
It is well established that efficiency at ports
is crucial to the overall efficiency of the
transport logistics chain. However, a port is
only as good, and its development only as
viable, as the transport networks linking the
ports to centers of production and
consumption. As identified in Chapter 1, the
links to other modes of transport are critical
for the overall logistics chain to function
well and fulfill its objective of facilitating
trade. The importance of well-functioning

links to ensure the efficient transit of goods
across borders is even more critical for the
15 landlocked countries of Africa.

In Africa, the efficiency of the transport
chain and of the maritime services is
hampered by poor connectivity to markets,
resulting from the poor quality and high cost
of land transport infrastructure. In addition
to the inadequacy of “soft” infrastructure
examined in Chapter 3, poor connectivity
results from the underdevelopment and
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poor condition of “hard” physical infra-
structure along the overland transport chain.
Typically, the development of road and
railroad transport corridors — and in some
cases inland waterways — has been limited
(often one main line with various feeders of
low quality). Lack of proper maintenance of
roads and railroads aggravates the problem.
In the case of river transport, the absence of
navigable rivers into the hinterland limits the
use of such a mode of transport. 

This poor connectivity raises freight
costs at destination, particularly for
landlocked countries who have to rely on
interstate transit corridors to access ports.
The low quality of inland transport contri-
butes to the bottlenecks at the ports, as
identified in Chapter 2. As a result, port
services such as containerization and
intermodalism1 are underdeveloped across
the continent. In addition, land transport
costs in Africa tend to be higher (per unit
distance) and more important (as a share of
total transport) than in other regions.
According to recent estimates, transport
costs for most African landlocked countries
range from 15 to 20 percent of import costs
— which is three to four times higher than
in most developed countries (Teravanin-
thorn and Raballand, 2009: 2).

However, the transport problems for
business and traders in Africa do not relate
solely to the hard infrastructure. They are
also about the soft component of
infrastructure, relating to the efficiency of
customs and other border agencies, and to

the affordability of arranging international
shipments. And for the 15 landlocked
countries in Africa, they are also about the
costs related to transshipment. The
weakness of the logistics systems in Africa
raises overall trade costs and impacts
landlocked countries the most.

This chapter deals with connectivity in
Africa through transport networks and the
movement of goods in and out of ports. The
section that follows this introduction
describes the quality of connectivity and
intermodalism across the continent. It
summarizes the state of the road, railroad,
and inland waterway networks needed to
bring the goods from the factories to the
market and from the ports to the consumers.
The appraisal leads to the conclusion that
the entire transport network needs to be
overhauled.2 The discussion then turns to
the landlocked countries that suffer most
from the poor functioning of the transport
corridors. Trade facilitation measures are
then examined, i.e. the steps that could be
taken at the national, regional, and
international levels to facilitate trade; steps
that would benefit greatly the landlocked
countries. The analysis then moves on to
evaluate the overall costs of the poor
connectivity of African countries by
comparing recent end-to-end freight quotes
from different African countries to a
European port (Rotterdam). Suggestive
estimates of the ad-valorem tariff equivalent
of the poor performance of the logistics
chain are also provided. The chapter
concludes with policy recommendations.

108 African Development Report 2010

1 Intermodalism implies the use of two or more
modes of transport in an integrated manner in a
door-to-door transport chain (OECD, 2001).

2 Much of the analysis in this chapter draws on the
recent AICD report (World Bank, 2009).
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The Quality of Connectivity and
Intermodalism in Africa

Ports constitute the main nexus for the bulk
of African international trade; however, the
transport of goods involves several modes of
transport to connect producers and
consumers in Africa to foreign markets. Most
African countries face a double-bind in
terms of geographic characteristics: they are
very large in terms of surface area yet small
in terms of population, with large distances
between areas of high population density
and areas of production. 

To connect ports to the markets, there
are three principal modes of transport:
roads, railroads, and inland waterways. All
three demonstrate low network densities,
mirroring the low population density across
the continent. In this respect, Africa fares
worse than low-income countries in other
global regions. As emphasized by the litera-
ture on economic geography (Krugman,
1991), the low population density also
explains the lack of industrial agglomera-
tion, as it is often cheaper to supply the
sparse African population with goods from
abroad, in spite of high transport costs.

Links to the hinterland — both railroads
and roads — are weak, for the reasons
indicated in Figure 4.1. In these circum-
stances, there develops a “vicious circle” of
underinvestment, delapidation of the
physical condition of rails/roads, and low
trade volumes. First, the low level of
hinterland and interregional trade does not
justify investments (including investments
for maintenance) in infrastructures like
roads and railroads, which carry high fixed
costs. This then leads to the dilapidated
condition of much of the infrastructure,

resulting in high rehabilitation costs. The
substandard state of the road and railroad
networks results in delays, the slow
movement of goods, and to high main-
tenance costs for the rolling stock on the
railroads, and the trucks on the road. All of
these characteristics contribute to high trade
costs, which in turn lead to a low volume of
trade and low per capita income. Yet, in a
number of countries, the asset value of the
road network exceeds 30 percent of GDP
and road density is high relative to the
continent’s income and hence its ability to
pay for maintenance (World Bank, 2009).

Figure 4.2 shows an index of the overall
quality of infrastructure drawn from opinion
surveys administered to multinational
enterprises. It gives a breakdown between
North African, SSA and remaining countries.
This composite index adds airports,
railroads and roads to the port index
presented in Chapter 3. As in the case of the
port index, it shows a close link between the
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Figure 4.1: The vicious circle of African
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quality of overall infrastructure and per
capita income. Across countries, there is a
close correlation among the values of all the
infrastructure indices, illustrating the inter-
connections illustrated in Figure 4.1. So if
along the transport chain one link is weak,
then the others are weak. Moreover, in the
absence of other modes of transport (as is
the case in most of SSA), it is the weakest
link that determines the overall connectivity
along the transport chain.

A similar picture emerges from the
rankings of the Logistics Performance Index
(LPI) in Table 4.1, which shows that SSA

countries have a low ranking according to
this index as well. The LPI ranks the quality
of the logistics environment for 150
countries, based on data obtained from a
web-based questionnaire administered to
professionals in logistics service companies.
The LPI has the advantage of providing
measures of logistics and trade facilitation
costs gathered from the same source.

South Africa has the best score in Africa
with a ranking of 28 and a value of 3.46,
followed by Senegal (2.86) and Tunisia
(2.84) (see Annex 4.1 for all the LPI rankings
by country). The quality of customs services
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Figure 4.2: Quality of infrastructure and income per capita

Source: Portugal and Perez Wilson, 2009b (Table 2).

Note: The index is for the sample of countries used in the regional averages reported in Figure 3.3a. Income per capita

is expressed in logarithms and maximum value for the index is unity when a score of unity is obtained for each

component.
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and of infrastructure are an integral part of
the logistics chain. This poor logistics
performance affects adversely the con-
nectivity and transit of goods between the
ports and the hinterland.

Roads

Roads are the predominant mode for freight
and passenger transport in Africa and
comprise the main connections from a port
to the rest of a country (Map 4.1). The
national road densities in SSA are lower than
in low-income countries in other global
regions. According to recent estimates (see
Figure 4.3), 80 percent of the main road

network is in good or fair condition and the
current value of the national road network is
at least 70 percent of its potential (World
Bank 2009: Chapter 10).

With the institutional reforms introduced
across a large number of African countries in
recent years, most African countries now
have road funds supported by fuel levies.
Many others have autonomous road
agencies that contract out to specialist
maintenance agencies. Yet, more remains to
be done in the 24 countries surveyed for the
African Infrastructure Country Diagnostic
(AICD): fuel levies are often too low and
road funds and agencies do not meet
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Table 4.1: Logistics Performance Index by region, 2010

Region LPI Customs Infra- International Logistics Tracking Time- 

structure shipments competence & tracing liness

Europe & Central 2.74 2.35 2.41 2.92 2.60 2.75 3.33

Asia (regional 

average)

Latin America & 2.74 2.38 2.46 2.70 2.62 2.84 3.41

Caribbean

(regional average)

East Asia & 2.73 2.41 2.46 2.79 2.58 2.74 3.33

Pacific (regional 

average)

Middle East & 2.60 2.33 2.36 2.65 2.53 2.46 3.22

North Africa

(regional average)

South Asia 2.49 2.22 2.13 2.61 2.33 2.53 3.04

(regional average)

Sub-Saharan 2.42 2.18 2.05 2.51 2.28 2.49 2.94

Africa (regional 

average)

Source: World Bank (2010).
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international best-design criteria. For
example, fuel levies vary enormously across
countries from US$ 0.16 to US$ 0.3 per liter
(the latter considered to be the minimum for
adequate road maintenance). Evasion,
extortion, and delays contribute to low
collection rates. Toll roads only operate in

0.1 percent of the region’s classified road
network, and almost all of these are in South
Africa. Even though two-thirds of the 24
countries in the sample have a road agency,
only one-third of the agency boards have
private representation (World Bank, 2009:
Chapter 10).
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Map 4.1: Road network in Africa
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Most of the reforms have sought to
improve the urban road networks and have
failed to tackle rural areas, consequently the
transport infrastructure gap is daunting in
rural hinterlands. One of the Millennium
Development Goals (MDGs) transport-
related targets, endorsed by the African heads
of state through the African Union in 2005, is
to halve the proportion of the rural
population living beyond 2 km of an all-
weather road. Currently only 34 percent of
the rural African population (bearing in mind

that 70 percent of the African population is
rural) meets this target. Furthermore, out of
2.1 million km of roads in Africa, only 21
percent are paved, compared to the world
average of 50 percent paved. This situation
isolates people from basic services, transport
corridors, trade hubs and economic
opportunities, and of course from ports.
Given that African exports consist principally
of primary commodities, poor road networks
that fail to link production areas to ports
constitute a major barrier to trade.
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Figure 4.3: Condition of the African road network

Source: AICD Database (World Bank, 2009).
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Even in towns and cities, where there has
been greater progress, the development of
road networks has not kept pace with the
rapid urbanization witnessed since the
1970s. In 2007, 40 percent of the African
population was living in urban areas and this
ratio is expected to increase to 61 percent by
2050 (United Nations, 2008). To avoid
congestion problems and to capture the
expected economic benefits of urbanization,
sound transport infrastructures are urgently
needed. In addition to the urban congestion
problem, major African agglomerations are
still poorly linked to one another. 

The region’s main trunk network, which
is comprised of trading corridors that link
seaports to the hinterland, only includes
10,000 km of road. According to estimates
for a Trans-African Highway (TAH),
between 60,000 and 100,000 km of new
roads are required to provide intra-
continental connectivity. This would cost
about US$ 47 billion over 15 years with
estimated benefits of about US$ 250 billion
(see details in Annex 4.2).

Buys et al. (2006) investigate the potential
trade benefits of investing in upgrading and
maintaining this TAH network. The proposed
network would link 83 major cities with a
length of about 100,000 km. Buys et al.
estimate that intra-African trade, as a whole,
can be expected to increase from US$ 10
billion to about US$ 30 billion per year, while
initial investments and annual maintenance
costs would be relatively moderate over the
course of the investment cycle. For instance,
an upgrade of the road from Bangui in the
Central African Republic to Kisangani in
Congo DR is expected to increase the volume
of trade by 7.9 percent.

However, as emphasized in Chapter 3 of
this report, adequate road connectivity
involves more than just hard infrastructure.
Africa continues to be handicapped by high
road freight tariffs driven by high profit
margins rather than high costs (defective
roads). For example, in Central and West
Africa particularly, trucking industry cartels
practice tour de rôle3 traffic allocation, and
dispatching practices are responsible for low
vehicle mileage and poor fleet quality.

Railroads

There are approximately 89,000 km of
railroads in Africa (Map 4.2). These are
usually single lines going inland from
coastal seaports, with few rail inter-
connections. The railroad networks in Africa
are historically linked to ports, as they were
originally built between seaports and mining
sites. For this reason they were usually state-
owned, or developed and owned by mining
companies. Even though concessioning has
met with some success and has increased
traffic volumes (see Figure 4.4) as well as
labor productivity, railroads remain poorly
developed across the continent.

Several factors contribute to the weak
rail infrastructure. First, relations with
governments have traditionally been
difficult as the private operators have not
received sufficient compensation for loss-
making passenger service routes. Second,
concessionaires have restricted expenditure
of their own funds to cover day-to-day
maintenance, not infrastructure as was
hoped for by the governments. Third, rail
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3 Prioritized assignment system: transport
operators are assigned by turn.
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and traffic densities are low compared to
other sparsely populated countries like
Australia, Canada, and China, where
densities are between 5 and 7. By contrast,
in most African countries the density is
between 1 and 6 (excluding the 13 countries

that have no operating railroad.)4 Fourth, 
as pointed out in Chapter 1, there is an
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4 Spatial density is measured in route-km per
1,000 sq km. The density for European countries is
in the range of 20–100, whereas it is 16 for South
Africa, the country with the highest density in Africa.

Map 4.2: Railroad network in Africa
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imbalance in the structure of African trade,
so that it is not unusual to have a large
differential between inbound and outbound
freight traffic. 

Few African railroads (apart from the
network in East Africa and the network
extending North in South Africa) traverse
international borders. Almost all carry
passenger traffic (there are no freight-only
railways) on end-to-end traffic. Major
infrastructure problems associated with
aging railroads (insufficient ballast, decrepit
structures, rail wear, poor rail signaling)
raise the costs of rehabilitation compared
with existing traffic and revenues. A further

factor contributing to poor performance is
that the network (which often originated as
an add-on to the mine rail lines) is
disconnected and rarely lies at the center of
economic activity. At the end of 2008, there
were only 47 railroads operating in 32
countries in Sub-Saharan Africa, pointing to
low demand. 

The level and quality of the railroad
infrastructure are very weak. With low
demand and with competition from the road
network, the vicious circle identified in
Figure 4.1 translates into a perceived
dwindling of the importance of this
subsector other than for the transport of
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Figure 4.4: Railroad traffic volumes, 2001–2005

Source: AICD database (World Bank, 2009).

STATE-OWNED CONCESSIONED

T
ra

ff
ic

 u
n
it
s
 (

m
ill

io
n
)

Passenger-km Net tonne-km

2000

1800

1600

1400

1200

1000

800

600

400

200

0 N
a
m

ib
ia

S
u
d
a
n

T
a
z
a
ra

B
o
ts

w
a
n
a

S
w

a
z
ila

n
d

D
R

C
 (S

N
C

C
)

C
F

M

C
o
n
g
o

G
h
a
n
a

E
th

io
p
ia

B
e
n
in

D
R

C
 (C

F
M

K
)

N
ig

e
ria

F
C

E

G
a
b
o
n

K
e
n
y
a

T
a
n
z
a
n
ia

C
a
m

ra
il

S
ita

ra
il

Z
a
m

b
ia

T
ra

n
s
ra

il

U
g
a
n
d
a

B
e
ira

N
a
c
a
la

M
a
la

w
i

M
a
d
a
ra

il

(E) AfricanBank 2010 Ch4  8/10/10  10:33  Page 116



mineral goods. Without financing asset
renewal and rehabilitation, competition
from road networks will jeopardize the
survival of railroad networks for passenger
traffic and general cargo.

Inland Waterways and Inland Ports

(i) Inland waterways

This mode of transport offers an alternative
for landlocked countries in terms of the
transit of primary products. This is an
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Map 4.3: Major Rivers of Africa
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inexpensive, energy-efficient, and environ-
mentally friendly form of transport,
particularly for the 29 African countries with
navigable waterways. However, this mode
of transport in Africa is in decline (World
Bank, 2009). 

The main African inland waterways
comprise four rivers (Nile, Congo, Niger,
and Zambezi Rivers) and three lakes
(Victoria, Tanganyika, and Malawi). In East
and South Africa, lakes Victoria, Tanganyika,
and Malawi used to be crucial for transit and
intraregional trade. Lake Victoria was of
particular importance, offering services that
formed part of the railroad system, linking
the rail heads at the inland ports of Kisumu
(Kenya), Bell (Uganda), and Mwanza
(Tanzania). In Kenya and Uganda, lake
operations were concessioned together with
the railroad system, while in Tanzania lake
services were separated from the railroads.
On Lake Victoria, only one service is
currently operating and some of the railroad
track linking to the ports is in poor
condition, especially in Kenya. 

The renewed interest in this mode of
transport in Southern Africa led to the
redevelopment of the Shire–Zambezi
Waterway Project, which was adopted as a
priority project by both the SADC and
COMESA. The overall objective of the
project is to develop a waterway at the heart
of regional transport corridors, to foster
regional integration and open up new
outlets to the sea for SADC countries (Box
4.1).

A comparable situation prevails in West
and Central Africa, where the Congo basin
has a navigable network of 12,000 km,
covering nearly 4 million sq km across nine

countries. In principle, this could be a very
valuable resource in a multimodal transport
network. 

To tackle this missed potential, the
Executive Secretary of CEMAC took action in
2005 and invited the Cameroon, Congo,
DRC, and CAR governments to establish the
Commission Internationale du Bassin
Congo-Oubangui-Sangha (CICOS) with the
aim of improving the physical and regula-
tory arrangements for inland navigation.
With sufficient trust and supranational
delegation of authority, and drawing on the
example of the Shire–Zambezi Waterway
Project, this cooperative effort could prove
to be successful. 

(ii) Inland ports

Along the transport chain, seaports are not
the only nodes. Dry ports, also called inland
ports, offer an important support to transport
links like roads, railroads, and waterways.
Many African countries have developed
inland ports, which serve two broad
functions: (i) as transshipment facilities from
one transport mode to another and (ii) as
local and regional distribution and
consolidation centers. Inland terminals and
logistics hubs are usually located at major rail
heads or ports, and often incorporate
customs facilities and bonded warehouses.
Virtually all African ports require near-port
terminals in order to improve port access
and efficiency, but very few are being
developed. Typically, the near-port hub
should be close enough to the port to be
linked with a trailer shuttle service, and also
to expand the export stacking areas.

In principle, dry ports would be a very
useful asset in a multimodal transport
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network and their development would
accelerate the spread of containerization
throughout Africa. They also facilitate in a
large measure the movement of goods from
point of origin to final destination without
the need for customs control, or any
handling en route, other than at the point of
transfer between the modes. 

In Africa, this waterway mode of
transport is affected by outdated and
insufficient infrastructure, compounded by

inadequate channel markings, substandard
maintenance, poor regulation, and numer-
ous nonphysical barriers to the movement of
goods. Owing to the relatively poor and
declining performance of rail intermodal
freight in Africa, the development of major
inland terminals and hubs has not really
taken off, except in South Africa and
isolated locations on inland waterways and
lakes, such as Port Bell in Uganda. Traffic at
the City Deep terminal in South Africa,
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Box 4.1: The Shire–Zambezi Waterway Project

Infrastructure development is high on landlocked Malawi’s list of priorities to stimulate growth. The

Shire–Zambezi waterway will provide the country with a crucial multimodal inland transport linkage with its

neighbors and the entire region. The project is an example of successful regional cooperation, putting a

waterway at the heart of regional integration and regional transport corridors. In this way, it aims to open up

new outlets to the sea for SADC countries. The project will also help to reduce costs for investment in key

export products.

The project comprises the following components:

• Construction of a 238-km waterway that will link landlocked Malawi’s inland port of Nsanje to

Mozambique’s Indian Ocean port of Chinde (a reduction of transport distance to one-sixth of current

levels);

• Building of berths and port buildings and the replacement of certain dysfunctional port structures,

especially to allow barges and medium seagoing vessels between Chinde and Nsanje. This would

open up direct waterway access to the Indian Ocean;

• Dredging and conversion of the Shire–Zambezi waterway into a more modern canal and the setting

up of container stacking;

• Construction and rehabilitation of a range of interlinked roads within the corridor area (from Malawi’s

lakeshore town of Salima through Lilongwe to Zambia; Malawi’s lake port of Nkhata bay into Zambia,

Rwanda and Burundi; and Nsanje to Malawi’s tea growing district of Thyolo);

• Rehabilitation and construction of the railroad from Nsanje through the Malawian cities of Blantyre and

Lilongwe to Chipata, in Zambia.

The expected outcomes are:

• US$ 250 million of savings per annum on direct transport costs for Malawi, Zambia, and Mozambique

and a general reduction in transport costs;

• Increase in competitiveness of exports and enhanced opportunities for diversification.

Source: Standard Bank (2008).
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which is the prime intermodal hub in the
Southern Africa subregion, has gradually
declined over the past 20 years, carrying
only 20 percent of the container traffic on
the main Durban corridor. However, the
implementation of new terminal operating
procedures and new investment during
2008/09 have resulted in a dramatic
improvement from 5 to 19 trains per day.

African Infrastructure: The Pressing
Need for Rehabilitation and
Maintenance

Typically, per capita expenditures on
infrastructure increase in parallel with
income per capita. In absolute terms, per
capita expenditure on infrastructure is low,
at around US$ 20–40 per year (Briceno-
Garmendia et al., 2008). Yet once external
finance — which accounts for about 35
percent of all expenditures — is taken into

account, expenditures amount to 6–8
percent of average GDP in SSA. This breaks
down into US$ 20.5 billion on operation and
maintenance of infrastructure and another
US$ 24.9 billion on capital expenditure
(Table 4.2). 

Nonetheless, maintenance expenditures
are insufficient, contributing to the
deterioration of African hard infrastructure.
Like port infrastructure, the construction and
maintenance of national road and railroad
networks are usually funded from the public
sector. Where concessioning has occurred,
investments have been for maintenance
rather than capital expenditures. The only
exceptions are for the ICT and power
sectors, which have been more successful in
attracting private infrastructure expenditures
(see Table 4.2). Overall, less than 9 percent
of capital expenditures in the transport
sector has come from the private sector.
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Table 4.2: Current infrastructure spending in Sub-Saharan Africa (US$ billion)

Sector Operation & Capital Expenditure Total

Maintenance  Spending

of Public Public ODA Non- PPI* Total

Sector Sector OECD Finance Cap.

Exp.

ICT 2.0 1.3 0.0 0.0 5.7 7.0 9.0

Power 7.0 2.4 0.7 1.1 0.5 4.6 11.6

Transport 7.8 4.5 1.8 1.1 1.1 8.4 16.2

WSS 3.1 1.1 1.2 0.2 2.1 4.6 7.6

Irrigation 0.6 0.3 — — — 0.3 0.9

Total 20.5 9.4 3.6 2.5 9.4 24.9 45.3

Source: World Bank (2009, table 4).

* PPI = Private Participation in Infrastructure.
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According to the recent estimates of the
AICD report (World Bank, 2009), a financing
gap of around 5 percent of GDP (split
equally between maintenance and capital
expenditures) needs to be bridged for all the
infrastructure sectors. About 40 percent of
rural roads and railroads plus 25 percent of
main highways are in need of rehabilitation.
This situation reflects a legacy of under-
funding for maintenance, which is
attributable to two main factors. First, there
is the competition for government funds
from other social sectors (health, education,
etc.). Second, there is the under-collection
of revenues, especially in the power and
utilities subsectors. 

To give an example, Nyangaga (2002)
estimated that by the end of the 1980s, almost
2 million km of road in SSA (with a
replacement cost of at least US$ 170 billion)
were in need of repair, requiring an annual
expenditure of between US$ 2–3 billion for
routine and periodic maintenance. In
response to this challenge, UNECA and the
World Bank launched the Sub-Saharan Africa
Transport Program (SSATP). This is a unique
partnership of 35 African countries, 8
Regional Economic Communities (RECs), 3
African institutions (UNECA and AU/
NEPAD), national and regional organizations,
as well as international development partners,
all seeking to ensure that transport plays its
full part in achieving the development goals
of SSA. One of the components of SSATP is
the Road Maintenance Initiative (RMI), which
aims to “commercialize” the road sector by
charging user fees.5

In response to the RMI, many countries
earmarked selected road-related taxes and
charges and deposited them into a special
off-budget account, or road fund, to support
spending on roads. The performance of such
funds was generally quite poor. Common
problems were: inadequate financial
management; absence of independent
audits; extensive use of funds for
unauthorized expenditures; diversion of
funds; and weak oversight. As a result, most
of the “first-generation” road funds have
been closed down and replaced by “second-
generation” road funds.6 Second-generation
road funds are now a significant feature of
sector reform programs and strategies for
improving road maintenance. Today 27 SSA
countries have established road funds and
this number is likely to increase in the
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5 The success of the “first-generation” road funds
was thought to be dependent on four

prerequisites: (i) creating ownership by involving
road users in funding and management of roads to
generate support for adequate road funding and also
to control national agencies’ monopoly power; (ii)
securing an adequate and stable flow of funding
based on dedicated user charges; (iii) securing a
clear delimitation of all responsibilities and their
appropriate assignment with matching authority; and
(iv) strengthening management of roads by
introducing sound business practices to obtain value
for money.

6 The characteristics of “second-generation” road
funds are: (i) a sound legal basis, i.e. a separate road
fund administration, clear rules and regulations; (ii)
strong oversight, i.e. a broad-based private/public
board; (iii) an agency that is a purchaser and not a
provider of road maintenance services; (iv) revenues
incremental to the budget and coming from charges
related to road use, like fuel levies, and channeled
directly to the Road Fund bank account; (v) sound
financial management systems, lean efficient
administrative structures; and (vi) regular technical
and financial audits.
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coming years as a result of ongoing reforms
in West and Central Africa. Despite the
creation of autonomous entities responsible
for the management of road networks, most
SSA countries still face difficulties in fully
commercializing the road sector. 

For railroads, for reasons discussed
above, classic concessions have been unable
to attract long-term infrastructure investments
from the private sector. Substantial public
funding will continue to be necessary and
some form of guaranteed compensation
scheme is required to compensate operators
on unprofitable carrier services. The main
issue is to determine the level of expenditure
that African railroads can afford, given the
low density of traffic and the competition
from roads. According to the recent estimates
in the AICD report (World Bank, 2009), long-
term maintenance requires an investment of
US$ 3 billion to rehabilitate tracks; this could
be spread over a 10-year period. Excluding
South Africa, once the rehabilitation has
taken place, a steady-state ongoing budget of
US$ 100 million per annum is needed for
track reconstruction. As to the rolling stock, a
freight charge of US$ 0.04 per tonne-km or
passenger-km (close to the average rates in
current practice) would be sufficient to
replace the depreciated stock (World Bank,
2009: Chapter 11).

The Plight of Landlocked
Countries

Africa is the continent with the highest
concentration (15) of landlocked developing
countries (LLDCs). According to the gravity
model estimates of Limão and Venables
(2001), the median landlocked country’s
transport costs for a standard 20-ft container

are 46 percent higher than the equivalent
costs for a median coastal economy. They
also find that distance explains only 10
percent of the change in the transport costs.
Poor road infrastructure represents 40
percent of the transport costs predicted for
coastal countries and 60 percent for
landlocked countries. 

These estimates are corroborated by the
freight charges from different countries to a
European port (Rotterdam), as posted on the
Internet in 2008 by Maersk, a global shipper
(Figure 4.5). Being landlocked imposes a
large premium on overall freight costs, for a
standard 20-ft container. For example, Mali
and other LLDCs pay large premia above
ocean freight costs. 

Both sets of estimates confirm that global
market access for landlocked countries
depends heavily on regional infrastructure
and links to ports. This justifies the focal areas
delineated in the Almaty Program of Action,7

among them: (i) transport infrastructure at the
national level; (ii) international laws and
treaties; and (iii) cross-border cooperation. 
In addition, as shown in the examples
developed here, transit logistics costs need to
be improved. In particular, improvements call
for the development of transit corridors.

Transit and Trade Corridors in Africa

A corridor is the geographical concentration
of transport infrastructures and transit
activities between two or more economic
centers, linking them to one another and to
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7 The Almaty Program of Action was established
in 2003 and a roadmap was drawn up by the UN-
OHRLLS specifically to address the needs of
landlocked countries. 
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international markets (Figure 4.6). Ports are
one of the gateway nodes on corridors, as
they constitute a direct link to external
markets. The corridor approach to improv-
ing connectivity is gaining momentum and
most of the transport sector strategy in Africa
is based on the development of transport
corridors.

The major transport corridors in Africa
are:

• Africa-wide: the Trans-Africa
Highway (TAH) project;

• West Africa: the Abidjan–Lagos and
the Bamako–Ouagadougou–Lomé
Corridors; 

• Central Africa: the CEMAC Corridor; 
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Figure 4.5: Transport costs from selected cities to a European port (Rotterdam), 2008
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• East Africa: the Northern Corridor;
• Southern Africa: the North–South

Corridor, the Maputo Corridor, and
the Wallis Bay Corridors.

Annex 4.2 provides detailed information on
these corridors, while Table 4.3 lists the main
corridors linking African LLDCs to a seaport.

Regional corridors are vital for Africa’s
landlocked countries, as they provide them
with access to the sea and to export markets;
but benefits from transit traffic through
corridors can be as substantial for coastal
countries. For example, in Kenya in 1990,
transit traffic yielded a net value added of
US$ 53 million, while Tanzania could
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Map 4.4: Major African Corridors
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increase its annual foreign exchange earnings
by 12–18 percent if it were to improve the
management of its transit traffic system.

All corridors face the same kind of
barriers to transit: long transport delays, high
costs, poor infrastructure level, and a lack of
institutional harmonization between the
countries involved. The users along the
corridor may also be subject to extortion
along the multiple roadblocks and
checkpoints. Table 4.4 indicates the large

number of checkpoints on selected road
corridors in West Africa. The Lagos–Abidjan
highway, in particular, has a very high
number of checkpoints (7 per 100 km).

The North–South Corridor

The busiest traffic occurs on the North–
South Corridor (NSC), which is the most
efficient in Africa. The NSC serves as an
example for other subregions (in particular
West Africa) of the gains that can be
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Table 4.3: Corridors linking landlocked countries (LLCs) and ports

Regional Corridors

West Africa Central Africa East Africa Southern Africa

Main ports of entry Abidjan, Tema, Lomé, Douala Mombasa, Durban, Maputo,

Cotonou, Dakar Dar-es-Salaam Bera, Dar-es-Salaam

LLC served Mali, Burkina Faso, Chad, CAR Uganda, Rwanda, Botswana, Malawi, 

Niger Burundi, East of DRC Zambia, Zimbabwe, 

South of DRC

Source: Teravaninthorn and Raballand (2009).

Figure 4.6: Transit of Goods along a Corridor
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anticipated from “deep” regional integration
(i.e. regional integration that goes beyond
establishing free trade by taking measures to
reduce behind-the-border costs). In spite of
the need for further improvements, the
North–South Corridor (NSC), linking
Kolwezi in DR Congo to the southern ports
(mainly the port of Durban in South Africa)
more than 3,500 km away and to the port of
Dar es Salaam, serves as an adequate
connector for all the southern and east
Africa regional transport corridors and ports.
Success in achieving further improvements
rests on more extensive harmonization at
the regional level (see Annex 4.2). 

The efficient and improved performance
of the NSC is considered to be a key
economic driver for the region and has been
developed as a pilot Aid for Trade (AfT)
program by the COMESA–EAC–SADC
Tripartite (see Box 5.7). As such, it has
attracted considerable donor and institu-
tional financial commitments for infra-
structure improvements and upgrades.

Yet, as can be seen from Figure 4.7,
delays along the NSC are still important.

Figure 4.7 gives travel times and border-
crossing times between main towns on the
corridor. However, it should be borne in
mind that these are only averages. Travel
times vary considerably according to a
number of factors: type of cargo (whether
break bulk, containerized, tankers,
perishable goods, etc.); the direction of
travel; whether the cargo is in transit or not;
and by the quality of the “soft” infrastructure
(i.e. whether the computerized systems are
functioning and papers are cleared rapidly).

It can be seen that the journey from
Kolwezi to City Deep (in Johannesburg
which is an Inland Container Depot) takes
on average 15–20 days, with 10–15 days of
downtime at the border crossings. To give
an example of the trade-offs involved, and
of the uncertainties faced by transporters, if
a transporter chooses to use the route
through Botswana, his payload will be
restricted because the ferry at Kasungula
across the Zambezi has a maximum gross
vehicle mass (GVM) of 45 tonnes, compared
to the maximum GVM of 56 tonnes for the
road network as a whole. In addition, the
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Table 4.4: Checkpoints on selected road corridors in West Africa

Highways Distance (km) No. of Checkpoints Checkpoints per 100 km

Lagos–Abidjan 992 69 7

Cotonou–Niamey 1,036 34 3

Lomé–Ouagadougou 989 34 4

Accra–Ouagadougou 972 15 2

Abidjan–Ouagadougou 1,122 37 3

Niamey–Ouagadougou 529 20 4

Source: ECOWAS Official Site (2003).
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journey time is longer and the time saved at
border crossings is minimal, if any. The
same is true if a transporter chooses to cross
into Botswana at Kasungula and into South
Africa at Labatse (Gaborone) instead of
Martins Drift.

The easiest and quickest way to reduce
transport costs along the North–South
Corridor is to reduce the time taken at
border posts by converting them into one-
stop border posts (OSBPs). If all the
necessary steps were to be carried out
(infrastructure upgrades, systems upgrades,
streamlining of procedures [see Box 4.3]),
waiting times at borders could be cut by at
least half. Upgrading the road and bridge
infrastructure along sections in disrepair

would save additional time. Likewise, new
bridges are needed at river crossings (at
Kasungula and at Tete in particular). These
upgrades would produce multiple benefits:
savings brought about by reducing queues
(since there are long queues at both the
ferry crossing at Kasungula and the bridge at
Tete) and savings in running times for
trucks, lower costs for truck maintenance,
and less accidents. In contrast, reducing
informal payments would have a marginal
impact on transport costs and prices. 

Trade Facilitation Measures 

Trade facilitation measures reduce trade
costs. Some trade facilitation measures, such
as the introduction of information and
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Figure 4.7: Distances, journey times (and waiting times at borders) between the main

towns on the North–South Corridor

Source: Pearson and Giersen (2009, diagram 1).

Note: Distances are for southbound traffic — times are averages.
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communications technology (ICT) systems
to replace paperwork at customs, can be
taken at the national level. For most costs
relating to international trade, trade
facilitation requires some kind of coopera-
tion either at the regional or multilateral
level. Effective cooperation to improve trade
facilitation at the international level is the
hardest to achieve because agreement must
be reached among many parties, who often
have conflicting interests. This section gives
examples of trade facilitation measures that
can help to reduce trade costs, starting with
national and regional measures, and then
discussing measures that could be taken
multilaterally. 

National and Regional Measures 

(i) Customs — time at borders

Delays at the border are costly. In Asia, each
day costs around US$ 370 for a 40-ft
container according to estimates for
landlocked countries (Arvis et al., 2007;
Appendix 4). However, several trade facilita-
tion measures can be taken to reduce these
costs. Three are described here: (i) the use
of ICT to reduce and speed up paperwork at
the national level; (ii) establishment of one-
stop-border-posts (OSBPs) and (ii) the
Transports Internationaux Routiers (TIR).
The latter two require regional cooperation. 

The introduction of ICT and electronic
platforms reduces trade costs along several
dimensions. One successful example of this
is Tradenet (TTN), an IT-based virtual
platform that processes the various export
and import formalities through ports. TTN
(see Box 4.2) uses a single electronic
window that allows all documents related to
transit to be accessible to all the operators:

companies, banks, forwarding and commis-
sioners’ customs agents, carriers, and
shipping agents. The introduction of this
single electronic window has reduced the
cost of doing business by allowing all the
procedures to take place with no paper, no
displacement, and no personal contact, all
of which significantly diminishes the risk of
corruption. The electronic form also ensures
the consistency of all documents, since they
can be updated online and are visible to all
operators instantaneously. This increases the
transparency of the processes and the
traceability of all operations.

Other trade facilitation measures, such as
one-stop-border posts (OSBPs), require
regional cooperation. This is a border post
shared by two adjacent countries to conduct
jointly cross-border and security clearance
procedures. Practically, an OSBP relates to a
situation where the goods moving in the
same direction are on the same gateway,
and officials from the two countries are
located in a single location. It is a practical
way to minimize duplication of controls and
so reduce the clearance processing times
and costs involved in crossing borders by
unifying border control processes within a
single operating sequence. This also reduces
the opportunity for a fraudulent exchange of
invoices (Box 4.3). 

Along the North–South Corridor, the
RECs (with COMESA as the lead agency) are
piloting an OSBP at Chirundu, the border
post between Zambia and Zimbabwe, which
opened in December 2009. The respective
governments provided the political support
needed to implement an OSBP under a
bilateral agreement. With assistance from
JICA and DfID, the two governments have
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constructed new buildings and a new bridge
over the Zambezi River. They have also
passed national legislation to allow an OSBP
to operate8 and a single operating pro-
cedure that permits all exit and entry
documentation to be submitted in a
consolidated manner at one time. 

The time saved at a fully functioning
OSBP creates economic and social benefits.
The economic benefits include a reduction

in red tape and transport costs. The social
benefits include a reduction in the infection
rates of HIV/AIDS and other sexually
transmitted diseases, as truck drivers spend
less time at border posts.

However, OSBP implies the harmon-
ization of customs procedures and
legislation, and hence cooperation. Even if
the principle is simple, the planning and
procedures are complex. To speed up the
processing of documentation, it is necessary
for governments to jointly take a number of
measures:

• to harmonize customs practices,
facilities, ICT systems, procedures and
legislation, such as signing up to the
GATT valuation system; 
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8 Including national legislation to allow extra-
territorial exercise of powers by officials from both
countries to perform their functions in a foreign
country and allowing the declaration of common
areas of control and harmonization of roles, powers
and responsibilities of officials with an interest in
border control.

Box 4.2: Trade facilitation at the port: the case of Tradenet, Tunisia

Tradenet (TTN) was launched in 2000 with an original investment of US$ 80.26 million. It is a public–private

entity under the supervision of the Minister of Finance, with 30 percent private ownership. TTN has proved

to be very successful: it received the Technology in Government in Africa (TIGA) Award 2009 and is being

replicated in other African countries.

TTN has developed two sub-entities: a “service bundle” and a “transport bundle.” The transport bundle

handles all the documents related to the movements of ships at the port. So far, all the formalities related to

the ship entry at the port have been implemented. Tunisian exports increased by close to 30 percent per

annum over the period 2000–2008, with the highest growth rates in 2007 and 2008, soon after the

implementation of the TTN transport bundle. Implementation of TTN in Tunisia has reduced the time required

to complete export and import procedures by 2 days. The time required is now 15 days, which is similar to

Egypt but still 3 times higher than the US and 4 times higher than Singapore.

With regard to future prospects for trade facilitation, “Motorways of the Sea” is a project instigated by the

European Union aiming at creating maritime trade and transport corridors between Europe and its

neighboring countries. TTN has been involved and is now in discussion with the ports of Marseilles in France

and Genes in Italy, to harmonize their systems of data processing.

In November 2003, the TTN technology was introduced in the port of Douala in Cameroon and

discussions are ongoing with Togo, Algeria, and Libya to export the same system. A successful

implementation requires a sufficient level of IT infrastructure and capacities, and the existence of a basic

set of transit procedures and documents, which have to be compliant with international trade agreements.

Source: Discussions with TTN.
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• to ensure that countries are on the
same version of the Harmonized
System of Customs Classification; 

• to simplify and harmonize temporary
admission, re-exportation and transit
procedures; 

• to harmonize exemption and other
duty relief measures; 

• to dispense with all pre-shipment
inspections; and 

• to adopt regional antidumping and
countervailing duty regulations. 

To fully carry out such procedures, it is
necessary for countries to delegate some
authority to a supranational entity, which
may occasionally entail relinquishing some
national priorities. Up to 15 different
government agencies on both sides may be
involved. In addition, the private sector
needs to be kept apprised of the prevailing
procedures and measures, and agree to
conform to the OSBP system. 

A second example of a trade facilitation
measure that involves even greater regional
cooperation is the seamless Transports
Internationaux Routiers (TIR) (see Box 4.4).
Implementation of TIR recognizes that
freedom of transit rests on guarantees
provided by operators against potential fiscal
loss. Transit is a public–private partnership
involving a chain of (preferably) harmonized
national procedures. To be operational, a
high degree of professionalism is required of
the logistics operator organizing the
sequence of operations for the consignee/
shipper (this is often helped by affiliation to
an international network). It is clear that the
success of this implementation of GATT
Article V on freedom of transit requires a
robust institutional setting, which is usually
lacking in Africa. 

(ii) Harmonization of safety regulations

Safety regulations relating to international
transport require regulations at the regional
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Box 4.3: Basic One-Stop-Border Post

(OSBP) operating principles

• The country of entry hosts officers

carrying out exit procedures so that the

entire exit and entry process occurs in

one common control zone.

• Entry procedures cannot begin until all

exit procedures are completed and

jurisdiction has formally passed from the

exit state to the entry state. This is to avoid

any conflict over jurisdiction within the

OSBP.

• Officers carry out their own border control

laws, even when acting in the adjoining

country, but only within the common

control zone established by a bilateral

agreement between the border countries.

• A law establishing extra-territoriality

authorizes officers to carry out exit

procedures in the adjoining country.

• Wherever possible, inspections and other

procedures are carried out jointly to

increase effectiveness and save time.

• Working in close proximity encourages

cross-border risk assessment of persons

and goods.

• Simplification of documents and

procedures as well as harmonization of

regulations occur more readily in an

OSBP and increase its benefits.

• Sequencing of procedures and

minimizing distance between them will

reduce the time spent by officers and

border users.
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level. One important example is road safety,
which is still a big issue in Africa. The Sub-
Saharan Africa Transport Program (SSATP)
estimates that Africa has the highest per capita
traffic-related mortality rate in the world, at
28.3 deaths per 100,000 of population. The
annual road crash cost in Africa is estimated
at US$ 3.7 billion. Studies indicate that the
rate of return on investment to reduce crashes
is very high. Improvement of road safety and
a reduction of accidents on the road network
will help to lower insurance costs, improve
predictability of transport time, and enhance
overall connectivity. 

Harmonization of axle loads presents an
interesting example of the benefits of

cooperation, but also of the difficulty of
achieving the necessary collective action.
Axle loads are specified by the gross vehicle
mass (GVM) by type of vehicle (vehicle and
trailer and the combined number of axles).
In Southern and East Africa, for example, the
maximum GVM allowed is 56 tonnes.
Although African RECs have agreed to
harmonize axle loads and vehicle dimen-
sions, on some routes axle loads are de facto
restricted because of the poor quality of the
infrastructure. Moreover, the incentive for
transporters to operate trucks with greater
axle loads than officially permitted is high
because of the fierce competition among
carriers. However, excessive axle loads will
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Box 4.4: Transports Internationaux Routiers (TIR)

Transit procedures seek to implement the “Freedom of Transit,” Article V of the GATT, while at the same time

safeguarding the interests of the transit country from potential fiscal loss. Any transit operation rests on three

core principles; (i) the consignee provides a guarantee to the transit country’s customs; (ii) customs affix

seals on the vessel; (iii) customs implement documentary and information systems at borders to reconcile

inflows and outflows.

The Transports Internationaux Routiers (TIR) is an example of a trade facilitation mechanism used

throughout Western Europe. Goods that are moved under TIR can pass through these countries with

customs duties and other taxes suspended and without the need for unloading/reloading at frontiers. The

simplification achieved by the TIR regime rests on the following pillars: 

• the use of secure vehicles or containers; 

• the international guarantee chain; 

• the TIR carnet (a single harmonized manifest); 

• the mutual recognition of customs controls; and 

• controlled access to use the system and integrity guaranteed by the United Nations Economic

Commission for Europe (UNECE) and the International Road Transport Union (IRTU). 

As of 2005, there were 66 Contracting Parties to the TIR Convention, including the European Community.

It is, however, only possible to establish a TIR operation with 55 of these countries, as the rest do not have

an approved guarantee association. The TIR system has been underused in African countries for various

reasons. In Morocco, TIR carnets are rarely used, and in Tunisia TIR traffic represents a very small

percentage of Tunisian transport companies’ operations. In Algeria the system has been suspended (El

Khayat, 2005). 
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accelerate the deterioration of roads that are
already under stress, which will increase
travel times, as well as road maintenance
and freight costs (hence overall transport
costs).9

Other ways to reduce the cost of surface
transport in Africa include harmonizing road
transit charges, using a regional carrier’s
license that would allow vehicles to operate
with a single license, and using regional
third-party vehicle insurance schemes. 

Multilateral Measures

The issue of port safety, together with anti-
pollution and other environmental aspects,
is effectively carried out through obligatory
membership of the International Maritime
Organization (IMO), a specialized United
Nations agency. When the IMO was
established in 1948, its main concern was to
develop the international machinery to
improve safety at sea. This international
body is a public good necessary to control

the threat of marine pollution from ships,
particularly by oil carried in tankers. 

The IMO’s intervention in Africa consists
mostly in supporting NEPAD’s activities
through an Integrated Technical
Cooperation Program. Technical advisory
and assessment missions, workshops, train-
ing sessions, and seminars are organized in
the countries concerned on a variety of
themes: governance, peace and security,
environment, urbanization, human resour-
ces development, employment, and
HIV/AIDS. Recent achievements include:
agreement by the CEMAC countries on a
package of merchant marine regulations that
embody IMO’s principal maritime safety/
security and marine environment instru-
ments; the signing of an MoU on the
establishment of a subregional integrated
coastguard network in West and Central
Africa; the adoption of a Code of Conduct
concerning the Repression of Piracy and
Armed Robbery against Ships in the Western
Indian Ocean and the Gulf of Aden.

There are other examples where
harmonization at the international level
would yield large gains, but are difficult to
achieve because of the lack of international
cooperation. For instance, there are
hundreds of different sizes of pallets. The
costs resulting from a lack of harmonization
in this area are especially heavy for
developing countries, which have to comply
with destination markets’ standard require-
ments while they lack rental and exchange
markets for pallets (see Raballand and
Aldaz-Carroll, 2005).

The ongoing negotiations on trade
facilitation at the WTO, especially those
around Article V on Freedom of Transit, are
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9 A similar debate is taking place about super
single tires (which are wider than normal tires). If
used instead of dual tires, these will result in a
reduction in the vehicle tare weight (the unladen
vehicle weight). However, at present, axle load limits
are set according to the number of axles on a vehicle
and the number of tires on an axle. Therefore, there
would need to be a change in legislation to allow the
use of super single tires on an interlink (or double
semi-trailers), which is the main vehicle combination
for heavy vehicle transport in Southern and East
Africa. It is generally agreed that super singles should
be given a higher load limit than for normal tires but
agreement needs to be reached on what exactly that
load should be. The main objective is to ensure that
the vehicle does not damage the road, while at the
same time allowing it to carry a higher payload.
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of great interest to LLDCS. Implementation
of these principles is one way to overcome
“landlockedness.”10 Article V requires each
WTO member to allow free movement of
goods, vessels, and other means of transport
through its territory, destined to or coming
from any other WTO member. Such transit
must be allowed via the routes most
convenient for international transit. GATT
Article V also requires equal treatment of
traffic in transit, independent of the flag of
the vessel, the point of origin or departure,
entry, exit, destination, or ownership of the
goods and vessels. Traffic in transit must not
be subject to unnecessary delays or
restrictions, and must be exempted from
customs and transit duties (countries can
charge fees for administrative expenses
incurred by the transit). 

The Freedom of Transit is, however,
limited by the right of the State to set the
conditions or requirements for granting
transit rights. LLDCs are especially
concerned about Article V, which recognizes
that Freedom of Transit is compromised by
burdensome and lengthy procedures. Article
V rules have never been interpreted by a
WTO panel, so the current trade facilitation
negotiations at the WTO represent an
opportunity to clarify and improve the
provisions “to further expedite the
movement, release and clearance of goods,
including goods in transit.” The negotiations

aim to make Article V operational and to
address the special needs of the LLDCs
adopted in the 2003 Almaty Program of
Action. A successful outcome to these
negotiations would offer an opportunity for
LLDCs and transit countries to benefit from
technical assistance, capacity building, and
in some cases support for infrastructure
development, which will assist members to
comply with new WTO commitments.11

The Costs of Deficient Trade
Logistics in Africa

Time is a barrier to trade, specifically in the
context of shipping costs. More time in
transit imposes inventory-holding costs,
including holding buffer stocks, and
depreciation in the value of time-sensitive
products (e.g. spoilage or overripening of
foods; fashion goods where design has to be
changed regularly, etc.).12 Time delays also
reduce the probability that a country can
export to major markets and are costly, as
the following estimates suggest. On average,
each extra day a product is delayed prior 
to being shipped reduces trade volumes by 
1 percent. For agricultural goods, an
additional delay of one day reduces exports
on average by 6 percent. 

In this regard, transport chains are no
stronger than their weakest links. And in
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10 The legal aspects of trade facilitation are
covered in GATT 1994 under Article V (Freedom of
Transit), Article VII (Fees and Formalities Related to
the Import and Export) and Article X (Publication
and Application of Rules Related to International
Trade).

11 See AITIC “Trade Facilitation Briefs —
Facilitating Transit Procedures: Evolution of Proposals
on GATT article V in the WTO Trade Facilitation
Negotiations”. http://www.acici.org/aitic/documents/
TFBriefs/download/TFBrief1_eng.pdf

12 Hummels (2001) estimates that each extra day
in transit for the average length of shipment to the
US is equivalent to a 16 percent ad-valorem tariff.
Also see Djankov et al. (2008). 
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Figure 4.8: Worldwide distribution of trade costs and Ease of Trading Index

Source: World Bank (2009).

Notes:  Sample of 180 countries with 45 countries per quartile; quartiles ranked by increasing importing and exporting

costs per TEU. Left scale indicates the range in costs within each quartile (the range in costs per import container in

Q1 is US$500 to US$1000 and in Q4 from US$1900 to US$6000). Horizontal broken line indicates the number of

landlocked African countries in that quartile (i.e. 15 in Q4 and none in the other quartiles). The number of African

countries per quartile is indicated on the right-hand scale.
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Africa, port–rail is the weakest link, as inland
transport and facilities are poorly aligned
with port development. Multimodal
transport is also weakly developed because
the railroad links are often poor, in spite of
some progress since concessioning has
taken hold. The end result of poor logistics
is high trade costs for African countries. 

Figure 4.8 displays the distribution by
quartile of export and import costs for a
standard container for 180 countries, along
with the values of an Ease of Trading index.
The range of costs for the countries with the
best logistics in quartile 1 (Q1) is between
US$ 500 and US$ 1,000, while the corres-
ponding range in the bottom quartile (Q4) is
US$ 1,900 to US$ 6,000. There are only three
African countries in Q1, while 29 are in Q4,
which includes all the landlocked African
countries. With 45 countries per quartile,
almost two-thirds of the countries in the
lowest quartile are African.

Comparing the costs of logistics with
those of tariffs in terms of their impact on
the volume of trade is another way to assess
the costs of poor infrastructure and poor
logistics. Chapter 1 decomposed trade costs
into (i) those that are the result of trade
policies and (ii) those that can be reduced
through other channels, notably trade
facilitation. Gravity model estimates provide
an indication of the importance of
unfriendly logistics relative to the trade costs
imposed by trade policy. To this effect, the
Tariff Trade Restrictiveness Index (TTRI)
estimates presented in Table 1.3 of this
report can be coupled with the costs of
trading a standardized container of goods
(as measured by Doing Business (DB) data)
into a gravity model of trade that includes

the usual control variables (distance,
common border, common language, and
landlocked). The estimated coefficients then
serve to compute a counterfactual ad-
valorem TTRI that would otherwise be
generated by a variation in DB trade cost
figures for a given country. Portugal-Perez
and Wilson (2009a) computed this “ad-
valorem equivalent” of improving the
business environment in their sample of 104
countries by calculating the ad-valorem
tariff-cut in importing countries if each
country were to move halfway to the level
of Mauritius (the African country with the
lowest costs along these DB measures).

Figure 4.9 provides estimates from this
“tariff-cut equivalent” or “ad-valorem
equivalent” for each African country in the
sample. For most countries, the tariff-
equivalent is higher for exports than for
imports, which suggests that the poor
logistics impact exports more than imports.
The highest costs, about equivalent to a 70
percent tariff, are for three landlocked
countries: Central African Republic, Uganda,
and Rwanda. These countries also have high
ad-valorem costs for imports due to poor
logistics indicators. Among the lowest ad-
valorem equivalent costs are the coastal
countries of Gambia, Ghana, Tanzania, and
Togo.

These estimates are only approximate.
They depend on the validity of the gravity
model augmented by trade policy barriers
and other trade costs, as captured by the DB
and LPI indicators as an adequate description
of bilateral trade between countries. In any
case, the magnitudes of the estimates are
large compared to the barriers to trade due to
restrictive trade policies. The pattern of
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results confirms the preliminary conclusions
reached in Chapter 1, namely that African
countries’ high trade costs are more the result
of logistics costs rather than trade barriers in
destination countries or direct transport costs. 

Conclusions and Policy
Implications

For ports to operate efficiently and reduce
transport costs, good connectivity to

producers and consumers in the hinterland is
essential. This in turn requires adequate road
and railroad physical infrastructure. With the
spread of containerization, the state of
transport-related costs is becoming the most
important element of overall costs along the
logistics chain. This is particularly important
for the 15 LLDCs in Africa that have to deal
with transit through third-countries before
the goods can reach their destinations. 
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Figure 4.9: Estimated ad-valorem equivalents of an improvement in LPI and Doing

Business (DB) indicators

Source: Adapted from Portugal-Perez and Wilson (2009a, figure 8).
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For all African countries, but especially
those in SSA, the efficiency of ports is
hampered by poor connectivity with the
hinterland due to the substandard condition
of roads, railroads, and waterways,
delivering a poor-quality service. As a result,
and especially because there is little
competition across modes of transport, ports
can be “held hostage” to deficient infra-
structure. A major financing gap, estimated
by the World Bank (2009) to be in the region
of US$ 31 billion per annum, is required to
overhaul the infrastructure sector (including
power). In addition, as shown in this
chapter and in Chapter 3, the soft
component of the infrastructure also needs
to be improved to lower trade costs.

An improvement in the transport sector
in Africa necessitates a combination of hard
and soft infrastructure development
measures. Most projects in the infrastructure
sector funded by the International Financial
Institutions take this into account and have
a mix of components to address both hard
and soft infrastructure deficiencies.

For landlocked countries, transit
corridors need to be improved. This
improvement can only be made effective by
deep regional integration. The North–South
corridor is functional and provides an
example of the gains in connectivity that can
be made from some harmonization at the
EAC–COMESA–SADC level. Yet, there are
many more areas where cooperation at the
regional level would yield further reductions
in trade costs. OSBPs and single electronic
customs windows are examples of cost-
reducing trade facilitation measures.
Regional integration efforts are still to be
developed in West Africa in particular. The

examples discussed in this chapter show
that progress in regional integration is taking
place but, at the same time, they also
illustrate the difficulty in obtaining the
necessary full cooperation to carry out the
projects.

One challenge in trade facilitation is the
interrelated nature of the transport logistics
chain; if weak links in the chain are not
addressed, reforms elsewhere may have
limited impact. Seaport services are an area
of local logistics competence which involve
a myriad of complementary services. The
movement of freight traffic through a port
includes berthing activities, piloting, towing,
and cargo handling. In port, vessel services
are required for bunkering, repairs, and
maintenance. Meanwhile, to facilitate trade,
the services include customs clearance,
storage, and warehousing. Many of these
markets are dominated by the State and
greater benefits could be derived from some
liberalization with regulatory reform. 

Improvements in services such as
haulage, customs brokerage, insurance,
declarations, advance notifications, and
general supply chain performance would
reduce trade costs. Often problems in
developing countries in local logistics
services stem from lax regulations and lack
of competitiveness. The latter is difficult to
address through measures in individual
countries. There tend to be a small number
of large agents; often part of or associated
with multinational companies, with market
power in international logistics services.
However, the domestic market is character-
ized by a large number of small agents. The
large agents will tend to have a dominant
position in international transport. Measures
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taken by national governments can support
local agents but will have little effect on
global players (especially shipping
companies). Domestic regulatory reforms
and facilitation measures may support
improvements, while international logistics
service providers can be encouraged to
influence best practice by entering the
market on a competitive basis.

While domestic reforms lie at the heart
of trade facilitation, some issues cannot be
addressed by domestic investment or trade
facilitation measures. International shipping
costs, especially maritime transportation, are
largely determined by three factors beyond
the control of African policymakers: fuel
prices, capacity utilization, and shipping
cartels. However, governments can improve
costs at the margin by removing policies that
distort competition, such as cargo reserva-
tion schemes or “national flag require-
ments,” and by accepting the need for
regulatory institutions to monitor anti-
competitive practices (although this requires
regional cooperation and coordination). 

Trade facilitation measures are the single
most important policy action to reduce
transport costs. However, without inter-
national coordination and consensus on the
need for an appropriate regulatory environ-
ment, they cannot achieve their full
potential. This is particularly the case for the
trade facilitation negotiations currently
underway under the auspices of the WTO. If
successful, these negotiations, which aim at
implementing the Freedom of Transit
obligation of Article V, would go some way
toward removing the constraints faced by
the 15 landlocked countries in SSA. 
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( i) Trans-Africa Highway (TAH)

The Trans-Africa Highway is the most
ambitious road program in Africa. It was
formulated in the early 1970s by the African
Union (AU), the African Development Bank
(AfDB), United Nations Economic Commis-
sion for Africa (ECA), and Africa’s Regional
Economic Communities. Its aim was to
establish a network of all-weather roads of
good quality which would: (a) as much as
possible provide direct road links between
capitals of the continent; (b) contribute to the
political, economic, and social integration
and cohesion of Africa; and (c) ensure road
transport facilities between important areas
of production and consumption.

The Trans-Africa Highway network is
conceived of as nine interlinked highways
with a total length of 56,683 km (see Box 4.5).

The sponsors estimate that completing
the Trans-Africa Highway will cost about
US$ 47 billion over 15 years (expenditures
of approximately US$ 35 billion for
upgrading and maintenance and an
additional US$ 12 billion for administration,
monitoring of road conditions, and
programs that compensate abutting
settlements for loss of revenue from
barricades). The economic benefits are
estimated at about US$ 250 billion and the
project is expected to generate around 14
million person-years of employment. 

A study was jointly conducted by ECA
and the AfDB in 2002 to review the existing

physical condition of the TAH network, to
highlight problems and prospects of the
non-physical barriers to road transport
operations, as well as the institutional

Annex 4.2: Overview of the Major African Trade and
Transport Corridors

Box 4.5: The Trans-Africa Highway

network: nine interlinked sections

TAH 1: Cairo–Dakar Highway: 8,636 km. TAH 1

joins with TAH 7 to form an additional

north–south route around the western extremity

of the continent. 

TAH 2: Algiers–Lagos Highway: 4,504 km.

TAH 3: Tripoli–Windhoek–(Cape Town) Highway,

10,808 km. This route has the greatest number

of missing links and requires the greatest

amount of new construction. 

TAH 4: Cairo–Gaborone–(Pretoria/Cape Town)

Highway, 10,228 km. 

TAH 5: Dakar–Ndjamena Highway: 4,496 km.

Also known as the Trans-Sahelian Highway, this

links West African countries of the Sahel. 

TAH 6: Ndjamena–Djibouti Highway: 4,219 km:

contiguous with TAH 5, continuing through the

eastern Sahelian region to the Indian Ocean port

of Djibouti. 

TAH 7: Dakar–Lagos Highway: 4,010 km. This

highway joins with TAH 1 to form an additional

north–south route around the western extremity

of the continent. 

TAH 8: Lagos–Mombasa Highway: 6,259 km. 

TAH 9: Beira–Lobito Highway: 3,523 km. 

Source: AfDB/UNECA (2003)
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framework for the development and
harmonization of the TAH network
(AfDB/UNECA, 2003). The total funding
requirement for completion of missing links
was estimated at about US$ 4.3 billion. The
study proposed the next steps to be taken
for TAH implementation should include
financial and technical feasibility studies of
the sections deemed to be in need of
improvements. However, it would appear
that little progress in this area has been
made in the intervening seven years.

(ii) The Northern Corridor

Countries linked

The Northern Corridor is the transport
corridor linking the Great Lakes countries of
Burundi, DRC, Rwanda and Uganda to the
Kenyan seaport of Mombasa. The corridor
also serves Northern Tanzania, Southern
Sudan, and Ethiopia. 

Corridor administration

The Northern Corridor is administered by
the Northern Corridor Transit Transport
Coordination Authority (NCTTCA), created
in the mid-1980s, following the signing of
the Northern Corridor Transit Agreement by
Burundi, Kenya, Rwanda, and Uganda. The
Democratic Republic of Congo became a
contracting state of the NCTTCA in 1987
after ratifying the Treaty.

Corridor characteristics

The corridor includes the Mombasa port,
which is the largest and busiest port in
eastern Africa. 

The main roads network totals nearly
7,000 km, of which only 60 percent is paved.
The main axis is the Mombasa–Nairobi–

Kampala–Kigali–Bujumbura road. Eastern
DRC links extend from Kigali through either
Goma or Bukavu to Kisangani. From
Uganda, Eastern DRC is linked via
Bunagana, Mpondwe, Ishasha, Goli and Aru
border posts, with the main axis going
through Kasindi, Beni, Komanda, and
Niania to Kisangani.

The railroad network comprises the
Kenya/Uganda sections from Mombasa
through Nairobi, Nakuru, Eldoret, Malaba,
Jinja, and Kampala to Kasese in western
Uganda (a distance of approximately 1,660
km). A branch line runs from Nakuru to
Kisumu on Lake Victoria (217 km), where
there is a wagon ferry link with Jinja and
Port Bell in Kampala.

There are inland waterways on Lake
Victoria, Lake Albert, Lake Kivu, the River
Nile, and the River Congo.

The landlocked countries of Uganda,
Rwanda, Burundi and Eastern DR Congo
access their fuel supplies from the oil
pipeline, initially between Nairobi and
Mombasa but then extended to Kisumu and
Eldoret.

Investment opportunities

There are a number of investment
opportunities along the Northern Corridor,
as outlined by NCTTCA. In addition, the
World Bank has initiated a support project
on the Northern Corridor that seeks to
increase efficiency of road transport; to
facilitate trade and regional integration;
enhance aviation safety and security to meet
international standards; and to promote
private sector participation in the
management, financing, and maintenance of
road assets.
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Table 4.5: Estimated interregional trade volume effect of road network upgrading1

(US$ million) in SSA, 2006

Regional Pair2 Current Network Trade Upgraded Network Trade Change

West West 2,838 9,062 6,224

West Central 647 1,252 605

West East 23 93 70

West Southern 4 24 20

West South 870 1,540 670

Central Central 200 1,551 1,351

Central East 308 348 40

Central Southern 127 194 67

Central South 1,390 2,374 984

East East 724 1,182 458

East Southern 101 124 23

East South 871 1,378 507

Southern Southern 72 99 27

Southern South 1,868 6,753 4,885

Totals:

Within Regions 3,834 11,894 8,060

Across Regions 6,209 14,080 7,871

West, Central East Africa with 

South Africa 3,131 5,292 2,161

West, Central, East Africa

with Southern Africa 1,210 2,035 825

Southern Africa with

South Africa 1,868 6,753 4,885

Source: Buys et al. (2006).

Notes: 1 The road network upgrade is simulated by increasing all link quality indices to a minimum level of 45. The quality

indices have been elaborated by Buys et al. (2006) based on a mildly increasing-returns function and which captures

“percent paved” roads, but also government revenues supporting road maintenance. Values by country have been

normalized to 100 for the highest-quality road transport (in South Africa).
2 Because of data issues, the following countries are not included: Botswana, Lesotho, Namibia, Swaziland, Liberia and

Somalia. The other countries are grouped into regions as follows:

West: Benin, Burkina Faso, Chad, Côte d’Ivoire, The Gambia, Ghana, Guinea, Guinea-Bissau,

Mali, Mauritania, Niger, Nigeria, Senegal, Sierra Leone, Togo

Central: Angola, Burundi, Cameroon, Central African Republic, D.R. Congo, Gabon, Rep. Congo,

Rwanda, Zambia

East: Djibouti, Eritrea, Ethiopia, Kenya, Malawi, Sudan, Tanzania, Uganda

Southern: Mozambique, Zimbabwe

South: South Africa
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Table 4.6 details areas where railroad
network rehabilitation and upgrading are
need for the Northern Corridor.

(iii) The North–South Corridor (NSC)

Countries linked

The North–South Corridor (NSC) links the
ports in South Africa to the port of Dar es
Salaam in Tanzania, through Botswana, the
copperbelts of Zambia, Mozambique,
Malawi, DRC, Zimbabwe and Tanzania. It
also links with the port of Wallis Bay in
Namibia and Lobito in Angola.

Corridor administration

The NS Corridor is administered by three
RECs: the COMESA, EAC and SADC, through
the North–South Corridor Pilot Aid for Trade
Program. The Program is aimed at enabling
the RECs, their member states, and the
international community to implement an
economic corridor-based approach to
reduce costs of cross-border trade in the
region. It takes a holistic approach to enable
producers and traders to be more
competitive, thereby creating higher levels
of economic growth, employment creation,
and reducing poverty.

146 African Development Report 2010

Table 4.6: Rehabilitation and upgrading of the Northern Corridor’s existing railroad network

Section Rehabilitation/Upgrade Requirements Estimated 

Cost

(US$ million)

Mombasa–Nairobi This section, laid with 95 lb rails, requires spot improvement and 5

(530 km) replacement of rails and sleepers 

Nairobi–Malaba Upgrading to 110 lb rails, replacement of sleepers and 62

(550 km) reconstruction of culverts

Nakuru–Kisumu Upgrading from the Nakuru to Mau Summit, a distance of 60 km, 47

(217 km) from 60 to 80 lb rail occurred between 2002 and 2004. Remaining 

section requires the upgrade

Malaba–Kampala Emergency repairs of bad spots, culverts and bridges are being 38

(250 km) undertaken with financing from the EU. Permanent railway 

rehabilitation and improvement of the signaling and 

telecommunications systems is required

Kampala–Kasese Major rehabilitation, including the strengthening of the basement, 42–100

(330 km) realignment, reconstruction of culverts and bridges, and replacing 

rails and sleepers

Tororo–Mbale–Soroti Insecurity in Northern Uganda led to frequent closures of this line. –

–Gulu–Pakwach Line When it opens, only freight services operate up to a certain point 

(502 km) on the line

Source: Northern Corridor Transit Transport Coordination Authority (NCTTCA).
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Corridor characteristics

The regional transport sector is characterized
by the busiest traffic in the region in terms of
values and volumes of freight but also by
poor road and rail infrastructure and long
waiting times at borders and ports. Those
delays create significant costs and hamper
regional producers’ ability to access regional
and international markets. The road transport
system is highly competitive, deregulated,
and competes openly with rail services.

The railroad network in the corridor is
characterized by inflexibility, in relation to
schedules and poor intermodality, resulting
in delays and unreliability. The level of hard
infrastructure railroad is low, as sections
require refurbishment and upgrading and
improvement in operations, and conse-
quently suffer from poor efficiency and
capacity constraints, including speed
restrictions, shortage of operational railroad
wagons, availability of locomotives, and
lack of operating capital for the purchase of
spares and fuel.

Investment opportunities

Some of the most effective cost-reducing
measures on the corridor would be road
rehabilitation; reduction in fuel costs; and, to
a lesser extent, reduction in journey times
and harmonization of national rules and
regulations.

(iv) The Maputo Corridor

Countries linked

The Maputo Corridor links Zimbabwe,
Swaziland, Botswana, and Mozambique,
although it only runs through South Africa
and Mozambique.

From as far east as the deep seaport of
Walvis Bay in Namibia, the Trans-Kalahari
Corridor connects Namibia’s capital,
Windhoek, with landlocked Botswana’s
capital, Gaborone, via the vast expanse of
the Kalahari Desert. From there, direct rail
and road links connect Gaborone with the
Maputo Corridor along a transport route that
can rightly be called the Capital Corridor,
passing through 

• Mafikeng, provincial capital of South
Africa’s Northwest Province;

• Pretoria, South Africa’s executive
capital located in the greater Tshwane
Metropolitan Municipality;

• Johannesburg, capital of Gauteng
Province;

• Nelspruit, capital of Mpumalanga
Province; and

• Mozambique’s capital, Maputo.

Corridor administration

The Maputo Corridor is administered by the
Maputo Corridor Logistics Initiative (MCLI).
It was established as a nonprofit organiza-
tion consisting of infrastructure investors,
service providers, and stakeholders from
Mozambique, South Africa, and Swaziland
to focus on the promotion and further
development of the Maputo Development
Corridor (MDC) as the region’s primary
logistics transportation route. 

Corridor’s characteristics

The Maputo Corridor is part of a greater
transport axis linking the Atlantic and Indian
Ocean via the subcontinent of Southern
Africa, and runs through the most highly
industrialized and productive regions of
Southern Africa.
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Unlocking the landlocked regions of the
Mpumalanga, Gauteng, and Limpopo
Provinces, the Maputo Corridor is a true
transportation corridor, comprising road,
rail, border posts, port and terminal
facilities. The corridor is also characterized
by poor road conditions between
Johannesburg and Maputo, insufficient rail
capacity and long journey times, long
border crossing times, limited direct
shipping opportunities, and limited port
access.

Investment opportunities

The initial strategic focus of MCLI is to
engage with the governments of South
Africa, Mozambique, and Swaziland to
reinforce the public–private partnerships in
the arena of logistics, to ensure that the
Maputo Corridor is the first choice for
regional importers and exporters alike. 

The governments of South Africa and
Mozambique have promoted the revival of
the Maputo Corridor as part of a greater
Spatial Development Initiative, with bilateral
policies and substantial public and private
sector investments, designed to stimulate
sustainable growth and development in the
region. Now private businesses are needed
to ensure full optimization of the Maputo
Development Corridor. 

The following have been identified as
priority areas: 

• Continuous improvement of border
procedures and operational hours;

• Increased scope and competitiveness
of transport services: additional
capacity, higher service levels, and
more competitive rates for road, rail,
port, terminals and shipping lines;

• Creation and continuous enhance-
ment of information services; and

• Coordination and acceleration of
promotion of investment zones.

These challenges have been addressed by
the Maputo Corridor Logistics Initiative and
there is now a new, high-quality toll road,
concessioned to a private operator, Maputo
Railway Services. As a result, the rail has
been rehabilitated and new rolling stock
purchased. Waiting times at the border have
been reduced and border opening times
have been extended, with plans to make the
border a one-stop border post. Direct
container shipments have been introduced;
and significant investments have been made
to improve access to the port.

(v) Walvis Bay Corridors

Countries linked

The Walvis Bay Corridors comprise a
network of transport corridors including the
Port of Walvis Bay, the Trans-Kalahari
Corridor, the Trans-Caprivi Corridor, the
Trans-Cunene Corridor, and the Trans-
Oranje Corridor.

Corridor administration

These corridors are managed by the Walvis
Bay Corridor Group, a public–private
partnership that allows it to pool resources
and authorities of both transport regulators
and transport operators, thus effectively
serving as a facilitation center and one-stop
shop coordinating trade along the Walvis
Bay Corridors and linking Walvis Bay port to
the rest of the Southern African subregion.
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Corridors’ characteristics

According to a report in the Namibian
press13 in January 2009, trade volumes along
the Trans-Kalahari, Trans-Caprivi and Trans-
Cunene corridors have increased from
174,299 tonnes to 282,031 tonnes, represent-
ing a growth rate of more than 61.8 percent
on tonnage shipped between 2007 and
2008. The estimated revenue generated by
the transport sector along the corridors
increased by N$ 45.9 million from the N$
73.5 million in the 2006/2007 financial year
to N$ 119.5 million in 2007/2008 and
volumes on the Trans-Kalahari Corridor
(TKC) increased by 19.1 percent from 4,917
to 5,857 tonnes. Volumes on the Trans-
Caprivi Corridor (TCC) increased by more
than 76.7 percent from 27,521 to 48,627
tonnes. Volumes on the Trans-Cunene
(TCuC) increased by 60.4 percent from
141,861 to 227,548 tonnes.

The Walvis Bay Corridors, in particular
the Trans-Caprivi, are seen as providing an
alternative route to the Zambian and DR
Congo’s Copperbelt. The Trans-Kalahari
Corridor route has seen a significant shift
whereby road transporters and traders have
moved from the traditional trade route via
southern Namibia into South Africa. More
than 40 percent of road transporters are now
utilizing the route from Johannesburg, South
Africa via Botswana into Namibia.

Walvis Bay could also be regarded as the
most convenient and nearest port for a large
part of Angola and the Trans-Cunene
Corridor reached record levels in cargo
movement in 2008 with the redevelopment

of the Angolan economy, as more and more
consumables, vehicles and construction
materials were ordered and supplied via the
Port of Walvis Bay.

The Group’s main competitive strength
is its setup of transport and logistics
stakeholders from both the public and
private sectors. This allows for the pooling
of resources, expertise and authorities from
both the regulators and the operators.

(vi) West African Transport Corridors

Countries linked

The West African Transport Corridors link
six coastal countries (Ghana, Benin, Côte
d’Ivoire, Senegal, Guinea, and Togo) and
three LLCs (Burkina Faso, Mali, and Niger).

Corridors’ characteristics

The landlocked countries of West Africa
have traditionally been dependent on the
ports to their south. According to the Web
Atlas on Regional Integration in West
Africa,14 between 1999 and 2003, transport
operations to and from Mali, Burkina Faso,
and Niger rose by nearly 70 percent, from
2.0 to 3.4 million tonnes of goods, which
represents approximately 7.5 percent of
total traffic at the ports of Dakar, Abidjan,
Takoradi, Tema, Lomé, and Cotonou. These
transactions consisted principally of imports
of consumer products and exports of agri-
cultural products (mainly cotton).

In 1999, more than 50 percent of the
transit traffic with these countries was
through the port of Abidjan. The rest was
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10571/70/

14 http://www.atlas-ouestafrique.org/spip.php?
article45
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shared between Cotonou (19 percent), Lomé
(17 percent), Dakar (11 percent), and Tema
(1 percent). However, between 2002 and
2003, the traffic of goods in transit between
Abidjan and the landlocked countries
declined fivefold. The operations with
Burkina Faso have declined from 390,000 to
15,000 tonnes. While in 1998, Burkina Faso
exported 80 percent of its cotton through
Abidjan, by 2003 no exports from Burkina
Faso were going through the Ivorian port.

Nouakchott, in Mauritania, built with
Chinese assistance in the 1980s, is growing in
importance and size and is now providing
competition to Abidjan, Dakar, and Tema.
Nouakchott is increasingly used by Malian
exporters and importers because traffic from
landlocked Mali to Nouakchott has become
easier and cheaper owing to less bureaucracy
and fewer checkpoints on the road.
Although the ports to the south of Mali are
closer, the 1,500-km Bamako–Nouakchott
route is considered to be a practical
alternative by many. The road from Bamako
to Néma (in the southwest of Mauritania) is in
poor condition but the Néma–Nouakchott
“Trans-Mauritanian highway” of about 1,000
km in length, is in good condition.

There have been significant improve-
ments in connectivity in West Africa resulting
from improved road links between
Bamako–Conakry and Bamako–Nouakchott,
and the privatization of the railroad between
Dakar and Bamako and the Abidjan–
Ouagadougou lines. The more traditional
north–south transport and transit corridors
are now facing growing competition from
east–west corridors, notably from Dakar,
Nouakchott, Banjul, and Conakry.

The Ivorian crisis has demonstrated the

ability of regional actors to swiftly adapt
transit activity to circumstances and
opportunities. The closing of international
road and rail routes from Abidjan resulted in
a rerouting of freight to other ports in Togo,
Benin, and Ghana (Teravaninthorn and
Raballand, 2009). In the future, the big
transport flows could again experience such
pendulum swings; not only in order to
bypass areas of political instability, but also
to make use of the most competitive ports as
well as the fastest and least expensive roads. 

(vii) The CEMAC Trade and Transport
Corridor

Countries linked

The CEMAC Trade and Transport Corridor
links all the CEMAC country members:
Cameroon, Central African Republic (CAR),
Chad, the Republic of Congo, Equatorial
Guinea, and Gabon.

Corridor’s administration

A Trade and Transport Facilitation Program
was adopted in March 2006 by the CEMAC
member states. It is aimed at implementing
a regional institutional framework; harmon-
izing national regulations; fostering customs
interconnectivity and information tech-
nology systems within the region; and
implementing a pilot trade and transport
facilitation project on the N’Djamha–Douala
(about 1,850 km) and Bangui–Douala
(about 1,450 km) surface transport corridors.

Corridor’s characteristics

Intraregional trade among the six countries
represents less than 5 percent of the total
trade in the subregion. This is primarily due
to the dominance of oil, and forestry,
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mineral and agricultural commodities in all
countries’ trade mix, as well as the similarity
in production structure of goods and
services in the subregion. Furthermore, the
current inefficient transit system which
hinders regional integration, and the poor
condition of road, and to a lesser extent rail
infrastructure, keep the share of intra-
regional trade at a very low level.

The major international trade routes in the
CEMAC area consist mostly of the N’Djamha–
Douala and the Bangui–Douala corridors,

which link the port of Douala by road or by a
combination of rail and road to landlocked
CAR and Chad. Alternative corridors carry
only limited traffic. Some of the road sections
are currently being rehabilitated by other
development partners (EC, Arab donors,
France, Japan, etc.). However, the committed
funding remains insufficient to secure an all-
weather road network between the main
CEMAC trade centers, which was one of the
stated objectives of the “Réseau Intégrateur
CEMAC 2000.” 
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Table 4.7: Main characteristics of the African transport corridors 

Corridor Administrative Body Bottlenecks Investment Needs

Trans-African African Union • Non-physical barriers • Technical and financial

Highway • Institutional framework feasibility studies of the 

harmonization remaining sections.

Northern Northern Corridor Transit NA • Increase efficiency of 

Corridor Transport Coordination road sector

Authority • Facilitate trade and

regional integration

• Enhance aviation safety 

and security to meet 

international standards

• Promote private sector 

participation in the man-

agement, financing and 

maintenance of roads assets

North–South North–South Corridor Pilot • Poor road and rail • Need for an effective 

Corridor Aid for Trade Program infrastructure regional economic

• Long waiting time at transport regulator to

borders and ports regulate competition

• High rail tariffs and • Road rehabilitation

unpredictability because of • Reduction in fuel costs

poor management,  • Reduction of border-

inadequate use of assets crossing delays

and poor costing practices

(cont.)
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Table 4.7: cont.

Corridor Administrative Body Bottlenecks Investment Needs

• High road maintenance • Aligning and harmonizing

costs due to permissible sequentially countries’

gross vehicle mass (GMV) trade and transport 

policies, procedures, and 

regulations

• Ensure that adequate 

power supply is available 

to industrial, commercial 

and domestic consumers

Maputo Maputo Corridor Logistics • Poor road conditions • Reinforcement of PPPs

Corridor Initiative • Insufficient rail capacity in the arena of logistics

• Long journey times, long • Improvement of border 

border crossing times procedures and 

• Limited direct shipping operational hours

opportunities • Increased scope and 

• Limited port access competitiveness of 

transport services: 

additional capacity, higher 

service levels and more 

competitive rates for road, 

rail, port, terminals and 

shipping lines

• Implementation and 

enhancement of 

information services

• Promotion of investment 

zones

Walvis Bay Walvis Bay Corridor Group NA NA

Corridors

West African NA NA NA

Transport 

Corridors

(cont.)
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Table 4.7: cont.

Corridor Administrative Body Bottlenecks Investment Needs

CEMAC CEMAC Trade and Transport • Current inefficient NA

Corridors Facilitation Program transit system which 

hinders regional integration

• Poor condition of road, 

and to a lesser extent rail 

infrastructure

• Committed funding remains 

insufficient to secure an 

all-weather road network
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