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EXECUTIVE SUMMARY
This report provides snapshot analyses of the situation at the three main port facilities
in Ghana, namely the Tema and Takoradi Seaports and the Kotoka International
Airport. The study was undertaken in response to the growing concerns by the
business community about the difficulty of doing business at the country’s main ports
infrastructure. The intension was to assess the difficulty or otherwise of doing business
at the ports and use the findings for advocacy aimed at easing whatever constraints
importers and exporters face when undertaken imports or exports.
Three main aspects of port operations were examined as part of the study. These are
the facilities at the ports, the procedures for doing imports and exports, and finally the
cost to importers and exporters when using the port facilities. Two main methods were
employed in the analyses. First, we reviewed the extensive literature on international
trade in Ghana with particular focus on port operations. The second approach involves
a survey of importers and exporters from across four regions including Western,
Greater Accra, Central and Eastern regions. The methodology also involved expert
interviews with the main agencies involved in port operations in Ghana and two
validation workshops in Takoradi and Tema.
In the last few years Ghana has experienced growing levels of trade. Imports volumes
have gone by about 14 percent between 2010 and 2016. Exports volumes have
increased by 64 percent over the same period. In terms of value both imports and
exports have gone up by more than six times. Ports facilities have not seen upgrade
commensurate with the fast pace of imports and exports growth. Even so, literature
supports the view that Ghana’s ports facilities compares favourably with port facilities
in the comparator countries in the West Africa region. Importers and exporters largely
support this view. Over 70 percent of our survey respondents described Ghana’s port
facilities as good, a few thought they are excellent.
However, despite the relatively strong infrastructure, the study also identified long
container dwell times at the two main seaports. Takoradi has container dwell time of
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25 days with Tema having 20 days. These compare unfavourably with container dwell
time of 4 days in Durban, 11 days in Mombasa, 14 days in Dar El salaam and 18 days
in Lome. The relatively long dwell time in Ghana is as a result of several factors. These
include the long and complicated procedures, which have been mounted by the
authorities to check abuses by stakeholders in the import and export trade. For
example, importers are supposed to go through over 20 different procedures before
getting their containers out of the ports. Other factors include the activities of shippers
and importers/exporters who tend to use the port area as cheap source of
warehousing. There are also importers who deliberately delay clearance of containers
either because they lack the finances to pay the custom duties and other required fees
and charges or actively seeking to have their charges reduced by corrupt customs
officials. Also, the standard dwell time offered by Ghana Ports Harbours Authority
(GPHA) is unrealistic from the point of view of importers and exporters. The standard
dwell time for which containers can remain in the port without the payment of
demurrage is 7 days and it includes weekends and public holidays; days for which all
port officials are absent from official duties. But too many of the port users have little
knowledge about port procedures, which contribute to container dwell time.
The long dwell time has cost implications for importers and exporters and other users
of port facilities in Ghana. More than half of the businesses surveyed were of the view
that the costs of doing business at the country’s ports are “too high”. The other
institutions involved in the imports and export business corroborate their assessment.
The Ghana Institute of Freight Forwarders (GIFF) described the costs of doing business
at Ghana’s ports as “too high and unbearable”. For John Bitar, a freezone company
engaged in the export of wood products, “one of the major challenges facing it
[company] is the payment of port rent charges to GPHA.
The high charges is also attributed to the multiplicity of institutions involved in the
import and export trade, as well as the centrality of the agency system in port
operations. The import and export business at the port boast of about 16 different
institutions of state. In the words of GIFF, “Involvement of many agencies does not
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make the system efficient and effective”. It laments, “These agencies caused a lot of
delays, particularly on import leading to the payment of demurrage and excess rent”.
Some of these state institutions use the import and export as source of internally
generated funds (IGF) to fund their statutory operations and increases the cost for
businesses. The use of agents as required by the Customs Act (Act 891, 2015) appears
to complicate the system and raises costs. Given that most importers and exporters are
not knowledgeable about the procedures at the ports, there is information gap between
the importers and exporters on one hand and the agents on the hand. The view is that
the agents tend to exploit the information gap to their advantage and increases costs
for importers and exporters.
Going forward, we recommend a number of measures to address the concerns of
importers and exporters and make the ports in Ghana efficient. First, while
acknowledging the on-going port expansion programmes, we recommend that given
the growing levels of international trade, port expansion programmes should be
undertaken by government on a continuous basis. The expansion works must consider
both equipment and the physical space within the ports and the adjoining
communities. Second, there is need for streamlining and simplification of procedures
at the ports which require automation. This should be done taking on board the
concerns of stakeholders for an effective implementation. Third, a review of the
institutions at the ports must be undertaken with a view to eliminating some of them
and avoiding costly duplications. The supporting agencies that remain should not be
allowed to use importers and exporters as cash cows for internally generated funds.
Finally, the agency system needs urgent review. One way out is extensive education
programme to bridge the information gap between agents and all other users of the
ports in Ghana.
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SECTION 1: INTRODUCTION

1.0 Introduction
Ghana is a small open economy with trade-GDP ratio of almost 80 percent. Most
essential products including food and medicines are imported. The country derives the
bulk of its revenues from exports of raw materials such as cocoa, gold and oil. This
makes international trade a critical component of Ghana’s economy.

The country has a huge potential to further deepen and profit from international trade.
For this to happen, the infrastructure for imports and exports has to be upgraded.
Importers and exporters face considerable challenges in their attempt to import or
export their products. On the one hand, the import and export business community
face long and complicated procedures at the country’s ports facilities. While some of
these procedures may have been instituted to check corruption at the ports, they
appear to have outlived their usefulness, becoming a nuisance and imposing further
costs on businesses engaged in the import and exports trade. On the other hand, the
challenges face by importers and exporters are direct results of inadequate facilities at
the airports.

In recent times, the state has invested considerably in ports infrastructure including
the ongoing expansion of the Kotoka International Airport and the Tema Harbour.
However, Ghanaian ports continue to be saddled with costly delays and congestions
that hamper business activity. In this report, the Ghana National Chamber of
Commerce provides situational analyses of Tema and Takoradi ports as well as the
Kotoka International Airport in Ghana. The analyses cover the state of facilities at the
three entries and exit points for imports and exports. It also looks at the procedural
infrastructure including the many official and unofficial human interventions in the
import and export trade in Ghana.
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1.1 Methodology and Data
The report is based on review of existing literature on international trade in Ghana
including official documents on imports and exports procedures. The review enabled
the researchers to build a body of facts regarding the export-imports infrastructure
including

the procedural requirements. The

official procedures were

then

counterchecked with practitioners through interviews and survey of importers and
exporters, people who use the port facilities in Ghana. The survey targeted importers
and exporters who have used any of the three ports in the last 12 months. More than
four hundred (400) importers and exporters were surveyed. Structured questionnaires
were sent to these importers and exporters to elicit their views on the operations at the
country’s ports. More than three hundred questionnaires were successfully completed
and returned.

The questionnaire had information on the personal profile of importers and exporters,
their business history, port procedures, costs of doing business at the ports, and port
facilities among others. This allowed the respondents to share their experiences when
using the ports. These experiences relate to charges they are made to pay – legitimate
or otherwise – or the procedural encumbrances they are confronted with. In addition
to those actual experiences, the survey also elicited the opinions of ports users on a
range of issues.

The information obtained from the questionnaire survey were complemented by series
of direct interviews with other important stakeholders in the export and import
business. Interviews were conducted with several institutions connected with port
operations or with the business of doing imports or exports. These institutions
included, the Ministry of Transport, the Ghana Ports and Harbours Authority (GPHA),
the Ghana Revenue Authority (GRA) – Customs Division, the Ghana Shippers’
Authority, the Ghana Institute of Freight Forwarders, and the Ghana Export
Promotion Authority. Shipping companies operating at the various ports were also
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interviewed as well as other sector business associations such as the Sea-Freight
Pineapple Exporters Association of Ghana, Exporters and Importers Association of
Ghana. These interviews produced large amounts of quality data ranging from port
procedures, to procedures for imports and exports and shed light on the nature of the
challenges at the ports and how they could be remedied. Finally, the methodology also
included detailed desk review of existing literature of ports services and operations.

The final aspect of the methodology involved a validation exercise in which
stakeholders were brought together to valid the information obtained by the study.
1.2 Scope of Analyses
The analyses cover three main aspects of port operations in Ghana. The first aspect is
the port facilities where we explore from the point of importers and exporters but also
port authorities whether existing facilities are adequate for efficient port operations.
The second aspects relate to port procedures including pre-port procedures for doing
import and export business in Ghana. Finally, the report looks at the cost of doing
business at the country’s port. The emphasis here is on the monetary costs and the
non-monetary, and procedural related costs including delays.

In analysing the three aspects, we take cognizance of the fact that the personal profile
of the importer or exporter and the nature of the business they undertake could have
impact on their actual experiences at the port. It will also shape their views. For
example, we expect more educated people to have relatively smoother encounters at
the ports than people with less education. The flip side also is that the more educated
can be more critical of port operations than the less educated.
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SECTION 2: BACKGROUND

2.0 Imports and Exports in Ghana’s Economy
Ghana is a small but highly open economy. Gross Domestic Product is estimated at
about US$35 billion at the end of 2015. Per capita income is estimated at about
US$1,264 in 2015. The country is heavily dependent on exports of raw materials for
much of its revenues. Economic growth has been driven principally by the export of
natural resources and raw materials. Exports of non-traditional products has also
picked up in recent times. In general, export revenues have gone up by more than six
times in the past two decades (see Figure 1).
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Figure 1: Exports of Goods and Services (current US$ billion)
Source: Computed by Author Based on Data from GSS and BoG

But the export ‘boom’ pale into insignificance when compared with the import surge
that followed trade liberalisation. As shown in Figure 2, imports have increased by
more than six-fold during this period. This has led to continuous deficit of the current
account for most part of the past two decades.
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Figure 2: Imports of Goods and Services (Current US$ billion)
Source: Compiled by Author Based on Data from the National Accounts of GSS
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Figure 3: Growth of Ghana's Imports and Export (2000-2015) as a Percentage of GDP
Source: Compiled by Author Based on Data from the National Accounts of GSS
In terms of volumes, the available figures show a similar pattern of rising trade
volumes. Imports volumes have risen from about 10.6 million metric tons in 2010 to
more than 12 million in 2016. Similarly, the volume of exports has increased from
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about 3.4 million metric tons to more than 5.5 million metric tons over the same
period.
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The rising trade volumes have implicatons for port operations and efficiency. While
trade volumes keeping rising year on year, port facilities have not seen continuous
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upgrading in line with the rising trade volumes. Port upgrading is often undertaken as
one-off activity. But they are often overtaken by rising volumes even before the
upgrading is completed.
2.1 Ports Facilities in Ghana
Ghana’s main maritime port infrastructure consists of Tema and Takoradi harbours.
The ports are owned by the Ghana government but operated by the Ghana Ports and
Harbours Authority (GPHA), a government parastatal. In Box 1 detailed information is
provided about the GPHA. The port of Tema, the larger of two seaports of Ghana is
located on the east coast of Ghana and 21 nautical miles off the northeast coast of the
capital city, Accra. The Tema port covers a land area 3.9 million square meters.
According to the GPHA, the Tema port receives about 1,650 vessels per year. About 70
percent of Ghana’s trade is done through the Tema Port. The port serves the
landlocked countries of Burkina Faso, Mali and Niger. The port has experienced
phenomenal growth of business activities in the last few years. The amount of import
cargo handled by the port has increased from about 6.3 million tonnes in 2002 to 11.7
million tonnes in 2012 (GPHA, 2013).

The port of Tema has of 17 berths. Berths 1 and 2 are container berths and are
managed and operated by Meridian Port Services, who have concessions. Berths 3 to
15 are multipurpose berths and are managed and operated by GPHA. Berths 1 to 15
are referred to as Common User Berths. Valco Berth or Berth 17 is a private berth. The
draughts of these berths are shallow ranging between 7.5m and 11.4m. As cargo
handler, GPHA operates ten multipurpose berths. Furthermore, GPHA has a joint
venture in Meridian Port Services (MPS - container terminal) for the two larger berths
(berths 1 and 2, 11.5m draught). The port can be accessed via the entrance of 150
meters with a depth of 10.5 meters.
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The Takoradi port is situated 228km west of Accra at a latitude4°53’N, 1° 45’W. The
port of Takoradi provides four multipurpose berths (with depths ranging 9-10 meters)
and three dedicated berths, namely manganese, clinker and oil (with depths ranging
from 5.5-8.7 meters) (Port Sector Report 2015). The Port has a container handling
design capacity of about 375,000 Twenty-Foot Equivalent Unit (TEU) per year. It
currently handles more than almost twice of the design capacity. Together with the
Takoradi port, the GPHA is currently handling a little less than one million TEU per
annum. This is one of the immediate causes of congestion at the port in addition to
other factors discussed below. The port has three (3) tug boats and two must always be
Box 1: The Ghana Ports and Harbours Authority
Ghana Ports and Harbours Authority (GPHA) is a Statutory Corporation established under the Provisional
National Defence Council Law (PNDCL 160) of 1986 to build, plan, develop, manage, maintain, operate and
control ports in Ghana.
The Authority is a port facility and service provider, which began as Ghana Railway and Harbours Company
in 1928 with only the Port of Takoradi. The Port of Tema was built in 1962. The GPHA provides port facilities
for the efficient operation of the ports in Ghana. Its main functions are listed below:
 Maintains the port facilities, extend and enlarge any such facilities as it shall deem fit; Regulates
the use of any port and of the port facilities;
 Maintains and deepen as necessary the approaches to, and the navigable waters within and
outside the limits of any port, and also maintain lighthouses and beacons and other navigational
service and aids as appear to be necessary;
 Provides facilities for the transport, storage, warehousing, loading, unloading and
 Sorting of goods passing through any port, and operate road haulage services for hire or reward;
 Carries on all the business of stevedoring, master porterage and lighterage services;
In general, the GPHA performs any other functions that are necessary for port operations and facilitation of
the business of importing and exporting. The main activities of the GPHA include the following:
 Offering pilotage services;
 Supervising stevedoring, lighterage and container services, where these are provided by persons
other than the Authority;
 Operating tugs, dredgers and other craft for towerage, slavage, fire prevention and protection of
life;
 Controlling the erection and use of wharves, stairs or stages in any port or its approaches;
 Entering into any agreement with any person:
 For supply, construction, manufacture, maintenance or repair by that person of any property
which the Authority may require for the efficient discharge of its functions
 For the operation or provision of any port facility which the Authority is empowered to operate or
provide.
 Appointing, licensing and regulating stevedores, master porters to operate in the container
terminals
 Establishing pilotage districts and directing that pilotage shall be compulsory in any such district,
determine the pilot (including Authority pilots) to operate in such districts, license pilots for work
in such districts and establish pilotage boards and specify their duties including the duty of
inquiring into the conduct of pilots;
 Prescribe rates, charges and dues for service provided by the Authority or specify the persons
liable to pay such rates, charges and dues.
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in attendance for berthing, sailing and shifting. The tugs are fitted with monitors for
firefighting. Tugs reaches up to 1,250 hp, available on special application. Two tugs of
1,860kw with about 40 tones bollard pull available.

The port sector in Ghana is the vehicle for economic growth. Whereas Ghana
previously benefitted from an increase of cargo flow due to the political turmoil in
Côte d’Ivoire; in 2013, the growth in traffic volumes slowed down. Despite the
challenging competition of regional seaports, the ports of Ghana offer a lot of
opportunities to invest. The main challenges of the ports of Tema and Takoradi is to
upgrade their efficiencies in port operations on the short term and to expand the port
to absorb growing cargo volumes. Results of the current situation are congestions for
mooring at the berths, a lack of yard space and storage areas, limited capacity to
transport the cargo to the hinterland and cumbersome administrative processes and
the informalities associated with doing business at the ports. This also concerns the
ongoing lack of competition within port management that remains a major obstacle for
a competitive transport segment. Subsequently, delays and higher cost of doing
business are the outcome.

Ports expansion project between 2012-2016 has seen different stages of development of
the Tema port, the construction of the Bulk Cargo Handling Jetty in 2014, Dredging of
Canoe Basin and Wreck removal, reconstruction of Net-Mending Wrarf among others
to ease congestion and to remove threats to navigation, contain deep drafted fishing
vessels and security berths more of such vessels at the same time. Net mending
activities of artisanal fisher folks in a safe environment has also been fitted.
Optical Character Recognition Systems at the main gates was one of the add-ons to
ensure safety, efficiency and smooth management of container and vehicular
movement to and from the port. Trucks and drivers not registered with the system
cannot enter the port.

9

The purchase of multi-purpose Tug Boat a highly maneuverable vessel for harbour
and coastal berthing operations as well as off-shore activities, purchase of security
patrol boat, container handling equipment to meet the demands of increased cargo
volumes, construction of 130-bed maritime hospital, rehabilitation of the loading arms
at oil berth, construction of satellite Truck Village at Ashaiman to guarantee safe and
secured central truck park for haulage trucks were aimed at upgrading the port to a
competitive standard.

Within same years, the port of Takoradi has also seen some phase lift to safely take in
modern, bigger and deep drafted vessels and to reduce ship turnaround time, provide
service and logistics base for the oil field (GPHA, 2014)

In aviation, the Kotoka International Airport (KIA) remains the country’s airport for
international aviation. However, in recent times, there have been attempts to upgrade
the Tamale airport into an international airport. Given the importance of international
trade to Ghana’s economy, the importance of the Tema and Takoradi harbours and
KIA cannot be overemphasized. It has been argued that the provision of timely and
efficient logistic services at Ghana’s ports is critical for the attainment of the status of a
preferred maritime transportation hub in West Africa (ISSER, 2015).

Kotoka International Airport between 2001 and 2016 has also seen an extension to the
runway to accommodate wide bodied aircrafts, civil work and provision of aviation
ground lighting, rehabilitation of the arrival and departure halls, communication,
navigation Aids and Rader Systems, installation of electronic and telecommunication
equipments among others was experienced.

Available statistics indicate that total Container Traffic Units (TEUs) from the Tema
and Takoradi ports have been on the rise since 2010. It increased by about 39 percent
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from 643,188 in 2010 to 894,362 in 2013 (ISSER). Aviation freight traffic has also
increased by, about 17 percent from 46,575 tonnes to 54,390 tonnes during the same
period. However, since 2012, there has been a decline in total international aviation
passenger traffic from 1,726,051 to 1,650,520 in 2014 (ibid), representing about 5
percent decline.

The business community has concerns about the state of Tema and Takoradi Seaports
and the Kotoka International Airport. According to the World Bank1, Ghana’s quality
of port infrastructure index2 fell from 4.2 in 2013 to 3.5 in 2015. ISSER (2015) indicates
that although Ghana’s overall port Logistics Performance Index in 2014 was better
than that of Sub-Saharan Africa (SSA) average, it is was lower by 2.6 and 3.6
percentage points than that of Côte d'Ivoire and Nigeria, respectively. This places
Ghana at a disadvantage in terms of competition for freight West Africa. Importers
and exporters continue to complain of delays emanating from long complicated
procedures and duplication of functions of state institutions and agencies, all of which
leads to cost escalation and makes Ghanaian businesses uncompetitive even on the
domestic market. There is therefore the need to improve the operations and logistics at
the Tema and Takoradi Seaports and Kotoka International Airport. The Ghana
National Chamber of Commerce makes a modest contribution to improving the
operations of Ghana’s Ports by analysing existing procedures and practices,
identifying their strength (if any) and their flaws and proposing remedial actions.

2.2 Port Procedures
2.2.1 Import Clearance Process
Custom clearance of cargo through either at the seaports or airports involves dealing
with a number of logistics service providers and governmental bodies in order to fulfil
1

http://data.worldbank.org/indicator/IQ.WEF.PORT.XQ?locations=GH

2

Scores range from 1 (port infrastructure considered extremely underdeveloped) to 7 (port infrastructure
considered efficient by international standards).
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all contractual and tax obligations that might be associated with the import
consignment. The agencies include customs, the port, shipping lines and agents. In
this section, we focused on customs procedures.

Custom Act 2015 Act 891 section 43 enjoins all importers with the exception of SelfDeclarants to engage the services of licensed custom house agents for the clearance of
cargo at any freight station in Ghana (GPHA, 2016). There are three main procedures
an importer must go through for purposes of imports and clearance of consignments.
The first of this is what is referred to as pre-arrival processes. The second is the postarrival processes and the third is post-clearance processes.
Pre-arrival
With this process, the importer is expected to do a number of things. There are five
different steps the importer is expected to go through. The first of these steps is that
the importer must obtain what is called “complete Import Declaration Form (IDF)”.
The complete IDF can be obtained by submitting the supplier’s invoice onto the
GCNet. In the absence of the original invoice, the importer can submit a pro forma
invoice to obtain an “incomplete IDF”. Once an incomplete IDF has been obtained, the
importer will have to submit actual commercial invoice, packing list, sea/air waybill
and other “unspecified” documents in order to obtain the complete IDF.

When the complete IDF is obtained it has to be verified which begins the second phase.
The IDF together with other final documents has to be submitted electronically to the
Customs Pre-Arrival Assessment Reporting System (PAARS) for review, verification
and validation to ensure they are complete and accurate. The next stage of the process
is called ‘Systems Verification’ by Customs. At this stage, with satisfactory completion
of the first two steps, the transaction migrates to the next phase where valuation and
classification is undertaken. When inconsistencies and non-compliance is detected, a
report is prepared by Customs highlighting the anomalies and sent to the importer.

12

The importer is expected to rectify the anomalies and send the corrected documents
back to Customs. All this is done electronically through PAARS.

The fourth phase is the actual classification and valuation of the goods imported. This
is done on the basis of the documents submitted on the PAARS. The classification and
valuation is undertaken at the Ruling Centre in Accra. At this stage commodity
valuation is also done by applying the agreement on customs valuation. The fifth and
final stage involves risk assessment and quality assurance. The PAARS undertakes
risks assessment of the entire transactions and automatically assigns risks levels. A
final Customs Classification and Valuation Report (CCVR), is then issued. This
concludes pre-arrival processes involving 5 different steps.

The next phase of the process is the series of steps called post-arrival processes. The
consignment has now arrived at the port in Ghana and this phase commences the
actual clearance processes. This phase has 7 different steps the importer must go
through in order to clear the imported items. The first step is the submission of
manifest by the shipping lines. The manifest is supposed to be submitted 72 hours
before the arrival of vessel carrying the consignment. It is done electronically in the
GCNet. Once the manifest is submitted, a rotation number is generated.

Following the integration of the manifest in the GCNet, the next step is electronic
submission of the custom declarations. The system then performs 4 different checks
namely manifest matching, checking of reference codes, arithmetical computations and
filtering of the selectivity module. After these checks, the declaration is validated if no
discrepancies were detected and a unique 11-digit declaration number is generated.
With this unique declaration number, the importer proceeds to the step, which
involves the payment of taxes. Duties and taxes can be paid at any of the designated
banks. After the payment of the appropriate duties and taxes, a copy of the declaration
and all other relevant supporting documents are to be sent to a supervisor (compliance
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officer) randomly selected by the system.

The compliance officer then performs series of checks to ensure that all relevant
supporting documents have been submitted and are in order. The checks also include
making sure that regulatory requirements have been duly followed. After the
documentary and regulatory checks, the compliance officer submits his/her remarks
to an Examination Officer randomly selected by the system. The Examination Officer’s
job is to inspect the consignments. The Compliance Officer’s remarks include directing
the Examination Officer to inspect specific aspects of the consignment. After the
examination and following the results of the Customs Risk Management Systems, the
Compliance Officer may release the consignment. That is, if the consignment is in the
category (Gold Card Bearers and Green Colour Coded) that only require documentary
verification.

Following the successful completion of the compliance activities, the importer
(declarant) proceeds to the Shipping Line with the original bill of lading. Once all
financial obligations to the Shipping Line are paid, the Shipping Line issues a Delivery
Order permitting access to the consignment. The container is then located and
positioned for customs examination.

The Examination Officer does external examination looking at the seals and other
identification details. There are also physical examinations, which involves scanning of
the container/consignment and is guided by the remarks of the Compliance Officer
mentioned earlier. The consignment is released if no anomalies or discrepancies were
detected.

Once the consignment is released, the next stage is the work of the preventive officers.
Their work includes ensuring that only consignments that have duly examined and
with the appropriate duties paid are allowed to load unto departing trucks or vehicles.
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Once loading is completed, the next step is for the trucks carrying the consignment to
move to the exit gate where another sets of preventive officers performs final checks
before the consignment leaves the port. At this point, the task of the preventive officers
is one of checking that all requirements in the customs clearance process have been
complied with. This ends the post-arrival processes.

The last phase is the post-clearance processes. This phase basically is an audit
performed by Customs after the consignment has actually left the port. The objective
of the audit is to verify the accuracy and authenticity of declarations. Other objectives
include:
1. All goods are declared to customs;
2. All revenue due the state is duly paid;
3. Restrictions and prohibitions are observed; and
4. Goods meet preferential treatment requirements.

This phase has a total of 9 next steps. However, not all importers go through this
phase. Only a selected number of companies/importers are invited to undertake postclearance processes.

Below is the summary of documents an importer must obtain or present in order to
clear imported consignments.
1. Original bill of lading (B/L)
2. Attested Invoice
3. Import Declaration Form (IDF)
4. Custom Classification and Valuation Report (CCVR)
5. Tax Clearance Certificate (TCC)
6. Tax Payers Identification (TIN) Number
7. Delivery Order
8. Permits and Licenses
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2.2.2 Charges within the Import Clearance Chain
The processes enumerated above along with the documents that the importer must
have, entail that the importer pays a number of fees at every stage of the process. In a
typical import chain, the importer is expected to pay freight, which goes to the
shipping line. The importer also pays port charges to the port authorities in Ghana.
Custom duties or import tariffs are paid to the Government of Ghana represented by
the Ghana Revenue Authority (GRA). Finally, the importer must pay for Freight
Forwarding charges to the Freight Forwarder or the Clearing Agent.

These may be the official charges but it is common knowledge that the ports and the
imports business is awash with many other charges, most of which may not be official.

2.2.3 Export Procedures
Exporters are also expected to go through a number of procedures. However, the
nature of the export procedures is dependent on whether the consignment to be
exported is designated as traditional export or non-traditional export.
Traditional Export
Traditional exporters are expected to go through the following procedures:


Obtain Bank of Ghana Export Control Form A2 from your bankers.



Declare goods and submit to customs through the GCNet/GCMS



Where the custom point of exit is not connected to the GCNet/GCMS, the
goods have to be declared goods on the Customs Single Administrative
Document (SAD) Form



Attach all relevant/required permits and/or certificates to declaration to
customs



The declaration is then validated or accepted and the goods presented for
examination by Customs.



When Customs is satisfied with the goods as examined against the declaration,
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the goods are released for export
Non-Traditional Exports


Where GCNet/GCMS is not operational, purchase a set of Ghana Customs
Non-Traditional Export Forms at any custom post. Complete the form and
attach all relevant documents such as invoice permits or certificates and present
to Customs for processing.



Where GCNet/GCMS is operational, the declaration is submitted electronically.
If the declaration is validated/accepted, the exporter is directed to present his
goods to customs to be examined physically against the document. If custom is
satisfied, the goods are released for export.



The shipper has the discretion to choose the shipping line and based on this
preference, relevant details on freight cost, transit times etc provided by the
shipping line after which a shipping note is issued upon payment of freight
charges



Freight forwarder re-enters any additional information through GCNet and
prints out the declaration and heads to the long-room verification desk where a
compliance officer is assigned. The compliance officer verifies the declaration
and assigns an examination officer. Customs Examination officer, Narcotics
Board and National Security Officers conduct inspection of the consignment at
the loading bay after which, the container is sealed.



A waybill from the loading point and a counter waybill are used for port entry
and GPHA/CEPS at the export shed is notified. An invoice is raised for
payment of handling charges and rent where applicable by GPHA billing
officer. The waybills together with a photocopy of the declaration are submitted
to shipping line representatives to check whether the seal and container
numbers are the same as those on the shipping note. A shipping release is then
issued.



The shipping line raises a provisional bill of lading after certification by the
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forwarder or shipper. Three days (72 hours) after the vessels departure, the
Shipping line is expected to issue the original bill of lading. The
forwarder/shipper returns to customs for post shipment activities.


The procedure may have slight variations with different commodities.

2.3 Port Performance
It is trite knowledge that ports in Africa including those in Ghana performed poorly
when compared to ports in the advanced OECD countries. Despite recent expansion
works and several reforms, Ghanaian ports suffer from poor infrastructure,
congestions and long and complicated processes. It is takes longer to export and to
clear imported goods from Ghana’s ports. In addition to the delays caused by poor
infrastructure and long processes, there are also multiplicity of taxes and charges that
are higher than global averages. These factors affect the performance of ports in
Ghana. In this subsection, we measure the performance of the ports in Ghana using
two main indices namely the Turnaround Time and the Dwell Time.

2.3.1 Turnaround Time
It is the difference between date of departure and date of arrival for all container
vessels calling at a port. It calculates the duration that cargo stays in the port prior to
shipment or before it is discharged of its content. It expressed in days or hours. The
turnaround time can be calculated on individual ship-call basis or as an average for all
ships calling at the port. The average turnaround time is calculated as the total time
between the arrival and departure of all ships divided by the number of ships that
called at the port. Port Authorities usually compile statistics providing monthly and
annual average turnaround.

The turnaround time is affected by a number factors including volume of cargo and
composition of cargo, and port facilities. On its own, ship turnaround time is of little
significance to shippers and other port users. What port authorities have attempted to
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do is to break down the turnaround time on the basis of ship type: tankers, bulk
carriers, container vessels and general cargo vessels. Ports also compile turnaround
time data for domestic trade, regional and oceangoing vessels. The turnaround time is
usually split into “time at berth” and “time off the berth”. Within both periods, the
amount of delays (idle time) and the reasons for the delays are also registered. The
ratio between waiting time for berth and the time spent at berth – the waiting rate – is
a powerful indicator of port congestion or otherwise.

2.3.2 Dwell Time
This refers to the time between the arrival of a vessel and container exit from the port.
The dwell time is measured as the number of days that a tonne of cargo remains in the
port. It is perhaps the most important measure of port efficiency at least from the
perspective of importers and exporters. A higher dwell time is an indication of
inefficiency or poor performance. Unfortunately, a higher dwell time is the norm for
ports in Sub-Saharan Africa including Ghanaian ports. In Sub-Saharan Africa, the
average dwell time is about 20 days, making African ports the most time-inefficient in
the world. The average dwell for the port of Tema is estimated at 2o days. Elsewhere
in Sub-Saharan Africa, the average dwell time in ports like Mombasa or Dar es Salaam
is between 10 and 12 days. In other major ports on the Continent the dwell time exceed
15 days (World Bank, 2012).

Ports typically define their own standard dwell time. This is the period during which a
container can reside in the container yard without being assessed for demurrage
charges (Huynh, 2006). This time, normally should consider with “sufficient time to
allow efficient importers to clear their cargo” (UNCTAD, 1965). In Ghana, the standard
dwell time allowed by the Ghana Ports and Harbours Authority (GPHA) is 7 days
even though on average it takes importers up to 20 days to clear cargo from the ports.

19

Container dwell time can be broken down into three main parts: operational dwell
time, transactional dwell time and discretionary dwell time. Operational dwell time
refers to the time containers spend in ports arising out of the manner in which the port
operates. It is related to port capacity in terms of berths, space (congestions), and
general equipment available for port business. Transactional dwell time relates to time
spent in going through port transactions including clearance procedures as well as
customs. The transaction dwell time is influenced by long and complicated procedures
and the performance of statutory controlling agencies operating at the port.

There is also the discretionary dwell time, which has to do with the time containers
spent in ports as a result of the strategies and behaviours of importers and custom
brokers. Importers lacking storage facilities outside the port frequently tend to use the
port for storage of consignment and thus lengthen the dwell time. This is the situation
where containers remain in the port despite the termination of all processes including
the effective payment of all invoices. The discretionary dwell may also result from the
activities of shippers, intermediaries and statutory agencies who might collude to
protect their private and group interests and rents leading to substantial increases in
the overall dwell time.
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Box 2: Disaggregation of Dwell Time
1. Operational dwell time, which refers to the performance of physical
operations. It relates to the time spent in transferring containers from the
containership to the land transport mode via the container yard. It depends
on the facilities available to the ports and its physical space.
2. Transactional dwell time, which refers to the performance of clearance
formalities. It is the administrative counterpart to the operational dwell time
and that extends from containership arrival to the issue of the port exit note
by customs administration. The bulk of this time is spent on custom
clearance. But it also includes time spent dealing with other public entities
including phyto-sanitary inspectors. Customs processes can be lengthy but
not only because the processes are complex and inherently lengthy. The
process lengthened because of missing documents, errors in the declaration
or simply lack of anticipation is so important that it is explains an important
proportion of long delays.
3. Discretionary dwell time, which arises when shippers and importers use the
container terminal as warehousing option. They use the terminal to meet
some of their immediate or even long-term storage needs. And this may
derive from the constraints relating to cash flow problems, and lack of
storage facilities outside the ports among other constraints. For example,
shippers may leave their cargo in the yard because they have no other
warehousing possibility outside the port or they may leave it there because
this would delay the payment of charges and duties and hence, reduce
temporarily the pressure on their cash flow.

As indicated earlier, African ports are afflicted by unusually long dwell time. Tema
has average dwell time of 20 days and that of Takoradi is about 25 days. In other
words, it takes more nearly three weeks for containers to exit the Takoradi port after
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the arrival of the vessel carrying the container. This compares to average dwell time of
4 days in Durban (South Africa), 11 days in Mombasa (Kenya) and 14 days in Dar es
Salaam (Tanzania) as shown in Figure 6. The lengthy dwell time has adverse
implications for port users and port administrators. Ports usually compete for vessels
and vessels tend to choose which ports to call depending on the dwell time. Therefore,
ports with long dwell time are unattractive for vessels. Also, lengthy dwell time leads
to congestion and constant pressure or need for port expansion. The congestion is
costly for port users. Given that the standard dwell time is often shorter than the
average dwell time, importers and exporters are often confronted with the payment of
demurrage, which increases their costs and renders them uncompetitive.

The question then is, what explains the abnormally lengthy dwell time in African ports
including those of Tema and Takoradi seaports? The earlier literature has tended to
indict poor facilities and complicated procedures at African ports for the long delays
(Usman Gidado, 2015). In other words, the long dwell time has been blamed on
operational and transactional factors at the ports. Indeed, in the survey conducted as
part of this report, importers and exporters as well as the statutory agencies singled
out port infrastructure and the long procedures as the primary cause of costly delays
at Ghana’s ports. For this and other reasons, most reforms implemented in Africa have
focused on port expansion and easing of the regulatory infrastructure. While these
have helped and are most welcome, they have failed to significantly bring down the
dwell time.
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Figure 6: Average Dwell Time in Selected African Ports (in days)
Source: World Bank, 2012
Ghanaian ports do not yet have the state-of-the-art facilities and logistics. Further,
expansion of facilities at Ghana’s ports will benefit importers and exporters and the
country as a whole. The same can be said of efforts to ease the regulatory constraints
that complicate and impede business at Ghana’s ports. However, emerging evidence
points to other factors that tend to delay activities at Ghana’s ports. These factors are
not related to port facilities or procedures. They are related to the strategies of
importers and exporters as well as custom brokers who tend to use the ports and the
container terminals as storage facilities. The traditional view has been that ports are
transit points for the transmission of containers by small vessels to other small ports,
rail and road transports to inland ports or directly to warehouses of importers.
However, importers and shippers are increasingly using the terminal as a storage area.
Rodrigue and Notteboom (2009) argue that freight forwarders use terminals as an
extended component of their distribution centers and try to take full advantage of free
time. But this often extends the total dwell time for all port users.
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In the specific case of Tema and Takoradi ports, the long dwell time is difficult to
explain. According to the World Bank, “few structural impediments exist to explain
the relatively long dwell time for containers unloaded in the port of Tema. Berth
productivity is competitive within the Africa region. Also, unloading time does not
appear to contribute significantly to dwell time. Despite the unnecessarily long and
complex regulatory procedures, again this does not contribute much to the dwell time
also because it has become possible to approve valuation and classification of cargo
before the cargo actually arrives at the port. This makes it possible for importers to
complete clearance procedures within four to five days after arrival of cargo. It is
therefore, reasonable to expect most containers to be cleared within a period of three to
eight days. But this does not happen indicating that other factors are at play.

Firstly, most shippers and importers are using the terminal as cheap of source of
storage. They make maximum use of the standard dwell time when they are not
surcharged for demurrage. After the expiration of the standard dwell time, they opt to
pay demurrage because the alternative storage space outside the port is often costly
than the demurrage charges. There are, therefore deliberate delays on the part of
importers, which they tend to blame on the “long and complicated” procedures.
Secondly, some importers may not have the resources to pay for the custom duties
leading to long delays in clearance. In the end, cargo dwell time becomes a function of
the characteristics of the private sector and its capacity. Thirdly, importers often
deliberate delay as part of a general attempt to cheat the system. They may not come
forward to clear their goods because they want a particular custom officer or officers to
be at post in order that they could beat down their custom duties. For such importers
(and they are many), the expected reduction in custom duties will more than pay for
the demurrage charges they will have to pay. Finally, the standard dwell time given by
GPHA is circumscribed. It includes weekends and public holidays when GPHA and
all other officials including customs officials are not available for importers to take
advantage of the free time.
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In Tema and Takoradi, most containers that stay in port for a long time do so not
because of clearance procedures or problems related to documentation. Significant
amount of containers that overstay are actually abandoned and eventually confiscated.
Customs requires shipping lines to send a list of uncleared containers that have been in
port more than 21 days. Customs then declares the cargo as long stay, but no specific
rules govern when the content of these containers must be declared unclaimed and
auctioned. Customs is often reluctant to go through the auction.
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SECTION 3: FINDINGS OF THE SURVEY

3.0 Introduction
In this section, we present the findings of the survey where we solicited the views of
importers and exporters on the operations of the Tema, Takoradi Seaports and the
Kotoka International Airport. The analyses in this sector also covers the views of other
stakeholders including port officials, the Ministry of Transport, Ghana Ports and
Harbours Authority, Ghana Revenue Authority, the Ghana Shippers’ Authority,
Ghana Export Promotion Authority (GEPA), Ghana Institute of Freight Forwarders as
well as sector-specific business associations such as Sea-Freight Pineapple Exporters
Association of Ghana, Exporters and Importers Association of Ghana.
3.1 Demographic Profile of Respondents
Age and Sex of Respondents
The vast majority of people (i.e., importers and exporters) who responded to our
questionnaire are between the ages of 25 and 50 years. More than 80 percent of the
respondents fall within this age bracket (see Figure 7). In terms of sex, majority (79%)
of the respondents were males, with females making 21 percent of the respondents
(see Figure 8). While this may reflect a general pattern of male dominance in most
formal economic activities, we are not in any way concluding that men dominate the
import/export business in Ghana
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Regional Distribution of Respondents
The survey was limited to the very southern part of Ghana: Greater Accra, Western,
Central and Eastern regions. Majority (about two-thirds) of the people who responded
to the survey came from the Greater Accra Metropolitan Area comprising Accra and
Tema. A further one-third came from the Western Region. Thus, nearly all our
respondents were from the two regions – Greater Accra and Western – where the main
ports infrastructure is located (See Figure 9).

1.30%

1.30%

Greater Accra

31.70%

Western
Central
Easteran

65.80%

Figure 9: Regional Distribution of Survey Respondents
Source: Survey data, 2017

Educational Attainment
Given the very formal nature of operations at the ports including the drive to digitalise
most services at the port, the survey also explored the educational level of our port
users. Our hypothesis is that the relatively well educated would have less difficulty
when using the ports facilities.

As reported in Figure 10, the survey data showed that all the exporters and importers
have had some level of education. Majority had obtained secondary education (25%)
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with about one-seventh having obtained a Diploma. Some 22 percent of the
respondents had a Higher National Diploma (HND) certificate. About one quarter of
respondents had obtained either Bachelor (15.5%) or a Bachelor plus a professional
certificate (9.7%). Almost 3 percent of the respondents indicated that they have a
Maters’ Degree (Figure 10).
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Figure 10: Educational Attainment (Percent of Respondents)
Source: Survey data, 2017

3.2 Business History
In line with the import dominance of Ghana’s international trade, more than half (51%)
of the businesses surveyed indicated that they are engaged in imports. About 28
percent were exporters while a little over one-fifth undertake both imports and exports
concurrently (see Figure 11).
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Source: Survey data, 2017

Majority (43.5%) of the businesses have been in the imports/exports trade for between
one and five years. More than a third have been in the business for between six and ten
years. About one-fifth of businesses have been involved in imports and exports for
more than a decade (see Table 1).

Table 1- Number of years engaged in export and import business
Business Duration

Frequency

Percent

1-5

30

43.5

6-10

25

36.2

11-15

4

5.8

16-20

3

4.3

21-25

6

8.7

25-30

1

1.4

Total

69

100.00

Source: Survey data, 2017
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As shown in Figure 12, majority of the businesses surveyed tend to use the Tema
Harbour for their imports and exports trade and related activities. That is, about
almost 60 percent of the businesses indicated that they use the Tema Harbour. A little
over one-quarter of the businesses use the Takoradi Port while about 15 percent use
the Kotoka International Airport in Accra for their imports and export businesses.

15%
Tema port

26%

Takoradi port

59%

Kotoka airport

Figure 12: Ports Used Most by Businesses Surveyed
Source: Survey data, 2017
When asked about the last time they did business including imports and exports at
any of the three ports facilities, 60 percent of the business respondents indicated that
they had done business in at least one of these facilities less than a week before the
survey. About one-fifth had conducted business in the ports a week before the survey
while one-tenth had done business two weeks before the survey. All the business
respondents have done businesses in the ports in last 7 weeks prior to the survey. This
is an indication that our sample businesses are active users of the selected port
facilities (see Figure 13).
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Source: Survey data, 2017

3.3 Cost of Doing Business at the Ports
The survey sought to find out the costs of doing business at the country’s ports.
According GPHA, importers pay or are expected to pay four general charges/fees and
taxes when using the ports in Ghana. These are listed below:


Freight are charged by the Shipping Line who are owners or agents of vessels
that transport cargo on board ships.



Port charges are charged by the Port Authority that provides facilities,
infrastructure and services for the following: vessel handling (receiving and
berthing of ships); stevedoring (loading and offloading cargo from ships);
shore handling (receipt storage and delivery services); and conservancy
(security and safety support among others). For detailed info refer to the
“Customers Guide to Tema Port Tariffs”



Customs duty are charged by the Ghana Revenue Authority (Customs
Division) which determines the tax or duties payable to government
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Freight forwarding charges are charged by a forwarder or clearing agent for
arranging sea freight and land transport, assisting with customs clearance, and
assisting with processing documentation and liaising between different
regulatory agencies.

Users of the ports were asked about monies they usually pay. The Figures obtained
range between GH¢1 and GH¢650,000. These monies are paid to various entities –
private and public – that are involved in the business of facilitating imports and
exports. When asked to describe the fees/charges/taxes at the port, more than half of
the businesses surveyed indicated that they are too high. A little over one-third
described them as moderately high while 14 percent thought the fees/charges/taxes
are fair.

This assessment of high cost of doing business at the port is confirmed by the results of
the separate interviews with both state and private institutions. The Ghana Institute of
Freight Forwarders (GIFF) described the costs of doing business at Ghana’s ports as
“too high and unbearable”. For John Bitar, a freezone company engaged in the export
of wood products, “one of the major challenges facing it [company] is the payment of
port rent charges to GPHA.

Figure 15 shows the institutional distribution of these payments. The bulk of payments
made in connection with imports and exports are made to agents. They take up to 37
percent of all payments made by importers and exporters. Nearly one third of these
payments go to Ghana Ports and Harbours Authority (GPHA), while the Ghana
Revenue Authority takes up 15 percent. In 95 percent of the cases, payments made are
receipted.
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Figure 14: How Businesses Describe Cost of Doing Business
Source: Survey data, 2017
The structure of costs is tilted towards agents who are essentially private entities that
are sanctioned by the various government institutions engaged in imports and exports
business in the country. How they (agents) came to dominate the cost structure is
something that demands further probe. Fact is knowledge about imports and exports
businesses and indeed port operations is very low even among exporters and
importers. The processes and steps are way too many and complex given the
education level of people engaged in the import/export trade.
GPHA
GRA

5%
30%

FDA

37%

GSA
SA

15%
8% 4%
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Agents
Others

Figure 15: Entities that Receive Payment from Importers and Exporters (percent of
businesses)
Source: Survey data, 2017
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As will be discussed in the sections below, large swathes of businesses engaged in
imports and exports admit that they do not know all the steps involved in undertaking
imports or exports. At the same time, even when people are knowledgeable about the
processes and have the competence to go through them, the laws and the regulations
actually require the use of agents. Also, many people and businesses using port
facilities tend to rely on middlemen for a number of reasons including avoiding costly
delays. In the current survey, nearly one-third of businesses indicated that they use
and pay for the services of middlemen and women.

This approach increases costs for businesses through the unofficial channels. But
businesses resort to them for rationale reasons, the main one being the avoidance of
delays. For about 16 percent of the business respondents pay for the services of
middlemen because they are “just made to pay. That is the way the system works. Of
course, as indicated by GIFF, some importers and exporters attempt to cut corners and
that necessitate them using and paying for services of middlemen and women. The
survey show that some 4 percent of businesses pay for the services of middlemen in
order to have their duties and taxes reduced for them and another 4 percent pay as a
form appreciation.

3.4 Port Procedures
In this section, importers and exporters are assessed on their knowledge of port
procedures. This is done under the assumption that regardless of how simple and
efficient the system might be, people have to be knowledgeable or at least familiar
with it in order to be beneficial to them. The survey data show that more than two-fifth
of businesses that use facilities at the ports did not know about all the steps they have
to go through in order to import or export. Clearly, that creates a problem; a huge
vacuum is created not just for the activities of middlemen and women but also for
unscrupulous public officials to take advantage of ports users.
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In Figure 16, the data shows that 57 percent of business respondents are aware of the
steps an importer must go through. The respondents were further asked to list the
steps as they know them. The responses betrayed them: overwhelming majority failed
to respond to that question; those that responded were clearly out of step regarding
import and exports procedures. The conclusion is that knowledge of ports procedures
including procedures for imports and exports are quite low even among the industry
players.

When asked about the informal arrangements along the procedural chain, majority
responded in the affirmative, that there are informal channels that enable them to get
what they want faster. The informal arrangements take several forms including,
unnecessary impediments in the way of importers/exporters, making things
unreasonably difficult for people who go through official channels, meeting officials
outside official hours and premises, payment of monies, and speedy processing of
documents. One company described the manifestation of informal arrangements in the
following words:

“These informal arrangements manifest in monetary payments and it is more of a
public sector issue. These arrangements facilitate our import and export business
since refusing to pay delays your operation”.

According to the GRA, their system is so formalised that there are no room for
informal arrangements. This is understandable from the standpoint that the GRA as
state institution will not directly solicit or be the beneficiaries of such payments arising
out of informal arrangements. For GPHA, while it does not deny the existence of
informal arrangements in the clearance process, it claims to have no proof of its
existence.
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However, both GIFF and John Bitar Company are of the view that there are always
informal channels for people who desire to cut corners. Below is the view of one
company in the free zones enclave:
“With free zone sector, a company is always under the watchful eye of Customs.
We seek approval from free zone. We pay “facilitation” fees to all persons involved
including GPHA, government officials”.

no
43%

yes
57%

Figure 16: Knowledge of Port Procedures (percent of businesses)
Source: Survey data, 2017

Using informal channels may or may not raise the costs of doing business at the ports.
For some of our respondents, by using informal channels they are able to get reduced
duties, which saves them money. For some they are able to clear their consignment
within the shortest possible time avoiding rent charges or demurrage. That is cost
reduction for the individuals that go through the informal channels. However, for the
system as a whole these informal arrangements impose significant costs, which then
raise the costs of doing business for every user of the ports. People and businesses
procure the services of informal agents believing as they do that the formal system is
choked and prone to delays. At the same time, it is perfectly reasonable to assume that
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the delays in the official channels may be caused by the fact that significant numbers of
actors are employing unofficial channels to address their specific challenges. In the
end, officials are incentivized to process the documents in the unofficial lines to the
neglect of those who went through the official channel. In time, other actors get signal
and they also begin to use the unofficial channels.

no
17%

yes
83%

Figure 17: Delays in Official Channels (percent of businesses)
Source: Survey data, 2017
At the same time, the view among importers and exporters is that the official channel
for doing business at the ports is too cumbersome and time-consuming. There are too
many delays in the official channels. As shown in Figure 17, more than eight out of ten
importers/exporters believe the official channel for doing import /export business in
Ghana is infested with costly delays. They attribute the delays to four main issues
including unnecessary procedures (24%), duplication of functions (22%), human
interference (19%), and congestion at the port (16%). Together, these four issues
accounts for 80 percent of the delays encountered at the ports. The other reasons are
the attempt to extort money (10%) and poor facilities (9.6%) as shown in Figure 18.

38

23.7

25
21.8
18.6

20
16
15
10

9.6

10.3

Port facilities

Attempts at
extortion

5
0
Congestion at
the ports

human
interference

Duplication of
functions

Unnecessary
procedures

Figure 18: Reasons for Delays at the Ports (percent of businesses)
Source: survey data, 2017

The issue of duplication of function is one issue that is mentioned by some of the
institutions interviewed. The import and export business at the port boast of about 16
different institutions of state. In the words of GIFF, “Involvement of many agencies
does not make the system efficient and effective”. It laments, “These agencies caused a
lot of delays, particularly on import leading to the payment of demurrage and excess
rent”. The John Bitar Company calls for the removal of certain agencies that duplicate
functions with specific reference to Ghana Standards Authority (GSA) and Food and
Drugs Board (FDB); and Ghana Police, National Security and Bureau of National
Investigations (BNI).

The GPHA itself recognises the issue of multiplicity institutions and agencies involved
in the port business even though it also forcefully makes the case these institutions
have good reasons to be involved. But the GPHA also recognises that apart from the
important regulatory functions they perform, for most of the institutions their
involvement in the export and import business has become a source of internally
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generated funds (IGF) for their core operations. This obviously contributes to cost
escalation for businesses. We quote the GPHA directly:
“There are reasons why these regulatory agencies are involved. Aside their regulatory
role, another reason is internally generated funds (IGF). When a regulatory agency is
involved in the examination, its service has to be paid by the importer. This serves as
IGF for that particular regulating agency. Some of these agencies have set up operations
at the port and even putting up offices or structures. In other advanced countries, it is
not so”.

According to the GRA, imports/exports activity in Ghana is a straightforward
business, which is less time consuming. The revenue authority believes that imported
goods can be cleared from the port in a matter of a day “if all documents are accurate
and intact”. The authority also believes that exports can also be done within a day
provided all documentations are intact. For the GIFF, “All things being equal, not less
than a week is appropriate” to clear imports

The challenge is that “all things are never equal” and that getting all documents
“accurate and intact” is always problematic. To start with, there are just too many
documents to be procured from too many agencies with different working practices
and culture. Secondly, and according to the GIFF, importers and exporters have to
spend so much dealing with these different agencies because the agencies do not have
offices at the ports; they are scattered across the city. Finally, the different agencies
have different and sometimes conflicting mandates. The GRA is focused on revenue
generation. This focus could have different implications for importers and exporters.
Given that the GRA generates more revenues from imports tariffs, they may tend to
focus on importers to the neglect of exporter. The excessive focus on importers with an
eye on revenues might frustrate the importers and the import business itself.
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The GPHA may be focused on improving port efficiency in support of the import and
export businesses. That mandate could be frustrated by the other agencies with
different mandates and who do not have the slightest idea about port management.
For example, national securities could be too focused on supporting revenue
generation to an extent of frustrating legitimate businesses at the ports. The other
worry is the state institutions that rely heavily on internally generated funds (IGF) for
their operations. They are seen as one reason the ports and indeed import export trade
in Ghana is infected with multiplicity of charges, fees and taxes. Most of these charges
and fees are not standardized making it “difficult to establish an estimate budget for
export and import goods” (GIFF, 2017).

On port procedures, respondents were asked to indicate their overall assessments. The
responses are captured in Figure 19 and appear positive. Nearly two-thirds of the
businesses surveyed described the overall procedures as “good”. However, more than
one-third of importers described the procedures as either “bad” (29%), worse (1%) or
terrible (6.5%). According to the John Bitar Company, the “Current process is not in
the best of forms and needs improvement. It slows business”. The GRA thought the
current processes are efficient but it would like to have a “one-shop” arrangement
installed at the ports.

According to GPHA, “efficiency in the clearance process and procedure [in Ghana] is
not world class”. The system is purposely designed to be complicated and intrusive
precisely because there appears to be too much efforts and investments to cheat the
state in terms of revenue. The system is so designed to curb such behaviours.
Government of Ghana considers trade as the lifeline of the country.
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Figure 19: Overall Assessment of Port Procedures (percent of businesses)
Source: Survey data, 2017

3.5 Port Facilities
The survey assessed the views of importers and exporters on the state of facilities at
the three main ports. The survey sought to find out what businesses thought about the
state of facilities at the ports. Responses are captured in Figure 20. The majority (71.3%)
described the facilities as either “good” (70%) or “excellent” (1.3%). At same time,
nearly one-third of respondents described the facilities as either “bad” (22.5%), worse
(5%) or “terrible” (1.3%). One issue, which came up strongly, is the issue of congestion
at the ports.

The GIFF described the current state of infrastructure as better compared to the past.
It, however, acknowledged that there is considerable pressure on the facilities. It also
mentioned the challenge of inadequate parking space for the trucks at the ports. The
GIFF also described the “current state of infrastructure as good” but called for further
improvements to make business better. According to the GRA, facilities at the
country’s ports are “adequate and really in good standing”. At the same time, the GRA
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also acknowledged the challenge of inadequate space at the ports. To the John Bitar
Company “The current state of facilities at the country’s port is “good”. The
evacuation of the containers has been smooth”

Worse, 5

Terrible, 1.3

Excellent , 1.3

Bad, 22.5

Good, 70

Figure 20: Stakeholder Views on Facilities at the Ports (percent of businesses)
Source: Survey data, 2017
Consistent with the rating of ports facilities by the institutional respondents, the vast
majority of the business respondents are of the view that facilities at the country’s
ports adequately supports imports and exports businesses in the country. More than
three-quarters of the businesses that participated in the survey were of the view that
the facilities are adequate. Here again about one-quarter of businesses thought the
existing ports facilities are not adequate to support imports and exports activities. The
institutional respondents largely concur with the view that ports facilities are
adequate. The GRA thought the facilities are adequate but they are under so much
pressure that they tend to break down too frequently. In the words of John Bitar, “The
current facilities adequately support import and export business” in Ghana.
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Figure 21: Do you think the current facilities support imports and exports business?
Source: Survey data, 2017
We also asked our respondents to mention additional facilities, which they think will
make the ports efficient. The importers and exporters mentioned the need for backup
systems at the revenue terminal or division of the GRA. They also mentioned the need
to address the road network in the ports with specific mention of “bad and narrow”
roads. The importers and exporters also mentioned the need for more cold store
facilities at the ports. Other facilities mentioned include cranes and forklifts, more and
better trucks, more and better scanners, and general ports expansion among others.
That expansion should consider providing toilet/urinal facilities, shades for importers
and exporters, spacious platforms for free movement, clinics for first aid, canteens and
providing one-stop-shop facility for all the processes enumerated above. Above, the
importers and exporters called for recruitment of more workers to avoid delays
occasioned by shortage of staff.

It is clear from the analyses that port expansion has always lagged behind increases in
the volumes of trade. The GIFF believes that the on-going projects will address
congestions and lead to upgrade of port infrastructure. For the GRA there is need to
increase the manpower strength, improvement in space availability, provide more
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office accommodation, provide additional equipment to sustain operations to
landlocked countries and above all, there is a need for all stakeholders to synchronise
their operations. According to the John Bitar Company, “The Shipping lines have a
system to gather information on containers. The GHPA should make available online:
expected vessels within a certain period, any container (import/export) in their
possession, number of days, arrival time, rent charges”.

Port stakeholders are quick to point to expansion of port facilities and the easing of
port regulations in order to address the challenges they encounter when using the
ports. The report has already alluded to the importance of these measures. But the
report finds that insufficient attention is paid to governance challenges that invariably
allow shippers and importers/exporter to use the container terminals as warehouses.
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SECTION 4: CONCLUSIONS AND RECOMMENDATION
This report examined the state of operations of the three main port facilities in Ghana
namely, the Tema and Takoradi Harbours and the Kotoka International airport. The
focus is on three main aspects of port operations: state of port facilities or
infrastructure; port procedures; and the general costs of doing business at the ports.
The analyses are based principally on the views of stakeholders in the imports and
exports business including importers and exporters, freight forwarders, and the
revenue agencies among others.

From the perspective of the importers and exporters, but also the state agencies, the
ports in Ghana have the standard facilities required to facilitate imports and exports
business. But the facilities are overstretched given the volumes of trade recorded in
recent times. Expansion of all three facilities is warranted. More equipment like cranes
and forklift will be needed to reduce pressure on existing equipment. Expansion of the
physical space will help address the perennial issue of congestion at the ports.
However, trade has expanded over the last few years beyond the physical space of the
ports. The three main ports studied under this report are all undergoing serious
expansion works.

Regarding port procedures, the analyses reveal long and often complicated procedures
for both exports and imports. The imports clearance procedures count more than 20
different steps and processes. Significant proportions of port users are not
knowledgeable about all the steps required in order to undertake imports or exports.
The long and complicated procedures prolong the time it takes to conduct business at
the ports and is further worsened by significant delays caused by equipment
breakdowns, human interference, congestion and duplication of functions. Ports users
are therefore, often compelled or incentivized to use unofficial channels including
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paying for the services of middlemen and women, which costs them extra monies and
compound the delays in the official channels.

In terms of costs of doing business at the three main ports, the prevailing view is that it
is too high; some of the companies described costs at the ports as unbearable. They
single out rent charges by GPHA and payments to agents. Indeed, the bulk of all
payments (excluding duties and taxes) importers and exporters make when using the
ports go to agents. And that exemplify how central “agents” have become central to
the import/exports business in Ghana. The rising costs of doing business also
emanates from the multiplicity of institutions involved in the import export business,
some of whom duplicate each other functions and the fact that most of these
institutions are scattered across the various cities.

It is obvious that the ports in Ghana need expansion both in terms of facilities and
physical space available for port expansion. Currently, all the three ports are
undergoing expansion works. The expectation is that the expansion will address the
costly congestions at the ports.

From this study, some specific measures are recommended for consideration in the ongoing expansion works. First, given the rising volumes of trade and the expectation
that the volumes will continue to rise, there is the need for expansion and upgrade
programme to be implemented on a continuous basis.
Second, the current expansion programme should consider seriously both equipment
and the physical space. More so, better and state-of-the-art equipment is needed to
eliminate delays arising out of equipment breakdowns. Again, the expansion works
must consider providing shelter for the many people that have businesses to transact
the ports. The situation where importers and exporters are left at the mercy of the
weather should be addressed.

47

Third, the expansion works must include provision of clinics for first aid and also
toilets and urinal facilities.

The need for review, streamlining and simplification of procedures is almost selfevident. The official processes are too winding and complicated. It is possible to cut
down on the steps. Also, a review of the institutions must be undertaken with a view
to eliminating some of them and eliminating duplication. This should be done taking
on board the concerns of stakeholders for an effective implementation. The procedural
review and upgrade must also consider the human resource needs of the institutions.
In some instances, the workforce of the institutions needs to be revamped to offer
timely and quality services to importing and exporting public. Education and training
is key in ensuring efficient processes. Both the staff of the state agencies and importers
and exporters, need to be trained on an ongoing basis about the systems and the
procedures. Their feedback will be critical for system and procedural upgrading.

The role of agents in the entire business of imports and exports require serious review.
There is a view out there that one cannot transact the simplest of business at the ports
without using the services of an “agent”. Thus, agents have become too endemic to
import/export trade and arises the fundamental problem of “agency”. The agency
system increases costs, ports users have to pay agency fees for things they could do for
themselves. Also, in most instances, the information asymmetry between agents and
other port users is too wide and the agents exploit that asymmetry to charge
unapproved fees and escalate the cost of doing business.

Port duties and charges have to be streamlined and regulated. The supporting
agencies should not be allowed to use importers and exporters as cash cows for
internally generated funds. Doing away with some of these agencies will reduce cost
and expedite operations.
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These measures will help to improve performance at the ports. But the incentives and
the associated behaviours of shippers and importers ought to be appropriately
constrained for the earlier measures to impact positively on port performance. The
ports in Ghana must be seen as transit or gateway ports. Given the current state of
infrastructure and logistics, the port authorities should ensure that the terminal area is
not used, as warehouses. As gateway ports, the ports in Ghana must facilitate the
movement of goods along the supply chain. This will mean that the port expansion
works must consider road and rail network that link the port to broader world.
Additional steps need to be taken to discourage warehousing of the terminals.

The ports could also take on additional roles of investing in additional storage and offdock container yards dedicated for storage. Ports authorities can consider this option
in situations as pertains in Ghana, where congestions and long cargo dwell times
persist despite the investments in port expansion.
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