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1.0 Introduction 

1.1 Africa's success story

Africa today is regarded as the next 
frontier for investments. The 
continent stands as one of the 
fastest growing regions of the 
world. Six of the ten fastest 
growing economies are in Africa. In 
a seeming season of sustained 
global economic crisis, African 
e c o n o m i e s  h a v e  r e m a i n e d  
resilient.

Over the past 10 years, Africa's GDP 
has grown by 5% a year – one 
percentage point higher than 
global growth – and the continent 
is closely tied in to the global value 
chain (GVC). Between 1995 and 
2014, Africa's share of global 
commerce grew from 1.4% to 2.4%, 
while that of the US, Asia and 
Europe fell slightly. However, 
Africa remains primarily confined 
to the role of raw material supplier 
and unable to transition to that of a 
production platform. It runs a 

trade deficit, with imports – mostly 
o f  m a n u f a c t u r e d  g o o d s  –  
exceeding exports, 80% of which 
are primary products: oil and gas, 
and mining, agricultural and 
forestry products.

In 2011, total African real GDP was 
US$0.95 trillion (2000 prices). The 
regions real GDP growth slowed 
down to 2.2% in 2016, due to the 
continued fall in commodity prices 
and weak global economic growth. 
East Africa recorded the fastest 
growth at 5.3% followed by North 
Africa at 3%.

In addition, there have been steady 
improvements in economic policy 
and the business environment 
generally, leading to a more 
favorable investment climate. With 
d y n a m i c  p r i v a t e  s e c t o r s ,  
entrepreneurial spirit and vast 
resources, Africa has the potential 
t o  g r o w  f a s t e r  a n d  m o r e  
inclusively. Inflation is generally 
lower and exchange rates more 
fundamentally aligned than 20 

years ago. Risk to capital has 
reduced, and personal security has 
generally improved in a large 
number of countries.

With improvement in the policy 
and business environments, the 
risk to capital has fallen and foreign 
direct investment (FDI) has grown. 
Between 2001 and 2011, net inflows 
of FDI averaged 3 per cent of GDP 
each year for Africa, compared to 
around 1.2 per cent of GDP in the 
previous decade. It is expected to 
reach over USD 57 billion in 2017.

Africa's political landscape has 
witnessed major changes over the 
last two decades. There are now 
m o r e  r e p r e s e n t a t i v e  
governments, more democratic 
elections, and more peaceful 
transitions of power – all of which 
have contr ibuted to  r i s ing  
democratization scores.

2.0 Africa's Maritime Sector and 
the Economy
M a r i t i m e  t r a n s p o r t  i s  t h e  

WHAT IS NEEDED TO REALIZE THE FULL 
POTENTIAL OF AFRICA'S ECONOMY IN 
TOMORROW'S MARITIME WORLD

By Abdul Haki Bashiru-Dine, Ghana Shippers’ Authority
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backbone of international trade 
and the global economy. Around 
80 per cent of global trade by 
volume and over 70 per cent of 
global trade by value are carried by 
sea and are handled by ports 
worldwide. These shares are even 
higher in the case of most 
developing countries.

The contribution of the maritime 
industry to the economy of Africa is 
huge representing over 80% of 
Africa's trade. Africa's share of 
global trade still remains very weak 
at about 2.3% according to the 
UNCTAD.

The export of raw materials from 
Africa to the Far East and other 
continents is mainly through 
shipping. Over 90% of Africa's 
import trade is by shipping and this 
has a huge impact on the value 
chain operations in Africa. Tax 
r e v e n u e  r e m a i n s  t h e  m o s t  
important source of domestic 
financing in African countries. 
Most governments in Africa rely on  
trade taxes such as levies and 
customs and other fiscal duties on 
imports as a source of revenue for 
economic development.

The maritime industry particularly 
shipping has the potential in 
playing a significant role in Africa's 
future development. The Maritime 

Industry in Ghana is by far, the most 
critical sector and is key to the 
development of the nation's 
economy. The Industry accounts 
for over 80%, as a share of customs 
col lection,  and the highest 
contributor to the nation's 
revenue base through taxes and 
levies on imported and exported 
products.

For the past decades, trade growth 
has been lackluster in Africa. 
Compared to the world average 
g r o w t h  r a t e ,  A f r i c a  
underperformed. Excluding oil, 
exports  from most  Afr ican 
countries have declined in the last 
d e c a d e  m a i n l y  b e c a u s e  o f  
d o w n w a r d  t r e n d  f o r  m a n y  
c o m m o d i t i e s  a n d  s u p p l y  
constraints.

Over the last decade, maritime 
experts have bemoaned the rising 
number of challenges within the 
mar i t ime sector  
which should be 
addressed with the 
aim of ensuring 
efficient logistics 
and supply chain 
operations.

3.0 Challenges of 
Afr ica  Marit ime 
Sector.
Presently, Africa’s 

ports remain largely outside 
several global trends. These 
trends, however, can have positive 
impacts on the economies of 
Africa. At the time when main ports 
in Asia have the infrastructural 
capacity to receive 8,000 TEU 
vessels West and Central Africa 
sub-region ports are unable to 
receive vessels in excess of 2,500 
TEUs.

Also, the introduction of very large 
container vessels has contributed 
to a widening gap between few 
large efficient ports, which benefit 
from economies of scale of these 
v e s s e l s  a n d  m o s t  p o r t s  i n  
developing countries, which will 
increasingly have to rely on feeder 
services.

Africa's ports have faced rapid 
traffic growth in the last five years 
(more than 12 per cent). It is the 
right time to tackle major port 
reforms since traffic forecasts are 
expected to grow at a slower pace 
until 2010 (Drewry, 2005).

I m p r o v e m e n t  o f  p o r t  
management is a prerequisite for 
further development of the 
maritime sector in Africa. For 
shipping lines, port turnaround 
time has become an increasingly 
important factor to decide to call in 
any port of the world. It is 
estimated that one extra day at a 
port costs more than US$ 35,000 to 
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a shipping line for a 2,200 TEU 
vessel.

Without improved port efficiency 
and regional integration, many 
ports of the world will become 
increasingly marginalized, served 
by feeders. Shippers will have to 
bear higher maritime transport 
tariffs. Without improved port 
e f f i c i e n c y ,  s e v e r a l  c o a s t a l  
countries in West and Central 
Africa could become “de facto” 
landlocked,  having to bear 
approximately the same cost as a 
landlocked country. 

Issues of hinterland accessibility in 
Africa are clearly reflected in the 
import costs. On average, sub-
Saharan African countries have 47% 
higher  import costs per TEU than 
the global average (US$2,567 
versus US$1,742 per TEU in 2012). 
Substantial regional variations are 
observed which in part can be 
explained by geographical factors 
impacting hinterland accessibility, 
but also by policy, trade facilitation 
and supply chain management 
issues. 

To summarize, the challenges of 
Africa's maritime sector which 
when addressed could have a 
pos it ive  impact  on Afr ican 
economies are;

1. Poor Export Capacity
2. Port trade cost structure
3. I n a d e q u a t e  p o r t  

infrastructure to support 
growth of the maritime 
shipping sector

4. I n e f f i c i e n c y  i n  p o r t  
operations

5. Lack of improved port 
management capabilities.

6. Poor implementation of 
maritime legal and policy 
framework

7. Regional Integration
4.0 What is needed to overcome 

challenges and allow for growth in 
the economy?
Global development challenges 
affect the countries in West and 
Central Africa, but also offer an 
opportunity to implement overdue 
reforms in maritime transport and 
port sectors in Africa , which are 
expected to result in lowering 
transport costs and ultimately 
facilitate trade expansion.

 African economies should strive to 
benefit from high proportion of 
empty containers exported from 
the region to diversify their export 
base. Notable strides have been 
made in Ghana, Benin, Angola, 
Congo and Gabon and in some 
other West and Central African 
countries, but much remains to be 
done in the region.

G o v e r n m e n t s ,  t h r o u g h  
c o o p e r a t i o n  b e t w e e n  p o r t  
authorities, shipping lines and 
donors, should benchmark port 
efficiency in Africa, so that 
individual ports and terminals 
could compare their performance 
against their neighbors as well as 
globally.

Improved port efficiency and 
regional integration, enabling a 
better link between a port and its 
hinterland, are the only solutions 

for small ports to ensure increased 
traffic,  which wil l  result in 
decreasing maritime transport 
tariffs. Otherwise, these ports will 
become increasingly marginalized.

5.0 Way Forward
The way forward is the need for 
reforms in the maritime sector of 
Africa. In particular the attainment 
of competitiveness along the 
entire logistics and supply value 
chain.

The main objectives of upcoming 
reforms in the maritime transport 
industry and port sector in African 
countries should be aimed at the 
following;

1. I n s t i t u t i o n a l  r e f o r m -  
carrying out cost benefit 
analysis of current port 
m a n a g e m e n t  a n d  
efficiency in countries 
facing very high port 
charges and high maritime 
transport rates.

2. Fostering private sector 
part ic ipation both to 
provide investment for 
new installations and 
equipment, and to transfer 
technical know-how and 
more efficient terminal 
management.

3. Facilitating procedures 



and controls in ports, such 
as procedures affecting 
turnaround time, dwell 
time and handling cost, 
o t h e r w i s e  p o r t  
attractiveness is seriously 
limited. The introduction 
of community-based IT 
system may help in this 
regard.

4. Improving port access to 
u l t imate ly  d evelop a  
mult imodal  transport  
system. Areas around 
p o r t s  a r e  u s u a l l y  
congested and investing in 
road infrastructure to 
improve port access may 
have a positive impact on 
city economic activities 
and port efficiency.

5. Facilitating transport on 
the main trade corridors 
from port to landlocked 
countries.

6. Increasing competition 
among shipping lines in 
countries, when informal 
barriers to market entry or 
collusion still prevail.

7. Developing knowledge 
sharing and collaboration 
b e t w e e n  p o r t s  a n d  
countries on current port 
reforms in Africa. The Port 
Management Associations 
in Africa could become a 
suitable platform for these 
exchanges. 

8. R e v i e w i n g  m a r i t i m e  
policies in various regions 
of the world to adopt 
adequate maritime policies 
in the Africa region.

9. Efficient implementation 
o f  t r a d e  f a c i l i t a t i o n  
measures to boost trade 
and the capacity of the 
maritime sector.

6.0 Conclusion
In Africa today, efforts are being 
made to ensure that the maritime 
sector is positioned to drive the 
e c o n o m i c  t r a n s f o r m a t i o n a l  
agenda of the continent.

There are ongoing port expansion 
projects, automation of port 
operations, improvement in the 
business environment to reduce 
the cost of trade, tackling of 
corruption and improving the 
capacity and capability of port 
m a n a g e r s  a n d  o t h e r  k e y  
stakeholders.

These reforms must continue and 
should be sustained. Africa as a 
c o n t i n e n t  s h o u l d  e m b r a c e  
technology penetration in its 
maritime sector and work to 
streamline and ensure value along 
the entire supply chain.

Another import area to tackle is the 
efficient implementation of trade 
facilitation measures which are key 
to the future of the maritime 
i n d u s t r y  i n  A f r i c a  a n d  i t s  

economies. Trade Facilitation is a 
comprehensive and integrated 
a p p r o a c h  t o  r e d u c i n g  t h e  
complexity and costs of trade 
transact ion processes,  and 
ensuring that all these activities 
can take place in an efficient, 
transparent and predictable 
manner based on internationally 
accepted norms, standards and 
best practices.

I n  e f f e ct ,  i t  re f e rs  t o  t he  
simplification, harmonization, use 
of new technologies and other 
measures to address procedural 
and administrative impediments to 
trade. This should be the way to go 
developing an efficient trade and 
transport system that enhances 
the competitiveness of our ports 
and its users. 

In Ghana for example, there are a 
number of these reforms taking 
place; notable among these are the 
port expansion projects at its two 
main ports, the introduction of the 
s ingle  window system and 
paperless regime to ensure 
efficiency in ports management 
and operations. In the long run the 
government aims at improving 
port efficiency as a means to 
reducing cost of trade and increase 
competiveness for the economy. 
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Background
With some years of working with 
Syrians who imported spare parts 
of vehicles into Ghana for sale at 
Tudu, Mr Prince Emmanuel Asare 
bought a plot of land at Abossey 
Okai and moved on to set up his 
own spare parts business. This was 
over three decades ago. His friend, 
Mr Stephen Owusu who later 
became his business partner, 
joined him in pursuit of their new-
found love which has since 
t r a n s f o r m e d  t h e  G h a n a i a n  
transport industry.
 
Typical of Ghanaians desirous of 
creating business opportunities for 
themselves by moving in droves to 
invest in any new business venture, 
others joined Mr Asare and his 
friend at Abossey Okai. After five 
y e a r s  o f  t r a d i n g  w i t h  a  
c o r r e s p o n d i n g  g r o w t h  i n  
attraction of new traders, the 
numbers had grown appreciably. 
This necessitated the formation of 
the Abossey Okai Spare Parts 
Dealers Association and Mr Asare 
became its first Chairman.

A business venture that started 
with two shops in the heart of 
Abossey Okai, Accra, has now 
significantly transformed into over 
10,000 shops operated by a 
m i n i m u m  o f  t w o  p e r s o n s .  
However, not all shop owners are 
part of the Association. They 
belong to satellite associations like 
Korea Importers Association, 
Battery Importers Association, 
Japanese Importers , 
UK Importers Association among 
others. The Abossey Okai Spare 
Parts Dealers Association, which is 
the mother body, currently boasts 
of a membership of 6,000 people.

Lawyers, doctors, lecturers, 
bankers, students and all shades of 
professionals and persons own 
shops in Abossey Okai.
 
Contribution to the Ghanaian 
Economy
Abossey Okai is the cradle of the 
vehicle spare parts industry in 
Ghana. Without its existence, the 
transport chain would have ceased 
to function. As ships would need 

 Association

the services of a tugboat to berth 
ashore; drivers, car owners and 
transport operators rely on spare 
parts as if their lives depended on 
t h e m .  M a j o r  a u t o m o b i l e  
companies such as CFAO, Japan 
Motors, Auto Parts, Mechanical 
Lloyd etc. also buy spare parts from 
Abossey Okai to replenish their 
stock to meet their supplies. The 
men and women at Abossey Okai 
bring comfort and life onto our 
roads. 
 
The importation of spare parts into 
the country by traders at Abossey 
Okai  generates  substant ia l  
revenue to the state through the 
payment of import duties. This has 
s ignif icantly contributed to 
mobilisation of revenue to develop 
the country. 
 
With over 10,000 shops operated 
by at least two persons, the spare 
parts hub has created about 
20,000 direct jobs and several 
thousands of indirect jobs to 
others whose businesses and 
survival are dependent on their 
existence.

THE STORY OF ABOSSEY OKAI 
SPARE PARTS DEALERS

07

By The Public Relations Department, Ghana Shippers’ Authority
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P o r t  C h a l l e n g e s  a n d  
Recommendations 
Traders at Abossey Okai have their 
unique challenges, particularly 
with the clearance of goods at the 
port, just as any business entity 
operating in Ghana. 
 
According to the Public Relations 
Officer of the mother Association, 
Mr Clement Boateng, his members 
have no challenges at the port of 
loading of goods in the US,Europe 
and Asia. Their worries,however, 
begin when the goods arrive at the 
port of Tema for clearance. 
 
He observed the logistics at the 
port are inadequate for the quick 
c l e a r a n c e  o f  t h e i r  g o o d s .  
This,coupled with congestion of 
containers, unnecessarily delays 
the clearance process.
 
On the paperless port project 
implemented in September 2017, 
w h i c h  p r o m i s e d  a  4 8 - h o u r  
clearance period once the importer 
satisfies all import requirements, 
Mr Boateng said that has not been 
r e a l i s e d .  M e m b e r s  o f  h i s  
Association and other importers 
spend more hours carrying 
documents moving from shipping 
lines to Customs and other 
stakeholders who matter in the 
clearance process. Additionally, 
network failure, pilfering and other 
bottlenecks have all combined to 

cause  de lays  
and loss which is 
increasing the 
cost of doing 
business at the 
port.
 
He called on the 
Ghana Ports and 
H a r b o u r s  
A u t h o r i t y  
( G P H A )  t o  
i m p r o v e  o n  
their services by 

getting more cranes, forklifts and 
other logistics to fast-track the 
clearing of goods at the port. He 
also emphasised the need for 
Customs and other stakeholders to 
have back up systems to speed up 
the processing of documents and 
the provision of adequate security 
to stop pilfering. 
 
Caboat, as he is affectionately 
called in Abossey Okai, describes 
the relationship between the 
Ghana Shippers' Authority and his 
Associat ion as  fru itfu l  and 
commended the Authority on its 
sensitisation programmes to 
traders particularly in its sustained 
fight that led to the abolishment of 
terminal charges introduced by 
Shipping Lines. He charged the 
Authority to work on the scrapping 
of the Cargo Tracking Note (CTN) 
and the Fumigation of containers 
at the various ports since its 
implementation 
would add up to 
t h e  c o s t  o f  
doing business 
by shippers.
 
Import Duties 
and Spare Parts 
Levy
P a y m e n t  o f  
import duties on 
s p a r e  p a r t s  
increased with 

the take over of valuation from the 
D e s t i n a t i o n  I n s p e c t i o n  
Companies(DICs) by the Customs 
Division of the GRA due to the 
introduction of new benchmark 
values by the latter. 
 
With the announcement of the 
abolishment of duty on imported 
spare parts by the Finance 
Minister, Ken Ofori-Atta, in the 2017 
Budget, Abossey Okai traders were 
hopeful that their businesses 
would soon cash in on the 
reduction. Hope,however, eluded 
them when the implementation 
took longer than expected.
 
But Mr Boateng noted subsequent 
engagements with government on 
the development is yielding some 
returns as the implementation 
process of the removal of the spare 
parts levy started in July 2017. On 
the unusual rise in import duties 
which was caused by some 
discrepancies under the new 
valuation regime, he said their 
complaints to Customs have been 
addressed as importers of spare 
parts can now heave a sigh of relief. 
 
Interest Rates 
The business community in Ghana 
is still battling with choking 
interest rates between 30 to 31 per 
cent, a situation Caboat observes 
has a telling effect on their 
businesses. 

Mr. Clement Boateng, Public Relations Officer of the Abossey Okai 
Spare Parts Dealers Association
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 “Government must impress upon 
the banks to reduce interest rates 
to commensurate with the 
reduction in policy rates so that we 
in the private sector can borrow to 
grow and expand our businesses”, 
he appealed. 
 
For him, it was high time the 
rhetoric of “The private sector is 
the engine of growth” is given its 
footing and support for economic 
growth and the creation of 
“employment opportunities”.
 
Social Media and ICT
Traders at Abossey Okai have not 
been left behind in the use of social 
m e d i a  a n d  I n f o r m a t i o n  
Communication Technology(ICT) 
to run their businesses more 
effectively and productively.
 
With the use of Facebook, 
WhatsApp and other social media 
platforms and courier services, 
traders are able to reach their 
customers in their offices, homes 
and on the roads with ordered 
spare parts.
 
The setting up of an ICT Centre by 
telecommunication giant MTN at 
Abossey Okai to train and sharpen 
the ICT skills of traders to enhance 
their businesses is commendable. 
Even though the centre has been 
closed down for almost a year now, 
Mr Boateng expressed optimism 

that it would 
s o o n  b e  
refurbished 
f o r  m o r e  
t r a d e r s  t o  
r e c e i v e  
training. This, 
he believes, 
would greatly 
t r a n s f o r m  
their trading 
relationship 
w i t h  t h e i r  

customers with the advent of the 
Information Age.
 
The Future of Abossey Okai
The land space that currently hosts 
over 10,000 shops at Abossey Okai 
a n d  t h e  d a i l y  t r o o p i n g  o f  
thousands of patrons to transact 
business is working beyond its 
capacity.
 
On any given day, the spare parts 
market is always congested with 
human and vehicular traffic making 
the transaction of business not to 
flow seamlessly. This causes delays 
and discomfort to the traders and 
customers at large. Chief among 
these problems is the rise in the 
activities of Goro boys (middle 
men), because of the congestion 
and inadequate parking space for 
vehicles at Abossey Okai, for the 
convenience and comfort of some 
customers, they prefer to use the 
services of these boys to buy goods 
for them.
 
Prices of spare 
parts are most 
often inflated 
by the Goro 
b o y s .  
Secondly,they 
can also not be 
e a s i l y  
identified for 
redress on any 
c h a l l e n g e  

associated with after sales 
purchase and this leaves the 
b u y e r s  f r u s t r a t e d .  T h e  
Association's PRO considers this 
development as very worrying and 
advises customers to always come 
in person or use very reliable 
contacts to transact business with 
them. 
 
To prevent these challenges from 
recurring and also expand the 
frontiers of the spare parts 
industry in Ghana, the leadership of 
the Abossey Okai Spare Parts 
Dealers Association are earnestly 
in talks with government, chiefs 
and other stakeholders for an 
alternative land space that can 
accommodate their flourishing 
trade. Their counterparts in Lagos, 
Nigeria, who used to experience 
the challenge of inadequate space 
for their spare parts business   
were ably assisted by the Lagos 
State government to secure a new 
site for their operations. 

The men and women of Abossey 
Okai are the backbone of our 
transport sector-the pivot that 
drives every facet of the economy 
of Ghana. The next time you are 
driving your own vehicle or on 
board any and it  suffers a 
breakdown, spare parts from 
Abossey Okai may only be your 
saviour.  

Business activities going on at Abossey Okai 

Vehicles struggling for parking space 



Many Ghanaian owned businesses 
are trotting and their operations 
have been become a rise and fall 
race. Often, most homegrown 
small-to-medium-large companies 
fold up or are performing below 
t h e i r  c a p a c i t i e s .  W i t h  t h e  
liberalisation of the Ghanaian 
economy, local companies face 
stiff competition from foreign 
companies in all sectors of the 
economy. The uneven scale of the 
competition means  foreign firms 
with financial wherewithal and 
technical competence control a 
greater share of the goods and 
services market in developing 
countries, Ghana not an exception.
 
E v e n  t h o u g h  t h i s  l o p s i d e d  
e c o n o m i c  s t r u c t u r e  a n d  
arrangement has been the story of 
Ghana for some years, a few locally 
grown companies have risen above 
the established order and defied 
the odds to excel. Breaking this 
barrier may gradually become the 

norm. One of these companies 
defying the odds in the maritime 
and transport sector is Global 
Cargo &Commodities Limited.
 
With a permanent staff strength of 
1 0 2  t h a t  c o m m a n d e e r  t h e  
operations of its offices across the 
country and beyond, Global Cargo 
is providing efficient and reliable 
total shipping services to shippers 
in Ghana and across the West 
African sub-region. 

 The affable and industrious Jacob 
Gbati, the Managing Director of 
Global Cargo & Commodities, is the 
driver behind the success story. 
Working with his uncle at the 
Kotoka International Airport(KIA) 
as a national service person and 
later stayed on for about two years 
after developing an interest in 
shipping and logistics, he noticed 
the industry lacked highly skilled 
labour. In 1994, he moved to Tema 
to start Global Cargo, and finally 

GLOBAL CARGO & COMMODITIES 
LIMITED IN PERSPECTIVE 
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had the license to operate as a 
clearing company four years later. 
 
As a knowledge seeker, the soft-
spoken Jacob believes for anyone 
to succeed in the maritime 
t r a n s p o r t  s e c t o r ,  h e  m u s t  
continually upgrade his knowledge 
on the intricacies of the industry to 
be responsive to its needs for 
business efficiency. After his first 
degree from the University of 
Ghana, he enrolled for a Master’s 
programme at the Regional 
Maritime University. Regularly, he 
enrols for short and certificate 
courses in shipping, management 
and business-related programmes. 
He also serves as a resource person 
to share his over two decades of 
experience in the industry.

Services 
Over the period, Mr Gbati realised 
the enormous opportunities the 
maritime transport industry 
offered and the need to invest in 
auxiliary shipping services. Global 
Cargo is now a 360 provider of 
shipping services: clearing to ship 
handling, warehousing, haulage, 
exports and ownership of a 
container depot. 
 
The company which is undergoing 
an ISO certification process owns 
one of the biggest container 
depots in the port of Tema. Global 
Container Terminal situated closer 

to the Ghana Ports & Harbours 
Authority's (GPHA) reefer yard, has 
the capacity to take more than 
3,500 TEUs. Global Cargo is living 
up to its 'global' name by providing 
shipping services in Togo, Benin 
and Nigeria and it is also making an 
entrance into Cote d'lvoire. 
Perhaps, with business ingenuity in 
a dynamic shipping world and the 
support of government, Global 
Cargo could become one of the 
known international shipping 
magnates in a few years to come.

Clients
Global Cargo currently provides 
total shipping packages for 
Dangote Cement, the African 
cement giant from Nigeria, Benin, 
Togo and in Ghana. 

From ship handling, clearing and 
transportation, it also offers its 
services to the Ghana Group, 
importers of Cindy and Lily rice; 
Olam Group; Wilmar; World Vision, 
Taj Investments; and others.

Contribution to Ghana's economy 
As a shipping line/agency, Global 
Cargo handles some of the big 
vessels and cargo volumes (sugar, 
rice, wheat, etc) that come to the 
ports of Ghana. The impact of this 
company on the economy of 
Ghana is tremendously huge. For 
the past eight to ten years, the 
company's vessels handled not 

less than six to seven per cent of 
the annual total volume of imports 
into the country. This generates a 
lot of revenue to the country 
through the payment of import 
duties and other charges paid to 
the state.
 
Aside the employment of 102 
permanent staff that work from its 
offices in Takoradi,Tema, KIA, Aflao 
and outside the country,Global 
Cargo gives indirect jobs to 1,000s 
in the maritime and transport 
i n d u s t r y .  W o r k e r s  a t  t h e  
stevedoring companies rely heavily 
on cargoes from the company's 
vessels to operate; same for other 
labour companies.
 
The company also employs casual 
s taff  inc lud ing ta l ly  c lerks  
numbering 300 to 350 for ship 
handling services depending on 
the size of a vessel and how long it 
stays at the port. Additionally, 
Global Cargo also employs about 
200 people  as  dr ivers  and 
assistants for the operation of their 
80 trucks that cart goods from the 
ports and around the sub-region.

Corporate Social Responsibility 
As a responsible and ethical 
emerging sub-regional shipping 
brand, Global Cargo believes in 
giving back to society. 
 
The company, over the past years 
has invested in Hepatitis B 
screening and vaccinations in some 
communities in the northern parts 
of the Volta and Regions.  
Inmates of the Nsawam Prison will, 
later this year, have a taste of the 
benevolence of Global Cargo with a 
donation of some packages to 
them. 
 
A modern police station has also 
b e e n  b u i l t  f o r  t h e  B a n d a  
community in the Krachi District of 

Northern 
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the Volta Region. The company has 
also built a six-classroom unit block 
for the Banda community to 
a d d r e s s  t h e  e d u c a t i o n a l  
infrastructure challenges of the 
area. 

Awards
Global Cargo has won several 
national and international awards 
for its sustained contribution to 
the shipping and logistics trade. It 
has won the Best Logistics 
Company Award from the Ghana 
Chamber of Commerce; Best 
Freight Forwarder; Leadership 
Awards and others in the UK and 
France.

The company also received from 
the Africa Business and Logistics 
Support Services (ABSLSS) the 
Africa Maritime & Energy (AME) 
Meritorious Award as AME Trade & 
Freight Operator of the Year in 
Africa held in 2014 in South Africa. 

Challenges and the way forward 
Mr Gbati sees the challenges of the 
shipping industry in Ghana as not 
peculiar to Global Cargo but to all 
other players that do business with 
the ports and entry and exit points 
of the country. 
 
The implementation of  the 
paperless port project has helped 
i m p r o v e  t h e  t r a n s f e r  o f  
compliance from Tema to the head 
office of the Customs Division of 

GRA but the Global Cargo founder 
said the human interaction and 
tonnes of paper documentation 
that the paperless sought to cure 
largely remains unaddressed. 
 
He added that the inconsistency on 
the part of officials of National 
Security, Customs  and other state 
regulatory agencies during joint 
inspection of goods on the types of 
goods to inspect or not, delays 
from shipping lines for the release 
of cargoes, high interest rates, 
over taxation among other factors 
are making doing business at the 
ports cumbersome and expensive.
 
He has advised government, state 
agencies and bodies working at the 
ports to properly define their roles 
i n  o r d e r  n o t  t o  c r e a t e  
bureaucracies and harassment to 
shippers who are sometimes 
stopped from proceeding to clear 

their goods after valuation and 
payment of duties.
 
Mr Gbati thinks for Ghanaian 
businesses to take over the 
commanding heights of every 
sector of the economy, softer 
terms of credit must be arranged 
for businesses to grow and expand 
and government must pursue this 
as its foremost priority.
 
“If you can't get them grants to 
invest in their businesses to create 
jobs and grow the economy, make 
the borrowing rate low. Our 
competitors in Europe and other 
parts of the world are borrowing at 
five to six per cent for investments. 
Without the availability of such 
facilities in Ghana, businesses can't 
grow”, he laments.
 
He also appeals to government to 
reduce the taxes imposed on 
shippers doing business at the 
country's ports. Over taxation, he 
observes, stifles local production 
and increases the cost of doing 
business at the ports and every 
facet of the Ghanaian economy.
 
Ghana, he adds, must make her 
maritime and transport sector 
attractive as the go-to business 
hub in the West African sub-region. 
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The lack of enforcement of laws 
and adherence to regulations are 
typical of the developing world and 
have become contributory barriers 
to trade facilitation and high 
productivity to spur economic 
growth. In effect, millions of 
dollars which could have been 
invested in other departments of 
development are irrecoverably lost 
annually. Ghana, as a developing 
country, is not spared on this 
rather sad trajectory and the 
maritime and transport sector has 
its own share of this challenge.

Shippers in Ghana are burdened 
with the payment of demurrage, 
rent and other avoidable charges 
incurred in their daily quests to 
move cargoes from the many 
oceans of the world to the ports of 
Tema and Takoradi. For what could 
be described as causing financial 
loss to shippers, these charges 
continue to make shippers bleed 
and eventually contribute to the 

high cost of doing business at 
Ghana's ports.

Demurrage is the use or holding of 
containers beyond free time or 
days given within the port or 
terminals. Because the shipper's 
consignment is still in the container 
after the grace period, the shipping 
line is denied the option of reusing 
the container to provide services 
to other shippers, hence the 
charge of demurrage to cut its loss. 

Rent on the other hand is charged 
by the port authority or terminal 
operator once the free days expire 
and the container is still positioned 
at the port.

Statistics on Demurrage and Rent. 
Ghana's seaborne trade is largely 
dependent on imports-rice, sugar, 
personal effects, poultry products, 
cars among others including 
toothpicks and match boxes. 
Shipping lines charge shippers an 

average of $ 22 and $44 per day for 
20 ft  and 40 ft  containers 
respectively for the first 14 days 
after the expiration of the free 
days. These charges go up from the 
next 15 to 21 days thereafter. 

Statistics from the Ghana Shippers' 
Authority (GSA) show that Ghana's 
total imports for 2016 registered 
12.1 million mt and the figure  
increased by 17.5 per cent to 14.16 
million mt in 2017.

As an import-dependent economy 
with a developing maritime 
industry beset with bottlenecks, 
Ghana's economy bleeds annually 
over the payment of demurrage 
and rent by shippers. 

Studies undertaken by the GSA 
indicate that shippers in Ghana 
paid about $171 million to shipping 
lines as demurrage and GH¢90 
million in rent charges cumulatively 
for 2016 and 2017 due to delays in 
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the clearance of their cargoes at 
the ports of Tema and Takoradi. 
Total demurrage payments in 2017 
amounted to  $76.4  mi l l ion  
representing a 19.56 per cent 
decrease compared to $95 million 
recorded in 2016.Even though the 
d e m u r r a g e  f i g u r e  f o r  2 0 1 7  
recorded an average decline of 17.1 
per cent, a lot more has to be done 
by stakeholders in the demand and 
supply side of shipping to stop the 
demurrage haemorrhage 

Causes
The causes of demurrage payment 
are multi-faceted. The various 
stakeholders concerned in the 
chain of shipping business thus, the 
importer, shipping lines, port 
authorities and state regulatory 
and supervisory agencies, clearing 
a g e n t s  a n d  o t h e r  p l a y e r s  
contribute directly or otherwise to 
demurrage and rent payment. In 
Ghana, about 80 per cent of the 
liner cargoes coming to the 
country suffer demurrage, hence 
shippers have to cough up 
additional money to pay off the 
demurrage and rent to have access 
to their goods.

The causes of demurrage can be 
grouped into three broad areas: 
delays from service providers; 
d e l a y s  c a u s e d  b y  s y s t e m  

challenges and shipper/consignee 
constraints.

i) D e l a y s  f r o m  S e r v i c e  
Providers 
An unreliable clearing 
agent's negligence and 
d i s h o n e s t y  i n  t h e  
processing of documents 
for cargo clearance could 
lead to a needless accrual 
of demurrage and rent. 

Delays from shipping 
lines/agents in the release 
of cargoes is also an 
attr ibutable cause of 
demurrage and rent. In 
circumstances where the 
free days period expires on 
Friday afternoon and the 
shipper is able to secure 

the release of his goods 
from the shipping line on 
same day, he will be unable 
to proceed further after 5 
pm to take final delivery of 
t h e  c a r g o  b e c a u s e  
shipping lines in Ghana 
close work on Fridays and 
only report on Mondays.

 They do not work 24/7; no 
work on weekends. The 
importer, who has fulfilled 
all his requirements of 
satisfying his financial 
obligations and other 
duties, is made to pay 
demurrage for the two 
d a y s  ( S a t u r d a y  a n d  
Sunday) that the service 
providers fail to show up 
for work.

The inconsistencies in the 
Pre-Arrival Assessment 
Reporting System (PAARS) 
leading to challenges in 
p r o c e s s i n g  C u s t o m s  
C l a s s i f i c a t i o n  a n d  
V a l u a t i o n  R e p o r t  
( C C V R )  a n d  t h e  
bureaucracies associated 
with the clearance of 
goods from the various 
s e r v i c e  p r o v i d e r s  
have all compounded to 
r u n  c o n t a i n e r s  i n t o  
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demurrage and rent.

ii) System Challenges
Because the clearance of 
goods from Customs and 
shipping lines/agents are 
p a r t l y  d o n e  
electronically, there are 
o c c a s i o n a l  s y s t e m  
downtimes.  These lead to 
delays in the release of 
cargoes from one entity to 
t h e  o t h e r  w h i c h  
sometimes results in the 
payment of demurrage 
and rent. 

Even though this does not 
happen frequently,  it  
sometimes contributes to 
the shipper not satisfying 
t h e  s e v e n  f r e e  d a y s  
requirement. The shipper 
or the consignee is made to 
pay for demurrage for a 
situation he has neither 
directly nor indirectly 
contributed to.

Custom house agents or 
c l e a r i n g  a g e n t s  a l s o  
experience such system 
downtimes on t h e i r  
systems. Aside the seizure 
of the cargo clearance 
p r o c e s s e s  w h e n  t h e  
system  issues p o p  u p  

leading to delays, it also 
makes it  diff icult for 
containers to be easily 
located at the terminals 
for onward transfer.

iii) S h i p p e r / C o n s i g n e e  
Constraints 
Challenges faced by the 
shipper or consignee in the 
shipment and clearance of 
cargo at the port of 
l o a d i n g  a n d  p o r t  o f  
d e s t i n a t i o n  c h i e f l y  
contribute to demurrage 
and rent. 

Key among these is the lack 
of financial wherewithal to 
pay for import duties, 
shipping line c h a r g e s  
a n d  o t h e r  s h i p m e n t  
c h a r g e s  t o  s e r v i c e  
providers. Some importers 
ship their goods before 
looking for the estimated 
amount required to clear 
them.

Other causes include 
delays in the receipt of Bill 
o f  L a d i n g  a n d  o t h e r  
necessary documents by 
the consignee; loss of 
documents to clear the 
cargoes; customs post-

entry and other delays 
caused by incorrect filling 
of details on shipping 
documents provided by 
s h i p p e r s ;  i n a d e q u a t e  
information on arrival of 
vesse ls ;  bureaucrat ic  
p h y s i c a l  e x a m i n a t i o n  
procedures of cargoes; 
deliberate action on the 
part of some shippers or 
consignees to get their 
c a r g o e s  u n t o  t h e  
Uncleared Cargo List (UCL) 
to later clear at cheaper 
auctioned prices among 
others.

Impact
The direct impact of demurrage  
a r e  m o s t l y  f e l t  b y  t h e  
shipper/consignee,  shipping 
lines/agents and port terminals.

i) Shipper/Consignee
Importers of f inished 
goods and raw materials, in 
order to cut their margins 
and not make losses for 
the extra costs incurred in 
t h e  p a y m e n t  o f  
demurrage, pass on the 
cost to the final consumer. 
This leads to an increase in 
the prices of goods on the 
open market. 

This phenomenon reduces 
the profit margins of 
b u s i n e s s e s  a n d  a l s o  
dwindles their capital 
investments.

ii) Shipping Lines
Shipping lines/agents also 
m a k e  l o s s e s  w h e n  
demurrage occurs. Even 
t h o u g h  s h i p p e r s  a r e  
charged some amount of 
money for keeping the 
containers beyond the 
seven-day free period, it 



does not in any way 
measure up to the moneys 
the shipping lines would 
have made for renting their 
c o n t a i n e r s  t o  o t h e r  
shippers who also pay 
freight in addition. The 
shipping lines make their 
m o n e y s  w h e n  t h e i r  
c o n t a i n e r s  a r e  m a d e  
available to them for trade.

The containers are not 
readily made available to 
the shipping lines after the 
free days period. This 
brings about delays in 
accessing the containers 
for reuse. The delays also 
affect the relocation and 
planning of moving the 
containers from one port 
to the other to load 
cargoes. The sum of these 
c h a l l e n g e s  o b v i o u s l y  
affects the operational 
ef f ic iency  and prof i t  
margins of the shipping 
lines.

iii) Port Terminals
Even though the current 
capacities of the ports of 
Tema and Takoradi are 
limited to receiving large 
v o l u m e s  o f  c a r g o e s ,  
congestions at these ports 
are caused by the inability 
of shippers to clear their 
goods within the seven-
day free period.

 This development affects 
t h e  e f f i c i e n c y  a n d  
effectiveness of port 
operations such as cargo 
d w e l l  t i m e ,  v e s s e l  
turnaround time among 
others.
T h e  p a y m e n t  o f  
demurrage to shipping 
l i n e s  a u t o m a t i c a l l y  
demands that rent is also 

paid  to  the terminal  
operators  where  the  
container is positioned.

Recommendations
What is assuring and realistic is that 
demurrage and rent can be 
significantly reduced or avoided if 
all the stakeholders involved in the 
shipping trade discharge their 
duties creditably. The onus, 
however, particularly lies at the 
doorstep of the shipper who bears 
the brunt of these avoidable 
charges.

i) Shipper Education
Shippers and importers must be 
educated on using genuine 
shipping documents to avoid post 
entry; making adequate financial 
and regulatory preparations to pay 
for import duties and other 
charges; engaging the services of 
reliable custom house agents and 
clearing agents; among others.

The Ghana Shippers' Authority 
(GSA) which has the mandate to 
ensure for shippers in Ghana quick, 
safe and reliable delivery of import 
and export cargoes by all modes of 
transport at optimum cost, has 
been playing a leading role over the 
years in educating and sensitising 
shippers at seminars, workshops 
and on other platforms on best 

practices of doing business at the 
ports of Ghana. The establishment 
of Shipper Committees in the ten 
regions of Ghana creates a 
platform for shippers to meet 
among themselves and also 
interact with other shipping 
service providers to address 
shipping related problems like 
demurrages, rent among others.

ii) Automation of Clearance 
Regime 

To s ignif icantly  reduce the 
payment of demurrage, the 
clearance regime must be fully 
automated to cut off the heavy 
ineffective bureaucratic system 
which causes a lot of delays. The 
Paperless Port project under the 
S i n g l e  W i n d o w  S y s t e m  
implemented in September 2017 is 
e x p e c t e d  t o  e x p e d i t e  t h e  
clearance of cargoes at the ports.

A complete automation of the 
Customs clearance procedure is a 
sure way of revolutionising doing 
business at our ports and also 
positioning Ghana's ports as the 
preferred ports of destination in 
the West African sub-region. For 
this reason, the implementation of 
the paperless regime could not 
have come at a more opportune 
time. The various stakeholders 
involved in the implementation of 
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the paperless port, including the 
GSA, are committed to Ghana 
having a seamless automated 
clearance regime.

iii) Eff ic ient  Operational  
Procedures

W i t h  e f f e c t i v e  o p e r a t i o n a l  
procedures from shipping service 
providers especially the port 
authorities, shipping lines and 
Customs, goods can be cleared in 
and on time before the expiration 
of the seven free days. Ports must 
have state-of-the-art equipment 
like gantry cranes, fork lifts and 
other necessary logistics needed 
for stevedoring operations. This 
will fast-track the clearing of 
containers at the ports and also 
reduce congestion.

It is expected that the expansion 
works at the Tema and Takoradi 
ports, when completed, will 
complement the operational 
capabilities and effectiveness of 
these ports to improve on cargo 
dwell time and vessel turnaround 
time.

iv) S t r e n g t h e n i n g  s t a f f  
capacity of regulators

State agencies playing regulatory 
and supervisory responsibilities 

must strengthen their staff base. 
Staff of these agencies are mostly 
overwhelmed with the processing 
of documents from shippers. A 
task which ordinarily is to be 
handled by two or more staff to 
fast-track the process of clearance 
is given to a staff to execute 
thereby leading to delays. 

Customs must increase the 
number of officers it deploys to 
c a r r y  o u t  p h y s i c a l  c a r g o  
inspections to help the shipper 
save cost and time and also 
improve on the operational 
efficiency of our ports. The joint 
inspection of cargoes by officials of 
state agencies at the ports of Tema 
and Takoradi must be sustained 

and strengthened. 

v) Others 
Among others, the introduction of 
a technology to track the location 
of containers at the ports; an 
effective PAARS regime to help 
shippers and consignees start the 
clearance process before a vessel 
arrives at the port and the 
enforcement of Service-Level 
Agreements (SLAs) between 
shipping service providers and 
shippers will go a long way to 
reduce delays in our ports and also 
save  sh ippers  f rom pay ing 
additional charges or fees such as 
demurrage and rent. 

Additionally, shippers can also 
negotiate with shipping lines on 
d e m u r r a g e  p a y m e n t  t e r m s  
including additional free days 
through their suppliers when 
importing on CIF terms.

It is in our interest as a nation to 
ensure that the cost of doing 
business in Ghana and at our ports 
especially, is reduced to the barest 
minimum to stimulate economic 
growth. The Ghana Shippers' 
Authority remains committed to 
protecting and promoting the 
interests of shippers in Ghana-the 
demurrage haemorrhage must 
stop.





1.0  OVERVIEW

In 2016, the world economy had some difficulty in 
the wake of the Brexit and China's lower-than-
expected demand for raw materials, among 
others creating some uncertainty on the shipping 
market. There was therefore over supply of 
tonnage in the shipping market that suppressed 
freight rates in the major trading routes. 
However, 2017 witnessed some recovery in the 
world economy with global economic output 
estimated to have grown at 3.7% compared to 3.6% 
in 2016. The improved performance of world trade 
in 2017 is in part due to the recovering investments 
in the major markets, especially US and China, 
boosting demand for imports. 

Reduction in political uncertainty in the world may 
have also contributed to the improvement. 

It is to be noted that world seaborne trade and 
maritime transport services are very much 
dependent on the world economic performance. 
The improvement in economic growth in addition 
to the strategies adopted by shipping companies, 
had contributed in firming up freight rates. 

A major development in 2017 was the alignments, 
re-configuration, mergers and acquisitions within 
the container shipping industry. There were three 
(3) major alliances involving large global players. 
Maersk Line, MSC and Hyundai Merchant Marine 
formed an alliance known as the 2M. CMA CGM, 

OOCL, Cosco and Evergreen formed the Ocean 
Alliance, and Hapag-Lloyd, MOL, K Line, NYK and 
Yang Ming formed The Alliance. On the acquisition 
front, Maersk Line acquired Hamburg Sud, Hapag-
Lloyd acquired UASC and Cosco acquired OOIL 
(holding company of OOCL). 

It is expected that the full impact of these 
alliances, mergers and acquisitions would be seen 
in 2018 and beyond. However, it can be noted that 
without excessive increase in tonnage in the short 
term, shippers should brace up for increasing 
freight rates in the containerized trade sector with 
corresponding effects on other segments in 2018. 

Ghana sustained its maritime trade performance 
in 2017 amidst weaker-than-expected global 
economic conditions and fragile commodity 
prices. Ghana's seaborne trade volume increased 
by 15.9% in 2017 over the year 2016, and the outlook 
for 2018 is a growth in cargo throughput by about 
10% compared to 2017.

Cargo throughput for the 4th quarter (Q4)2017 
increased by 33.03% compared to the same period 
of 2016 (i.e. Q4 2016).  Total import and export 
trade volume in Q4 2017 increased by 31.9% 
compared to Q4 2016. Total transit/transshipment 
trade volume for Q4 2017 increased by 58.5% 
compared to Q4 2016. See Table 1 for details.

2.0 COMPARISON OF CARGO THROUGHPUT OF 
Q4 2017 AND Q4 2016
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3.0 COMPARISON OF CARGO THROUGHPUT 2017 
AND 2016

Table 2 shows the summary of seaborne trade 
comparison between the year 2017 and 2016.

Cargo throughput for the review year 2017 

increased by 15.9% compared to 2016. Total import 
and export trade volume for 2017 increased by 
1 5 . 4 %  c o m p a r e d  t o  2 0 1 6 .  T o t a l  
transit/transshipment trade volume for 2017 
increased by 25.5% compared to 2016.

4.0 PORTS SHARE OF CARGO THROUGHPUT FOR 
2017

Cargo throughput for the seaports of Ghana (i.e. 
Tema and Takoradi) for 2017 was 21.44 million 
metric tons (mt). Cargo throughput for the Port of 
Tema was 14.47 million mt representing 68% of the 
total, whilst the Port of Takoradi recorded 6.96 

million mt representing 32% of the total seaborne 
trade.

Transit/Transshipment imports amounted to 
1,074,850mt, whilst transit/transshipment 
exports recorded 55, 328mt. Table 3 below shows 
the summary performance for the review period.

Table 1  SUMMARY COMPARISON OF GHANA’S CARGO THROUGHPUT

Oct-Dec (Q4) 2017 AND Q4 2016

    
TRADE TYPE Oct-Dec (Q4)2017 Oct-Dec (Q4)2016 CHANGE

(mt) (mt)

TOTAL IMPORT & EXPORT 5,104,150 3,868,471 31.94%

TOTAL TRANSIT/TRANSH. 262,304 165,413 58.58%

CARGO THROUGHPUT 5,366,454 4,033,884 33.03%

Table 2.   SUMMARY COMPARISON OF GHANA’S CARGO THROUGHPUT

2017 AND 2016

TRADE TYPE 2017(mt) 2016(mt) CHANGE

TOTAL IMPORT & EXPORT 20,315,222 17,600,824 15.42%

TOTAL TRANSIT/TRANSH. 1,130,178 900,763 25.47%

CARGO THROUGHPUT 21,445,400 18,501,587 15.91%

Table 3. SUMMARY OF GHANA’S SEABORNE TRADE (in mt)2017

PORT
 

IMPORT
 (mt)

TRANSIT/ 
TRANSHP. IMPORT 

(mt)

*EXPORT
(mt)

TRANSIT/ 
TRANSHP. EXPORT 

(mt)

TOTAL
(mt)

% 
SHARE

TEMA 11,760,466 985,909 1,675,304 55,328 14,477,007 68%

TAKORADI 2,404,990 88,941 4,474,462 0 6,968,393 32%

TOTAL 14,165,456 1,074,850 6,149,766 55,328 21,445,400 100%

* Exports exclude Ghana's crude oil exports

5.0 COMPARISON OF GHANA'S SEABORNE 
TRADE 2017 AND 2016 PER CARGO TYPE

5.1 IMPORT TRADE
Total imports for the review period of 2017 was 
14.16 million mt. This comprised 5.7 million mt of 
Liner cargo, 1.85 million mt of Break bulk, 3.17 
million mt of Dry bulk cargo and 3.42 million mt of 

Liquid bulk imports. 

In Table 4 below, it can be seen that imports for 
2017 increased by 17.5% over 2016. For the trade 
types, there was a decline in Liquid bulk imports by 
2.5%. Liner imports increased by 39.2%, Break bulk 
imports increased by 5.6% and Dry bulk imports 
increased by 18.3%.



Table 4 COMPARISON OF GHANA’S SEABORNE TRADE PER CARGO TYPE

TRADE TYPE  2017(mt) 2016(mt) Change

IMPORT:
 

Liner
 

5,711,053 4,101,931 39.23%

Break Bulk
 

1,852,891 1,753,887 5.64%

Dry Bulk
 

3,178,791 2,686,116 18.34%

Liquid Bulk
 

3,422,721 3,512,691 -2.56%

TOTAL IMPORT 14,165,456 12,054,625 17.51%

EXPORT:

Liner 1,505,134 1,407,592 6.93%

Break Bulk 472,392 497,808 -5.11%

Dry Bulk 4,146,319 3,400,918 21.92%

Liquid Bulk 25,921 239,881 -89.19%

TOTAL EXPORT 6,149,766 5,546,199 10.88%

TOTAL IMPORT & EXPORT 20,315,222 17,600,824 15.42%

5.2  EXPORT TRADE

6.0 PERFORMANCE IN LADEN CONTAINERS

The total export trade volume for 2017 was 6.14 
million mt. This represents 10.8% increase over 
2016. This was made up of 1.50 million mt of Liner 
items, 472,392mt of Break bulk items, 4.14 million 
mt of Dry Bulk and 25,921mt of Liquid Bulk. 

Table 5 below shows the details of the 
performance in laden containers for 2017. Total 

Laden Containers for imports and exports for 2017 
was 600,405 TEUs. This represents an increase of 
4.3% compared to 2016. 

Total import Laden Containers for 2017 was 
498,104 TEUs; a 6.4% increase compared to 2016. 
Total export Laden Containers for 2017 was 
102,301 TEUs; representing a decline of 4.9% 
compared to 2016. 
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Table 5 GHANA’S SEABORNE TRADE IN LADEN CONTAINERS (in TEUs) PER PORT

TRADE TYPE  PORT  2017(in TEUs) 2016(in TEUs) CHANGE

IMPORT  TEMA  482,396 451,513 6.84%

TAKORADI
 

15,708 16,369 -4.04%

TOTAL IMPORT 498,104 467,882 6.46%

EXPORT TEMA 84,811 89,188 -4.91%

TAKORADI 17,490 18,380 -4.84%

TOTAL EXPORT 102,301 107,568 -4.90%

TOTAL IMPORT/EXPORT 600,405 575,450 4.34%

7.0 DIRECTION OF GHANA'S SEABORNE TRADE 

7.1 Import Trade

Table 6 and Figure 1 below show that majority of 
Ghana's seaborne imports for the period 2017 
came from the Far East range, representing about 
31% of the total import trade. Africa was next with 
23% share of Ghana's import trade. Imports from 

Africa were 3,254,292mt, an increase of 8,970mt 
over the previous year's figure of 3,245,502 mt. 
The major commodities imported from the Africa 
Range which experienced significant increases 
were Clinker, Bagged Cement, Bagged Fertilizer 
and Bagged Sugar. Dry Bulk Imports from Africa 
showed an increase of 457,403mt (i.e. 470.7%) 
over the previous year's figure of 97,168mt.

7.2 Export Trade 

The 6.14 million mt of seaborne exports for 
2017 went to various destinations in the world. 
Majority of these exports went to the Far East. 
The Far East range received a total of 
3,331,140mt (i.e. 54% of total exports).  Table 7 
below gives more details about the direction 
of Ghana's seaborne export trade for 2017.

Table 6. DIRECTION OF GHANA’S SEABORNE IMPORT TRADE (in mt)2017

Trade 
Type  

UK  N. Cont.  Med. 
Europe  

N. 
America

F. East Africa Others TOTAL

LINER  131,270  875,327  608,628  
405,37

0
2,537,471 675,859 477,128 5,711,053

BREAK 
BULK

 

3,005
 

192,550
 

99,698
 
27,186

1,145,96
4

144,257 240,231 1,852,891

DRY 
BULK 19 192,323 1,638,116 187,203 527,688 554,571 78,871 3,178,791

LIQUID 

BULK 0 779,828 134,047 157,101 164,492
1,879,60

5
307,647 3,422,720

TOTAL 134,29
4

2,040,02
8

2,480,48
9

776,860 4,375,615 3,254,292
1,103,87

7
14,165,45

5
SHARE

1% 14% 18% 5% 31% 23% 8% 100%

DIRECTION OF GHANA'S SEABORNE IMPORT TRADE (in mt) 2017



8.0 TRANSIT TRADE AND TRANSSHIPMENT 
THROUGH THE SEAPORTS OF GHANA

Total Transit/Transshipment trade volume for 
2017 shows an increase of 25.4% compared to 
2016. Total volume of transit/transshipment for 
2017 was 1,130,178 metric tons (mt).
Transit/Transshipment Imports for 2017 

amounted to 1,074,850mt, an increase of 24.7% 
compared to 2016.

Transshipment/Transit Exports recorded 
55,328mt in 2017, an increase of 40.2% compared 
to 2016. Table 8 below shows the details of the 
transit/transshipment trade volumes for the 
review period.
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Table 7   DIRECTION OF GHANA’S SEABORNE EXPORT TRADE (in mt)2017

Trade 
Type  

UK  N. Cont.  Med. 
Europe  

N. 
America

F. East Africa Others TOTAL

LINER  39,500  297,874  135,918  45,595 550,993 213,247 222,007 1,505,134

BREAK 
BULK

 

1,020
 

13,662
 
28,097

 
16,193 329,917 1,794 81,709 472,392

DRY 
BULK

64,140 298,285 54,041 161,351 2,450,230 0 1,118,272 4,146,319

LIQUID 
BULK

0 1,372 7267 0 0 17,282 0 25,921

TOTAL 104,660 611,193 225,323 223,139 3,331,140 232,323 1,421,988 6,149,766

SHARE
2% 10% 4% 4% 54% 4% 23% 100%

DIRECTION OF GHANA'S SEABORNE EXPORT TRADE (in mt) 2017

Table 8 SUMMARY COMPARISON OF TRANSIT TRADE AND TRANSHIPMENT THROUGH THE 
SEAPORTS OF GHANA

 2017 AND 2016

TRADE TYPE  2017(mt) 2016(mt) CHANGE

TRANSIT/TRANSH. IMPORT 1,074,850 861,299 24.79%

TRANSIT/TRANSH. EXPORT 55,328 39,464 40.20%

TOTAL 1,130,178 900,763 25.47%
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10.0 SHIPPING LINE PERFORMANCE IN GHANA'S 
SEABORNE TRADE

10.1 Shipping Line Performance in the 
Containerized Trade

10.2 Performance of Shipping Lines per Volume of 
Shipment and Trade Type

Thirty Four (34) Shipping Lines were involved in 
the containerized cargo trade which amounted to 
600,405 TEUs for the year 2017. The highest 
operators were Maersk Line, with 197,062 TEUs 
(32.8% of the container trade) and Mediterranean 
Shipping Company (MSC), with 109,843 TEUs 
(18.2%). Details are shown in Table 10.

A total of one hundred and thirteen (113) Shipping 
Lines and Charterers participated in transporting 
the over 20.3 million mt of Ghana's seaborne 
cargo (import & export) through the Ports of 
Tema and Takoradiin2017. The performance of the 
Lines per trade type (i.e. Liner, Break bulk, Dry bulk 
and Liquid bulk) is shown in Table 12 below.

11.0 PERFORMANCE OF SHIPPING AGENTS IN 
GHANA SEABORNE TRADE

11.1 Shipping Agents' Performance in the 
Containerized Trade

11.2 Performance of Shipping Agents per Volume 
of Shipment and Trade Type

Thirty Two (32) Shipping Agents were involved in 
the containerized trade to and from Ghana. 
Together, they handled 600,405 TEUs for the year 
2017. The highest performing agencies were 
Maersk Ghana Ltd, with 197,611 TEUs (32.9% of the 
containerized trade) and MSC, with 118,917 TEUs 
(19.8% of the containerized trade). The details of 
the shipping agents' performance per TEUs are 
shown in Table 11.

Sixty Nine (69) Shipping Agents handled over 
20.3million mt of seaborne trade (import & 
export) through the Ports of Tema and Takoradi in 
2017. 

Table13 below shows the performance in the 
various trades namely, Liner, Break Bulk, Dry Bulk 
and Liquid Bulk trade for the review period.

9.0 TRANSIT TRADE PERFORMANCE FOR 
BURKINA FASO, MALI AND NIGER

Total transit volume for the three (3) landlocked 
countries of Burkina Faso, Mali and Niger 
amounted to 998,542mt in 2017. This represents 
an increase of 24.6% compared to 2016. The transit 

trade comprises imports of 945,095mt and 
exports of 53,447mt for 2017.

Major transit trade commodities included Bagged 
Fertilizer, Processed Foods/ Beverages and 
Cashew nuts. Details are shown in Table 9.

Table 9. SUMMARY COMPARISON OF TRANSIT TRADE for BURKINA FASO, MALI & NIGER
2017 AND 2016

TRADE TYPE  2017(mt) 2016(mt) Change

TRANSIT IMPORT 945,095 764,909 23.56%

TRANSIT EXPORT 53,447 36,427 46.72%

TOTAL 998,542 801,336 24.61%

TABLE 10 PERFORMANCE OF SHIPPING LINES PER LADEN CONTAINERS (in TEUs)

TOTAL (TEMA & TAKORADI) –
 

2017

SHIPPING LINE
 

IMPORT
 

EXPORT TOTAL % of 
TOTAL

      
ADONAI

 
-

   
8 8 0.00%

AFRICA EXPRESS LINE 4,703 1,972 6,675 1.11%



  ARKAS LINE

 

8,352 

 

3,762 12,114 2.02%

AFRITRAMP

 

195 

 

111 306 0.05%

BAGGER WERKEN DEDOEDT & ZOUN

 

3 

 

- 3 0.00%
BOLLORE AFRICA LTD

 

372 

 

154 526 0.09%

BP OIL

 

1,442 

 

- 1,442 0.24%

CHINA OCEAN SHIPPING

 

49,019 

 

3,328 52,347 8.72%

CMA CGM

 

29,310 

 

10,966 40,276 6.71%

DOLPHIN

 

1 

 

- 1 0.00%

EAGLE WEST AFRICA SERV.

 

3,594 

 

684 4,278 0.71%

EUROAFRICA

 

221 

 

- 221 0.04%

GOLD STAR LINE

 

23,048 

 

5,078 28,126 4.68%

GRIMALDI LINES

 

20,774 

 

2,748 23,522 3.92%

HAPAG-LLOYD

 

28,658 

 

8,530 37,188 6.19%

HB SHIPPING

 

227 

 

- 227 0.04%

HC TRADING

 

35 

 

174 209 0.03%

HOEGH AUTOLINERS 6 - 6 0.00%

I.M.T 178 109 287 0.05%

MAERSK LINE 173,753 23,309 197,062 32.82%

MEDITERRANEAN SHIPP. CO 89,694 20,149 109,843 18.29%

MESSINA LINES 10,701 711 11,412 1.90%

MITSUI O.S.K. LINES 11,296 476 11,772 1.96%

NECOTRANS 7 - 7 0.00%

NILEDUTCH 2,584 - 2,584 0.43%

NMT LINES 3 - 3 0.00%

OTHER 1,107 92 1,199 0.20%

PACIFIC INTL. LINE 28,292 6,042 34,334 5.72%

SAFMARINE - 10,921 10,921 1.82%

SEVENLOG LTD - 45 45 0.01%

UNITED ARAB SHIPP. CO  6,912 1,445 8,357 1.39%

UNIVERSAL AFRICA LINE
 

67 - 67 0.01%

VITOL S.A. 27 - 27 0.00%

ZIM LINE 3,523 1,487 5,010 0.83%

TOTAL 498,104 102,301 600,405 100.00%

TABLE 11 PERFORMANCE OF SHIPPING AGENTS PER LADEN CONTAINERS (in TEUs)

TOTAL (TEMA & TAKORADI) – 2017

SHIPPING AGENT
 

IMPORT EXPORT TOTAL % SHARE

   ADVANCE MARITIME

 
0 1 1 0.00%

ADONAI

 

0 8 8 0.00%

ANTRAK GHANA LTD

 

2,727 1,016 3,743 0.62%

ARKAS

 

0 1,292 1292 0.22%

BLUE FUNNEL GHANA

 

8,352 0 8352 1.39%

BAJ

 

1 0 1 0.00%

COMEXAS GHANA LTD TEMA 2745 0 2745 0.46%

CMA CGM 0 10966 10966 1.83%
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DAMCO

 

3 0 3 0.00%

DELMAS SHIPPING GH. CMA CGM

 

29,310 0 29310 4.88%
DOLPHIN 1 0 1 0.00%

DW CABLE NET SHIPPING GH LTD 61 0 61 0.01%
GETMA GHANA LTD 7 0 7 0.00%

GMT SHIPPING LTD 16 0 16 0.00%

GRIMALDI GHANA LTD 19,871 2,001 21872 3.64%

HASS 222 0 222 0.04%

HULL BLYTH GHANA 264 4,089 4353 0.73%

INCHCAPE 1,469 0 1469 0.24%

INTERMODAL SHIPPING AGENCY GH 26,539 6,565 33104 5.51%
MAERSK GHANA LTD 173,753 23,858 197611 32.91%

MARINE & ENERGY 34 0 34 0.01%

MARITIME 34 0 34 0.01%

MOL GHANA LTD 11,296 476 11772 1.96%

MSCA GHANA 98,768 20,149 118917 19.81%

OIL AND MARINE AGENCIES 28,658 8,530 37188 6.19%

PIL GHANA LTD 28,324 6,042 34366 5.72%

PORTS MARINE 11 20 31 0.01%

SAFMARINE 0 10,372 10372 1.73%

SCANSHIP GHANA LIMITED 49,422 4,034 53456 8.90%

SEVENLOG LIMITED 0 45 45 0.01%

SUPERMARITIME GHANA LIMITED 9,304 2,837 12141 2.02%
UNITED ARAB SHIPPING AGENCIES GH.  6,912 0 6912 1.15%

TOTAL 498,104 102,301 600,405 100.00%

        TABLE 12. PERFORMANCE OF SHIPPING LINES IN GHANA'S SEABORNE TRADE - JAN - DEC. 2017

 IMPORT  AND EXPORT    -  TEMA –  TAKORADI  
SHIPPING LINES/CHARTERER

 
IMPORT 

 
EXPORT 

 
TOTAL % SHARE / 

TRADER 
TYPE

%SHARE

LINER

    ADOM MBROSO COLDSTORES LTD

 

15,444.05

 

0.00

 

15,444.05 0.20 0.08

ADONAI LINES

 

0.00

 

194.00

 

194.00 0.00 0.00

ADVANCE MARITIME TRANSPORT

 

510.24

 

0.00

 

510.24 0.01 0.00

AFRITRAMP

 

8,984.72

 

1,132.00

 

10,116.72 0.13 0.05

AFRICA EXPRESS LINE

 

53,259.96

 

65,906.00

 

119,165.96 1.57 0.59

AFRICA FISH GH. LTD

 

1,196.82

 

0.00

 

1,196.82 0.02 0.01

AMISACHI LTD

 

4,638.46

 

0.00

 

4,638.46 0.06 0.02

AMISACHI/WE 2 SEAFOOD LTD

 

2,032.38

 

0.00

 

2,032.38 0.03 0.01

AMT LINES

 

0.00

 

71.00

 

71.00 0.00 0.00

ARKAS LINE

 

74,330.14

 

60,036.00

 

134,366.14 1.78 0.66

BOLLORE LINES

 

5,232.68

 

14,679.00

 

19,911.68 0.26 0.10

BAGGER WERKEN DEDOEDT & ZOUN

 

119,111.83

 

0.00

 

119,111.83 1.57 0.59

BBC CHARTERING

 

2,818.49

 

0.00

 

2,818.49 0.04 0.01

BP OIL INTERNATIONAL LTD

 

18,202.39

 

0.00

 

18,202.39 0.24 0.09

CHEMPSHIP OPERATIONS, NL

 

1,270.67

 

0.00

 

1,270.67 0.02 0.01

CHINA OCEAN SHIPPING 445,313.88 64,017.00 509,330.88 6.73 2.51 

CIMENTS DELAFRIQUE GH. LTD 27,500.00 0.00 27,500.00 0.36 0.14

CMA CGM 203,732.75 191,483.00 395,215.75 5.22 1.95

CONSHIP LINES 19,303.23 0.00 19,303.23 0.26 0.10
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CONTI GMT SHIPPING 3,420.61 0.00 3,420.61 0.05 0.02

COSMO SEAFOODS CO. 1,183.10 0.00 1,183.10 0.02 0.01

DANGOTE CEMENT GHANA LTD 188,046.00 0.00 188,046.00 2.48 0.93

DOLPHIN FROZEN FOODS 3,455.83 0.00 3,455.83 0.05 0.02

EAGLE WEST AFRICA SERV. 33,720.08 12,145.00 45,865.08 0.61 0.23

EAGLE WEST AFRICA LINE 0.00 8,635.00 8,635.00 0.11 0.04

EUKOR CAR CARRIERS 11,295.56 0.00 11,295.56 0.15 0.06

EUROAFRICA 8,450.00 0.00 8,450.00 0.11 0.04

GLOVIS  17,572.37 0.00 17,572.37 0.23 0.09

GOLD STAR LINE  182,936.98 75,226.00 258,162.98 3.41 1.27

GOLD STAR FISH CO. LTD
 

3,038.53 0.00 3,038.53 0.04 0.01

GRIMALDI LINES
 

210,013.95 42,206.00 252,219.95 3.33 1.24

HANJIN SHIPPING
 

9.07 0.00 9.07 0.00 0.00

HAPAG-LLOYD

 
229,554.49 142,125.00 371,679.49 4.91 1.83

HB SHIPPING

 

4,693.62 0.00 4,693.62 0.06 0.02

HC TRADING

 

114,032.02 34,214.00 148,246.02 1.96 0.73

HOEGH AUTOLINERS

 

8,620.38 0.00 8,620.38 0.11 0.04

I.M.T.

 

91,896.73 1,022.00 92,918.73 1.23 0.46

K' LINE

 

1,478.99 0.00 1,478.99 0.02 0.01

KASAPREKO 

 

3,398.91 0.00 3,398.91 0.04 0.02

LEGON FISHING CO. LTD 1,325.88 0.00 1,325.88 0.02 0.01

LEONE FISHING CO. LTD 4,117.23 0.00 4,117.23 0.05 0.02

MAERSK LINE 1,348,932.59 420,864.00 1,769,796.59 23.39 8.71

MEDITERRANEAN SHIPPING CO. 669,462.87 299,857.00 969,319.87 12.81 4.77

MESSINA LINES 19,945.70 10,234.00 30,179.70 0.40 0.15

MITSUI O.S.K LINES 79,254.66 60,273.00 139,527.66 1.84 0.69

NECOTRANS 13,304.46 0.00 13,304.46 0.18 0.07

NMT LINES 10,679.51 0.00 10,679.51 0.14 0.05

NILEDUTCH 44,233.52 0.00 44,233.52 0.58 0.22

OCEAN FARE CO. LTD 13,586.10 0.00 13,586.10 0.18 0.07

OCEANCREST TRANSPORT INC. 29,938.00 0.00 29,938.00 0.40 0.15

OLAM GHANA 55,012.32 0.00 55,012.32 0.73 0.27

OTHER 790,686.68 14,192.00 804,878.68 10.64 3.96

PACIFIC INTL LINE 198,093.46 93,670.00 291,763.46 3.86 1.44

PIONEER FOOD CANNERY LTD 8,062.74 0.00 8,062.74 0.11 0.04

PIONEER FOOD /COSMO SEAFOODS 431.11 0.00 431.11 0.01 0.00

PRECIOUS COLD STORE LTD 12,571.00 0.00 12,571.00 0.17 0.06

RAFFLES CHARTERING 2,952.31 0.00 2,952.31 0.04 0.01

ROYAL BOW CO. LTD 84.11 0.00 84.11 0.00 0.00

SAFMARINE 0.00 188,565.00 188,565.00 2.49 0.93

SAFRIP GHANA 8,300.00 0.00 8,300.00 0.11 0.04

SDIC SHIPPING  376.98  0.00 376.98 0.00 0.00

SEVEN LOG  61,538.96  142.00 61,680.96 0.82 0.30

SHELL INTERNATIONAL 
 

12,895.13
 
0.00 12,895.13 0.17 0.06

SONITE GH. LTD
 

511.65
 
0.00 511.65 0.01 0.00

TEAM TANKERS MANAGEMENT
 

6,510.49
 
0.00 6,510.49 0.09 0.03

TEMA OIL REFINERY

 
6,142.90

 
0.00 6,142.90 0.08 0.03

THORCO BULK AS

 

8,800.00

 

0.00 8,800.00 0.12 0.04

TRUSTLINK VENTURES LTD

 

5,247.20

 

0.00 5,247.20 0.07 0.03

WAN BONG CHARTERING CO. LTD 757.32 0.00 757.32 0.01 0.00

WE 2 SEAFOODS CO. LTD 18,667.57 0.00 18,667.57 0.25 0.09
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UNILEVER GH. LTD

 

1,501.96

 

0.00 1,501.96 0.02 0.01

UNITED ARAB SHIPP. CO

 

40,029.42

 

21,931.00 61,960.42 0.82 0.30

UNIVERSAL AFRICA LINE

 

2,077.72

 

2,808.00 4,885.72 0.06 0.02

VALUE CONCERNS LTD

 

715.04

 

0.00 715.04 0.01 0.00

VITOL SA

 

18,816.00

 

0.00 18,816.00 0.25 0.09

YARA GH. LTD

 

15,000.00

 

5,602.00 20,602.00 0.27 0.10

YORK OVERSEAS

 

57,277.01

 

0.00 57,277.01 0.76 0.28

ZIM LINE

 

29,966.91

 

18,690.00 48,656.91 0.64 0.24

SUB-TOTAL 5,717,506.42 1,849,919.00 7,567,425.42 100.00 37.25

BREAK BULK

AFRICA EXPRESS LINE 655.23 0.00 655.23 0.04 0.00

AFRITAMP 17.69 0.00 17.69

ARKAS LINE 10,895.69 0.00 10,895.69 0.59 0.05

BAGGER WERKEN DEDOEDT AND 
ZOUN

272.17 0.00 272.17 0.01 0.00

BBC CHARTERING AND LOGISTIC 103.13 0.00 103.13 0.01 0.00

BOLLORE AFRICA LTD 224.58 0.00 224.58 0.01 0.00

CHEMSHIP OPERATIONS, NL 9,929.67 0.00 9,929.67 0.54 0.05

CHINA OCEAN SHIPPING 190,087.20 0.00 190,087.20 10.35 0.94

CMA CGM 47,424.86 0.00 47,424.86 2.58 0.23

CONTI GMT SHIPPING 106,770.18 0.00 106,770.18 5.82 0.53

EAGLE WEST AFIRCA SERV. 1.26 0.00 1.26 0.00 0.00

ED & F MAN SHIPPING  15,000.00  0.00 15,000.00 0.82 0.07

EUKOR CAR CARRIERS  2.39  0.00 2.39 0.00 0.00

GLOVIS
 

32.34
 
0.00 32.34 0.00 0.00

GOLD STAR LINE
 

37,440.71
 
0.00 37,440.71 2.04 0.18

GRIMALDI LINES
 

8,776.21
 
0.00 8,776.21 0.48 0.04

HANJIN SHIPPING

 
1.50

 
0.00 1.50 0.00 0.00

HAPAG-LLOYD

 

29,876.09

 

0.00 29,876.09 1.63 0.15

HB SHIPPING

 

18.05

 

0.00 18.05 0.00 0.00

HOEGH AUTOLINERS

 

34.24

 

0.00 34.24 0.00 0.00

HC TRADING

 

9,722.84

 

0.00 9,722.84 0.53 0.05

I.M.T

 

661.63

 

0.00 661.63 0.04 0.00

J. MARR SEAFOODS LTD

 

21,610.00

 

0.00 21,610.00 1.18 0.11

MAERSK LINE

 

393,662.40

 

0.00 393,662.40 21.44 1.94

MEDITERRANEAN SHIPP. CO

 

298,795.61

 

0.00 298,795.61 16.28 1.47

MESSINA LINES

 

1,426.53

 

0.00 1,426.53 0.08 0.01

MITSUI O.S.K. LINES

 

13,205.35

 

0.00 13,205.35 0.72 0.07

NILEDUTCH

 

10,364.61

 

0.00 10,364.61 0.56 0.05

NMT LINES

 

30.27

 

0.00 30.27 0.00 0.00

OTHER 177,836.90 0.00 177,836.90 9.69 0.88

OLAM GH. LTD 83,810.46 0.00 83,810.46 4.57 0.41

PACIFIC INTL. LINES 56,808.95 0.00 56,808.95 3.09 0.28

RAMANI DISTRIBUTION 31,413.75 0.00 31,413.75 1.71 0.15

ROYAL BOW CO. LTD 21,420.59 0.00 21,420.59 1.17 0.11

SDIC SHIIPPING 481.63 0.00 481.63 0.03 0.00

SEVENLOG 171,054.36 0.00 171,054.36 9.32 0.84

SIKA KROBEA CO. LTD 27,988.71 0.00 27,988.71 1.52 0.14

UNITED ARAB SHIPP. CO. 8,288.41 0.00 8,288.41 0.45 0.04

UNIVERSAL AFRICA LINE 397.01 0.00 397.01 0.02 0.00

WAN BONG CHARTERING CO. LTD 3,185.58 0.00 3,185.58 0.17 0.02
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YARA GH. LTD 34,245.00 0.00 34,245.00 1.87 0.17

ZIM LINE 11,758.27 0.00 11,758.27 0.64 0.06

SUB-TOTAL 1,835,732.05 0.00 1,835,732.05 100.00 9.04

DRY BULK

    

AFCOTT GHANA LTD

 

30,335.00

 

0.00

 

30,335.00 0.41 0.15

AFRICA EXPRESS LINE

 

3,300.00

 

0.00

 

3,300.00 0.04 0.02

AFRITAMP

 

20.00

 

2,535.00

 

2,555.00 0.03 0.01

ARKAS LINE

 

619.81

 

0.00

 

619.81 0.01 0.00

BAGGER WERKEN DEDOEDT & ZOUN

 

57,072.00

 

0.00

 

57,072.00 0.77 0.28

BOLLORE LINES

 

2,033.96

 

5,747.00

 

7,780.96 0.10 0.04

BP OIL INTERNATIONAL LTD

 

1,967.99

 

0.00

 

1,967.99 0.03 0.01

CARMEUS TRADING

 

61,533.70

 

0.00

 

61,533.70 0.83 0.30

CHEMICO CO. LTD

 

16,349.00

 

0.00

 

16,349.00 0.22 0.08

CHINA OCEAN SHIPPING CO.

 

2,144.40

 

363,884.00

 

366,028.40 4.92 1.80

CIMENTS DELAFRIQUE GH. LTD

 

59,165.00

 

0.00

 

59,165.00 0.80 0.29

CMA CGM

 

1,194.54

 

5,726.00

 

6,920.54 0.09 0.03

CONTI GMT SHIPPING

 

696.05

 

0.00

 

696.05 0.01 0.00

DANGOTE CEMENT GHANA LTD

 

242,679.00

 

0.00

 

242,679.00 3.26 1.19

FLOUR MILLS GH. LTD

 

3,300.00

 

0.00

 

3,300.00 0.04 0.02

EUROAFRICA LINES

 

0.00

 

18,056.00

 

18,056.00 0.24 0.09

GOLD STAR  LINE

 

21.00

 

11,288.00

 

11,309.00 0.15 0.06

GRIMALDI LINES

 

0.04

 

7,058.00

 

7,058.04 0.09 0.03

I.M.T.

 

189,478.72

 

3,657,423.00

 

3,846,901.72 51.73 18.94

HAPAG-LLOYD

 

2,619.08

 

0.00

 

2,619.08 0.04 0.01

HB SHIPPING

 

27,600.00

 

0.00

 

27,600.00 0.37 0.14

HC TRADING

 

1,701,547.33

 

7,422.00

 

1,708,969.33 22.98 8.41

LH SHIPPING PTE LTD.

 

58,328.00

 

0.00

 

58,328.00 0.78 0.29

MAERSK LINE

 

5,692.65

 

28,583.00

 

34,275.65 0.46 0.17

MEDITERRANEAN SHIPP. CO 11,712.81 39,048.00 50,760.81 0.68 0.25

MESSINA LINES 179.12 279.00 458.12 0.01 0.00

MITSUI O.S.K LINES 1.82 0.00 1.82 0.00 0.00

NILEDUTCH 23,555.02 0.00 23,555.02 0.32 0.12

OCEANCREST TRANSPORT INC. 6,000.00 0.00 6,000.00 0.08 0.03

OLAM GHANA LTD 46,479.78 0.00 46,479.78 0.63 0.23

OTHER 214,968.83 21,183.00 236,151.83 3.18 1.16

PACIFIC INTL. LINES 0.00 4,927.00 4,927.00 0.07 0.02

PREMIUM FOODS LTD  12,580.00 0.00 12,580.00 0.17 0.06

SAFMARINE  0.00 3,556.00 3,556.00 0.05 0.02

SEVENLOG LTD
 

327,745.00 0.00 327,745.00 4.41 1.61

SPLIETHORFF
 

0.00 6,500.00 6,500.00 0.09 0.03

VOLTA ALUMINIUM CO.
 

0.00 56,540.00 56,540.00 0.76 0.28

UNICARGO

 
0.00 34,175.00 34,175.00 0.46 0.17

UNITED ARAB SHIPP. CO

 

77.38 0.00 77.38 0.00 0.00

WESTERN BULK CARRIERS AS

 

30,952.00 0.00 30,952.00 0.42 0.15

YARA GH. LTD

 

50,297.40 0.00 50,297.40 0.68 0.25

ZIM LINE

 

204.00 0.00 204.00 0.00 0.00

SUB-TOTAL

 

3,192,450.43 4,273,930.00 7,436,045.43 100.00 33.77
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LIQUID BULK

ALPHA PETROLEUM 4,000.00 0.00 4,000.00 0.12 0.02

BAGGER WERKEN DEDOEDT & ZOUN 500.00 0.00 500.00 0.01 0.00

BLUE OCEAN 290,811.12 0.00 290,811.12 8.44 1.43

BOST 157,390.92 10,411.00 167,801.92 4.87 0.83

BP OIL INTERNATIONAL LTD 627,683.17 0.00 627,683.17 18.22 3.09

BP SHIPPING LTD 409,174.45 0.00 409,174.45 11.87 2.01

CHASE PETROLEUM 16,500.00 0.00 16,500.00 0.48 0.08

CIRRUS 129,500.51 0.00 129,500.51 3.76 0.64

CIRRUS/EBONY 70,000.00 0.00 70,000.00 2.03 0.34

CMA CGM 1,011.25 0.00 1,011.25 0.03 0.00

DOMINION 21,953.99 0.00 21,953.99 0.64 0.11

EAGLE WEST AFRICA SERV. 26,000.00 0.00 26,000.00 0.75 0.13

EBOY OIL & GAS 80,482.35 0.00 80,482.35 2.34 0.40

EBOY/BOST 43,610.95 0.00 43,610.95 1.27 0.21

FUELTRADE 135,604.20 0.00 135,604.20 3.94 0.67

G.N.P.C 25,488.00 0.00 25,488.00 0.74 0.13

GLENCORE 307,201.89 0.00 307,201.89 8.92 1.51

GOLD STAR LINE 33,890.00 0.00 33,890.00 0.98 0.17

HAPAG LLOYD  385,302.65  0.00 385,302.65 11.18 1.90

I.M.T.  23,542.79  4,274.00 27,816.79 0.81 0.14

MAERSK LINE
 

506.99
 
0.00 506.99 0.01 0.00

MEDITERRANEAN SHIPPING CO.
 

1,533.34
 
0.00 1,533.34 0.04 0.01

MOCCOH
 

148,894.91
 
0.00 148,894.91 4.32 0.73

NAVIG 8 CHEMICAL 

 

19,909.51

 

0.00 19,909.51 0.58 0.10

OTHER

 

177,645.11

 

11,235.00 188,880.11 5.48 0.93

P.W.S.L.

 

15,499.92

 

0.00 15,499.92 0.45 0.08

PACIFIC INT. LINE

 

495.52

 

0.00 495.52 0.01 0.00

RAFFLES CHARTERING

 

36,849.58

 

0.00 36,849.58 1.07 0.18

RAFFLES SHIPPING INTERNATIONAL

 

9,967.31

 

0.00 9,967.31 0.29 0.05

SAGE PETROLEUM

 

4,500.00

 

0.00 4,500.00 0.13 0.02

SHELL INTERNATIONAL

 

14,131.71

 

0.00 14,131.71 0.41 0.07

TEAM TANKERS MANAGEMENT

 

2,502.24

 

0.00 2,502.24 0.07 0.01

TEMA OIL REFINERY 10,067.52 0.00 10,067.52 0.29 0.05

TOTSA - TOTAL OIL TRADING 33,847.69 0.00 33,847.69 0.98 0.17

TRAFIGURA PTE LTD 49,556.52 0.00 49,556.52 1.44 0.24

UNITED ARAB SHIPPING CO. 148.86 0.00 148.86 0.00 0.00

VITOL 11,007.35 0.00 11,007.35 0.32 0.05

VOLTA RIVER AUTHORITY 54,095.00 0.00 54,095.00 1.57 0.27

WOODFIELD ENERGY 38,960.85 0.00 38,960.85 1.13 0.19

SUB-TOTAL 3,419,768.17 25,920.00 3,445,688.17 100.00 16.96

GRAND TOTAL 14,165,457.07 6,149,769.00 20,315,226.07 100.00 100.00
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TABLE 13
 

 
 

PERFORMANCE OF SHIPPING AGENTS IN GHANA'S SEABORNE TRADE - JAN - DEC. 2017

 IMPORT  AND EXPORT    - TEMA - TAKORADI

 
IMPORT EXPORT TOTAL % SHARE / 

TRADE 
TYPE

%SHARE

LINER
  

ADONAI GH. LTD

 
0 194 194 0.00 0.00

ADVANCED MARITIME TAKORADI

 

510 0 510 0.01 0.00

AFRICA CARGO CENTRAL LTD

 

3,703 0 3,703 0.05 0.02

A&J SHIPPING SERVICES

 

20,262 0 20,262 0.27 0.10

AMT GH. LTD

 

0 81 81 0.00 0.00

ANDIPEX CO. LTD

 

54,391 0 54,391 0.72 0.27

ANTRAK GH. LTD 73,864 26,078 99,942 1.32 0.49

ARKAS GH. LTD 0 19,995 19,995 0.26 0.10

BEACON SHIPPIN HANJIN GHANA 9 0 9 0.00 0.00

BLUE FUNNEL GH. LTD 74,330 0 74,330 0.98 0.37

BLUESEA MARITIME AGENCY LTD TEMA 5,005 0 5,005 0.07 0.02

BAJ FREIGHT LTD 321,437 0 321,437 4.25 1.58

CMA CGM GH. LTD 0 191,483 191,483 2.53 0.94

COMEXAS GH. LTD 49,111 2,808 51,919 0.69 0.26

CONSOLIDATED SHIPPING AGENCIES 
LTD

19,303 0 19,303 0.26 0.10

DAMCO LOGISTICS GH. LTD 206,327 0 206,327 2.73 1.02

DELMAS SHIPP. GH. CMA CGM 203,733 0 203,733 2.69 1.00

DOLPHIN SHIPP. SERVICES 16,590 0 16,590 0.22 0.08

FAIRPOINT BUSINESS LTD

 

10,914

 

0 10,914 0.14 0.05

GETMA GHANA LTD

 

13,304

 

0 13,304 0.18 0.07

GLOBAL CARGO & COMMODITIES

 

111,321

 

0 111,321 1.47 0.55

GMT SHIPPING LTD 7,317 0 7,317 0.10 0.04

GRIMALDI GH. LTD 198,232 37,487 235,719 3.11 1.16

HASS LOGISTICS GHANA LIMITED 8,820 0 8,820 0.12 0.04

HAFENAGENTUR GHANA LTD TEMA 418 0 418 0.01 0.00

HULL BLYTH GH. LTD 130,984 96,213 227,197 3.00 1.12

INCHCAPE SHIPPING SERVICES 71,970 0 71,970 0.95 0.35

ISAG LTD 212,330 93,916 306,246 4.05 1.51

KHUDA SERVICE T EMA 23,934 0 23,934 0.32 0.12

KOYANKS COMPANY LIMITED 11,318 0 11,318 0.15 0.06
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MACRO SHIPPING LTD TAKORADI

 

245,171

 

0 245,171 3.24 1.21

MAERSK GH. LTD 1,346,907 425,400 1,772,307 23.42 8.72

MAP SHIPPING LTD 22,897 0 22,897 0.30 0.11

MARINE AND ENERGY SERVICES GH. 
LTD

29 0 29 0.00 0.00

MARITIME AGENCIES 2,818 0 2,818 0.04 0.01

MIDLAND INTERNATIONAL GHANA LTD 3,399 0 3,399 0.04 0.02

MOL GHANA LTD 79,255 60,273 139,528 1.84 0.69

MSCA GH. LTD 669,463 299,857 969,320 12.81 4.77

NAVITRANS GHANA LTD 180 0 180 0.00 0.00

OIL & MARINE AGENCIES 277,152 142,125 419,277 5.54 2.06

PIL GHANA LTD 198,667 93,670 292,337 3.86 1.44

PORTS MARINE LTD 10,840 476 11,316 0.15 0.06

SAFMARINE  0  184,029  184,029 2.43 0.91

SANTA SHIPPING AGENCY LTD  178  0  178 0.00 0.00

SCANSHIP GHANA LIMITED  472,570  68,693  541,263 7.15 2.66

SEVENLOG LIMITED
 

116,064
 

142
 

116,206 1.54 0.57

SHARAF SHIPPING AGENCY LIMITED
 

22,175
 

0
 

22,175 0.29 0.11

SIFAX AGENCIES GH LIMITED
 

56,900
 

0
 

56,900 0.75 0.28

SILVERMARITIME GH. LTD

 
4,677

 
0

 
4,677 0.06 0.02

SSK MARINE LTD TAKORADI

 

4,930

 

0

 

4,930 0.07 0.02

STARDEX MARINE CONSULT

 

18,951

 

0

 

18,951 0.25 0.09

STURROCK SHIPPING GH. LTD Team

 

472

 

0

 

472 0.01 0.00

SUPERMARITIME GHANA LIMITED

 

192,509

 

107,000

 

299,509 3.96 1.47

UMAL SHIPPING AGENCY GH. LTD. 
TEMA

 

74,921

 

0

 

74,921 0.99 0.37

TRAMSCO SHIPP. 

 

2,644

 

0

 

2,644 0.03 0.01

TTV LIMITED

 

4,270

 

0

 

4,270 0.06 0.02

UNITED ARAB SHIPPING AGENCIES

 

40,029

 

0

 

40,029 0.53 0.20

SUB-TOTAL 5,717,506 1,849,920 7,567,426 100.00 37.25

BREAK BULK

ANTRAK GH. LTD 5,310 0 5,310 0.29 0.03

AFRICA CARGO CENTRAL LTD 33,052 0 33,052 1.80 0.16

BAJ FREIGHT LTD 14,567 0 14,567 0.79 0.07

BEACON SHIPPING HANJIN GHANA 2 0 2 0.00 0.00

BLUE FUNNEL GH. 10,896 0 10,896 0.59 0.05

DAMCO LOGISTICS GHANA LTD 272 0 272 0.01 0.00

COMEXAS GH. LTD 21,939 0 21,939 1.20 0.11

DELMAS SHIPPING GHANA 47,425 0 47,425 2.58 0.23
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FACULTY LOGISTICS 45,250 0 45,250 2.46 0.22

GLOBAL CARGO & COMMODITIES

 

220,587

 

0

 

220,587

 

12.02

 

1.09

GMT SHIPPING  LTD

 

161,874

 

0

 

161,874

 

8.82

 

0.80

GRIMALDI GHANA LTD.

 

6,912

 

0

 

6,912

 

0.38

 

0.03

HASS LOGISTICS GHANA LIMITED

 

1

 

0

 

1

 

0.00

 

0.00

HULLBLYTH GH.

 

9,743

 

0

 

9,743

 

0.53

 

0.05

INTERMODAL SHIPP. AGENCY GH. LTD

 

49,199

 

0

 

49,199

 

2.68

 

0.24

MAERSK GH. LTD

 

393,661

 

0

 

393,661

 

21.44

 

1.94

MAP SHIPPING LTD

 

34,245

 

0

 

34,245

 

1.87

 

0.17

MARITIME AGENCIES

 
103

 
0

 
103

 
0.01

 
0.00

MOL GH. LTD
 

13,205
 

0
 

13,205
 

0.72
 

0.07

MSCA GH. LTD
 

298,796
 

0
 

298,796
 

16.28
 

1.47

OIL & MARINE AGENCIES
 

29,876
 

0
 

29,876
 

1.63
 

0.15

PIL GHANA LTD
 

56,809
 

0
 

56,809
 

3.09
 

0.28

PORTS MARINE LTD 30 0  30  0.00  0.00

SCANSHIP GH LTD 143,748 0  143,748  7.83  0.71

SEVENLOG LTD 174,771 0  174,771  9.52  0.86

SHARAF SHIPPING AGENCY LTD 32 0  32  0.00  0.00

SILVERMARITIME GHANA LTD. 23,975 0  23,975  1.31  0.12

STARDEX MARINE CONSULT 21,610 0  21,610  1.18  0.11

SUPERMARITIME GH. LTD
 

9,554
 

0
 

9,554
 

0.52
 

0.05

UNITED ARAB SHIPP. AGENCIES
 

8,288
 

0
 

8,288
 

0.45
 

0.04

SUB-TOTAL
 

1,835,731
 

0
 

1,835,731
 

100.00
 

9.04

      DRY BULK
      AFRICA CARGO CENTRAL LTD

 

149.95

 

0

 

150

 

0.00

 

0.00

ANTRAK GH. LTD

 

2929.32

 

9,019

 

11,948

 

0.16

 

0.06

BLUE FUNNEL GH. 619.81 0 620 0.01 0.00

BLUESEA MARITIME GH. LTD 0 34175 34,175 0.46 0.17

COMEXAS GH. LTD  23555.02  0  23,555 0.32 0.12

CMA CGM  0  5726  5,726 0.08 0.03

DAMCO LOGISTICS GHANA LTD  63072  0  63,072 0.84 0.31

DELMAS SHIPPING GHANA
 

1194.95
 

0
 
1,195 0.02 0.01

GLOBAL CARGO AND COMMODITIES
 

81809.78
 

0
 

81,810 1.10 0.40

GMT SHIPPING LIMITED
 

696.05
 

0
 
696 0.01 0.00

HASS LOGISTICS
 

0
 

11,000
 

11,000 0.15 0.05

HULL BLYTH GH. LTD
 

1729146.75
 
7422

 
1,736,569 23.26 8.55

ISAG LTD

 
225

 
11,288

 
11,513 0.15 0.06

INCHAPE SHIPPING SERVICES

 

32302.99

 

0

 

32,303 0.43 0.16

MACRO SHIPPING GH. LTD

 

0

 

1367721

 

1,367,721 18.32 6.73

MAERSK GH. LTD

 

5692.65

 

32,139

 

37,832 0.51 0.19

MAP SHHIPPING LTD

 

46997.4

 

0

 

46,997 0.63 0.23

MOL GHANA LTD

 

1.82

 

0

 

2 0.00 0.00

MSCA GHANA LTD 11712.81 39048 50,761 0.68 0.25

OIL AND MARINE AGENCIES 2619.08 0 2,619 0.04 0.01
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PIL GH. LTD

 

0

 

4927

 

4,927 0.07 0.02

SCANSHIP GH. LTD

 

2120.4

 

189,159

 

191,279 2.56 0.94

SEATRADE SHIPPING AND LOGISTICS

 

5500

 

0

 

5,500 0.07 0.03

SEVENLOG LIMITED 

 

626229

 

0

 

626,229 8.39 3.08

SIFAX AGENCIES GH LIMITED

 

135829

 

0

 

135,829 1.82 0.67

SUPERMARITIME GH. LTD

 

274335.36

 

2,562,307

 

2,836,642 37.99 13.96

UMAL SHIPPING AGENCY GH LTD Team

 

84100

 

0

 

84,100 1.13 0.41

UNITED ARAB SHIPPING AGENCIES 
GHANA

77.38 0 77 0.00 0.00

WERSTERN FREIGHT AND LOGISTICS 
LTD

61533.7 0 61,534 0.82 0.30

SUB-TOTAL 3,192,450 4,273,931 7,466,231 100.00 36.75

LIQUID BULK    

BLUESEAS SHIPP. SERV. LTD  39,872  0 39,872 1.16 0.20

BULKSHIP & TRADE LTD  474,291  0 474,291 13.76 2.33

DADDO MARITIME SERV. GH. LTD
 

162,510
 

10,411 172,921 5.02 0.85

DAMCO LOGISTICS GHANA LTD
 

500
 

0 500 0.01 0.00

DELMAS SHIPP. GH.
 

1,011
 

0 1,011 0.03 0.00

GETMA GHANA LTD
 

31,405
 

0 31,405 0.91 0.15

INCHCAPE SHIPPING SERVICES

 
1,407,244

 
7,267 1,414,511 41.05 6.96

LD AND T LOGISTICS LTD

 

28,705

 

0 28,705 0.83

MAERSK GHANA LTD

 

507

 

0 507 0.01 0.00

MARINEMOR CONSULT LTD Team

 

2,325

 

0 2,325 0.07 0.01

MSCA GHANA Team

 

1,533

 

0 1,533 0.04 0.01

MULTI PLAN LIMITED

 

9,500

 

0 9,500 0.28 0.05

OIL AND MARINE AGENCIES

 

1,134,346

 

0 1,134,346 32.92 5.58

PIL GHANA LTD

 

496

 

0 496 0.01 0.00

SCANSHIP GHANA LIMITED 21,887 0 21,887 0.64 0.11

SEA AND SHORE SERVICES GHANA LTD 59,495 0 59,495 1.73 0.29

SUPERMARITIME GHANA LIMITED 43,992 8,242 52,234 1.52 0.26

UNITED ARAB SHIPPING AGENCIES 
GHANA

149 0 149 0.00 0.00

SUB-TOTAL 3,419,768 25,920 3,445,688 100.00 16.82

GRAND TOTAL 14,165,456 6,149,771 20,315,077 100.00 100.00
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Introduction

The Crafts and Creative Industry is 
a key component of the eleven 
priority products of the National 
Export Strategy launched in 2013. 
This was targeted at increasing 
Ghana's export revenue for Non-
Traditional Exports (NTEs). 

The Non-Traditional Export sector 
is grouped into four key categories: 
a g r i c u l t u r a l  p r o d u c t s ;  
m a n u f a c t u r e d  p r o d u c t s ;  
handicrafts and services. By 2020, 
Ghana seeks to increase its non-
traditional exports to US$10 billion 
from the US$ 2.4 billion figure 
recorded in 2016.  
 
Figures from the Ghana Export 
Promotion Authority (GEPA) 
indicate that the basket sector has 
been making steady gains in 
generating foreign exchange for 
the country. In 2014 and 2015 
Ghana earned US$1,180,845 and 
US$821,238 respectively.
 
Export of handicrafts (baskets 
inclusive) between 2015 and 2016 
recorded a growth of 22.25 per 
cent.

The Havilak Company Limited 
Experience 
Woven baskets are one of the 

products the three regions in the 
n o r t h e r n  s e c t o r  o f  G h a n a ,  
particularly the Upper East Region, 
can boast of as their unique 
contribution to local artefacts. 

The beautifully woven baskets 
come in various forms, shapes and 
sizes as laundry baskets, fruit 
baskets, shopping baskets, etc. 
They are also used on special 
occasions such as marriages, 
birthdays, outdooring ceremonies 
among others.
 
Havilak Company Limited, located 
in Bolgatanga in the Upper East 
Region has revolutionised the 
weaving and branding of baskets 
and smocks in the north. Hitherto, 
Bolga baskets were mostly 
branded in yellow, red and green 
colours and smocks could be seen 
mostly in blue, black and white. 
Thanks to the training in Quality 
Control Management Systems the 
Executive Director of Havilak, Mr. 
Moses Danso, received from the 
Danish International Development 
Agency (DANIDA), baskets and 
smocks are now produced in 
different beautiful colours and 
designs. The training exposed him 
to leathertanning, colour works, 

designs and others skills related to 
production of crafts under the 
tutelage of international designers 
from Europe. 
 
Aside from baskets and smocks, 
Havilak is also into the export of 
wood carvings, honey and sesame 
seeds. Scandinavian countries like 
Denmark, Sweden, Norway, USA 
and Japan are major importers of 
Bolga baskets. 
 
Due to the quality of its products, 
Havilak was the only dealer in 
Bolga baskets that had access to 
sell its products to President 
Barack Obama, President of the 
United States of America and his 
entourage when he visited Ghana 
in 2009.
 
The superior quality of Havilak 
p r o d u c t s  h a v e  e a r n e d  t h e  
Executive Director the title Basket 
Naaba (Basket Chief), a title 
conferred by the people of Bolga 
as a testament to his superior 
basket weaving and design skills. 
Prince Joachin of Denmark and 
former US Ambassador to Ghana, 
P a m e l a  B r i d g e w a t e r ,  h a v e  
acknowledged the company's top-
notch products. The two visited 

BOLGATANGA BASKETS UNDER THREAT 
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t h e  H a v i l a k  C o m p a n y  i n  
Bolgatanga at different times, 
toured the company's warehouse, 
and exhibitions were organised in 
their honour. 

Support from State Agencies
As chairman of the Upper East 
Regional Shipper Committee, one 
of the ten regional shipper 
committees set up by the Ghana 
Shippers' Authority (GSA) to 
facilitate trade and address 
shipping related issues in all the 

regions across the country, Mr 
Danso appealed to the Ghana 
Export Promotion Authority, 
Ministry of Trade and Industry, the 
National Board for Small Scale 
Industries and other stakeholders 
to extend a hand of support to 
basket and smock weavers as well 
as dealers in artefacts in the Upper 
East Region to grow to their 
businesses.

Challenges and Way Forward
The Bolga baskets may soon 
become a rare commodity on the 
market if timely and adequate 
interventions are not made to 
avert a looming threat affecting its 
raw material base. The straw used 
in weaving the baskets are short in 
supply due to worsening weather 
conditions up north and the effects 

of climate change. Consequently, 
weavers have had to travel to the 
southern part of Ghana in search of 
straw, which is in limited supply, in 
order to stay in business. 

Beyond the addit ional  cost 
incurred in carting the straw from 
the southern part of the country to 
the north, the weavers also face 
other associated challenges like 
transportation risks and loss of 
capital to suppliers who fail to 
deliver.

The Havilak Executive Director is 
appealing to government and 
especially District Assemblies in the 
northern part of the country to 
save the basket weaving industry 
from collapsing. He is calling on 
government to support the 
cultivation of the straw.

M r  D a n s o  a l s o  c a l l e d  o n  
government and civil society 
organisations to support artisans 
and entrepreneurs to undertake 
exchange programmes and 
international exhibitions, training 
w o r k s h o p s  t o  b u i l d  t h e i r  
capacities.

According to Mr Danso the smock 
material can be used for sewing 
several  apparel  and should 

therefore not be limited to the 
weaving of smocks. He is therefore 
encouraging the private sector to 
invest in what he termed the 
Smock Jacket. He believes this 
apparel can become popular if it is 
worn by the country's leaders 
including Members of Parliament, 
Ministers of State, etc. According 
to him special skills training should 
be given to some selected youth 
w h o  w o u l d  p a s s  o n  t h e i r  
knowledge to others and “in no 
time the smock jacket will soon 
become the most sought-after 
dress in Ghana and the world”.

“We produce a lot of leather here in 
the north. It should also be in the 
interest of Government to invest in 
leather production for shoe 
making and other leather products 
that we import into the country.”, 
he added.

Conclusion
“If government wants to create 
real employment, it must get closer 
to us to take some actions and 
make the necessary capital  
investments available to us. 
Companies in China are receiving 
loans, which are repayable in five 
years and also given the necessary 
technical support from their 
government for expansion and 
they are employing a lot of people. 
We need more of this support in 
Ghana”, Mr Danso prayed.

From the savannah land of 
Bolgatanga where the beautiful  
traditional dance of Pogne sets the 
heart and spirit of its people gay, 
the Havilaks and other shippers 
across the country, amidst their 
peculiar challenges,  keep painting 
the Ghana brand proudly on the 
heart of the world.

A “Ghana Beyond Aid” stares us in 
the face. It must not remain a pipe 
dream.

Mr. Moses Danso, Executive Director of Havilak Company Ltd. in his basket warehouse 



1. Introduction

The International Convention 
on Civil Liability for Bunker Oil 
Pol lut ion  Damage (2001)  
(Bunkers Convention) entered 
into force on 21st November, 
2008 with the sole purpose of 
ensuring that adequate, prompt 
and effective compensation is 
available to persons who suffer 
damage caused by oil spill when 
carried in ship's bunkers. Ghana 
is yet to ratify this Convention 
even though it is a signatory to 
the Convention. Kenya on the 
other hand acceded to this 
Convention on 7th October, 
2015 and is therefore bound by 
the obligations in it. 

2. B i r t h  o f  B u n k e r s  
Convention

The 1990s saw lots of maritime 
pollution incidents as a result of 
spills that were attributed to 
bunker oil. States felt there was 
a need to regulate this kind of 
spills and also to ensure that 

costs incurred in remedying the 
situation could be recovered, 
for it had been difficult for 
States to recover the hefty clean 
up costs or compensation for 
damage caused (Gaskell, N. and 

Forrest, C UQLJ 27(2), 2008) 127. 
This was majorly because most 
Shipowners did not have liability 
insurance cover for bunker oil 
pollution and for those that had, 
it involved a cumbersome legal 
process that was also not 
economical.

The delegation of Australia 
introduced a document: LEG 
96/12/1 in 96th session of the 
I n t e r n a t i o n a l  M a r i t i m e  
Organization (IMO) Legal 
Committee which pointed out 
that the Pacific Adventurer 
incident of 2009 was the driving 
force behind the Australian 
p r o p o s a l  o n  b u n k e r  o i l  
pollution. This vessel lost 
approximately 270 tons of 
heavy fuel oil affecting 56 

kilometres of the South East 
1coast of Queensland.  LEG 96/13 

explains further that the initial 
assessment of the clean-up cost 
was estimated at over USD 
25,000,000 yet the limit of 
liability as per the Convention 
on the Limitation of Liability for 
Maritime Claims, 1976 (LLMC) as 
amended by the 1996 Protocol 
was 7,556, 400 SDRs- an amount 
much lower than the cleanup 

2cost.

I t  i s  as  a  result  of  th is  
predicament and the realization 
that general cargo ships carry 
more oil as bunkers than 
tankers carry as cargo that 
Australia submitted a proposal 
to the IMO Marine Environment 
Protection Committee in 1994 
a n d  l a t e r  t o  t h e  L e g a l  
C o m m i t t e e  i n  1 9 9 5 .  T h e  
proposal justified the need for 
international requirement to be 
set for ship owners to have 
effective financial security to 

BUNKERS CONVENTION IN A NUTSHELL
By Abdul Haki Bashiru-Dine (Ghana Shippers' Authority) and Nafula Wakoli (Kenya Maritime Authority)

1LEG 96/ 12/1 of 31 July 2009.
2LEG 96/13 of 14 October 2009, p.29.
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meet their liabilities for bunker 
oil pollution damage; hence the 
Bunkers Convention which is 
modelled on International 
Convention on Civil Liability for 
Oil Pollution Damage, 1969 
(CLC) as amended by the 1992 
Protocol.

The CLC only covers pollution as 
a result of oil spill, including 
bunker oil spill from vessels 
adapted to carry oil in bulk as 
cargo (tankers) and did not 
cover bunker oil spill from 
vessels other than tankers. The 
Bunkers Convention therefore 
fills the gap in the international 
regime for compensation for 
damage caused by bunker oil 
pollution.

Though similar to CLC, the 
Bunkers Convention does not 
apply to pollution damage 
covered by the CLC, whether or 
not compensation is payable for 
the same under the CLC. It 
therefore follows that in spite of 
a State being party to the 
Bunkers Convention, if there is a 
bunker oil spill from a tanker, 
one cannot seek recourse by 
relying on the provisions of the 
Bunkers Convention but only 
the CLC (Jacobsson, 2009).

3. Salient Features of the 
Convention

T h e  B u n k e r s  C o n v e n t i o n  
defines Bunker oil as any 
hydrocarbon mineral  o i l ,  
including lubricating oil, used or 
intended to be used for the 
operation or propulsion of the 
ship, and any residues of such 
oil.

Article 2 of the Convention 
states that the Convention 
applies to pollution damage 
c a u s e d  o n  t h e  t e r r i t o r y  
including territorial sea and 
exclusive economic zone of 
State Parties and also applies to 
preventive measures taken to 
prevent such damage.

The Convention is known for its 
three key features: Strict 
liability; compulsory insurance; 
and limitation of liability.  This is 
a pattern which in many 
respects is similar to that of CLC, 
t h o u g h  t h e r e  a r e  s o m e  
differences.  

4. Strict liability
A major difference between the 
CLC and Bunkers Convention is 
that Bunkers Convention has a 
s i n g l e - t i e r  c o m p e n s a t i o n  
regime with no provision for 

supplemental compensation 
above the shipowner's liability 
limit from an additional source 
comparable to the International 
Oil Pollution Compensation 
(IOPC) Fund that caters for 
pollution under CLC.

It is important to note that 
unlike the CLC whose definition 
of shipowner is restricted to the 
registered owner or person 
owning the ship, the Bunkers 
Convention defines a ship 
owner as the owner including 
the registered owner, bareboat 
c h a r t e r e r ,  m a n a g e r  a n d  
operator of the ship. This was in 
a bid to preserve right of 
recovery from other parties 
apart from registered owner in 
view of the strict liability. The 
implication of subjecting the 
above- mentioned parties to 
liability is that it increases the 
chances of affected State 
Parties getting compensation as 
compared to a situation where 
only the registered owner is 
responsible and is incapable of 
settling the claims for damages.

Limitation of Liability
The Convention in Article 6 
allows for limitation of liability 
by the Shipowners, insurance or 
persons providing financial 
security under any applicable 
national or international regime 
such as the 1976 LLMC as 
amended by the 1996 Protocol if 
ratified by a State. It is worth 
noting that Kenya has ratified 
t h e  1 9 9 6  P r o t o c o l .  T h e  
Merchant Shipping Act in Part 
XVII attempts to incorporate 
LLMC but unfortunately its 
limits are still based on the 1976 
LLMC and therefore in need of 
revision.
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5. Compulsory Insurance
T h e  B u n k e r s  C o n v e n t i o n  
provisions on compulsory 
insurance are similar to the 
provisions in the CLC and the 
N a i r o b i  W r e c k  R e m o v a l  
Convention.

Article 7 of the Convention 
prov id es  for  compulsory  
insurance and stipulates State's 
obligations with regards to 
insurance or financial security 
which includes issuing of 
certificates for compliant 
vessels.

Just like in the CLC, a key 
requirement in Article 7(1) of the 
Bunkers Convention is the need 
for the registered owner of a 
vessel of over 1,000 gross 
tonnage to maintain insurance 
cover or other financial security 
to cover the liability of the 
registered owner for pollution 
damage in an amount equal to 
the limits of liability under the 
a p p l i c a b l e  n a t i o n a l  o r  
international regime.

Any claim for compensation for 
pollution damage may be 
brought directly against the 
i n s u r e r  o r  o t h e r  p e r s o n  
providing financial security for 
the registered owner's liability 
for pollution damage. In this 
case, the defendant may limit 
liability to an amount equal to 
the amount of the insurance or 
other financial security required 
to be maintained under the 
Convention.

6. Conclusion 
The Bunkers Convention was 
developed as a preventive 
measure for the reduction and 

control of pollution to marine 
environment as well as a 
m e c h a n i s m  p r o v i d i n g  
compensation for damage 
caused by bunker pollution. It is 
an international convention 
which is hoped will fill a 
legislative gap left by the other 
pollution regimes, namely the 
CLC/Fund 1992 and the HNS 
1996 – not yet in force.

 A l t h o u g h ,  t h e  B u n k e r  
Convention establishes strict 
liability in all State Parties, 
neither the limits of liability nor 
the amount of compulsory 
insurance are uniform. Any 
improvement for claimants 
under the Bunkers Convention 
depends on the pre-existing 
n a t i o n a l  c o m p e n s a t i o n s  
regimes. It is heavily depended 
upon the LLMC 1976/1996 
regime and without a second 
tier (similar to the Fund) 
safeguarding the availability of 
funds, the claimants’ ability to 
recover depends on national 
law inasmuch as the limitation 
of liability is concerned as also 
the type of environmental 
damage that can be recovered. 
This is because the Bunker 
Convention does not clarify 

whether environmental claims 
other than those related to 
restoration or reinstatement of 
the environment are included or 
excluded from the definition of 
d a m a g e  a n d  w h e t h e r  i t  
prohibits recovery in relation to 
such claims under national law. 
What is, also, unclear is whether 
Art.2 (1) LLMC 1976 covers 
damage from bunker oil when 
no physical damage has been 
sustained.

 There is a risk, therefore, that, in 
jurisdictions where it will be 
taken not to cover such type of 
d a m a g e ,  t h e  B u n k e r  
Convention will establish strict 
liability with no limitation 
applicable for such claims. This 
is obviously against the spirit of 
the Bunker Convention. On the 
whole, it may well be that the 
level of many bunker pollution 
claims does not warrant the 
need for a second tier, but it is 
equally clear that the effect of 
Art.6 on limitation of liability is 
problematic; linkage to the 
LLMC may well mean that 
pollution claimants have to 
share in a rather limited fund 
w i t h  o t h e r  c o m m e r c i a l  
claimants.
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