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Ports of Pakistan Potential as a Game Changer 

1) Pakistan to Embark on Second Phase of the Blue Economy   

a) The year 2020 has been declared “Year of the Blue Economy” by the Prime 

Minister of Pakistan. As a precursor to implementation of the Prime Minister’s vision 

for Blue Economy the Ministry of Maritime Affairs recently launched a revised 

shipping policy in the backdrop of Pakistan’s annual  freight charges of USD five (05) 

billion annually for all foreign trade .The share of  the national flag carrier Pakistan 

National Shipping Corporation (PNSC) share was only five per cent of it, as the 

national company was mostly focused on the import of petroleum products only. The 

need for a new shipping policy was felt as there were 842 ships registered in India, 

347 in Bangladesh and 40 in Sri Lanka, but Pakistan had only 11 ships. Iran despite 

prolonged international economic sanctions has 100 ships.  There are more than 

70,094 ships operating and registered worldwide yet the USA has slightly in excess of 

3000 ships registered. Currently total sea borne trade of the world is around 11,880 

Million MTs which is managed by 70,094 number of registered vessels, out of total 

which 1,240 vessels are registered in South Asian region. Pakistan’s total seaborne 

trade has been on a consistent upwards trajectory, recording growth in since 2001 

from 39 million metric tonnes in the year 2001 to 98 million metric tonnes in 2019. 

As Pakistan’s living standards increase, its dependence on foreign trade has increased 

as well. The vast majority of that growth comes from import of dry bulk cargo, 

accounting for approximately 42% (60% overall) of all of Pakistan’s seaborne trade in 

2019. Liquid Bulk and Containers account for 28% and 13% of Pakistan’s% Yr / Yr 

seaborne trade respectively. The largest and only shipping company of Pakistan 

having limited numbers of vessels (total 11 vessels) imports only 26% of overall 

Liquid Bulk while 74% of liquid cargo is imported by foreign vessels. Similarly, it 

imports only 3% of dry bulk cargoes while 97% of dry bulk cargoes are imported via 

foreign vessels.  

b) At this stage it is also relevant to indicate that many ships are registered in certain 

countries where the regulations are lax and do not comply with international maritime 

standards or turn a blind eye regarding the source of investments. This aspect should 

be considered to be highlighted at the forum of the United Nations and the 

International Maritime Organization. 

c) In this backdrop the Ministry of Maritime Affairs built upon the Merchant Marine 

Policy of 2001 and some amendments were made to it with the focus being to invite 

the private sector to shipping business with the state providing an enabling 

environment. Tax exemptions and fiscal incentives have been structured into the 

fiscal statutes as till the year 2030, customs duty has been abolished for all ships to be 

registered in the country so that they become national flag carriers. Other incentives 

in the statute and policy include exemptions of sales tax and income tax on all income 

of the registered ships. A significant incentive for the Pakistani flag carriers would be 

the first berthing right, which is an international practice, saving considerable costs 

for the ships if unloading is not delayed. Further relief offered to the private sector is 

reduction in gross tonnage tax (GRT) if the shipping companies agree to accept 

freight charges in Pakistani rupee instead of USD currency also incorporated in the 

Finance Act of 2020. Under the revised Merchant Marine Policy 2001, the State Bank 
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of Pakistan has allowed the long-term finance facility (LTFF) for ships and vessels, 

earlier available to exporters , which would allow investors to procure all floating 

vessels, including tug boats, dredger, cargo vessels and even the fishing boats and to 

obtain long-term borrowing at three per cent from the banks. Such incentives and 

long-term loan facility offered by the State Bank of Pakistan would enable the 

fisheries sector that has the potential of more than USD 2 billion seafood export 

annually, but fish and seafood exports are currently limited to only USD 450 million 

annually to upgrade the fishing sector to deep-sea fishing sector.  

d) At times the concept of transshipment may become blurred with transit. This paper 

also attempts to dovetail, at times, that both concepts can work simultaneously and in 

tandem to tap and exploit Pakistan’s strategic potential alongside the oil and shipping 

routes of the region and the fact that the ports of Pakistan can provide unfettered 

access to the landlocked Central Asian Republics  (CAR’s) and their captive 

hinterland. The significance of China Pakistan Economic Corridor (CPEC) and Belt 

and Road Corridor (BRI) cannot be understated. It may be in the interest of China and 

the landlocked CAR’s to enter into joint ventures with the ports in Pakistan in the 

areas of transit and transshipment both as the ports in Pakistan ports are closer to 

some CAR’s but less used than other ports located further away. This aspect is 

elaborated later at para 6 of this paper. Thus, an enviable win-win situation emerges 

for Pakistan. Prior to the imposition of sanctions Bandar Abbas used to be the 

preferred gateway port for certain CAR’s. Enhancement of cargo volumes at the 

Iranian port of Chabahar by Afghanistan is a temporary phenomenon as medical and 

essential food supplies are exempted from US sanctions. 

e) Pakistan’s transshipment traffic is nominal compared to the country’s own cargo. The 

biggest container terminal SAPTL at Karachi Port can become a full-fledged 

transshipment terminal in view of its design draft of 18 meters and 850,000 sq meters 

back up area and upcountry linkages. In the year 2019 the port of Karachi had the 

capacity to handle 5.550 TEU’s whereas only 0.027 TEU’s are being handled. This 

lack of utilization is better explained in the table below: 

 

Potential for Growth in Transshipment at Karachi Port Terminals 

 
Terminals Capacity (Million 

TEU’s) 

Actual handling 

(Million TEU’s) 

Potential for growth / 

transshipment /In transit 

SAPTL 3.100 0.003 - 3.097 

KICT 0.700 0.001 - 0.699 

PICT 0.450 0.020 - 0.430 

QICT 1.200 0.002 - 1.198 

COPHS 0.100 0.001 - 0.099 
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Container Handling at 03 Terminals of Karachi and % Share in Transshipment 

From January 2016 to December 2019 
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PICT KICT SAPTL 

2016 831,171 24,830 2.99% 1,120,872 1,400 0.12% 16,503 80 0.48% 

2017 792,293 11,916 1.50% 897,731 186 0.02% 540,173 2,512 0.47% 

2018 653,007 18,665 2.86% 800,059 392 0.05% 727,050 6,319 0.87% 

2019 554,318 20,150 3.64% 589,619 811 0.14% 930,336 2,561 0.28% 

 
 
 

 

 

Fiscal 

Year 

KPT KICT PICT SAPT Total Increase 

GRT % 

since 

2015-16 

Vessel GRT Vessel GRT Vessel GRT Vessel GRT Vessel GRT  

2015-16 22 373,347 343 15,806,680 373 12,524,387 – – 738 28,704,414 – 

2016-17 24 397,828 278 13,439,936 337 13,002,957 118 5,994,518 757 32,835,239 14.39% 

2017-18 24 362,825 276 12,357,560 337 12,768,978 336 21,619,210 973 47,108,573 64.12% 

2018-19 29 475,794 225 10,462,876 222 8,958,956 302 24,897,621 778 44,795,247 56.06% 

2019-20 34 656,882 243 10,779,078 181 7,181,801 286 24,705,024 744 43,322,785 50.93% 

 

2) Enters Transshipment Concept – Phase II of Blue Economy 

a) Transshipment 

Transshipment is generally understood as the act of off-loading a container from one ship and 

loading it onto another ship. Cargo needs to be transshipped as in any service operated by any 

shipping line there are practical restrictions in terms of coverage of ports. There is no 

shipping line that can cover all ports around the world on a single service and therefore the 

services are segregated into trade lanes. So, the container that left say the port of Durban on 

vessel A will reach the port of Manila on vessel B via transshipment at port of Singapore. 

The bill of lading that the customer has been issued will show Vessel A, but the arrival 

notification that the consignee in Manila receives will show Vessel B as that is the final 

discharge vessel. Most of the big lines like MSC, Maersk and other lines have services 

covering virtually all corners of the globe via transshipment connections from one port or the 

other.  

b) Transshipment hubs 

i) Such lines also have what is known as Transshipment Hubs which are the ports on 

their service routes that have transshipment connection options to other parts of the 

world. MSC’s transshipment hub for their service to Australia is Port Louis, Maersk’s 

transshipment hub for their service to Middle East is Salalah. Most of the competing 

hubs in the region are well utilized, meaning they have limited spare capacity in 

which to grow their market shares. Ports at Karachi thus appear to be strong 

contenders as transshipment hubs in the coming five years. The more regional ports 
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develop capabilities to handle larger ships the larger the transshipment activity. The 

Cai Mep Thi Vai port complex in South Vietnam, for instance, has seen exceptional 

growth, with volumes up by 21 per cent in the first 10 months of 2018. On this 

analogy expansion works are also under way at Jakarta's Kalibaru port.  

ii) This transshipment concept connects the world and one is able to ship a container 

from anywhere to anywhere in the world. Transshipment was initially developed to 

service smaller ports unable to accommodate large containerships, which is 

commonly because of limited draft and port infrastructure. However, as maritime 

networks became increasingly complex, specialized transshipment hubs emerged. 

Unlike air transportation, transshipment requires significant yard space since 

containers are stored up for to a few days while waiting for the connecting ship(s) to 

be serviced. The growth in global trade has involved greater quantities of containers 

in circulation, which incited maritime shipping companies to rely more on 

transshipment hubs to connect different regions of the world. In 2012 the share of 

transshipment reached 28% of all the TEUs handled by ports around to world, double 

of what it was 20 years earlier. 

c) Forms of Transshipment 

i) Even if all transshipments are the same from an operational standpoint, moving 

containers from one ship to another using a port as a temporary buffer, they take place 

in three main forms servicing a different purpose.  

ii) The first form is hub-and-spoke transshipment, which connects short distance 

feeder lines (and ports) with long distance deep-sea lines, linking regional and global 

shipping networks. The transshipment hub is usually a central location commanding 

access to a region. Ship capacity differs significantly between deep-sea and feeder 

services. While the former usually involve the largest ships technically possible, 

feeder vessels are usually much smaller. 

iii) The second form is called intersection transshipment, where the transshipment hub 

acts as a point of interchange between several long-distance shipping routes. It usually 

involves the movement of cargo between large ships since deep-sea routes are prone 

to economies of scale.  

iv) The third forms involve relay transshipment where the transshipment hub connects 

shipping routes along the same region, but servicing different port calls. Ship capacity 

can differ since regional routes can be serviced by smaller ships. Hub-and-spoke 

transshipment account for the great majority of transshipments (around 85%) while 

intersection and relay transshipment account for the remaining 15% of all 

transshipments. 

v) Geography plays an important role in the setting of a transshipment market, which is 

often at the crossroads of shipping routes and where there is a bottleneck such as a 

strait of a canal. Such transshipment markets are dominantly located along the main 

circum-equatorial maritime route that goes through Panama, the Strait of Malacca, 

Suez and Gibraltar. This route is particularly used for the Asia–Middle East–Europe 

trade. Major transshipment hubs usually have a low maritime deviation (distance from 

main shipping lanes) and many provide connectivity (intersection) between north-

south and east-west shipping lanes. Pakistan’s three (03) are strategically located 
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along the main oil shipping routes but initiatives have been lacking in this area yet the 

Middle Eastern ports have wrested these opportunities from us. 

vi) The degree of transshipment activity of a port can be measured by their transshipment 

incidence, which is the share of the total port throughput that is “ship to ship” 

compared with the total throughput that includes hinterland traffic as well. The higher 

it is, the more a port can be considered as a transshipment hub. For ports with low 

transshipment incidence (less than 25%), transshipment is an incidental activity, while 

ports having a transshipment incidence above 75% can be considered as “pure” 

transshipment hubs (particularly if their transshipment incidence is above 90%).  

vii) There are seven (07) major transshipment markets accounting for the bulk of the 

global transshipment activity. They are referred as markets since transshipment is an 

activity that is not necessarily tied to a specific port, unlike gateway traffic linked 

with a hinterland and inland freight distribution. Therefore, transshipment hubs 

compete for the traffic related to a region / market. Transshipment allows ports that 

would otherwise have limited maritime services because of their small hinterland to 

have a high connectivity to global maritime trade. This connectivity can be leveraged 

with the establishment of logistics zones generating added value and anchoring the 

port’s cargo base. Recent trends indicate that global transshipment incidence has 

stabilized in the 28-30% range, implying that transshipment is now a fairly developed 

activity. Future growth is thus likely to be in proportion to the growth of global 

container traffic and factors leading to increase in the scale of transshipment relating 

to the ongoing introduction of larger container ships calling less ports emphasizing 

reliance on transshipment. Expansion of the Panama Canal will favor the setting of 

circum-equatorial deep-sea services with north/ south connections, increasing the 

dependence on transshipment. This may be counterbalanced by port growth in 

developing economies such as in Latin America and Africa encouraging direct 

services with Asian, European and North American ports. Increase in economies of 

scale and rationalization in maritime shipping, focused on selected deep-sea routes, 

may witness the global transshipment incidence peaking at 35 %. 

viii) On account of geographical considerations, transshipment markets are likely to 

remain consistent except for a shift in predominance of transshipment hubs thus 

generically transshipment regions would be experiencing leveled out transshipment 

activity while its individual transshipment hubs may be exposed to market 

fluctuations disturbing their relative capture. The usage of transshipment hubs 

remains contingent upon commercial decisions of maritime shipping companies re-

organizing their shipping networks and are amenable to change if a company revises 

the allocation of its assets and its commercial strategy. 

d) Ingredients of transshipment hub port include:  

i) Location straddling major world or regional shipping routes, leading to minimum 

deviation from that shipping route  

ii) Preferably already handling a considerable volume of base import and export cargo 

iii) Aggressively adding capacity in medium to long term  

iv) Land area available for cargo storage and / or value adding activities 

v) Access to a large hinterland, preferably with more than one transport mode  



 

Page 6 of 33 
 

vi) Sufficient depths in approach channel and the port -Option to increase depth if 

required by the port users (shipping lines) 

vii) Digitalization and automation 

viii) Reduced queuing of ships (“the berth has to wait for the ship and not the other way 

around”) 

ix) Safe and secure port access from land and sea and a secured (ISPS) port area 

x) Efficient ship and cargo handling operations 

xi) Friction free interaction between port employers and employees /unions 

xii) Reasonable level of port performance;  

xiii) Active and involved port business/industrial community 

xiv) Banking and communication facilities especially with a Maritime portfolio/exposure  

xv) No toleration for corrupt practices  

xvi) Enhanced cargo volumes  

xvii) Stable political systems in the federal and provincial and local government  

xviii) Regional role – as a gateway port for land locked countries 

xix) Not reliant only upon hinterland  

xx) Road and Rail linkages to be developed to access landlocked countries 

xxi) Competent & trained work force and marine academies with diverse training 

xxii) Deep water berths to handle vessels with greater draft  

xxiii) Reducing turnaround time for berthing of ships  

xxiv) Performance based dredging contract – guarantees availability of an agreed water 

depth availability to inspire long term confidence for FDI 

 

3) Middle East Model Successful 

Although Middle East accounts for less than 3% of global GDP, its ports handle 
approximately 20% of global seaborne trade. Transshipment accounts for more than half 

(53%) of the throughput of Middle Eastern ports. This disproportionate share is the outcome 
of both geographic advantages, policies and timely implementation supported by investment. 

The ports are located at the intersection of several trade routes and serve as hubs for other 
ports in the region and beyond. In the years since the global financial crisis, Middle Eastern 

ports have invested in building capacity to handle cargo flows on the Far East – Europe trade 
route, being busy routes for many cargo types, as well as on smaller routes. Large ports, in 

particular, have developed infra-structure that is impressive both in scale and technology 
deployed. Several port groups have developed into organizations respected in the region and 

globally, with the ability to compete against the world’s best. At ports in the UAE and Oman, 
transshipment represents the lion’s share of utilization. A large volume of the transshipped 

cargo is destined for ports in other countries within the region and outside the region.  
 
4) Consultation with Major Stakeholders 

The Ministry of Maritime Affairs sought and obtained views of major stakeholders. The 

concept of transshipment is not new in Pakistan and the Federal Board of Revenue had 

initiated/facilitated transshipment vide a public notice No.03/99(A) dated 21st April, 1999 

which envisaged a procedure without referring to any sort of guarantee/indemnity 

/undertaking to be furnished  by the shipping line/agent and some transshipment activity was 

generated on a limited scale. Rules/regulations pertaining to transshipment exist and port 

authorities may be persuaded, on evidence-based scenarios, to reduce their charges and 
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facilitate in provision of adequate space and marketing which will make the transshipment 

availability at Pakistan’s ports visible. There exists a potential to enhance Pakistan’s share in 

transshipment up-to 200,000 TEU’s annually. Reservations exist that as per existing FBR 

regulations shipping lines will have to furnish financial guarantees, execute indemnity bond, 

revolving bank guarantee, restriction on transshipment of LCL cargo (although KPT & PQA 

permit and are allowed existing LCL), etc from shipping lines/agents. Other important 

aspects of Transshipment being FCL and LCL which refer to two main modes of container 

shipments. The term FCL stands for Full Container Load and LCL for Less than Container 

Loads. FCL is a shipment that occupies the entire space of a container without having to 

share it with other merchandise. LCL or group age refers to shipments that take up only a 

portion of the entire container and are shipped alongside other merchandise. LCL results in 

lower costs for lower volumes whereas FCL are meant for higher volumes and are more 

secure considering that the shipper has title to the entire container. Similarly, transshipment 

for FCL is simpler, with the entire container getting moved without necessarily having to 

open it. Transshipment for LCL is more complicated. The LCL cargo may be offloaded (de-

stuffed) and re-stuffed in another container or may wait for more cargo to fill the existing 

container, before it is once again sent onwards. Once the LCL cargo arrives at its destination 

port, the freight forwarder’s destination agent takes over. They will collect the container and 

transport it to a warehouse called the destination deconsolidation warehouse. There, the cargo 

is deconsolidated into individual LCL shipments. Details of ‘Regional Transshipment Rates’ 

are at Annex–I.  

These regulations, particularly draft SRO SRO 685 (I)/2019 dated 5th August, 2020, may not 

have any practical impact on present cargo volumes and their pecuniary impact requires to be 

worked out. Regional transshipment hubs do not require such sort of financial commitments 

and guarantees by the shipping lines/agents. The history of regulations includes 03 SRO’s 

issued by FBR: 

i. Public notice No.03/99(A) dated 21st April, 1999  

ii. SRO 1538 (I)/2019 dated 5th December, 2019 

iii. SRO 218 (I)/2020 dated 10th March, 2020 

iv. Draft SRO 685 (I)/2019 dated 5th August, 2020 

 

5) Pakistan’s Potential as a Transshipment Hub - Graphical Illustrations  
  

The following visual depiction of international shipping routes and transshipment hubs are 

illustrative in appreciating the share in the pie Pakistan is missing and for which the Ministry 

of Maritime Affairs has embarked on a fast track phased strategy. 
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Pakistan’s Blue Ocean Strategy – Part of the Pie 
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Pakistan’s Blue Ocean Strategy – Part of the Pie for Karachi Ports 

 

 

 

Transhipment Volumes at Private Terminals at Karachi Port for the Financial 

Years 2017 - 2019
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Transhipment Volumes (CAGR) at Private Terminals at Karachi Port for the 

Financial Years 2017 - 2019 

 
 

 

 

 

 

Transshipment Volumes at Private Terminals at Karachi Port - Forecast for the 

Financial Years 2020 - 2025 
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Phases include establishing of a transshipment friendly environment, transshipment 

business model and hub port selection. 

(A)               Establishing a transshipment friendly environment 

Current         Transshipment Friendly 

Environment                                                       Environment 

 

PICT 2019 T/P Volume: 20,150   TEUs             T/P volumes increase         ADDITIONAL 

Per Week   T/P Volume:       390 TEUs              500-600 TEUs /week       Service call/week 

 

KPT earned USD 219 K                                      KPT will earn upto 

only through ROYALTY                                     USD 1.6 Million 

                  in WET CHARGES and ROYALTY 

 

       Operational efficiencies  

 

 (B)                    Transshipment Business Model 

 

 Proximity to major shipping routes 

 Intermediary location connecting feeder and deep-sea 

services 

 Hinterland access (local cargo capture) 

Location       

 Operational 

 

(C )                        Hub Port 

                               Selection 

                Strategic changes in 

                Shipping industry 

 Alliance V/s stand along services                     Stakeholder Influence                       

 Hub hopping nature                                               Feeder Lines 

 Market oriented V/s Operational                           Port Authorities 

 oriented approach                                                 Terminal Operators 

 Line Service design factors                                    Shippers / Freight forwarders 

(Network type) 
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6)                             Proximity of Ports to Cities and Transshipment 

i) In the past proximity of ports to their host cities was a positive attribute whereas now 

proximity of port owned waterfront land is highly valued for commercial 

development. In Pakistan, hinterland access to port of Karachi is severely limited due 

to urban development and lack of road and railway capacity to keep pace with 

increase in containerized cargo. Pakistan Railways has a concept plan to link three 

KPT container terminals to Pipri rail terminal as a mitigation measure to reduce 

congestion on roads. The ML-1 project has been cleared. Although Iran and Pakistan 

ports are closer to some Central Asian countries such as Uzbekistan, Turkmenistan or 

Tajikistan (in range of 2,000 KM) they are less used than other ports located much 

further away (up to 4,000 and 5,0000 KM) in the Pacific or the Baltic.  

ii) For the most part Central Asia, a captive hinterland, is a contested hinterland of 

several ports located East, West and sometimes South of their landmass. Thus, the 

interest of third-party countries in particular China, but also Russia, and to lesser 

extent the EU, India or Turkey is in the development of new ports, intermodal 

transport corridors and trade and transport agreements to facilitate access to this vast 

hinterland. Iran railway network connects with Turkey, Turkmenistan and Pakistan.  

iii) Before the imposition of sanctions Bandar Abbas used to be the preferred gateway 

port for Uzbekistan. Iran provides the shortest route to deep sea ports for 

Turkmenistan, Uzbekistan and Afghanistan. Afghanistan is still actively using Iran 

ports, in particular Chabahar, that benefits from some exemptions to US sanctions. 

Landlocked Countries and Arabian Sea Ports 

 

Regional Ports & Shipping Routes 
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Gwadar Port Connectivity Potential  

 

 

7) Barriers facing Pakistan vis-à-vis regional ports – Present Capacity & Utilization 

 

i) The combined capacity of all terminals in Pakistan is 10.15 million TEU whereas the 

total throughput in 2018 was 3.275 million TEU.       

ii) The low level of Logistics Performance Index (LPI) is seen in Pakistan relative to 

other countries in the region. It is observed on a global basis that countries exhibiting 

high logistics performance are generally correlated with lower cost of exports and 

imports. Pakistan has the lowest LPI among countries with direct access to the sea in 

South Asia.  

iii) In case for Pakistan, the cost to import a containerized TEU was estimated at 

US$ 1,005 while the export cost is put at US$ 765 according to a study by the World 

Bank. By comparison, the import and export cost for a container for the UAE is 
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respectively US$ 625 and US$ 665. In Oman the respective figures are US$ 700 and 

US$765.  

iv) In comparison to port of Singapore, Jebel Ali Port in Dubai and Salalah Port in Oman, 

operational costs including tariffs and terminal handling charges at most of the major 

ports in South Asia were found to be lower. However, their indirect costs associated 

with delays and uncertainty had an immense effect on customer choices. This can be 

seen in the time taken to process importation and exportation of goods for Pakistan.  

v) In the case for border compliance for imports, the time taken to process import 

shipments at Karachi port is more than twice as long as compared to the UAE. The 

time taken to meet documentary compliance is even longer being almost 12 times as 

much time it takes in the UAE. Turning to exports, the same can be observed where 

complying with border compliance in Pakistan requires almost three times the amount 

of time taken in the UAE. In the case for documentary compliance, the amount time 

required in Pakistan compared to the UAE is even longer at nine times as much. 

vi) Pakistan fared poorly are in the subcategories of (i) ability to track and trace 

consignments; (ii) efficiency of customs clearance process; (iii) frequency with which 

shipments reach consignee within scheduled or expected time; and (iv) quality of 

trade and transport-related infrastructure.  

8) Indian Ports Increasing Competition 

i) Any rise of India’s economy is likely to have corresponding implications for the 

regional maritime trade as it's likely to be accompanied by bouts of infrastructure 

development requiring importations raw materials to fuel infrastructure construction 

inclusive of seaport terminal facilities.  

ii) The process is also likely to be accompanied by growing penetration of 

containerization as a consumer and producer goods economy. The result will be 

potential demise of current established transshipment hubs in the region such as 

Colombo in Sri Lanka and Salalah in Oman.  

iii) Emergence of ports such as Mumbai to become a regional hub may relegate regional 

ports status as cargo feeder from Mumbai. Imposition of artificial restrictions in name 

of strategic safeguards in Pakistan will increase trade costs for country’s shippers 

besides compromising on strategic independence in trade access and shipping services. 

iv) As labour costs rise in China there will be more companies (both Chinese and non-

Chinese) looking to relocate part or whole of their manufacturing facilities to other 

countries in close proximity to Gwadar or Karachi seaport. 

v) The ten largest shipping liner companies now control 83% of the global container ship 

fleet up from 2013 at 64%. Pakistan’s shipping sector will have to face such an 

alliance of economies of scale in cargo volume, improved vessel utilization rates, 

wider network coverage with more direct port pairs, lower transit times and increased 

frequency, enhanced market power, and sharing of risks between alliance members. It 

is interesting to note that top four container shipping lines also have related terminal-

operating companies. Hence apart from shipping side of the business, there liner 

companies are also participating in the land-side aspect of business in direct 

competition with traditional common user terminal operators (TO’s) such as HPH, DP 

World and PSA. Of the container terminal operators TO’s in Karachi and Qasim, 

perhaps HPH and DP World are in a position to counter threat posed by large 
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shipping alliances as both TO’s are able to negotiate on a global basis with these 

alliances.  

Container Throughput Comparison with Regional Ports 
Seaport Container Throughput 

(TEUs in M) 

Number 

of Vessels 

Fleet Capacity 

Deployed (TEUs) 

Average Vessel 

Size (TEUs) 

Shipping 

Services 

Karachi 2.2 100 585,000 5,853 20 

Port Qasim 1.0 69 446,000 6,468 11 

Gwadar NA 2 4,500 2,272 1 

Jebel Ali 15.0 467 3,410,000 7,301 105 

Khorfakkan 2.0 45 197,000 4,381 13 

Salalah 3.4 168 1,430,000 8,510 24 

Mumbai 5.2 244 1,526,000 6,254 42 

Colombo 7.0 448 3,278,000 7,316 70 

Shahid Rajaee 1.6 33 99,000 3,009 12 

9) Shipping Routes Transshipment Ports Wise Comparison 
i) In South and West Asia, Colombo is the most connected container port. The port 

provides services for goods imported to and exported from Sri Lanka, but over 75% 

of traffic is transshipment to other South West Asian countries. The remaining top 10 

ports of South Asia are in India (seven ports) and Pakistan (two ports). Chittagong is 

ranked fourteenth in South Asia, and Male, Maldives is ranked eighteenth. The port of 

Mundra, India has seen the largest increase in its index but is still lagging Colombo. 

Colombo benefits from cabotage restrictions in India, as these discourage carriers 

from trans-shipping in Indian ports, for which they are required to use Indian flagged 

ships. The oversupply of capacity in Karachi is impacting the balance of port 

selection by container shipping who are exploiting the deeper draft facility of SAPT at 

the southern terminal in Karachi. The negative impacts of this are being felt at DP 

World facility at QICT in Bin Qasim who has lost business as result of lines switching.  

ii) Gwadar port is only occasionally serviced, estimated at less than 3 commercial ship 

per month border lines that imply that basic products that could be sourced a stone 

throw away need to delivered from country capitals hundreds of kilometers afar. 

Central Asia is perceived as one of the areas in the world with higher logistics costs 

20% of GDP on average (18% in Kazakhstan, 23% in Tajikistan) while they are 9 % 

in OECD countries.  

iii) Regarding Customs, laggards are Afghanistan, Tajikistan, Pakistan and Uzbekistan. It 

is worrying that two countries with gateway ports into Central Asia as Pakistan and 

Georgia are not receiving good scores for Customs.  For timeliness the lowest scores 

are in Azerbaijan, Pakistan, Turkmenistan and Afghanistan. Pakistan and China are 

the only two CAREC countries that host open sea ports capable of serving large bulk 

and container ships. China has the higher capacity port infrastructure that attracts the 

widest range of shipping services. 

10) Chahabar Port location benefits India  

i) Indian ports to Chabahar at irregular schedules that connect CAREC to India 

merchandise trade activity and transshipment to/from global ports through Indian 

ports. Chabahar is still in development phase, 70 kilometers from Gwadar 1,400 

kilometers to Mumbai in India and 1,854 km to Kabul, Afghanistan. Through Iran’s 

network of railways and highways, the port provides access to Afghanistan to the east 
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and nearly all Central Asia and the Caucasus to the north of Iranian plateau. Iran and 

India have ambitions to connect Chabahar to Zahedan under a railway project albeit 

with a bumpy ride through construction of a 610-kilometer railroad.  

ii) Despite India getting exemption for development of port from the sanctions imposed 

by the United States on Iran last November, European and Chinese suppliers awarded 

contracts to supply cargo handling equipment and technology are reluctant to proceed.  

11) Port Jebel Ali & Arabian Sea Corridor for CAREC region 

DP World is primary operator of container terminal operations in Dubai, Jebel Ali 

port with volumes above 15m TEU to hold a top 10 ranking in global ports index of largest 

container ports. As a transshipment port with over 75% of its volumes transferred from ship 

to dock and loaded onto another ship for onward shipment to, there is no requirement for rail 

connectivity into hinterland of UAE or neighboring states. Jebel Ali – Bandar Abbas acts as 

transshipment hub for global containerized freight movements to/from CAREC region.  

12) Arabian Sea (Pakistan) Corridor 

i) CAREC Countries most likely to use it are Afghanistan and to much lesser extent 

Tajikistan or Kyrgyzstan.  

ii) Major ports at the head of the corridor are Karachi ports, Bin Qasim and Gwadar.  

iii) Corridor connections to CAREC crosses Pakistan then into Afghanistan at border 

crossing points most notably Torkham and Chaman and thereafter into Central Asia 

either across Afghanistan or China.  

iv) International container shipping connections from Pakistani ports include:  

a) Karachi and Bin Qasim as gateway ports for global containerized freight movements 

to/from the CAREC region that connect to global transshipment ports at Colombo, 

Singapore and Jebel Ali.  

b) Chinese exports to Gwadar at irregular schedules that connect CAREC to Chinese 

merchandise trade activity and transshipment to/from global ports through Chinese 

ports. 

c) Total container shipments to Chabahar reported in 2019 totaled less than 25,000 TEU 

or less than 500 TEU per week. 

d) Major revenue of Dubai comes from tourism, aviation, real estate, and financial 

services as well as port related transshipments through the two major commercial 

ports in Dubai, viz. Rashid and Jebel Ali. However, Gwadar port is a serious rival to 

Dubai. Gwadar is at a strategic location, giving China and Central Asia access to the 

Gulf region and the Middle East. Gwadar over time poses a threat to become a main 

sea gate for Central Asia. It will also become easier to send products from Xinjiang 

and central Asian countries to other regions. The corridor is likely to reduce transport 

time for goods from Gwadar to Western China and Central Asian regions by about 

60% or 70% 

 

13) COMPARATIVE ANALYSIS OF REGIONAL PORTS FOR TRANSSHIPMENT 
CHARGES: 

In US $ 
  GRT GRT GRT    GRT GRT GRT 
S. No. Karachi Port 30,000 60,000 90,000  S. No. Colombo 30,000 60,000 90,000 

1 Port Dues 7,800 16,800 25,200  1 Entering Dues 1,500 3,000 4,500 
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2 Pilotage In 3,000 6,000 9,000  2 Pilotage In 750 1,500 2,250 
3 Pilotage Out 3,000 6,000 9,000  3 Pilotage Out 750 1,500 2,250 
4 Tugs In 2,400 2,400 2,400  4 Tugs In 1,000 1,000 1,000 
5 Tugs Out 2,400 2,400 2,400  5 Tugs Out 1,400 1,400 1,400 
6 Berth Hire 3,000 6,000 9,000  6 Berth Hire 1,584 3,168 4,752 
7 Launch In 200 200 200  7 Launch In    
8 Launch Out 200 200 200  8 Launch Out    
9 Pipe Line Charges 120 120 120  9 Opl Charges 200 200 200 
 Sub Total 22,120 40,120 57,520   Sub Total 7,184 11,768 16,352 

10 Sales Tax 13% 2,876 5,216 7,478  10 Sales Tax 13%    
11 Berth Cleaning 30 30 30  11 Prof Pilot Fees 96 96 96 
12 Light Dues 636 1,272 1,909  12 Light Dues 1,200 2,400 3,600 
13 Extra Pilot Attend 0 500 500  13 Extra Pilot Attend    

 Grand Total 25,662 47,138 67,437   Grand Total 8,480 14,264 20,048 

 

 

 
 
 
          

Important Notes for Karachi Port:         

      1 
LIGHT DUES USD 4 
PER 100 GRT     

1. BERTH HIRE IS CALCULATED FOR 01 DAY, 
PDA  WILL CHANGE   2 

ENTERING DUES USD 5 PER 100 
GRT   

WITH NO OF DAYS 
AT BERTH      3 

pilotage (in & out) USD 5 PER 100 
GRT   

2. ROE IS TAKEN AS I USD =  
PKR 165     4 

prof pilot fees USD 48 during night per 
move   

3. 13 % SALES TAX IS APPLICABLE ON 
S.NO 1-9, TAX MAY     5 tugs usd 500/tug day, usd700/tug night, total 2 x2  
VARY FROM YEAR 
TO YEAR           
4. PDA IS CALC FOR 3 TYPES OF VSLS GRT  
30,000, 60,000 & 90,000        
PDA WILL CHANGE COMPLETELY 
WITH CHANGE OF GRT         
5. LIGHT DUES IS CALCULATED NRT 
X   PKR / ROE         
6. BERTH CLEANING IS PKR 
5000           

 
 

  GRT GRT GRT    GRT GRT GRT 
S. No. Abu Dhabi 30,000 60,000 90,000  S. No. Chahbahar 30,000 60,000 90,000 

1 Port Dues 1,798 3,597 5,395  1 Entering Dues 1,800 3,600 5,400 
2 Berthing In 283 490 490  2 Harbour Dues 3,000 6,000 9,000 
3 Sailing Out 283 490 490  3 Pilotage In 7,500 15,000 22,500 
4 Pilotage In 545 545 817  4 Pilotage Out 7,500 15,000 22,500 
5 Pilotage Out 545 545 817  5 Tugs In 1,800 1,800 1,800 
6 Pilot Launch In 545 545 545  6 Tugs Out 1,800 1,800 1,800 
7 Pilot Launch Out 545 545 545  7 Wharfage Charges 1,500 3,000 4,500 
8 Tugs In 1,144 1,144 1,144  8 Clearance Group Charges 90 180 270 
9 Tugs Out 1,144 1,144 1,144  – – – – – 
10 Channel Charges In 14,714 29,019 43,324  – – – – – 
11 Channel Charges Out 14,714 29,019 43,324  – – – – – 
 Sub Total 36,262 67,084 98,038   Sub Total 24,990 46,380 67,770 

12 VAT 5% 1,813 3,354 4,902  9 Light Dues 900 1,800 2,700 
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 Grand Total 38,075 70,439 102,940   Grand Total 25,890 48,180 70,470 

 
Important Notes for Abu Dhabi Port:    

      

1. PORT DUES AED 0.22 XGR/ROE 3.67      
2. VAT IS 5%       
3. CHANNEL CHARGES AED 1.75 XGRT +ADD 1500 AED    

 
 

  
COLOMBO/SRI LANKA ABU DHABI /UAE CHAHBAHAR/IRAN DUBAI /UAE 

  
USD/20 
FEET 

USD/40 
FEET 

USD/20 
FEET 

USD/40 
FEET 

USD/20 
FEET 

USD/40 
FEET 

USD/20 
FEET 

USD/40 
FEET 

Transshipment 
container charges 

82 124 115 183 68.88 104.16 232 366 

Free days 21 days 21 days 10 days 10 days 05 days 05 days 10 days 10 days 

Storage charges 
USD 

5.2/DAY 
USD 

10.4/DAY 
USD 

3.3/DAY 
USD 6.4 

/DAY 
USD 

2.0/DAY 
USD 4.0 

/DAY 
USD 

3.5/DAY 
USD 

7/DAY 
Wharfage 
charges  

N.A N.A N.A N.A N.A N.A N.A N.A 

Any other 
charges 
applicable 

N.A N.A N.A N.A N.A N.A N.A N.A 

                  

         

  QICT / PORT QASIM  PICT / KARACHI KICT / KARACHI   

  
USD/20 
FEET 

USD/40 FEET 
USD/20 
FEET 

USD/40 FEET 
USD/20 
FEET 

USD/40 
FEET 

    

Transshipment 
container charges 

60 60 170 190 133 145 
    

Free days 
07 

DAYS 
07 DAYS  

07 
DAYS 

07 DAYS 05 DAYS 05 DAYS 
    

Storage charges 
USD 
1.2/ 

DAY 
USD 1.6 / DAY 

USD 
1.7/ 

DAY 
USD 1.7 /DAY 

USD 1.5 
/DAY 

USD 3.0 / 
DAY 

    

Wharfage 
charges  

AS PER 
PQA 

TARIFF 

AS PER PQA 
TARIFF 

PKR 
1500 

PKR 3000 PKR 1500 PKR 3000 
    

Any other 
charges 
applicable 

N.A N.A N.A N.A N.A N.A 
    

 

BERTHING/ CHARGES OF REGIONAL PORTS 
 

GRT MUMBAI  KANDLA MUNDRA  PQA KARACHI(EXISTING
) 

30000 U.S.$0.0118P 
PER GRT PER HOUR  
U.S.$0.2832PE 
R GRT PER 
DAY U.S.$ 8496 

U.S.$0.0071 PER 
GRT PER HOUR 
U.S.$0.1704 PER 
GRT PER DAY 
U.S.$ 5112 

$ 0.0087 PER 
GTPER HOUR 
S0.2088 PER 
DAY U.S.$ 1548 

0.08 PER GRT 
PER DAY 
PER GRT  
U.S.$2400 

0.05 PER GRT PE DAY 
(PER 12 HOURS) 
0.10 PER GRT PER 
DAY 
U.S.$ 3000 

60000 U.S.$ 16992 U.S.$ 10224 U.S.$ 3096 U.S.$ 4800 U.S.$6000 

90000 U.S.$ 25488 U.S.$15336 U.S.$ 4644 U.S.$7200 U.S.$ 9000 
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DIFFERENCE WITH KARACHI IN USD $ 

  
PILOTAGE RATES/ CHARGES OF REGIONAL PORTS   
DIFFERENCE WITH KARACHI IN USD $ 
COMPARISON OF OVER ALL WET CHARGES WITH REGIONAL PORTS 
 

30,000 GRT KARACHI 
(EXISTING) 

PROPOSED  PQA MUMBAI  MUNDRA  KANDLA  

PILOTAGE  10,800 12,000 8,700 16,328 23,580 28,548 

PORT DUES 8,400 10,500 9,000 7,020 1,548 28,548 

BERTH HIRE  3,000 3,600 2,400 8,496 1,548 5,112 

TOTAL  22,200 26,100 20,100 31,844 26,676 62,208 

60,000 GRT       

PILOTAGE 16,800 19,200 1,4400 29,390 47,160 51,357 

PORT DUES 16,800 21,000 18,000 14,040 3,096 57,096 

BERTH HIRE 6,000 7,200 4,800 16,992 3,096 10,224 

TOTAL 39,600 47,400 37,200 60,422 53,352 118,677 

90,000 GRT       

PILOTAGE 22,800 26,400 21,600 40,820 70,740 71,298 

PORT DUES 25,200 31,500 27,000 21,060 4,644 85,644 

BERTH HIRE 9,000 10,800 7,200 25,488 4,644 15,336 

TOTAL 57,000 68,700 55,800 87,368 80,028 172,278 

 
Port Dues/ Charges of Regional Port 
 

GRT MUMBAI KANDLA MUNDRA PQA KARACHI 
(EXISTING) 

GRT MUMBAI  JNPT KANDLA  MUNDRA  PQA  KARACHI(EXISTING) 

30000 U.S.$0.544PER 
GRT  
 
 
 
 
 
U.S.$ 16,328 

U.S.$0.9814 
PER GRT  
 
 
 
 
 
U.S.$29,440 
 

U.S.$0.9516 PER 
GRT 
 
 
 
 
 
U.S.$28,548 

$ 0.6661 per 
GT, for vessels 
with GT less 
than 10,000/- 
and above  
U.S.$23,580 

GRTRATE-S  
20K-30 =0.29 
 
 
U.S.$ 8,700 

0.10/GRT /ACT 
U.S.S6000 
U.S.$1200 /TUG 
/HOUR 
U.S.$ 4800 
(for use of 04 tugs, 02 in 
& 02 out ) 
U.S.$ 10,880 

60000 U.S.$ 16328 for 
1st 30000GRT+ 
$0.4354 for 
Every 
additional GRT 
 
U.S.$29,390 

U.S.$29440 for 
1st 30000 GRT + 
s0.07851 for 
Every 
Additional GRT  
U.S.$.52,995 

U.S.$28,548.66+ 
U.S.$ 0.7603 per 
GRT over 300000 
GRT 
U.S.$51,375 

SAME AS 
ABOVE 
 
 
 
 
U.S.$47,160 

GRTRATE-S 
30K-40K =0.26 
40K-50K  
=0.25 
+50K  =0.24 
U.S.$ 14,400 

0.10 /GRT/ACT  
U.S.$12000 
U.S.$ 1200 /TUG/HOUR  
U.S.$ 4800 
 
 
U.S.$ 16,800 
 

90000 $29390 for 1st 
60000 GRT + 
0.3810 
for Every 
Additional  
GRT  
U.S.$ 40,820 

$52995 FOR 1ST 
60000 GRT+ 
S0.6868 for 
Every 
Additional GRT  
U.S.$ 73,599 

U.S.$ 51,357.17+ 
U.S.$ 0.6647 per 
GRT over 60000 
GRT  
U.S.$17,298 

SAME AS 
ABOVE  
 
 
 
 
U.S.$70,740 

U.S.$ 0.24 PER 
GRT FOR 
ABOVE 
50000 GRT  
 
U.S.$21,600 

0.10/GRT/ACT  
U.S.$6000 
U.S.$ 1200/TUG /HOUR  
U.S.$ 4800 
 
U.S.$ 22,800 
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30000 U.S.$0.2340 
PER GRT 
U.S.$7020 

U.S.$0.9516 
PET GRT 

U.S.$ 28548 

0.0516 PER 
GRT 

U.S.$ 1548 

0.30PERGRT 
U.S.$ 9000 

0.28PER GRT 
U.S.$ 8400 

60000 U.S.$ 14040 U.S.$ 57096 U.S.$ 3096 U.S.$ 18000 U.S.$16800 

90000 U.S.$21060 U.S.$ 85644 U.S.$ 4644 U.S.$2700 U.S.$25200 

 
DIFFERENCE WITH KARACHI IN USD $ 

30000 1380(-) 20148(Plus) 6852(-) 600 (Plus)  
6000 2760(-) 40206(Plus) 12704(-) 1000  

 
 
 
 
 
 
 
 
Break up of Port Charges 
 

S. No. Description of Port Charges Rastanurah Fujairah Sikka Port Karachi 
1 Port Dues – – 6,433.23 12,206.67 

2 Supervision Charges – – 7,623.24 – 

3 Pilotage In – – – 4,359.53 

4 Pilotage Out – – – 4,359.53 

5 Pilotage Charges – – 12,705.39 8,719.05 

6 Pilotage Cancellation – – – 500 

7 Berthing – – – 8,719.05 

8 Berth Cleaning – – – 31.11 

9 Tugs In – – – 2,400 

10 Tugs Out – – – 1,800 

11 Pipe Line Charges – – – 240 

12 Holiday – – – 49.78 

13 Mooring & Unmooring Charges – – 1,270.54 – 

14 Miscellaneous Charges – – 49.93 – 

15 VTS Charges – – 3,939.66 – 

16 Port Arrival Dues 270.27 – – – 

17 Port Departure Dues 270.27 – – – 

18 Waste Collection Dues 135.14 – – – 

19 Quarantine Dues 1.22 – – – 

20 Harbour Dues 19,803.51 – – – 

21 Custom Broker’s Fee for OED 

Formalities 

330.54 – – – 

22 Custom Fee (O/T Translation Document) 224.32 – – – 

23 Stationery / Form Charges 81.08 – – – 

24 Launch In – – – 150 

25 Launch Out – – – 150 

26 Launch Hire Charges 567.57 – – 300 

27 Marine Charges – 29,800.00 – – 

28 Light Dues – 490.00 – – 

29 Anchorage Clearance Charges – 162.16 – – 

30 Boat Hire Charges – 1,337.32 – – 
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31 General Sales Tax – – @9%  2,881.98 @13%  

4,545.54 

32 Stat Tax – – @9%  2,881.98 – 

33 Total 21,683.92 31,789.49 37,785.95 39,511 

 Light Dues 490.00 490.00 2,447.00 1,386.10 

 

Note: All above expenses based on vessel GRT & fluctuation of US$ rate 

 

 

 

 

 

 

 

 

 

 

 

 

 

14) Port of Karachi: Cargo & Container Capacity – Reduction in Volume  
 

Transit trade to Afghanistan suffers from recurrent problems of clearance delays from 

port, slow turnaround of cargo inspections, unofficial statutory fees, congestion on road 

access and container guarantee fees. An average dwell time for transit containers at Karachi 

port from time of vessel discharge to container terminal stack to departing gate out is five to 

six days. Afghan traders are redirecting increasing volumes of transit trade through Iranian 

ports, which are transshipped via Jebel Ali in Dubai.  
 

i) KPT Port handled 46.9 m tonnes in 2018/19 being a reduction of 14% over prior 

year.  

a) Dry general cargoes dropped by 7% to 26 million tonnes  

b) Container volume dropped 4% to 2.16 million TEU 

c) Liquid bulk cargo dropped by 12.5% to 14 million tonnes 

d) Dry bulk cargo dropped by 36% to 7 million tones, estimated cost of US$79m 
 

ii) Port Qasim 

Marine access via 49 km navigation channel has limited width allowing only one vessel to 

transit at a time at an average time one-way through the channel of 2.5 - 4.0 hours depending 

on ship type. Despite significant seasonal dredging this channel’s depth constrains the size of 

vessels that can be accommodated in Port Qasim, necessitating part loading of many vessels. 

Bin Qasim has the advantage of an abundance of industrial zoned land and free from any 

urban encroachment being constructed within a designed industrial area outside of Karachi 

city limit.  
 

iii) Gwadar Port Connectivity 
Year-Round Navigation Yes 
Total Port Area 6.4 hectares 
Port Capacity Million Tonnes Per Annum 
Water Depth along-side Berths: LAT Meters 12.5 m 
Total Quay Length: Combined all types KM to dock 0.7 KM 
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50,000 ton ships 
Number of Commercial Berths including 03 
multipurpose berths, one RO-RO facility and 01 
service berth 

4 

Combined throughput of million tonnes in 2019  Million Tonnes 
Containerised throughput 2019 TEU 

 
Container Terminals 0/Capacity per Annum Million TEU 
Ferry Terminals / Capacity Trailers 
Access channel  4.7km 
Distance from Karachi Port  533 km 

 
 

15) Transshipment & Karachi Port Terminals  

Feasibility Study Report of 2005 and Master Plan of 2007 for the Project were cognizant of 

the transshipment potential at Pakistan Deep Water Container Port (PDWCP). KPT Board 

vide its B.R.No.952 of 2007 sanctioned the award of BOT concession to Hutchison Port 

Holdings Limited (the Sponsor) and the Concession Agreement contains provisions for 

containerized transshipment of cargoes. How much transshipment cargo has been handled at 

the Terminal to date needs an analysis? 

16) Policy Proposals 

i. Port tariff flexibility i.e. a percentage be fixed – if any vessel arrives with 10 % of 

transshipment traffic certain incentives be offered in wet charges and the same may be 

increased slab-wise in order to motivate shipping lines for bringing more 

transshipment traffic to Pakistan’s ports. 

ii. Preferable lowering/reduction of wet and dry charges by ports and freight charges for 

Transshipment  

iii. Reduction in port congestion to lower freight charges to integrate Pakistan into the 

regional shipping system 

iv. Elimination of recurrent problems of clearance delays from port, slow turnaround of 

cargo inspections, unofficial statutory fees and container guarantee fees 

v. Drastically reduce average dwell time for containers at Karachi ports from time of 

vessel discharge to container terminal stack, re loading to departure presently at five 

to six days thereby establishing a predictable business environment 

vi. JV’s with landlocked countries to develop transshipment and Transit to landlocked 

countries 

vii. The terminals and ports to provide cross-stuffing/re-stuffing facility and FBR and 

Ministry of Commerce to notify regulations accordingly 

viii. KPT, PQA and GPA to notify competitive transshipment cargo handling tariffs, to 

allocate sufficient space at ports at competitive charges 

ix. Launch marketing campaigns and conduct seminars with an international road show 

and involvement of shipping agents’ associations, liners associations and Chambers of 

Commerce 

x. Emphasis on digitalization and automation at ports and terminals 

xi. Transshipment Rules to be notified by FBR with limited marginal financial/bank 

guarantees and exposures 
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xii. A transshipment oversight committee be formed comprising FBR, Anti-Narcotics 

Task Force, Ministry of Maritime Affairs, PNSC, Port Authorities, and other relevant 

entities to be co-opted by this committee, which would meet on a monthly basis and 

report snags and impediments in port/terminal related delays including 

cargo/container clearance delays. This committee would function under the Ministry 

of Maritime Affairs. 

xiii. Acquiring a prominent transshipment and transit commercial position which would 

entail direct competition with regional and Middle Eastern ports. Ministry of Foreign 

Affairs, Ministry of Commerce and Ministry of Finance would be instrumental in 

tandem and close collaboration with Ministry of Maritime Affairs to launch initiatives 

in this regard so as to regain and capture the transshipment potential for the ports of 

Pakistan 

xiv. Concessional Tax Regime up-to the year 2030 

xv. Alongside and in complementary manner Transit Trade to landlocked countries 

including Central Asian Republics be developed as on a standalone basis 

transshipment may not develop at the desired pace 

xvi. Landlocked countries be invited for JV’s in transshipment  

xvii. On the same analogy Karachi ports may enter into JV’s along BRI and CPEC corridor 

xviii. For above international bonds may be floated by the ports to improve infrastructure 

and resources including rail and road connectivity 

xix. Balancing would be ensured between commercial funding and regional, DFI’s 

funding for development of port and port related infrastructure 
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and-regional-maritime-shipping-networks/ 

iii. https://www.shippingandfreightresource.com/what-is-transhipment/ 
iv. PPT, CEO PICT 
v. PNSC 
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Development Plan and Competitiveness Strategy, Draft for Review 23rd September, 
2019, Draft for Review, 22 October 2019 

vii. ADB   CAREC study 
viii. KPT letter No S-20 dated 20th August, 2020 
ix. Pakistan Ship’s Agents Association Letter Ref.No. PSAA/B3 dated 20th August, 2020 
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velopment%20Report%202010_CH%206.pdf 
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 Annex – I    
REGIONAL TRANSSHIPMENT RATES 

 

Category Sub Category Additional 
Description (If 
Applicable) 

Condition Tariff 

Port Handling Aluminium & Other Non-Ferrous Metals Per Freight 
Tonne 

19 AED 

Bagged Cargo (Except Wheat Bran) 

Bulk Materials - Solids Less than 10,000 
DWT Tonnes 

Not 
Applicable 

Bulk Materials 10,000 DWT 
Tonnes or more 

Bulk Materials - Liquids 0 – 1,000,000 
Tonnes 

Per Ton Per 
Year 

Bulk Materials - Liquids 1,000,001 to 
2,000,000 Tonnes 

Bulk Materials - Liquids Over 2,000,000 
Tonnes 

Chilled and Frozen Cargo--Inward Ex 
Sea 

Cold Store (-26 C to 
+12 C) 

Rates Per 
DWT Tonne 

24 AED 

Chilled and Frozen Cargo--Outward Ex Cold Store to Sea 14 AED 

Chilled and Frozen Cargo--Inward Ex Road 31 AED 

Chilled and Frozen Cargo--Outward Ex Cold Store to Road 31 AED 

Chilled and Frozen Cargo--
Inward/Outward Ex Road 

Cool Store (+10 C 
to + 20 C) 

13 AED 

General Cargo--Not Otherwise Specified Per Freight 
Tonne 

23 AED 

Any unit 20 Freight Tons or 
Over 

28 AED 

Iron & Steel  26 AED 

Livestock - Per head Free 

Scrap Metal Less than 1,000 
Tonnes 

Scrap Metal 1,000 Tonnes and 
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Over 

Plastic Raw Material 18 AED 

Plywood Bundles 21 AED 

Timber - Whitewood/Hardwood 17 AED 

Waste Paper Bales Per DWT 
Tonne 

26 AED 

Wheat Bran 34 AED 

Auctioned Cargo Cargo Purchased 
From N/A Public 
Auction 

Per Freight 
Tonne 

23 AED 

Storage Charges Transshipment-Covered First 15 Days Free 

Transshipment-Covered Next 20 Days 5.5 AED 
Per 5 Days 

Transshipment-Covered Thereafter 8 AED Per 
5 Days 

Transshipment-Open First 30 Days Free 

Transshipment-Open Next 20 Days 5.5 AED 
Per 5 Days 

Transshipment-Open Thereafter 8 AED Per 
5 Days 

Container Storage 
Charges 

Transshipment--Up to 20'  First 10 Days Per Day Free 

Transshipment--Up to 20' Next 90 Days 12 AED 

Transshipment--Up to 20' Thereafter 24 AED 

Transshipment--Over 20' First 10 Days Free 

Transshipment--Over 20' Next 90 Days 24 AED 

Transshipment--Over 20' Thereafter 48 AED 

Transshipment--OOG-Up to 20' First 10 Days Free 

Transshipment--OOG-Up to 20' Next 90 Days 36 AED 

Transshipment--OOG- Up to 20' Thereafter 72 AED 

Transshipment--OOG-Over 20' First 10 Days Free 

Transshipment--OOG-Over 20' Next 90 Days 72 AED 

Transshipment--OOG-Over 20' Thereafter 144 AED 

Stuffing or 
Unstuffing at CFS 

Transshipment Cargo Per Freight 
Tonne 

24 AED 

Storage at CFS Transshipment-Covered (First 15 Days) First 15 Days Free 

Transshipment-Covered (Next 20 Days) Next 20 Days 5.5 AED 
Per 5 Days 

Transshipment-Covered (Thereafter) Thereafter 8 AED Per 
5 Days 

Transshipment-Open (First 30 Days) First 30 Days Free 

Transshipment-Open (Next 20 Days) Next 20 Days 5.5 AED 
Per 5 Days 

Transshipment-Open (Thereafter) Thereafter 8 AED Per 
5 Days 

Loading/Discharge Loading Per Tonne 16 AED 

Discharge 16 AED 

Vehicles Up to & including 
1.5 MT 

Per Unit 307.50 
AED 

Over 1.5 MT & Up 
to 5 MT 

193.30 
AED 

Over 5 MT & Up to 
15 MT 

742.50 
AED 
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Over 15 MT 742.5 AED 
Plus 13.5 
AED 
 Per 
Freight 
Tonne 

Road Trailers with 
tractor up to 15 MT 

1,185 AED 

Road Trailers 
without tractor 

750 AED 

All tracked vehciles--minimum charges 810 AED 

Storage Charges Vehicles All tonnes--First 15 
Days 

Free 

Vehicles Up to & including 
1.5 MT 

23 AED 

Vehicles Over 1.5 MT to & 
including 1.5 MT 

28 AED 

Vehicles Over 5 MT & Up to 
15 MT 

34 AED 

Vehicles Over 15 MT 45 AED 

Souce: Paistan Ship's Agents Association (PSSA) 

 

 

Annex – II  

 

KOREA TRANSHIPMENT PROCEDURES 

 

The term "transshipment" means transshipping goods from any entering or incoming means 

of transportation onto any departing or outgoing means of transportation in the jurisdictional 

area of the same customs office. 

The term "combined transshipment" means transshipping goods from any entering or 

incoming means of transportation onto any departing or outgoing means of transportation in 

the jurisdictional area of another customs office. 

Goods being transshipped into any foreign trade vessel or any foreign trade aircraft, the 

captain of such foreign trade vessel or such aircraft shall file a report thereon with the head of 

a customs office and obtain verification thereof from any customs officer on the spot. 

Provided, that this shall not apply where such customs officer deems such verification 

unnecessary1. 

Transshipment Procedures 

 Submission of only manifests by shippers to Customs 

o 100% e-manifest consolidated by UNI-PASS, automated clearance system 

 Submission of e-manifest + declaration of transshipment 

o For addition to or reduction from original shipments 

o For confirmation of “no-change” in original shipments in order to verify the 

origins of original shipments 

 Visibility of transshipment: 

o declarations of discharge 

 
1 Korean Customs Act  
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o declaration of bonded transportation 

 Little inspection on transshipment cargo 

In the past the following documents were required for transshipment of cargo: 

 E-Manifest 

 Carry-in report 

 Declaration of bonded transport 

 Carry-out report 

Presently only the e-Manifest which includes information of bonded transportation and 

bonded warehouse is required. This has resulted in a reduction of 3 hours of transit time 

within a day2. 

 

 

 

 

 

 

 

 

 

SINGAPORE TRANSHIPMENT PROCEDURES 

The transshipment and transit of goods through Singapore are regulated under the Customs 

Act, the Regulation of Imports and Exports Act, the Strategic Goods (Control) Act, and other 

legislations by the relevant Competent Authorities. The transshipment of all goods is not 

subject to duty or Goods and Services Tax (GST)3. 

No person shall import or export dutiable goods or transship goods of a class dutiable on 

import except — 

(a) by sea (from authorized / prescribed piers and places in Singapore) 

(b) by air, at a customs airport; 

(c) by rail, at the customs station along the railway; or 

(d) by road. 

No dutiable goods imported and no goods of a class dutiable on import intended for 

transshipment or in transit shall on arrival be removed — 

(a) from the vessel on which the goods arrived; 

(b) from the customs airport at which the goods arrived; 

(c) from the customs station along the railway at which the goods arrived; 

(d) beyond any customs station at Woodlands or Tuas if the goods were brought into 

Singapore by road; or 

(e) from the free trade zone in which the goods were deposited or landed, 

except under and in accordance with the conditions contained in a permit issued by the proper 

officer of customs in such form as may be determined by the Director-General. 

 
2 Export and Import Cargo Division (Korea Customs Service) 
 
3 Singapore Customs Website 
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No permit shall be required for the removal by an authority administering a free trade zone of 

any dutiable goods from a vessel directly into the free trade zone, if a full and correct inward 

manifest as required has been furnished to the proper officer of customs. 

Dutiable goods arriving in Singapore for transshipment and landed to wait the arrival of the 

vessel in which they are intended to be transshipped shall be landed and deposited in a free 

trade zone4. To transship goods via Singapore, the following is required: 

 Ensure goods are not controlled or prohibited for transshipment and do not fall under 

United National Security Council imposed sanction. 

 Register and activate Online Customs Account; 

 Register with Customs as a declaring agent; and 

 Apply for a TradeNet user ID to apply for Transshipment permits 

All declaring agents and transshipment agents are required to keep documents relating to the 

purchase, import, sale or export of their goods for at least 5 years from the date of Customs 

permit approval. 

The supporting documents include: 

 Commercial invoice 

 Packing list 

 Bill of Lading or Airway Bill 

 Books of accounts 

 Certificates of origin 

 Certificates of analysis 

 Certificates of insurance 

 Any document or record on the terms of trade relating to the purchase, import, sale or 

export of the goods by the importer or exporter or his agent 

 Other relevant documents or records 

For containerized cargo, one has to present the goods, printed copy of the Customs permit, 

and other supporting documents to the checkpoint officers at the entry and exit checkpoints 

for clearance. At the entry checkpoint, the container would be affixed with a Customs seal. 

The sealed container must be produced at the exit checkpoint for clearance within 24 hours 

after its release from the entry checkpoint.  If a discrepancy is detected, such as a tampered 

Customs seal or export of the consignment at the exit checkpoint after 24 hours, Customs 

would conduct investigations and may impose penalties. 

For conventional cargo involving inter-gateway movement, you should present the goods, 

printed copy of the Customs permit, and other supporting documents to the checkpoint 

officers during clearance. For a consignment which requires partial clearance, the same 

permit should be presented each time for endorsement until the consignment is completely 

cleared. 

Goods covered by a Through Bill of Lading or Through Air Waybill refer to goods 

transshipping through Singapore with no local consignee or no local notifying party (except 

where the local notifying party is a shipping agent, air cargo agent or freight forwarder). This 

is also known as through transshipment. The goods may be transshipped from one Free Trade 

Zone (FTZ) to another FTZ or transshipped within the same FTZ. To apply for a Customs 

 
4 Singapore Customs Act 
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Transshipment, permit for through transshipments, the requirement is to be registered as 

both: 

 A shipping agent, air cargo agent or freight forwarder; and 

 A declaring agent 

Goods that are covered by a Bill of Lading or Air Waybill transshipping through Singapore 

with a local consignee or local notifying party (except where there is no local consignee and 

the local notifying party is a shipping agent, air cargo agent or freight forwarder) are required 

to be covered by the relevant Customs Import and Export permits5. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

UAE TRANSSHIPMENT PROCEDURES 

Imported goods from outside the country for the interest of a foreign importer addressed in 

his name or the name of a licensed agent carrier by a competent authority on the importer’s 

behalf. The goods shall only be registered since transiting the territories of the country or 

exiting the customs arrival zone to the final destination6. 

Transactional processing: 

1. Receive and check documents required for 

2. Write customs declaration number on the transshipment order. 

3. Deliver client’s own copies and retain customs. 

Documents required for customs declaration processing: 

1. Delivery Order 

2. Bill of lading 

 

PAKISTAN TRANSSHIPMENT PROCEDURE 

 

Receipt and processing of Transshipment documents.  

The carrier shall apply to the Assistant Collector for issuance of “Transshipment Permit” in 

the form as per Appendix-I. The application shall be filed in the Customer Service Centre 

(CSC), or if system is not computerized in the concerned Collectorate then in import section. 

 
5 Singapore Customs Website 
6 Dubai Customs website 
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If particulars declared in transshipment application and the particulars declared in the Import 

General Manifest are coincided, the computer shall automatically generate a transshipment 

Permit in quintuplicate. In case the application is to be processed manually then the same 

principle of coincidence would be applied manually before issuing the Transshipment Permit. 

If the particulars of the transshipment application and the particulars of the consignment in 

Customs record do not coincide, the representative of the bonded carrier will make an 

amendment application in the prescribed form to the person in-charge who on payment of the 

prescribed fee, shall allow the required amendment in the application. 

Transshipment of imported cargo (including unaccompanied baggage) to the up-country ports 

shall invariably be allowed in line with the provisions of section 121 of the Act through bill 

of lading. Transshipment may be allowed on the application filed by the authorized 

representative of the approved carrier, if the address of the party to be notified is of an up-

country destination or the marks and numbers on the Bill of Lading indicate an up-country 

destination irrespective of the place of issue of import license or of opening of letter of credit 

subject to the satisfaction of the Collector. 

The original copy of the permit shall be furnished to the Assistant Collector concerned 

(Import), at the port of disembarkation - the duplicate shall be retained by the Transshipment 

Section at the port of embarkation. Triplicate, quadruplicate and quintuplicate copies shall be 

handed over to the representative of the carrier. Triplicate copy shall be retained by the 

customs staff at the time of clearance of the conveyance from the port of embarkation, 

quadruplicate and quintuplicate copies shall be handed over to the bonded carrier for 

accompanying the conveyance. The quadruplicate copy shall be produced to Assistant 

Collector (Imports) at port of disembarkation, the quintuplicate copy will be retained by the 

bonded carrier for record. No application covering more than one consignment (destined for 

different customs ports or stations) shall be entertained. 

 

Goods be transshipped in containers 

In order to facilitate the Bonded Carriers for transportation of loose transshipment cargo to 

up-country Dry Ports, the following procedure shall be observed, namely: - 

(a) The Bonded Carriers are authorized to use the empty sea containers of internationally 

accepted standardized dimensions and carrying valid original container numbers, taken from 

and with consent of respective shipping lines, to the effect that the containers so used should 

be on lease basis at least for a period of one hundred and eighty days for the carriage of loose 

transshipment cargo to up-country Dry Ports subject to the following conditions namely: - 

(i) the carrier shall obtain prior permission with container number from the Import Section 

for use of the empty container(s) in order to avoid manifestation of one container in different 

places; 

(ii) at the time of stuffing or sealing of loose transshipment cargo, verification of marks and 

number, and number of packages as per declaration in the Transshipment Permit shall be 

ensured by means of inspection by the examining officer that the container is found to be 

empty and also recording date and time of dispatch of container and endorsement to this 

effect shall be made on the Transshipment Permit.  The stuffed container(s) shall be sealed by 

the CCSU at the respective focal point as per procedure prescribed by the Board; 

(iii) in case of exceptional cases, if any problem is faced for stuffing of any goods in 

container the carrier shall approach the concerned Assistant Collector (Customs) who may 
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allow transshipment of such goods in loose form subject to additional conditions, sealing 

requirements and safeguards, as he deems appropriate; 

(iv) the container(s) shall be allowed to be removed from Port area after the issuance of 

Removal Memo by the designated staff entrusted with the job of delivery showing the 

number of container(s) along with detail of the consignment stuffed therein as well as the 

usual delivery documents, and the sealing by the CCSU or authorized person; and 

(v) the Bonded Carriers shall submit prescribed certificate in duplicate (Appendix-V) duly 

completed and signed for each container to the appropriate officer of customs at destination. 

After receipt of the consignment at Dry Port, a copy of the said acknowledgement in 

duplicate shall be produced within the period of twenty days; and 

(b) The following goods, subject to sealing requirements as per the procedure prescribed by 

the Board for sealing, may be transshipped in loose condition of flatbed trailers, namely: - 

(i) heavy packages which cannot be stuffed in the container; 

(ii) heavy coils of telephone or electric cables imported by public sector importers; 

(iii) electric or telephone poles; 

(iv) boilers and heavy generators; 

(v) cranes, bulldozers and vehicles; 

(vi) heavy air conditioning plants; and 

(vii) cargo of over-dimension [to be determined by Assistant Collector (Wharf), on case to 

case basis]. 

Fixation of seal by Customs Container Security Unit staff or authorized person 

All transport units carrying transshipment goods shall be allowed clearance from the area of 

delivery on sealing by Customs Container Security Unit staff or authorized person as per the 

procedure prescribed by the Board for Sealing of Containers except in case of over-

dimension cargo, notified heavy cargo and goods to be transshipped by Pakistan Railways as 

allowed by the Assistant Collector in charge. 

The container and vehicle shall be sealed with prescribed security and unbreakable seals with 

progressive serial number by the CCSU or authorized person at the focal points (entry), on 

first come, first served basis. In addition to the above-mentioned sealing, a wire seal will be 

used to hold together the locking bolts of the containers and numbered adhesive tapes will be 

used on joints where doors of containers close on top and bottoms of the doors and on the 

hinges. 

The open containers and flatbed trailers shall be covered with tarpaulin in sound condition 

and a cable passed through the eyelet’s so as to secure the goods to the satisfaction of the 

Customs staff and seal shall then be applied to the ends. On focal points where the 

computerized sealing system of CCSU is not yet in place the CCSU staff or authorized 

person shall issue a sealing certificate in quadruplicate (Appendix-VI) upon sealing each 

container, (in the presence of designated examining officer if required), in accordance with 

the procedure prescribed by the Board. 

The original copies shall be retained by the person authorized for sealing, the duplicate shall 

be collected by the concerned examining officer after physical verification that the seal with 

progressive serial number has been fixed and all entries have been made in the certificate of 

sealing, the triplicate and quadruplicate copies shall be carried by the driver of the 

conveyance to the Customs Port or Stations of destination. Upon safe arrival at the 

destination, the CCSU shall inspect the seal at the focal point (exit) in the presence of driver 
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of the vehicle, prime mover or representative of railways to verify the security of the cargo 

and intact condition of the customs seal and other seals if applicable 

 In case the CCSU or authorized person finds the seal broken or tampered with, or finds the 

security of the cargo/container compromised in any way detrimental to the revenue, or safety 

or anti-narcotics or anti-terrorism concerns, the matter shall be reported to the Incharge 

CCSU as per procedure prescribed by the Board as well as the concerned Assistant Collector 

of destination for necessary action. Such container shall be de stuffed/ re stuffed only in the 

presence of authorized officer of Customs of the concerned customs station. 

Clearance of goods from port. 

The authorized representative after completing formalities relating to the port area and on 

payment of all the dues or charges to the concerned department shall take the transshipment 

permit to the concerned shed or plot of the container operator for taking delivery of the 

consignment. The carrier shall ensure that no goods having marks and numbers or packages 

etc., different from the one indicated in the Transshipment Permit and Manifest are loaded for 

transshipment. In case of any discrepancy, the carrier shall report this matter to the concerned 

Assistant Collector for further orders. 

All conveyance carrying transshipment goods shall invariably be weighed at the Port weigh-

bridge and the report of the same be provided in carrier manifest and weight slip be attached 

with the carrier’s manifest. In case there is plus variation up to five percent or five hundred 

kilograms whichever is less, in the declared weight and the ascertained weight, the 

transshipment may be allowed subject to the satisfaction of Collector. 

Hundred per cent weighing and two per cent random physical examination to be ordered by 

Collector of Customs of suspected consignments at the port of transshipment in presence of 

bonded carrier be allowed and in case of mis-declaration of description or weight, warranted 

action shall be initiated. The carrier shall ensure that goods relating to only one specific 

customs station are loaded on one conveyance. The containers of such cargo shall be loaded 

on trucks in such a manner that their door sides shall be securely placed against the truck 

driver’s cabin. Similar precautions shall be taken, to the possible extent, in case of containers 

of bonded cargo transported by Pakistan Railway. 

Time limit for transshipment of goods 

All goods for which transshipment permit has been issued will reach the customs port or 

stations of destination within seven days of the date of issue of transshipment permit. If there 

involves unavoidable delay in the transshipment of any goods, the carrier shall make a 

request with specific reason to the concerned Assistant Collector for extension in the 

prescribed period. This extension shall, however, not be allowed on account of scarcity or 

non-availability of transport unit to a carrier. In case where the concerned Assistant Collector 

finds no cogent grounds for delaying transshipment, the already issued transshipment permit 

shall be cancelled. 

 

 


