionian Seas (AdSP MTMI), with jurisdiction 
extending over the ports of Crotone, Corigliano Calabro, Tau-
reana di Palmi, and Vibo Valentia.
Current governance challenges include the need for greater 
financial autonomy and better integration of the entire logisti-
cs supply chain. High port taxes and lower productivity com-
pared to North African competitors (like Port Said or Tanger 
Med) remain points of contention in political and industrial 
circles.

4.	 Current Layout
The Port of Gioia Tauro is unique in Italy for its ability to 
accommodate the latest generation of Ultra Large Container 
Vessels. It extends over more than 5,100 metres of quays, with 
seabed depths reaching 18 metres, enabling ships up to 400 
metres in length and around 25,000 TEU capacity to berth. The 
container terminal occupies approximately 1.8 million square 
metres and can store up to 75,000 TEU, supported by advanced 
handling equipment including 19 super-post-Panamax gantry 
cranes and 3 Gottwald mobile cranes. Operationally, the ea-
stern side of the channel hosts the Medcenter Container Ter-
minal (MCT), now part of the MSC Group and dedicated pri-
marily to container transhipment, while the Automar terminal 
(Grimaldi Group) provides a 270,000 square metre automotive 
facility with storage and Pre-Delivery Inspection services for 
vehicles. The port is further supported by technical-nautical 
services, including pilotage by the Corporazione dei Piloti del-
lo Stretto, towing operations by CONTUG s.r.l., and organised 
mooring teams.

On the facing page: The speech delivered by Mayor 
Gentile in the presence of Andreotti and Mancini
Source: Inquieto Notizie, “La prima pietra, da Andreotti 
a Ravano”, 24 april 2017, 
https://www.inquietonotizie.it/la-prima-pietra-da-andre-
otti-a-ravano/
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5.	 Third-generation port
Strategic planning for Gioia Tauro is defined in the Triennial 
Operational Plans (POT) and the Calabria Regional Transport 
Plan (RTP).
A key theme in current planning is the transition from a 
“pure transhipment” node to a “third-generation port”.
The third-generation port paradigm, originally developed 
by UNCTAD (United Nations Conference on Trade and Deve-
lopment), represents a fundamental shift in how a maritime 
infrastructure is conceived, managed, and integrated with 
its territory: while first-generation ports were simple loading 
and unloading points and second-generation ports functioned 
as industrial centres, the third-generation port becomes an 
integrated logistics and commercial hub. In the case of Gioia 
Tauro this implies moving beyond the role of a pure tranship-
ment node — where containers are transferred from one ship 
to another without ever being opened and value remains al-
most entirely with the terminal operator — toward the objecti-
ve of “opening the container” within port or retro-port areas, 
where goods are processed, assembled, labelled, or stored to 
generate added value and local employment. The model relies 
on strong logistical and multimodal integration: to overco-
me the port’s historical isolation, rail intermodality has been 
strengthened through a terminal with 750-metre tracks com-
patible with European standards, enabling up to nine pairs 
of daily trains in 2025 toward inland terminals such as Nola, 
Bari, Bologna, and Padova, with significant traffic growth (for 
example a 49% increase of trains handled toward the Campa-
nia interport). A central role is played by the Calabria Special 
Economic Zone (ZES), a territorially defined area centred on 
Gioia Tauro that provides tax incentives, simplified admini-
strative procedures, and a one-stop administrative office to at-
tract industrial investment into retro-port areas, ensuring that 
goods are not merely transferred between ships but transfor-
med and distributed locally, producing economic spill-overs 



69

that transhipment alone has historically failed to generate. 
Finally, third-generation ports are characterised by intensive 
use of information technology, including advanced tracking 
systems, automated quay operations, and specialised services 
for ships and companies, among them the planned dry dock 
— a graving dock that can be drained of water so vessels rest 
on supports, allowing maintenance, inspection, and repairs to 
the hull below the waterline.
Current governance challenges include the need for greater 
financial autonomy and better integration of the entire logisti-
cs supply chain. High port taxes and lower productivity com-
pared to North African competitors (like Port Said or Tanger 
Med) remain points of contention in political and industrial 
circles.

Concord, First vessel to enter the Port of Gioia 
Tauro
Source: Inquieto Notizie, “La prima pietra, da Andreot-
ti a Ravano”, 24 aprile 2017, 
https://www.inquietonotizie.it/la-prima-pietra-da-an-
dreotti-a-ravano/
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Above:  Port of Gioia Tauro
Source: Il Sole 24 Ore, “Record container 2024 
per il porto di Gioia Tauro”, 2025, 
https://www.ilsole24ore.com/art/record-con-
tainer-2024-il-porto-gioia-tauro-AGBTNu6B

On the facing page: Port of Gioia Tauro
Source: Gazzetta del Sud, “Gioia Tauro, il por-
to si gioca tutto in tre mesi”, Gazzetta del Sud, 
29 settembre 2023, 
https://reggio.gazzettadelsud.it/articoli/cro-
naca/2023/09/29/gioia-tauro-il-porto-si-gioca-
tutto-in-tre-mesi-e64d59e9-c0bf-493c-960b-
480104d762aa/
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6.	 Port-City Relationship
One of the most persistent failures of the Gioia Tauro project 
is its disconnect from the surrounding territory. The port is 
often described as a “fence” or a “non-place,” physically close 
to urban centres but economically and socially separated from 
them.
The port is surrounded by three main towns: Gioia Tauro, 
Rosarno, and San Ferdinando. These areas suffer from high 
unemployment and lack of integrated services.
Infrastructure Links: The port is connected to the A2 (Saler-
no-Reggio Calabria) motorway and the national Tyrrhenian 
railway line. However, local road networks are often inadequa-
te for the volume of heavy traffic. 

9.	 Performancies, challenges and controversies
2025 was a landmark year for Gioia Tauro, which handled a 
record 4.5 million TEU, a 14% increase from 2024. This throu-
ghput confirms its position as Italy’s leading container port 
and one of the most resilient hubs in the Mediterranean.
This result is particularly notable given the geopolitical 
tensions in the Red Sea, which forced many shipping lines to 
reroute around the Cape of Good Hope Source. Despite these 
challenges, Gioia Tauro maintained its role on East-West rou-
tes, largely due to the commitment of its primary customers, 
MSC and the Grimaldi Group Source. Around 40% of all inter-
national containerised cargo handled by the Italian national 
port system now passes through Gioia Tauro.
Despite its operational success, Gioia Tauro faces several dee-
p-seated challenges.
Illicit Trafficking and Security:The port is a major focus for 
law enforcement due to its infiltration by organised crime 
(‘ndrangheta). In 2025 alone, the Guardia di Finanza and Cu-
stoms Agency seized over five tonnes of cocaine with an esti-
mated value of €650 million. The ‘ndrangheta’s influence has 
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historically hampered broader industrial development and 
attracted negative global attention.
Environmental Regulations:The gradual implementation of 
the EU ETS (Emissions Trading System) for maritime transport 
poses a risk to European transhipment hubs. There is a con-
cern that shipping lines may divert to non-EU ports in North 
Africa to avoid the costs associated with carbon permits, po-
tentially penalising Gioia Tauro’s competitiveness.
Labour Relations and Welfare:The port has seen significant 
industrial action. On October 19, 2025, container terminal 
dockworkers held a 24-hour strike as part of a national mobi-
lisation. In February 2026, another international strike slowed 
activity across European hubs, including Gioia Tauro.

Furthermore, seafarer welfare remains a critical deficiency. 
Modern container hubs like Gioia Tauro are often located 
far from city centres, and short turnaround times make 
it difficult for seafarers to access shore-based services. 
While organisations like Stella Maris provide vital sup-
port and ship visiting services, the port lacks integrated 
physical infrastructure for seafarer rest and communica-
tion compared to northern hubs.
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9.	 Potential and Future Outlook
The Port of Gioia Tauro stands at a crossroads. Operationally, 
it is at its peak, handling unprecedented volumes of contai-
ner traffic and proving its resilience against global logistical 
disruptions Source Source. However, the “Calabrian hub” 
still carries the weight of its unresolved territorial and social 
issues. The potential of the site lies in its ability to finally 
integrate with the surrounding economy through the ZES and 
the proposed dry dock. If Gioia Tauro can transition from a 
“transit node” to a “production node,” it will finally fulfil the 
promise of widespread development that was first made 50 
years ago. 

It is required not only physical infrastructure like 
quays and rails but also a “re-humanisation” of the 
port environment through the inclusion of welco-
ming places for seafarers and port workers and the 
improvement of relationship between the indu-
strial giant and the citizens of the area.

Port of Gioia Tauro
Source: Turismo Reggio Calabria, “Gioia Tauro: 
the Port of the Mediterranean”, Tourism Reggio 

Calabria website, accessed [date], https://turismo.
reggiocal.it/area-metropolitana/la-costa-tirreni-

ca-di-reggio-calabria/gioia-tauro/
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Photos by Alessandro Mallamaci
Source: Alessandro Mallamaci, “Il porto di Gioia 
Tauro e la Leica S”, 19 August 2021 
https://blog.alessandromallamaci.it/il-porto-di-gioia-
tauro-e-la-leica-s/
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Page 80-81Port Master Plan of the Port of 
Gioia Tauro

Current page: zoom on expansion basin
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Port layout and selection of the project site
The Port of Gioia Tauro is conceived as a large artificial mari-
time channel, approximately 3.4 km long and 200–250 metres 
wide, enclosed and protected by two massive breakwaters. 
Within the Port Regulatory Plan (PRP), the layout is organised 
into clearly defined macro-functional areas, each contributing 
to the overall logistical and institutional system.
Eastern Side (Main Terminal): The operational core of the 
Medcenter Container Terminal (MCT), featuring more than 
3,000 metres of continuous quay equipped to accommodate 
Ultra Large Container Vessels (ULCVs).
Northern Sector: Dedicated to the automotive terminal (Auto-
mar) and Ro-Ro traffic, including extensive vehicle storage 
yards and technical preparation areas.

Western Side: Historically less developed, now identified for 
logistics diversification, including a proposed dry dock and 
potential industrial settlements connected to the Special Eco-
nomic Zone (ZES).
Service Area (South): Located near the port entrance, hosting 
technical-nautical services (pilots, tugboats, mooring opera-
tors) and institutional bodies such as the Coast Guard, Cu-
stoms, and the Port Authority.
The expansion basin, that hosts this area, is a protected water 
body conceived as a strategic infrastructural reserve, designed 
to accommodate future operational functions or strengthen 
existing ones, ensuring adequate manoeuvring space, safety 
conditions, and long-term development potential.
Within the PRP, the designation “area for port services and 
facilities” refers to land surfaces allocated to support fun-
ctions for port operations. These include administrative buil-
dings, control and security structures, technical spaces, and 
services for personnel. In this portion of the basin are located 
the buildings of the Port System Authority, the Harbour Ma-
ster’s Office (Capitaneria di Porto), and the control tower. 
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The project site was identified from the earliest stages within 
the service-designated area adjacent to the Port Authority, 
where a currently vacant plot is available. This choice aligns 
coherently with the PRP provisions: among the services con-
templated in the technical implementation regulations are 
also facilities dedicated to hospitality and support for the ma-
ritime community, comparable to the typology of a “Seafarers’ 
Centre” or “Seafarers’ House.”

The site also occupies a strategic position between the in-
stitutional buildings and the MSC container terminal. This 
condition ensures accessibility for port workers and, above 
all, for seafarers disembarking from the terminal. The project 
thus inserts itself into a nodal point capable of intercepting 
existing flows and establishing a recognisable presence within 
an otherwise technical and infrastructural environment.

View of the port, with the service area in the foreground
Source: Informazioni Marittime, “Gioia Tauro, emanata ordinanza che disciplina 
l’accosto delle navi Bi-fuel”, 15 March 2024, https://www.informazionimarittime.
com/post/gioia-tauro-emanata-ordinanza-che-disciplina-laccosto-delle-navi-bi-fuel

Existing site plan  1:100002
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Existing site plan  1:100002
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From compact to linear Device
The initial proposal envisioned a compact, punctual buil-
ding positioned at the centre of the site: a pavilion hosting the 
main support services for seafarers — inspired by hospitality 
centres such as those promoted by Stella Maris — alongside 
additional functions including a refreshment point, sanitary 
facilities, leisure areas, meditation space, and parcel lockers. 
It was conceived as a small refuge within the port, a place of 
decompression from shipboard and terminal environments.

Over time, this hypothesis evolved into a broader vision: no 
longer a compact, hyper-functional object, but a quasi-urban 
device capable of engaging with the infrastructural scale of 
the port and offering it a new image. The building therefore 
assumes a linear configuration articulated into two arms.

The first arm, set on land, is oriented almost perpendicular 
to the coastline while aligning with the site’s axes and boun-
daries. The second, longer arm is anchored to the ground but 
extends over the breakwaters, running parallel to the coast 
and projecting toward the leisure harbour for over 200 metres.

The two arms intersect, and the extension of the shorter arm 
generates a circular pavilion entirely embedded in the water, 
forming a strongly recognisable architectural episode within 
the landscape of the basin.



88

Portico as generative typology
The typology adopted for both arms is that of the portico, 
chosen to ensure permeability, transparency, and visual con-
tinuity. The long arm acts as a new waterfront for this portion 
of the expansion basin: a habitable infrastructure approxima-
tely four metres high, conceived as a promenade that can be 
traversed from end to end and accessed also from the parallel 
road.

The portico is punctuated by a series of functional volumes, 
lower than the continuous roof above them. These volumes 
are enclosed and autonomous spaces designed for temporary 
occupation. The roof, extending beyond the underlying volu-
mes, remains a unifying and recognisable element, emphasi-
sing the collective and public dimension of the space.

The short arm, by contrast, is organised as a single large spa-
ce that occupies the full height of the portico, sharing its roof 
and structural pillars. It is conceived to host larger gatherings 
and encourage social interaction.

The circular pavilion is a fully enclosed building characteri-
sed by total transparency, maintaining visual continuity with 
the water and the breakwater landscape.

Program
The circular pavilion houses a large refreshment area with a 
professional kitchen organised according to proper food entry 
and exit flows, sanitary facilities, and a multifunctional space 
primarily intended for workshops and events. The plan fol-
lows a concentric logic: service rooms trace the circumference 
as an internal offset, while the perimeter remains a continuo-
us circulation space converging toward the central area over-
looking the water, where tables and a bar counter are placed.

A movable curtain allows the concealment of the counter 
and service entrances, enabling reconfiguration for exhibi-
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tions or standing events. Flexibility thus becomes an integral 
architectural feature.

The short arm contains a large communal kitchen developed 
linearly, with central tables usable both for dining and col-
lective food preparation. Technical equipment — cooktops, ho-
ods, refrigerators, sinks, and storage — is arranged along one 
wall and can also be screened by curtains. The space includes 
a pantry, sanitary facilities, and a conference room.

The opposite wall is entirely transparent, opening onto an 
outdoor garden equipped with picnic areas, tables, barbecues, 
and a small vegetable garden. The building thus establishes a 
direct relationship between interior space and coastal landsca-
pe, transforming port infrastructure into a place of encounter, 
sharing, and temporary domesticity.

At the intersection of the two arms stands the info point, the 
nodal core of the system. Its glazed counter faces the MSC 
container terminal, establishing a direct visual relationship 
with the place from which seafarers arrive. Housed within 
a volume that also includes an office, this space acts as the 
primary reception point, orienting and guiding both seafarers 
and external visitors.

This volume is the first in a sequence that punctuates the 
long arm. Each occupies only part of the portico section: 
lower than the roof, shallower in depth, and slightly offset. All 
face the water, while on the street side they leave a covered 
circulation space providing access to individual rooms. Betwe-
en volumes, “pauses” open as protected viewpoints over the 
sea.

The next volume hosts a self-service laundry. Given the 
prolonged time spent onboard and the difficulty of accessing 
external services during short port stays, the opportunity to 
wash and dry clothing in a dignified and welcoming environ-
ment becomes a concrete act of care. The laundry thus beco-
mes not merely a technical facility, but a place where waiting 
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time may turn into either social interaction or individual pause.

The following volume is dedicated to bathing facilities, assigned 
central importance and inspired by Japanese sentō, historically 
understood not only as hygienic spaces but as places of bodily 
and mental purification, stress relief, and social interaction. Ra-
ther than relegating them to a marginal service zone, the project 
deliberately exposes them on the sea-facing façade, granting 
architectural dignity to the act of self-care.

Internally, toilets, showers, and sauna — requiring opaque walls 
— are arranged along the street-facing side to ensure privacy. 
Conversely, washbasins and the “toilette” area, inspired by the 
washing zone of the sentō (where individuals sit on stools befo-
re mirrors to cleanse themselves before entering the baths), are 
positioned along the water-facing façade.

The terminal portion contains a wellness pool, opaque toward 
the street and fully open toward the sea. It extends outdoors into 
a pool that deepens following the slope of the breakwaters.

It is from the design of this bathing volume that the idea emer-
ged to characterise the façade through polycarbonate panels ra-
ther than fully transparent glazing. The material introduces a de-
gree of semi-opacity capable of revealing figures and silhouettes 
without fully exposing them: a perceived but not entirely legible 
presence. Particularly suited to the bathing space, polycarbonate 
filters light and views while maintaining a relationship with the 
sea and ensuring discretion.

Initially limited to the bath volume, this solution was later 
adopted for the private bathrooms of the guest rooms — also 
facing the water — and eventually extended to the entire pavi-
lion. It provides light solar screening and establishes a coherent 
architectural language. For compositional consistency, the same 
principle is applied to the initial and terminal sections of the 
short arm.

A series of three phone booths follows, opaque toward the road 
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and transparent toward the sea. Their presence responds to 
a primary need for seafarers: the possibility of communica-
ting with family members in conditions of privacy and spatial 
quality. In a context where digital connectivity is often inter-
mittent and onboard life restricts personal space, these small 
enclosures become places of protected intimacy. 

The sequence continues with six rooms — four double and 
two single — intended for those wishing to stay in the port 
during extended stopovers or for visitors arriving from afar to 
meet seafarers in transit.

The rooms are conceived as the antithesis of the ship cabin: 
spacious, luminous environments with direct views of the wa-
ter and an organisation prioritising comfort, silence, and free-
dom of movement. If the cabin is often a place of compression 
and overlap between work and rest, here the room becomes a 
space of decompression and temporary domesticity, restoring 
a human dimension to the time of stopover.

The subsequent volume hosts a coworking and reading 
space, also conceived as a flexible environment for meetings 
with psychologists, counselling sessions, or spiritual practices. 
Within a port context marked by intense rhythms and isola-
tion, access to a silent, non-strictly functional space assumes 
fundamental value. Architecturally, this volume breaks the 
linear continuity: initially aligned under the portico roof, it 
then deviates and cantilevers over the water, introducing va-
riation and emphasising suspension and openness toward the 
horizon.

This rupture is reinforced by the following volumes, one 
dedicated to a game room and the other one to a bocce court. 
This last one is not a closed space but is just a pier extended 
on water, protected by a net. If some environments are de-
voted to care and reflection, here the playful and collective 
dimension is celebrated, recognising play as a form of sociali-
ty and tension release.
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The final portion of the portico is left almost entirely free: a co-
vered, open, and traversable space ready to accommodate spon-
taneous and unpredictable uses. In this decision lies the inten-
tion not to saturate architecture with predetermined functions, 
but to leave margins for appropriation. The portico thus returns 
to its original nature as public infrastructure: a place of passage, 
encounter, and possibility.
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1. Dining area         160mq
2. Kitchen             83mq
3. Workshop area       56mq
4. Restroom            16mq
5. Communal kitchen    142mq
6. Storage room        9mq
7. Restroom            16mq
8. Conference room     77mq
9. Info point          30mq
10. Self-service laudry   32mq
11. Wellness area         112mq
12. Phone booths       3 x 2,8mq
13. Double room        2 x 33mq
14. Single room        4 x 26mq
15. Coworking Library     75mq
16. WC                 2 x 5mq
17. Game room             128mq
18. Bocce court     l18mq, w3,7
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Axonometry

Structure and skin
The structural system of the project directly engages with 
the existing breakwater, composed of large artificial rocks 
and tetrapods designed to dissipate wave energy and protect 
the shoreline and port infrastructures behind it. The project 
intentionally preserves this system, both for its technical fun-
ction in reducing wave impact and coastal erosion, and for its 
infrastructural and landscape value within the port environ-
ment. The foundations are therefore inserted through a preci-
se intervention: the temporary displacement of the tetrapods 
in the areas where piles are required, the installation of the 
structural foundations, and the subsequent repositioning of 
the tetrapods around them in order to maintain the continuity 
and effectiveness of the breakwater. The foundations are con-
ceived as a direct extension of the steel columns. Immediately 
below the floor slab, where the columns meet the beams, a 
truncated cone element connects the circular column section 
of 12 cm in diameter to the steel foundation pile of 30 cm dia-
meter. In the long arm of the portico, which runs parallel to 
the water, the outer row of foundation piles is inserted betwe-
en the tetrapods, while the inner row, located on the landward 
side, is anchored directly into the ground. The same solution 
is adopted for the short arm of the portico, which lies entirely 
on land. The pavilion, by contrast, is entirely positioned above 
the water and rests on steel piles that are stabilized below the 
waterline by a system of steel cross-bracing. 
 
The portico is defined by a structural bay measuring 5.60 m in 
depth and 4 m in height, with a spacing of 3.70 m between the 
façade columns. This configuration generates a structural grid 
of 3.7 × 5.6 m composed of primary IPE beams with a height of 
20 cm. Between them, secondary rectangular hollow-section 
beams of 10 cm height are placed at 60 cm intervals, running 
longitudinally along the portico and spanning 3.7 m. In the 
areas where enclosed volumes are located beneath the porti-
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co, these secondary beams support a floor build-up composed 
of corrugated steel decking, rigid structural panels, insulation, 
and the finishing layer. In the open portions of the portico, 
instead, the secondary beams support two additional layers of 
progressively smaller and denser joists that allow the external 
floor to reach the same level as the internal one and ultimately 
support a perforated walkable metal sheet. In the roof, the 
secondary beams carry a corrugated aluminium sheet whose 
slope towards the water is achieved through pairs of L-shaped 
steel profiles placed at variable heights. This inclination di-
rects rainwater towards a continuous gutter running along the 
entire length of the façade, which forms part of the rainwater 
collection system. The enclosed volumes beneath the portico 
rely partially on the sea-side columns of the portico but also 
incorporate their own smaller substructure, since their fo-
otprint is smaller than the structural bay of the portico. The 
portico columns pass through the interior spaces; to mitigate 
thermal bridging, they are wrapped in insulation, increasing 
their apparent section inside the rooms through an offset. 
 
The pavilion is organized through a radial steel structure. The 
main beams of both the floor and roof slabs are rectangular 
hollow-section beams arranged radially and supported by 
a central steel column with a diameter of 40 cm. Below the 
floor slab, this column continues directly as a foundation pile 
without additional enlargement. The secondary 12 cm dia-
meter columns that support the radial beams are also arran-
ged radially and positioned along two concentric circles that 
define the spatial layout of the kitchen and bathroom areas. 
The radial beams are connected by circular tubular beams and 
by secondary rectangular hollow-section joists with a height 
of 10 cm, similar to those used in the portico. In both slabs 
these joists support corrugated steel decking — cut into wed-
ge-shaped segments perpendicular to the joists — followed by 
a stiffening layer, insulation, a second stiffening layer, and the 
finishing surface. Internally, the floor finish is parquet, whi-



119

le the roof is finished with a walkable chequered steel plate 
slightly inclined towards the centre of the pavilion using the 
same L-profile system employed in the portico. Rainwater is 
collected at the centre of the roof and channelled through a 
vertical drain integrated into the central column, which con-
veys it to the overall rainwater collection system.
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Section  1:5009
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South_West Elevation  1:2011
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South-West Elevation  1:2012
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South_East Elevation  1:2014
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Flat steel anti-slip tread plate, t : 6mm

Paired steel L-profiles 

Bamboo engineered flooring

Cement board, t : 18mm

Cement board, 

Vapour control layer (VCL)

Steel grating

Curved steel L-section

Aluminium glazing bead

Insulated floor hatch

Sealed spacer profile

Double-layer polycarbonate panels

C-profile panel joint

Waterproofing membrane

Load-bearing profiled steel sheet
t: 4mm;  h: 60mm

Load-bearing profiled steel sheet
t: 4mm;  h: 60mm

Secondary steel structure:  rectangular 
hollow section, t: 6mm;  h: 100mm

Primary steel structure: tapered 
rectangular hollow section,  

PIR thermal insulation panels, t: 8mm

t: 7mm

Curved steel C-section

Vapour control layer (VCL)

Ceiling finish

Cutaway Axonometry  1:1015
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The internal partitions of the pavilion are constructed in gyp-
sum board, while the façade — continuous around the entire 
circumference and interrupted only by the entrance doors — 
is composed of semicircular polycarbonate modules joined 
by small metal profiles. Each module has a diameter of 40 
cm, creating a dense rhythmic articulation across the façade. 
Each semicircle consists of a double layer of polycarbonate 
with a small air cavity in between, functioning similarly to a 
double-glazed element. To avoid interrupting the façade with 
operable windows, natural ventilation is ensured through con-
tinuous openings at the lower and upper edges of the façade 
running along the entire circumference. In the arms of the 
portico, where this façade system is not present, the enclosu-
res consist of full-height glazed façades articulated by frames 
of different sizes according to the interior functions: tilt-and-
turn openings in the bedrooms and sliding panels in the com-
munal kitchen. Solar control and privacy are achieved through 
internal shading devices, such as curtains in the bedrooms, or 
external systems, as in the communal kitchen where polycar-
bonate panels can be lifted upwards to act as shading elements
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Garden House — 
Baracco + Wright Architects
Melbourne, Australia 
2014

A light and transparent vo-
lume encloses a continuo-
us interior rather than a 
sequence of rooms. Dome-
stic activities are organised 
along a single longitudinal 
element integrating kitchen, 
storage and services, turning 
furniture into spatial infra-
structure. Cooking, resting 
and moving occur within the 
same visual field, reducing 
functional separation and 
emphasizing the everyday 
dimension of inhabitation.

Photos by Rory Gardiner
Source: https://divisare.com/project-
s/440464-baracco-wright-archi-
tects-rory-gardiner-garden-house
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AB House — 
Office MI–JI
South Korea 
2022

The building presents a 
dual character: a technical 
outer shell defined by steel 
and metal sheets and a warm 
continuous wooden interior. 
The precision of joints and 
connections emphasizes its 
industrial nature without sa-
crificing domestic comfort. 
The transition between the 
two conditions is gradual, 
perceived as a material shift 
rather than a strict boundary 
between outside and inside.

Photos by Ben Hosking
Source: https://www.archdaily.
com/990953/ab-house-office-mi-ji
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Open Lab Co-Working 
Altenburg — 
Meier Unger Architekten
Altenburg, Germany 
2020

The workspace is concei-
ved as a civic interior wi-
thout fixed workstations. 
Curtains, movable walls and 
adaptable furniture allow 
constantly changing confi-
gurations, while domestic 
colours and materials crea-
te an informal atmosphere. 
The kitchen plays a central 
social role rather than a ser-
vice one, contributing to a 
place of stay rather than a 
conventional office, where 
work, encounter and pause 
coexist without rigid hierar-
chies.

Photos by Philip Heckhausen
Source: https://www.archdaily.
com/995764/open-lab-co-working-
altenburg-meier-unger
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Laundry Holiday / Yoshio 
Ice Cream — 
Suppose Design Office
Shikokuchuo City, Japan 
2023

A laundromat is reinter-
preted as a hybrid public 
interior where daily routi-
nes and leisure overlap. Wa-
shing clothes coexists with 
eating ice cream, lingering 
or playing, transforming a 
technical function into a 
social occasion. The open 
relationship with the street 
and the use of simple mate-
rials dissolve the boundary 
between inside and outside, 
while waiting time becomes 
a meaningful part of the spa-
tial experience.

Photos by Kenta Hasegawa | OFP
Source: https://www.designboom.
com/architecture/laundromat-japa-
nese-ice-cream-shop-suppose-desi-
gn-office-hybrid-concept-01-06-2023/
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Komaeyu Public Bathhouse — 
Schemata Architects + Jo Nagasaka
Komae (Tokyo), Japan
2023

These public bathhouses reinterpret the Japanese sentō as a contemporary 
place of shared wellbeing beyond hygiene. Alongside the bathing areas appe-
ar lounges and collective spaces that encourage informal gathering. The expe-
rience unfolds as a ritual sequence — undressing, washing, soaking, resting 
— fostering a contemplative atmosphere that feels almost spiritual without 
being religious. The architecture constructs gradual transitions between spa-
ces where physical care, perception and social presence become inseparable.
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Photos by Ju Yeon Lee
Source: https://schemata.jp/koga-
neyu/
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Koganeyu — 
Schemata Architects
Sumida City (Tokyo), Japan
2020

Photos by Yurika Kono
Source: https://schemata.jp/koga-
neyu/
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