


Container Terminal Operators at East Wharf, Karachi Port

Stevedores at Karachi Port since 1964

Agents of MacAndrews Shipping Line (UK)

Leading Exhibition & Conference organisers in Pakistan
Pegasus Consultancy (Pvt) Ltd.

Shipping Agents for Norasia Line, Hub Line, CSAV Line.

Freight Forwarders & Consolidators

A Service Oriented IATA approved Travel Agency

Information Technology Solution & Call Center Services Provider

Sole distributors of Chesterton Inc.
Marine Services (Pvt) Limited (Trading Division)

Premier Software (Pvt) Ltd.

Travel Club (Pvt) Ltd.

AMI (Pakistan) Pvt Ltd.

Marine Services (Pvt) Ltd.

Portlink International Services (Pvt) Ltd.

Premier Mercantile Services (Pvt) Ltd.

Most Comprehensive

Maritime Services
The Marine Group for over 3 decades has
consistently brought to its customers the benefits of
synergy created by the efficient operation of various
Marit ime Services under one professional
management. As our vision of the market expands,
so does our sphere of activities. We pledge to do our
share in the nation building through top notch
service to our clients as well as by facilitating export
oriented industries. We take care of your varied
needs through our fo l lowing companies:

Pakistan International Container Terminal Limited

Marine Group of Companies: 2nd Floor, Business Centre, Mumtaz Hassan Road,
Off. I.I. Chundrigar Road, Karachi-74000, Pakistan. Tel: 2417933 & 2400450-3
Fax: 2414492 Email: marine@mrgc.com.pk Website: www.mrgc.com.pk

MARINE GROUP OF COMPANIES

A Shipping-Line Service Provider
Pollux & Castor Shipping Limited
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Admiral Noman Bashir HI(M) was commissioned in operations Branch
of Pakistan Navy in June 1973. He has had the privilege of commanding
two aviation squadrons! two warships (frigate & corvette)! and Pakistan
Naval Aviation. The Admiral has also had the coveted honour of
commanding Pakistan Fleet. He was serving as Commander Karachi
until his promotion to the rank of Admiral and appointment as Chief
of the Naval Staff on 7th October 2008.

The Admiral’s distinguished Staff appointments at Naval Headquarters
include Assistant Chief of Naval Staff (Operations), Assistant Chief
of Naval Staff (Training), Director Naval Intelligence, and Deputy
Chief of Naval Staff (Projects). He has also served as Senior Pakistan
Armed Forces Officer in the Sultanate of Oman and did a tenure in
K a r a c h i  Po r t  Tr u s t  a s  G e n e r a l  M a n a g e r  ( O p e r a t i o n s ) .

Admiral Noman Bashir is a graduate of Joint Services Staff College,
Armed Forces War College at National Defence University and Royal
College of Defence Studies, UK. He is a recipient of Sitara-i-Imtiaz
(Military) and Hilal-i-Imtiaz (Military).

The Admiral is married and is blessed with two sons.

ADMIRAL NOMAN BASHIR HI(M)
CHIEF OF THE NAVAL STAFF

“OUR NEW CHIEF PATRON”
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OFFICE  BEARERS  AND  EXECUTIVE
COMMITTEE  MEMBERS.

Office Bearers:
Capt. Haleem A. Siddiqui President
Capt. Anwar Shah Vice President  (Ashore)
Capt. Rahat Qaseem Vice President  (Afloat)
Capt. Nusrat Iqbal General Secretary
Capt. Mujahid Karim Khan Joint Secretary
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Members Executive Committee  (Afloat)
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Capt. Khawaja Wasiuddin Siddiqui
Capt. Mohammad Najeeb Karim
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Capt. Nasir Habib Qazi
Capt. G.U. Khan
Capt. Muhammad Rashid Anwar

Co-opted Executive Committee members
Capt. S. Kamal Haider
Capt. S. Haider Hussain
Capt. Hashmatullah Shah
Capt. Ashfaq Ahmed Asim
Capt. Adeeb-uz-Zaman Safvi
Capt. Jamaluddin
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“Go to sea!”
-- a call for more seafarers
The global shortage of seafarers, especially officers, has already reached significant proportions and
is  now a source o f  genu ine concern to  a l l  invo lved in  the sh ipp ing indust r y.

At the same time, the demand for raw materials, finished products, foodstuffs, energy and luxuries
has grown, year-on-year, in line with the requirements of global trade-and I do not expect the current
financial crisis to have a very serious impact on the volume of, at least, the basic commodities
transported by sea. That demand has been, from time immemorial, satisfied by the international
shipping industry, which, today, transports over 90 per cent of the world’s commerce safely, securely,
efficiently and at a fraction of the environmental impact and cost of any other form of bulk
transportation.

An industry that is itself in a state of continuous growth, shipping has, since the beginning of the
decade, been characterized by record numbers of new ships on order to meet the needs of an ever-
expanding international trade-and for existing and new ships to operate in accordance with the high
standards adopted by IMO, we will require additional numbers of high caliber, highly-qualified and
experienced seafarers.

A stark indication of just how serious the manpower shortage is becoming came in a recent report
issued by Drewry Shipping Consultants. It assessed the current shortfall of officers in the global
fleet to be some 34,000, against a requirement of 498,000. Moreover, based on Drewry’s fleet growth
projections, and assuming officer supply continues to increase at current levels, the report predicts
that, by 2012, the officer shortfall will have risen to 83,900.

Notwithstanding the present downturn, reflecting the global economic situation, there are still
serious concerns over the supply of manpower for the huge number of newbuildings scheduled to
come on stream. One estimate, from within the industry itself, has assessed that about 400,000
seafarers and 45,000 new officers would be needed to crew the 10,000 vessels forecast to join the
global merchant fleet in the next three years.

Such growth has exacerbated the scarcity of human resources, both in terms of seafarers and among
those who provide the shore-based technical support on which the industry relies (marine
superintendents, harbour master, maritime pilots, VTS and SAR personnel, etc.). And, as the latter
are almost exclusively drawn from the former, the industry needs to attract more seafarers into the
profession-and retain them as long as possible thereafter.

At the moment the shortfall is being absorbed by the existing workforce-but, according to reports,
officers are working longer hours and, occasionally, not taking their holiday entitlements. Some are
awarded exemptions to enable them to serve in positions for which they may not be fully qualified.
Training periods are being shortened, hastening the early promotion of younger seafarers, who may
lack the necessary experience to shoulder the responsibilities of higher ranks. Ships may receive
short-term permits to sail with fewer than the required minimum crew complement. Meanwhile, the
demand/supply imbalance is forcing salaries up, which has the effect of enticing older officers out
of retirement, thus raising the age profile of the workforce. The cumulative impact of all this can
only be detrimental to the quality of service provided. Unreasonable demands lead to stress, fatigue
and a fall-off in performance.

It is with all this in mind that “Go to Sea!” –a campaign to attract entrants to the shipping industry,
especially officers – has been launched by the IMO, in association with the International Labour
Organization, the “Round Table” of shipping organizations – BIMCO, ICS/ISF, INTERCARGO and
INTERTANKO –and the International Transport Workers’ Federation. The campaign calls on
governments, industry and IMO, supported by ILO and other international organizations, to take
specific actions, within their areas of influence, to increase the recruitment of seafarers to tackle the
problems.

This a crucial issue, and action is needed now

Editoral
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Achievement
of

MMSP

“Achievement of MMSP”
What MMSP is doing for you

It has been a long time desire which has been effectuated by persistent follow up
through Education Ministry and Ministry of Ports & Shipping to get equivalency of
Master Mariners certificate to graduation level i.e. B.Sc (Pass).

After hectic efforts by office bearers the dream has come true and finally Higher
Educat ion Commission agreed to g ive equivalency in the year 2007.

The process had been time consuming, but bottom line has been achieved. We must
be proud of MMSP’s achievement.

Members at time query what MMSP has done for them, but MMSP never asked its
member what they have contributed to MMSP, as it is only devotion and dedication
which makes the Society as achiever.

It is not the end, but then is more on agenda, what we need as members unending
continuous support.

We, are pleased to reflect the names of Master Mariners who have attained equivalency
up-t i l l  now, therefore please rush and avai l  th is l i fet ime opportuni ty.

You are now proud graduates to pursue Post Graduate Studies in Pakistan and abroad
both. Members interested may approach Off ice Superintendent MMSP

Capt. Khalid Mehmood Gaad
Capt. Syed Muhammad Ali
Capt.  Muhammad Adnan Samiul lah
Capt. Muhammad Ariful Haq
C a p t .  Fa h i m  A h m e d  S o h e r w a rd y
Capt. Mehdi Hasan
Capt. Ikram-ul-Haq Abbasi
Capt. Waseem Afzal
Capt. Haseeb Ahmed
Capt. Javed Mehmood
Capt. Muhammad Irfan
Capt. Muhammad Pervez Iqbal
Capt. Abdul Hafeez Nasir
Capt. Muhammad Arshad Hilal
Capt. Khalid Omer Rehman
Capt. Syed Anwar Shah
Capt. Jamshed Yar Khan
Capt. Muhammad Ali Khan
Capt. M. Jamil Akhtar Khan
Capt. Muhammad Nayeem
Capt. Zubair Ahmed Khan
Capt. Shakeel Ahmed
Capt. Saif-ur-Rehman Khan
Capt. Syed Nazir Ali
Capt. Abdul Raziq Durrani
Capt. Sohail Akhter Khan
Capt. Nayyer Alam

Capt. M. Shoaib Siddiqui
Capt. Syed Sajjad Raza
Capt. Aamir Masood
Capt. Rizwan Saif Khan Ghauri
Capt. Syed Shahid Ali Rizvi
Capt. Azher Ehtesham Ahmed
Capt. Mohammad Asim Shahab
Capt. Shamsul Islam
Capt. Syed Ahsan Athar
Capt. Syed Shahid Ali Rizvi
Capt. Syed Rizwan-ul-Hasan Kazmi
Capt. Mujahid Karim Khan
Capt. Salman Nusrat
Capt. Karamt Ali
Capt. Muhammad Waqar Hashim Siddiqui
Capt. Muhammad Kalim Khan
Capt. Syed Salim Akbar
Capt. Syed Ali Raza
Capt. S.M. Farid Masud
Capt. Syed Anzar-Ul-Hasan
Capt. Masood Perwez
Capt. Liaquat Ali Khan
Capt. Qaisar Nasir Ahmed
Capt. Jahangir Mahmood Shaikh
Capt. Muhammad Rizwan
Capt. Muhammad Arif Naqi
Capt. Syed Irfan-Ul-Haq
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Poetry
“POETRY”

Thoughts of life and thoughts of death
Makes you happy and perfect

Returning to your creator makes you realize;
What Did you do?

To make you content in your eternal life
Living in this world is not easy and delight
Get up in the morning and face the fights
For that you have to be strong and right

Choose the righteous path and bend down the cowardly
Might

Leave the evil and follow the religious luminous light
I am no saint, but the fire of faith burns in me

One day evil will perish and the pure soul will survive

Ghazala Ahsan

They left their foot prints on the path line
There is a sky out there
There is a world inside

There is a fire all around
There is a smoke to find

There is an ocean in front
There is a sea behind

There is a clock worn too long
Today or tomorrow could be undertime

Ali Ahsan

What you sow
So you shall reap

Your thoughts and actions
Are your seeds

The harvest you reap
Will depend on the seed you planted

Ghazala Ahsan

Don’t save your heart
Do save your soul

Though heart is precious
Soul is more

Heart is a mirror, very fragile
Ghazala Ahsan
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The financial crisis initiated with sub prime
mortgage in U.S. is now targeting the Maritime
Industry World wide. Maritime industry caters
to 95% of world trade. The slow down has
started.

The Maritime Industry peaked from 2000 till
2008, when freight rates for shipment of Rice
cargo from Karachi to West African Ports peaked
to 120/USD per metric ton on Free in and Out
basis and now have plummeted to new low of
USD 60 per metric ton. I recall that in 1980/90
it was hard to fix a ship on same route beyond
26/28 PMT on FIOS basis. Ship-owners made
windfall profits and some of them got their
vessel free from bank liens within 5 years. The
Baltic dry index (BDI) has touched new low of
900 from 11000 mark, thus the party is over.
The global financial crisis continuous to bite
and stories of ship-owners and operators in
financial trouble are being printed world wide.

Ukraine industrial carriers and Britannia Bulk
are the first two to admit to go down as casualties
with many to follow. Nordic Bank Denmark
and Lloyds TSB has demanded USD 158 mill
from Britannia bulk operator due to default on
loan terms. South Korean Dry Bulk specialist
Pak road Corp is on the verge of bankruptcy
and have terminated a number of existing
contracts. Cosco of China has slashed spending
by delaying the project investment. Daebo
Shipping Chairman Kim warned of serious
defaults by ship-owners .

The bankers, who not long ago were impatient
to lend to shipping companies are now most
inhospitable, to then about 12 months back.
No Ship-owner should remain in illusion of
leniency over meeting payments or breaching
loan covenants, is likely to be disappointed.
Ship-owners have faced similar attitude of Banks
in Asian Financial crises, but unlike Asian crises
the impact is truly global and the scale of the
fall out on the shipping industry will be evident.
Rina, the Italian classification Society agrees
that crisis will bite deeper but expects significant
opportunities as shipyards world wide are idling
and it is time to buy for people having liquidity
and sustainability.

The Terminal Operators have jacked ups tariff

by 20% in Gulf Countries, so are dormant
charges by terminals in Pakistan, thus not only
Carriers are suffering from high handling charges,
but it is making our Expo/Impo in-competitive.
 Ministry of Ports and Shipping in Pakistan
must enforce strong regulatory regime on tariff
charged by terminal operators, as they differ at
all three Pakistani terminals, virtually free for
all. The worst sufferer is captive import at the
hand of Pakistani terminal operators. The free
market economy concept may be revisited as
profit for private sector/losses for socialization
and tax payers can’t be justified.

The Ship-owners in order to mitigate further
losses, have started laying up container and bulk
carriers world wide. Singapore has dozens of
vessel laid up at Anchorage, it reminds me of
Piraeus Greece in 80/90 when hundreds of ships
were laid up. Neptune Orient Line (NOL), which
was established by late Capt. M.J. Saeed a
Pakistani, who was declined a job of Manager
in then NSC, laid foundation of NOL and took
this Shipping Line to its new heights by acquiring
assets of American President Lines, still remains
the founding father of NOL, well respected and
the Govt. Of Singapore has scholarship in its
University recognizing his services. NOL, present
CEO RON has planned strategy to lay up its
vessels by making drastic capacity cuts to bring
supply closer into line with demand even the
Maersk line admits that some of its vessels are
idling. All Major ship-owners are making
strategic decisions to restructure their services
to face the incoming tropical revolving financial
storm.

It is strongly feared that ship-owners will face
foreclosures by bank or else be arrested at various
Ports for non payment of dues.

Morgan Stanley reports that share prices of Bulk
Carriers and Containers do not reflect real asset
value. The maximum greed has now turned into
maximum fear. The forecast is gloomy as freight
rates will continue to fall and charter rates in
2009 will decline by 60% when bench marked
with 2008.

TAIL PIECE:-
Pakistan has only one public sector entity in
ship owning and it is imperative to restructure

“THE SHIPPING BUBBLE”

By

CAPT. ANWAR SHAH



the organization by throwing extra fat and laying
up of ten 28 year old vessels with skeleton crew,
rather then to incur losses. Decision has to be
taken promptly to address the issue. The
previous management was naïve to claim having
turned around the company, but factually it was
only boom in industry, which brought it into
green. Since Pakistan is facing serious problem
in opening Letter of Credit for Oil, it will be
advisable to place our vessel on charters to
reliable parties who do not default, as oil being
energy will be needed world wide and tanker
market has not suffered so badly as bulk and
container market. The present management is
alive to situation and have placed Tankers on
charter.

The cash rich gulf countries are out to exploit
the situation by purchasing vessels at half the

cost and turning the event to opportunity. Our
Public sector entity may also consider this option,
but trimming of organization and cutting down
establ ishment expenses is one opt ion. The
conservative approach with good future strategy and
turning crisis into opportunity be planned by our
public sector entity, enable keep afloat, glow and
grow.

The Ports have to enforce strict discipline, and tariff
regime of all operators be seriously looked into and
super v ised  by  s t rong  regu la to r y  reg ime.

The writer is Governor World Maritime University
Malmao (Sweden)
Member (IMO Secretary General’s Panel of Experts,
London)
Ex. Additional Secretary
& Director General Ports & Shipping
Ex. Chairman Gwadar Port,

· Born with personality is an accident but dying as a personality is an achievement.
· Your birth may be a normal event, but your death should be the history.
· Love all, trust few, follow none, but learn from everyone.
· Practice like a devil but play like an angel.
· Do or die is an old concept. Do it before you die is a new concept.

Contributed by M. M. Ahmad Zuberi

“WISE  WORDS”

Bitter words written by a boy who lost his parents in Tsunami

“Sea, I will never forgive you anymore even if your waves touch my foot Million times”.

Tsunami hits the coastal area of the Indian Ocean on December 26th, 2004. Many countries
were affected. The day began like any other day. Since it was a Sunday, children were playing
near the seaside and tourists were enjoying near hotels on the scenic beaches. All of a sudden
a horrible sea storm came and destroyed everything. Every eye was full of tears when they
heard this sad news.
Basica l ly  Tsunami is  a  Japanese word which has the fo l lowing meaning:
Tsu------means “seaport” or “harbour”
Nami----means “waves”
Tsunami is originated from huge waves in the sea due to reshaping or movement of the earth
within the sea boundaries.
Tsunami is regarded as one of the largest devastations which the world has so far ever seen.
Thousands and thousands of lives were lost or changed forever. Small islands disappeared
from the world map and the country for those who died in the tsunami is still going on…….
Will we forget this disaster and continue on with our lives until faced another disaster?
Or will we remember it and shape or change our lives and relationships accordingly?

Contributed by FARAH  NAZ

T SUNAMI
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Multimodal Transport had its inception in the late
1950s, when the American trucker Malcolm MacLean,
introduced the first steel container, capable of
transportation by sea, rail and road. Form this stage
transport become multi-dimensional and general
cargo packed in steel containers began to move by
multimodal transport system (ie by more than two
modes of transport with smooth interchange between
each mode).

In the twenty first century, Multimodal Transport
has become the backbone of international trade. It
is vital for all trading nations to develop and foster
multimodal transport system in their respective
countries with the objective of reducing overall
transport and handling costs to shippers and
consignees.

During the last four decades containerization has
made phenomenal progress. Today approximately 95
percent of worldwide general cargo movement is in
containers. Containership of 12,000 TEUs are
presently operating and 15,000 TEUs are on the
drawing board. Much of this development has come
in the Americas, Europe, South East Asia and Japan.
China is racing ahead with its own development and
will soon catch up with the rest of the world. The
huge capital investment required for building large
containerships and extensive infrastructure in ports
has precluded development and progress in developing
countries.
Multimodal transport has grown in tandem with
containerization because of it being cost effective
and more efficient than Unimodal Transport.
Multimodal transport, which provides the opportunity
to manage the transport chain more effectively
through the integration of all modes of transport
under a single transport document, is helping countries
respond to this growing demand for just-in-time door-
to-door services. Aided by the revolution in
information technology, multimodal transport
operators in North America, Europe and a few other
countries have applied the principles of logistics to
manage the flow of products and information along
the supply chain.
Whether seen from a legal point of view or from an
operational perspective, Multimodal Transport is
generally considered as the most efficient way of
handling an international door to door transport
operation. This is so because Multimodal Transport
allows to combine in one voyage the specific
advantages of each mode, such as the flexibility of
road haulage, the larger capacity of railways and the
lower costs of water transport in the best possible
fashion. Multimodal Transport also offers the shipper
the possibility to rely on a single counterpart, the
multimodal transport operator who is the architect

of the entire journey and only responsible party from
pickup to delivery, rather than having to deal with
each and every modal specialist of the transport
chain.
In multimodal transport, a variety of documents and
information needs to be exchanged between shippers,
transport companies and consignees as well as
authorities, insurance companies, etc. The need for
communication and amount of information naturally
increases with the number of partners involved in
the transport chain. The TCMS (Transport Chain
Management System) system was developed to make
this easier. TCMS (Transport Chain Management
System) is a fully Web-based system to be used to
control a door-to-door transport where several
transport modes are involved. TCMS automates the
exchange of information and documents needed for
the organization of multimodal transport in such a
way that the user has no additional effort compared
to uni-modal transport. Obstacles to multimodal
transport and logistics services which may exist can
be grouped into (a) infrastructure and technologies,
(b) security and safety, (c) facilitation, (d) legal
aspects and (e) market access.

Transport logistics makes it possible to optimize flows
of goods. Logistics is thus an essential tool for meeting
the  cha l lenges  o f  g row ing  mob i l i t y  and
competitiveness. Logistics can optimize the conditions
for the delivery of goods. It is a crucial means of
making transport more efficient, while limiting the
effects of pollution and congestion. Efficient logistical
services should ensure a seamless flow of cargo. On
average, logistics accounts for 10-15% of the final
cost of finished goods.

The five basic components of the Business Cycle
are:
1. Buyer
2. Seller
3. Bank
4. Insurance
5. Logistics

Logistics involves:
1. Getting the right goods
2. To the right place
3. At the right time
4. At the right cost
5. In the right condition
6. And with due care and attention to the
environment.

Logistics commonly includes:
1. Transport
2. Warehousing
3. Inventory/stock control

Multimodal Transport and Logistics: Best Practices,
Achieving Greater Efficiency and Challenges.

By
Raffat Zaheer
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4. C o m m u n i c a t i o n s / i n f o r m a t i o n  s y s t e m s
5. Packaging
6. Manufacturing management.

The components of Supply Chain are:
1. Transport
2. Finance
3. Human relations
4. Information technology
5. Safety, health and environment
6. Education and training

Supply Chain Critical Success Factors:
1. Capability to drive an effective supply chain
2. Cycle time for supply chain processes
3. Cost of products and inventory management
4. Use of information technology
5. People development

The use of third –party logistics provider has grown
steadily since their inception in the 1980s and
continues to grow. Many large organizations have
either partially or fully outsourced their logistics
operations. However smaller organizations have been
slow to follow. Advantage of outsourcing logistics
operations to a third-party logistics provider is the
opportunity to focus on core competency.

Perhaps the biggest advantage of using a third-party
logistics is to allow your organization to focus on its
core competence, or what is does best. For example
Nike Shoes is great at marketing and selling their
shoes. They do not own assets to produce them, nor
do they deliver the shoes to their retail locations.
This allows them to focus on product development,
engineering and customer satisfaction.
The absence of international rules governing the
successive carriage of goods resulted in peculiar
problems in the matter of carriers' responsibility and
the liability for loss of or damage to the goods
occurring in the course of a multimodal transport
operation.
Multimodal Transport Law

1973: Commercial community created a set of MT
rules under the ICC banner.

1980: Multimodal Transport Convention singed -
but received little support.

1990: Commercial parties joined with UNCTAD
and introduced the UNCTAD/ ICC Rules for
Multimodal Transport Documents, which replaced
the 1973 Rules.

- FIATA/ FBL
- BIMCO COMBIDOC is now commonly
used in commercial practice

- Indian Law on Multimodal Transport
- United Nations Commission on International

Trade Law (UNCITRAL) Draft Convention
(IMMTA Working Group)

1) Supply Chain Network Design

The design of supply chain network is critical in
facilitating coordination among suppliers,
manufacturers, distribution centres, and customers.
This component provides tool kits for some of the
following network design decisions:

a. Site location: This includes the numbers, locations,
and capacities of facilities (e.g., warehouses and
distribution centres) required.

b. Service planning: This includes the type of service
each facility provides. For example, whether a facility
should be used as a warehouse or a merge-in-transit
centre; where to hold inventory and the frequency
of inventory replenishment to be used, etc.

2) Multimodal Distribution Planning with Cross-
docking

Cross-docking operations are essential in multimodal
distribution planning. These operations involve
decisions in the coordination of the inbound and
outbound flow, the repackaging of cargoes, and the
dispatching of vehicles.

In a multimodal distribution environment, one of
the distribution planner’s decisions is to select a set
of transportation modes for each shipment in order
to minimize the cost of transportation while
maximizing the efficiency of delivery. The
transportation modes may include:

a. Deep-Sea shipping (with vessels over 3000 twenty-
foot equivalent units (TEU)) that serves inter-
continental transportation.

b. Feeder shipping that serves regional transportation.

c. Barges that serve transportation between port and
the adjacent river delta area.

d. Air transportation that includes international cargo
services, couriers, and postal services.

e. Drayage and shuttle services: Drayage refers to
the container transportation between terminals and
consignees, while shuttle services refer to trucks
between hubs and major terminals.

f. Local deliveries that use small trucks and vans to
do direct shipment.
The Middle East region is in the middle of exciting
global, regional, and local developments in terms of
multimodal transport and logistics. Middle East has
unprecedented opportunities to capitalize on the
unique strength of its favorable geographic location.

The hub and spoke approach becomes more favorable
as cargo volumes and vessel sizes increase. Cargo
from one originating point is loaded onto a vessel
irrespective of cargo destination and then transported
to a central “hub”. In the hub, all freight to different
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destination points is unloaded, segregated and
consolidated, so that freight for each destination
points is reloaded on each separate feeder vessels.
Hub and spoke approach is the ideal logistics concept
to achieve cost effective transport.

Current hubs in Europe are Rotterdam and Hamburg
for sea freight and London, Amsterdam, and Frankfurt
air freight. Multimodal transport concept offers a
conversion from sea transport to air, road and rail
transport. Such a service allows the shipper to start
with cost effective sea transport and to transfer the
consignment to air transport at a convenient hub.
Middle East is a natural location to do the sea to air
t ranspor t  convers ion ,  fo r  th ree  reasons :

1. The Middle East is already the natural hub for
refueling stopovers for the Merchant Ships.
2. The region is easily accessible by sea and is
increasingly becoming a hub of the sea freight industry.
3. Transshipment if done in the Middle East,
achieves attractive reductions in transport time
(approximately five to seven days) while still
conserving the cost effective sea transport rates for
half of the total transport.

Strong and sophisticated multimodal transport and
logistics sector will be essential for the future economic
development of countries in the Middle East.

Dubai has already made significant infrastructure
investments in the integration of its airport and
seaport. With an annual volume of more than 100,
000 tones of freight converted from sea to air, this
operation proves the viability of the concept.

Its favorable geographic location provides the Middle
East with a strong opportunity to establish the leading
transport and logistics hubs for the region serving
northern and middle Africa in the southwest, Pakistan
in the east, and the Caucasian Countries of the
Commonwealth of Independent States (CIS).
Excellent global accessibility based on an extensive
logistics infrastructure of seaports, airports, and road
networks is crucial for the establishment of such
regional centers.

Availability of efficient transport and logistics services
is increasingly a key criterion for direct investment,
in addition to competitive cost factor and availability
of skilled human resources. Development of a global
multimodal hubs, are limited in number and require
huge infrastructure investments. This can be seen
from the current infrastructure investment budgets
of Singapore, the Chinese ports, and Dubai. The
global multimodal transport and logistics hub strategy
must be built on a preferred geographic location, and
it requires huge investments in infrastructure.

The development of a global multimodal hub strategy
requires a strong focus on the development of a single
mega-infrastructure incorporating a world class
integrated airport and port zone. Excellent connections
to the neighboring regional markets, development of
road infrastructure, road and port infrastructures
should be focused to provide excellent connectivity
to the regional hubs. The basic road, seaport, and
airport infrastructure development, free zones in the
inner country, close to the relevant consumption and
production markets, are of significant importance.

Capt. Ismail Sawant expired at Karachi. MMSP offers its condolence to bereaved family.

Father of Capt. Riazuddin Khan passed away. May his soul rest in peace.

Daughter of Capt. S. Haider Hussain expired. We offer condolence to bereaved family.

Mother of Mr. Badrul Islam, Chief Engineer, expired. We offer our Condolence to bereaved family.

Capt. Muzaffar Ali said good–bye to this world Condolences are offered to the bereaved family.

Mother of Capt. Muhammad Abdul Mabood Siddiqui, Ex-Deputy Conservator, PQA  expired. We
offer our Condolence to bereaved family.

Capt. Qayyum Khan expired at Karachi. MMSP offers its condolence to bereaved family.

Rear Admiral (Retd) Abdul Waheed Bhombal expired at Karachi. May his soul rest in peace.

Brother of Capt. Mamnoon Hasan passed away recently. We offer condolence to bereaved family.

(Please offer fateha for the departed souls)

OBITUARY
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The newly elected Prime Minister of Pakistan in his
opening speech promised to give nation a new Port
Keti Bunder along-with 100 days priority agenda.

It is a welcome sign for all Pakistanis in particular for
seafaring community and Maritime professionals.

Port Qasim was also conceived in the 70’s and it is
likely to turn into Industrial Hub Port by 2020.Whilst
Port Qasim is helping the nation but it is seriously
effected by silting due to be in the proximity of Indus
Delta and South West Monsoon. The annual
maintenance dredging cost runs into 1 billion rupees
to maintain 11.0 meter draft. The plans are on way
to deepen the port to 14 meter costing about 140 mill
USD. Present annual dredging BOQ is 5 mill cu meter
and when dredged further, it is estimated that annual
maintenance dredging will be around 10 mill cu meter
thus costing in excess of 2-3 billions rupees to maintain
the desired depth. When Port Qasim was conceived
i.e. returning to old medieval site of indus River Port
Dewal, which was conquered by Mohammad in Qasim
 ( A History of Indis by J.C. Powell, A Voyage on
Indus by Alexander Burnes 1831)

The initial planners and Hydrographers at the time
of conceiving the Port faltered and could not rightly
estimate the annual maintenance dredging quantum
and cost which was far low comparing as of today’s
5 / USD per cubic meter and cutter dredging cost of
USD 20/- per cu. Meter.  Furthermore channel is 40
km with sharp bends restricting night navigation,
when compared to Karachi and Gwadar of 3.5 km,
where vessel can berth/sail 24/7/365. Time is money
for ships and ship owners of today and economy of
scale is the key to profitability, thus deep drafts are
required. Non availability of night navigation for deep
draft and long channels are considered as dis-advantage
in Port planning.

It is presumed that planners of Keti Bunder must have
studied the geological history of Indus delta, coastal
hydraulic survey, currents, littoral drift, hydraulic
model studies, coastal geomorphology, Alexander
Burnes surveys of river Indus and earthquake epic
centre and geologic structure of indus basin whilst
carrying out hydrographic survey, wave patterns,
forming of breakers in monsoon and the coast being
low and not discernable except at close quarters for
the safety of navigation.

Whilst referring to Indus Delta Map Keti bunder is
approachable via Hajamaro creek which runs beyond
Ghora Bari. Since no hydrographic and other studies
are available which were carried out in last decade, it
could be any body’s guess that how much dredging
will be required to meet today’s generation vessels of
14/16 meter draft and thereafter quantum of annual
maintenance dredging to maintain the channel. It is
presumed that a proper feasibility by competent
hydragraphers and Port consultants be carried out
evaluating dredging and maintenance cost bearing in
mind high cost at Port Qasim. The other aspect to be
borne in mind is excellent hinter land connectivity
before port is built. We must learn from the experience
of Gwadar Port, which is handicapped due to non

existent hinterland connectivity. It is imperative that
hard core professionals having experience of Port
development may be engaged and this assignment of
national importance may not be left at the mercy of
generalist having no track of maritime faculty.
We must also learn from the experience of dredging
cost at Port Qasim and that of our neighbors i.e. India,
Bangladesh and Thailand etc.  The Hoogly river has
silted Calcutta Port thus forcing development of new
port of Haldia at the mouth of Hoogly, Bombay
offshore port, Colombo south port, Chittagong offshore
port at Juldia, so has been the case in Bangkok, where
new Port has been developed at the mouth of the river
to cater deep draft vessels of 4th and fifth generation.

The next generation vessels are post panamax needing
16/18 meter depth and futuristic vision is Suezmax,
Malaca Max of 21 meter, thus in all probability a site
which is prone to heavy siltation being in Indus Delta
costing billions in dredging and thereafter incurring
annual maintenance dredging cost of billions, may
only be considered after hydrographic surveys and
financial feasibility to cater deep draft vessels of future.

We, must have more ports to develop the region and
to cater our futuristic needs. Port development is a
science and all issues have to be addressed professionally
to cater the futuristic development in the maritime
industry.

India has 12 major ports and 185 small ports and
they are investing 15 billion USD in port sector and
12 Billions USD in developing quadruple triangle i.e.
logistics connecting all major city’s to cater 1 billion
tons of Impo/Expo by 2010.

It is a welcome announcement, however a proper latest
feasibility be carried out bearing in mind that it may
take 10 years to Port be operational from the drawing
board, thus ships calling after a decade and their
specification be bench marked to make a success story
for our future generation.  Since a policy statement
has been made thus same must be duly supported
with credible latest studies, thus it is expected that
the  democratic Government will make all plans public
and will consider the views of local expertise available
in selection of site.

Needless to mention as per historical fact the river
indus had many ports in the past i.e. Patala, Debal,
Lahori Bunder, Shah Bunder, Gharo, Keti Bunder,
Vikar, Daragi and Bambhore, these ports were destroyed
due to the ravages of Indus river or by the change of
its course, thus we must learn from the history and
a very scientific and cautious approach is recommended
in selecting the site of new port.

Meantime, we must concentrate to make new
commercial port Gwadur fully operational and
optimum utilisation of Karachi and Port Qasim. It is
equally important to do traffic fore casting and our
needs for 25/50 years.

I again urge that a national port authority is the need
of the day for development of ports.

“ KETI  BUNDER ”
LAT. 24 08’ N - LONG. 67 27’E
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Come August, Karachites can illford to forget the massive
pollution caused by grounding debacle of M.T. Tasman
Spirit at Karachi Harbour channel in August 2003, spilling
30,000 tons Crude Oil, in the harbour and affecting largely
Clifton and Sea view Beach with tons of black crude. The
residents of Sea View and Defence were largely affected
and displaced for weeks due to toxic fume upto several
miles.

It could be anybody’s wild guess that, what damage to
marine life the spill may have caused, as no biological
study of marine species was made due to non availability
of experts and resources. It is a well established fact that
Crude has carcigionic effect and our future generation will
pay the price of our ignorance, due to sedimentation.
Karachi Port was not adequately equipped to even OPRC
I level to combat the situation, thus foreign help of IMO
and ITOPF/10PC were sought. I must compliment MPD
of KPT which did its best with limited resources. The
enquiry conducted by the D.G. ( P & S ), speaks volumes
of lapses , but unfortunately same has not been made
public although being mandatory as per convention, IMO
was provided  copy of investigation. It is a closed chapter.
Till date no compensation if any has been made to plaintiff
DHA, citizens etc, but due to mishandling/ lack of expertise
and interference, the owners of the vessel got Scott free
and lodged arbitration proceedings in London against the
Pak Public sector charterer’s of the vessel. It is an open
fact that vessel’s class was withdrawn by NKK, thus vessel
was un-seaworthy, but no one ever knew the status of
vessel, but enquiry identified the lapse. The arbitration
award be made public. We, are a Nation, which never
learned from history, only a year back on 14th August
2002 M.T. Golden Gate spilled Crude in Karachi Harbour,
but matter was hushed and covered up for reasons best
known to vested interest and no lessons were learnt, nor
equipment was procured to combat oil pollution.

During last few year Pakistan has suffered oil pollution
damages from various oil tanker incident, for example:
a) Abandoning of listed and damaged M.T.,Yashick on
our coast in June, 1998 which resulted in a major oil spill
on our Baluchistan Coast
b) Pumping of oil in PQA by an unknown oil tanker in
1996. This resulted not only in ecological damage to our
mangroves and tammar trees but also caused problem to
cooling system of KESC power generating station situated
nearby
c) Major oil pollution caused by M.T. Golden Gate on
14th August 2002, in KPT when she struck and sank a
trawler spilling 1300 tonnes of oil.
d) The catastrophic oil spill (30,000 tonnes) due to the
grounding of M.T. Tasman Spirit at KPT on 27th July,
2003
Besides immediate apparent damage due to visible oil
pollution,, there is continuous and gradual degradation of
our marine environment due to leakages of oil or chemicals
from these wrecks on our coast. The most shocking news
 that the perpetrators of these act  go scot free.

Compensation from oil pollution damages caused by oil
spills are governed by an elaborate international regime.
The original frame work of the regime was 1969
international convention on civil liability for oil pollution
damage (CLC-69) and International Convention for the
establishment of an international fund for compensation
for oil pollution damage 1971. This old regime was amended

in 1992 by two protocols, i.e. CLC 92 and fund 92.

One really wonders the competence of Ministry concerned
despite so many pollutions  ignoring ratification of
conventions, however fortunately CLC-92 was ratified in
the year 2004. It is also worth noting that under CLC-92,
compensation is payable without any contribution, but in
case of Fund-92 contribution is payable to IOPC fund by
the State, which is nominal when Bench marked with
benefits. Remaining aloof and unconcerned due to lack of
competence, non professionals at helm of affairs, with the
happenings around us, in this age of International co-
operation defies logic and not conceivable. As of July 2008,
120 States representing 96.31% of World Tonnage had
ratified CLC-92 and 102 States representing 93.66% of
World Tonnage had ratified fund-92. Realization had
dawned in 2004 to ratify the CLC-92 after persistent
efforts but move to join Fund-92 failed as Petroleum
Ministry and consignees of oil, despite many moves could
not be educated to pay the contribution to safe-guard the
Country against oil pollution damages.

I am giving the benefits which Pakistan may draw in the
event of oil pollution under two regimes.

Under CLC-92: 2005,326 SDR (IMF Standard Drawing
Rights)

Under Fund -92: 135,000,000 SDR (including ship owner’s
share)

The 2000 amendments adopted on 18th October, 2000
which entered into force on Ist November, 2003 raised
the compensation limits by 50 percent compared to the
limits set in the 1992 protocol, as follow:

For a ship not exceeding 5000 gross tonnage, liability is
limited to 4.51 million SDR (US$5.78 million) under the
1992 Protocol, the limit was 3 million SDR (US$3.8
million)

For a ship 5,000 to 140,000 gross tonnage: liability is
limited to 4.51 million SDR (US$5.78 million) plus 631
SDR (US$807) for each additional gross tonne over 5,000
(Under the 1992 Protocol, the limit was 3 million SDR
(US$3.8 million) plus 420 SDR (US$537.6) for each
additional gross tonne)

For a ship over 140,000 gross tonnage: Liability is limited
to 89.77 SDR (US$115 million) (Under the 1992 Protocol,
the limit was 59.7 million SDR (US$76.5 million {source:
IMO}

The daily conversion rates for special drawing rights (SDRs)
can be found on the international Monetary Fund

It is the requirement of CLC-92 that ship-owners maintain
a liability insurance to compensate pollution damages. In
almost all cases Protection & Indemnity (P&I) Clubs act
on owner’s behalf as liability insurers. The States parties
to CLC issue a certificate to ships under their flag, as an
evidence of existence of such insurance. There is no cost
applicable to state, as the liability insurance premium is
paid by ship-owners.

The contributions of Fund-92, on the other hand are paid
by oil importing entities in the signatory states.

MARINE OIL POLLUTION
SAFE GUARD - RATIFY FUND – 92 CONVENTION

By
Capt. Anwar Shah
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The annual contribution for the year 2006 was UK Pound-
Sterling 0.0020156 per tonne of contributing oil
(contribution levels fluctuate depending on the payment
to be made by the Fund-92 against compensation claims).
Although the contributions to Fund-92 are paid by oil
importing entities, only States can be parties to this
Convention.

Financing of the 1992 Fund:
The 1992 Fund is financed by contributions levied on any
person who has received in one calendar year more than
150 000 tonnes of crude oil and heavy fuel oil (contributing
oil) in a State Party to the 1992 Fund Convention.

Basis of Contributions
The levy of contributions is based on reports of oil receipts
in respect of individual contributors. Member States are
required to communicate every year to the 1992 Fund the
name and address of any person in that State who is liable
to contribute, as well as the quantity of contributing oil
received by any such person. This applies whether the
receiver of oil is a Government authority,  a State-owned
company or a private company. Except in the case of
associated persons (subsidiaries and commonly controlled
entities) only persons having received more than 150,000
tonnes of contributing oil in the relevant year should be
reported. Oil is counted for contribution purposes each
time it is received at a port or terminal installation, in a
member State after carriage by sea. The term received
refers to receipt into tankage or storage immediately after
carriage by sea. The place of loading is irrelevant in this
context; the oil may be imported from abroad, carried
from another port in the same State or transported by
ship from an off-shore production rig. Also oil received for

transshipment to another port or received for further
transport by pipeline is considered received for contribution
purchases.

Payment of Contributions
Annual contributions are levied by the 1992 Fund to meet
the anticipated payments of compensation and
administrative expenses during the coming year. Each
contributor pays a specified amount per tonne of
contributing oil received. The amount levied is decided
each year by the Assembly. The Director issues an invoice
to each contributor, following the decision taken by the
Assembly to levy annual contributions. A system of deferred
invoicing exists whereby the Assembly fixes the total
amount to be levied in contributions for a given calendar
year, but decides that only a specific lower total amount
should be  invoiced for payment by 1 March in the following
year, the remaining amount, on a part thereof, to be
invoiced later in the year if it should prove to be necessary.
The contributions are payable by the individual contributors
directly to the 1992 Fund. A State is not responsible for
the payment of contributions levied on contributors in
that State, unless it has voluntarily accepted such
responsibility.

Level of Contributions
Payments made by the 1992 Fund in respect of claims for
compensation for oil pollution damage may vary
considerably from year to year, resulting in fluctuating
levels of contributions. The following table sets out the
contributions levied by the 1992 Fund during the period
1996-2006. All claims are settled out of Court promising
prompt settlement.

Annual Date due Total contribution Contribution per tonne of
UK Pound contributing oil UK Pound.

1996 01.02.1997   4 000 000 0.0110440
01.09.1997 10 000 000 0.0188066

1997 01.02.1998   9 000 000 0.0114295
Maximum deferred

30 000 000 (No deferred levy made)

1998 01.02.1999 28 000 000 0.0400684
01.09.1999   9 000 000 0.0134974

1999
Creditr:
01.03.2000   3 700 000 0.0056367
01.09.2000 53 000 000 0.0552651

2000 01.03.2001 49 500 000 0.0545770
Maximum deferred
Levy 43 000 000 (No deferred levy made)

2001 01.03.2002 41 000 000 0.0428439
Maximum deferred
Levy 21 000 000 (No deferred levy made)

2002 01.03.2003 31 000 000 0.0274518

To conclude, the dilemma with our Governing agencies /
Regulators is that of knowledge and experience and of
course vision for future and ability to see beyond horizon
to safe guard the interest of Barrack (Blessed) Pakistan.
George Bernard Shaw said “ Men are wise in proportion,
not to their experience, but to their capacity for experience.

The way forward, is the Ministry of Ports & shipping
taking the lead, as proposal is resting in their files, by
taking onboard NDMA, Ministry of Petroleum,, so that

oil importing entities PSO, PARCO, NRL, BOSICOR etc
may contribute to the fund. The per litre ex pump impact
on retail price will be negligible with assurance of prompt
payment in case of any oil spill.

The writer is Maritime Advisor to  President,
Karachi Chamber of  Commerce and   Industry.
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LEADERSHIP, MANAGEMENT AND ADMINISTRATION
SKILLS FOR GOOD MASTER MARINER AND OFFICERS.
LAW OF SUCCESS
Dedication like way point & good goals
Always be horizon hard worker for future
All the times must be very good ambitions
Always be think that I can do and I will do
Never ever afraid to solve any problems

TRY AGAIN (Theory)
If we fail in our attempts we should not loose our hearts, Instead we should try, try & try again finally we
success!
Good leaders are people who consider their lives as Godly and for the real 1 leader is God only in whole
universe.

BELIEVE ON GOD / ALLAH
Everything / Anything you can do in the world if you believe God. This means you must blind faith and
excellent believe on Allah.

LEADERS
A man he who doesnot desires to be the head of the world becomes the leader of the world.

WORK HARD
Anything / Everything you can possible in the world if you really work hard.

LEADERSHIP
A study of great leaders shows an enormous diversity in their style of leadership personalities and in their
ethos. The variety of personality, character and style leads me to believe that leadership is an art not a
science.

Global Shortage
Presently there is a chronic global shortage of skills and this is threatening the future of the shipping industry
in the region.

Crew Shortage
The crew shortage is having repercussions on the safety side as well it is happening already. The crew shortage
issue will be top of the agenda in years to come. The Industry could do more.

ON BOARD WITH HRM
It is very well known fact that today the shortage for ship officers and other employees has led to a mounting
effect on the shipping industry.

Several leading players hold this say that manpower shortage is an evil over our industry. Our industry is
set to face further manpower shortages, if timely accurate measures are not placed in tandem to produce
well trained and experienced staff members. Analysts and industry sources are of the opinion that the problem
is growing faster than anticipated in our industrialized arena and could face the brunt of dine consequences.
There is a chronic global shortage of skills and this is threatening the future of the shipping industry in the
region according to several statistics the global industry is set to face a colossal shortage of upto 30000
officers by 2015 and the global tanker industry alone is facing a shortage of about 10000 officers as fleets
are further expected to expand in the forth coming 4 to 5 years.

Till December 2007 the Nos. of ULLCC and VLCC was 171 Nos. and still increasing. The world wide Nos
of seafarers is estimated to be around 1.2 Million currently with a huge number coming from Asia. This crew
shortage is apparent in relation to the number of ship’s currently in order totaling to around 9000 Vessels.
with deliveries averaging 2500 ships annually over the next 3 years.

The crew shortage is also being attributed to the fiend of required experienced officers by the booming LNG
Shipping Sector, which can afford to pay huge salaries. According to the industry observers experienced crew
members are learning oil and Chemical Tankers for the LNG business purely for the sake of earning almost
doub le  the money that  is  in  the o f fered as  compared to  the convent iona l  tankers
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MMSP’s Membership for IFSMA

This is to bring to your kind attention that it has been resolved in the Executive
Committee meeting of the MMSP held on 4th September 2006 to join International
 Federation of Shipmaster’s Association (IFSMA).

Capt. Haleem A. Siddiqui, President MMSP, specially stressed the need and
advised to encourage maximum members of the MMSP to join the said Association.

The objectives of IFSMA are as follows:-

a.

b.

c.

d.

e.

f.

The official Motto of IFSMA is “UNITY FOR SAFETY AT SEA”.

Keeping the above in view, MMSP Executive Committee has concluded that
IFSMA membership will be very useful and will enhance the international image
of MMSP.

MMSP will have to pay to IFSMA an annual subscription of £10 (Rupees twelve
hundred approximately) per member of MMSP.

We trust that you will support this decision and enthusiastically heed to our
advise.

To further professional contact and communication between
Shipmasters on a world-wide scale.

To support and assist to the best of its ability the interests of the
International Maritime Organization (IMO) in its endeavors to
maintain and increase maritime safety.

To work with those international Organizations involved in regulating
maritime safety and other maritime matters regarding transportation
by way of sea routes and in all other uses of the oceans and seas of
the world.

To further cooperation between Shipmasters and Ship-owners and
National Administrations, and to promote mutual interest in safety
at sea and pollution prevention.

To further the establishment of international professional standards
for Shipmasters and other ranks and recognized adequate manning
scales.

Continuously to strive to maintain the professional standards at a
level commensurate with general technological and social changes
and progress.




