
 
 

 
Corporate Social Responsibility in the 

Shipping/Maritime Industry and Shipping Container 

Repurposing/Recycling 

 

Is Shipping Container Repurposing/Recycling a 

Viable Example of CSR for the Shipping Industry? 
 

Veronica Martin 

Thesis of 60 ECTS credits 

Master of Science (MSc) in Sustainable Energy 

Specialty: Policy/Finance/Economics 

 

August 2020 



ii 

 

 

Corporate Social Responsibility in the 

Shipping/Maritime Industry and Shipping Container 

Repurposing/Recycling 

 

Is Shipping Container 
Repurposing/Recycling a Viable Example of CSR 

for the Shipping Industry? 
 

Thesis of 60 ECTS credits submitted to the School of 

Science and Engineering at Reykjavík University 

in partial fulfillment of the requirements for the degree 

of 

Master of Science (M.Sc.) in Sustainable Energy 

Specialty: Policy/Finance/Economics 

 

August 2020 
 

Supervisor: 

Randall Morgan Greene  Development Director, Iceland School of Energy  Reykjavik 

University, Iceland 

 

Advisor: 

Brynja Elísabeth Halldórsdóttir  Assistant Professor, Faculty of Education & Diversity, 

School of Education, University of Iceland 

 

Examiner: 

 

Juliet Ann Newson   Director of Study Programs, Iceland School of Energy  Reykjavik 

University, Iceland 

 

 



iii 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Copyright 

Veronica Martin 

August 2020 

 

 

 

 



iv 

 

 

 

 
Corporate Social Responsibility in the Shipping/Maritime Industry and 

Shipping Container Repurposing/Recycling 

 
Is Shipping Container Repurposing/Recycling a 

Viable Example of CSR for the Shipping/Maritime 

Industry? 

Veronica Martin 

August 2020 

Abstract 

The need for companies in the shipping/maritime industry to establish competitive advantage 

through CSR has become more important.  Shipping container repurposing/recycling is a logical 

example of a CSR practice as more sustainable solutions for retired shipping containers are 

needed.  However, the implementation of CSR and associated strategies may not be easy for 

companies to achieve.  The purpose of this thesis is to examine how CSR is utilized in the 

shipping/maritime industry and if shipping container repurposing/recycling can be a viable part 

of a company’s CSR strategy.  Furthermore, the examination will discuss the challenges that the 

shipping/maritime industry faces when considering implementation of CSR and associated 

strategies.  This research contributes to the gap that occurs when seeking information about the 

incorporation of shipping container repurposing/recycling into a company’s CSR practices.  

Qualitative methodology is used to gather data concerning CSR and shipping container inventory 

management within the industry. 
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Félagsleg ábyrgð fyrirtækja í skipum/Maritime iðnaður og skipum ílát 

aftur- 

 

Er Sendingargeymir aftur ætlað hagkvæmt dæmi um 

CSR fyrir sendingariðnaðinn? 

Veronica Martin 

August 2020 

Útdráttur  (Icelandic Abstract) 

Þörfin fyrir fyrirtæki í skipum/Maritime iðnaði til að koma á samkeppnisforskoti í gegnum CSR 

hefur orðið mikilvægari.  Vörugámar (aftur-ráð) Endurvinnsla er gott dæmi um CSR æfingu sem  

sjálfbærar lausnir fyrir flutninga á skipum er þörf.  Hins vegar getur innleiðing CSR og tengdra 

stefno ekki verið auðveld fyrir fyrirtæki.  The tilgangur þessarar  ritgerðar  er að skoða hvernig 

CSR er nýtt í skipum/Maritime iðnaður og ef skipum ílát gáma endur/Endurvinnsla getur verið 

hagkvæmur hluti af CSR stefnu fyrirtækis.  Ennfremur mun nyting Meguidlega með ræða 

áskoranir sem siglinga/Maritime iðnaður íhuga innleiðingu CSR og tengdar aðferðir.   Þessi 

rannsókn mun sem á sér stað þegar leitað  er upplýsinga um innlitaða flutningsgeymi 

endurvinnslu í CSR venjur fyrirtækis.  Hekari rannsókn Eigindleg aðferðafræði í gegnum 

spurningalista/könnun er notuð til að safna gögnum varðandi CSR og flutningsgáma birgðakerfi 

innan iðnaðarins. 
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1. Introduction 

Shipping containers have become a symbol for recycling and sustainability around the 

world (Martinez-Garcia, 2014).  From dormitories in Amsterdam to retail spaces in the United 

States and housing in Ghana, shipping containers are proving to be a readily available building 

material.  Reportedly 17 million structurally sound shipping containers are ready for further 

reuse after no longer being suitable for their original transportation logistics (Islam et al., 2016).  

The need to find sustainable solutions for retired shipping containers has become a priority as 

they represent a prime environmental concern (Li et al., 2014).  These environmental concerns 

include but are not limited to environmental costs incurred via shipping container movement, i.e. 

fuel and carbon emissions that contribute to increased global pollution levels.    

Shipping container repurposing/recycling could serve as a powerful example of a 

company’s corporate social responsibility (CSR).  Repurposing is defined as ‘to give a new 

purpose or use to’ (“Repurpose,” n.d.).  Recycling is defined as ‘to pass again through a series 

of changes or treatments’ (“Recycle,” n.d.).  As the terms relate to shipping containers, they 

are used to describe how containers are used once a company retires them from their 

inventory.  Repurposing can refer to how containers are used as structures for residences and 

businesses.  Recycling can refer to how containers are used for storage.  These uses serve as 

examples for sustainability and greening the supply chain and could be implemented into a 

company’s CSR strategy. 

There is no shortage of definitions for the concept of CSR  (Strand et al., 2015).  

However, this thesis will align with findings as to how CSR is practiced in the shipping/maritime 

industry.  As such, CSR in maritime transport is defined as ‘the integration of social and 

environmental concerns in the business operations of ‘shipping firms and in the interaction with 

stakeholders on voluntary basis’ (Song & Panayides, 2012, p. 206).  For example, Maersk uses 

retired shipping container sales as an example of CSR on their website.  The website outlines the 

process and provides the explanation for why they do it, which is “to reduce their impact on the 

environment (Maersk, n.d.).”  
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As environmental regulations become more stringent and expectations of corporations 

from consumers have increased worldwide, the need for businesses in the shipping/maritime 

industry to establish competitive advantage through CSR has become more important.  This 

industry has traditionally functioned as a business-to-business (B2B) industry and therefore not 

been as concerned about environmental/social concerns as they were seemingly addressed via 

mandatory regulations.   CSR implementation has evolved over the past two decades as the 

industry has grown and competition has increased.  Establishing effective CSR practices has 

become a positive way for companies to distinguish themselves from the competition. 

The gap in literature appears when seeking specific information about the incorporation 

of shipping container repurposing/recycling into a company’s CSR practices.  This examination 

seeks to answer the following research question: 

 What challenges do shipping/maritime companies face with implementing shipping 

container repurposing/recycling into their CSR practices; and how can they address the 

challenges? 

This research seeks to identify how shipping container repurposing/recycling is being 

addressed in the shipping/maritime industry and provide a broader understanding of why 

companies choose (or choose not) to implement these concepts into their CSR practices. 

The thesis includes a review of extant literature, discussing the background of CSR as 

applied to the shipping maritime industry and identifying key terms.  The examination continues 

by discussing shipping container repurposing/recycling as an example of CSR implementation 

and the reasons it is needed.  The methodology is discussed in line with the research goals and 

concludes with findings, discussion, description of limitations and suggestions for further 

research. 
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2. Literature Review 

2.1 Shipping/Maritime Industry-Background 

The shipping/maritime industry currently facilitates the transportation of approximately 

90% of the world’s trade by volume (International Chamber of Shipping, 2019) and by its very 

nature is the most highly globalized industry of all (Hamad, 2015).  In the past, this industry 

traditionally existed as a B2B industry and as such, saw no reason for investments in advertising 

or other entities involving image improvement (Fafaliou et al., 2006).  Greater emphasis was 

placed traditionally on basic performance indicators, i.e. quality and price instead of 

discretionary criteria, i.e. environmental and social concerns (Yuen et al., 2018).  An improved 

company image and reputation added advantage only to the extent that the company was able to 

offer lower cost services (Fafaliou et al., 2006). 

The cyclic nature of cost-cutting during economic downturns and increasing shipping 

capabilities during economic upturns has contributed to intense competition within the industry, 

creating a greater need for strategies providing competition distinction.  For example, the oil 

crisis of 1973 caused a strong reduction in world trade, constituting a need for companies to 

reduce operating costs (Arat, 2011).  In contrast, the early 1980s introduced a relationship 

between globalization, environmental concerns and technology advancements, creating 

exponential growth increases throughout the industry (Taylor & Francis Group, 2004).  The 2008 

financial crisis brought another reduction in world trade and a need for companies to reduce 

costs.  By 2015, some companies were re-thinking their strategies by ordering larger vessels and 

new equipment for better long-term efficiency, but the current COVID-19 pandemic and 

subsequent downturn may prove those decisions to be costly. 

CSR implementation has become an important tool for a company to demonstrate a 

differentiating strategy in the competitive shipping/maritime industry (Froholdt, 2018).  By 

implementing CSR strategies, shipping companies are differentiating themselves through 

concepts that include development of customer loyalty and support via a public commitment to 

social and environmental responsibility (Froholdt, 2018).  Companies within the industry have 

learned that CSR implementation brings positive benefits such as improvement of reputation, 

reductions in negative externalities, and avoidance of potential issues arising from regulations, 
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activists, and socially-conscious customers (Yuen et al., 2018).  Simply put, CSR 

implementation addresses a company’s relationships with its stakeholders and provides 

understanding of how important those relations are to their long-term success (Werther & 

Chandler, 2013, p. 10). 

2.2.  CSR As Applied to Shipping/Maritime Industry 

2.2.1. CSR Definition 

As discussed in the Introduction, CSR as it applies to this industry is defined as ‘the 

integration of social and environmental concerns in the business operations of ‘shipping firms 

and in the interaction with stakeholders on voluntary basis’ (Song & Panayides, 2012, p. 206).  

Companies engage in voluntary actions going “beyond compliance” or regulations by actively 

incorporating social and environmental concerns in their business operations (McWilliams et al., 

2006).  CSR practices align with the theory of the “Triple Bottom Line” (TBL), illustrated in 

Figure 1.  The term “triple bottom line” was coined by John Elkington in 1994 for creation of a 

new way to express what was perceived as an inevitable expansion of existing corporate models, 

from purely economic values to economic values as a part of managing sustainable conduct 

(Mark-Herbert & Rotter, 2010).  The TBL framework goes beyond traditional business 

measurements, i.e. profits, return on investment, and shareholder value to include social and 

environmental concerns (Froholdt, 2018). 
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Figure 1. TBL theory and CSR practices working together to achieve sustainability. 

 

TBL considers 3Ps: People- the social bottom line, Planet- the ecological bottom line, and 

Profit- the economic bottom line.   It should also be noted that when speaking of a “bottom line”, 

it should not be considered as a single event but more of a way to express performance through a 

myriad of measures from the 3Ps (Sherman, 2012).  More companies are addressing the 

intangible concepts of CSR through TBL which focuses on data collection, analysis, and 

decision making using economic, environmental and social performance information (Jhawar & 

Gupta, 2017).   

2.2.2. CSR-Notable Distinctions as Applied to Shipping/Maritime Industry 

CSR implementation within the shipping/maritime industry is different from land-based 

industrial companies.  First, CSR procedures in the shipping/maritime industry do not have a 

long and well-monitored history as CSR procedure in land-based industrial sectors (Arat, 2011).  

The concept of CSR is not a new phenomenon (Froholdt, 2018) to land-based companies but it 

has not existed as long in the shipping/maritime industry (Arat, 2011).  Being traditionally 

conservative, the shipping industry is a latecomer when it comes to CSR reporting (Froholdt, 

2018).  Thus, CSR has become an effective corporate practice over the last 3-4 decades in other 
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business sectors while the shipping/maritime industry has utilized these practices for 

approximately the last 10-15 years (Hamad, 2015).  

Second, the working environment functions differently.  When speaking of ships 

specifically, (the major facilitator in the shipping/maritime industry) they do not have a 

permanent geographical working position (Hamad, 2015).  This industry works in a different 

environment consisting of cross-border areas of different countries as well as on international 

maritime laws (Arat, 2011).  A ship and its staff calls at different countries and ports, which have 

different levels, requirements, and practices for CSR (Hamad, 2015).  Geography does not 

endure the same physical obstacles to business processes in the shipping/maritime industry as for 

land-based industries (Arat, 2011). 

2.2.3.  CSR-Key Terms 

There are several key concepts or terms that appear consistently when researching CSR 

literature as it relates to the shipping/maritime industry:  Voluntary, Competitive Advantage, 

Stakeholder, and Sustainability.  ‘Voluntary’ is relevant in the sense that CSR practices are being 

applied over and above practices that were already highly regulated and questioning the need for 

such practices.  ‘Competitive Advantage’ is relevant as this term outlines the methods for 

companies to stand out in a highly competitive industry.  ‘Stakeholder’ is relevant as the industry 

is moving away from the traditional B2B model and including a larger number of primary and 

secondary stakeholders that influence how a company chooses to practice CSR.  ‘Sustainability’ 

is relevant as the recognition for environmentally sustainable operations and reduced 

environmental impact has risen in this industry (Mansouri et al., 2015). 

2.2.3.1. Voluntary 

A key term associated with CSR is ‘voluntary’, as in doing more than is already required 

by law (Froholdt, 2018).  This is important to note as the shipping/maritime industry traditionally 

addresses TBL practices aligned with stakeholder issues on a mandatory basis through a myriad 

of regulations.  The underlying implication is that environmental concerns are being addressed 

sufficiently through regulations (which are mandatory) (Yuen & Lim, 2016).  Furthermore, these 

regulations are updated and/or amended as shipping/maritime concerns continue to evolve 
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(Acciaro, 2014; Tzannatos & Stournaras, 2015).  An assumption could be made that voluntary 

practices (like CSR) may seem unnecessary, as CSR has the potential to compensate for 

circumstances where regulation may not exist (Sampson & Ellis, 2015).   

 One of the ways CSR is being utilized in the shipping/maritime industry is through the 

implementation of ISO 14000.  ISO 14000 was developed by the International Organization for 

Standardization (ISO) in 1992 to support sustainable development after the United Nations 

conference on environment and development in Rio de Janeiro (Arat, 2011).  It is a family of 

standards and certifications that many companies choose to implement voluntarily to 

demonstrate positive environmental impact and sustainable development (ISO, 2009).  As an 

internationally recognized standard, companies obtaining ISO certification has proven to be a 

symbol for legitimacy to stakeholders and the public (Wiengarten et al., 2013). 

2.2.3.2. Competitive Advantage 

The next key term is ‘competitive advantage.’  A company is said to have competitive 

advantage when they offer services that their competitors cannot offer, using the fundamentals of 

demand, cost, and economies of scale (Skovgaard, 2014).  Shipping/maritime companies have 

been motivated to implement CSR practices by the possibility to gain competitive advantage 

through paying attention to the social, environmental and economic impacts of the industry 

(Parviainen et al., 2018).  Traditionally, these companies have competed in a B2B model through 

service and pricing characteristics and responded to business activities in a reactive, not 

proactive manner (Fafaliou et al., 2006).   

CSR implementation provides companies with an additional set of strategies that can 

distinguish them from the competition (Froholdt, 2018).  Being committed to addressing social 

and environmental concerns by establishing CSR practices can undoubtedly strengthen a 

company’s portfolio.  This can be seen as a competitive advantage for shipping companies 

whereby additional attributes can allow a company to outperform its competitors and attract 

more clientele (Froholdt, 2018).  Implementation examples include but are not limited to 

building customer loyalty and increasing marketing/advertising efforts to attract new customers 

(Yuen et al., 2017).  CSR implementation therefore becomes a viable example for how a 

company can gain competitive advantage. 
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2.2.3.3. Stakeholder 

The next key term is “stakeholder.”  R. Edward Freeman, a pioneer of stakeholder theory, 

wrote in his book ‘Strategic Management-A Stakeholder Approach’ (1984) about the origins of 

stakeholders and the role they play in business.  He argued that the stakeholder concept was 

originally defined as “those groups without whose support the organization would cease to exist” 

(Freeman, 1984, p. 31).  He formalized the definition by stating that ‘A stakeholder in an 

organization is any group or individual who can affect or is affected by the achievement of the 

organization’s objectives’ (Freeman, 1984, p. 46).  The involvement of stakeholders in social, 

environmental, and economic issues is considered a key aspect in the management of a 

company’s activities (Greenwood, 2007).  Thus, stakeholder management is considered a central 

component of CSR and as such, firms should maintain an open dialogue and create strong 

partnerships with affected stakeholder groups (Kakabadse et al., 2005).  These interests and 

concerns will vary depending on the stakeholder.   

The shipping/maritime industry is increasingly attracting the attention of various 

stakeholders.  They have the ability to influence a company’s CSR and sustainability practices 

(Parviainen et al., 2018).  Stakeholders are generally classified as either primary stakeholders 

who are engaged in a formal relationship with the company (i.e. shareholders, employees, 

suppliers, customers, and government bodies) or secondary stakeholders who have no formal 

relationship with the company (i.e. media, NGOs, citizens, and the local community) (Clarkson, 

1995).  While primary stakeholders have a direct interest and connection to the company, 

secondary stakeholders have the ability to influence the company.  With the industry increase of 

business-to-consumer (B2C) interactions, consumers (for example) can affect how a company 

conducts business through actions like boycotts and negative pressure through media reports 

(Parviainen et al., 2018). 

2.2.3.4. Sustainability 

One of the most commonly accepted definitions of sustainability comes from The 

Brundtland Report, a publication from the 1983 World Commission on Environment and 

Development (WCED).  It is defined as ‘development that meets the needs of the present without 

compromising the ability of future generations to meet their own needs’ (World Commission on 
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Environment and Development, 1987, p. 3).  Sustainability-related strategies (like TBL) will be 

necessary for present and future business competition (Dyllick & Muff, 2016).  Sustainability 

and the TBL are inter-related terms, as the terms ‘people, planet, and profit’ are referred to as the 

three pillars of sustainability.  A company is considered sustainable if it is able to provide a 

balanced integration of environmental, economic, and social performance (Geissdoerfer et al., 

2017).  More companies are realizing that successful management of issues regarding 

sustainability can positively impact their core businesses through cost reductions, revenue 

enhancement, and improved corporate images (Li et al., 2014).   

2.3. Shipping Container Repurposing/Recycling 

2.3.1. Overview 

Shipping container repurposing/recycling serves as a demonstration of sustainability 

(Uittenbroek & Macht, 2009) and is a logical example of CSR.  The most common example of 

this is using retired shipping containers for construction of residential and commercial structures.  

Shipping containers are strong, durable, reasonably priced, and readily available (Radwan, 

2015).  Since they are transportable, shipping containers can be used for temporary or permanent 

installations.  As building or construction material, they are often referred to as intermodal steel 

building units (ISBUs).  Stacked on top of each other like building blocks or used side-by-side, 

the ISBU can become a retail space (Figure 2), affordable housing (Figure 3), or a mixed-used 

development of retail, office, and creative design units (Figure 4)(Martinez-Garcia, 2014).  

Efforts like this will ensure that the current supply chain’s consumption of natural resources is 

sustainable (Li et al., 2014) while also demonstrating that businesses can be both successful and 

environmentally responsible. 
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Figure 2. Container Coffee Shop-Dublin, Ireland. 

 

Figure 3. First shipping container apartment 

building-student housing,  Washington, DC 

(Google Maps, n.d.). 

 

Figure 4. Pop Brixton mixed-use development, 

London, England (“Pop Brixton Opens in South 

London,” 2015) 

 

2.3.2. The need for shipping container repurposing/recycling-issue by issue 

     The current issues of standardization, globalization, trade imbalance, mega ships, and China’s 

dominance of the shipping container manufacturing market have created an environmental 

challenge of shipping container surplus around the world and therefore, a need for shipping 

container repurposing/recycling.  Levinson (2016) provides a synopsis of the issue:   

Containers had become ubiquitous and in addition to cheap goods, they were bringing a 

new set of social problems.  Stacks of abandoned containers, too beaten up to use, too 

expensive to repair, or simply unneeded, littered landscapes around the world (Levinson, 

2016, p. 412). 

The next sections will outline the relevance of the evolution and standardization of shipping 

containers and the issues that have created a need for shipping container repurposing/recycling. 

2.3.2.1. Shipping Container Evolution/Standardization 

The shipping container as it is utilized today was first created and patented by Malcolm 

McLean during the 1950s, American business owner and entrepreneur.  Through his 

transportation business, he recognized that the loading and unloading of goods was labor 

intensive, time consuming, and expensive.  McLean was the first to realize that increased inter-

dependent efficiency was needed for the various long-haul transportation means (truck, train, 

ship).  His central idea was to integrate coastwise shipping with in-land trucking during a time 

when trucking and shipping were not considered inter-dependent (Bernhofen et al., 2016).  
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Through a series of savvy business decisions, McLean was able to acquire a shipping company 

and valuable operating rights to 16 coastal ports between Boston, MA and Houston, TX 

(Levinson, 2016).  This acquisition led to his new company creating the blueprint for current-day 

shipping containers and transportation logistics.   

McLean’s shipping containers were constructed of heavy steel and steel-reinforced corner 

fittings.  The use of heavy steel ensured the container’s strength, durability during transport, and 

protection from the elements.  The fittings served dual purposes as the containers could be 

stackable without fear of collapse and gripped securely in the corners for maneuvering by cranes 

and heavy equipment (Mayo & Nohria, 2005).  McLean’s modifications also ensured that the 

same containers could be used on land and sea.  Tanker vessels, truck beds, and train systems 

were modified to accommodate these containers interchangeably.  Cranes at ports were also 

modified to accommodate the movement of the containers.  Together, these actions led to the 

creation of Sea-Land Service routes by Pan-Atlantic-McLean’s new shipping company.  The first 

ship, Ideal-X sailed from Newark, NJ to Houston, TX on April 26, 1956 (Levinson, 2016).  The 

crane placed a container from the dock to the ship every 7 minutes and the ship was loaded less 

than 8 hours later - logistics that were uncommon for that period.  By January of 1959, it was 

possible for a terminal to handle 400 tons per hour of goods.  Longshore crews using shipboard 

winches would need more than 40 times their average productivity levels to move as much cargo 

in the same amount of time (Levinson, 2016).  

McLean’s Sea-Land service routes proved successful as the containers were keeping 

large amounts of goods, safe, secure, and dry (Mayo & Nohria, 2005).  They were also providing 

the means for goods to be shipped in a shorter time span.  These factors were major successes for 

McLean.  But he also knew that without a standardized system, his business would not enjoy 

long-term success.  McLean believed that standardized container design and standardization 

throughout the industry would lead to overall industry growth (Mayo & Nohria, 2005).  He chose 

to make his patents available by issuing a royalty-free lease to the Industrial Organization for 

Standardization (ISO), the organization that facilitates world trade by providing common 

standards between nations (Mayo & Nohria, 2005, p. 206).  This standardization was a key 

element to the increase in global trade.  As international shipping increased, so did the need for 

international standardization.  After many years of negotiations, agreements were made between 
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international shipping companies, European and US railroads, and US trucking companies 

(Containertech AS, 2008).  The resulting ISO standards provided for the following shipping 

container dimensions: lengths of 10', 20', 30' and 40' (3m, 6m, 9m 12m respectively); width of 8' 

(2.4m); and heights of 8' and 8.5’ (2.4-2.5m) (Containertech AS, 2008).  Since 1970, these 

dimensions have served as the global shipping standard and been a primary catalyst for 

globalization.   

2.3.2.2. Shipping Containers and Globalization  

Globalization as it relates to the shipping/maritime industry is defined by the 

International Monetary Fund as the growing economic interdependence of countries worldwide 

through increasing volume and variety of international trade in goods and services, free 

international capital flows, and rapid and widespread diffusion of technology (International 

monetary fund, 1997).  Container shipping and globalization enjoy a reciprocal relationship, as 

container shipping is a facilitator of globalization (Pinder & Slack, 2004, p. 25).  Globalization as 

it currently exists would not have been possible without the shipping industry and 

standardization of shipping containers.  Economist Marc Levinson and historians who have 

studied or made a living from the shipment of goods across international borders assert that “how 

much the container matters to the world economy is impossible to quantify.”  As of 2012, 80% 

of the world merchandise trade by volume was done through maritime transportation via 

shipping containers (Li et al., 2014). 

2.3.2.3. Shipping Containers and Trade Imbalance through Globalization 

Unfortunately, globalization is also a contributing factor to the number of unused 

shipping containers worldwide, as a reported 17 million shipping containers are ready for further 

reuse (Islam et al., 2016).  Empty shipping containers represent a prime concern that is 

particularly challenging to manage.  Between 1990 and 2008, shipping container traffic grew 

from 28.7 million twenty-foot equivalent units (TEU) to 152.0 million TEU, an increase by 

about 430% (Monie et al., 2009).  This shipping container traffic volume has resulted in trade 

imbalances throughout the shipping industry.   
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A prominent illustration of the imbalance is the Trans-Pacific route traffic.  The container 

flow from Asia to North America is much higher than that from North America to Asia (Li et al., 

2014).  This results in some ports accumulating large quantities of empty containers while others 

encounter container shortages (Li et al., 2014).  Export dominant regions lack the availability of 

empty containers to be loaded and shipped, while import dominant regions need to get rid of the 

surplus of empty containers that are stacked within storage areas of rail trans-shipments yards 

and sea ports (Kuzmicz & Pesch, 2019).  At any given time, an estimated 1.5 million TEU of 

empty containers sit in ports, depots, and other spaces around the world waiting for use 

(Theofanis & Boile, 2009).  

These imbalances create a need for shipping container repositioning and lead to higher 

costs for all stakeholders.  Companies have to pay for container repositioning through budgetary 

and environmental means, i.e. expenses involved with fuel purchases to “move” the containers 

between land and sea, and the environmental costs via increased carbon emission levels 

generated from these movements or logistics (Li et al., 2014).  While empty containers require 

the same storage space during their transport via ship, truck, or train, their transportation does not 

immediately generate any added value (Kuzmicz & Pesch, 2019) as it is assumed by the 

shipping/maritime industry that an empty shipping container generates no revenue and therefore 

is not transported unless it contains goods to transport.  Although it is a non-revenue generating, 

expensive and undesirable activity, empty container repositioning is required to balance demand 

and supply between major exporting and importing regions (Theofanis & Boile, 2009). 

2.3.2.4. Shipping Containers and Mega Ships 

Due to factors including economies of scale, large vessels were constructed that offered 

increased carrying capacity while decreasing costs per shipping container moved.  Figure 5 

demonstrates how the carrying capacity of containerships increased between 1968 and 2018 by 

1,200% (Agudelo, 2017).  Shipping capacities went from 1500 TEU to 18,000 TEU over a 

period of 50 years.  The Panamax vessels (built to sail through the Panama Canal) that were 

constructed in the early 1980s served as examples that even larger ships could be built for the 

same or lower costs while being able to move more goods at a lower price per container 

(Agudelo, 2017).  Maersk Line (the container shipping division of the Maersk Group) expanded 
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this trend in 2011 and requested construction of 20 "Triple E" containerships with a capacity of 

18,000 TEU.  This decision was an example of how they were using CSR strategies for their 

company as the name “Triple E” refers to the principles of environmental protection, energy 

efficiency, and economies of scale (Agudelo, 2017). 

 

Figure 5. Fifty years of container ship growth (Allianz Shipping-Review-2015.Pdf, n.d.).  

2.3.2.5. China’s Dominance of the Shipping Container Manufacturing Market 

China accounts for more than 90% of the global production of containers, which is the 

outcome of multiple factors, including its export-oriented economy, lower labor costs (Rodrigue 

et al., 2017), and the strong growth of Chinese port industry from 1980–2010 (Tongzon & Yang, 

2016).  These factors allowed China to make containers themselves and undercut competitors in 

other countries by 50% of their manufacturing costs (Globalization Monitor, 2011).  Considering 

that China has a positive trade balance, notably in the manufacturing sector which highly 
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depends on containerization, it is a logical strategy to have containers manufactured there 

(Rodrigue et al., 2017). 

China manufactures an estimated 1.5 to 2.5 million TEUs worth of containers annually, 

allowing them to take advantage of its containerized export surplus.  Production peaked to 3.9 

million TEU in 2007 with the global inventory of containers estimated to be around 37.6 million 

TEUs as of 2015 (Rodrigue et al., 2017).  As the cost to reposition shipping containers has 

become comparable to the cost to manufacture new containers and/or companies have chosen 

other options, i.e. shipping container leasing or opting to pay storage fees to remain cost-

effective, the need for shipping container repurposing/recycling has become an important issue 

to address. 

3. Methodology 

3.1. Overview 

 The following chapter will outline the process used to complete this study.  The process 

includes an explanation of how the methodology was selected, why the selected methodology is 

effective for this research, and continues with the study explanation of participants, data types, 

data collection, and data analysis. 

3.1.1. Methodology Evolution 

 The methodology evolved through the research process.  Initially, a single case study was 

applied as the perceived objective was to examine one company within the shipping/maritime 

industry.  Funding for this research was provided by the Eimskip shipping company as they 

wanted to determine if shipping container repurposing/recycling would be a viable opportunity 

for their company.  The single case study method allows for exploration and description of data 

in real-life environments which may not be captured through experimental or survey research 

(Zainal, 2007).  However, a main criticism becomes that a single case study does not provide 

enough data to make a valid generalizing conclusion (Tellis, 1997).  This became the reason why 
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the single case study did not work for this research as the data set proved too narrow for the 

subject matter.   

As research continued, it was decided that a wider sample would be needed.  A 

quantitative research method was chosen at that point to allow the researcher to project findings 

onto a larger population through an objective process (Borrego et al., 2009).  Data was collected 

using a questionnaire/survey format distributed to a sample or subset of an entire population, 

allowing the researcher to generalize or make inferences.  Results were extrapolated to determine 

the probability that a meaningful inference could be made for the shipping/maritime sector. 

Conclusions were obtained through data collected and measures of statistical analysis (Creswell, 

2003; Thorne & Giesen, 2003).  This method proved to be ineffective as the questionnaire/survey 

yielded a low participant response from the targeted population.  This could have been due to an 

error in survey sampling and/or members in the shipping/maritime industry being guarded about 

the information they choose to share about their companies. 

Ultimately, the researcher decided that it would be best to return to qualitative research 

methodology.  As the initial thought was to complete research through the lens of one company 

within the shipping/maritime industry, further research indicated that a broader perspective could 

be provided by connecting with a broader group of companies throughout the industry.  

Qualitative research via case study is used to describe complex situations, develop new theories, 

or advance existing theories (Stake, 1995).  The researcher thought this would be the best 

method to examine how CSR is utilized in the shipping/maritime industry and determine if 

shipping container repurposing/recycling can be a viable part of a company’s CSR practices.   

3.2. Qualitative Case Study 

Qualitative research via case study by thematic analysis was selected as the research 

design.  It uses multiple participants to describe, compare, and provide insight into an issue. 

Thematic analysis offers a flexible and useful research tool and provides a rich and detailed yet 

complex data description (Braun & Clarke, 2006).  Since companies within the 

shipping/maritime industry utilize shipping containers in many ways, the goal was to yield data 

from those who have the knowledge, skills, and expertise to address the research question 

(Abrams, 2010).  This includes companies that participate in the shipping/maritime industry 
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worldwide via CSR, sustainability, container shipping, port logistics management, shipping 

container management, and shipping container trading/resale.   

The advantage to using case study in this context is that it allows for exploration and 

description of data in real-life environments which may not be captured through experimental or 

survey research (Zainal, 2007).  Using thematic analysis in conjunction with case study research 

allowed for more detailed understanding of the subject matter.  However, a main criticism 

becomes that a single case study does not provide enough data to make a valid generalizing 

conclusion (Tellis, 1997).  A question that appears often is “How can you generalize from a 

single case?” (Yin, 2009, p. 15). While the question is valid, it becomes irrelevant as objective 

setting of the research is far more important in case study than a large sample size (Yin, 2009). 

The study includes a sample size that provides the best opportunity for the researcher to 

reach data saturation (Fusch & Ness, 2015).  Saturation is reached when no new data is being 

gathered during the data collection.  A large sample size does not guarantee the researcher will 

reach data saturation, nor does a small sample size—rather, it is what (or whom) constitutes the 

sample size (Burmeister & Aitken, 2012).  This research involves asking participants broad, 

general questions, collecting the detailed views of participants in the form of words (spoken or 

written) or images, and analyzes the information for description and themes (Creswell, 2012). 

3.3. Data Collection 

Data was gathered using in-person informal discussions, site visits, phone/video 

conference discussions, email submissions and responses, and internet research.  Each participant 

was asked the following open-ended questions to address the research question: 

1)  Is CSR considered a priority in the shipping/maritime industry? 

2) Is shipping container repurposing/recycling possible through CSR practices? 

3) What are 1-2 challenges a shipping/maritime company faces when considering shipping 

container repurposing/recycling? 

4) What are 1-2 ways to address those challenges? 

If further information or clarity was needed, follow-up questions were presented through email 

or informal phone conversation.  For the phone and video conversations, open ended questions 
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were submitted in advance if requested.  Some participants required several interviews to 

accommodate the evolution of the research design.   

3.3.1. In-person informal discussions/phone & video conference discussions 

The participants are employees (current and former) of companies in the 

shipping/maritime industry with knowledge of one or more of the following job areas: CSR, 

human resources, sustainability, terminal operations, port operations, shipping container 

logistics, operations, management, shipping container trade/re-sale.  All interviews were 20-60 

minutes in length and were conducted between November 2018 and April 2020. 

3.3.2. Site visits 

Site visits were completed to gain a better understanding of: 1) how shipping containers 

are used and treated in their day-to-day cycle; 2) what challenges companies have when 

considering them after their work life cycle; and 3) the logistics involved in the shipping process.  

They were completed in Iceland and the Western US.  Detailed notes were taken to record the 

container descriptions.  Photographs were taken where allowed to record the shipping container 

conditions as they are being used during the work life cycle. 

3.4. Case Study Participants 

Shipping is a global enterprise.  As the objective was to gain understanding about CSR 

and shipping container practices, the researcher had a goal of 10-20 participants.  The criteria 

included companies that participate in one or more of the following:  CSR, sustainability, 

container shipping, shipping operations, shipping container logistics, management, terminal 

operations, port operations, shipping container trading/re-selling, shipping container maintenance 

and repair, and university-level researchers that study CSR in the maritime industry.   

LinkedIn (social network for the business community) was used to compile a list of 

companies, scholars, and contacts within the shipping maritime industry.  LinkedIn was chosen 

as it was a way to identify potential participants through company and position affiliation and 

also connect to them via the social network itself, email, phone or in person.  The compilation 

included 118 contacts from around the world to allow for maximum possible participation.  The 
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researcher reached out to contacts initially via the LinkedIn Connect option to establish an initial 

contact.  From that point, if an initial contact was established, an introduction/informal interview 

request email was sent directly to them via an email through LinkedIn directly or via Reykjavik 

University email.  In short, there were a total of 14 contacts who agreed to participate via 

interview, email, and/or site visit and 4 contacts who did not wish to participate.  Table 1 

provides a breakdown of the results.   

 

Table 1. Contact Summary. 

Total LinkedIn Contact Attempts 118 

Total Initial responses from Contact Attempts 50 

    Total In-person Informal Discussions 6 

    Total Phone/Video conferences 5 

    Total Site Visits 2 

Total Positive Responses from Contacts 14 

  

Total of contacts made that did not want to 

participate 4 

Total of all contacts 18 

 

3.5. Data Analysis 

Data analysis for qualitative research requires the researcher to analyze words (i.e. from 

transcriptions/discussions/interviews/notes) that allow for organizing into codes, categories or 

themes for better understanding (Creswell, 2012).  For the in-person informal discussions and 

video/phone conferences, a combination of detailed notes and audio recordings via smartphone 

were completed.  Transcriptions were created from the recordings.  The transcripts and notes 

were then read several times for thematic analysis.  The site visits were recorded via detailed 

notes, audio recordings, and photographs where allowed.  Transcripts were created from the 

recordings and also compared with notes and photos for theme determination.  Through the 

analysis, themes emerged and were used to establish and present findings.  Permission was 

received from the participants for audio recording.  As competition law is a concern for this 

industry, the researcher thought it best to identify participants anonymously.  The exception to 

this is Eimskip as they allowed photography of shipping containers for the purposes of the 
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research.  The identifiers used will include participants’ title, company type, and region where 

employed (Table 2).   

Table 2. Research Participants identified by company region, title, and company type. 

Region Participant Participant Title Company Type 

 Number   
Western US* 1 Superintendent Container Terminal 

Western US 2 
Sr. Manager & Quality Safety, 
Environment & Security Shipping Company 

Western US 3 
Community Affairs Representative-
Social Responsibility Shipping Port 

Europe 4 Human Resources Vice President 
Shipping Logistics 
Company 

Europe* 5 Senior Manager, Container Operations 
Shipping Logistics 
Company 

Europe 6 Managing Director 
Shipping Logistics 
Company 

Europe 7 Corporate Social Responsibility 
Shipping Logistics 
Company 

Europe 8 Assoc. Professor-Shipping/Maritime/CSR University  

Europe 9 Assoc. Professor-Shipping/Maritime/CSR University 

Europe 10 
CSR and Compliance Manager-Corp. 
Comm. & CSR Shipping Company 

UK 11 Technical Secretary 
Shipping 
Container/Trader 

UK 12 General Secretary 
Shipping 
Container/Trader 

Caribbean 13 Head of Operations 
Shipping Logistics 
Company 

Caribbean 14 Director of Seaports Shipping Port 

  TOTAL PARTICIPANTS - 14  
* = site visit & 
informal discussion    

 

4.Findings 

4.1. Overview 

 Sections 4.2 and 4.3 provide an explanation through site visit examples of how shipping 

containers are utilized during their work life cycle by a company in the shipping/maritime 
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industry.  This description provides background information of shipping container characteristics 

and conditions that lead to a need for repurposing/recycling after their life cycle.  Section 4.4 

discusses the prominent themes that emerged from the analysis.  

4.2. Site Visit 1. Shipping Container Inventory Examples via Eimskip 

Eimskip is a shipping logistics company that operates from their home base in Reykjavik, 

Iceland through the North Atlantic region, serving the northeast coast of North America, 

Greenland, The Faroe Islands, and Europe.  They operate 2 vessels on 7 different liner routes and 

have been using shipping containers regularly since 1980. 

A site visit was made to Eimskip’s Sundahöfn port in Reykjavik to understand how 

shipping containers are utilized during their functional life cycle.  Eimskip’s inventory of 

shipping containers includes a combination of containers that are owned and leased, allowing for 

more flexibility.  Like most companies in the shipping/maritime industry, Eimskip prefers to use 

their own containers as a marketing/branding tool (Figure 6) (Theofanis & Boile, 2009).  

However, the unpredictable nature of the industry means leasing is also necessary to be prepared 

for orders that require expedited delivery or container demand in an area that does not have a 

container surplus.   

Most of the inventory is located in the ports of Iceland as the voyages are initiated in 

Iceland.  The majority of inventory is owned by the company and includes 40’ High Cube (HC) 

refrigerated (aka “reefer”), 40’ HC dry, and 20’ standard dry containers.  HC refers to shipping 

containers that are one foot taller than the standard shipping container.  The remaining leased 

container inventory consists of  40’ HC dry, 20’ standard dry, and 40’ HC reefer containers.  

Figure 6 shows an example of a 40’ HC dry container.  Figure 7 shows the CSC plate, which is a 

global identifier needed for any container being used to transport goods internationally.  The 

CSC plate is used primarily to prove the container’s safety (Figure 8).  An initial inspection 

needs to be completed within the first 5 years of usage.  After this period, an inspection is needed 

every 30 months.  If a container is determined to be unsafe, it cannot be used for international 

shipping.  This container was manufactured in 2018, is in excellent condition, and still 

considered new. 
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Figure 6. Eimskip 40' HC Dry      

Container.  

 

Figure 7. Eimskip CSC Plate. 

 

Figure 8. CSC Plate information.  (The Container CSC 

Plate Explained | BIC, n.d.). 

 

Figures 9 and 10 show the relevant handling information that should be provided on the doors of 

an internationally used shipping container. 

 

 

Figure 9. Eimskip loading info on door. 

 

Figure 10. Info explained on container doors. (“Shipping, Cargo, 

Storage, & Conex Containers for Sale,” n.d.). 
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Figure 11 shows the interior of the dry shipping container.  Note that the floor is usually 

made of marine plywood.  As this container is still new, the floor is still intact, and the interior is 

in good condition.  As containers age and are used often, the condition can change.  If any part of 

the container is damaged (Figure 12), the structural integrity of the container can be 

compromised and cause issues for the goods being shipped inside the containers. 

 

 

Figure 11. Interior of dry container. 

 

Figure 12. Shipping container assembly diagram (Shipping 

Container Assembly Diagram, 2010) 
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 Figures 13 and 14 show an example of Eimskip’s reefer containers.  These containers are 

insulated and temperature-controlled for perishable items like food and fish.  They are equipped 

with air conditioning units on the rear wall and can be programmed and monitored from the 

built-in control panel (Figure 15).  This means the doors do not have to be opened once the 

container has been loaded, allowing temperature and air flow to be maintained throughout the 

voyage.  The structure for reefer containers differs from the dry containers in that there is no 

wood used for flooring and the steel may be thicker for temperature control and airflow (Figure 

16). 

 

Figure 13. Eimskip reefer container, example 1. 

 

Figure 14. Eimskip reefer container, example 2. 

 

The reefer container also demonstrates a difference in age as compared to the dry 

container discussed earlier.  It is approximately 2-3 years old and has endured a few trips through 

the North Atlantic.  There is some rusting and denting but structurally sound for transport. 
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Figure 17 shows two older Eimskip dry shipping containers.  The blue container on the 

bottom is owned by Eimskip; the brownish-red container on the top is leased.  They are 

approximately 10-12 years old.  Each Eimskip shipping container averages 10 trips per usable 

work life cycle.  The amount of use can vary as many factors are considered, i.e. weather, 

treatment during loading/unloading, shipping contents, etc.  

 

 

Figure 15. Older Eimskip containers. 

 

Figure 16. Aging characteristics 1. 

 

Figure 17. Aging characteristics 2. 

 

These containers provide an accurate example of what happens to shipping containers 

during their usable work cycle.  Corrosion is a major concern as exposure to salt water, heavy 

rain, and other weather elements can cause exterior rust and slowly degrade the paint over time.  

Containers can also suffer damage during loading and unloading.  Figure 18 shows indentations 

that may have occurred during loading and unloading and have rusted over time.  Figure 19 

shows the effects of a container that may have been stacked incorrectly, meaning the weight 

restrictions weren’t followed and something exceeding its weight was stacked on top of it, 

causing the sides to “flatten.”  While these issues don’t mean the container is not usable, it may 

mean they are not suitable for international transport.  In Eimskip’s example, container repairs 

are completed in-house as the company finds it financially feasible to perform their own repairs 

instead of outsourcing.  An average of 10,000 repairs are made per year (5,000 for electrical 

concerns, 5000 for other concerns). 
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4.3.  Site Visit 2.  Stevedoring Company including container terminal, 

Western US 

This site visit was completed to understand the overall operation of the loading and 

unloading of a vessel and compare similarities and differences from site visit one.  Photographs 

were not allowed at this site due to competition law.  This company participates in worldwide 

shipping via train, land, and ship and specialize in automobile and RoRo transportation.  In 

contrast to site visit one, they own all of their containers and do not have a leasing need.  The 

location visited operates one route in the Western hemisphere.   

Shipping container conditions were similar to those in site visit one (i.e. wear and tear, 

treatment during loading and unloading processes).  They use their containers for a longer term, 

12-15 years.  New containers are purchased on average once every 4-5 years.  The containers, for 

the most part, are made in China and shipped to North American locations when a ship returns to  

the ship yard for an annual/bi-annual maintenance check.  Moving containers in this manner 

ensures cost efficiency for the company as no extra expenses are incurred.  

4.4. Themes  

Table 3. Themes Summary 

 Themes Summary 

1 CSR Priority 

2 CSR Presence 

3 CSR and company equipment 

4 CSR and Company Acceptance 

5 Shipping container repurposing/recycling a good example of CSR 

6 

Empty Shipping Containers-Problem or No Problem? (Shipping container 
repurposing/recycling a necessity?) 

7 

Shipping/maritime company challenges when considering shipping container 
repurposing/recycling implementation 

 a.     Location/safety/cost/regulations 

 b     Market Instability 

8 Ways to address shipping container repurposing/recycling implementation challenges 

9 Negative association with recycled/repurposed containers? 

10 Shipping container alliance? 

11 Assigning value to empty shipping containers 
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4.4.1. CSR Priority 

Overall, CSR in the shipping/maritime industry is seen as a priority.  The majority of the 

participants agreed with this.  However, the priority level depends on many factors including 

company size, geographic location, and company type.  Participant 2 felt that the Asia and 

European shipping lines were currently doing a better job of prioritizing CSR practices than the 

US, though the US is increasing its efforts.  Participant 14 felt that CSR was important but it did 

not supersede the importance of tourism, as the Caribbean location relies heavily on the Tourism 

sector.  This could mean for example, that with the COVID-19 pandemic affecting global 

transportation and fuel costs, companies have to decide what becomes more important to their 

bottom line.  In other words, as Participant 13 said, “When you think cost reduction, you do not 

think about CSR.” 

4.4.2. CSR Presence 

The shipping/maritime industry has consistently been governed through enforcement of 

regulations and laws.  As discussed in the literature review, CSR is a voluntary construct and has 

been a part of this industry for the last two decades.  Participants 8 and 9 expressed that the 

concept was 10-15 years in the making.  Participant 4 stated that the company has been 

practicing CSR since 2015.  Participant 10 stated that the company implemented CSR strategy in 

2006.  These reflections reinforce the notion that as compared to land-based industries, CSR is 

not new but is newer to this industry. 

Another aspect of consideration was how CSR is treated in companies that are run by the 

government and not privately owned.  Participant 14 felt that for CSR to be effective in his/her 

region, it had to be regulated into policy through the government.  As he/she works for a port that 

is run by the government and not privately owned, there is more regulation and lesser funds 

available than for a privately-owned port.  This brings into question whether CSR in this sense 

can remain voluntary and go beyond regulations or governmental requirements.  

4.4.3. CSR and Company Equipment 

The shipping/maritime industry utilizes various kinds of equipment, including vessels, 

shipping containers, trucks, trains, cranes, etc.  Some companies own all of their equipment 
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while others have leasing contracts.  Medium to large companies may use a mix of leasing, 

chartering, and ownership depending on their budgetary considerations.  Participant 10 noted the 

following:  “[The company does] not have as much leverage with chartered ships as with the 

ships that are owned, as we can’t be sure they are adhering to our standards/policy.”  This means 

that CSR especially in this industry can be challenging to implement as ships move through 

different locations throughout the world and CSR practices vary from location to location. 

4.4.4. CSR and Company Acceptance 

The shipping/maritime industry is traditionally conservative and for years has functioned 

with very little transparency (Froholdt, 2018).  Adding CSR to a company’s strategy can aid in 

providing transparency but be challenging if senior management is not receptive.  The following 

excerpt from participant 10 discusses how it has functioned with his/her employer: 

I think it helps a lot that executive management is on board [with CSR] and I will say 

they definitely are, especially our CEO… I think the challenge is probably agreeing on 

and having authorities with us on board because all of a sudden you’re changing 

things…[Fortunately] our CEO…wants to engage the employees and ensure that there’s 

also ownership in the organization, which is good…It’s not just him saying we have to do 

it this way but there’s a “buy-in” from the rest of the organization… 

Participant 10’s excerpt illustrates how CSR has been successful at his/her company.  In this 

case, the CEO believes in CSR and provides a positive example for employees to also 

participate.  Together, they create long-term value for the company, its stakeholders, and society. 

In contrast, companies that have implemented CSR practices in the past 5-8 years are 

challenged with letting others know about their CSR goals and achievements.  Participant 4 

provided an excerpt about his/her experience at the company: 

Informing and influencing people [about CSR] is easy to say but harder to practice.  

Societally, it is not a common practice to speak about your accomplishments.  [Attitudes 

of the past were] just to get the job done and move on.  [We have to] let people know 

what we are doing, discuss CSR initiatives openly and be more forthright.  Company is 

colored by where it comes from. 



29 

 

This excerpt comments on the challenges involved with informing both those in your company 

and society as a whole about CSR.  Increasing awareness is a key component in CSR-people will 

not know of a company’s practices if they are not made aware. 

4.4.5. Shipping container repurposing/recycling a good example of CSR 

As discussed in the introduction, shipping container repurposing/recycling could serve as 

a powerful example of a company’s CSR strategy.  The findings showed differing viewpoints.  

Participant 2 thought it was possible depending on the safety regulations for the region and the 

value of the metal.  Participant 5 thought it was not possible and stated the following: “Currently 

not [for his/her company].  For that to become viable, there would need to be a separate channel 

for this.  [This channel] does not exist at the moment but it is a business opportunity that is 

currently under-exploited.”  Participant 12  stated, “I don’t think the shipping lines themselves 

are actively doing any CSR work when it comes to recycling or repurposing.”  These viewpoints 

show that some CSR practices will work better for some companies than others as location, law, 

and strategy are factors for CSR implementation. 

4.4.6. Empty Shipping Containers-Problem or No Problem? (Shipping container 

repurposing/recycling a necessity?) 

The literature review revealed that at any given time, an estimated 1.5 million TEU of 

empty containers sit in ports, depots, and other spaces around the world waiting for use 

(Theofanis & Boile, 2009).  Participant 14 noted that there is a lack of information sharing in the 

industry due to competition law and companies not wanting others to know their “secrets.”  That 

being said, it is difficult to estimate how many containers are currently available for 

repurposing/recycling.  It is also a challenge to decide what to do with retired shipping 

containers.  Does an issue exist or not? 1 Participant 1 provided the following excerpt: 

Even now, China is not taking recyclable stuff-they were overwhelmed with recycled 

stuff and they’re not taking any…even the scrap yard next door to us has slowed down.  

So the places that did recycle materials are currently overwhelmed and not accepting 

anything. 
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Participant 14 also mentioned that China is not recycling at this time.  This lack of recycling 

options may be a reason that so many containers are sitting around.  Participant 1 also expressed 

that retired or unusable containers are not an issue for the company when they own the property.  

Storage fees and space are not an issue in this case.  Further, “As far as empties [shipping 

containers]…no one really cares.  That’s the thing-no one cares about an empty till it can make 

them money…but with nothing in it, no one cares.”  

Some in the industry don’t see an issue with retired shipping containers.  Participant 10 

didn’t know there was an issue concerning an overabundance of empty shipping containers.  

Participant 7 felt that there was a sufficient amount of shipping containers in currently in 

worldwide circulation.  Participant 11 elaborated on that opinion with the following excerpt: 

One of the problems that you have is that the shipping industry doesn’t have a problem, 

as in the containers are being used in one way or the other.  There’s not a big stockpile of 

rotting containers that nobody can deal with.  It’s not like the plastic industry that’s not 

recycling and so on-they are using them.  So there’s not a big stock of empty containers 

that everybody is looking at and worrying about.  Now if that was the case, a container 

can be crushed and re-used (scrapped)…there are places now, in Rotterdam, for example, 

where they just literally take containers in, they put them in the crusher, in the same way 

that they do with a car or truck body or anything else.  It’s a piece of metal that you can 

recycle. 

In the case of his/her relationship with the shipping/maritime industry, shipping container 

repurposing/recycling is not a necessity as they are being utilized as needed.  This opinion is in 

contrast of participants 1 and 14 and is probably due to the type of position they hold within the 

industry. 

4.4.7. Shipping/maritime company challenges when considering shipping container 

repurposing/recycling implementation 

a. Location/safety/cost/regulations 

Continuing the concerns from the above theme, there are many challenges to consider for 

shipping container repurposing/recycling.  Participant 2 expressed challenges with location and 

safety.  Location, i.e. if the shipping containers located at the end of a busy [trade] route with no 
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return potential.  Safety, as in what condition the containers are in and will they meet certain 

standards as required by the governing body [of the region].  The location concern is relevant as 

a company does not want to spend money on an empty container as the container itself is 

perceived to have no value unless it is carrying goods.  The safety concern is relevant as 

repurposing/recycling is usually controlled by a governing body through environmental 

regulations/laws.  What is allowable will vary based on location.  Participant 1 had similar 

concerns as shown in the following excerpt: 

Regulations and expense [are the main concerns].  Is it worth repairing what you have or 

not…and if it’s not, environmentally, what can be done with it, i.e. scrapped [in my 

location]?  I think the cost is the big thing and the regulations will determine where it 

[shipping containers] goes and what happens to it. 

Again, the notion of environmental regulations and cost are determining factors.  

b. Market Instability 

Participant 13 had a different viewpoint.  The major challenge for his/her company was 

dealing with instability, as discussed in the following: 

So the first problem is the market lately in the last 5 years has been really unstable.  So 

many lines or many owners of the containers are faced with “what are we going to do”?  

Are we going to continue to grow exponentially as everyone said 10 years ago because if 

it’s not, that means that we can use 5000 containers for CSR purposes.  Or we hold them, 

we store them in some cheaper places, and we wait for the economy to come back (or 

turn around).  So believe me, with this new coronavirus situation, it’s exactly the same 

thing.  If you asked everyone last October how the 2020-what it’s gonna look like, 

(projections were) it will be 10% (demand) increase over 2019.  So we need to start 

building more containers.  And now, how the year looks so far is that there will be a lot 

of empty containers hanging around everywhere.  My first reaction would be is this the 

right time to do those things? 

Another thing is that…you invest more technology in different places so you damage less 

containers.  You damage less containers, you have less amount of containers to use for 

these purposes.  So it is really right now it’s just instability overall in the market and 
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where (a company) should dedicate its focus…[whether it should be on CSR or bottom 

line]. 

Participant 13’s informal discussion was conducted during the COVID-19 pandemic and 

subsequent global shutdown.  The industry has endured previous economic downturns but the 

current situation is unprecedented.  Shipping containers used for CSR purposes may not be a 

consideration for this company at this time. 

4.4.8. Ways to address shipping container repurposing/recycling implementation challenges 

A recurring idea through the data collection was building alliances or relationships 

within the community of the company location.  Participant 3 expounded on this idea using 

the following information from the Boston College Center for Corporate Citizenship:  

The notion of 'partnership' is central to the corporate citizenship agenda.  Partnerships 

marshal the complementary skills and inputs of the public sector, the private sector, and 

civil society in order to tackle complex social and environmental problems.  Partnerships 

draw diverse resources together toward a common goal and, therefore, are a means to get 

things done that the individual organizations cannot achieve alone (“Partnership with a 

Purpose,” 2016, p. 12). 

 

Considerations for entering partnerships (Sammis, Kyra, 2014):  

• Do your research  

• Support a cause that makes sense  

• Define roles and responsibilities  

• Set mutually beneficial and measurable goals  

• Leverage built-in resources 

Creating relationships within the community is an effective and pro-active way to solve issues 

for the company and the surrounding community, i.e. citizens, government agencies, and other 

businesses.  Participant 13 elaborates on this idea in the following excerpt: 
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…Something we’re trying to do in [the Caribbean] right now is that we’re ready to 

implement the grading..the first step.  The second step is that we’re implementing extra 

services for M&R [maintenance and repair].  The natural 3rd step is putting an M&R 

facility here at the terminal, a local one so that we can sell some of these containers for 

another market, like the construction business…like uh, even for the government… 

…If there are people that are willing to buy and to create a business from you-that means 

that you can have CSR in a logical, sustainable way.  For example, that means you can 

put an M&R facility in and say “hey guys, for every container you buy from us, as an 

office container, for example, you will be donating  1/3rd of a container to building a 

school.  So every 3 containers you buy, you can donate one to a school for a mobile 

library…or to the community.  We need to support business-everything that is around us, 

everyone around us, in one way or the other, they benefit us and we benefit them.  

Participant 13 was suggesting a couple of things for his/her company.  The first was to create a 

grading system for the shipping containers the provides a condition description (grades A 

through D, with A = like new and D= not perfect but usable).  The second was to create a 

shipping container maintenance and repair department at his/her location.  Some shipping 

companies complete their own equipment repairs and others outsource this service.  The M&R 

department would allow the company to sell or donate retired shipping containers to interested 

parties within the community.   Collectively, these actions would provide a sound example of 

CSR. 

Further, to elaborate on Participant 13’s excerpts and refer to an example provided in the 

introduction, the following is a CSR strategy being implemented by a company in the 

shipping/maritime industry.   

Currently, Maersk is the largest container shipping company in the world and controls 

19% of the global market share (Figure 20).  
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Figure 18. Photo of Maersk, an integrated container logistics company. (cite) 

 

They are providing an example of shipping container repurposing/recycling through CSR 

practice to the rest of the industry by directly offering potential customers the opportunity to 

purchase retired containers through their website (www.maerskcontainersales.com).  This is 

considered uncommon as most companies do not sell retired containers directly to the public but 

through container trading and leasing companies.  Figure 21 shows an example of what a 

potential customer would see if they were interested in purchasing a shipping container.  The 

customer would be aware of the current inventory, pricing, location, and how a purchase would 

be a positive contribution to the green supply chain. 

 

1.Containers Retired from Maersk Fleet                       

Every year, Maersk reviews and rates our 

used containers. The condition of the containers is 

used to rate them in three different categories: 

Reuse, Repurpose, and Recycle. The containers 

are then retired from active service in our fleet and 

put up for sale. 

2. Containers Added To The Webshop 

The containers are then added to the webshop 

and can be found based on various criteria. You can 

search by class, type, size, location, etc.  
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3. New Use, New Purpose 

When you select your containers and place 

the order, you receive a complete invoice, stating 

your containers. When payment is confirmed, you 

are free to pick up your container(s) and they are 

ready to start their new life as houses, schools, 

storage, or whatever you have planned for it. 

4. Why We Do It 

Even when containers have been used in active 

service or need repair, they can still be a good structure 

and building block for a variety of purposes. We have a 

commitment to protecting the environment and making 

sure we have as small an impact on energy consumption 

as possible. We hope you will join us in this quest and 

give the containers new purpose and a second life. 

 

Figure 19. Maersk Website Information (Maersk, n.d.) 

 

As Participant 13 referred to in his/her excerpt, Maersk offers a grading system for the container 

condition and provides an explanation for how this action provides an example of CSR.   

4.4.9. Negative association with recycled/repurposed containers? 

In some applications, shipping containers that are repurposed as housing for some 

population groups can be viewed as negative.  Participant 11 provides an excerpt on how 

shipping container homes for the homeless in his/her region received some negative feedback: 

…There is a mindset against using containers for living accommodations because...well it 

devalues the person that would be [using it].  So if you had a lot of people that were 

homeless, no home at all and need immediate housing, you could use shipping containers, 

properly converted with linings, bathrooms, kitchens, everything…they look beautiful 

inside.  But then people would say “oh, you’re putting homeless people in containers and 

then it becomes a big reaction against…you’d find newspapers would say, “yes, putting 

homeless in containers when in fact, they’re perfectly good rooms when they 

are…converted.   

Mindset and perception are important factors when considering shipping containers for housing 

in association with challenged populations, i.e. homeless, elderly, special needs, low income, etc.   
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4.4.10 Shipping Container Alliances? 

The concept of alliances is not new to the shipping/maritime industry as there are 

shipping alliances among the largest shipping companies in the world.  These alliances have 

existed since 1996 and allow for sharing space in ports, pricing control, and broad service 

coverage (International Transport Forum, 2018).  Figure 22 outlines how three major alliances 

control 80% of the global shipping market share as of 2018.  If alliances exist for the ships that 

carry the containers, alliances for the shipping containers themselves could also exist.  For 

example, creating alliances by way of centralized shipping container locations and ease of access 

without competition barriers could mean lower shipping container related expenses throughout 

the industry.  These alliances could provide shipping containers for the purposes including 

affordable housing, dormitories, temporary housing, etc.   

 

 

Figure 20. Shipping Line Alliances 

 

However, shipping container logistics are complex.  Participant 1 provides some insights on 

what logistics are involved at his/her company: 



37 

 

The challenge with the alliances is that in [our region], you have 3 different terminal 

operators right now and different trade routes “call” (load and offload) those terminals but 

they can be part of the same alliance.  So ‘X’ container may come off at one terminal that is 

part of the alliance at ‘Y’ and ‘Z’ but then that container is booked for a different trade route 

that is in the other terminal.  So it’s a matter of where do you get that empty [container] from 

and where do you return that empty.  You have these great alliances but they’re not specific 

to a terminal operator or stevedoring company.   So the ships are doing the shuffle back and 

forth based on their trade route, not so much based on who they are…So it’s a matter of 

when you’re booking it, it’s like where am I going to pick up this container, where am I 

going to drop it off…and it could be 2 separate places.   

Participant 1 gives an example of logistics in his/her region.  As the companies have complicated 

internal logistics to track shipping containers (i.e. non-centralized databases for tracking 

purposes), it would be very confusing to track shipping containers from various companies.  

Detailed planning, coordination, and cooperation would be needed to for a shipping container 

alliance to be created.  

Participant 1 also brought attention to an interesting point in the following excerpt: 

…At some point, what if a member from the alliance breaks out? Like, “I’m tired of 

doing business with you guys”...and that’s easily an option.  Right now, they’re playing 

well with each other, but they can decide that they wanna go back to being separate...or 

they start out with one alliance and decide to switch to another.  So now you’re switching 

around and I’ve seen that happen…can’t remember who it is.  But yeah, there was a 

group that became “the alliance”.  I’m like wait-you used to be part of that one.  But now, 

you guys formed a different one.  And what’s to say you’re not going to go back to that 

one.  He now built a bigger ship…he now has a ship that’s now going to work better for 

your business.  I’m gonna leave “the alliance” and I’m gonna go to One [a different 

alliance group].  So I don’t think these alliances are that buddy-buddy.  Right now they’re 

doing what benefits them.  Who’s going to make me the most money and now..I’m not 

doing well in that (group)…I’m out. 

As participant 1 stated, shipping companies have switched alliances in the past.  That could also 

be a concern for shipping container alliances.   
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4.4.11. Assign value to empty shipping containers 

It is interesting to note that while the shipping industry would not have experienced 

economies of scale without the shipping container, most companies do not earn revenue from an 

empty shipping container.  Just as a shipping container is moved when it is “full” or laden, it has 

to also be moved when it is empty.  However, from an operational standpoint, the costs of empty 

container relocation have been overlooked because traditionally an empty container generates no 

revenue while creating expenses on less frequented shipping routes.  The shipping industry is 

slowly changing this mindset as companies are beginning to apply surcharges for empty 

containers relocation.  For example, in June 2015 the NYK shipping company sent a notice to 

their customers informing them of upcoming surcharges (Figure 23). 

 

Figure 21. Example of NYK equipment imbalance surcharge. (NYK Surcharge, n.d.) 

 

Similarly, in October 2018, shipping company CMA CGM implemented an empty repositioning 

surcharge of 50 USD per unit for exports from all ports of Turkey as the country has a shortage 

of shipping containers (CMA CGM Surcharge, 2018).  Similar surcharges will have to become a 
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standard throughout the shipping industry as the trade imbalance between countries will 

continue. 

 As discussed in sections 4.2 and 4.3, shipping containers can endure some mistreatment 

that may make their usable lives shorter.  This treatment can not only shorten the work life cycle 

for the containers but also be the difference between containers being considered for 

repurposing/recycling.  Participant 1 spoke about the handling of shipping containers in the 

following excerpt: 

I could be a hard-driving crane operator-I don’t care.  I’m getting paid by the hour...and 

good money by the hour..slam the bridle on it, slam it back on a ship, and come 

off…here’s the other guy, I’m gonna come up on the side of it, slam it, and slide it 

down…they take a beating… The sides get beat up like no one’s business.  Stuff can 

bulge out…roofs get punctured easily…corner structures are really what’s holding 

everything together.  [As for what weather conditions can do]…I’ve been up to Alaska 

and the containers were rusted beyond anything…anywhere that has snow, especially 

metropolitan areas ‘cause you’re putting the [salt] on the road…and the [salt] and snow 

mixed with steel-that’s just a…rust right there.  So it probably lessens the life span…not 

probably, I’m sure it does.  Definitely-salt air, it’s got its own issues.  You’re putting 

[containers] in these cold environments with snow and salt and all the other stuff that 

goes along with that.  Definitely the rust becomes an issue. 

In addition to the wear and tear that the weather brings, the way that the shipping containers are 

treated during loading and unloading has an effect on how long they will be usable and if they 

will be in suitable condition for use after retirement. 

5. Discussion 

This chapter is based on the information discussed in the literature review and the findings 

from the data collection and analysis.   



40 

 

Regarding CSR, the literature revealed that the key component of CSR is to engage in 

voluntary actions going “beyond compliance” or regulations.  However, this belief can become 

ambiguous as some think CSR rests upon a paradox between a liberal notion of voluntary 

engagement and a contrary implication of socially binding responsibilities (Brammer et al., 2012, 

p. 8).  For example, Denmark is consistently listed as a world leader in CSR policy.  While it is 

considered voluntary, in 2009, the Danish government created legislation requiring large 

companies to report on their CSR policies (provide information about the policy, how it was 

being implemented, what was achieved, and explanation of future goals).  Companies that do not 

have a CSR policy have to make it known that they do not participate in CSR (Froholdt, 2018).  

While actions like this can create positive results, they also create a sense of ambiguity as to 

whether CSR is voluntary or required by law. 

In order for CSR to be an effective means of creating competitive advantage, 

shipping/maritime companies should ensure that their CSR practices are strategic in nature.  

Strategic CSR practices provide an accurate opportunity for companies to create long-term value 

for themselves, stakeholders, and the community they serve.  It can also lessen the chance of 

green-washing i.e. the gap between concrete actions and symbolic “green” talk (Lyon & 

Montgomery, 2015).  As discussed in the Findings section, Maersk provides an effective 

example of strategic CSR through their direct selling of retired shipping containers via their 

website.  The website defines clearly what is offered and the intended result from a shipping 

container purchase.  As one of the members of the container shipping line alliance and one of the 

few companies in the industry that sells their own retired shipping containers as an example of 

greening the supply chain, this provides an effective competitive advantage.   

Regarding shipping containers, the research revealed conflicting reports about the amount of 

shipping containers available worldwide.  The reported numbers were between 1.5 million and 

17 million containers waiting to be repurposed/recycled. A 2009 report stated that at any given 

time, an estimated 1.5 million TEU of empty containers sit in ports, depots, and other spaces 

around the world waiting for use (Theofanis & Boile, 2009).  A 2016 report stated that the 

container shipping industry faced the record number of 1.5 million TEUs of idle capacity and an 

expected 500,000 TEUs to be scrapped by the end of the year (Knowler, 2016).  Yet another 
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report stated 17 million structurally sound shipping containers are ready for further reuse after no 

longer being suitable for their original transportation logistics (Islam et al., 2016).  

It is difficult to know what is accurate for a couple of reasons.  First, some research data used 

actual container numbers and others used TEUs.  As TEU is a standard measurement meaning 

’20 foot equivalent’, so a 40’ container is equal to 2 TEUs.  Most companies use a mix of these 

sizes and report in TEUs as an overall number of the shipping containers they use.  However, it 

is important to be mindful of the difference between one million containers and one million 

TEUs.  Second, the amount of shipping containers we may be seeing worldwide may not be 

retired containers.  For example, an observer may see thousands of shipping containers at a 

major port and wonder if they’re all being used.  However, the time these shipping containers are 

being seen could be before a ship is due to be loaded, after a ship has unloaded, or somewhere in 

between.  Third, some companies own the port terminals that they use.  If they own the land, 

they can use it as storage since additional costs would not be a factor.  As Participant 1 discussed 

earlier, if the company owns the land and recycling options have currently decreased, the 

containers may be in a storage phase until further decisions can be made.  Finally, when looking 

at the Maersk website to learn about what retired containers are currently available (Maersk, 

n.d.), it lists a total of 2946.  If the largest container shipping company in the world has less than 

3,000 shipping containers available for repurposing/recycling, the researcher has to question the 

accuracy of the reported numbers as it seems low when compared to reported numbers of 1.5 

million TEUs and 17 million containers being available.  The reported numbers provide an 

expectation that more containers would be available.  These reasons coupled with a lack of 

information sharing in the industry make it challenging to know how many retired shipping 

containers actually exist and are available for repurposing/recycling. 

6. Limitations 

 This research was limited in that a larger group of participants from every shipping 

region would have provided a larger data pool from the various sectors of the shipping/maritime 

industry.  Asia is currently the origin point for most global trade and while some of the 

participants do work for companies that have locations in Asia, it was challenging to obtain a 

response from anyone in that region.  This could be due to factors including language barriers, 

location, and competition law. 
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As this industry is regarded as traditional and conservative, it may be reluctant to reveal 

information about their practices.  This idea is reflected in the number of non-participants, as 

some thought they either had no information to offer on the subject or just had no interest in 

sharing their thoughts.   It is unclear as to whether the participant rate was reflective of the 

participant’s unwillingness to express personal opinions.   

7. Further Research 

Further research could be completed by obtaining feedback from participants in other 

parts of the world, i.e. Asia, Canada, South America, and Australia to provide a worldwide 

objective view of CSR practices as they relate to shipping container repurposing/recycling.  It 

would also be informative to investigate a region where strategic relationships could facilitate 

strategic CSR practices via a collective between selected governmental agencies, architects, 

NGOs, and community organizations to identify projects for shipping container 

repurposing/recycling.   

8. Conclusion 

This examination was completed to answer the following research question: 

What challenges do shipping/maritime companies face with implementing shipping container 

repurposing/recycling into their CSR practices; and how can they address the challenges. 

The research demonstrated that there are many factors to consider for CSR practices, 

including but not limited to company type within the industry, finances, company size, company 

location, environmental regulations for the region, and societal, managerial, and employee 

mindsets.  As CSR can be demonstrated in many ways and it is a voluntary construct, it is 

imperative that a company chooses a strategic CSR plan that works in the best interest of all 

stakeholders concerned.  The researcher concludes that the best way to address the challenge of 

implementing shipping container repurposing/recycling into a company’s CSR practices is 

through making the effort to forge strategic relationships with like-minded stakeholders in the 

company’s region. 

The decision to implement shipping container repurposing/recycling into a company’s 

CSR practice can be positive.  Initially, the researcher believed that the process of shipping 
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container repurposing/recycling was an easy one to make.  However, the research has revealed 

that while it is possible and should be done, the logistics involved in the industry make it 

difficult.  Companies like Maersk are finding success with these practices, but it brings to 

question how they are able to do it and others are not (i.e. company size, location, budget).  

Another challenge involves the inventory available.  Will a company have enough inventory to 

offer that is not beyond a secondary use, as wear, tear, and corrosion are concerns.  Also, the lack 

of information sharing both within a company and between companies makes these efforts 

difficult.  Extensive information sharing and collaboration throughout the industry must occur to 

achieve green supply chains (Li et al., 2014).  Finally, timing is also important as the world is in 

a situation it has never seen because of the COVID-19 situation.  As the shipping/maritime 

industry is the major supplier for goods worldwide, the COVID-19 shutdown has reduced 

shipping volumes and caused fuel pricing to decrease, among other factors.  What companies 

choose to prioritize in the next 6 months to two years may change drastically and CSR efforts 

may suffer.   

 

 

 

 

 

 

 

 

 

 

 

 



44 

 

 

Abrams, L. S. (2010). Sampling ‘Hard to Reach’ Populations in Qualitative Research: The Case 

of Incarcerated Youth. Qualitative Social Work: Research and Practice, 9(4), 536–550. 

https://doi.org/10.1177/1473325010367821 

Acciaro, M. (2014). A real option application to investment in low-sulphur maritime transport. 

International Journal of Shipping and Transport Logistics, 6(2), 189–212. 

https://doi.org/10.1504/IJSTL.2014.059570 

Agudelo, M. A. L. (2017). Strategic Corporate Social Responsibility in the Container Shipping 

Industry. 125. 

Allianz Shipping-Review-2015.pdf. (n.d.). 

Arat, L. (2011). Corporate Social Responsibility in the Baltic Sea. Turku: The Center for 

Maritime Studies-University of Turku. 

Bernhofen, D. M., El-Sahli, Z., & Kneller, R. (2016). Estimating the effects of the container 

revolution on world trade. Journal of International Economics, 98, 36–50. 

https://doi.org/10.1016/j.jinteco.2015.09.001 

Borrego, M., Douglas, E. P., & Amelink, C. T. (2009). Quantitative, Qualitative, and Mixed 

Research Methods in Engineering Education. Journal of Engineering Education, 98(1), 

53–66. https://doi.org/10.1002/j.2168-9830.2009.tb01005.x 

Brammer, S., Jackson, G., & Matten, D. (2012). Corporate Social Responsibility and institutional 

theory: New perspectives on private governance. Socio-Economic Review, 10(1), 3–28. 

https://doi.org/10.1093/ser/mwr030 

Braun, V., & Clarke, V. (2006). Using thematic analysis in psychology. Qualitative Research in 

Psychology, 3(2), 77–101. https://doi.org/10.1191/1478088706qp063oa 



45 

 

Burmeister, E., & Aitken, L. M. (2012). Sample size: How many is enough? Australian Critical 

Care, 25(4), 271–274. https://doi.org/10.1016/j.aucc.2012.07.002 

Clarkson, M. B. E. (1995). A Stakeholder Framework for Analyzing and Evaluating Corporate 

Social Performance. Academy of Management Review, 20(1), 27. 

CMA CGM implements Empty Repositioning Surcharge for exports from all Turkish ports. 

(2018, November). http://en.portnews.ru/news/266157/ 

Containertech AS. (2008). Freight Containers History. 

http://www.containertech.no/freightContainerHistory.htm 

Creswell, J. W. (2003). Research design: Qualitative, quantitative, and mixed method 

approaches (2nd ed). Sage Publications. 

Creswell, J. W. (2012). Educational research: Planning, conducting, and evaluating quantitative 

and qualitative research (4th ed). Pearson. 

Dyllick, T., & Muff, K. (2016). Clarifying the Meaning of Sustainable Business: Introducing a 

Typology From Business-as-Usual to True Business Sustainability. Organization & 

Environment, 29(2), 156–174. https://doi.org/10.1177/1086026615575176 

Fafaliou, I., Lekakou, M., & Theotokas, I. (2006). Is the European shipping industry aware of 

corporate social responsibility? The case of the Greek-owned short sea shipping 

companies. Marine Policy, 30(4), 412–419. https://doi.org/10.1016/j.marpol.2005.03.003 

Freeman, R. E. (1984). Strategic management: A stakeholder approach. Pitman. 

Froholdt, L. L. (2018). Corporate social responsibility in the maritime industry. Springer Berlin 

Heidelberg. 

Fusch, P. I., & Ness, L. R. (2015). Are We There Yet? Data Saturation in Qualitative Research. 

11. 



46 

 

Geissdoerfer, M., Savaget, P., Bocken, N. M. P., & Hultink, E. J. (2017). The Circular Economy 

– A new sustainability paradigm? Journal of Cleaner Production, 143, 757–768. 

https://doi.org/10.1016/j.jclepro.2016.12.048 

Globalization Monitor. (2011). China’s Dominance of Shipping Container Manufacturing (p. 

34). https://www.globalmon.org.hk/sites/default/files/attachment/container-industry-

report_final.pdf 

Google Maps. (n.d.). Google Maps. Retrieved May 20, 2019, from 

https://www.google.com/maps/@38.9308888,-

76.9961691,3a,40.1y,90h,90.32t/data=!3m6!1e1!3m4!1s3SO8uHNpvm5J-

ZzB5m6hxA!2e0!7i16384!8i8192 

Greenwood, M. (2007). Stakeholder Engagement: Beyond the Myth of Corporate Responsibility. 

Journal of Business Ethics, 74(4), 315–327. https://doi.org/10.1007/s10551-007-9509-y 

Hamad, H. B. (2015). Corporate Social Responsibility (CSR) in the Shipping Industry: A 

Disturbing Mechanism Between Maritime Security Needs and. Corporate Social 

Responsibility, 13. 

International Chamber of Shipping. (2019). Key Facts. International Chamber of Shipping. 

https://www.ics-shipping.org/shipping-facts/key-facts 

International monetary fund (Ed.). (1997). World economics outlook: May 1997 ; globalization ; 

opportunities and challenges. International Monetary Fund. 

International Transport Forum. (2018). Impact of alliances in container shipping.pdf. 

OECD/ITF. https://www.itf-oecd.org/impact-alliances-container-shipping 



47 

 

Islam, H., Zhang, G., Setunge, S., & Bhuiyan, M. A. (2016). Life cycle assessment of shipping 

container home: A sustainable construction. Energy and Buildings, 128, 673–685. 

https://doi.org/10.1016/j.enbuild.2016.07.002 

ISO. (2009). Environmental management: The ISO 14000 family of International Standards (p. 

18). 

file:///E:/THESIS/lit%20review%20papers%20and%20info/ISO%2014000%20family%2

0of%20intl%20stds%202009.pdf 

Jhawar, N., & Gupta, S. (2017). Understanding CSR- Its History and the Recent Developments. 

IOSR Journal of Business and Management, 19(05), 105–109. 

https://doi.org/10.9790/487X-190506105109 

Kakabadse, N. K., Rozuel, C., & Lee-Davies, L. (2005). Corporate social responsibility and 

stakeholder approach: A conceptual review. International Journal of Business 

Governance and Ethics, 1(4), 277. https://doi.org/10.1504/IJBGE.2005.006733 

Kuzmicz, K. A., & Pesch, E. (2019). Approaches to empty container repositioning problems in 

the context of Eurasian intermodal transportation. Omega, 85, 194–213. 

https://doi.org/10.1016/j.omega.2018.06.004 

Levinson, M. (2016). The Box: How the Shipping Container Made the World Smaller and the 

World Economy Bigger - Second Edition with a new chapter by the author. Princeton 

University Press. 

Li, L., Wang, B., & Cook, D. P. (2014). Enhancing green supply chain initiatives via empty 

container reuse. Transportation Research Part E: Logistics and Transportation Review, 

70, 190–204. https://doi.org/10.1016/j.tre.2014.06.018 



48 

 

Lyon, T. P., & Montgomery, A. W. (2015). The Means and End of Greenwash. Organization & 

Environment, 28(2), 223–249. https://doi.org/10.1177/1086026615575332 

Maersk. (n.d.). Retrieved May 12, 2019, from https://maerskcontainersales.com/how-and-why 

Mansouri, S. A., Lee, H., & Aluko, O. (2015). Multi-objective decision support to enhance 

environmental sustainability in maritime shipping: A review and future directions. 

Transportation Research Part E: Logistics and Transportation Review, 78, 3–18. 

https://doi.org/10.1016/j.tre.2015.01.012 

Mark-Herbert, C., & Rotter, J. (2010). A triple bottom line to ensure Corporate Responsibility. 

ResearchGate, 8. 

Martinez-Garcia, M. (2014). Shipping Container as Home. 22. 

Mayo, A. J., & Nohria, N. (2005). In their time: The greatest business leaders of the twentieth 

century. Harvard Business School Press. 

McWilliams, A., Siegel, D. S., & Wright, P. M. (2006). Corporate Social Responsibility: 

Strategic Implications*. Journal of Management Studies, 43(1), 1–18. 

https://doi.org/10.1111/j.1467-6486.2006.00580.x 

Monie, G. D., Rodrigue, J., & Notteboom, T. (2009). Economic Cycles in Maritime Shipping and 

Ports: The Path to the Crisis of 2008. 

NYK Equipment imbalance surcharge Manila. (n.d.). Retrieved May 2, 2020, from 

http://www.olgn.org/index.php/tag/surcharge/page/3/ 

Partnership with a Purpose. (2016). The Corporate Citizen, 18, 12–17. 

Parviainen, T., Lehikoinen, A., Kuikka, S., & Haapasaari, P. (2018). How can stakeholders 

promote environmental and social responsibility in the shipping industry? WMU Journal 

of Maritime Affairs, 17(1), 49–70. https://doi.org/10.1007/s13437-017-0134-z 



49 

 

Pinder, D., & Slack, B. (Eds.). (2004). Shipping and ports in the twenty-first century: 

Globalization, technological change and the environment. Routledge. 

Pop Brixton opens in South London. (2015, June 17). LO:PA Magazine. http://lo-

pa.com/food/pop-up-food-booze-n-arty-vibes-complex-pop-brixton-opens-in-south-

london/. 

Radwan, A. H. (2015). Reusing Shipping Containers in creating various Architectural Spaces. 

16. 

Recycle. (n.d.). In Merriam-Webster.com dictionary. https://www.merriam-

webster.com/dictionary/recycle 

Repurpose. (n.d.). In Merriam-Webster.com dictionary. https://www.merriam-

webster.com/dictionary/repurpose 

Rodrigue, J.-P., Comtois, C., & Slack, B. (2017). The geography of transport systems (4th 

edition). Routledge, Taylor & Francis Group. 

Sammis, Kyra. (2014, June 19). Creating Foolproof Partnerships-A Relationship Management 

Guide. Corporate Citizenship Perspectives [University]. 

https://ccc.bc.edu/content/ccc/blog-home/2014/06/blog-2014-06-creating-foolproof-

partnerships-a-relationship-management-guide.html 

Sampson, H., & Ellis, N. (2015). Elusive corporate social responsibility (CSR) in global 

shipping. Journal of Global Responsibility, 6(1), 80–98. https://doi.org/10.1108/JGR-08-

2014-0028 

Sherman, W. R. (2012). The Triple Bottom Line: The Reporting Of “Doing Well” & “Doing 

Good.” Journal of Applied Business Research, 28(4), 9. 



50 

 

Shipping, Cargo, Storage, & Conex Containers for Sale. (n.d.). Western Container Sales. 

Retrieved May 5, 2019, from https://westerncontainersales.com/shipping-container-

dimensions/ 

Shipping Container Assembly Diagram. (2010, December 3). Residential Shipping Container 

Primer (RSCP). 

http://www.residentialshippingcontainerprimer.com/CONTAINER%20COMPONENTS

%20AND%20TERMINOLOGY 

Skovgaard, J. (2014). European Union’s policy on corporate social responsibility and 

opportunities for the maritime industry. International Journal of Shipping and Transport 

Logistics, 6(5), 513. https://doi.org/10.1504/IJSTL.2014.064572 

Song, D.-W., & Panayides, P. M. (Eds.). (2012). Maritime logistics: Contemporary issues (First 

Edition). Emerald. 

Stake, R. E. (1995). The art of case study research. Sage Publications. 

Strand, R., Freeman, R. E., & Hockerts, K. (2015). Corporate Social Responsibility and 

Sustainability in Scandinavia: An Overview. Journal of Business Ethics, 127(1), 1–15. 

https://doi.org/10.1007/s10551-014-2224-6 

Taylor & Francis Group. (2004). Shipping and ports in the twenty-first century globalization, 

technological change and the environment. Routledge. 

http://proxy.library.carleton.ca/login?url=https://www.taylorfrancis.com/books/97802034

96411 

Tellis, W. M. (1997). Introduction to Case Study. 3(2), 15. 

The Container CSC Plate Explained | BIC. (n.d.). Retrieved May 5, 2019, from https://www.bic-

code.org/csc-plate/ 



51 

 

Theofanis, S., & Boile, M. (2009). Empty marine container logistics: Facts, issues and 

management strategies. GeoJournal, 74(1), 51–65. https://doi.org/10.1007/s10708-008-

9214-0 

Thorne, B. M., & Giesen, J. M. (2003). Statistics for the behavioral sciences (4th ed). McGraw-

Hill. 

Tongzon, J., & Yang, D. (2016). The rise of Chinese ports and its impact on major ports in East 

Asia. Maritime Economics & Logistics, 18(1), 19–40. 

https://doi.org/10.1057/mel.2015.14 

Tzannatos, E., & Stournaras, L. (2015). EEDI analysis of Ro-Pax and passenger ships in Greece. 

Maritime Policy & Management, 42(4), 305–316. 

https://doi.org/10.1080/03088839.2014.905722 

Uittenbroek, C., & Macht, P. W. (2009). Sustainable Containers: Cost-Effective Student 

Housing. Quarterly Urban Development Journal, 4th Quarter, 8. 

Werther, W. B., & Chandler, D. (2013). Strategic corporate responsibility: Stakeholders, 

globalization, and sustainable value creation. 

Wiengarten, F., Pagell, M., & Fynes, B. (2013). ISO 14000 certification and investments in 

environmental supply chain management practices: Identifying differences in motivation 

and adoption levels between Western European and North American companies. Journal 

of Cleaner Production, 56, 18–28. https://doi.org/10.1016/j.jclepro.2012.01.021 

World Commission on Environment and Development (Ed.). (1987). Our common future. 

Oxford University Press. 

Yin, R. K. (2009). Case study research: Design and methods (4th ed). Sage Publications. 



52 

 

Yuen, K. F., & Lim, J. M. (2016). Barriers to the Implementation of Strategic Corporate Social 

Responsibility in Shipping. The Asian Journal of Shipping and Logistics, 32(1), 49–57. 

https://doi.org/10.1016/j.ajsl.2016.03.006 

Yuen, K. F., Thai, V. V., & Wong, Y. D. (2017). Corporate social responsibility and classical 

competitive strategies of maritime transport firms: A contingency-fit perspective. 

Transportation Research Part A: Policy and Practice, 98, 1–13. 

https://doi.org/10.1016/j.tra.2017.01.020 

Yuen, K. F., Thai, V. V., & Wong, Y. D. (2018). An investigation of shippers’ satisfaction and 

behaviour towards corporate social responsibility in maritime transport. Transportation 

Research Part A: Policy and Practice, 116, 275–289. 

https://doi.org/10.1016/j.tra.2018.06.027 

Zainal, Z. (2007). Case study as a research method. 6. 

 


