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ABSTRACT 

The general objective of this study was to examine the contribution of Dar es Salaam 

port to the growth of international trade. Specifically, the study aimed to establish the 

contribution of Dar es Salaam port to the growth of international trade, find out if 

operational policies of Dar es Salaam Port favor international trade, and identify 

weaknesses affecting performance of Dar es Salaam port.  

 

A case study research design was employed for this study. The study was conducted 

in Dar es Salaam at the premises of Dar es Salaam port. The study involved 

respondents from TPA, TICTS, clearing agent and port users. Primary data were 

collected by using questionnaires, interviews and observations. Secondary data were 

also collected from various documentary sources, such as Annual Reports of TPA, 

websites and other relevant reports from recognized institutions and companies.  

 

The main findings of the study are that Dar es Salaam port plays a very important 

role in facilitating international trade. Dar es Salaam port is the starting and ending 

point for maritime transport which links six surrounding land-locked countries. 

These countries depend on the port of Dar es Salaam for facilitating the passage of 

their exports and the importation of goods. 

 

In order to improve the efficiency of port operations, the study recommends that the 

TPA management should take measures to increase the number of berths, reduce 

operational costs, reduce corruption among its staff members, and introduce new fees 

that penalize importers who store their merchandise for excessive periods, except 

when the reason for the delay is the lengthy clearance processes.  
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CHAPTER ONE 

INTRODUCTION 

1.1 Introduction 

This chapter presents the background information to the research problem, statement 

of the problem, research questions and objectives, hypotheses, significance of the 

study, scope of the study and limitations that the researcher is foreseeing and also the 

delimitations of the study.  

 

1.2 Background Information to the Research Problem 

Ports are crucial links in the trade facilitation.  They play a key role in developing 

world trade and commerce, since more than 90% of international trade is moving 

through ports. There are three major ocean ports in Tanzania, namely Dar es Salaam, 

Tanga and Mtwara ports; Dar es Salaam port is the largest. Dar es Salaam port is 

used by landlocked countries bordering Tanzania, including Malawi, Zambia, Congo, 

Uganda, Rwanda and Burundi (TPA, 2010). 

 

Dar es Salaam port is the major port that is managed by the Tanzania Port Authority 

(TPA). TPA is a public enterprise established by the Act of Parliament No. 17 of 

2004. The establishment of the Authority came as a result of the implementation of 

the Government policy of trade liberalization and privatization of the Maritime and 

Port industry in Tanzania.   

 

Before the introduction of TPA, ports in Tanzania were managed by the Tanzania 

Harbours Authority (THA) which was established by the Act (Tanzania Harbours 

Authority Act No.12 of 1977) following the collapse of the East African Community 

(EAC) in the same year. In order to enhance the economy of Tanzania as a maritime 

nation, the Government established the Tanzania Ports Authority to assume the 

Landlord cum operator function.  
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The major responsibilities as provided in the enabling Act include developing, 

managing and promoting port sector in Tanzania. TPA in particular performs the role 

of a Landlord, leasing out to private operators the commercial activities of coastal 

and inland ports. However, TPA runs those ports that do not attract private investors.  

Currently, TPA owns and administers all major sea and inland waterways ports in 

Tanzania Mainland. The major sea ports are Dar es Salaam, Tanga and Mtwara.  

Besides the major Sea ports, there are also major Lake ports of Mwanza, Musoma 

and Kemondo Bay on Lake Victoria, Kigoma and Kasanga on Lake Tanganyika , 

and Kyela and Itungi on Lake Nyasa. 

 

Dar es Salaam port is the Tanzania’s principal port managed by TPA. The port has 

eleven deep-water berths out of which four berths are dedicated for container 

handling operations and seven berths for general cargo operations. There is also 

Kurasini Oil Jetty (KOJ) at the southern part of the port for handling liquid cargo 

vessels and single Buoy for handling crude oil vessels. 

 

The port is strategically placed to serve as a convenient freight linkage, not only to 

and from East and Central African countries, but also to Middle and Far East, 

Europe, Australia and America. The strategic location of the port has given it a key 

advantage of serving land-locked countries which are connected to the port through 

road and railway networks.  

 

1.3 Statement of the Problem 

There have been some efforts that have been put in place to improve international 

trade in developing countries including Tanzania. National treatment and most 

favored nation policies would have helped Tanzania to improve its international 

trade. In order to compete in provision of efficiency services, a port must possess 

some form of competitive advantages; Dar es Salaam Port has several competitive 

advantages over other ports. 
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These advantages include the geographical location, inland connections, cost of port 

services and the social-economic stability. Through these competitive advantages, 

the port is expected to ship landlocked countries merchandise, hence promoting 

international trade. However, it is needed to know the extent to which Dar es Salaam 

port contributes to the growth of international trade, hence that is why this research 

was necessary. 

 

1.4 Objectives of the Study 

1.4.1 General Objective 

The main objective of this study is to assess the contribution of Dar es Salaam port to 

the growth of international trade. 

1.4.2 Specific Objectives 

i. To establish the contribution of Dar es Salaam port to growth of 

international trade. 

ii. To establish whether operational policies of Dar es Salaam port favour 

international trade. 

iii. To identify operational weaknesses affecting performance of Dar es Salaam 

port 

1.5 Research Questions 

i. What is the contribution of Dar es Salaam port to the growth of international 

trade? 

ii. Do the operational policies of Dar es Salaam port favour international trade? 

iii. What are operational weaknesses affecting the performance of Dar es 

Salaam port? 

1.6 Hypothesis  

H1: Dar es Salaam port contributes to international trade 

Ho: Dar es Salam port does not contribute to international trade 

 

H2: Operational weaknesses affect performance of Dar es Salaam port 

Ho: Modern infrastructure do not contribute to performance of Dar es Salaam port 
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H3: Operational policies of Dar es Salaam port favour international trade 

Ho: Operational policies of Dar es Salaam port do not favour international trade 

 

1.7 Significance of the Study 

It is expected that the findings of this study will help the management of TPA and 

other stakeholders of Dar es Salaam port to become aware of the contribution of 

ports in facilitating growth of international trade, and find out whether operational 

policies of Dar es Salaam port favour international trade, or if there are any 

weaknesses in port performance that hinder international trade. 

 

The findings of the study will help the management of TPA to come up with 

strategies that will help to improve the port policies and operational procedures so as 

to improve the performance of the port and in doing so, contribute to growth of 

international trade. This study will act as a tool for providing information needed by 

policy makers and hence to influence the current thinking about main activities at 

Dar es-salaam port. 

 

The findings of this study will also serve as a stepping stone to future researchers on 

the same or similar topics by providing a source of empirical literature. 

 

 Last but not least, successful completion of the study will help the researcher to 

fulfill the requirements for the award of a Master’s degree in Business 

Administration (Corporate Management) of Mzumbe University. 

 

1.8 Scope of the Study 

The study was conducted at Dar es Salaam port, in Dar es Salaam region, it involved 

port users (customers), members of management and line staff of Dar es salaam port. 

The focus of the study was to assess the contribution of Tanzania’s Ports to the 

growth of its international trade. 
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1.9 Limitation and Delimitations 

While conducting the study, the researcher faced the problem of inadequate 

resources in terms of time; the researcher overcame this by doing the research over 

weekends and during free time. There was also a problem of lack of cooperation 

from some      respondents, particularly for interview. The researcher used simple and 

clear questions in order to save time and simplify the exercise of filling the 

questionnaires. 

 

The researcher also faced the problem to the access of data, due to both 

confidentiality and management reasons the researcher had difficulties in accessing 

the data and information. The researcher tried to ensure that the needed information 

was obtained through questionnaires that were to be filled by staff at the management 

level.  

 

1.10 Organization of the Dissertation 

This dissertation is organized as follows: The first chapter gives the background of 

the study, problem statement, research objectives, research questions, research 

hypothesis, scope of the study, significance of the study, limitations and delimitation 

of the study and organization of the study. The second chapter is provides the 

literature review. The third chapter consists of research methodology, the fourth 

chapter presents the findings of the study and the fifth chapter provides the 

conclusion. 
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CHAPTER TWO 

LITERATURE REVIEW 

 

2.1 Introduction 

This chapter presents the literature review and provides some background 

information on contribution of ports to trade. The section covers the research that has 

been done in the area of port operations and logistics. It also discusses the topics 

closely related to this research.  

 

2.2 Definitions of Key Terms 

International Trade 

Generally, there are two definitions of international trade; narrow and broad. The 

arrow definition of international trade relates to the exchange of goods and services 

between two countries. Trade between two countries involves cross border 

movements of goods and services or both. The wider definition of international trade 

involves a wide range of economic centered activities involving various sectors 

(Grainger, 2007). 

 

Import and Export 

An import is a good brought into a jurisdiction, especially across a national border, 

from an external source. An import in the receiving country is an export from the 

sending country. Importation and exportation are the defining financial transactions 

of international trade. While the term export means shipping the goods and services 

out of the port of a country.  

2.3 Theoretical Literature Review 

This study is guided by the following theories of international trade. 

 

Mercantilism Theory 

Mercantilism is a theory that states that nations should accumulate financial wealth 

through exports and discouraging imports. The theory argues that the more a country 

exports goods and services to other countries, the more the country achieves 

http://en.wikipedia.org/wiki/Good_(economics)
http://en.wikipedia.org/wiki/Jurisdiction
http://en.wikipedia.org/wiki/National_border
http://en.wikipedia.org/wiki/Export
http://en.wikipedia.org/wiki/Financial_transaction
http://en.wikipedia.org/wiki/International_trade
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economic growth. The theory also postulates that the same can be achieved by 

limiting imports from other countries (Wild et al., 2006). 

 

Absolute Advantage Theory 

The absolute advantage theory states that the ability of a nation to produce a product 

more efficiently than any other nation using the same amount or fewer resources. 

The difference in this theory from the Mercantilism theory is that it argues that trade 

should not be banned or restricted by tariffs but allowed to flow freely according to 

the demand of the market (Wild et al., 2006). 

 

This theory also states that the objective be that the people of the country have a 

higher living standard by being able to obtain goods more cheaply and in greater 

abundance. The theory of absolute advantage propagates international trade and it 

encourages countries to trade with each other and let the market forces determine the 

flow of trade between the trading countries (Wild et al., 2006). 

 

Comparative Advantage Theory 

The comparative advantage theory argues that countries should produce and trade in 

goods that they have a comparative advantage over other countries. The theory 

argues that when countries trade in goods that they can produce more efficiently than 

other country they gain the benefit of comparative advantage over other countries 

(Wild et al., 2006). 

 

Factor Proportions Theory 

The factor proportions theory states that countries import goods where resources to 

make them are in short supply and export goods where the resources are abundant. 

The theory argues that countries should specialize in production of goods for which 

the cost of labour are lower than capital and specialize in capital goods if the capital 

cost is lower than labour (Wild et al., 2006). 

 

 

 



   

8 

 

National Competitive Advantage Theory 

The national competitive advantage theory states that a nation's competitiveness in a 

certain industry depends on the ability of that nation to innovate and upgrade that 

industry. This theory takes into account the resources, skills and technological 

abilities of the country. The theory concentrates on improvements in technology and 

worker processes and worker training and development. 

2.4 Overview of Port Performance 

Since its introduction in the mid-sixties, the determination of the optimum capacity 

of port performance has been a major issue for port authorities around the world. 

This is primarily due to the requirement of huge capital investment for the expansion 

of a port. For example, the construction cost of a cargo terminal is around US Dollars 

150 million excluding dredging and navigation channel modifications (Cullinane, 

2010). 

 

The increase in the volume of international trade has led to two major challenges on 

performance of ports all over the world. First, it has necessitated the need for port 

expansion, and secondly, it has necessitated the need to handle large volumes of 

cargo within a short time span. Without port expansion or quick handling of cargo, it 

results in cargo congestion which is costly to importers and exporters alike 

(Cullinane, 2010). 

 

Recently, global terminal operators have penetrated the global container stevedoring 

market more aggressively in order to increase their competitiveness through the 

establishment of global networks. Active horizontal integration of terminal operators 

has appeared in forms (UNCTAD, 2012) 

 

The basic function of a port is the transfer of cargo from and towards the country. 

Port operators are accordingly concerned with maximizing operational productivity 

as cargos are handled at the berth and in the marshalling yards, and with efficiently 

utilizing available ground space. Cargo handling productivity of a port is directly 

related to the port performance (Kisi et al., 2009). 
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As a result of the spontaneous changes in the maritime sector / industry, giving rise 

to the emergence of new types of ships, development of freight carriers, handling 

technology and new cargo types tended to have stimulated improvement in the cargo 

handling and production systems in ports. This development has resulted in 

specialized functions in the Efficient Port Operation. Ports in some cases terminals 

are located out of the port area so as to achieve homogeneity and specialization in 

operations. 

 

Strategy is the way a port matches its capability with the opportunities in the market 

place to achieve set objectives. Port strategy involves the optimum utilization of port 

resources to achieve set objectives. Part of an organization’s strategy is operation and 

is imbedded in operations management (Comtois and Slack, 2003) 

 

The increasing number of cargo shipments combined with the growing size of cargo 

ships has resulted in the need for ports to handle cargo. This requires huge 

investments in cargo handling equipment. Ports which have invested in state of the 

art equipment and optimization of logistical processes are more competent and attract 

more users (Ibrahimi et al., 2011). 

 

Increase of world trade volume and introduction of larger container ships require 

quality services and productivity in the stevedoring industry, and have increased the 

importance of the role of the industry. The privatization of port activities throughout 

the world has also increased the participation of global terminal operators, especially 

in container port operations (UNCTAD, 2012). 

 

The steady global increase in number of vessels is adding pressure to seaports to 

increase cargo handling capacity. This trend in of growth in volume of cargo passing 

through ports has created problems and delays in the way cargo is handled. For 

instance, many ports are reaching their capacity limits and increasingly leading to 

traffic and port congestion (Cullinane, 2010). 

Tongzon and Ganesalingam (2011) identifies several indicators of port efficiency 

and categorized them into two broad groups namely; operational efficiency and 
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customer-oriented measures. The first set of measures deals with capital and labour 

productivity as well as asset utilization rates. The second set includes direct charges, 

ship’s waiting time, minimization of delays in inland transport and reliability.  

 

Port efficiency can be reflected in the freight rates charged by shipping companies, in 

the turnaround time of ships and cargo dwelling time. Ceteris paribus, the longer a 

ship stays at berth, the higher is the cost that a ship will have to pay. This higher cost 

can be passed on to shippers in terms of higher freight charges and longer cargo 

dwelling time. The ability of the shipping lines to pass on the costs to shippers would 

depend largely on the elasticity of demand and the proportion of total costs 

attributable to these costs (UNCTAD, 2010) 

 

Efficient port operation will not be achievable without a healthy competition at the 

port and a capable authority to handle ports processes. Ports typically provide the 

dredged channels, swing basins, break water, navigation facility, mooring and berth, 

cargo handling area and the facilities necessary to bring ships to harbor and move 

cargo from ships to shore. Some ports also lease lands, terminals and cranes to 

stevedores and in some cases engage private service providers to carry out service 

such as, towage, utility and pilotage services for ships (World Bank, 2012) 

 

Among the factors which influence port performance is efficient use of available 

ground space relates to the number of cargo stored in a given area of the terminal. 

Improving the utilization of ground space typically reduces the operational 

accessibility to cargos; that is, ground space utilization and cargo accessibility are 

inversely related. The challenge is therefore to define cargo accessibility in relation 

to ground space utilization. 

 

There are many classification of measuring port performance. Kisi et al., (2009) 

classify port performance indicators into four levels; ship operation; number of ships 

and average turnaround time in port, cargo handling operation; tonnage of cargo 

handled and average handling time, berths operation (i.e. number of berth used) and 

length of berth labor productivity; number of labour units and total working time. 
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Indicators of port productivity are used in conducting productivity analysis. 

However, obtaining reliable and consistent data for many of these indicators presents 

a continuing challenge. A uniform system for evaluating productivity of ports 

requires disclosure of a substantial amount of data, data which terminal operators 

generally consider to be proprietary in nature (Le-Griffin and Murphy, 2006).   

 

A broad range of factors can affect negatively or positively port performance. These 

factors include port management; quality of port infrastructure; equipment; quality of 

information system; logistics integration; political intervention; government policy; 

quality of human resources; technology; organizational structure; level of economic 

activity; and size of ships. 

 

Port management refers to the system by which the port is directed and controlled. In 

most countries, management of ports is the responsibility of port management 

authorities. Port management plays a significant role in performance of the port. 

Weak management and lack of accountability in port management has affected the 

management of majority of ports in developing countries (Baltazar and Brooks, 

2012). 

 

Baltazar and Brooks (2012) suggest that port performance depends on the “fit” 

between the management model and the environment in which the port operates and 

the port’s strategy and objectives. Poor management negatively affects the 

performance of port operations. One of the effects of poor managements on port 

performance is that it results in congestion of cargos at terminals. 

 

Port management is a key factor in improving and enhancing port performance. 

Large ports need to deal with a number of desperate activities; the movement of 

ships, cargos and other cargoes, the loading and unloading of ships and cargos, and 

customs activities. The efficient management of a port involves managing these 

activities and resources, and managing the flows of money involved in the port 

operations (Harding et al., 2007). 
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The ultimate goal of ports authorities and port service providers is to handle goods 

and service the vessels in a timely manner in order to anchor, load, or unload the 

cargoes as quickly as possible.  Poor port management results in increased delays 

translating into higher services costs. The authors therefore recommend carrying 

through the necessary changes in management, even within the existing structures 

(Harding et al., 2007). 

 

Comtois and Slack (2003) highlight the need for port management to develop 

leadership at local and regional level, extending competencies beyond the pure 

maritime dimension and include competencies and know-how in real estate 

management, urban management and environmental management. For management 

culture to be a success factor for port organizations; adoption of a market-oriented 

management system is required. 

 

Another factor that influences performance of cargo terminals is the availability of 

equipment. The port or terminal needs the right number and the right type of cargo 

handling equipment for efficient and effective cargo handling operation to meet 

customer satisfaction in highly competitive environment. The use of specialized 

equipment helps improve cargo handling performance (Stane, 2004). 

 

Equipment availability and timely maintenance are crucial aspects in port operations 

in most of the cargo terminals in the world. Among the important cargo handling 

equipment includes Reach Stackers, Quay cranes, Tractors, Trailers, Straddle 

carriers, Empty handlers, and Forklift Trucks. Nevertheless, equipment has to be 

introduced systematically and supported by staff training (Stane, 2004).   

 

For instance, ports with crane equipment achieve fourteen moves per hour, compared 

with only eight moves per hour in ports that continue to rely on ship’s gear in 

discharging cargo from ships working at berth. Without cargo handling equipment 

port operation is likely to paralyze and eventually leads to inefficiency in cargo 

handling at the terminal (Stane, 2004). 
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Port infrastructure refers to the number of cargo berths, cranes, tugs, and size of 

terminal area, but also to the quality of cranes, quality and effectiveness of 

information system, availability of inter-modal transport, the approach maritime 

channel provided and the preparedness or other wise of the port management. If the 

volume of cargo exceeds a port’s cargo, it is likely that congestion will occur 

(Notteboom & Winkelmans, 2011). 

 

Ports need adequate infrastructure to allow smooth movements of cargo and vessels 

in the port area. Infrastructure is generally divided into physical and soft elements. 

Physical infrastructure includes not only the operational facilities (such as the 

number of berths, the number of cranes, yards, terminal tractors, trailers and tugs, 

and the area of storage space) but also the inter-modal transport (Harding et al., 

2007).   

 

This has become clear in certain public sector ports that, lack of adequate and right 

type of equipment is the main cause of poor performance of cargo handling 

operations in most of African ports. Also, despite having purchased new equipment, 

many continue to deliver less-than satisfactory performance. In addition, ports must 

develop a system of timely maintenance of equipment to reduce breakdowns 

(Comtois & Slack, 2003). 

 

Soft infrastructure refers to the human resource employed in port operation. 

Maximum deployment of both will help in reducing vessel turnaround time, thereby 

increasing the port’s capacity to accommodate more vessels. Additionally, it must be 

stressed that the quality of hard infrastructure should not be neglected at the expense 

of quantity if we are to improve port performance and productivity (Harding et al., 

2007).   

 

Human resource is the most important and valuable resources, every organization or 

institution possesses in the form of its employees. Along with hard infrastructure, 

human resource is of equal importance. Nowadays, organizations are becoming 

increasingly aware of the importance of human resources. Modern ports providing 
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24-hours service depend largely on the common efforts of employees at different 

levels (Rao, 2010). 

 

Rao (2010) states that competent and motivated employees can make things happen 

and enable an organization to achieve its goals. Real life experiences substantiate the 

assumption that no matter how sophisticated and modern the business activities of 

the organization become, it extremely difficult for the firm to sustain its growth and 

effectiveness unless its human resources are complementary to its operations.  

 

Accordingly, Rao (2010) points out that, material resources cannot be put to use 

unless there are qualified and motivated people to transform development 

programmes into reality. However, it is important to note that the quality and 

quantity of human resources are not mutually exclusive but rather complementary to 

one another. A firm needs to strike an appropriate balance between the quality and 

quantity of staff. 

 

Ports operate in a large open system under a highly dynamic business environment. 

The political system under which the port operates its business can be a constraining 

factor to port performance, especially when political leaders in power use their 

influence to interfere with the decision- making process by the port management in 

day-to-day operations of the port. 

 

An example of political interference in port management occurred in Tanzania 

whereby the agreement between Dar es Salaam cargo terminal and Hong Kong-based 

Hutchison Port Holdings (HPH) in the late 2000 through its local subsidiary 

Tanzania International Cargo Terminal Services (TICTS) was politically motivated 

rather than economically and this had a negative impact on the port’s performance 

(Guardian., 2010). 

 

Information technology is applied increasingly in logistics and Information 

technology. It has become an essential part of the rapid and accurate transfer and 

processing of enormous volumes of data processed in international transport firms 
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and port organizations. The proper management of systems is vital for efficient port 

operations (Rao., 2010). 

 

Most of leading cargo terminal operators have invested large amounts in Information 

Technology (IT) to manage and offer fast and excellent services to their customers. 

The management of logistics is becoming the management of information flows. By 

information technology, documents of shipment and cargo handling can be processed 

quickly thereby reducing unnecessary delays which can lead to congestion (Rao, 

2010). 

 

Furthermore, limited access to current information about shipment arrivals due to 

lack of adequate information system slows down the documentation process and thus 

the smooth functioning of a port which in turn affects port efficiency. Without 

adequate inter-modal links, shippers cannot easily move cargo to and from the port, 

which leads to congestion and higher costs (Notteboom & Winkelmans, 2011). 

 

The regulatory frame work of port should promote cost-effective use of infrastructure 

and machinery, encourage decision-making by staffs in their respective levels, and 

enable port stake holders to plan future investment. However, many governments are 

directly or indirectly involved in port development often citing the ‘growth pole’ a 

concept related to government investment in port assets have strong direct and 

indirect multiplier effect in the development of the entire economy and that 

commitment of public resources will encourage private commercial and industrial 

interest. Port authorities often focus on finance and operation with the state having 

micro economic perspective through an effective port policy (World Bank, 2012) 

 

2.5 The Role of Ports in International Trade  

The demand for port has been said to be derived demand in that, it is a demand set 

off by the need to trade. With rapid globalization occasioned by the tearing down of 

barriers to international trade, comes a greater demand for ports and the need for 
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them to brace up to the occasion and be more relevant and active in the emerging 

scenario (World Bank, 2012). 

 

Since the beginning of modern economics the literature concerning the determination 

of living standards has been interested in trade. Despite some lingering controversy, 

empirical studies show positive relationship between trade and growth. Trade has a 

quantitatively large, significant, and robust positive effect on income (Frankel and 

Romer, 2009) 

 

Barriers to trade constitute significant impediments or difficulty to trade, trade 

facilitation seeks to eliminate, reduce or harmonize administrative barriers and 

friction that reduce efficiency and/or effect the initiation and operation of bilateral 

trade processes between trading partners in different countries. A large portion of the 

costs of trade procedures are generated in port clearance (World Bank, 2012). 

 

Customs and other authorities are facing the apparently contradictory objectives of 

enforcing government regulations while at the same time posing the minimum 

obstacle to legitimate trade. The central body involved is of course the Customs, 

which makes sure all inward and outward bound cargo complies with existing policy 

(World Bank, 2012). 

 

The port plays a crucial role in the development of a country’s economy, attracting 

global investment including strengthening relations with trading partners of other 

countries. Today’s capital city ports exist in a competitive world, in which firms are 

constantly making locational decisions and reassessing the efficiency of their 

logistical chains (UNCTAD, 2004) 

 

The life of a port depends on its managers being highly sensitive to what importers 

and exporters are doing and how they are developing their transport and intermodal 

options. A pro-active port authority facilitates trade by understanding what goods are 

to be shipped and how they are to be shipped, and the way the port can best fit the 

performance criteria key shippers require to be met (UNCTAD, 2004). 
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Ports receive and disseminate cargo in a flow to the hinterland, in case of import this 

is done through prompt release of consignment to consignee through quick and 

efficient processing of the different stages from ship manifest to custom control and 

release to agent, broker or freight forwarder as the case may be. The bulk of the final 

cost is influenced by the transport processes (UNCTAD, 2004). 

 

These costs tend to be higher with the degree of border crossing procedures and 

bottle necks encountered in the form of delays. These bottle necks pose serious 

challenges to trade facilitation. One huge issue in international trade and border 

crossing is that of customs documentary requirement lack of automation, out dated 

procedures and insignificant use of information technology (UNCTAD, 2004). 

 

The issue of how to establish effective border policing, effective control and trade 

facilitation is a challenge to national customs, which poses a greater challenge in 

developing countries. Logistics can also affect trade facilitation; developing 

countries are the most affected in this regard (UNCTAD, 2004). 

 

According to UNCTAD (2004), for the same kind of good, it takes 93 days in 

Kazakhstan to export a full cargo load (FCL) 20 TEU container of cotton apparel, 

and in Mali it takes 67 days, while it takes only 6 days in Sweden. The cost of trade 

related transaction for a 20 TEU FCL container in Namibia including transport from 

ocean vessel to factory gate was more than 3000 United States Dollar (USD).  

 

Uncompetitive firms operating in the region is another setback caused by factors 

similar to logistics and customs inefficiencies. These are obvious in damages caused 

to perishable products. With the companies seeking to get their products to market as 

quickly and as cost efficiently as possible, this set back can pose serious 

consequences to firms and country’s competitiveness.  

 

One way firms are affected through this is the existence of a supply gap among 

channel members, this a concept that refers to a situation where the total cost of 
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performing all channel flows jointly is too high and happens when one or more of the 

flows are performed at too high a cost. Ports efficiency is also a major issue on the 

issue of time and cost.  

 

Many ports in developing countries lack adequate equipments for cargo handling and 

container operations. Some logistics indicators in the form of time, cost, complexity 

and risk factors according to World Bank report are the following  

 

Time indicators  

 Technical control clearance time (average and maximum)  

 Inland transport time  

 Total time for trade related procedures (average and maximum)  

 Custom inspection clearance time (average and maximum) 

 Time for trade document procedures (average and maximum) 

 Additional time due to container security initiatives  

 Vessel turnaround time (average)  

 Vessel waiting time to be allocated berth 

 

Cost indicators  

 Total cost for trade related procedures  

 Port and terminal related charges  

 Border control cost 

 Inland transport cost 

 Additional cost due to container security initiatives 

        Inland transport cost 

 

Indicators for Complexity and Risk 

 Total number of documents per trade transaction 

 Number of documents per trade transaction 

 Criteria for custom inspection 

 Percentage of containers inspected 

 Level of custom inspection 
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 Number of agencies that have power to inspect goods 

 Number of times consignment are typically inspected 

 Percentage of containers electronically scanned 

 Percentage of containers physically scanned, etc 

(Notteboom & Rodriguez 2005).  

 

Efficiency of logistics operation and in particular of port interface is critical to export 

development. with the development of disciplines and tools in business to make for a 

better and less cumbersome means and measures of movements of goods such as 

supply chain management, there is a keen focus in the arrangement of transport from 

origin to destination (Notteboom & Rodriguez 2005). 

 

From this perspective, ships are moving warehouses while ports are logistics and 

distribution centres. Ports perform logistics functions in the following ways as 

identified by Paixão and Marlow (2010).  

 

Receive the goods from different modes of transport and in different types (i.e. bulk, 

unitized, break-bulk, etc.); 

 Store the goods temporarily in port prior to, and after a ship's arrival for 

fulfilling formalities; 

 pick up goods parked in yards especially designed for the cargo under 

consideration to be loaded on the right ship or on the right surface mode; 

and 

 Dispatch the goods. 

 

Robinson (2010) presented a rather intellectual view about the relationship between 

ports, its community and trade, when he showed how the satisfaction of demand by 

supply through the pricing mechanism and the presence of some benefits which 

include profit and competitive advantage. Without trade demand, the ports and its 

actors would not exist (Robinson, 2010). 
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Ports are nodes on the logistics chain where channel intermediaries temporarily store 

their cargo in the form of bulk, break-bulk or unitized loads such as a container. 

Actors in the trade process desire safe, reliable and fast movements of cargo, hence 

the need for ports and its community including customs and regulatory bodies to 

effect efficiency and transparency in the discharge of their duties.  

 

These can be seen in the handling, documentation and regulatory processes at the 

port, however, a distinction between a logistics centre and ware house and container 

freight station was made by De Monie, when he portrays the main distinguishing 

characteristics of logistics centre as more determined by the functional attributes 

rather than institutional or spatial features (Robinson, 2010). 

 

Paixão and Marlow (2010) gave some of the drivers for change in today’s business 

and trade environment resulting in the adoption of agile manufacturing and 

industries' best practices, changes in the degree of uncertainty, increased 

globalization of the industry, technological change and diffusion of technological 

knowledge, a need to manage supply chains more efficiently. 

 

When ports are so equipped, they can better function as value-added logistics centre 

with capability for rendering added value as diverse from value adding services of 

break bulk and consolidation that form the traditional sea-land interface of ports. 

This is vital for the success and competitiveness of a port. Port customers benefit 

from this role of ports because they favor combination of logistic central location 

where proximity of market and intermodal transport exist, which is a requirement 

that should be met by sea ports (Paixão & Marlow, 2010).  

2.6 Empirical Literature Review 

Tongzon (2011) conducted a study on the determinants of port performance and 

efficiency in developing countries focusing on Nigeria as a case study. The findings 

of the study showed that size of ports, location, and the level of economic activity 

were the determinants of port performance.  
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Tongzon (2011) was a survey which involved a sample of 30 selected cargo 

terminals at ports throughout the world. The findings, based on a survey of 23 ports, 

has shown empirically that size of the port, location of the port and the level of 

economic activity of the country where the port is located had a direct impact on the 

volume of cargo moved through the port.    

 

Tongzon (2011) in the study on port choice determinants in a competitive 

environment, the findings showed that one of the determinant is port efficiency ports 

can attract shippers due to their high levels of efficiency.  In fast-paced industries 

where products must be moved to the markets on time, terminal operators as vital 

nodes in the logistic chain must be in a position to guarantee shippers a very reliable 

and quick service.   

 

Farrel (2008) conducted a study on factors that influence port efficiency in Dar es 

Salaam port in Tanzania. The results show that poor infrastructure and lack of 

appropriate equipment are among factors influencing port efficiency. The study also 

found that and efficient operations of the port depend on the co-operation of other 

key players in the supply chain. The methodology used was case study.  

 

Furthermore, the findings of the study showed that congestion at the port and the 

subsequent delays in handling of cargos from the port were mainly caused by 

inefficiency and poor management of the port. The study also found that the 

performance of the port was affected by external factors such as, political 

interference, poor infrastructure, and shortage of equipment (Farrel, 2008). 

 

Tanzania Private Sector Foundation (TPSF, 2008) conducted a study on congestion 

in the port of Dar es Salaam. It was observed that it is $2,000 more expensive to pass 

dry bulk cargo through the port of Dar es Salaam than passing the cargo through the 

port of Mombasa in Kenya. This is caused by delays in clearing ships. This has 

caused some major shipping lines to cut down the number of callings at the port of 

Dar es Salaam. 
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According to the TPSF (2008) study, congestion at the port of Dar es Salaam is 

caused by inefficiency in management of the port, especially in handling of cargos at 

the cargo terminal. The study also found that lack of sufficient space at the cargo 

terminal in Dar es Salaam port undermines the ability of the port to handle and clear 

the growing volume of cargo passing through the port. 

 

The TPSF (2008) study found out that the volume of cargos passing through the port 

of Dar es Salaam reached 250,000 TEUs in 2007. This volume was expected to grow 

due to expansion of economic activities in Tanzania and neighbouring landlocked 

countries. The increase in volume of cargo passing through the port has resulted in to 

more congestion. 

 

According to the findings of the study conducted by the World Bank (2009), the 

cargo handling at Dar es Salaam port has turned into a “dismal performance” despite 

a World Bank-supported program to improve the efficiency of port operations. The 

World Bank spearheaded a US$ 2.8 million commercialization of the cargo terminal 

and funded the port’s modernization program.   

 

Furthermore, TPA has taken measures to ensure that all cargos offloaded from ships 

are transported directly to Kurasini Inland Cargo Depot which is located 

approximately 1.6 Km from the port, or to Ubungo Inland Cargo Deport which is 

located 16kms away. Other efforts to clear the congestion include; locating more 

space outside the port of Dar es Salaam to accommodate vehicles awaiting handling. 

According to the World Bank (2010) export-oriented trade policies correlate with 

higher economic growth as observed with the Four Asian Tigers. These assessments 

are based mainly on theory and observational study of correlations, and thus suffer 

from a number of weaknesses such as small sample size of countries and numerous 

confounding trade variables. 

 

Free trade agreements are a means to increase trade among the member countries and 

to achieve economic growth. FTAs are also a channel for economic integration as 

they aim to eliminate or minimize tariff and non-tariff barriers. Gonuguntla (2011) in 
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his study of the effects of FTAs on international trade concluded that an FTA will on 

average increase the trade between two member countries by 86% after 15 years.  

 

Duran et al (2008) conducted a study on international trade and its impact on 

economic performance and found that the East Asian countries have been more 

successful both in terms of integration with the global economy and achieving higher 

economic growth. Efficient resource allocation among the member countries is 

possible through regional economic integration. 

 

Gonuguntla (2011) investigated the effect of the Closer Economic Partnership (CEP) 

agreement negotiated by New Zealand and Singapore in 2001, on the international 

trade flows during the post-CEP era. Gravity model was applied to assess the impact 

of respective national incomes, populations, distance, and the dummy variable CEP. 

The results indicate that New Zealand‘s GDP has a positive effect on trade.  

 

Whereas, Singapore‘s GDP has a negative influence on trade but found to be 

statistically not significant. Overall, an increase in national incomes means an 

increase in international trade. As can be expected, populations in both countries 

indicate a positive influence on trade. Both the countries being open economies, 

growth in population means increase in demand for imports (Gonuguntla, 2011). 

 

The variable, distance, a proxy for transaction costs, as can be expected has a 

negative influence on international trade flows. Also, the dummy variable, CEP, 

indicates a positive impact on international trade flows, which means that the free 

trade agreement between the two countries has indeed contributed to the growth in 

the international trade flows (Gonuguntla, 2011). 

 

Francois (2007) conducted a study to analyze the effects of international trade 

between the European Union and South Korea. He used a computable general 

equilibrium model of world trade, incorporating the most recent GTAP database, to 

evaluate the EU-Korea free trade agreement (FTA) and compared it to the maximum 

potential given by a full free trade agreement.  
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The findings of the study showed gains in exports the two economies by 26 percent 

after entering international trade agreements. If the international trade agreements are 

taken a step further to include services, the study found that total gains increased to 

46 percent of the total potential from a full FTA between the EU and Korea. This 

shows that both economies stand to gain economically from all analyzed levels of 

trade liberalization. 

 

Martincus and Gómez (2009) conducted a study to assesses Colombian export to the 

United States and whether an FTA with US would help Colombia to diversify its 

exports. The result shows that tariff cut helped Colombia to diversify its exports to 

the United States. More specifically, lower tariffs have been associated with both a 

larger number of products exported Colombia to the United States. 

 

The agreement has also established norms for the liberalisation and facilitation of 

trade and investment in the services sector. Given the relatively low penetration of 

Foreign Direct Investment (FDI) in Singapore, international trade agreements 

resulted in significant economic gains. Specific services involved in the international 

trade agreements included; construction, financial and transport services. 

 

A study conducted by Australia-Mexico Joint Experts Group (2009) notes that as a 

result of the Australian-Mexican international trade, exports between the two 

countries expanded significantly in recent years. The Report details significant 

limitations holding back stronger international trade such as; lack of awareness of 

market forces and tariffs on agricultural products. 

 

Musila (2004) conducted a study to examine the impact of the Common Market for 

Eastern and Southern Africa (COMESA) on the flow of Kenya‘s exports. The 

empirical results suggest that COMESA has effects of trade creation. No evidence 

for trade diversion was found. Accordingly, COMESA has helped to improve 

Kenya‘s export performance. 
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The results also show that nominal GDP of importing countries, distance, adjacency, 

and common official language have an expected statistically significant impact on 

the flow of Kenya‘s exports. These findings show that trade agreements have a 

significant impact on participating countries, be they international trade agreements 

or multilateral trade agreements. 

 

Schiff (2009) concludes that a country benefits more from an international trade 

agreement if it imports less from the partner country. Schiff further claims it is better 

for a country to be a small member of a large trade agreement than to be a large 

member in a small trade agreement. Many African international trade agreements are 

trade creating and not trade diverting. 

 

Foroutan and Pritchett (2008) examined whether the African countries trade too little 

with each other and that the low intra-African trade is completely explained by the 

low trade potential of the countries, affected by their low GDP.  Low level of trade is 

due to economic size, geographical distance and population. Also, there is evidence 

of African countries “overtrading” compared to other regions.  

 

A study conducted by Kirkpatrick and Watanabe (2005) on the East African 

Community did not find the evidence of trade diversion and they concluded with 

support for further expansion of the EAC trade. Looking at the breakdown of the first 

Community, however, the authors recommend the uneven distributions of gains to be 

carefully observed not to increase further.  

 

2.7 Research Gap 

From the literature reviewed above, it is obvious that there are many studies which 

have been conducted on port performance and efficiency. However, few studies have 

been conducted on the role of ports in facilitating growth of international studies. 

Hence, there is a knowledge gap that is needed to be bridged. It is the objective of 

this study to fill that gap by focusing on Dar es Salaam port as a case study. 

 

 



   

26 

 

2.8 Conceptual Framework 

Figure 2.1 Conceptual Framework 

Independent Variable       

 Dependent Variable 

  

  

 

   

 

 

 

 

 

Sources: The researcher (2014). 

 

The conceptual framework model of the study expresses that the Tanzania’s ports 

need to have and practice the above influencing factors, which means port 

promotion, port planning, modern equipment, fair port charges, adequate 

infrastructure and good customer service. This will contribute to the growth of 

international trade in the maritime sector. The success of these factors will lead to the 

improvement of port operations. 

 

Improvement of port performance can be improved by  increasing, speed in service 

delivery, efficiency and effectiveness, customer satisfaction, increase number of 

customers and hence increase profit. Therefore, the model suggest that if these 

factors are utilized and managed properly,  the economy of a country can  grow and 

hence the transport sector will automatically grow sustainably.  

 

 

 

 

INFLUENCING FACTORS 

 

 Port Promotion 

 Port Planning 

 Modern Equipment 

 Fair Port Charges 

 Adequate Infrastructure 

 Good Customer Service 

 

Intervening Variables 

 

 Political Stability 

 Government Policies  

 Economic Factors 

IMPROVEMENT 

INDICATORS  
 

Customer 

Satisfaction 

 Increased Profits 

 Increase port users 

 Port Expansion 
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CHAPTER THREE 

METHODOLOGY 

3.1 Introduction 

Research methodology is a way to systematically solve the research problem. It may 

be understood as a science of studying how research is done. The chapter deals with 

the research design and methods used in the study. It explains how research was 

done, methods of data collection target population and places visited. It also gives 

detailed account of how data was analyzed and interpreted.  

 

3.2 Area of the Study 

The study was carried out in Dar es Salaam city at Dar es Salaam port. This port was 

selected because it is the largest port and constitutes a large number of operations. 

Hence, the researcher believed that data from Dar es Salaam port would suffice in 

addressing the research questions and objectives. Therefore, Dar es Salaam port was 

thought to serves as a sufficient representative of other ports in the country. 

 

3.3 Research Design 

The study used a case study research design. The types of data used were both 

qualitative and quantitative. The descriptive aspect of the study dealt with identifying 

the contribution of Tanzania’s ports to the growth of its international trade. A Case 

study research design was used in this research , case study research designs are 

often done in the subject's real-world context, which gives researchers a good view 

of what they are really like. Documents, observations, and interviews can all be 

sources of information for a case study. The rationale behind the use of this research 

design are that it allows researchers to study the complex relationship between 

phenomena, context, and people, but also then it is very important in analysing on a 

particular social unit or program. The unit is therefore considered as a case for 

investigation.  Another importance of using case study is easiness and flexibility 

during data collection for both primary and secondary sources. 

 

The researcher also opted to use the case study research design since in case study, 

she intended to get an in depth findings of the contribution of Tanzania Ports to the 
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growth of its International Trade Case of Dar es Salaam Port rather than a sweeping 

statistical survey. The researcher also had intended to find to narrow down a very 

broad field of sales techniques into one easily researchable ideas but also intended to 

win some clear elaboration and hypothesis or research question which have been 

raised in the research topic. The researcher was also interested in trying to test 

whether the above applied theories and models actually work in the real world of 

sales and effectiveness.  

 

The nature of the study based more on contribution of Tanzania port in promoting 

international trade, examples and therefore the case study design were the 

appropriate for the study as it would collect data into manageable form and construct 

a narrative around them. The researcher also intended to constantly refer back to the 

research questions and specific research objective lest she gets out of the focus.   

 

Lastly the research design was adopted in the study since the researcher had in mind 

the assumptions that, not all the readers of the study had the same knowledge of the 

subject.  So, she opted to use the case study research design since it would help the 

researcher to be more narrative and provide all the available evidence she could. 

 

The researcher used case study method in order to get enough information and to 

know exactly what is happening in the field concerning the topic. 

 

3.4 Target Population 

A population is a group of individuals contains all subjects of interest and properties 

for analysis, but also it involves a group of individuals who have one or more 

common characteristic that are of interest to the researcher (Best et al., 2008). It is a 

larger group of people from which the sample is taken. 

 

The population of this study included all Dar es Salaam port actors such as customers 

who use the port to conduct international trade (port users), members of the 

management team of TPA and TPA staff. 

 

https://explorable.com/survey-research-design
https://explorable.com/research-hypothesis
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3.5 Sample Size and Sampling Techniques 

3.5.1 Sample Size 

A sample is a collection of some parts of the population on the basis of which 

judgment is made. Sample size refers to a number of items to be selected from the 

population of the study to constitute a sample. The study comprised a sample size of 

50 respondents: 10 respondents from management, 20 from customers and 20 from 

other line staff.  This was done in order to make the study more encompassing. 

3.5.2 Sampling Techniques  

Sampling is the selection of some parts of aggregate of the population. In this study, 

the researcher used purposive sampling technique to select respondents from among 

the population of the study. The researcher decided to use purposive sampling 

techniques because respondents required for the study must meet certain criteria to 

be selected as respondents of the study. 

 

3.5.2.1 Purposive Sampling 

Purposive sampling was used since the researcher knew the population that was 

going to be interviewed and the purpose of the study. The respondents used 

purposive sampling method to select respondents among the management and 

members of staff of TPA as well as customers of the port (port users) based on their 

level of awareness on the research topic. 

 

The researcher used purposive sampling method to select respondents among 

members of staff of TPA based on their line of duties and responsibilities. The 

researcher selected respondent from the following departments; Human Resources, 

Operations, Information and Communication Technologies (ICT) and Customer 

Service. 

 

3.6 Data Collection Techniques and Instrumentation 

The data were both in qualitative and quantitative form. Both primary and secondary 

techniques of data collection were used. The primary data collection techniques 

included the following methods: 
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3.6.1 Questionnaires 

A questionnaire is a set of questions which are sent to the selected respondents to 

answer at their own convenient time and return back the filled questionnaire to the 

researcher. The questionnaires contained both, open-ended and close-ended 

questions. The researcher constructed two kinds of questionnaires; one for TPA 

employees and another for port users. 

 

The questions asked were simple and clear such that the respondents were able to 

understand and answer easily. Instrument for this technique was the written 

questions. This technique has advantages in that the respondents feel free to give 

answers to sensitive questions and it is cheaper compared to other techniques since it 

collects a lot of information at low costs. 

 

3.6.2 Observation 

This involves gathering information through observing and recording a given 

phenomenon. This included identifying different facilities the port uses, number of 

those facilities kind of service that is being provided to the customers. It also 

involves observation of the hygiene of the port. This method has advantages in that 

physical objects that cannot speak or walk was observed.  

 

3.6.4 Secondary Data 

This study used secondary data, which included the use of various documentary 

sources, such as Annual Reports published by TPA, Port Operations Policy, Port 

Procedures Manual, the website of TPA (www.tanzaniaports.go.tz), Port Strategy 

Magazine and articles on the performance of Dar es Salaam port published in 

different newspapers. 

3.7 Data Management and Analysis Procedure 

Data and information that was collected during the study was reduced into summary 

form that was processed by using Excel and Statistical Package for Social Scientists 

(SPSS). The findings of the research study were organized and data were presented 

in form of words, numbers and percentages by using tables.  
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CHAPTER FOUR 

DATA ANALYSIS AND PRESENTATION OF FINDINGS 

4.1 Introduction 

This chapter presents, analyses and discusses the findings. The first part of the 

chapter provides background characteristics of the respondents in terms of age, 

gender and level of education. The chapter shows the contribution of Dar es Salaam 

port to the growth of international trade. It further shows operational policies of Dar 

es Salaam port that favors international trade, and identifies operational weaknesses 

affecting performance of Dar es Salaam port. Lastly, it determines how port 

operations can be improved to improve international trade. 

 

4.2 Background Characteristics of the Respondents 

The respondents were categorized in terms of demographic and social characteristics.  

Demographic characteristics were based on age and social characteristics of 

respondents were based on level of education. The study involved 50 respondents 

who were representing three categories; ten (10) respondents were from the TPA 

management, twenty (20) were from customers and 20 were from other line staff. 

Various reports of Tanzania Port Authority were used to get information for this 

study.  

4.2 .1 Age of the Respondents  

The age distribution was considered in order to establish the age composition of the 

respondents, for instance, which age groups are aware of the contribution of Dar es 

Salaam port to the growth of international trade. Also, the age group helped a 

researcher to examine which age group was aware of the operational policies of Dar 

es Salaam port which favour international trade; it also helped the researcher to 

identify respondents who were aware of the operational weaknesses affecting the 

performance of Dar es Salaam port. As shown in table 4.1 below, the age pattern 

shows that 20 (40%) of respondents´ age was between 35 and 44 years. The next big 

age group forming 17 (34%) is made up of respondents whose age was 45 years and 

above. Eleven respondents (11) equals to 22% was a group of respondents whose age 
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was between 25 and 34 years. The last age group with the lowest proportion in this 

study was between 18 and 24 years which had two respondents forming 4% of the 

total respondents. Table 4.1 shows the distribution of respondents’ age.  

 

Table 4.1:  The Distribution of Respondents’ Age.  

Age Group Frequency Percentages 

18 – 24 2 4 

25 – 34 11 22 

35 – 44 20 40 

45 + 17 34 

Total 50 100 

 

Source: Field data, 2014 

 

The findings suggest that respondents aged from 35-44 years were aware of 

contribution of Dar es Salaam Port to growth of international trade than younger 

respondents. This could be because most of aged respondents had undergone various 

capacity building trainings that have created awareness on the contribution of the 

operational policies of Dar es Salaam Port which favor international trade. Therefore, 

the respondents in a group of age 35-44 years knew the challenges and the possible 

arguments, which could be used to support the operational policies. 

 

The study revealed that most staff of the age between 18 and 24 years as well as 25 

and 34 years had not attended even induction training since they were employed with 

Tanzania Ports Authority. Thus, they are still in a process of familiarizing themselves 

with the operational policies and therefore they provide less contribution to the 

improvement of port operations.. All respondents were adults and were all able to 

provide their experience on the operational weaknesses affecting performance of Dar 

es Salaam Port and the contribution of the port to the International Trade. 
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4.2.2  Education of Respondents  

It is believed that the level of education contributes a lot in making people aware of 

their profession, work environment, rules and policies that guides them.  Education is 

crucial for improving performance, reducing poverty, and improving general health; 

hence, helping people to serve their communities and nation with integrity, 

accountability, loyalty, respect of law and proper use of official information (URT, 

2005). Table 4.3 below shows various levels of education of the respondents 

involved in the study. 

Table 4.2: Education level of the Respondents 

Education Category Frequency Percentage 

Primary education - - 

Secondary education 3 6 

Diploma education 7 14 

Advanced Diploma/ 1st Degree 21 42 

Master’s Degree/ Post Graduate Diploma 19 38 

PhD - - 

TOTAL 50 100 

 

Source: Field data, 2014. 

 

The data from Table 4.3 reveals that most respondents in this study conducted  at Dar 

es Salaam port were educated in which  3 respondents (6%) had secondary 

education, 7 (14%) of respondents  were diploma holders, 21 (42%) had bachelor 

degree or advanced diploma and 19 (38%)  of respondents  had either postgraduate 

diploma or Master’s degree. This suggests that most employees of Dar es Salaam 

Port are educated, thus; they were aware of contribution, operational policies, 

challenges and role of Dar es Salaam port on the growth of international trade. 

However, the study observed that although 42% of the sample was graduates and 

38% were postgraduate diploma or Master’s degree holders, the issue of age and 

working experience had influence on their knowledge on the working environment as 

shown in Table 4.2 above. 
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4.3. The Contribution of Dar es Salaam Port to the Growth of International 

Trade 

The first objective of this study was to establish the contribution of Dar es Salaam 

port to the growth of international trade. The study had a total of fifty (50) 

respondents who were interviewed and various contributions were underscored.  A 

total of 50(100%) respondents were involved in order to get their responses with 

regard to the causes of contribution of Dar es Salaam Port to Growth of International 

Trade. The responses showed that 23 respondents (46%) had the view that 

approximately 90 percent of Tanzania trade transits were through the port of Dar es 

Salaam while 5 (10%) of the respondents said that customers had shifted their route 

from Dar es Salaam port to Mombasa Port.  

 

These findings show that, Dar es Salaam port is considered as a gateway for 

international trade for East Africa’s landlocked countries, including Zambia, Uganda, 

DR Congo, Rwanda and Burundi. The percentage figure suggests that, the port is 

depended by many customers and firms operating in Tanzania and in neighboring 

countries for trade facilitation through imports and exports.  The finding is supported 

by the statement of Honorable Minister of Transport, Dr Harrison Mwakyembe 

during the inauguration of the new operational policies at the Port who said that: 

 

“…………………..Access to the ocean is a big natural advantage for 

Tanzania, since transport costs are automatically higher for the countries, 

with all of these countries having to transit their merchandise through the 

port of Dar es Salaam. As a result, transit trade counts for as much as 

50% of exports and 32% of imports, making the Dar es Salaam port the 

second most important gateway for regional trade in East Africa after 

Mombasa…………….”. 

 

In addition, the respondents pointed out that, the traffic trends for the past ten years 

had been increasing. Since 2001, the average cargo growth through coastal ports had 

an average of 9.2% per annum (8.5% per annum for imports and 9.1% per annum for 

exports). The increase in traffic cargo is due to various measures taken by the TPA 
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management to improve port efficiency. However, it is very clear that, a significant 

percentage of cargo imported were for the neighbouring countries. To support this 

observation, one respondent involved in the study said: 

 

“………………..containers traffic has been growing at around 13.5%, 

mainly in Dar es Salaam. Since the start of the TICTS container 

terminal lease, transshipment traffic has grown to around 30,000 TEU 

in each direction. Break-bulk cargo has been fairly static while there has 

been a large decline in bagged imports, which have either transferred to 

bulk (wheat, maize, fertilizers and cement) or containers (rice, flour, 

sugar……………).  

 

The findings above show that Transit traffic to the land-locked countries, namely of 

Rwanda, Burundi, Zambia, Malawi and DRC makes up a growing proportion of 

traffic. Imports of iron and steel and motor vehicles have grown steadily, but exports 

of other general cargo have fallen as copper exports from Zambia have been 

containerized. Since 2001, copper export has increased from 10% to 41% of liquid 

bulks, and from 25% to 39% of containers.  

 

Apart from the above respondents, other respondents 10 (20%) of the total number of 

respondents argued that, the Dar es Salaam Port has been an important port for transit 

goods regardless of the country of origin or the currency used. Among of the 

products or goods imported includes all the capital goods, such as transport 

equipment, building and constructions and machinery; intermediate goods such as oil 

imports, white products, fertilizers and industrial raw materials and lastly, the 

consumer goods, food and foodstuffs, which were all imported in 2013 using US 

Dollars. 

 

These findings are supported by the Tanzania Ports Authority (TPA) and the 

Tanzania Revenue Authority (TRA) in 2012; the report showed that Dar es Salaam 

port handled a total of imports worth USD 998.8 million in December, 2013. The 

imports were mainly transportation equipment (including motor vehicles), building 



   

36 

 

and construction materials, machinery, oil, white products (domestic appliances), 

industrial raw materials, fertilizers and agriculture equipment, food and foodstuffs as 

well as a wide assortment of consumer goods.  

 

The results imply that Dar es Salaam Port is very important since it facilitates trade 

not only in Tanzania but also in the surrounding land-locked countries. To support 

this argument one respondent involved in the study said that:  

 

“Dar es Salaam port handled a total of imports worth USD 785.1 

million in December, 2013. The imports were mainly coffee, cotton, 

tea, tobacco, cashew nuts, cloves, good, diamonds and other minerals 

such as copper and cobalt. Other exports include cotton, yam, 

processed coffee, processed tobacco, sisal products, fish and fish 

products and horticulture products”.  

 

The study also interviewed 8 respondents (16%) who argued that, the number of 

Cargo traffic passing through Dar es Salaam Port is sufficient; they pointed out that 

Dar es Salaam Port is very essential in the international trade. This argument is 

supported by the statistical evidences from TPA Report of 2013 which showed that 

Dar es Salaam port had the Traffic Cargo of 33% liquid bulks, 31% containers 

imports, 19% dry cargo, and 15% container exports .The findings above show that 

cargo traffic passing through the port of Dar es Salaam is heavily orientated towards 

imports (about 82.7% of all port cargo) while exports constitutes only 16.5% of all 

cargo traffic and trans-shipments constitute 0.8% of all cargo traffic. 

 

Containers account for the largest volumes (46.5%), liquid bulks account for 33% of 

all cargo traffic while dry cargo accounts for 20.5% of all cargo traffic. These 

findings  show also that the cargo traffic passing through Dar es Salaam port includes 

imports of containerized cargo, which increased from 712, 200 tons in the year 2000 

to 2,962,800 tons in the year 2011, general cargo (decreased from 699,600 tons in the 

year 2000 to 652,000 tons in the year 2011); dry bulk cargo, which increased from 

376,900 tons in the year 2000 to 1,231,000 tons in the year 2011 and liquid bulk 
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cargo, which increased from 745, 100 tons in the year 2000 to 1,781,000 tons in 

2011.  

 

The cargo also included exports of containerized cargo, which increased from 

3,803,000 tons in the year 2000 to 10,251,400 tons in 2011). Generally, total cargo 

traffic increased from 3,836, 100 tons in the year 2000 to 10,390,000 tons in the year 

2011. These findings show that the volume of cargo traffic passing through Dar es 

Salaam port is increasing, hence, the port continues to play an important role in 

facilitating trade.  

 

The findings above are in line with the study by Grainger (2007) that the increase in 

traffic cargo passing through the port of Dar es Salam is due to the implementation of 

various reforms by the TPA which have had a significant positive impact on the 

efficiency of the port. TPA has purchased three new mobile cranes, leading to a 

significant increase in moves per hour of up to 21 MPH. Also, all payments to TPA 

are now made through the banking system, rather than by cash, hence reducing the 

possibilities of corruption. As a result of these measures, the average waiting times at 

anchorage and dwell times also improved significantly. However, it is still difficult 

to determine whether this reflects seasonal factors, since these waiting times have 

been subject to significant fluctuations in the past, or whether these reductions 

represent progress that can be sustained over time. There is still significant scope for 

further improvements. 

 

Also, 6 (12%) of the respondents argued that, container traffic passing through Dar 

es Salaam Port  is a good sign of the contribution played by Dar es Salaam Port in 

international relation. The respondents reported that the container traffic passing 

through the port of Dar es Salaam was 554,766 TEU; out of which 68.9% was 

handled by TICTS while 31.1% was handled by TPA). Imports accounted for 52% of 

all container traffic, empty returns accounted for 29% of all container traffic, exports 

accounted for 18% of all container traffic, and transshipments accounted for 1% of 

all container traffic. 
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The results above shows, that the container traffic passing through Dar es Salaam 

port included imports of full containers, which increased from 56, 700 containers in 

the year 2000 to 234,700 containers in the year 2011 and empty containers, which 

decreased from 5,500 containers in the year 2000 to 900 containers in the year 2011. 

The container traffic also included exports of full containers; these also increased 

from 26,100 containers in the year 2000 to 80,800 containers in the year 2011. 

 

These findings are supported by the statement given by (former, deputy director of 

TPA in 2008/09 in TPA Annual Report and Audited Accounts. He said that the 

container traffic also included exports full containers of trans-shipment, which 

increased from 2,000 containers in the year 2000 to 10,400 containers in the year 

2011. Total container traffic increased from 124,700 containers in the year 2000 to 

476,700 containers in 2011. 

 

These findings show that the volume of container traffic passing through Dar es 

Salaam port is increasing, hence, the port continues to play an important role in 

facilitating trade. Container traffic has also been growing at around 13.5%, mainly in 

Dar es Salaam. Since the start of the TICTS container terminal lease, transshipment 

traffic has grown to around 30,000 TEU in each direction. Break-bulk cargo has been 

fairly static while there has been a large decline in bagged imports, which have either 

transferred to bulk (wheat, maize, fertilizers and cement) or containers (rice, flour, 

sugar).  

 

In line with the above argument, Stock (2011) said that, transit traffic to the land-

locked countries, such as Rwanda, Burundi, Zambia, Malawi and DRC makes up a 

growing proportion of traffic. Imports of iron and steel and motor vehicles have 

grown steadily, but exports of other general cargo have fallen as copper exports from 

Zambia have been containerized.  

 

The findings are also in line with the study of UNCTAD (2004), which showed that 

large quantity of cargo (65%) passing through the port of Dar es Salaam is destined 

within Tanzania while the remaining 35% of cargo passing through the port is 
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destined to the surrounding countries, namely Zambia (15%), DRC (9%), Burundi 

(3%), Rwanda (5%), Malawi (1%), Uganda (1%) and other countries (3%).  

 

These findings show the port facilitates international trade through the transit cargo. 

The transit cargo was mostly destined to Zambia and the DRC, which jointly 

accounted for 21.3% of imports and 33.1% of exports, Rwanda and Burundi, which 

accounted for 10% of imports and 1% of exports and the remaining portion was 

destined to Malawi and Uganda (1.9% of imports and 0.4% of exports). Most of the 

transit cargo is heavily secured toward imports.  

 

The findings are also in line with the findings by Rodrigue (2005) who indicated that, 

the share of transit cargo destined to Rwanda passing through Dar es Salaam port 

increased from 40.6% in the year 2008 to 68% in the year 2012 while the transit 

cargo to Rwanda passing through Mombasa port decreased from 59.4% in the year 

2008 to 31.7% in the year 2012. These findings show that Dar es Salaam port had 

outperformed Mombasa port in transit cargo to Rwanda in this period; this indicates 

an increased role in trade facilitation. 

 

The findings above show that the share of transit cargo to Burundi passing through 

Dar es Salaam port increased from 76.2% in the year 2008 to 88.7% in the year 2012 

while the transit cargo destined for Burundi passing through Mombasa port 

decreased from 23.8% in the year 2008 to 11.3% in the year 2012. These results 

show that Dar es Salaam port had also outperformed Mombasa port in transit cargo 

to Burundi for this period; this indicates an increased role in trade facilitation.   

 

Lastly, 3 (6%) of the respondents argued that transit cargo destined to Uganda 

passing through Dar es Salaam port increased while and traffic cargo passing through 

Mombasa port decreased. This argument is supported by the statistical figure from 

TPA 2012 annual Report, which shows that, the share of transit cargo to Uganda 

passing through Dar es Salaam port increasing from 1.1% in the year 2008 to 1.3% in 

the year 2012 while the transit cargo destined for Uganda passing through Mombasa 

port decreased from 98.9% in the year 2008 to 98.7%.  
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These discoveries signify that Dar es Salaam port has been largely outperformed 

Mombasa port in transit cargo to Uganda in that timeframe; this indicates that the 

Dar es Salaam port plays the important role in trade facilitation. 

4.4 Operational Policies of Dar Es Salaam Port that Favor International Trade 

The second specific objective of the study was to find out if operational policies of 

Dar es Salaam port favor international trade. Fifty 50 respondents were involved in 

the study. The responses indicated that 32(64%) of the respondents were of the 

opinion that Dar es Salaam port facilitates international trade effectively. Among of 

the things the Port considers for the efficiency of its trade policy is ship turnaround. 

According to the respondents ship turnaround is the time taken by a ship to dock on 

the port, unload cargo and leave the port.  

 

The researcher examined the trend on ship turnaround time at the port of Dar es 

Salaam from 2005 to 2010. The data showed that ship turnaround time at Dar es 

Salaam port increased from 3.1 in 2005 to 6.9 in 2008 and 5 in 2010. These findings 

denote that there is congestion at the port and high turnaround time has a negative 

impact on trade facilitation at the port.  

 

Similarly, 3 (6 %) of the respondents said that container dwell was another important 

aspect of port operational policy which favors International Trade. Container 

dwelling time is the time taken to unload a container form a ship, finalize clearance 

procedures and leave the premises of the port. The researcher examined the trend on 

container dwell time at the port of Dar es Salaam from 2005 to 2010, and the 

feedback was that the number of container dwell time at Dar es Salaam port has 

decreased from 25.4 in 2008 to 13.3 in September 2010. This is attributed to various 

measures taken by TICTS to improve performance of the container terminal.  The 

decrease in container dwell time can also be attributed to the fact that TPA partnered 

with various stakeholders to establish Inland Container Depots (ICDs) in various 

areas around Dar es Salaam. This measure has enabled the task of container 
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clearance documentation to be done at the ICDs and hence reduce container 

congestion at the port.  

 

These findings showed that lower container dwell times are good for facilitating 

trade, because it means that more containers pass through the port, hence a higher 

volume of international trade passing through the port.  

 

Moreover, 3(6%) of the respondents said that gang performance is among the 

indicators of port efficiency which measures the number of tons per gang per shift.  

The researcher examined the trend on gang performance at the port of Dar es Salaam 

from the year 2000 to 2010; the findings show that the gang performance at Dar es 

Salaam port in tons per gang per shift in year 2010 has doubled compared to year 

2000. These findings show that the performance of Dar es Salaam port has improved 

over the time and the port is able to handle more cargo. The more the cargo handled 

by the port, the higher the volume of trade passing through the port, showing that by 

improving gang performance, the port of Dar es Salaam is facilitating international 

trade. 2(4%) respondents said Tons per ship-day is among the indicators of port 

efficiency which measures the number of tons that are handled by the port for each 

day the ship is decked at the port. A ton per ship-day is the measure of tonnage 

unloaded from a ship for each day the ship is docked at the port. 

 

 The researcher examined the trend on tons per ship-day at Dar es Salaam port and 

found that tons per ship-day at Dar es Salaam port has increased from 1,500 tons in 

the year 2003 to 2,500 tons in the year 2011.  These findings imply that the port is 

now able to unload more cargo from a ship per day which more ships are unloaded 

and more cargo is passing through the port. The increase in tons per ship-day is 

attributed to improvement in gang performance. This result suggest that higher the 

volume of cargo passing through the port the higher the volume of trade facilitated 

by the port.  

 

Corresponding to the above findings 2 (4%) of the respondents argued that Motor 

vehicle per shift is among the indicators of port efficiency which measures the 
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number of motor vehicles unloaded from ships per shift. It is a measure of how fast 

the port is in unloading motor vehicles in each shift. The study examined the trend on 

motor vehicles unloaded from ships per shift at Dar es Salaam port and the results 

show that the number of motor vehicles unloaded from ships per day at Dar es 

Salaam port has increased from 100 motor vehicles in the year 2003 per shift to 500 

motor vehicles per shift in the year 2011.  

 

These findings imply that the port is now able to unload more motor vehicles from 

ships per shift which means more vehicles are unloaded at the port and more motor 

vehicles are passing through the port. These improvements in motor vehicle per shift 

are attributed to measures taken by TPA to allow CFSs to be used for storing motor 

vehicles while clearance documents are being processed. 

 

On the other hand, 2(4%) of the total respondents argued that Berth occupancy is 

among the indicators of port efficiency which measures the extent to which berths at 

the pot are utilized or used to unload cargo from ships. When there is higher traffic it 

implies that there will also be the higher berth occupancy. The study examined the 

trend on berth occupancy at the port of Dar es Salaam from the year 2000 to 2010, 

and the results showed that berth occupancy at Dar es Salaam port increased from 

45% in the year 2000 to 68% in 2010. 

 

The average Berth occupancy in 2008 – 2009 was above 60% compared to desirable 

level between 50% and 60%. When Berth occupancy is above 60%, it is a sign of 

congestion. Since higher berth occupancy is a sign of lack of efficiency in use of port 

resources, this means that the port of Dar es Salaam is still below the standards in 

port efficiency with regard to berth occupancy and this is the main cause of 

congestion. Congestion means slow movement of cargo through the port which 

hinders trade. Additionally, some respondents said that container terminal crane 

efficiency was among the indicators of port efficiency which measures the level of 

effectiveness and efficiency of container terminals in loading and unloading 

containers at the container terminal. The study examined the trend on container 

terminal crane productivity at Dar es Salaam port from the year 2000 to 2010. 
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The findings show that container terminal crane productivity at Dar es Salaam port 

increased by approximately 201 times from 15 moves per hour in the year 2000 to 23 

moves per hour in 2010. Wild (2006) supports the above finding by saying that the 

higher number of crane movements per hour is a sign of increased traffic, which 

means that there is an increase of the number of containers passing through the port.  

 

In the same vein, 2 (4.%) of the respondents argued that equipment availability were 

among the international policy recipes which facilitate international trade; this 

suggests that availability of mobile harbor cranes increased from 69 in January, 2012 

to 83 in September, 2012 compared to the target of 90 cranes. The availability of 

reach takers increased from 29 in January, 2012 to 57 in September, 2012 below the 

targeted 85 reach takers by 2012; the availability of tractors also decreased from 53 

in January, 2012 to 43 in September, 2012 below the targeted 85 tractors.  

 

These findings show that equipment availability at Dar es Salaam port has increased 

with the exception of availability of tractors which has decreased. The increase in 

equipment availability is attributed to the decision of TPA to increase the number of 

operation days. The higher the availability of equipment the higher the volume of 

cargo handled, the higher the volume of trade. Also, 1(2%) of the respondents argued 

that, truck turnaround time is among the indicators of port efficiency which measures 

the number of hours taken by a truck to arrive at the port and leave from the port 

with cargo. Truck turnaround time is the time between the vehicle’s arrival at the 

terminal entrance gate and its departure from the terminal exit gate. It measures the 

terminal’s service quality to road transport operators.  

 

The study examined the trend on truck turnaround time at Dar es Salaam port from 

the month of July, 2010 to September, 2012 and the finding showed that truck 

turnaround time at Dar es Salaam port increased from 3 hours in July, 2010 to 

approximately 3.5 hours in September, 2012. Truck turnaround time is still high 

compared to target of 1 hour because of the delays during scanning operations, gates 

layout, and lack of availability of equipment (especially tractors) during delivery 

operations because most equipment are deployed during quay operations 
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(discharging and loading). When there is higher the truck turnaround time the 

movement of cargo through the port tends to be slower, hence the volume of trade is 

also lowered. These findings are supported by the study conducted by Han (2006) 

who said that, Storage yard utilization is among the indicators of port efficiency 

which measures the extent to which the port utilizes storage yard.  

 

Storage yard utilization measures the ratio of number of storage slots (number of 

containers on hand) to the number of available slots (Terminal capacity) of the port. 

The researcher examined the trend on storage yard utilization at Dar es Salaam port 

from July, 2010 to September, 2012 and the findings show that the maximum storage 

capacity for Dar es Salaam port was approximately 60% in July, 2010 and peaked at 

95% in March, 2011 before decreasing to a minimum of 42% in July 2011 and rising 

again to the current level of 50%. This trend might be due to the measures taken by 

TPA to transfer cargo to ICDs once a certain level of storage capacity is reached.  

The storage capacity at TPA is set to 65% to avoid yard congestion. If yard capacity 

exceeds 65%, containers are transferred to ICDs.  

4.5 Operational Weaknesses Affecting Performance of Dar es Salaam Port 

Objective three aimed at identifying operational weaknesses affecting performance 

of Dar es Salaam Port. It involved 50 respondents and the results were as shown in 

Table 4.3 below. 

  

Table 4.3 Operational Weaknesses Affecting Performance of Dar es Salaam 

Port 

S/N Weaknesses Frequency Percentage 

1 Delays in cargo clearance 20 40 

2 Lack of specialized and adequate traffic cargo handling 

equipment 

10 20 

3 Poor Management and Unskilled Supervisory Personnel 10 20 

4 Lack of specialized equipment 10 20 

5 Total 50 100 

 

Source: Field data, 2014. 
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The results show that 20 respondents (40%) argued that, the main challenge 

undermining the performance of Dar es Salaam port was delays in cargo clearance 

which was caused by the shortage of sheds at the port resulting in congestion.  

 

This argument is supported by Rose (2004) who says that, bulk imports is indirectly 

affected by the long waiting time for container vessels, since conventional berths 

have become increasingly congested due to the relocation of several container 

services in the TPA conventional terminal. Waiting time at anchorage reaches an 

average of 4.5 days for dry cargo, compared to Mombasa port where there is no 

waiting time. She further showed that the second major cause of delays at the Dar es 

Salaam port was the excessively long dwell time, or the time taken to unload 

merchandise and to clear and exit. In mid-2012, the average dwell time at the Dar es 

Salaam port was 10 days. The delay for transit amounted to 17 days on average. By 

comparison, it takes about 3-4 days in Mombasa and about 10 days for transit.  

 

Regarding this observation, one respondent said that the average dwell time in the 

TPA terminal was as low as five days in October 2011, while it exceeded 23 days in 

February 2011. He further pointed out that there were some indications that the 

length of delays had declined quite significantly in early 2013, although it was not 

clear whether this was a sustainable improvement or merely fell within the widely 

varying range. 

Moreover, 10 respondents, equals to (20%) of the respondents said that the efficiency 

of the customs clearance process actually seemed to have declined in recent years, 

with only 24 percent of shipments being cleared in 24 hours or less in April 2012, 

compared to 87 percent in February 2010. Long storage periods are partly explained 

by the lengthy customs clearance procedures; low storage fees; inadequate inland 

container depots (ICDs) and congestion at the port gate. One customer was quoted 

saying: 

  

“………………………….These long delays create financial losses for 

shippers and shipping companies, resulting in increases to their 

inventory, storage and anchorage costs. These costs discourage port 
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users and undermine the role of the port in facilitating international 

trade. Annual anchorage costs at the port is estimated to be around USD 

252 million, or USD 57 per ton for imported containers and USD 8.6 

per ton for bulk imports, which is very high………………………” 

 

The findings signify that, the tendency of delay is a chronic problem affecting the 

smooth and easy communication between Tanzania and other countries. Therefore, 

this affects some relations with other countries. Apart from this, the existing 

inadequate physical port infrastructure is the sign of non-improved performance of 

cargo handling in TPA ports, such as paved roads, storage space, silos, berths etc. 

Observation existing inadequate physical port infrastructure indicates that there is 

lack of fully equipped cargo berth to accommodate cargo ships only. It was observed 

that, the cargo operations were concentrated to all berths.  

 

In line with the infrastructure challenge,  The berths were not designed to handle 

cargo vessels and therefore not equipped with specialized cargo handling equipments 

such as belt conveyor supported by a boom structure which is capable of traversing, 

slewing, luffing and telescoping to allow bulk cargo to be transferred  from the 

quayside and dropped into  the hold of the vessel. Excavators that fitted on traverse 

running over the vessels entire hatch. 

In connection to this, another factor hindering performance of TPA in handling cargo 

was the lack of adequate space for temporary storage in the port area. Lack of 

sufficient space for cargo storage directly affects the cargo handling. Management of 

TPA requires sufficient space for temporary storage of both exports and imports 

before they dispatched to cargo owners or loading to the ship respectively. This 

information was also provided by one respondent who said:   

 

“…………………….the holding capacity of Dar es salaam TPA silos 

is approximately 30,000 tons at a time while at Tanga port the cargo 

stored in sheds which is not special for cargo, this situation not only 

donates  the high capacity of delays but also increasing amount of 

pollution and cargo congestion at TPA ports……………………” 
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About 10 (20%) of the respondents argued that another cause of delays of bulk dry 

cargo was the lack of specialized and adequate traffic cargo handling equipment. 

This argument is supported by the study conducted by Farrel, (2008) in TICTS sub 

port: he states that:  

 

“…………….Bulk terminal operations require specialized equipment 

such as hoppers, grabs, bagging units etc. which can easily use in 

handling traffic cargoes only, unlike the general cargo and container. 

That equipments once purchased cannot be used in handling other 

type of cargo rather than traffic cargo………………..” 

 

This shows that TPA ports terminals were lacking specialized equipment such as 

hydraulic and computerized grabs, which can reduce leakage. Local made hoppers, 

special trucks for transferring traffic cargo and special sheds for temporally storage, 

is of much importance.  This factor can only be overcome by purchasing belts 

conveyor. According to interview with the Grain terminal manager, it was found that 

TPA has taken various measures to address the current challenges aimed at 

improving traffic cargo handling performance at Dar es Salaam port both in short and 

long terms. The Grain terminal manager further revealed that the short term measures 

includes repairing  the present existing grabs and hoppers also using tarpaulins to 

cover the areas beneath the grab swinging zone and beside the hoppers. In support of 

this, the assistant terminal manager said:  

 

“………………..cargo terminal operations require specialized 

equipment that cannot be used in other operations due to the nature of 

cargo handled, the users and technician are the one who know about 

the equipments' durability but unfortunately they are not involved 

during process of purchasing only departments of procurement, 

finance and some top level officers from users' 

departments………………”. 
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The statement above implies that, this factor itself can make the performance of 

cargo handling procedures tiresome because owners have the tendencies offering the 

tender of clearing their cargoes to incompetent clearing companies for the aim of 

gaining super profit. It was also observed that these bureaucracies were cumbersome 

because these clearing companies do not use proper procedures in handling traffic 

cargo during the process of transfer bulk cargo either from ship to the owners’ 

premises or to storage areas. It was also noted that trucks used in transferring process 

were not specialized ones just tipper trucks. 

 

Additionally, 10 (20%) respondents said that poor management and unskilled 

supervisory personnel was also among the factors for the deployment and decrease of 

international trade at Dar es Salaam Port. One respondent involved in the study 

argued that, these factors act indirectly to the performance of handling cargo 

operations.  Although it is uncertain on what factors constitute poor management and 

unskilled supervisory personnel, various managerial factors are responsible for poor 

performance of organizations. Another respondent argued that factors such as poor in 

planning, stuffing, controlling, coordinating, and supersizing are directly affecting 

cargo handling performance and resulting in delays, which is translating as the high 

cost of handling such  cargo.  

 

These findings are supported by the study by Kisi (2009) who argued that, the 

efficient management of a port requires good and enlightened management in 

managing the various activities and resources involved in the port operations. In his 

study, he realized that there were abundant evidences showing that poor management 

of port is the major cause of delay in handling cargo in port. Traffic cargo handling 

operations are the complex system that requires effective management in all areas in 

order to avoid underutilization of labor and resources, which are expensive to 

purchase and run. In support of the Kiss (1996) findings another study by Mustafa 

(1996) says that, the technology used in handling traffic cargo is out dated. One the 

respondent also said that: 
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“…………………Here,   grabs attached with cranes and lowered in 

the hold of the ship to collect cargo, then pulled out of the hold to the 

trucks through hoppers, the grabs used is old and operated manually 

which causes leakage and pollution, sometimes no tapelines used 

capture the delays and the hoppers are local made one……………..”. 

 

The above findings show that these factors affect the performance of handling traffic 

cargo at TPA ports because cargo cannot be removed from the port areas to their 

respective final destination. TPA ports are interface between the maritime transport 

and other mode of transport to allow seamless flow of cargo in the transport logistics 

and supply chain. All cargo need to be transported either by railways or roads to their 

respective destinations.  

 

In support of the above argument, the findings from documentary review revealed 

that the railways transported only 20% of total volumes of cargo handled at Dar es 

Salaam port between 2008 and 2010. The remaining 80% were transported through 

roads. Unfortunately, the trucks used were not reliable, too old, worn out and rusted; 

additionally, trucks that were used were not designed especially for handling traffic 

cargo.  
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CHAPTER FIVE 

CONCLUSION AND RECOMMENDATIONS 

5.1 Introduction 

This chapter discusses the snap short of main fallouts of the study. It also provides 

operational policies of Dar es Salaam port that favor international trade and 

operational weaknesses affecting performance of Dar es Salaam port and suggests 

areas for further research. 

5.2 Summary 

There have been some efforts to improve international trade in developing countries 

including Tanzania. National treatment and most favored nation policies would have 

helped Tanzania to improve its international trade. However, it is still unknown the 

extent to which the Dar es Salaam port contributes to the growth of international 

trade regardless of the environment. 

 

Theoretical and empirical reviewed and this enables research gap identification. 

Empirical study reveals that there is a there is direct relationship between the Ports, 

airports and other transits and the improvement of International Trade. However, 

there are number of challenges facing the developing countries, where each of them 

has its own way of treatment. However, developed countries face difficulty to engage 

completely in doing International trade with developing countries since most of the 

developing countries do not have good operational policies. 

 

A case study was used in this study that is single case of Dar es Salaam Port 

Authority, different research methodologies engaged in this study, which includes 

research design, area of study, sample size and sampling procedures and data 

collection methods/ techniques. In order to come up with concrete findings, the study 

involved 50 respondents who provided information (data) needed by the researcher. 

To make this study valid, employees, customer, staff and non-staff members from 

different units, departments and sections were involved depending on their total 

number in a given unit, section, or department. Simple random and purposive 
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samplings were used to obtain relevant sample from the employees in each 

department as well as customers for the research. In case of data collection, 

Questionnaires, interview, and documentary review used to collect both primary and 

secondary data for this study. The study objectives, together with the research 

questions, were the major guidelines for deciding appropriate methods of data 

collection to make this study a success. 

 

Data analysis was done whereby qualitative data were analysed using cases and 

examples, while quantitative data were analysed using statistical package for social 

sciences and the findings were summarized in tables, percentages and frequencies.  

The outcomes revealed that, some customers had shifted their route, from Dar es 

Salaam port to Mombasa Port following the weakness and challenges facing the Dar 

es Salaam port. However, they were just few customers as majorities were still using 

the port. This is because, the port is still considered as a gateway for international 

trade for East Africa’s landlocked countries, including Zambia, Uganda, DR Congo, 

Rwanda and Burundi. 

 

The study also showed that the traffic trend for the past ten years has been 

increasing. Since 2001, the average cargo growth through coastal ports has an 

average of 9.2% per annum (8.5% per annum for imports and 9.1% per annum for 

exports). The increase in traffic cargo is due to the introduction of various measures 

by the TPA management to improve port efficiency. However, it is clear that, a 

significant percentage of cargo imported were for the neighbouring countries. 

 

The study also showed that, Container traffic passing through Dar es Salaam Port is a 

good sign of the contribution of the Dar es Salaam Port in international trade. The 

container traffic passing through Dar es Salaam port included imports of full 

containers, which increased from 56, 700 containers in the year 2000 to 234,700 

containers in the year 2011 and empty containers, which decreased from 5,500 

containers in 2000 to 900 containers in 2011). The container traffic also included 

exports of full containers, which increased from 26,100 containers in the year 2000 

to 80,800 containers in 2011. 
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The findings also showed that the volume of container traffic passing through Dar es 

Salaam port was increasing; this means that the port continues to play an important 

role in facilitating trade. Also, Container traffic has been growing at around 13.5%, 

mainly in Dar es Salaam. Since the start of the TICTS container terminal lease, 

transshipment traffic has grown to around 30,000 TEU in each direction. Break-bulk 

cargo has been fairly static while there has been a large decline in bagged imports, 

which have either transferred to bulk (wheat, maize, fertilizers and cement) or 

containers (rice, flour, sugar).  

 

Furthermore, the findings showed that the port facilitated international trade through 

transit cargo. The transit cargo is mostly destined to Zambia and the DR Congo 

which jointly accounted for 21.3% of imports and 33.1% of exports, Rwanda and 

Burundi accounted for 10% of imports and 1% of exports and the remaining quantity 

was destined to Malawi and Uganda with1.9% of imports and 0.4% of exports. Most 

of the transit cargo was heavily secured toward imports. 

 

On the policies, the study showed that, ship turnaround time at Dar es Salaam port 

increased from 3.1 in 2005 to 6.9 in 2008 and 5 in 2010. Also, the decrease in 

container dwell time could also be attributed to the fact that TPA partnered with 

various stakeholders to establish Inland Container Depots (ICDs) in various areas in 

Dar es Salaam. Gang performance was also among the indicators of port efficiency 

which measures the number of tons per gang per shift.   

 

The study also showed that Motor vehicle per shift was among the indicators of port 

efficiency which measures the number of motor vehicles unloaded from ships per 

shift. It is a measure of how fast the port is in unloading motor vehicles in each shift 

The findings further showed that number of motor vehicles unloaded from ships per 

at Dar es Salaam port has increased from 100 motor vehicles in the year 2003 per 

shift to 500 motor vehicles per shift in the year 2011.  On the other hand, the study 

disclosed that equipment availability were among the international policy recipes 

which facilitate international trade. 
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Regarding the weakness, the study showed that, delay was one among the weakness 

facing the Port. According to the findings, the delay for transit amounted to 17 days 

on average. By comparison, its takes about 3-4 days in Mombasa and about 10 days 

for transit. The study also showed that, efficiency of the customs clearance process 

seemed to have declined in recent years, with only 24 percent of shipments being 

cleared in 24 hours or less in April 2012, compared to 87 percent in February 2010 

and this also was identified as among the serious challenges. 

 

Also, the study showed that poor management and unskilled supervisory personnel 

were among the factors for the deployment and decrease of international trade at Dar 

es Salaam Port; another factor for the deployment and decrease of international trade 

was the shortage of enough space to contain all the cargo. 

5.3 Conclusion 

The findings of this study highlight important role that the Dar es Salaam port plays 

in facilitating international trade. Dar es Salaam port is the starting and ending point 

for maritime transport which links six surrounding land-locked countries. These 

countries depend on this port for the passage of their exports and for the importation 

of goods. 

 

The entire transport chain of these countries therefore starts and ends at Dar es 

Salaam port. Trade facilitation is the best way of achieving economies of scale when 

additional industrial, commercial and technical activities are required. The port also 

contributes to different areas of production such as availability of raw materials for 

manufacturing industries. 

 

Dar es Salaam ports remains one of the most important transport mode interfacing 

with shippers, freight forwarders, ship owners, shipping agents, cargo distributors, 

cargo transformation companies, packing companies, land transport operators, 

customs offices, cargo inspectors, banks, insurance companies and other relevant 

organisations. Dar es Salaam port is thus an important centre for trade facilitation. 
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The study concludes that the Dar es Salaam port plays a very important role in 

facilitating international trade. The port acts as motor or energizer of international 

trade and a stimulator to the local economy and the economies of the surrounding 

land-locked countries. By facilitating trade and transport activities, the port plays a 

pivotal role in regional economic integration which consequently fosters 

international trade. 

5.4 Policy Implication 

Based on the findings, the following recommendations for action are made:  

 The government through the TPA management should take measures to 

strengthen berths 1 to7 and modernize all cargo handling arrangements on the 

Berths. This will help to improve cargo handling capacity of the port, 

increase cargo and container traffic passing through the port and thus, further 

enhance the role of the port in facilitating international trade. 

 

 The TPA management should strive to reduce trade costs; priority should be 

given to this aspect in order to make the port a trade hub because there a 

potential for this. Approximately, 90% of Tanzania’s international trade goes 

through its gates. The port is also a gateway for six neighboring countries, 

namely Rwanda, Burundi, Uganda, Zambia, Malawi and DR Congo. 

 

 TPA should strive to reduce corruption among its staff members. This would 

involve the imposition of a true zero tolerance of corruption policy through a 

clear commitment from the top authorities, with serious monitoring and, 

when needed, credible sanctions should be applied. The use of benchmarks 

through an automated system would help monitor the performance of port 

operators. 

 

 TPA management should introduce new fees that penalize importers who 

store their merchandise for excessive periods, except where the delay is 

caused by lengthy clearance processes. Importers who repeatedly abandon 
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cargo should also be penalized. The Government should instruct the TRA to 

auction all abandoned cargo in a timely manner. 

 

 It is expected that the findings of this study will encourage policymakers to 

come up with policies that will make the modernization of the Dar es Salaam 

port a top priority for the economic development of the country by pushing 

for rapid implementation of efficiency-enhancing reforms. The first action 

should be to make the connections between policymakers and decision 

makers more transparent. 

 

5.5 Area for Further Studies 

Based on the findings of the study, the researcher recommends that further studies 

should be conducted to examine the role of ports in facilitating international trade 

and the study should include both, seaports (Tanga and Mtwara ports) and inland 

ports (Lake Victoria port, Lake Tanganyika port and Lake Nyasa port). This will 

shed more light on the role played by smaller ports in facilitating international trade. 
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APPENDICES 

QUESTIONNAIRE  

The purpose of this Questionnaire is to gather information on contribution of ports in 

the growth of international trade.  As a player or user of the port, you are requested to 

spare some few minutes to complete this questionnaire.  Any response or information 

that will be provided will be treated as confidential and will not be used for other 

purpose other than for this research.  Thank you in advance. 

 

Part 1.  

Name: (Optional)  

………………………………………………………………………… 

Customer/ Employee 

Part 2. 

1. What are important issues for improving port efficiency? 

………………………………………………………………………………………… 

…………………………………………………………………………………………

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

2. What should the Dar-es-salaam Port change to become the super port? 

  

.…………………………………………………………………………………………

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………........…………………………………………………………… 

3. What issues do you think influence international trade? 

  

.…………………………………………………………………………………………

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 
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4. How can importation and exportation of goods be improved through port? 

.…………………………………………………………………………………………

…………………………………………………………………………………………

……..…………………………………………………………………………………

………………………………………………………………………………………… 

5. Can you please highlight specific areas that need to be addressed to improve 

international trade?   

6. .…………………………………………………………………………………

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

7. What do you think of the port procedures? 

.…………………………………………………………………………………………

…..……………………………………………………………………………………

………………………………………………………………………………………… 

8. How much time does it take for the goods to be cleared? 

.…………………………………………………………………………………………

…..……………………………………………………………………………………

………………………………………………………………………………………… 

 

9.  Are there any unnecessary delays?  

Why? 

.…………………………………………………………………………………………

….………………………………………………………………………………………

………………………………………………………………………………………… 

 

10.  How are the port charges? 

.…………………………………………………………………………………………

….………………………………………………………………………………………

………………………………………………………………………………………… 
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11.  Are there any hidden charges?  

.…………………………………………………………………………………………

….………………………………………………………………………………………

………………………………………………………………………………………… 

 

12. What measures should DSM port take to maintain the current customers? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

13. What measures should DSM port take to acquire new customers? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

14. What should Government do to ensure that DSM Port is not losing the 

customers? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

15. What should Government do to ensure that DSM Port is gaining new 

customers? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

16. How do Government Policies affect the efficiency of DSM port? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

17. Do you think all landlocked countries around Tanzania use DSM Port to 

import and export their goods?  Yes /No 

Why? 
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…………………………………………………………………………………………

………………………………………………………………………………………… 

 

18. What are the products that DSM Port import? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

19. What are the products that DSM Port export? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

20. Why DSM Port lag behind in competing with neighboring ports? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

21. What are the International port policies? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

22. How do International Port policies favor International trade? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

23. What are the weaknesses that DSM Port have during the clearance of goods? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

24. How can IT technology be applied in fastening the port procedures? 
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…………………………………………………………………………………………

………………………………………………………………………………………… 

25. How does poor performance affect International Trade? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

26. What are other clearance procedures that are performed by neighboring ports 

that DSM Port is not performing? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

27. What hinders the performance of DSM Port? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

28. How are the services that are provided by DSM Port? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

29. What do you say about the tariff that DSM port is imposing? 

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

30. Are there any other institutions that affect the performance of TPA? Yes/no 

Please mention 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

31. What are the characteristics of the current port operations? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 
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32. What need to be improved into the current port operations? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

33. What need to be introduced in order to improve port performance? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

34. Do you think DSM port has the potential of growing to the level that 

Tanzania’s economy can depend on it? 

…………………………………………………………………………………………

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

35. What can be done to improve the quality of service that DSM Port is 

providing? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

36. What is the relationship between training and port performance? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

37. What is your perception towards Port of DSM current operations? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 
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38. What are the factors that lead to poor performance? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

39. What is the relationship between port planning and the port performance? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

40. How does poor performance of DSM Port cost the Government? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

41. How does poor performance of DSM Port cost the Management? 

…………………………………………………………………………………………

…………………………………………………………………………………………

………………………………………………………………………………………… 

 

 


