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A country’s competitiveness largely depends on the availability of enabling infrastructure for economic 
development. Infrastructure is a prerequisite for private sector development, human development and 
regional integration. Good infrastructure contributes towards a positive investment climate, as it reduces the 
costs of doing business and enables people to access both product and factor markets. Transport is a key 
infrastructure sub-sector that directly enhances productivity and living standards, creates employment while 
being built and maintained, and contributes to improved security and stabilisation. Therefore, the efficient and 
effective intermediation of development assistance targeted towards the rehabilitation and development of 
Somalia’s infrastructure sectors is now a top priority. 

In order to understand the country’s infrastructure needs and build a pipeline of projects, the Bank, in 
collaboration with the Federal Government of Somalia (FGS), has undertaken infrastructure needs assessments 
in the energy, transport, water and sanitation, and information and communication technology (ICT) sub-
sectors. These assessments are important for two main reasons. Firstly, they were key deliverables of the 
government’s Economic Recovery Plan 2014–15 and have provided the basis for preparing the infrastructure 
pillar of the new National Development Plan 2017–19, which will also serve as the Interim Poverty Reduction 
Strategy Paper and begin to elaborate a vision and direction for Somalia’s socio-economic development and 
poverty reduction efforts.

Secondly, the assessments have been used to develop an indicative project pipeline that would be funded 
by the Bank’s Somalia Infrastructure Fund (SIF). This Transport Sector Needs Assessment (TSNA) report was 
prepared over the course of 2015 and 2016. The recommendations of the TSNA and its proposed Transport 
Sector Investment Programme (TSIP) were initially presented at a workshop in Mogadishu on 27 October 
2015. This was followed by a final validation workshop on 22 and 23 May 2016. The latter event was attended 
by representatives of the three key transport sector ministries: the Ministry of Transport and Civil Aviation 
(MTCA), Ministry of Ports and Maritime Transport (MPMT), and the Ministry of Public Works, Housing and 
Reconstruction (MPWHR). The FGS, represented by the three ministries, validated the findings and underlined 
the priorities for the aviation, ports and roads sectors. The final recommendations of this report now include 
these priorities.

The Bank is currently implementing its Ten-Year Strategy (2013–2022) that is designed to place it at the centre 
of Africa’s transformation. In order to deliver on this strategy, the Bank has adopted five priority areas of 
focus – the “High 5s” – which aim to: (i) light up and power Africa, (ii) feed Africa, (iii) industrialise Africa, (iv) 
integrate Africa and (v) improve the quality of life for the people of Africa. Through this report and the Bank’s 
management of the SIF, we hope to play a critical role in the rehabilitation and development of Somalia’s 
transport sector. 

Gabriel Negatu      
Director General      
East Africa Regional Centre     
African Development Bank
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Executive Summary

1. Over the course of 2015 and 2016, the 
AfDB undertook a series of infrastructure needs 
assessments in Somalia’s key infrastructure 
subsectors. These include this TSNA, as well as 
assessments in the energy, ICT, and water and 
sanitation subsectors. These reports are key 
deliverables of the FGS’s Economic Recovery Plan 
(2014–15). In addition, these reports will feed into 
the preparation of a pipeline of projects for the AfDB 
SIF and provide input for Somalia’s new National 
Development Plan 2017–19.

Background and approach

2. The overall objective of this TSNA is to 
determine short- and medium-term needs and the 
required corresponding investments in the transport 
sector in Somalia. These will inform the formulation 
of a sector policy and institutional and funding 
arrangements. At the same time, they will deliver 
tangible results in transport sector infrastructure 
development for Somalia’s economic recovery once 
the proposed investments are implemented.

3. This report summarises the available data 
for the transport sector, including an assessment 
of its condition, and the services and transport 
institutions (to the extent possible). It provides an 
assessment of the overall transport demand and 
then establishes the matching supply requirements 
to cater to this demand. These transport sector 
requirements are then prioritised and rationalised 
using an assessment of their implementability to 
develop a 10-year phased investment programme 
to respond to these identified needs, albeit within a 
plausible financing envelope.

4. The TSNA was carried out through a 
consultative approach with all stakeholders (technical 
and process facilitators) and has been prepared 
interactively with government by building consensus 
through consultations. The team developed an 
inception report in the first stage, which provided an 
overview of the sector and formed the backbone of 
the TSNA study. This provided the basic outline for 
the TSNA and was used to build consensus among 
key stakeholders through inception workshops. 
Interim consultations and discussions were held 
through videoconferences. They also served as a 
basis for setting the framework for the first draft of 
the TSNA report, which was prepared and shared 
with the government. 

5. A validation workshop was organised with 
key government stakeholders in 2015 and was well 
attended by government officials and the donor 
community. The workshop’s interactive sessions led 
to the development of a way forward for finalising the 
TSNA report. The report was also presented at the 
peace and state building goals (PSG) IV meeting 
in 2015. A final validation workshop was held in 
Nairobi in 2016. The suggestions of the FGS and 
their recommended sectoral priorities have been 
incorporated into the overall final TSIP. 

6. The TSNA relied on an exhaustive infor-
mation review. An informed experts’ group ana-
lysed all available data to build an overall transport 
framework. A transport demand and supply ana-
lysis was carried out. Subsequently, an integrated 
list of transport needs over the short, medium, and 
long term was developed and validated with Somali 
experts and stakeholders. This approach improved 
upon earlier ones adopted over the last decade 
through:

i. use of remote sensing tools to confirm the 
knowledge dataset,
ii. development of a transport framework-
based (policy pillars) TSNA,
iii. use of a paired-analysis approach to prio-
ritisation followed by an implementability as-
sessment using a governance framework,
iv. validation of the analysis of global experts 
by Somali experts and stakeholders, and
v. focus on the available fiscal envelope and 
on financing options.

7. For the prioritisation, the experts turned to 
the paired comparison technique widely used in 
many industries and sectors to determine project 
and budgetary priorities, especially when economic 
feasibility data is lacking. The shortlisted interventions 
were then ranked based on their economic, social 
and political importance. The challenge was whether 
to phase these projects arbitrarily based on their 
decreasing importance and the available projected 
financing available each year for the transport sector 
or to look at some other evolved approach that 
addresses the additional factor of how easily the 
government can implement this project.

8. This TSNA takes the evolved approach 
through an implementability analysis. The approach 
advocates starting with high priority projects that 
are easier to implement. This will result in:
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i. the citizens of Somalia rapidly witnessing 
the government’s effectiveness in delivering 
infrastructure to its people, thereby enabling the 
writ of the government to be established;
ii. increased donor confidence in Somalia’s 
ability to implement infrastructure projects; 
iii. and the government being able to 
mobilise parallel efforts (e.g. demining and 
institutional restructuring) required to overcome 
implementation challenges in high priority 
interventions that cannot be started immediately.

Country context

9. The Somali economy is heavily dependent 
on agriculture and livestock. Livestock (40% of 
the gross domestic product (GDP)), remittances 
and telecoms drive the entire economy. Somalia’s 
external trade is estimated at USD 2,458 million 
annually, with Ethiopia, Oman and Saudi Arabia 
being the major trading partners. Exports account 
for USD 545 million and imports for USD 1,913 
million.

10. Although Somalia has only 2% arable 
land, it has the longest coastline of any country in 
Africa. This offers great opportunities to the ports, 
and shipping and fishing industries. The exclusive 
economic zone (EEZ) of Somalia can provide fish 
hauls of up to USD 2 billion/year. The country also 
has huge untapped reserves of iron ore, uranium, 
tin, oil and natural gas.

11. The country is sparsely populated, with the 
population concentrated in a few key cities while the 
rest is largely nomadic. Population estimates are 
historically a contested issue – this TSNA is based 
on the pre-Population Estimation Survey of Somalia 
(PESS) estimates. The basic role of the estimated 
population in the TSNA is to locate populations 
served within the catchment of a transport sector 
intervention. To identify the transport infrastructure 
and services gaps and priorities in relation to 
livelihood needs in Somalia, this assessment 
prioritises geographical areas, population 
distribution and livelihoods, and productivity zones. 
This also facilitates the identification of where the 
improved connectivity will be able to reduce barriers 
to improved social and economic development 
indicators (poverty, health and education). These 
aspects have been incorporated in the transport 
investments prioritisation criteria. 

12. Somalia’s geography, climate and soils 
support easy construction and operation of 
transport infrastructure and provide abundant 

natural availability of construction materials inputs.

Transport demand assessment

13. A transport demand assessment for roads, 
aviation and ports in Somalia was conducted and 
a transport framework developed. A network load/
demand analysis was carried out to determine 
the important road routes. This was done using 
the population figures of major cities and towns in 
Somalia and traffic counts where available, and 
these figures were corroborated by external trade 
estimates. The current network in the country 
facilitates movement of approximately 1.2 billion ton-
km and 3.2 billion passenger-km. These statistics 
helped identify the key transport corridors for further 
consideration. 

14. The main demand for the aviation services 
currently stems from aid, governance, and 
humanitarian and medical emergency related 
events. The demand for the aviation sector is almost 
non-existent for the leisure and business traveller 
segment. Therefore, for the aviation sector, the 
catchment population for air infrastructure is used 
as a proxy for demand while the level of intervention 
is determined based on strategic location and 
purpose. 

15. In the port sector, traffic volumes are low 
primarily due to the low level of development of 
Somalia. Statistics are scarce, but those available 
suggest that about 2 million tons/year, including 
53,000 twenty-foot equivalent units (TEUs) of 
container traffic, are handled at the ports of Somalia. 
Almost all this traffic is handled at the two main active 
ports – Mogadishu and Berbera, while less activity 
is registered at Kismayo. Until recently, the Somali 
ports had been badly affected by piracy. The last 
two years, however, have seen an improved security 
situation. This has led to the introduction of container 
services from Dubai, Salalah and Mombasa. The 
world’s top three container lines (Maersk, MSC and 
CMA CGM) now call at Somali ports. The overall 
traffic demand for ports was found to be driven by 
the Somali TSNA programme itself, which will be 
the largest demand generator for port infrastructure 
development in the coming decade. 

16. Restoring and enhancing connectivity for 
economic and social revitalisation and political 
integration are the core drivers of this TSNA. Based 
on this objective, a transport needs framework was 
developed based on current overall geographic, 
demographic and population settlement patterns, 
development paths and opportunities, and political 
necessities in Somalia. This framework can be 
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viewed as the transport policy pillar for the TSNA. 
The framework’s main elements include exploiting 
the coastline economy, developing key transport 
corridors to ease access to dispersed settlements, 
supporting the development of the key economic 
sectors, improving the throughput of ports, and 
focusing on the Somali civil aviation policy. 

Institutional arrangements in the trans-
port sector

17. The overall governance and thereby 
structure of government in Somalia is emerging. The 
TSNA team held many discussions and collected 
data on how the various transport sector government 
institutions are structured and functioning at present. 
At the federal level, the three key ministries in the 
transport sector are the Ministry of Public Works, 
Housing and Reconstruction (MPWHR), the Ministry 
of Ports and Maritime Transport (MPMT); and the 
Ministry of Transport and Civil Aviation (MTCA).

18. The MPWHR is mandated to undertake the 
planning, design and construction of government 
buildings, infrastructure such as national roads and 
bridges, flood control, water projects and other public 
works; and to promote standards in the construction 
and housing industries. Currently, the ministry does 
not have the organisational depth and capacity to 
undertake or even effectively monitor the large-scale 
investments proposed in the road sector. At the 
federal level, a road authority is planned but is not 
yet functional. The ministry also seems to have the 
dual role of policy and regulation. In addition, as may 
be seen from the organogram, the ministry also has 
a port authority, which is apparently in conflict with 
the MPMT’s mandate, as such an authority would be 
more appropriately housed in the latter ministry.

19. The federal Ministry of Transport and Civil 
Aviation controls the airports, airstrips and airspace in 
Somalia. It is responsible for all regulatory functions, 
policy, planning and operations of the aviation sector. 
However, the ministry and the Somali civil aviation 
authority (CAA) are constrained by a shortage of 
experienced professionals. The Somali CAA has a 
regulatory and enforcement mandate and should be 
separated from all operations – as this is a conflict of 
interest.

20. The MPMT includes offices of the Soma-
li Shipping Agency and the Somali Ports Authority 
manager. Again, its control and mandate is severely 
restricted. Several of Somalia’s autonomous states 
have set up highway and port authorities. Similar 
scattered information received from other parts 
of the government showed that nowhere does the 

existing structure meet the requirements of the ne-
cessary solution for resolving the transport sector 
challenges. 

21. Therefore, the TSNA team focused on un-
derstanding the needs of Somalia and proposing 
an appropriate institutional structure to respond 
to these needs. The team has recommended that 
instead of looking for micro-level institutional struc-
ture details at this stage, focus should be placed 
on how to start the implementation of the TSIP. An 
implementation-partner arrangement is thus pro-
posed and discussed in Chapter 10. Another key 
reason for taking this approach is that institutional 
strengthening, and the resultant soft investment, de-
tracts from delivering on the more pressing needs of 
Somalia. The recommended approach focuses on 
the critical needs assessed in the TSNA institutional 
landscape, more specifically on the need to clarify 
domains and mandates before getting into the de-
tails of institutional reform. The broad recommenda-
tion is to adopt an implementing partner model while 
simultaneously clarifying institutional mandates and 
domains, and eventually and gradually letting the 
implementing partner institutional arrangements 
evolve into the required public sector institutional 
structure with built-in capacity. Following the current 
emerging government structure in Somalia with a 
central government as a federation of independent 
states, the TSNA used some overarching conside-
rations in formulating the proposed structure and 
highlighting issues to be handled under the Somali 
transport sector institutions. These include: 

i. a ministry of transport to be a board that 
looks at nationwide sector issues, including 
transport policy, over-flight charges, Somali 
civil aviation policy, harmonisation of border 
management issues, and harmonisation of 
standards for roads and road transport; 
ii. clarity on policy, institutions, procedures, 
and Human Resources and Administration. 
This will ensure that domains and mandates 
of institutions are clear to enable rapid 
implementation of required sector interventions;
iii. a transport fund to ensure sustainability 
and a sector specific rationale in the allocation 
of funds; 
iv. regulation of services, e.g. motor vehicle 
regulations, motor vehicle taxation, central civil 
aviation regulations, and regional civil aviation 
support organisations. 

22. For reforming the administrative tiers, 
the US model was found to be most suitable 
(national – in roads and highways, federal highway 
administration, department of transport, federal 
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aviation administration and state departments) 
with variations for ports and airports. A summary 
overview of the proposed transport sector institutions 
is provided.

Road transport 

23. Important transport routes were identified 
after careful review of the road network and include 
those listed in earlier reports and those identified 
by state road authorities during the preparation of 
this TSNA. A total of 11,434km of all types of roads 
were identified along the key routes. The length of 
the primary/main roads, excluding Somaliland, is 
2,977km of the nationwide total of 4,124km, of which 
2,860km are paved and 1,264km are unpaved or 
of gravel surface. The condition of the paved roads 
can be classified as poor since more than 90% of 
the roads have deteriorated and are beyond their 
design life.

24. The total length of the secondary, feeder 

and coastal roads (referred to as feeder roads later 
in this report) selected for prioritisation is 7,310km. 
These roads are mostly of gravel or earthen surface 
and in poor condition. The roads selected based on 
the route analysis were subjected to a population 
catchment analysis. This provided a ranking of these 
roads based on their catchment population. For all 
roads other than the identified primary/main roads, 
only the top 10 serving the largest populations (per 
kilometre) were selected. The primary/main and 
feeder roads selected were subjected to the paired 
analysis. From this, a resulting list of prioritised 
roads with their priority ratings was established. 
The TSNA team then developed and costed a set of 
interventions for each of the selected roads.

25. The estimated cost for these prioritised road 
sector projects (including technical assistance (TA)) 
– not including Somaliland – is USD 1.1 billion over 
10 years as summarised in the table below. The final 
identified road sector programme is presented in 
this report.
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Project description
Length 

(km)
Proposed intervention

Cost
(USD million)

Mogadishu–Afgoye–Baidoa–Beled Hawo (Kenya 
border) 520 New paved triple surface 

treatment (TST) 229

Mogadishu–Jowhar–Beledweyne–Galkayo 704 Rehab paved-TST 153.12

Kismayo–Merca–Afgoye–Mogadishu 483 Rehab paved-TST 105

Kismayo–Liboi (Kenya border) 220 New paved-TST 97

Bosaaso–Garowe 410 Rehab paved-TST 89

Galkayo–Garowe 240 Rehab paved-TST 52

Garowe–Lasanod 130 Rehab paved-TST 28

Galkayo–Garacad 210 New paved-TST 56

Galkayo-Galdogob 60 New paved-TST 16

Mogadishu–Hobyo* (coastline road)

Mogadishu–Merca* (coastline road)

Emergency maintenance programme 2,977

Filling of potholes/ resur-
facing to make the roads 
traffic worthy till start of 
complete construction 

works

10

Routine maintenance upon stage-wise completion 2,977
Routine maintenance of 
all main roads after com-

pletion up to 10 years
18

Capital expenditure (CAPEX) Total capital costs 853

TA for detailed engineering design and supervi-
sion, road maintenance and management sys-
tems (RMMS)

2,977
Detailed design and 

construction supervision 
of main roads

46

Establishment of project management unit (PMU) 
main roads – project-specific PMU (TA)/engineer-
ing, procurement and construction (EPC)

2,977 Establishment of PMUs 14

TA Total TA costs 60

Total 2,977 913

Road sector interventions: main roads1 

1* These roads were added to the list on 23 May 2016 during a validation workshop held in Nairobi. They are 
part of the priorities established by the FGS. Information missing in the remaining columns will be assessed 
in future. 
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Project description Length (km) Intervention Cost USD Mil

Galkayo–Hobyo 241 Regravelling 16.9

Jalalaqsi–North South (NS) trunk 12 Regravelling 0.8

Janale–Kabtanlaas 14 Regravelling 1.0

Qoryoley–Kabtanlaas 14 Regravelling 1.0 

Baidoa–Wajid 93 Regravelling 6.5

Wajid–Xudur 98 Regravelling 6.9

Baidoa–Xudur 144 Regravelling 10.1

Garbaharey–Luuq 65 Regravelling 4.6

Kismayo–Afmadow 110 Regravelling 7.7

Jilib–Afmadow 80 Regravelling 5.6

Bardera–Garbaharey 106 Regravelling 7.4

Bosaaso–Lasqoray (port) 130 Regravelling 9.1

Bosaaso-Qandala- Alula (port) 220 Regravelling 15.4

Garowe Bosaaso (Libaxo)–Eyl 110 Regravelling 7.7

Galkayo–Eyl (port) 324 Regravelling 22.7

Lasqoray–Baran 90 Regravelling 6.3

Qardho–Bayla 230 Regravelling 16.1

Baran–Hadaftimo 45 Regravelling 3.2

Lasqoray–Mydh 125 Regravelling 8.8

Qardho–Hingalol 100 Regravelling 7.0

Jilib–Bu’ale–Saakow3*

Baidoa–Dinsoor–Saakow*

Barawe–Hawaay–Dinsoor*

Daafeed–Beledweyne*

Afmadow–Xagar–Ceelwaaq*

Jowhar–Adale*

Total CAPEX 2,351 164.6

Routine maintenance (0.1% of CAPEX) 2,351 Routine maintenance of the 
roads after completion of the 

feeder road projects

1.7

CAPEX including routine maintenance 166.3

TA for detailed engineering design
and supervision 

2,351 Detailed design and construc-
tion supervision of main roads

24.1

Establishment of PMU – project-specific 
PMU (TA)

2,351 Establishment of PMU 12.0

Total for TA 36.1

Grand total 2,351 202.4

Road sector interventions – feeder roads 2 

2 - Ibid.
3 - * indicates roads identified as first priority at the validation workshop in Nairobi.
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Aviation

26. There are eight main airports, seven major 
feeder airports and 18 other important airstrips 
across Somalia. An expert assessment of the overall 
air infrastructure resulted in 15 key airports/airfields 
being identified for further assessment. At the same 
time, it was decided that given the humanitarian 
and governance aspect of the air infrastructure in 
Somalia, basic routine maintenance of all airstrips 
would be a core part of the overall TSNA programme. 
Like all transport, aviation has basic components of 
infrastructure and services that are regulated for 
safe delivery of passengers and goods. However, 
by their inherent nature,  aviation4 services are 
more complicated than other transport services 
and thus cannot simply be reconstructed or revived 
by providing infrastructure and services in a few 
spots with the expectation that they can service 
the economy sustainably. Consequently, the TSNA 
team chose to focus on the regulation – alongside 
the infrastructure – needs of the aviation sector.

27. The TSNA has recommended undertaking 
three core activities concurrently: aviation sector 
reform, aviation infrastructure improvements, and 
capability development of regulatory and operations 

personnel. The aviation sector needs were identified 
under four areas, namely, legislative and policy, 
regulatory, operations, and infrastructure. Airport 
locations have been identified and prioritised with 
an infrastructure and operational focus, while the 
capacity and demand for the various airfields have 
been reviewed. The capacity and demand estimates 
are based on experience and available data. This 
identification incorporates the necessity and role of 
the airfields given the geography of the country, its 
sparse population distribution, and requirements 
for disaster relief and recovery including food aid 
distribution. Consequently, the TSNA strategy 
also provides minimum requirements for safe, 
remote, unpaved airfield operations. Following the 
identification of 15 key airports/airfields, a further 
population catchment analysis of aviation sector 
investments was carried out, and 12 airports/
airfields shortlisted for further review. The TSNA 
team also reviewed the inclusion or otherwise of the 
airports various government stakeholders identified 
during the validation workshop. Following the paired 
analysis, the projects were identified as immediate 
needs. The total cost for this prioritised aviation 
sector programme is estimated at USD 169.2 million 
over 10 years and is summarised in the following 
table.

4 -  Aviation services – including carrying units (aircraft), ways (air routes), air traffic control (ATC), and regulation (safety) – are all a complicated and expen-
sive business. In addition, as another example, while the road transport sector can operate in national isolation, the aviation sector must have international 
connectivity in modern times to serve basic economic development requirements.
5 - These Airports were added or modified on 23 May 2016 on the list of priorities established by the FGS during the Validation Workshop held in Nairobi on 
22 and 23 May 2016.

Name Proposed intervention Cost (USD million)

Main airports

Mogadishu Pavement rehabilitation 25.0

Kismayo Airport rehabilitation with TA studies 32.96

Bosaaso Airport rehabilitation with TA studies 32.96

Garowe Airport rehabilitation with TA studies 32.96

Baidoa* Airport rehabilitation with TA studies 25

Galkayo* Pavement rehabilitation with chip seal 2.85

Feeder airports

Dhusamareb* Pavement rehabilitation with chip seal 2.85

Beledweyne Pavement rehabilitation with chip seal 2.85

Bardera Pavement rehabilitation with chip seal 2.85

Jowhar* Pavement rehabilitation with chip seal 2.85

Airstrips (18) Shaping and re-gravelling of airstrips across 
Somalia 4.5

TA studies Design and TA studies 1.3

Training needs analysis (TNA) 
TA TA for training needs 0.3

Grand total 169.2

Aviation sector interventions 5 
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Ports and shipping sector

28. An assessment of key ports in Somalia 
was carried out, including both major and minor/
beach ports. There are four major operational ports 
in Somalia, i.e. Mogadishu, Berbera, Kismayo and 
Bosaaso. Three of these are deepwater ports, 
and all four operate throughout the year. Despite 
the vagaries of war and time, the infrastructure at 
the major ports appears to be in reasonably good 
condition. However, operating performance is poor 
with low handling speeds. Port handling costs were 
also investigated; they vary according to the port 
and cargo but are generally high. The published 
handling charges are low, but there are excessive 
additional terminal handling charges imposed on 
importers by the shipping lines, implying many 
hidden costs. The ports are vastly over-staffed: 
Mogadishu has 5,000 workers, and Berbera has 
around 2,000. Government also uses the ports as 
the main revenue collection points (customs duties 
and other fees and taxes). This also contributes 
to delays and perceived excessive port costs – a 
trader is unable to clearly distinguish border and 
inland revenue costs from real/pure port services 
related costs. There has been some progress 
towards adopting a landlord port model at some of 
the major ports. In particular, the ports are bringing 
in private operators for cargo handling. Mogadishu 
now has a Turkish operator (Al Bayrak), and 

Simatech has been contracted to expand and run 
the container terminal with an investment of USD 70 
million. Berbera is also considering concessioning a 
container terminal.

29. It is also noted that the coastline is not being 
leveraged for economic development, possibly 
due to lack of proper hinterland connectivity. The 
roads sector programme has picked up on this, and 
some of the emerging priorities will help ameliorate 
the situation. A brief assessment of key ports is 
provided followed by a needs framework for the 
Somali ports and shipping sector. This is with a 
focus on: improving specialised cargo handling, 
lowering port costs to trade, improving capacity 
for liquid cargo, improving hinterland connectivity 
while better utilising the port backup area, providing 
more feeder roadstead ports and improving their 
facilities, addressing issues related to livestock 
trade at ports, adding at least one new main port 
between the Mogadishu Port and the northern tip, 
and creating a port information system that tracks 
performance and statistics.

30. Based on the needs framework, the experts’ 
analysis recommended eight projects as priorities 
for the Somali ports and shipping sector. Following 
the paired analysis, a USD 153.2 million programme 
has been identified for implementation over the 10-
year period, as shown in the table below.

Project Proposed intervention
Cost

(USD million)

Measures to reduce transport costs for 
livestock exporters, and investment in 
new transport facilities

Estimating cost of the study; follow-up costs to 
be determined 0.40

Construction of (at least one) new port 
on the 1,400km coastline between 
Mogadishu and Bosaaso

Identification of preferred site and technical and 
economic feasibility study and construction cost 
of the port

30.65

Construction of low cost barge berths 
at several roadstead port sites

Identification of preferred site and technical and 
economic feasibility study and construction cost 
of the port

20.25

Construction of one or two multi-pur-
pose berths at Barawe

Technical and economic feasibility study and 
construction cost of the port 20.25

Upgrading of the oil import facilities at 
Mogadishu terminal

Technical and economic feasibility study, 
construction for upgrading of the oil terminal, 
bidding for selection of new operators

20.45

Investment in port-based meat pro-
cessing factories

Feasibility study and construction of meat 
processing factories 60.20

Harmonisation of the role of port 
charges as a source of revenues to 
government

TA for overhaul and harmonisation of port tariffs 
and rules for their use 0.50

Port information system TA for establishing a port information system 0.50
Total 153.20

Port sector interventions
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31. The table below shows the ports the FGS 
established as priority during the May 2016 valida-
tion workshop in Nairobi.

Implementation risks to the proposed 
Transport Sector Investment Programme 
and overall implementability-based 
phasing

32. The needs identified for the roads, aviation, 
and ports and shipping sectors form the overall 
proposed TSIP for Somalia for the coming decade. 
The process of phasing this programme to enable the 
government to successfully implement it as finances 
are sought required further analysis. 

33. An implementability analysis technique 
was utilised for deciding which TSIP projects can 
be readily implemented and which require more 
extraordinary preparation; the latter activities include 
carrying out demining activities, clarifying institutional 
roles and responsibilities, and organising the local 
construction industry and supply of materials.

34. The implementability analysis technique 
comprised undertaking two steps: implementation 
risk assessment and implementability analysis. The 
implementation risks for each project in the TSIP 
were in turn based on a collective assessment of the 
external and internal risks. 

35. The external risks are those that are not directly 
under the control of the traditional project implemen-

ter. In other words, these are external to the project 
and cannot be managed through the project. Two 
key external risks were defined and estimated: ac-
cess and resources. The access risk is determined 
by the extent to which the project site is accessible 
based on its location such as (i) a conflict prone 
area, (ii) a mined area or one having unexploded 
ordnances (UXOs), and (iii) a disputed territory e.g. 
as part of a border dispute. The risk related to re-
sources is assessed by determining if the project 
requires basic resources (cement; steel; petroleum, 
oils and lubricants (POL); labour; and machinery), 
which are classified as high, medium or low accor-
ding to their availability in Somalia. The internal risks 
are those that can be mitigated within the project 
implementation environment and relate to the direct 
project stakeholders and their capacity to imple-
ment the project.

36. The implementability analysis technique 
thus assesses the overall implementation risks as 
being high, medium or low, and then deduces the 
ease of implementability as the inverse of the risk. 
Simply put, if the implementation risk for a TSIP pro-
ject is high, it implies that the project is not imme-
diately implementable, i.e. implementability is low. 
However, the implementability score does not in it-
self determine the phasing of the TSIP project.

37. As a final measure, the technique requires 
weighing the implementability against the impact of 
the project. The impact of the project is deduced 
from the paired analysis score. The implementabi-
lity score and the impact score for each project is 
plotted on a chart (this is a sub-technique common-
ly referred to as the Boston Consulting Group (BCG) 
analysis). The chart is bifurcated with the x- and 
y-axes crossing at derived scores representing the 
median implementability score and the median im-
pact score. All the TSIP projects were plotted collec-
tively on this chart and then plotted in one of the four 
quadrants. This determined the final phasing of the 
projects selected in the TSIP. Projects with high im-
plementability scores and high impact scores were 
all collectively selected for the short-term phase of 
the TSIP. The resultant phased TSIP projects are as 
shown in the table. 

6 - + Feeder ports identified as first priority at the validation workshop in Nairobi.

Main ports Feeder ports6

Mogadishu Hobyo+

Kismayo Barawe+

Bosaaso Adale+

Berbera Garacad

Mydh

Harardhere

Kudha

Eyl

Merca

Lasqoray
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Project – Somalia State Type

High impact and easy to implement (HE) (1–3 years)

Upgrading oil import facilities at Mogadishu terminal Benadir Main port
Mogadishu main airport1+ Benadir Main airport
Baidoa main airport+ ISWA Main airport
Galkayo main airport+ Puntland Main airport
Dhusamareb feeder airport+ Galmudug Feeder airport
Mogadishu–Merca (through Afgoye)+ Benadir & ISWA Main road

Mogadishu–Jowhar+ Benadir & Middle 
Shabelle Main road

Mogadishu–Hobyo (coastline road)+ Somalia Main road
Jalalaqsi–NS trunk Hiran Feeder road
Janale–Kabtanlaas ISWA Feeder road
Qoryoley–Kabtanlaas ISWA Feeder road
Kismayo–Afmadow Juba Feeder road
Bosaaso–Garowe Puntland Main road
Galkayo–Garowe Puntland Main road
Construction of a new port2 between Bosaaso & Mogadishu Somalia Port
Bosaaso-Qandala–Alula (port) Puntland Feeder road
Galkayo–Hobyo Galmudug Feeder road
Garowe–Bosaaso (Libaxo)–Eyl Puntland Feeder road
Galkayo–Eyl (port) Puntland Feeder road

Low impact and easy to implement (LE) (3–5 years)

Qardho–Hingalol Puntland Feeder road
Qardho–Bayla Puntland Feeder road
Baidoa–Wajid ISWA Feeder road
Garbaharey–Luuq Juba Feeder road
Jilib–Afmadow Juba Feeder road
Baidoa Xudur ISWA Feeder road
Wajid–Xudur ISWA Feeder road
Bardera–Garbaharey Juba Feeder road
Construction of low cost barge berths 
at several roadstead port sites

Puntland, Juba, 
ISWA Minor port

Garowe main airport Puntland Main airport
Galkayo–Garacad (border corridor) Puntland Main road
Galkayo–Galdogob (border corridor) Puntland Main road
Shaping and re-gravelling of airstrips+ All regions Airstrip

Proposed TSIP implementability analysis summary 
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Project – Somalia State Type

High impact and difficult to implement (HD) (5–7 years)10

Mogadishu–Beledweyne–Galkayo Benadir, ISWA Main road
Bardera feeder airport+ Juba Feeder airport
Beledweyne feeder airport+ Benadir Feeder airport

Mogadishu-Afgoye-Baidoa-Beled Hawo (Kenya border) Benadir, ISWA, 
Juba Main road

Kismayo-Merca-Mogadishu Benadir, ISWA, 
Juba Main road

Jowhar feeder airport+ Middle Shabelle Feeder airport
Bosaaso main airport Puntland Main airport
Bosaaso-Lasqoray (port) Puntland Feeder road

Low impact and difficult to implement (LD) (7–10 years)

Construction of a new strategic port at Barawe ISWA Port
Kismayo–Liboi (Kenya border) Juba Main road
Kismayo main airport+ Juba Main airport

Investment in port-based meat processing factory at Bosaaso11 Puntland Main port

Garowe–Lasanod Puntland Main road
Lasqoray–Mydh Puntland Feeder road
Lasqoray–Baran Puntland Feeder road
Baran–Hadaftimo Puntland Feeder road

10     + Airports/roads/ports added or modified on 23 May 2016 as part of the priorities established by the FGS during the validation workshop in Nairobi.
11     The calculated impact of this project is not as high as that for provision of an oil terminal or the need for a new mid country port. It is also not very easy 
to implement from a stakeholder’s standpoint, as it requires more private sector involvement with arms-length facilitation by the public sector. This, in turn, 
implies significant private financing while ensuring competitiveness.
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The proposed Transport Sector 
Investment Programme and financing 

options

38. Government finances were studied, inclu-
ding government budget, revenue, expenditures, 
foreign aid, and revenue and expenditure projec-
tions from 2013–2017. Bearing in mind the varying 
returns on investment in post-conflict countries, the 
experiences of four economies were examined, na-
mely Afghanistan, Bosnia, Ethiopia and Timor-Leste. 
This covered the first 10 years after the end of conflict 
and the start of reconstruction activity. The aim was 
to assess the levels of investment that went into the 
infrastructure and energy sectors for these post-
conflict economies.

39. From this analysis, two assumptions are car-
ried forward in this proposed TSIP:

i. That a range of 5 to 20% of GDP, at an ave-
rage assumed growth rate of 5%, can be assu-
med as the projected possible overall investment 
(including public and private) in the Somali eco-
nomy. Based on this envelope, the investment 
projection over the proposed TSIP period is pre-
sented. 
ii. Since breakdown of investment by sectors 
is not available for the countries studied, a ma-
jor share of this investment is public and is spent 
in the social sectors, followed closely by the in-
frastructure rebuilding effort. 

40. Based on these two lessons, the TSNA team 
estimated a low-, base- and a high-case scenario, by 
assuming that 20% of all investment (an average of 
4% of GDP) will go to the transport sector. The ove-
rall TSIP programme, prioritised and phased, is then 
shown in comparison with these three possible in-
vestment scenarios.

41. The sectoral breakdown of the proposed 
TSIP for roads, ports and shipping and aviation is also 
presented against the total cost of the programme. 
The road sector programme is estimated to cost USD 
1.1 billion (77%), the aviation sector USD 169 million 
(12%) and the ports sector programme USD 153 mil-
lion (11%) over the 10-year period. In the TSIP pe-
riod, all financing for the road sector infrastructure is 
envisioned to come from the public sector, including 
primarily donor assistance. Road sector services, 
however, will primarily be privately financed in both 
the passenger and goods segments. The team re-
commends no financial intervention in this area ex-
cept for the development of appropriate regulation. 
42. The nature of the ports and shipping sector 
dictates the financing model. Most of the ports 

infrastructure can and should be financed through the 
private sector (this would include the oil terminals, the 
container terminals and other related infrastructure at 
the major ports, such as Mogadishu, Bosaaso and 
Berbera). Even where public financing is used to 
lure port operators and investors, the ultimate design 
should be a landlord-based operations model. 
Smaller ports infrastructure and related services 
are recommended for financing through the public 
sector. A key focus of public financing in the ports 
and shipping sector should be the development 
of the right institutions and port landlords and an 
appropriate regulatory environment.

43. For the aviation sector programme, three 
paths are recommended for financing: 

i. all aviation infrastructure and equipment for 
airports/airfields be financed primarily through 
the public sector; 
ii. the primary focus should be on establishing 
the overall institutional infrastructure required to 
develop the formal Somali aviation sector; and 
iii. all primary aviation services (airside) should 
be financed through the private sector. Any plans 
to develop national flag carrier(s) should be in a 
private finance mode. Lastly, the aviation sector 
revenues available from the over-flight charges 
should be accounted for, and an equivalent 
amount earmarked for re-investment into ground 
infrastructure for the aviation sector.

Implementation arrangements for the 
proposed Transport Sector Investment 
Programme

44. Appropriate transport sector institutions 
do not exist. Thus, the solution is to institutionalise 
an overall transport board and a transport fund 
that provides a “start-up” for transport policy 
and projects and implementation and financing, 
respectively. These two institutions will be paired 
with one or more implementation partners and will 
work on a project-by-project basis with the relevant 
existing institutions on the ground. Together, they 
will prepare, deliver and sustainably hand over the 
project to the rightful “owner”. The transport board 
and transport fund along with the implementation 
partner(s) will also provide institutional reform 
guidance and on-the-job capacity building to the 
relevant institutions such that the recommended 
institutional structures for roads, aviation and ports 
(see Chapter 4) evolve, both, at federal and the 
state levels. A basic structure for a Somali transport 
board and transport fund can be prepared in 
consultation with the FGS and its states. A transport 
fund could be initiated as a specialised window 
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under the SIF. Suggestions on other implementation 
approaches, including a detailed section on role of 
an implementation partner or partners is provided in 
Chapter 4.

45. The TSIP implementation plan should be 
focused on delivering three pillars – infrastructure, 
social protection and livelihoods, and Customs mo-
dernisation for revenue generation. This will ensure 
sustainability of the programme, its delivery and its 
ability to attract high visibility development/donor fi-
nancing.

46. In terms of the TSIP’s delivery capacity, 
governance and implementation have to go hand 
in hand. However, focus should be on an imple-
mentation-partnering model. The TSNA team re-
commends adopting this model while at the same 
time clarifying institutional mandates and domains. 
Eventually, the institutional arrangements of the im-
plementing partners will gradually evolve into the 
required public sector institutional structure with 
in-built capacity. The Implementation Partner Mo-
del has a global success record in not only timely 
implementation, but also in parallel capacity buil-
ding of both public and private sector institutions. 
The various services that are proposed to be provi-
ded by this model are highlighted and a proposed 
implementation-partnership agreement structure 
presented. The TSNA team proposes a separate 
activity to develop and detail the proposed imple-
mentation arrangement as this is beyond the terms 
of reference of this TSNA. 

Trade corridors – regional connectivity 
and transit potential

47. Trade corridors contribute significantly to 
regional integration and economic development. 
Currently, the only established corridor connecting 
Somalia with the rest of Africa is the Berbera-Addis 
Ababa Corridor. It links Addis Ababa to Sudan in 
the north and to Mombasa via Nairobi in the south. 
However, Djibouti offers an alternative destination for 
Ethiopian exports. Kismayo in southern Somalia may 
provide a competitive route to Nairobi and Kampala. 
Although routes from Somalia to other African coun-
tries in the region may not appear lucrative, it is the 
closer distances to ports in the Middle East, Pakistan, 
and India and beyond that could add value to these 
corridors through Somalia. Trade routes between 
Kenya, Ethiopia and Somalia are critical, as impro-
ving the transport corridors between these neighbou-
ring countries to Somali ports should lead to further 
growth in regional trade. 

48. Trade data also reveals that despite a signi-

ficant livestock industry, value addition remains low 
as Somalia exports mostly live animals, raw hides 
and skins, while relying on imported dairy products 
to meet its domestic requirements. Similarly, despite 
having the longest shoreline in Africa and several 
ports and harbours, fishing contributes an insignifi-
cant share to the country’s exports. This highlights 
the immense potential for downstream value addition 
in these key areas. Among the potential trade cor-
ridors across Somalia, the Berbera–Hargeisa–Addis 
Ababa and the Kismayo–Liboi–Nairobi corridors are 
possibly the best for development. 

49. The Somali Compact identifies the enhan-
cement of transparent and accountable revenue ge-
neration as an important PSG. At any border point, 
customs is the premier border control agency res-
ponsible for security, revenue and trade facilitation. 
Transport outcomes are linked with customs delive-
ry. Customs is, therefore, a function and a service 
in every cross border transport supply chain in a 
country. 

50. Some initiatives to improve transport, cus-
toms and border management are recommended. 
These include the:

i. establishment of a Somali customs transit 
authority,
ii. implementation of the Automated System 
for Customs Data (ASYCUDA) transit module,
iii. harmonisation and improvement of border 
management,
iv. development of inland customs depots 
(ICDs)/dry ports at key points,
v. development of an integrated border 
management system,
vi. establishment of a risk-based customs 
clearance system,
vii. restructuring of the Somali customs 
agency, and promotion of the development of 
trade corridors.

51. The initial cost for the development of trade 
Corridors is estimated at USD 278 million while that 
for related customs and border management activi-
ties is USD 91 million. While the cost for customs and 
border management projects is additive, the cost 
for key roads and ports infrastructure in support of 
the corridors shown below is already included in the 
TSIP presented earlier. The other two corridors, Mo-
gadishu–Belet–Hawo and Garacad–Galkayo–Gal-
dogob, while significant, are not readily implemen-
table nor will they have significant upstream impact, 
as the required infrastructure in the neighbouring 
countries is not very well developed and suffers 
poor connectivity.
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Proposed TSIP implementability analysis summary 

Cost estimates for corridors

Overall budget for Somali customs 
reforms

Infrastructure
TA/

services
Goods/

equipment
Total

Legislation 125,000 930,000 55,000 1,110,000

Organisation and management 125,000 2,190,000 55,000 2,370,000

Human resource management 125,000 1,170,000 55,000 1,350,000

Customs ethics - 690,000 - 690,000

Training 600,000 1,320,000 1,034,000 2,954,000

Customs revenue collection 125,000 396,000 195,000 716,000

Border and inland control 21,216,000 3,720,000 4,101,754 29,037,754

Investigations and enforcement 375,000 1,560,000 866,864 2,801,864

Customs and government laboratories - 21,000 - 21,000

Asset management - 240,000 - 240,000

Trade facilitation and business relations - 690,000 - 690,000

Transit and movement of goods including 
computerisation 20,125,000 11,140,000 17,430,000 48,695,000

42,816,000 24,067,000 23,792,618 90,675,618

Investment needs
Kismayo–Liboi 

USD million
Berbera Corridor 

USD million
Total

(USD million)

Improvement of port facilities 
infrastructure 20.00 30.00 50.00

Improvement in airport cargo 
facilities and infrastructure 33.00 33.00 66.00

Road network improvements 97.00 65.00 162.00

TA – private sector support for de-
veloping the trucking industry, goods 
forwarding, and customs brokerage 
services

10.00

Total 150.00 128.00 278.00



I Background and Approach

1.1 Transport Sector Needs 
Assessment

Over the course of 2015 and 2016, the AfDB under-
took a series of infrastructure needs assessments 
in Somalia’s key infrastructure subsectors. These 
include this TSNA, as well as assessments in the 
energy, ICT, and water and sanitation subsectors. 
These reports are key deliverables of the FGS’s Eco-
nomic Recovery Plan (2014–15). In addition, these 
reports will feed into the preparation of a pipeline 
of projects for the AfDB SIF, and provide input for 
Somalia’s new National Development Plan 2017–19.

The overall objective of the TSNA is to determine 
short-, medium- and long-term needs and invest-
ments in the transport sector that will support:

i. the development of policy and institutional 
and funding arrangements, and
ii. Somalia’s economic recovery and impro-
vement in delivery of social services as well as 
in disaster management.

This report summarises the available data on the 

transport sector, including an assessment to the 
extent possible of its condition, and the services 
and transport institutions. It provides an assessment 
of the overall transport demand and then establi-
shes the matching supply requirements to cater to 
this demand. These transport sector requirements 
are then rationalised using an assessment of their 
implementability (a concept that is introduced and 
used throughout this report) to develop a 10-year 
phased investment programme to respond to these 
identifi ed needs, albeit within a plausible fi nancing 
envelope.

It is to be emphasised that this is a TSNA as de-
monstrated in Figure 1.1; it is not a transport mas-
ter plan or a transport policy report. It is meant to 
establish a rational approach to selecting the fi rst 
set of investments in the sector and attracting donor 
fi nancing to these based on economic and social 
criteria. This document will need updating within the 
fi rst two to three years of implementation. Hence, 
the focus of the government, development partners 
and donors should be on the emerging priorities in 
the fi rst three years (referred to as the fi rst phase 
later in this report).

Figure 1.1 Transport Sector Needs Assessment
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1.2 Stakeholder consultations

In preparing this report, a team of experts (technical 
and process facilitators) undertook a consultative 
process to develop the TSNA by bringing all relevant 
stakeholders on board. The team developed an 
inception report in the first stage that provided an 
overview of the sector and formed the backbone 
of the TSNA study. This provided the basic outline 
for the TSNA to build consensus among key 
stakeholders through inception workshops. The 
presentations at these initial inception workshops 
in Mogadishu, Hargeisa and Garowe served as 
the basis for setting the framework for the first draft 
of the TSNA report. The first draft was prepared 
and shared with the government. Following this 
submission, a validation workshop was organised 
with key government stakeholders in Mogadishu on 
27 October 2015. The workshop aimed to present the 
TSNA, receive feedback and develop a consensus 
on how to deal with key issues around data and 
methodology, validate the priority investments in the 
transport sector and determine how to address any 
missing priorities in the final draft of the report. The 
workshop was well attended by the government and 
donors. The interactive sessions developed a way 
forward for finalising the report.

The validation workshop concluded with a consensus 
on the need to get the first few projects financed 
and to commence their implementation. To achieve 
this, the TSNA report was finalised using population 
projections based on pre-PESS data, reassessing 
emerging priorities based on those identified by 
the government and including these where the 
assessment showed the need. The report includes 
deliberations of the initial validation workshop held 
in Mogadishu (Annex 2) and breaks down the 
proposed TSIP according to states and within each 
state by subsector. In addition, it includes a detailed 
section on implementation and financing options as 
presented during the workshop.

1.3 Preparation of the Transport 
Sector Needs Assessment

The overall approach developed for the TSNA was 
to build an overall transport framework (demand and 
supply), with projections based on an analysis by 
experts of the available data to identify an integrated 
list of transport needs over the short-, medium-, and 
long- term. This was validated with Somali experts 

and stakeholders. This approach improved upon 
those adopted over the last decade, as follows:

Use of remote sensing tools to confirm the 
knowledge dataset: Where needed and possible, 
satellite imagery (primarily through Google Earth) 
was utilised as a remote sensing tool to assess 
details such as topography, in particular terrain and 
soils; population and settlements; and availability 
and conditions. Data on mobile phone usage was 
used to assess livestock trade movements as well 
as to confirm population densities. 

Development of a transport framework-based (policy 
pillars) TSNA: The team developed a framework for 
the provision of transport solutions based on the 
geospatial demand and mobility patterns unique 
to the country. This framework consists of common 
policy principles that were used by experts to 
identify a list of projects to be analysed further in the 
TSNA. These policy pillars guided the development 
of the paired analysis criteria. At a later stage, these 
principles can be used as the basis to develop the 
overall transport policy.

Use of the paired-analysis approach to prioritisation 
followed by an implementability assessment using a 
governance framework: A paired analysis approach 
is used to rank projects selected by experts. The 
transport framework guided the development of the 
criteria used for the paired analysis. The emerging 
priorities were weighted to assess the ease or 
difficulty of implementation within a risks and 
impacts framework. This enabled phasing of the 
selected prioritised projects.
Validation by Somali and other experts and 
stakeholders: Interactive discussions were held with 
a cross section of stakeholders during the inception 
and report finalisation stages to validate the data 
and the analysis methodology. A final validation 
workshop was used to get feedback before the final 
revision to the TSNA report.

Focus on the available fiscal envelope and financing 
options: A fiscal picture for Somalia was assumed 
over the TSNA analysis period, and a possible 
transport financing envelope used to provide a 
realistic picture of what could be financed. Financing 
options were reviewed based on the delivery 
model for each subsector and their ‘characteristic 
disposition’ towards a particular financing model.
The process chart in Figure 1.2 demonstrates this 
approach.
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Figure 1.2  TSNA focus on what can be delivered and fi nanced over the short to medium term

1.4 Data collection

In light of lack of suffi cient information, the most 
recent verifi able data from secondary sources was 
sought in order to determine the current condition, 
use and requirements for developing Somalia’s 
infrastructure and economy. The review looked at the 
operation of formal and informal transport services 
for passengers and freight, and the potential 
customer base in Somalia. In addition, it looked at 
the road network, vehicles, aircrafts, barges and 
ships, and transport operators handling domestic 
and international traffi c. Data was collected through 
the following processes:

i. Desk studies – data was obtained 
from available reports prepared by various 
agencies. The World Bank (WB) carried out a 
comprehensive joint needs assessment in 2006. 
This was examined in depth for purposes of this 
report. Data from other donor agencies such as 
the WFP, the United Nations (UN) Development 
Programme (UNDP), UN Comtrade, AfDB and 
others was reviewed and analysed. Several 
published articles on the country’s regions, 
population, trade, economy, political dynamics, 
institutions and governance, and the transport 
sector were consulted and gaps identifi ed. A 
map of formal and informal stakeholders for 
each of Somalia’s transport subsectors (road 
networks and transport, ports and aviation) 

was identifi ed along with a list of key institutions 
involved (departments, ministries, authorities, 
chambers, unions, etc.). However, in light of the 
evolving administrative structures these are not 
listed to avoid controversy. Rather, the focus is 
on assessing the institutional capacity required 
to deliver the proposed TSIP. A data inventory  
was prepared showing the material that was 
consulted during this study, their content and 
relevance to the work.

Figure 1.3 Mogadishu–Merca–Kismayo road 
(near Barawe)
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ii. Remote sensing – geographical 
coordinates of most population centres were 
located and plotted. Using satellite imagery, 
major and critical infrastructure was identifi ed 
and critical routes determined. The climate and 
topography, including the terrain and soil, were 
assessed in detail. Imagery of major primary, 
secondary and feeder roads, airports, airstrips, 
ports and jetties were developed and consulted 
to provide an overall view and to assess the 
importance of various types of infrastructure 
for trade and the national economy. Critically, in 
towns and villages where population data was 
not available from any source, estimates were 
made by counting rooftops and settlements and 
assigning an average household population. 
Maps prepared and consulted have been 
included in the project folder that has been 
shared with all stakeholders.
iii. Field visits and interaction with Somali 
agencies – some of the major infrastructure 

projects including roads (primary, secondary 
and feeder), ports, airports and airstrips 
identifi ed during the inception stage were visited 
to evaluate their current condition and to validate 
fi ndings from the desk and remote sensing 
studies. The UNOPS team supplemented the 
primary fi eld visits through a secondary process 
using its local staff in Mogadishu, Garowe and 
Hargeisa. The fi eld staff verifi ed information from 
local agencies and helped gather data that could 
not be gathered during the initial fi eld visits. The 
UNOPS team also held videoconferences with 
the sector agencies and other stakeholders in 
Somalia in June and July 2015. The conferences 
sought to (i) explain and verify the fi nal dataset 
assembled for the TSNA, and (ii) check if any 
of the missing data could be provided. Overall, 
the process was interactive, which in itself was 
a great learning tool for assessing the existing 
capacity of the various stakeholder agencies. 
This process is summarised in Figure 1.4.

Figure 1.4 Data collection process
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1.5  13Information gaps

During the production of this report, information 
gaps were fi lled using various approaches as men-
tioned. However, for the macro level analysis, the 
team collected adequate data. Any existing gaps 
will be fi lled when undertaking the more detailed    
local planning, feasibility and design studies during 
project implementation.

i. Aviation – information on the current state 
of air service agreements (ASAs), the absence 
of aviation archives, and the overall informality 
of the sector’s operations implied that the TSNA 
team built in a lot of the detailed airfi eld by 
airfi eld assessment into the TSIP and accorded 
it due priority.
ii. Customs – critical information was not 
provided on the total number and type of 
personnel in the customs department, the 
number of customs staff posted at each location, 
revenue collected, type and description of 
cargo processed, traffi c estimates (trucks, 
containers, vessels, fl ights) etc. Information 
on the total budget outlay of the customs 
department to determine government priorities 
in this area was also not available. There is no 
localised or centralised (by state) information on 
customs bonded warehouses at international 
border points, airports, or seaports as well as 
on regulations governing customs facilities. 
This is primarily because these facilities are 

not functioning, as they should even where 
they exist. Detailed information regarding 
warehouse operations, regulations, the number 
of business entities and type of business activity 
is missing. The organisational structure of the 
new department for customs under the Ministry 
of Finance (MOF) is unknown. For purposes 
of the scope of this TNSA, however, the team 
had enough data to provide an overall reform 
assessment but not enough for a detailed 
infrastructure investment assessment. However, 
an estimate of the infrastructure investment 
was arrived at through prioritisation and remote 
sensing.

Figure 1.5 Garowe airfi eld

1.6 Prioritisation methodology

The prioritisation methodology for selecting projects 
from each sector consists of six main steps: 

a. Determining a list of interventions in each 
subsector based on an expert analysis (wherein 
they utilise the overall transport framework 
developed for Somalia).
b. Determining the population impacted by 
each intervention and establishing a cut-off 
(based on population impacted) below which 
the intervention is not considered for ranking 
and further prioritisation. This results in a short-
list of interventions to be subjected to the paired 
analysis.
c. Establishing the paired analysis criteria 

for each sub-sector, keeping in mind the 
characteristics of each, and, if required, 
characteristics for different tiers of interventions 
within a sub-sector.
d. Undertaking a sub-sector pair-wise 
comparison of the shortlisted interventions 
using the established criteria, and, if required, 
for different tiers of interventions within a sub-
sector.
e. Conducting an implementability analysis 
of interventions that were ranked in order of their 
importance after the paired analysis.
f. Phasing the projects and developing the 
overall proposed TSIP based on the outputs of 
the implementability analysis and establishing 
the low-, base- and high-case scenarios.
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1.7 Paired analysis and developing the 
criteria

For the prioritisation, the experts used the paired 
comparison technique that is widely used in many 
industries and sectors for determining project and 
budgetary priorities especially when economic 
feasibility data is lacking14.  For this purpose, criteria 
were developed to evaluate each project along 
technical-socio-economic-political dimensions. 

For example, concepts such as “contributes to 
agriculture, livestock and internal trade”, “optimises 
overall transport cost (time, distance, costs, mode, 
etc.)”, and “cost” were the type of economic 
criteria based on which projects were viewed. 
“Promotes delivery of social services, alleviates 
poverty, decreases vulnerability and increases food 
security”, “maximises population served” and “job 
creation potential, work fare, labour intensive” are 
examples of other types of criteria that can be used 
to evaluate the social aspects of a project. The 
political needs of a project were looked at using 
criteria such as “promotes national cohesion, state 
building, and peace and stability”. 

Each criterion was given a different weight in terms 
of its importance in the Somali context. Once criteria 
were defined, consultants liaised with stakeholders 
to define each criterion’s relative weight through a 
paired analysis and arrived at a consensus. Simply 
put, each criterion was compared with the others, 
one by one, and the relative importance of each was 
given a score as shown in Figure 1.6. For instance, 
if “job creation potential, work fare, labour intensive” 
was much more important than “contributes to transit 
and cross border corridors, regional integration”, 
then this comparison was given a weight of 10.

Project needs function
Transport sector needs (determined as a function of economic, social 

and political benefits)

Economic Maximises catchment population

Job creation potential, work fare, labour intensive

Contributes to internal trade and domestic value chains

Contributes to transit and cross border corridors, improves regional integration

Optimises overall transport cost (time, distance, costs, mode, etc.)

Supports enhancement of agriculture and livestock, fisheries production

Project cost

Social (Required to) Promotes delivery of health and education services

Contributes to poverty alleviation, food security, decrease vulnerability

Mitigates environmental degradation

Political Promotes national cohesion, state building, inclusivity, peace and stability

Table 1.1: Economic, social and political criteria developed for the transport sector

Much more value :  10

More value  : 5

Equal value  : 1

Less value  : 1/5

Much less value : 1/10

Figure 1.6 Relative weights for paired analysis criteria

14 - Some examples are: “A Methodology for Infrastructure Prioritization in Iraq”, second meeting of the Working Group on Infrastructure Finance in Iraq, 
29–30 April 2010, Paris, Middle East and North Africa-OECD Investment Programme; “A Multi-Criteria Prioritization Framework (MCPF) to Assess Infrastructure 
Sustainability Objectives and Prioritize Damaged Infrastructure Assets in Developing Countries”, Mohamed MG Elbarkouky, Journal of Sustainable Development 
5(9), 2012; “Sustainability Tools and Practices: An Examination of Selected State Departments of Transportation, California Metropolitan Planning Organizations 
and National Tools”, Caltrans Division of Research and Innovation, 22 March 2013; “Prioritization Methodology” (Transport Corridor Europe-Caucasus-Asia 
(TRACECA) – Implementation Approach for Project Prioritization in the TRACECA Corridor), March 2014, Traceca-org.org/fileadmin/fm-dam/Investment_
Forum/2015/downloads/en/Prioritization_Methodology_final_eng.pdf; “Hampton Roads, Prioritization of Transportation Projects, Project Evaluation and Scoring”, 
Transportation Planning Organization, December 2010; “Project Prioritization Matrix Tool” Adaptive Business Management Systems Ltd., 2011.
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Table 1.2: Analytical zones A, B and C used for manageability of analysis

Table 1.3: Main road sector interventions

Table 1.4 Feeder road sector interventions

A
Benadir, Juba, ISWA, South-
ern Galmudug 

Benadir, Gedo, Middle Juba, Lower Juba, Bay, Bakool, Lower 
Shabelle, Hiraan, Middle Shabelle, Galguduud

B Northern Galmudug Puntland South Mudug, North Mudug, Nugal, Bari

C Somaliland Awdal, Woqooyi Galbeed, Togdheer, Sanaag, Sool

Once the relative importance of each criterion 
was established, each was used to evaluate the 
shortlisted interventions. Thus, in this second step, 
each criterion was used one by one, and each 
project was compared with others and its relative 
importance assigned a score using the same scale. 
For example, if two projects, one being “construction 
of a road linking Hargeisa to Berbera port” and 
another “construction of a road linking Kismayo to 
Liboi” were compared using the criterion “maximises 
population served”, the first project would likely be 

judged of more value and given a score of 5.
In order to make the paired comparisons simpler, the 
projects under consideration were sub-divided into 
groups. For example, for roads, the groups were main, 
secondary and feeder. In addition to this subdivision, 
the country was divided into three analytical zones of 
approximately the same area (200,000km2) for ease 
of undertaking the paired analysis. These zones (A, B 
and C) were defined only for analytical convenience 
to keep the paired analysis matrices manageable, 
and had no other implications.

1.7.1 Paired analysis criteria for road sector interventions

1.7.1.1 Paired analysis criteria (and their respective weights) for main road sector interventions

Criteria Weight

1 Main corridor, high traffic and commercial 0.48

2 Provide link with border crossing/can form part of trade corridor 0.42

3 Population served/km, social benefits (derived benefit) 0.10

  Total 1.00

1.7.1.2 Paired analysis criteria (and their respective weights) for feeder road sector interventions 

Criteria Weight

1 Links with the main corridor 0.10

2 Farm to market/agriculture/rural economy/fisheries 0.48

3 Population served/km, social benefits 0.42

  Total 1.00
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1.7.2.2 Paired analysis criteria (and their respective weights) for feeder aviation sector interventions

Criteria Weight

1 Maximises catchment population 0.06

2 Improves national connectivity 0.07

3 Promotes delivery of social services, disaster relief to remote areas 0.87

  Total 1.00

Table 1.6 Feeder aviation sector interventions

Table 1.7 Port sector interventions

1.7.3 Paired analysis criteria (and their respective weights) for port sector interventions

Criteria Weight

1 Reduces transport costs for importers and exporters in Somalia and its neighbouring 
countries 

0.48

2 Supports reconstruction of Somalia 0.03

3 Improves reliability of essential supplies/commodities in Somalia   0.48

  Total 0.99

1.8 Implementability analysis

The shortlisted interventions were ranked based 
on their economic, social, and political importance 
(following the paired analysis). Having done this, 
the team faced the challenge of deciding whether 
to phase these projects arbitrarily based on their 
decreasing importance and the available projected 
financing available each year for the transport 
sector on the one hand, or to look at another evolved 

approach that addresses the additional factor of how 
easily the government can implement these projects.

This TSNA takes the evolved approach and calls this 
step the «implementability analysis». The approach 
advocates starting with high priority projects that are 
easier to implement. This would result in:

i. The citizens of Somalia rapidly witnessing 
the government’s effectiveness in delivering 

Table 1.5 Main aviation sector interventions

1.7.2 Paired analysis criteria for aviation sector interventions

1.7.2.1 Paired analysis criteria (and their respective weights) for main aviation sector interventions

Criteria Weight

1 Maximises catchment population 0.48

2 Improves international and national connectivity 0.03

3 Contributes to trade & domestic value chains 0.48

  Total 0.99
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Figure 1.7 Summary: process for Transport Sector Investment Programme preparation

infrastructure to its people, thereby enabling the 
writ of the government to be established.
ii. Increased donor confi dence in Somalia’s 
ability to implement infrastructure projects.
iii. The government having time to 
mobilise extra governance effort to overcome 

implementation challenges against high priority 
interventions that cannot be started immediately.

Figure 1.7 illustrates the overall process followed 
and where the implementability analysis fi ts into the 
overall TSNA and TSIP.

The needs identifi ed for the roads, aviation, 
and ports and shipping sectors form the overall 
proposed TSIP for Somalia for the next decade. 
Phasing this programme such that the government 
can successfully implement it as fi nances are 
mobilised, requires a further analysis. 

An implementability analysis technique was utilised 
for deciding which TSIP projects can be readily 
implemented and which require more extraordinary 
preparation such as demining activities, clarifying 
institutional roles and responsibilities, organising the 
local construction industry and sourcing materials.

The implementability analysis technique comprised 
undertaking two steps: implementation risk 
assessment and implementability analysis. The 
implementation risks for each project in the TSIP 
were determined based on a collective assessment 
of the external and internal risks. 

The external risks are those that are not directly 
under the control of the traditional project 
implementer. In other words, these are external to 
the project and cannot be managed through the 
project. Two key external risks were defi ned and 
estimated: access and resources. The access risk 
is determined by the extent to which the project 
site is accessible based on its location such as (i) a 
confl ict prone area, (ii) a mined area or one having 
UXOs and (iii) a disputed territory e.g. as part of 
a border dispute. The risk related to resources is 
assessed by determining if the project requires 
basic resources (cement, steel, POL, labour, and 
machinery), which are classifi ed as high, medium, 
or low compared to their availability in Somalia. The 
internal risks are those that can be mitigated within 
the project implementation environment and relate 
to the direct project stakeholders and their capacity 
to implement the project.
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1.8.1 Risk assessment

Implementing the proposed prioritised TSNA 
plan is not an easy task within Somalia. Based on 
stakeholder interactions, field visits, and impressions 
and lessons from the current construction activities, 
many variables can affect implementation of the 
identified TSIP. These variables include availability 
of timely financing, implementation capacity, 
accessibility of the construction area (since it is 
related to infrastructure) and construction inputs/
resources.

The team covered the financing risk separately by 
providing an analysis showing the possible available 
sources of funds for the TSIP under low-, base- and 
high-case scenarios developed on the basis of global 
experience. This is presented later on in the report. 

Essentially, for this TSIP the team considered 
implementation capacity, accessibility and 
construction inputs/resources as the broad variables 
posing risks to the delivery of the preceding outlined 
programme for each of the transport subsectors. 
Risks are inherently either external or internal to the 
programme. Deriving from the identified variables 
and for the sake of simplicity, the following definitions 
of «risk» are used in this report.

The implementability analysis technique thus 
assesses the overall implementation risks as being 
high, medium, or low, and then deduces the ease 
of implementability as the inverse of the risk. Simply 
put, if the implementation risk for a TSIP project is 
high, it implies that the project is not immediately 
implementable, i.e. implementability is low. 
However, the implementability score does not in 
itself determine the phasing of the TSIP project.
As a final measure, the technique requires weighing 
the implementability against the impact of the 
project. The impact of the project is deduced from 
the paired analysis score. The implementability 
score and the impact score for each project is plotted 

on a chart (a sub-technique commonly referred 
to as the BCG analysis). The chart is bifurcated 
with the x- and y-axes crossing at derived scores 
representing the median implementability score and 
the median impact score. All the TSIP projects were 
plotted collectively on this chart and later plotted in 
one of the four quadrants. This determined the final 
phasing of the projects selected in the TSIP. Projects 
with high implementability scores and high impact 
scores were all collectively selected for the short-
term phase of the TSIP.

The complete technique, starting with the risk 
assessment, is detailed in the following sections. 

1.8.1.1 External risks

External risks to the delivery of a priority TSNA project 

are those risks that are beyond the immediate control 
of the stakeholders implementing the project. 
Two external risks were identified – accessibility and 
construction inputs/resources.

Figure 1.8  Areas where demining is taking place
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1.8.1.1.1 Accessibility

Not all of the Somali territory can be immediately 
accessible and cleared for construction activity for 
all or one of the following reasons:

i. The project is in or includes a confl ict 
prone area.
ii. Some or all of the project areas are known 
to be mined15  or have UXOs.
iii. Some or all the project areas are disputed 
territory, e.g. the disputed border between 
Ethiopia and Somalia. 

1.8.1.1.2 Construction resources risk

Somalia has limited capacity to produce industrial and 
related construction materials. Specifi cally, cement; 
steel; petroleum, oil and lubricants (POL); skilled and 
unskilled labour and construction machinery are in 
short supply. Additionally, Somalia’s ability to import 
these is limited by their nature and their acquisition 
path. The TSNA identifi ed this limitation as an external 
risk. This is due to the fact that enhancing the supply 
of these resources is beyond the scope of individual 
projects coupled with the natural cap on the extent 
to which the acquisition of these resources can be 
increased over the timeframe of the TSIP. For example, 

the current importation of petroleum derivative fuels is 
between 250,000 and 280,000 tons/year. The current 
oil import facilities at the ports could possibly double 
this fi gure if they are enhanced. Any enhancement 
in infrastructure will require additional imports of oil 
above what is presently imported. Given the current 
import constraints, this is a substantial external risk to 
project implementation.

1.8.1.2 Internal risks

Internal risks to the TSIP projects are those 
within the immediate control of the implementing 
stakeholders. Two internal risks were identifi ed – the 
number of stakeholders and their capacity. These 
are elaborated below.

Project stakeholders

Figure 1.9 describes some of the generic 
stakeholders in a typical TSNA project. The 
variability of the number of these stakeholders 
and the risk that this can pose varies due to many 
factors. Key among these is the spread of a project, 
for example, an oil pier at a single port versus a 
200km national highway. Another equally important 
element is the multiplicity of stakeholders in the 
construction industry itself as shown in Figure 1.10.

Figure 1.9  Variability of typical TSIP stakeholders

15   As per a map showing local non-governmental organisation distribution in South Central Somalia in 2014–15, which shows mine risk vulnerable areas.
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1.8.1.3 Overall assessment of risks

The interplay of the external and internal risks posed 
to the delivery of the TSNA projects is assessed 
using a simple algorithm that quantifi es the risks. 

To quantify each of the risks, they are assessed 
on a simple three-point scale to arrive at the 
overall implementability analysis of each proposed 
intervention using the BCG matrix approach. The 
three-point scale is shown in Table 1.8. 

Figure 1.10  Construction industry stakeholders

1.8.1.2.1 Capacity

Capacity of implementation risk in Somalia is 
not limited to the implementing agency and the 
contracting industry; the overall capacity of project 
stakeholders is limited. Simply augmenting the 
executing agency’s capacity will not solve the 
problem; excessive focus on this could in fact be 
counter-productive and result in a waste of precious 
resources. The capacity to implement a project is 

thus defi ned as the required institutional capacity of 
the executing agency as well as that of contractors 
and the related industry for a particular project. The 
risk to a project posed by the absence of capacity 
is a risk that is internal to the implementation of the 
project. A project can, however, ring-fence and 
augment the required capacity. This augmentation 
can either be easy and relatively inexpensive or 
diffi cult to augment and expensive depending on 
the nature of the project.
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Risk
Quantification scale

(L: low; M: medium; H: high)
Comments

Accessibility16

L None of the three risks listed is 
apparent for the project area

M

One of the three risks listed is apparent 
for the project area. Note that if that 

one risk is related to the possibility of 
most of the project area being mined, 
for example, the risk is automatically 

judged as high

H
If more than one of the risks listed is 

apparent for the project area and/or if 
the majority of the area is likely mined

Construction 
resources17

L 0–5%
M Greater than 5 and up to 20%
H Greater than 20%

Project stakeholders18

L Judged by type and expanse of 
project

M -do-
H -do-

Capacity19

L Capacity of stakeholders is adequate

M Capacity of stakeholders is not 
adequate but can be augmented

H
Capacity of stakeholders is not 
adequate and cannot be easily 

augmented

16   Access: determines if a site is accessible based on (i) whether it is a conflict prone area, (ii) whether the area is mined or has UXOs and (iii) whether 
the area is disputed e.g. a border dispute. The possible rating is high (10), medium (5), or low (1), which determines the impact the state of accessibility will 
have on implementation of the project.
17   Resources risk: determines if the project requires basic resources (cement, steel, POL, labour and machinery), which are high, medium or low compared 
to the possible availability of the same in Somalia. This is calculated as a percentage based on cement, steel and POL imported annually based on an ave-
rage of projected imports of the same over the planned 10 years of the TSNA (2015–25).
18   Stakeholders’ risk: this is the possible number of institutions, public and private, that would be involved to deliver and operate the project, with L (as-
signed a value of 1) indicating a simple institutional arrangement, M (assigned a value of 5) indicating a somewhat complex arrangement and H (assigned 
a value of 10) indicating a multiplicity of institutions.
19   Capacity risk: this is the required institutional capacity of the executing agency, contractors and related industry for the particular project, in this case 
Somalia; with L (assigned a value of 1) indicating available, M (assigned a value of 5) indicating not sufficient but possible to augment and H (assigned a 
value of 10) indicating not sufficient and difficult to augment.
20   Mrdashboard.com/index.php/bcg-matrix

The overall risk to a TSIP project’s implementation 
is a combination of the external and internal risks. It 
is important to remember that the overall assessed 
risk for a project is inversely proportional to its 
implementability, i.e. the implementability score is 
inversely proportional to the perceived assessed 
risk to a project’s implementation.

1.8.2 The Boston Consulting Group matrix
A strategic tool for portfolio planning and analysis, 
the BCG matrix20  (also known as the growth-share 
matrix) is used for current portfolio analysis, portfolio 
planning and development, and new strategy 
development, i.e. developing and positioning new 
investment and repositioning the portfolio. The 

overall goal of using the BCG matrix is to understand 
the marketplace, portfolio optimisation, and effective 
resource allocation. It is generally used for strategic 
portfolio planning and analysis of strategic business 
units and product/service offerings.

For the TSNA, the BCG tool is used by plotting the 
relative impact of an intervention under consideration 
on the vertical axis and the relative ease of 
implementing the intervention on the horizontal axis. 
The vertical axis – or the axis showing the relative 
impact – indicates a higher relative impact as you 
go up the axis. The horizontal axis – or the relative 
implementability axis – indicates better relative 
implementability as you go towards the right.

Table 1.8 Three-point scale approach
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Figure 1.11 Project implementability analysis (including all projects nationwide, even Somaliland)

1.8.2.1 Implementability
For the TSNA, an intervention is easier to implement, 
and therefore has a higher implementability score, 
if the overall assessed implementation risk is lower. 
Thus, implementability is inversely proportional to 
the overall assessed risk. 

1.8.2.2 Impact
A project with a high ranking in the paired analysis, 
and therefore having a higher relative priority, 
is one that has a higher impact score. For the 
implementability analysis, the impact is directly 
proportional to the priority of the intervention 
emerging from the paired analysis. 

1.8.2.3 Using the implementability analysis
An overall risk assessment of all the transport sector 
interventions emerging with priority rankings after 
the paired analysis was carried out. Following this, 
all these interventions were analysed for relative 
impact and implementability as explained in the 
preceding sections. These were then plotted using 
the BCG matrix methodology.

1.8.2.3.1 The four quadrants 

High impact and easy to implement (HE), low 
impact and easy to implement (LE), high impact and 
difficult to implement (HD), low impact and difficult to 

implement (LD): catching the low hanging fruit first.
For the TSIP interventions, resulting in one of the 
four quadrants (HE, LE, HD and LD) implies the 
following:

i. HE – Interventions resulting in this 
quadrant have a relatively higher impact and are 
easier to implement and thus are candidates for 
immediate implementation (years one to three) 
in the TSIP.
ii. LE – Interventions resulting in this quadrant 
have a relatively lower impact but are easier to 
implement and thus are candidates for medium-
term implementation (years three to five) in the 
TSIP. This does not imply that these projects 
are not in the overall priority list; all projects 
undergoing paired analysis reflect priorities. 
The paired analysis guides the government on 
ranking the many emerging priorities, while the 
implementability analysis provides a tool for 
deciding which of these can be executed the 
earliest.
iii. HD  – Interventions resulting in this 
quadrant have a relatively higher impact but are 
difficult to implement and thus are candidates 
for medium to longer-term implementation 
(years five to seven) in the TSIP.
iv. LD – Interventions resulting in this 
quadrant have a relatively lower impact and are 
difficult to implement and thus are candidates 
for longer-term implementation (years seven to 
10) in the TSIP.

21   Access:  It is recommended that while these projects are shifted to later phases, activities such as demining, improving access and settlement of dis-
putes be kept at the top of the government’s agenda. However, identifying all the pre-requisite activities for each of these projects and loading them upfront 
in the short-term list of activities is beyond the scope of this report.



2.1 Geography, climate, coastline and 
natural resources

2.1.1 Geography and climate

Somalia’s terrain consists mainly of plateaus, plains, 
highlands and two perennial rivers in the south. In 
the northeastern part of the country lies the Cal Ma-
dow mountain range with the highest peak of Shim-
biris (2,416m). Another mountain range, “Karkaar” 
runs East-West. In the central regions, the Northern 
mountain ranges give way to shallow plateaus and 
dry watercourses. There are two perennial rivers, 
the Juba and the Shebelle, which originate in the 
Ethiopian highlands. The Juba River discharges into 
the Indian Ocean near Kismayo, while the Shebelle 
River ends in swamps and dry reaches near the de-
sert terrain east of Jilib. 

There are four main seasons around which pastoral 
and agricultural life revolves. The seasons are dic-
tated by shifts in the wind patterns. From December 
to March is the Jilal, the harshest dry season of the 
year. The main rainy season, referred to as the Gu, 
lasts from April to June. This period is characterised 
by the southwest monsoons, which rejuvenate the 
pastureland, especially in the central plateau, and 
briefl y transform the desert into lush vegetation. 
From July to September is the second dry sea-
son, the Xagaa (pronounced «hagaa»). The Dayr, 
which is the shortest rainy season, is from October 
to December. The Tangambili periods (October–No-
vember and March–May) that intervene between 
the two monsoons are hot and humid. Conditions 
in Somalia range from arid in the northeastern and 

central regions to semi-arid in the northwest and 
south. In the northeast, annual rainfall is less than 
100mm (4 inches); in the central plateaus it is about 
200 to 300mm (8–12 inches). The northwestern and 
southwestern parts of the country, however, receive 
considerably more rain, with an average of 510–610 
mm (20–24 inches) of rainfall per year. Although the 
coastal regions are hot and humid throughout the 
year, the hinterland is typically dry and hot. Mean 
daily maximum temperatures vary between 30oC 
and 40oC, and minimum between 15oC and 30oC. 
In northern Somalia, the temperatures in the plains 
can go up to 45oC. 

Somali geography, climate and soils easily sup-
port the construction and operation of transport 
infrastructure. In addition, the country has an 
abundance of inputs for the construction industry. 
Somalia has only about 1.64% of arable land. This 
restricts agriculture. Nevertheless, this implies a pre-
sence of stable soils and ease of construction and 
transport operations. As a rule of thumb, agricultural 
soils do not form a stable base for road, rail and air-
port construction. With the exception of Mogadishu, 
most towns have ample rock suitable for production 
of aggregates used in construction. Similarly, mate-
rial for cement production abounds, with one of the 
world’s largest deposits of gypsum-anhydrite being 
near Berbera. 

2.1.2 Coastline

Somalia’s location offers a great advantage to port 
operators for both transhipment and inland transit. 
The country serves as a natural transit country for 
trade connectivity for its neighbours. Somalia is 
located strategically in the Horn of Africa, on the 
Suez Canal shipping route (one of the busiest routes 
in the world)22  and has the longest country coastline 
(3,025km) in Africa. Somalia is bordered by Ethiopia 
to the west, Djibouti to the northwest, the Gulf of 
Aden to the north, the Indian Ocean to the east, 
and Kenya to the southwest. The largest border is 
shared with Ethiopia, a landlocked country. 

2 Country context

Figure 2.1 The destroyed jetty and lighthouse 
and breakwater from Barawe City

Figure 2.2 Typical coastline in the southern part 
of Somalia

21   swww.thefl atearthsociety.org
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Somalia is located along the main shipping chan-
nels passing through the Gulf of Aden to the Red 
Sea and onwards through the Suez Canal. With the 
planned expansion of the Suez Canal, this route will 
get busier. This will imply that rounding the Cape of 
Good Hope will be necessary mostly only for Afri-
can coastline traffic. For this traffic, the southeastern 
ports of Somalia offer an added advantage, as they 
are located along the sea «highways». Somalia can, 
therefore, exploit its location as follows: develop its 
ports along its northwestern, northern and northeas-
tern coast for transhipment and redistribution from 
mother vessels, and its southern ports for regional 
feeder vessels. This advantage can only be leve-
raged if regional land routes supporting the ports 
within and across Somalia are invigorated and if 

neighbouring countries see economic advantage 
for themselves in using Somali ports and roads.

2.1.3 Natural resources and environment

2.1.3.1 Agriculture and livestock

When planning the transport sector in Somalia, the 
livestock value chain requires specific attention 
from the perspective of trade and transport and 
development corridors. Agriculture and livestock 
account for 65% of the Somali economy and employ 
around the same (65) percentage of the Somali 
labour force. Of this, livestock rearing comprises 
40% of the total GDP or 62% of the agricultural GDP. 
This does not tell the complete story. Estimates (by 
the Food Security Assessment Unit for Somalia lead 

by the UNDP) show the total livestock population 
in Somalia at any given time to be in the range of 
30–50 million head of camels, cattle23, goats and 
sheep. This implies a livestock per capita estimate 
of 2.89 to 4.81. Estimates for Somali cattle  alone 
are 0.29–0.58 heads/capita. In comparison, India 
has a cattle population of 0.15 heads of cattle/
capita. Neighbouring Ethiopia has close to 50–75 
million heads of cattle and nearly 20–30 million 
heads of sheep. Majority of its livestock exports go 
through Somali ports. The discussion on agriculture 
and livestock and its relationship to livelihoods and 
transport is expounded further in the section on 
socio-economic and livelihoods.

Challenges – “The natural resources of Somalia can only provide for nationwide prosperity if the 
country truly is at peace. This will take many years. The tasks on this way are threefold. First, Somalia 
must regain national sovereignty vis-à-vis its neighbours and actors in the “global north”. Second, 
the successful settlement of domestic conflicts over regional administrations, wealth sharing, and the 
provision of security are prerequisites for responsible oil production. Third, transparency and downward 
accountability of the central government and the regional authorities need to be firmly established. Only 
afterwards can Somalis have a chance to explore the riches of their country in a responsible and truly 
beneficial way.” – The Horn Of Africa Bulletin, February 2015, Markus Virgil Hoehne, PhD, lecturer for 
social anthropology at the University of Leipzig

Figure 2.3 Density of shipping routes passing by 
the Somali coastline

2.1.3.2 Fishing

With an annual potential of USD 2 billion from 
fishing alone, fishing and aquaculture will require 
massive support from the transport sector. The 
EEZ of Somalia covers 830,389km224 and more 
than 3,000km of coastline, and its rich fish stock 

are presently an untapped source of income for the 
country. It is estimated25  that Somalia’s EEZ can 
provide fish hauls valued between 400 million and 
USD 2 billion/year. This is equivalent to 7 to 34% 
of the current nominal GDP of Somalia. Current 
estimates indicate that less than 50 million USD 
worth of fish is actually harvested and a lot of it is not 

23   Cattle does not include camels.
24   Law No. 37 on the Territorial Sea and Ports of 10 September 1972 (PDF), United Nations. Retrieved 16 July 2014.
25   Using catch values from the region, between USD 500 and USD 2,500 /km2.
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formally accounted for in the Somali economy. It has 
been posited that Somali pirates hugely benefit from 
allowing other countries to informally harvest fish in 
the Somali EEZ. Somalis themselves are not heavy 
consumers of fish26  and this implies huge export 
potential. Once the fishing industry develops, global 
practice indicates that aquaculture follows. This can 
often start accounting for 40–50% of the traditional 
wild catch, allowing natural harvesting areas to 
rejuvenate, thus adding to the total production. 
The development of the fisheries potential will 
require major support from the transport sector 
through development of fishing jetties, hinterland 
infrastructure and logistics, coastal shipping, and 
reefer land corridors.

2.1.3.3 Minerals
Somalia is reported to have large untapped reserves 
of many natural resources including iron ore, 
uranium, tin, oil and natural gas. Oil and gas are the 
most promising and of very high interest. The total 
potential of oil and gas is unknown, but analysts 
estimate the numbers in the billions of barrels. 
Several policy initiatives are in place to foster socially 
responsible and equitable extraction of oil and gas 
in the country by developing appropriate legislative 
and regulatory frameworks to ensure environmental 
safety, good governance, and transparency. 
However, there remains a lot to be done especially 
in the area of production sharing agreements. The 
exploration blocks are scattered in Puntland, Central 
Somalia and Somaliland, and at various offshore 
locations. Companies with which concession 
agreements are signed should contribute to the 
communities in which they operate by creating jobs, 
using local supplies, and contributing to community 
development. Oil, when discovered in commercially 
viable volumes, would need to be transported 
for export. The concession companies should 
contribute towards a road network development 
fund that would be exclusively used for developing 
and maintaining feeder roads, thereby ensuring the 
Somali people benefit across the board from the 
extraction of their natural resources.

2.2 Population

Somalia is sparsely populated with its population 
concentrated in a few key cities. The country also 
has a large pastoral nomadic population. Population 
estimates range between 10 and 12 million. Around 
85% of the population is ethnic Somali27 who are 
historically found in the northern part of the country. 
Ethnic minorities make up the rest of the population 
and are largely concentrated in the southern 
regions. The official language of Somalia is Somali, 
while most of the population is Muslim. 

2.2.1 Population size: A historically 
contested issue

Censuses in Somalia were carried out in 1975, 
1982 and 1986–87. Results of the last exercise 
were contested and eventually discarded. The UN 
Development Office for Somalia (UNDOS) working 
under the UNDP published the first population sta-
tistics for the country in 1997 with assistance from 
the United States (US) Census Bureau. None of the 
earlier census surveys were comprehensively tabu-
lated or compiled. From 1995 to 2012, projections 
were prorated using UNDOS estimates as the basis. 
The TSNA used these projections, which put the to-
tal population at 10,430,000 in 2015. In comparison, 
the WB’s World Development Indicators estimated 
the population at 10,520,000 for 2015. The only da-
taset that provides population estimates by cities/
towns is that provided by Tageo.com. This dataset 
was corroborated by actual rooftop counts for mis-
sing cities/towns/villages and for those cities/towns/
villages where the team was in doubt about the po-
pulation numbers given by Tageo. 

2.2.2 Population Estimation Survey of 
Somalia northward shift

The 2014 PESS by the UN Population Fund 
estimates a population of 12,320,000. This is 
contested from the point of view of how this relates 
to regions, demographics, and displacement in the 
country. The TSNA team analysed the PESS and the 
older projected population estimates as shown in 
Table 2.1. A more graphic depiction of the variance 
clarifies the situation further in Figure 2.4.

26   Data in 2004 from UNDP for Puntland indicates that annual consumption per person ranges between 0.8 to 1kg of fish, the lowest in Africa.
27   Somalis (85%), Bantus and other non-Somalis (15%)
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Region PESS28 
2014

PESS 
N+IDP29

PESS 
FIX30

Tageo/
UNDOS31

PESS 
distribution32 Variance33

Awdal 673,263 241,699 431,564 257,578 570,013 -55%

Woqooyi 
Galbeed

1,242,003 300,351 941,652 576,765 1,051,532 -45%

Togdheer 721,363 180,283 541,080 456,443 610,736 -25%

Sool 327,428 192,452 134,976 114,306 277,214 -59%

Sanaag 544,123 353,602 190,521 414,107 460,677 -10%

Bari 719,512 182,244 537,268 415,556 609,169 -32%

Nugal 392,698 222,722 169,976 222,038 332,475 -33%

Mudug 717,863 256,618 461,245 608,851 607,773 0%

Galguduud 569,434 333,792 235,642 360,520 482,107 -25%

Hiraan 520,685 303,769 216,916 401,964 440,834 -9%

Middle 
Shabelle

516,036 152,362 363,674 779,863 436,898 79%

Benadir 1,650,227 369,288 1,280,939 1,436,397 1,397,152 3%

Lower Shabelle 1,202,219 262,785 939,434 1,173,249 1,017,849 15%

Bay 792,182 235,806 556,376 1,257,251 670,695 87%

Bakool 367,226 171,248 195,978 474,603 310,909 53%

Gedo 508,405 221,521 286,884 612,416 430,437 42%

Middle Juba 362,921 158,240 204,681 354,169 307,264 15%

Lower Juba 489,307 154,934 334,373 511,925 414,268 24%

All regions 12,316,895 4,293,716 8,023,179 10,428,001 10,428,001

Table 2.1 Estimating the variance between PESS and traditional 2014 population estimates 

28   Cattle   PESS 2014 is the population estimate from the 2014 survey.
29   PESS N+IDP – Implies the population of Nomads and Internally Displaced Persons estimated for 2014.
30   PESS FIX – The population of fixed settlements, i.e. those who are neither Nomads nor IDPs (2014 PESS estimate).
31   Tageo/UNDOS estimates for 2012 (also reported by Tageo on its website).
32   This is the PESS 2014 population estimates deflated to 2012 using the overall factor of 85%.
33   This is the variance by region when PESS 2014 deflated to 2012 levels is compared with the UNDOS population estimates for 2012.
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2.2.3 Role of the population data and 
rationale for use of the pre-PESS estimates

The basic role of the estimated population in the 
TSNA is to identify the number of people served wit-
hin the catchment of a transport sector intervention. 
The TSNA team used the pre-PESS estimates for the 
following reasons:

i. The movement of internally displaced 
persons (IDPs) is often temporary and PESS 
may refl ect temporary relocations.
ii. Pastoralists are not the primary but 
rather incidental users of connectivity. They, 
therefore, react to connectivity through transport 
interventions and not the other way around.
iii. The traffi c counts available for some 
locations around Somalia corroborate the pre-
PESS «population-based» traffi c assignment 
done by the TSNA team.
iv. Population at nodes (cities/towns/villages 
or regions) moves from A to B, but since A and 
B both assign traffi c, this implies traffi c on that 
transport link/road does not change.
v. The pre-PESS population estimates also 
triangulate well with the total cross border trade 
data at various locations particularly that at the 
ports.
vi. The TSNA is looking to provide transport 
interventions based on a «stable» Somalia. For 
example, the current northward population shift 
from the south is a result of the confl ict. Peace 

and resuscitation of agriculture and reopening 
of the trade corridor with Kenya in the south 
(both key drivers of Somali GDP) will draw the 
population back.

Table 2.2 Population concentration in major cities/town

Figure 2.4 Variance between pre-PESS and 
PESS population (adjusted by 85%)

2.2.4 Population concentrated in major cities

About half of the population is concentrated in the 

10 major cities of Mogadishu, Hargeisa, Bosaaso, 
Galkayo, Berbera, Merca, Jamame, Borama, 
Kismayo and Baidoa.

Cities/towns Population

Mogadishu 1,554,000

Hargeisa 1,200,000

Bosaaso 700,000

Galkayo 545,000

Berbera 232,500

Merca 230,100

Jamame 224,700

Borama 215,616

Kismayo 183,300

Baidoa 157,500
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Overall, an estimated 62% of the population 
is urban; the rest is rural and mostly consists of 
pastoral nomads. Somalia’s average population 
density is estimated at 18,000 people/km2 in urban 
areas and 3,000 people/km2 in rural settlements;  
34 the overall density is 16.3 people/km2.

Urban centres in Somalia are divided into three 
types of cities: primary, secondary and tertiary. 
The classification of cities as such is directly 
linked to infrastructure, commercial activities and 
services. Primary cities are Mogadishu, Hargeisa 
and Garowe (the latter is not in the top 15 largest 
cities by population but accommodates regional 
governments and acts as the commercial and 

financial hub). Secondary cities include Kismayo 
(in South Central) and Bosaaso (in Puntland) 
and Berbera in Somaliland. These are the main 
economic poles in the region and are the country’s 
three important ports. Tertiary cities are mostly 
economically dependent on closer and larger 
cities; they feature a range of smaller populations 
(below 100,000 residents) and serve as centres 
of food and livestock supply.35  A map showing 
population distribution derived from the various 
sources by the TSNA team for the key cities, towns 
and settlements is shown in Figure 2.5. This is later 
used in the analysis that assigns population figures 
to transport networks. 

34   UNDP, Somalia 2012
35   Working Group/Food Security Cluster (Food Security and Livelihoods in Urban Settings Working Group)
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Figure 2.5 Population distribution derived from various sources

51°E

51°E

48°E

48°E

45°E

45°E

42°E

42°E

12
°N

12
°N

9°
N

9°
N

6°
N

6°
N

3°
N

3°
N

0° 0°

Map data source(s):
Administration layers.:               UNDP Somalia (1998)
Road & Stream network:           FAO SWALIM

Disclaimers:
The designations employed and the presentation of material on this map do not imply the expression of 
any opinion whatsoever on the part of the Secretariat of the United Nations concerning the legal status of any 
country, territory, city or area or of its authorities, or concerning the delimitation of its frontiers or boundaries.

Legend
Airstrip

National capital

Regional capital

District capital

International boundary

Region boundary

District boundary

Major road

River

S O M A L I A  A D M I N I S T R A T I V E  M A P

ETHIOPIA

DJIBOUTI

G u l f  o f  A d e n

I n d i a n  O c e a n

KENYA

1:6,000,000

Map reference:
Creation Date:
Projection/Datum:
Web Resources:
Email:

Nominal Scale at A4 paper size:

120805_Somalia_Administrative_Map_A4
08/05/2012
Geographic/WGS 1984
http://www.unocha.org/Somalia/
ochasomaliainfo@un.org

0 50 100 150 200 250 kms

Sea

Coastline

Population
Over 1 million

From 100,000 - 1 million

From 10,000 - 100,000

TSNA legend

Baidoa

Belet Weyne

Borama

Bossaso

Bu'aale

Burco

Ceerigaabo

Dhuusamarreeb

Gaalkacyo

Garbahaarey

Garowe

Hargeysa

Jowhar

Kismayo

Laas Caanood

Marka

Xudur

CALUULA

QANDALA

ISKUSHUBAN

ZEYLAC
BOSSASO

LAASQORAY

CEERIGAABO
LUGHAYE

BERBERA

CEEL AFWEYN

BAKI

QARDHO

BORAMA

HARGEYSA

GEBILEY SHEIKH

BURCO

CAYNABOOWDWEYNE

BANDARBAYLA

TALEEX

XUDUN

GAROWELAAS CAANOODBUUHOODLE

EYL

BURTINLE

JARIIBANGAALKACYO
GALDOGOB

HOBYO

CADAADO
CABUDWAAQ

DHUUSAMARREEB

XARARDHEERECEEL BUUR

CEEL BARDE

RAB DHUURE CEEL DHEER

XUDUR

TAYEEGLOW

BULO BURTO

LUUQ

DOOLOW
WAAJID

BAIDOA
BELET
XAAWO

ADAN YABAAL

GARBAHAAREY

JALALAQSI

CADALE

BUUR HAKABA

WANLA WEYN

JOWHAR

CEEL WAAQ

QANSAX
DHEERE

BAARDHEERE

BALCAD

AFGOOYE
DIINSOOR

QORYOOLEY MOGADISHU

SAAKOW

MARKA
KURTUNWAAREY

SABLAALE

BARAAWE
BU'AALE

AFMADOW
JILIB

JAMAAME

KISMAYO

BADHAADHE

BANADIR

SANAAG

AWDAL

WOQOOYI GALBEED BARI

SOOL

NUGAAL

TOGDHEER

MUDUG

GALGADUUD

BAKOOL

BAY

HIRAAN

MIDDLE SHABELLEGEDO

LOWER
SHABELLE

LOWER JUBA

MIDDLE JUBA

Lass Ciidle

Maydh

Xaafun

Hordio

Adan Yabaal

Afgooye

Afmadow

Baardheere

Badhaadhe

Baki

Balcad

Bandarbayla

Baraawe

Belet Xaawo

Berbera

Berdale

Bulo Burto

Burtinle

Buuhoodle

Buur Hakaba

Cabudwaaq
Cadaado

Cadale

Caluula

Caynabo

Ceel Afweyn

Ceel Barde
Ceel Buur

Ceel Dheer

Ceel Waaq

Diinsoor

Doolow

Eyl

Galdogob

Gebiley

Hobyo

Iskushuban

Jalalaqsi

Jamaame

Jariiban

Jilib

Kurtunwaarey

Laasqoray

Lughaye

Luuq

Odweyne

Qandala

Qansax Dheere

Qardho

Qoryooley
Saakow

Sablaale

Sheikh

Taleex

Tayeeglow

Waajid

Wanla Weyn

Xarardheere

Xudun

Yeed

Zeylac



52        Transport Sector Needs Assessment and Investment Programme

2.3 Socio-economic picture – 
livelihoods and its transport sector

The operation of ports, airports and border ports 
is driven by socio-political dynamics rather than 
functional utility and related regulations. The 
pattern of economic development within the 
country appears to have been determined largely 
by layers of localised political dynamics, some of 
which are based on economic productivity, while 
others are influenced by socio-political dynamics. 
This adds pressure on resource management, 
influencing it with regional politics and decisions 
on land territories, water points and international 
trade and transit points – particularly at ports and 
airports and border crossing points. The simplest 
example, in relation to this TSNA, is the challenge 
faced in creating a harmonised transport and 
border management environment across Somalia. 
The other key socio-economic factor of concern for 
the TSNA is livelihoods in the country.

Poor transport infrastructure is one of the key factors 
impeding income generating activities in Somalia. 
The country’s economy is heavily reliant on informal 
livelihood activities and those mainly linked to the 
key economic sectors of agriculture, livestock and 
fisheries. Sustaining livelihoods while addressing 
broader economic challenges linked to producti-
vity, and linking small- and large-scale production 
remain a challenge. Lack of a regulatory framework 
and access to finance, limited investment influx, 
poor transport infrastructure, and limited water and 
energy supply represent the main constraints to the 
expansion of the value chain potential of the three 
sectors.

2.3.1 Rural livelihoods – pastoral
Pastoralism is the second largest source of livelihood 
in Somalia. Infrastructural challenges, primarily 
those related to transport, hinder competitiveness 
and determine the trading structure and pastoral 
mobility in the livestock sector. Analysis shows 
roughly 13 differentiable livelihood zones, covering 
about 470,000km2 or approximately 72% of total 
area, and extending across the country with major 
concentration in central and northern regions.36  The 

population engaged in pastoralism37  is estimated at 
2.3 million, 52% of which resides in the north, 33% 
in the south and 15% in central Somalia.38 

2.3.1.1 Pastoralism and transport 
A 2013 US Agency for International Development 
(USAID) value chain assessment of Somalia’s 
livestock economic activities indicates that weak 
infrastructure is an immediate challenge to the 
sector’s competitiveness and thus contributes 
directly to lower incomes in communities relying on 
it for their livelihoods. Some of these infrastructural 
challenges are related to markets, support for 
loading and unloading of live animals, water 
provision, poor road networks, feedlots, transport 
vehicles, holding grounds, resting stations, ramps 
for loading livestock onto ships and veterinary 
inspection stations. In the lower and middle Juba 
and Bay regions, for instance, pastoralist herds 
are composed of cattle and goats. Households in 
these areas use Kenya as the major market for live 
animal exports. In general, in the southern parts 
of Somalia, livestock moves between the Juba 
River and inland areas closer to Kenya according 
to the season. By contrast, in the Haud area of 
the northeast and northwest, herds are primarily 
composed of camels and goats. For these two sub-
regions, the trading target is international exports 
to Gulf countries (Saudi Arabia, Kuwait and Qatar). 
Overall, considerable internal and cross border 
movement (also referred to as «mobility patterns 
of livestock») takes place at well-defined periods. 
Stock along the western border of the country move 
in waves into Ethiopia and Kenya at the beginning of 
the main rainy season in April and return to Somalia 
at the start of the dry season in December. Animals 
normally stationed along the coast move inland at 
the start of the rains and back to the coast again 
in December. In the northern parts of the country, 
there is limited movement to the coastal areas from 
the mountains at the time of the winter rains, with 
the return trek taking place as these rains subside. 
In addition to the more usual mode of export of 
camels, sheep and goats by sea in normal times, 
a large number of trade cattle are usually trekked 
from central and southern Somalia to the livestock 
markets in northern Kenya for onward transfer to 
terminal markets in Nairobi.39 

36   According to Food and Agriculture Organization (FAO) food security and nutrition analysis unit zoning.
37   Pastoralists rear livestock and do not grow crops. They are highly vulnerable to climate variability, which determines the availability of water and grazing.
38   FAO: Somalia 2012 (Fao.org/somalia/en/)
38   Somaliland Livestock and Market Study, USAID, 2013
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2.3.2 Rural livelihoods – agro-pastoral and 
riverine40 

Typical agrarian transport sector constraints plague 
the rural livelihoods linked to agro-pastoral and 
riverine systems: poor market access and poor 
reverse access to agricultural inputs. The agro-
pastoral41 system covers 151,000km2 or 23% of 
the total land area with 12 zones: eight in the south, 
three in the north and one in central region. Their 
population represents 26% of the total (almost 2 
million) with 88% concentrated in the south in Bay, 
Shabelle and Lower Juba. Rain-fed sorghum and 
maize are the main subsistence crops; they are also 
traded. Sesame and cowpeas are important cash 
crops. Fruits and vegetables are grown for both 
consumption and sale. Most production is rain-fed. 
Livestock (sheep, goats, cattle and camels) are 
for family consumption. These types of activities 
are considered the main source of food security 
as it supplies household demand while excess is 
directed to nearby primary market points. 

Riverine42 livelihoods rely on Somalia’s downstream 
use of two trans-boundary water sources – the 
Shabelle and the Juba. The four riverine zones are 
concentrated in the southern parts of Somalia along 
the Juba and the Shabelle rivers and their alluvial 
plains. They cover about 13,300km2 (2% of total 
land) with about 370,000 people living in the area 
(5% of the population).43 Households usually adopt 
a combination of rain-fed and irrigated produc-
tion. Irrigated areas produce food and cash crops 
(maize, rice, tobacco, fruit and vegetables). Rain-
fed crops include sorghum and maize. 

2.3.3 Rural livelihoods – coastal
Coastal livelihoods are constrained by the poverty 
of infrastructure and services – transport and logis-
tics of the fisheries and peripheral services trade. 
Fishing livelihood systems along the Indian Ocean 

coast of Somalia are sub-divided into southern and 
northern zones according to the importance of fi-
shing to household income. The main fishery areas 
are divided into seven main zones based on major 
cities and towns: Kismayo, Mogadishu, Eyl, Bargal, 
Bolimog, Lasqoray and Berbera. Traditional fishing 
communities live in about 50 fishing villages and 
towns along the coast from the border with Kenya 
to that with Djibouti. However, the largest concen-
tration of fishing communities is found along the 
southeast coast (Mogadishu and Lower Shabelle 
areas), where population density is highest. Fishers 
fully engaged in artisanal and industrial fisheries are 
estimated at about 30,000.44  In addition, part-time 
fishing folk seasonally engaged in the sector are es-
timated at about 60,000. 

2.3.4 Urban livelihoods
Urban transport is not considered in this report as 
it is to be dealt with as part of overall urban deve-
lopment planning in Somalia and was not a part of 
the terms of reference of this TSNA. However, urban 
livelihoods and urban transport improvements are 
interlinked. Urban livelihoods in Somalia largely rely 
on an informal economy based on trade, the hospi-
tality sector, transport, utilities (energy and water), 
communications and construction. Somalia is faced 
with a very young population, 70% of which is un-
der the age of 30. Subsistence, petty trading and 
micro and small sized enterprises are the sources 
of employment and income for the majority of city 
dwellers.45 Urban livelihood systems are classified 
into urban, semi-urban and peri-urban according to 
population and economic activities. In major urban 
centres income sources are casual labour, skilled 
labour, petty trading, businesses, employment and 
remittances. The income sources in semi-urban 
centres are similar to those in rural areas but with 
lower levels of remuneration. Peri-urban incomes 
are characterised by mixed rural and urban activi-
ties and thus are dependent on market exchange, 
farming and livestock.

40   According   Puntland, except in some areas in eastern Sanaag, has limited agricultural production due to erratic and low of rainfall levels and soils that 
are only marginally suitable for crop production. In Somaliland, diversification into vegetable and fruit farming to meet demand in urban areas has resulted 
in an increase in total crop production and income (FAO, 2005). Frankincense, myrrh and gum Arabic are traditional tree crop products mainly in Somaliland 
and sections of Puntland; they are still collected and marketed. All three crops have a local market while frankincense is also considered a very valuable 
export product.
41   Agro-pastoralists: a practice of agriculture that includes both the growing of crops and rearing of livestock.
42   Riverine: households whose domestic production is derived exclusively from farming and who do not maintain livestock rearing. They live along the 
banks of the Shabelle and Juba rivers. 
43   FAO-FSANU Somalia update report, 2012
44   FAO: Somalia fishing sector: Fao.org/somalia/programmes-and-projects/fisheries/en/
45   UNDP-Somalia HDR, 2012
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2.3.5 Linking transport infrastructure to 
livelihoods
The integrity of development of a transport 
intervention should be judged, in the first instance, 
on how it complements and reinforces the strength 
of the existing livelihood assets (capital, human 
development, natural resources and physical) while 
attenuating their weaknesses or gaps.46 

Transport is generally presented as part of the 
physical livelihood assets, which are defined as 
basic infrastructure and other capital products and 
intermediate services. A more holistic interpretation 
of transport, in addition to being a physical asset, 
is to consider it as the essential link in the utilisation 
and/or accumulation of other assets – economic 
(money) or social (quality of life). Evidently, the use of 
natural resources (water, energy sources, farmland 
etc.) and human capital building services (health 
and basic education), and participation in social 
networks and political processes are all strongly 
related to ease of or remove barriers to physical 
access and mobility. In essence, the impact of 
road or transport infrastructure on the output of the 
productive sector and on productivity is particularly 
important as a single asset on its own and is a 
means to an end rather than the end itself. Equally, 
the impact of the transport infrastructure and 
services can directly support the development and 
sustainability of other livelihood related activities.

Therefore, to identify the transport infrastructure and 
services gaps and priorities in relation to livelihood 
needs in Somalia, the assessment prioritised 
geographical areas, population distribution and 
livelihood and productivity zones. It helped to 
identify where the improved connectivity would be 
able to reduce barriers to improving social and 
economic development indicators (poverty, health 
and education). This assessment thus examined 
and incorporated the following aspects in the 
transport investments prioritisation criteria:

i. Mobility and accessibility within 
the sustainable livelihoods framework by 
documenting the relative importance and 
nature of mobility patterns (in both rural and 
urban areas of Somalia) to livelihood pursuits of 
economic layers; and assessing the influence 
of rural-urban linkages on mobility patterns and 
how rural-urban differences affect mobility and 
livelihood options, especially for the poor and 
displaced population.
ii. Accessibility to markets that is influenced 
by population density and settlement location, 
through comparison of primary cities, their 
peri-urban areas, secondary cities and rural 
settlements.
iii. Economic activities by examining key 
economic sector outputs of goods and services 
that directly affect income or material sustenance 
in the short- and medium-term.
iv. Priority social activities, such as health and 
education, where infrastructure could contribute 
to improved accessibly of services and people 
connectivity.

2.4 Economy

2.4.1 The peace dividend has supported 
pick-up in economic activity

The International Monetary Fund (IMF) estimates 
indicate that Somalia’s real GDP expanded by 3.7% 
in 2014. This growth was driven by higher spending 
in the construction and telecommunications sectors 
and rising demand for livestock exports to the Middle 
East. In addition, higher government investment on 
roads, ports and public infrastructure is supporting 
increased economic activity. The IMF estimates that 
continued improvement in security and the absence 
of drought47  would enable Somalia to sustain growth 
of 5% over the medium term.

46   Maunder et al., Sustainable Livelihoods, Mobility and Access needs in Urban and Peri-Urban areas.37   Pastoralists rear livestock and do not grow crops. 
47   IMF Article IV, staff report, July 2015
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Estimated Projected

2013 2014 2015 2016 2017

Nominal GDP million USD 5,352 5,706 5,953 6,389 7,044

Real GDP growth - 3.7 2.7 3.4 4.3

Per capita GDP 402 418 425 445 479

Consumer price index 4.5 1.3 4.0 3.2 2.9

Table 2.3 Estimated and projected GDP growth

There is very little verifiable macroeconomic 
data available for economic activity taking place 
across the various GDP components. The overall 
GDP estimate for Somalia is approximately USD 
5,706,000 for the financial year 2014/15.

2.4.2 Structure of the economy
The economy is heavily dependent on agriculture 
and livestock, which contribute over 40% of the 
GDP and more than 50% of export earnings. There 
is no manufacturing industry; the small industry 
that existed before the civil war has completely 
vanished, and the machinery has been sold as scrap 
metal. Value added services – including telecoms, 
construction and money transfer – are growing fast 
and supporting the revival of the economy. The 
biggest challenge for the government is to attract 
new investment, bring down the cost of doing 
business (particularly high energy costs) and to 

bring the large informal economy under the tax net.

2.4.2.1 Livestock
Livestock is Somalia’s largest sector, its largest 
employer, and is often described as the backbone 
of the economy. As discussed in the section on 
livelihoods, pastoralism lies at the heart of the 
Somali nomadic culture and identity. Livestock in 
Somalia means goats, sheep, camels and cattle 
in descending order of headcount. Representing 
a way of life and a livelihood for about 60% of the 
population, pastoralism generates about 40% of 
the GDP from livestock production.48 Most of the 
livestock is exported, almost exclusively to the 
Middle East, mostly as live animals. The livestock 
industry is concentrated in the arid and semi-arid 
north (Somaliland and Puntland), though large 
animal trading routes exist into Kenya

Handful of importing countries and weather

Periodic severe drought is the main problem facing the livestock industry. Failure to establish a fodder 
industry to stabilise food supply for animals is another key challenge. As much as 80% of Somalia’s 
livestock is exported, which means that the food safety concerns of importing countries are critically 
important to the industry’s survival. The exports go to a handful of countries. The country paid a huge 
penalty for that dependence when Saudi Arabia banned the import of live animals from Somalia for nine 
years in 2000 and the United Arab Emirates banned the import of frozen meat in 2005. The ports of 
Berbera and Bosaaso exported more than 4 million heads of livestock in 2011 to Arab states such as the 
United Arab Emirates and Yemen.

2.4.2.2 Remittances

Remittances are a dominant feature of Somalia’s 
economy and a key factor to the welfare of its 
people. About 1 million Somalis live abroad as part 
of the diaspora. Most of those who left the country 

to escape war and famine were the relatively well 
educated and well off. This, combined with a strong 
Somali entrepreneurial streak, enabled many to 
thrive overseas. Strong family and clan ties mean 
that much of their income (at least USD 2.5 billion/
year,49  equal to almost half of Somalia’s GDP) flows 

48   These numbers need further verification – estimates are from the 2006 Country Economic Memorandum. Women account for 45% of those involved in 
livestock management or crop and natural resource harvesting.
49   IMF staff report, July 2015
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back to Somalia as remittances and private transfers 
to support families. Remittances are a key driver of 
the economy; they fund a large portion of household 
consumption spending (estimated to contribute 
over 73% to GDP).

2.4.2.3 Telecommunications
Telecommunications is one of the fastest 
growing sectors and the third largest employer. 
Telecommunications companies employ around 
25,000 Somalis, generate substantial profit and 
have enabled a mobile penetration rate of seven 
subscriptions/100 people.50

 

2.4.2.4 Industrial
Remittances absorbed by consumption and 
inadequate infrastructure have hampered the 
industrial sector as construction materials, food 
and consumer goods dominate imports. In the 
absence of state regulation and institutions, a 
vibrant informal sector has developed, financed by 

remittances from the 1 million Somalis living outside 
the country. While the informal sector has thrived, 
the absence of regulation means that growth 
does not translate into inclusive development and 
neither do economic opportunities expand. There 
is a very small manufacturing base in Somalia. 
The traditional pillars of the economy are based on 
natural resources. However, value addition in those 
industries has been limited. With inefficient ports, 
poor quality roads, some of the world’s highest 
energy prices and a largely unskilled labour pool, the 
manufacturing sector provides little value addition 
to the economy. The lack of a manufacturing base 
means that Somalia remains heavily dependent 
on imports to meet local construction, food and 
broader consumption demands. In 2012, Somali 
imports amounted to USD 1.2 billion, which is nearly 
50% of Somalia’s GDP. Most of the imports consist 
of manufactured goods, petroleum products, 
foodstuffs and construction materials. The imports 
are largely financed through remittances and aid 
inflows.

Access to energy constrains the economy
High energy costs are a significant constraint to growth. The availability, reliability and cost of energy are 
major constraints on economic growth in Somalia. Eighty-seven percent of the energy used in the country 
is consumed in the form of biomass (largely charcoal and wood) for cooking and heating, predominantly 
in rural areas. Of this amount, 11% is consumed as petroleum, mostly for transportation; 2% is consumed 
as electricity, primarily in diesel generators and mostly in urban areas. The total installed and operational 
generating capacity in all of Somalia is estimated to be 80–85 MW. Developing both fossil and renewable 
resources will require a functioning transport and logistics sector.

2.4.2.5 Banking

The banking sector is largely non-existent while 
unconventional financial institutions abound. The 
economy is largely dollarised, and the highly 
volatile Somali shilling (SOS) is used only for smaller 
transactions. The notes in circulation are old and 
have depreciated in value, which limits their use in 
transactions. With little or no control over domestic 
money supply and with little foreign reserves, 
the Central Bank of Somalia has limited influence 
over the exchange rate. In the absence of a formal 
commercial banking sector, remittance companies 
facilitate the diaspora to remit funds to their families 
in Somalia. This is a key support to household 
consumption spending. Hawalas, informal value 

transfer systems, and the mobile money system 
are the main facilitators for payments. The formal 
financial sector consists of the Central Bank, six 
banks with provisional licences, and nine licensed 
money transfer firms. The sector is small and nascent 
while there is reportedly a large informal sector. 
The Central Bank faces challenges in enhancing 
financial sector supervision due to technical and 
human resource constraints. Cash is scarce in the 
economy, particularly in lower denominations. The 
young formal banking sector is a key constraint 
to raising investment spending in the economy. 
In particular, the absence of a domestic debt 
market limits the spending ability of the federal and 
provincial governments.

50     International Telecommunication Union estimates, 2013
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2.5 Trade

2.5.1 Trade partners
In 2013, Somalia’s total trade stood at USD 2,458 
million (refer to Annex 3 for details), with Ethiopia, 
Oman, and Saudi Arabia being the major trading 
partners.51 Exports accounted for USD 545 million 
and imports for USD 1,913 million. The main trade 
partners who accounted for 90% of the trade were 
Ethiopia (26%), Oman (18%), Saudi Arabia (13%), 
India (9%), Kenya (7%), China (7%), Yemen (4%), 
Pakistan (3%) and Turkey (2%). 

2.5.1.1 Exports
The export trade is rotates heavily around livestock, 
which makes up 81% of total exports. Other exports 
include oil seeds (10.5%) and animal hides and 
skins (2.4%). Saudi Arabia is the largest trade 
destination, accounting for over 55% of all exports. 
Other important export trade partners are Oman 
(20.7%), Yemen (8.3%) and India (7.3%).

2.5.1.2 Imports
The major imports partners are Ethiopia (34%), 
Oman (16.8%), India (9.8%), Kenya (8.9%), China 
(7.7%) and Pakistan (3.3%). Most of the imports 
(62%) consist of foods – vegetables, flour, cereals, 
dairy products, tobacco and others. Consumer 
goods (soaps, clothing) comprise 5% of imports; 

construction materials 4%; telecoms, telephone and 
related equipment 3%; vehicles 2%; and medicines 
2%. Refined petroleum products account for only 
0.13% of total imports.

2.5.1.3 Centrality of livestock trade and absence 
of value addition

Livestock trade at USD 442 million plays a pivotal 
role in the Somali economy. The destinations are 
Saudi Arabia (68%), Oman (25.4%), Yemen (6.4%) 
and Kuwait (0.1%). Somalia also imports livestock 
from Ethiopia (USD 148 million), perhaps to meet 
the demands of its export market, as the price 
differential for livestock between the two countries 
is insignificant. On the other hand, Kenya has much 
higher livestock prices, and Somali traders move 
livestock to markets as far as Nairobi and Mombasa. 
Trade routes between Kenya, Ethiopia and Somalia 
are critical,52 and improving the transport corridors 
between neighbouring countries up to Somali ports 
should lead to further growth in regional trade. Trade 
data also reveals that, despite a significant livestock 
industry, value addition remains low, as Somalia 
exports mostly live animals, raw hides and skins 
while relying on imported dairy products to meet 
its domestic requirements. Similarly, despite having 
the longest shoreline in Africa and several ports and 
harbours, fishing forms an insignificant part of the 
export trade. There is, therefore, immense potential 
for downstream value addition in these key areas.

51    All trade data from UN Comtrade database for 2013
52    Little, Peter D, “The Global Dimensions of Cross-Border Trade in the Somalia Borderlands”, 2002
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3.1 Estimating commercial and 
passenger traffic on selected roads

3.1.1 Vehicles and fuel imports

The total number of vehicles in Somalia is estimated 
to be 132,000. This estimate is based partly on 
secondary data,53 partly on vehicle registrations 
and the growth rate calculated from available 
data,54 and partly using derived numbers based 
on fuel consumption. Total fuel imports in Somalia55 

are about 250 million litres/year.56 This does not tally 
with the reported fuel exports to Somalia in the UN 
Comtrade database where reported fuel exported 
to Somalia is erratic on an annual basis. However, 
this figure is a sound estimate when compared with 
the overall vehicle usage and fuel used for energy 
production. The distribution of types of vehicles 
has been estimated from the limited traffic count 
data made available from the Roads Development 
Authority of Somaliland and data on the Bosaaso–
Garowe road in Puntland. Table 3.1 provides 
distribution by vehicle type.

3 Transport demand assessement

Description Cars/pickups Vans/ minibuses Trucks57 Total

Total 54,685 66,838 10,000 131,523

 Percentage 42% 51% 8%

53    Irinnews.org/report/96498/somalia-grappling-road-accidents-toll
54    Source: Puntland, Facts & Figures, Ministry of Planning & International Cooperation, 2007
55    Fuel imports through Bosaaso port were reported to be 91 million litres in 2006, with diesel and petrol in approximately equal volumes. At Berbera 
port, about 73 million litres were imported in 2010. An average figure of 82 million litres was used for FGA/ISWA. The total is 246 million litres.
56    Total petroleum imports in 2010 were 5,556 barrels/day (662,497 litres/day, or 242 million litres/year). Source: International Energy Statistics, February 
2015, Somalia, Opendataforafrica.org/upjkxxd/somalia-crude-oil-and-petroleum-products-import-and-export-1986-2010
57   The total number of trucks is estimated based on information from DLCA/Logcluster.org. Additional information is from Somalia Transporters.

UN Comtrade data estimates the total trade by 
Somalia to be about 2,120,000 million tons. In 
order to determine the important trade routes, 
the distribution of the movement of goods and 
commerce on the overall network and of passengers 
has been arrived at using the population figures of 
major cities and towns in Somalia and traffic counts 
where available.

3.1.2 Traffic count data and average daily 
traffic assignment

Estimating traffic is important in order to devise 

strategies for further development of selected 
routes. Traffic count data was made available by 
Somaliland for several main routes and by Puntland 
for the Bosaaso–Garowe road. Analysis shows that 
in Puntland, 55% of traffic comprises commercial 
vehicles and 45% is passenger traffic. There was no 
proper traffic counts data provided for roads in other 
states, so an average (38% for commercial and 62% 
for passengers, which is an average for Somaliland 
and Puntland) has been used for estimating total 
traffic on various routes. The available traffic count 
data and the overall estimated figure (the average 
daily traffic assigned to each part of the network) 
are provided in Annex 6. 

Table 3.1 Estimated vehicles by types
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3.1.3 Commercial traffic and ton-kilometres 
per year
In Somalia, the average gross vehicle weight of 
commercial carriers (light goods vehicles and 
medium/large trucks mixed) is 9.4 metric tons (MT) 
as determined from axle load data from the Roads 
Development Authority of Somaliland. The average 
net load carried for the mix of vehicles and trucks is 
about 60% of gross vehicle weight or 5.4 MT. Axle 
load data is provided in the annex 4. For the main 
routes, estimates put the number of commercial 
vehicles on the roads daily at 300 for all of Somalia, 
except for Puntland, where there are an estimated 
133 commercial vehicles daily, and Somaliland 
where they are assumed as per the traffic counts 
provided.

In a further analysis it has been assumed that 
operational days/year are 330 and that 60% of 
the commercial vehicles are loaded at any one 
time. For commercial traffic on main/trunk routes, 
the actual figures were used where available; for 
feeder/secondary and coastal roads, the numbers 

were estimated as proportional to the population 
served. This then provided the ability to calculate 
the estimated annual tonnage moving across the 
Somali network.

Two different approaches were used to arrive at 
the total current transport demand for the Somali 
network. The first one was based on the external 
and internal trade estimates. The second one was 
based on population. The average annual traffic 
was estimated and assigned to the various parts 
of the network. Both approaches were analysed, 
and the second approach used to arrive at traffic 
estimates (for both goods and passengers); these 
were found to be more in line with international 
norms for a country of Somalia’s population and 
transport characteristics. Annex 6 provides the 
details of the analysis.

In Somalia, the current network facilitates movement 
of approximately 1.2 billion ton-km and 3.2 billion 
passenger-km. These statistics help identify the key 
corridors for further consideration.
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3.2.2 Aviation activity in Somalia
Somalia has very low levels of commercial aircraft 
activity and passenger movement. Figures 3.3 
and 3.4 summarise the total passenger departures 

recorded for eight nations, including Somalia. An 
estimated total of 258,000 travellers departed from 
Somali airports in 2013. Some data is available 
for the period before 2010, but there is no data on 
the relative number of international or domestic 
departures.

3.2 Transport demand for the aviation 
sector

Somalia has a very small economy and ranks among 
the 10 poorest nations in the world. The ability of 
Somalis to pay for commercial aviation is, therefore, 
very low. This implies that the demand for the 
aviation sector is almost non-existent for the leisure 
and business traveller segment. This conclusion 
is in addition borne out of the income elasticity 
factor of 0.6 International Air Transport Association 
consultants for the intra sub-Saharan African market 
segment often refer to: “These economies have 
limited middle class, resulting in high weight on 
higher-income individuals who are less elastic.”58

The main demand for aviation services stems from 

aid, governance, humanitarian and emergency 
medical related events.

3.2.1 The underdeveloped aviation sector: a 
regional comparison in Africa

Somalia’s aviation sector is underdeveloped in 
comparison to other African states and the rest of 
the world. A useful indicator of the relative level of 
development of the aviation sector is the ratio of 
passenger movement to urban population. For the 
sample, the ratio ranges between 0.05 for Zambia 
to 0.81 for Kenya. Somalia has a ratio of 0.13, 
implying that the sector is relatively underdeveloped 
compared to other African states. By way of 
comparison, in developed urbanised nations, these 
ratios are often between 10 and 15 times greater.

Figure 3.2 Ratio of passenger movement to urban population59

58    Estimating Air Travel Demand Elasticities, fi nal report prepared for the International Air Transport Association by InterVISTAS Consulting Inc., 28 De-
cember 2007
59    TSIP team
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Figure 3.3 Registered passenger carrier departures (millions)

Figure 3.4 Registered carrier aircraft departures60  

60    Source: World Bank
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Somalia is served by few aviation service providers, 
making local and global connectivity limited, 
infrequent and of low quality. Until 1991, Somalia 
Airlines was the national flag carrier. Established in 
1964, the airline operated domestic and international 
services. With the continued civil unrest that began 
in the early 1990s, all of the carrier’s operations were 
officially suspended in 1991. In 2012, a reconstituted 
Somali government began preparations for an 
expected re-launch of the carrier with the first new 
Somali Airlines aircraft scheduled for delivery by 
the end of 2013. There are, however, no details to 
confirm that the 2013 deadline was met. Since 1991, 
various Somali-owned private carriers have operated 
domestic and international services. The carriers that 
are operating or have recently operated in and out 
of Somalia include Jubba Airways, Africa Express, 
Fly 540, Daallo Airlines, Turkish Airlines, Sky World 
Air, East African Safari Air Express, and Hijia Airways. 
There are no listed dedicated cargo aircrafts 
operating in Somalia, and the details of export and 
import volumes are unclear.

In summary, for purposes of this TSNA, the 
catchment population of air sector infrastructure 
is used as a proxy for demand, while the level of 
intervention is determined by strategic location 
and purpose.

3.3 Transport demand for the ports 

sector

3.3.1 Ports traffic estimates

Traffic volumes in the ports sector are low. This 
is primarily due to the low level of development. 
Statistics are scarce, but those available suggest 
that about 2 million tons, including 53,000 TEUs of 
container traffic, are handled at the ports of Somalia 
annually. Almost all this traffic is handled at the two 
main active ports of Mogadishu and Berbera; much 
less activity takes place at Kismayo. 

Ports Total (ton)62 Containers (TEU)63

Mogadishu 949,506 30,000

Berbera 711,864 22,279

Berbera oil terminal 280,000

Kismayo 4,556 1212

TOTAL 1,945,925 53,491

Table 3.2 Estimated port traffic, excluding livestock (2014)61 

The traffic consists mainly of dry bulk and bagged cargo, including cement, sugar, wheat and rice (see Table 3.3).

61    Sources: port statistics and internet
62    The limited available statistics for 2011 and 2012 were used to determine figures for 2014 assuming a 3% p.a. growth rate in line with GDP.
63    Included in Total 
64    Sources: port statistics and internet

Dry bulk Total (ton)

Cement 492,086

Sugar 292,331

Wheat 188,825

Rice 176,322

(Total) (1,149,564)

Oil 280,000

Containers 516,361

Total 1,945,925

Table 3.3 Main cargo at the ports of Somalia and Somaliland, 2014 (tons, estimated)64
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The total traffic estimated from port sources is similar to that calculated from national trade statistics, i.e. 
around two million tons p.a. (see Table 3.4).

(a)  After subtracting 20% of imports from Ethiopia and Kenya which will come overland
(b) Oil imports were not shown in the trade statistics

Imports (a) 1,516,343

Imported oil (b) 280,000

Exports 205,000

Total 2,001,343

Table 3.4 Seaborne trade (tons)65

Table 3.5 Estimated berth days required to handle current national port traffic

3.3.2 Existing port capacity

The capacity of the berths at Mogadishu and 
Berbera, where almost all the cargo is handled, is 

well above that necessary for current traffic levels. 
No berth occupancy statistics are available from the 
ports, but current occupancy is estimated66 at 20% 
(see Table 3.5).

Ton, 2014
Handling speed,
ton/ship day (a)

Berth days 
required

Dry bulk/bagged cargo 

 Cement 492,086 2,000 (b) 246

 Sugar 292,331 2,000 (b) 146

 Wheat 188,825 2,000 (b) 94

 Rice 176,322 2,000 (b) 88

 Total 1,149,564

Containers 53,491 TEU 180 (c) 297

Total berth days required 872

Berth days available (d) 4,380

Berth occupancy 20%

3.3.3 Piracy and development: the 
containerisation and landlord port operations 
model.

Until recently, piracy badly affected Somali 
ports. Its greatest impact was preventing the 
development of containerisation, which now 
dominates general cargo shipping elsewhere in the 
world. Consequently, Somalis have been relying on 
slower and less secure shipping services in small 
break-bulk vessels. The last two years, however, 

have seen an improved security situation. Only 15 
piracy incidents were reported off the Somali coast 
in 2013, down from 75 in 2012 and 237 in 201167. 
 
This had led to the introduction of container services 
from Dubai, Salalah and Mombasa. The world’s top 
three container lines (Maersk, MSC and CMA CGM) 
now call at Somali ports.

At the same time, there has been some progress 
towards the landlord port model now regarded as 
best practice worldwide. In particular, the ports are 

65     Source: international trade statistics
66    Sources: (a) Handling speeds as shown on Berbera Port website; (b) rough average of the handling speeds for bulk, bags and general cargo shown 
on the Berbera Port website; (c) @ six TEUs/ crane hour X 2 cranes X 15 hours a day; (d) 12 dry cargo berths at Mogadishu and Berbera, where almost all 
international cargo is handled.
67    Source: Lloyd’s List, Lloydslist.com/ Source: Lloyd’s List, Lloydslist.com/Source: Lloyd’s List, Lloydslist.com/



68        Transport Sector Needs Assessment and Investment Programme

bringing in private operators for cargo handling. 
Mogadishu now has a Turkish operator (Al Bayrak), 
while Simatech has been contracted to expand and 
run the container terminal with an investment of USD 
70 million. Berbera is also considering a terminal 
concession. 

3.3.4 Overall demand for ports
The overall traffic demand for ports is driven by 
the proposed Somali TSIP, which will be the largest 
demand generator in the overall infrastructure 
development over the coming decade. The main 
reason is that for commercial trade, the capacity of 
the current ports is underutilised, as indicated by 
the current berth utilisation indicator of 20%. Rough 
estimates for the 10-year Somalia TSIP demand 
for ports is based on the following: POL imports 
of 3.5 million tons (average of 352,000 tons/year); 
steel imports (break-bulk) of 0.2 million tons (26,000 
tons/year); and cement imports of 6.2 million tons 
(619,000 tons/year).

3.4 A transport needs framework68 

Restoring and enhancing connectivity for economic 
and social revitalisation and political integration are 
the core drivers of this TSNA. All needs assessments 
are based on certain objectives that provide a 
framework within which experts and stakeholders 
organise, thus forcing the government to divert focus 
from «trying to do everything» to «doing the most 
needed things».
This TSNA is driven by the following objectives: 

i. restoring immediate and most economic 
and socially opportune connectivity in Somalia;
ii. ensuring reduction in the vulnerability of the 
wider Somali population by improving the ease 
with which assistance can reach far-flung and 
pastoral populations; and
iii. supporting state building by making 
possible the delivery of government services, 
improving revenue collection, and contributing to 
political cohesion and regional integration.

The transport needs framework is based on the overall 
geographic, demographic and population settlement 

patterns, development paths and opportunities, and 
political necessities in present day Somalia. The 
following elements form the overall transport needs 
framework.

3.4.1 The coastline economy
Temperate eco-zones proximate to the sea account 
for 8% of the world’s inhabited land area, 23% of 
the world’s population and 53% of the world’s GDP. 
GDP densities in temperate eco-zones proximate to 
the sea are on average 18 times greater than in non-
proximate, non-temperate areas.69 Somalia boasts 
more than 3,000km of coastline and a strategic 
location in the Horn of Africa, yet it is not exploiting 
these advantages. The development of the transport 
sector will play a key role in the development of the 
broader coastal economy of Somalia through two 
key focus areas: developing coastal shipping for 
people, goods, and fishing; and linking key jetties 
and ports inland to large urban centres before 
creating coastal roads as part of internal and 
regional trade/economic corridors.

3.4.2 Few large cities – urban centres, 
distributed sparse population, and large 
nomadic population

Somalia is a country the size of Afghanistan but with 
a third of its population. It is sparsely populated with 
concentration in small towns and a few large cities; 
nearly 40% of the population is mobile and nomadic. 
Coupled with this, 80 to 90% of the population is 
vulnerable. This implies that within the foreseeable 
resource envelope, a large focus has to be on 
developing key transport corridors, a rough and 
ready network of gravel or graded tracks for access 
to dispersed settlements, unpaved airstrips and 
small jetties. Focus should also be on proper low-
cost urban transport solutions.

3.4.3 Enhancing the development of key 
economic sectors

Livestock and associated rangelands and pastoral 
populations are at the core of the Somali economy. 
Paucity of arable land70  and its concentrated locations 

68      This consists of guiding principles that need to be used by experts working on the TSNA to identify the list of projects to be analysed further during the 
TSNA. At a later stage, these principles can be used as a basis to develop the overall transport policy for Somalia.
69      Climate, Water Navigability, and Economic Development, Andrew D. Mellinger, Jeffrey D. Sachs, and John L. Gallup, Harvard Kennedy School Center 
for International Development Working Paper No. 24, September 1999.
70    ‘’The eastern Horn of Africa is the land of the Somalis. It is a harsh, arid land whose culture reflects an existence geared to an eternal struggle for survival. 
All aspects of life revolve today, as they have for centuries, around the semi-annual monsoon seasons and the success or failure of the rains. Water is the crux 
of the economy, the synonym for beauty, the common thread of all cultural expression and the greatest single factor influencing health in the Horn. In the dry 
savannah and semi-desert plains that cover almost 80% of Somalia, men and their herds migrate endlessly from pasturage to pasturage. Only the hardiest 
animals and nomads survive. Fertile strips of arable land border the two rivers coursing through Southern Somalia. The Juba and Uebi Scebeli originate in the 
Ethiopian highlands and flow south-east to the Indian Ocean. It is the inter-riverine agricultural area that still holds major hope for a viable economic future.» 
Source: To Bear Witness: A Journey of Healing and Solidarity; updated, revised and expanded edition. Author: Kevin M. Cahill, M.D.
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in Somalia imply that physical connectivity to markets 
and the development of related value chains is of 
high importance. In addition, fisheries require 
the development of coastal fishing infrastructure, 
markets and value addition chains that are internal 
and external to Somalia.

3.4.4 Ports hold the key to infrastructure 
development inputs

Somalia has and will have to import most construction 
and related industry inputs in the near to medium 
terms. These include cement, steel, POLs, 
machinery and other construction industry inputs. 
All these imports will primarily come through Somali 
ports, which will have to improve their throughput 
tremendously. It is worth noting that in 2013 the total 
import of cement was reported to be 492,000 tons 
when the construction of 100km of roads (including 
bridges and culverts and drainage) requires 78,000 
tons. The same year, Somalia officially imported 
between one and five million litres of fuel when 
seven million are required for the construction of 
a 100km road. In 2014, the country imported 32.8 
tons of bitumen when 10,000 tons are required on 
average for the construction of 100km of road. In 
2013, Somalia imported 25,000 tons of steel while 
the construction of a 100km road requires 2,500 
tons of the metal for bridges, culverts and related 
drainage.

3.4.5 Particular guidelines for the aviation 
sector – Somali civil aviation policy

3.4.5.1 Civil aviation

Airports are a key facilitator in delivering sustainable 
economic growth in developed and developing nations. 
Without adequate airport infrastructure, it would not be 
possible to export high-value or perishable products, 
or both, from Somalia and also not to ensure safe 
and secure international travel for visitors and Somali 
citizens. With its sparse population spread out over 
a large area, including concentrations only around a 
few large towns and dispersed settlements, and with a 
roving pastoral population of 40%, airports are critical 
to the connectivity of Somalia, and for access and 

mobility internally and internationally. From delivering 
critical humanitarian assistance to the extremely large 
vulnerable population, to ensuring high value trade 
benefits to the economy, to the importance of having 
controlled borders where the state can easily collect 
revenue, airports and the aviation industry are a critical 
backbone of Somali transport and the economy.

3.4.5.2 Somali Civil Aviation Policy
Safe and secure aviation is, in effect, a public good, 
and it makes sense for the central government to 
be involved in putting in place the basic building 
blocks to support the civil aviation sector. There are 
three key components to a successful Civil Aviation 
policy:

iv. policy development and strategy;
v. regulation and oversight; and
vi. provision of services and infrastructure.

In general, policy development and strategy is the 
responsibility of central government. This includes 
decisions around the level and type of services 
that are going to be supported by government 
and the priorities that will be encouraged. A clear 
overarching aviation policy is required to deliver 
regulatory oversight to support safe and secure 
operations, provide fit-for-purpose infrastructure 
and well-trained personnel that deliver the requisite 
services to the travelling public and airlines. 

There is concern that this environment is difficult 
to achieve given the current state of government 
in Somalia. Regulatory oversight is also the 
responsibility of the central government, albeit 
in some cases it is supported by regional safety 
oversight organisations (RSOOs). Governments may 
contract assistance from other providers, but the 
authority to grant certification for airlines, airports and 
other document holders is always the responsibility 
of the country’s department of civil aviation. State 
governments can have a role in providing fit-for-
purpose infrastructure such as airports and air 
traffic control (ATC) facilities. However, private 
sector providers can also play significant roles here, 
particularly in airport investment and operations. 
The global average experience in public and private 
provision is summarised in Table 3.6.
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Many governments own their flag carrier airlines 
and assume all commercial risks associated with 
operating in the aviation sector. Other states simply 
negotiate suitable ASAs that provide adequate 
levels of air transport capacity and allow a range of 
domestic and international carriers to operate. There 
have been several attempts to operate Somali-

based, flag carrying domestic and international 
airlines. The government needs to have a clear 
view of the risks, costs and benefits of a national 
carrier and whether or not there are other more 
sustainable options that could be considered to 
deliver the necessary services for the country and 
the autonomous regions.

Component Potential provider

Clear overarching aviation policy and strategy 
supported by appropriate policy and legislation Central government

A well established, experienced and competent 
regulatory body which delivers expert oversight to 
the industry 

Central government and state governments

Fit for purpose plant and infrastructure that 
delivers the necessary services in a compliant, 
safe, secure and sustainable manner

Government, state owned enterprise, private 
operators

Table 3.6  Provision of infrastructure and services in the aviation sector



4.1 Existing institutions

The overall governance and thereby structure of go-
vernment in Somalia is emerging. The TSNA team 
held many discussions and collected data on how 
the various transport sector government institutions 
are structured and functioning at present. At the fe-
deral level, the three key ministries in the transport 
sector are the MPWHR,  the MPMT and the Ministry 
of Air and Land Transport.

4.1.1 Road sector – Ministry of Public 
Works, Housing & Reconstruction

The MPWHR is mandated to undertake the planning, 
design and construction of government buildings, 
infrastructure such as national roads and bridges, 
fl ood control, water projects and other public works; 
and to promote standards in the construction and 
housing industries. The mission statement of the mi-
nistry includes providing policy guidance, regulatory 
framework and setting out agendas based on priority 
demands of the sector across the nation. There are 
two main functional divisions in the ministry – the of-
fi ce of the Director General and the offi ce of the Chief 
of Staff . They are shown in Figure 4.1. 

4 Institutional arrangements 
in the transport sector

The offi ce of the Director General is in charge of 
the administrative and management functions at 
the ministry. These include regional coordination; 
corporate services (human resources, marketing, 
information etc.); fi nancial management; 
construction and property policy and regulation; 
investment management; procurement and 
transformation; and offi ce of the registry. The offi ce 
of the Chief of Staff is responsible for public works 
programmes; coordination with road, port and 
cadastral authorities; special projects – infrastructure 
and international coordination; and public housing. 
A more detailed organisation chart is in Annex 5.
Currently, the ministry does not have the 
organisational depth and capacity to undertake or 
even effectively monitor the large-scale investments 

proposed in the road sector. A road authority at the 
federal level is planned but is not yet functional. 
The ministry also seems to have the dual role of 
both policy and regulation. In addition, as may be 
seen from Figure 4.1, the ministry also has a port 
authority, which is apparently in confl ict with the 
mandate of the MPMT, as such an authority would 
be more appropriately housed in the latter ministry.

4.1.2 Aviation – Ministry of Transport and 
Civil Aviation

Figure 4.2 shows the structure of the federal Ministry 
of Transport and Civil Aviation.

Figure 4.1  The Ministry of Public Works, Housing and Reconstruction

71       Also referred to as the Ministry of Public Works or the Ministry of Public Works and Reconstruction 
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Figure 4.2  The Ministry of Transport and Civil Aviation

Figure 4.3 Organogram: Ministry of Ports and Maritime Transport

Several of Somalia’s autonomous states have set 
up highway and port authorities. For example, 

the structure of the Puntland Highway Authority is 
shown in Figure 4.4.

4.1.3 Ports – Ministry of Ports and Maritime 
Transport 

The Ministry’s Maritime Transport organisation 
chart is shown in Figure 4.3. The detailed structure 

of the departments under the Director General is 
shown in Annex 5. The ministry includes offices of 
the Somali Shipping Agency and the Somali Ports 
Authority manager.
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Figure 4.4  The Puntland Highway Authority

Similar scattered information received from other 
parts of the government showed that nowhere does 
the existing structure meet the requirements of the 
necessary solution for resolving the transport sector 
challenges. Therefore:

i. The TSNA team focused on understan-
ding the needs of Somalia and proposing an 
appropriate institutional structure to respond to 
these needs.
ii. The TSNA team has recommended that 
instead of looking for micro-level institutional 
structure details at this stage, focus should be 
on how to start the implementation of the TSIP. 
An implementation-partner arrangement is thus 
proposed and discussed in Chapter 10.
iii. Another key reason for taking this ap-
proach is that institutional strengthening and the 
resultant soft investment detract from the core 
business at hand, that is, delivering on the more 
pressing needs of Somalia. 
iv. The recommended approach focuses on 
the critical needs assessed in the current Somali 
TSNA institutional landscape, that is, the need 
to clarify domains and mandates before getting 
into the details of institutional reform.
v. The broad recommendation is to 
adopt an implementing partner model while 
simultaneously clarifying institutional mandates 
and domain and eventually letting the 
implementing partner institutional arrangements 
gradually evolve into the required public sector 
institutional structure with built-in capacity.

4.2 Transport Sector Needs 
Assessment institutions

Following the current emerging government 
structure in Somalia with a central government as 
a federation of independent states, the TSNA used 

some overarching considerations in formulating 
the proposed structure and highlighting issues 
to be handled under the Somali transport sector 
institutions. These include the following:

i. A ministry of transport – this will be a board 
that looks at nationwide sector issues, including 
transport policy, over-fl ight charges, Somali civil 
aviation policy, harmonisation of border mana-
gement issues, and harmonisation of standards 
for roads and road transport.
ii. Clarity on policy, institutions, procedures 
and Human Resources and Administration, 
which will ensure that domains and mandates of 
institutions are clear to enable rapid implemen-
tation of required sector interventions.
iii. A transport fund, which will ensure sustai-
nability and sector specifi c rationale in the allo-
cation of funds to the sector.
iv. (iv) Services regulation e.g. motor 
vehicle regulations, motor vehicle taxation, cen-
tral civil aviation regulation, and regional civil 
aviation support organisations.
v. Administrative tiers – the US model was 
found to be most suitable (national – in roads 
and highways, federal highway administration, 
department of transport, federal aviation admi-
nistration and state departments), with varia-
tions for ports and airports
vi. Keeping the overall transport and logistics 
system in context:

a.          Infrastructure – ports, roads, rail, war-
ehouses/dry-ports, and pipelines;
b. Services – shipping and port ser-
vices, trucking, railways, handling, war-
ehousing, customs, insurance, banking, 
ICT, freight forwarding; and
c.          Procedures – legislation, regulations, 
administration, documents, data.
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National transport board Coordinate policies and 
investments

National transport fund Financing
National transport 
commission

Standards

National transport 
research centre

Research and 
development

Strategic national roads 
agency

Implement and maintain 
national strategic roads 
network

State road agency Implement and maintain 
all state roads – feeder 
and rural

Road transport agency 
under the national 
transport commission

Standards for motor 
vehicles, regulation of 
these standards (through 
state arms at the state 
level)

State road transport 
department (under a 
road transport agency)

Enforcement of road 
transport rules and 
regulations as well as 
collection of related 
revenues and fees

Road research wing 
of a national transport 
research centre

Research and 
development

State road research cells 
of a road research wing

Research and 
development

Ministry of ports and 
shipping

National policy, 
legislation and 
regulation, appraisal and 
approval of investments, 
administration and 
oversight of port 
authorities

Port authorities Landlords, delivery 
of port outcomes, 
administration, 
implementation and 
maintenance of port 
infrastructure, delivery of 
port services

Civil aviation authority Regulation, policies, 
oversight, investments 
approval

State RSOOs Regulation and 
enforcement

Airport authority(ies) Delivery and 
maintenance of airport/
airfield infrastructure

Airport authority(ies) Delivery and 
maintenance of airport/
airfield infrastructure

Air traffic control 
authority

Air traffic control and 
revenues

Table 4.1 Proposed transport sector institutions

Table 4.1 provides an overview of the proposed 
transport sector institutions.

4.3 Road sector institutions and 
implementation requirements

Although an institutional framework exists to plan 
projects and coordinate stakeholders (construction 
industry material and equipment suppliers, private 
sector contractors, and the public sector), the 
implementation capacity for management and 
supervision of road works in Somalia is weak. It is, 
therefore, suggested that the proposed structure for 
the road sector institutions be implemented at the 
earliest possible date.

In addition to the proposed structure, a contracts 

and procurement unit, and a maintenance 
directorate are needed at a minimum. Also required 
are a directorate for secondary, feeder and coastal 
roads, and a dedicated maintenance cell. Regional 
field teams can be organised at the lower tier. 

The challenge, however, is how urgently these priority 
projects can be executed. Initially, emergency 
repairs and maintenance of structures on prioritised 
routes should be carried out and this should then be 
followed by proper design and upgrading of these 
priority routes to required standards.
One alternative would be to have project-specific 
PMUs with staff appointed from road agencies. 
In the interim and as stakeholders’ capacity is 
developed, all projects could be executed through 
international design build/engineering, procurement 
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and construction (EPC) contracts. A condition could 
be introduced to include Somali private sector 
participation in such contracts to facilitate training 
and transfer of technology. Given the lack of a skilled 
labour force in Somalia, a vocational trade skills 
development programme needs to be introduced 
in tandem with project implementation. When the 
capacity of the private and public sectors develops, 
all construction work should be outsourced to the 
private sector.

Road infrastructure maintenance could also be 
outsourced. Benefi ciary communities in small 
towns are stakeholders in the development of the 
infrastructure. The maintenance of roads (especially 
gravel/earthen) could be made the responsibility 
of organised groups within communities. Initially, 
a training and incentive programme could be 
developed through separate TA on a pilot basis on a 
priority road and up-scaled. Payment to benefi ciaries 
for services could be subject to regular satisfactory 
inspections by fi eld teams from the road agencies.

4.4 Aviation sector institutions and 

implementation requirements

As proposed in the summary table, the required 
institutions for the aviation sector should be 
implemented at the earliest with the following 
important riders:

i. The national CAA structure to be enforced;
ii. The regulator (CAA) must be separated 
from operations;
iii. Airport authority(ies) should be separate 
corporate entities;
iv. ATC should be strengthened and 
centralised;
v. Safety and Security oversight should be 
improved and coordinated with the states;
vi. Avoid confl ict of interest (regulator vs. 
operator whether of infrastructure or of air 
services) in aviation institutions;
vii. Improve ATC infrastructure;
viii. Prepare for International Civil Aviation 
Organization (ICAO) audit.

An overview of the proposed structure for the 
aviation sector is provided in Figure 4.5. 

Figure 4.5 Overview of proposed implementation structure for the aviation sector
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4.5 Ports and shipping sector 
institutions and implementation 
requirements

4.5.1 Individual ports

At the individual ports (Mogadishu, Berbera, 
Kismayo and Bosaaso), modernised port authorities 
are required to supervise the recommended 
investments and oversee operational changes. 
The individual authorities should be staffed leanly 
with about 50 personnel. The institutional setup 
that is generally accepted as the most effective 
worldwide and which is now the norm is the 
landlord port authority in which a public sector body 
oversees private operators. Ideally, there would 
be competition between operators. However, the 
traffic volumes at Somali ports are not high enough 
to justify construction of competing terminals. It will 
therefore be necessary to regulate handling speeds 
and tariffs via the terms of the contracts of the 
concession holders.
The main responsibilities of each of the port 
authorities should be as follows: 

i. landlord for private entities providing port 
services, especially cargo handling;
ii. construction of infrastructure;
iii. regulator of economic activity and opera-
tions;
iv. operator of nautical services (tugs, pilots, 
etc.) and facilities;
v. port security;
vi. environmental control;
vii. planning for future operations and capital 
investments;
viii. marketing;
ix. provision of ancillary services (water, bun-
kering, etc.); and
x. management of real estate within the port 
area.

Another responsibility that would normally fall under 
the ports authorities would be tendering and nego-
tiation of concessions for containers. In this case, 
it is recommended that bids for operators should 
be handled by an international development/donor 
agency.

The private port operators should, in line with inter-
national best practice, provide and maintain their 
own superstructures including buildings (offices, 

sheds, warehouses, container freight stations, 
workshops). They should also purchase and install 
their own equipment. In most landlord ports, private 
terminal operators employed the dock labour. In 
others, it is provided through a port wide labour pool 
system, which would probably be more appropriate 
in the Somali ports.

4.5.2 National Ministry of Ports and Mari-
time Transport

National supervision and administration of the port 
authorities should be under a department of the 
transport ministry/board (the national MPMT) or a 
national ports authority. However, the latter are re-
latively rare (examples include national port autho-
rities in Tanzania, Sri Lanka, Nigeria, South Africa 
and Liberia). It is proposed that the supervision of 
all port authorities should remain with the national 
MPMT.

The responsibilities of the ministry should include:

i. Approval of investment proposals.
ii. Policy formulation, including policy on 
personnel. Formulation of labour policy is an 
important but difficult subject. The ports are 
heavily overstaffed and the unionised working 
practices are outdated. However, jobs are 
scarce and labour reforms and downsizing 
should probably be delayed.
iii. Legislation: the ministry should draft 
and implement laws to govern ports, national 
regulations and decrees. It should also 
be responsible for domesticating relevant 
elements of international conventions (e.g. the 
International Convention for the Safety of Life 
at Sea, UN Convention on the Law of the Sea, 
the International Convention for the Prevention 
of Pollution from Ships) and international 
legislation.
iv. Financial oversight (including power to set 
common financial objectives for ports): this will 
include approval of tariffs (profitability may be 
limited to that required for future investment). Of 
particular importance will be the harmonisation 
of arrangements for raising government revenue 
via port and customs charges in the absence 
of income tax. Somalia is unusual in its over-
reliance on port charges and customs for 
revenue e.g. Al Bayrak gives 55% of its revenues 
to the government.
v. Administration of concessioning and 
licensing at the ports: It is recommended that 
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concessioning be handled with the assistance 
of international development agencies with 
extensive experience in evaluating bids.
vi. Collection, coordination and publication of 
statistical information from the ports.

The ministry should not, however, be involved in 
day-to-day decision-making on port expenditures; 
its focus should be major investments.

Having laid out the broad proposals for structuring 

institutions in the transport sector in Somalia, the 
actual TSNA analysis and development of the 
proposed programme is covered in the following 
chapters. The TSNA team realises that attempts at 
restructuring and/or developing institutions in post-
conflict and fragile environments are fraught with 
risks. Principally these risks thwart implementation 
of the core development/infrastructure delivery 
programme. Based on this, the team presents a 
short but concise proposal on the implementation of 
the proposed TSIP in Chapter 10.
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5.1 Poor road network but adequate 
coverage

The 21,933km long road network in Somalia72  

comprises the main north south (NS) corridor; 
main roads linking the major ports and border 
crossings to the corridor; and secondary, feeder 
and coastal roads. The secondary, feeder and 
coastal roads, including roads connecting to border 

crossings, are nearly all earthen. The main roads 
that are paved are mostly in poor to very poor 
condition. The maintenance backlog is huge, and 
the reconstruction or resurfacing of existing paved 
roads in all of Somalia and the autonomous regions 
is a monumental task in terms of both resources and 
institutional capacity. Nevertheless, the «coverage» 
of the overall road network is largely complete 
based on population dispersion and key economic 
centres and borders/ports. Table 5.1 shows the 73. 

5 Road Transport

72       Somalia in this report refers to the FGS along with its autonomous federated states. 
73       Source: Infrastructure Cluster Report, World Bank, 2006
74       Joint Needs Assessment Report, World Bank, 2007

Type of surface
Primary/main 

roads
Secondary 

roads
Rural/feeder 

roads
All roads Percentage

Paved 2,442 418 - 2,860 13%

Gravel - 844 - 844 4%

Earth 220 3,588 14,421 18,229 83%

2,662 4,850 14,421 21,933 100%

Table 5.1 Road classification and surface data in Somalia

5.2 Identifying key routes on the 
network and selecting roads for 
prioritisation

Important transport routes were identified after 
careful review of the road network, and of those listed 
in an earlier joint needs assessment report  and by 
regional road authorities during the preparation of 
this TSNA. All these routes were then reviewed on 
the basis of:

i. routes forming a part of the main NS cor-
ridor or other main routes that link two major ci-
ties,
ii. routes to key border crossings as links 
with main corridors,
iii. secondary and feeder roads that link 
towns or settlements to the main routes or to 
each other, and
iv. coastal roads.

The expert review shortlisted a total of 11,434km of 
all types of roads along the key routes for further 
analysis.
 

5.2.1 Primary/main roads selected for subse-
quent ranking by catchment population

The total length of the shortlisted primary/main 
roads in Somalia (along the main internal corridors 
across the country) is 4,124km. A detailed inventory 
of these primary/main roads is provided in Annex 
6. The total length of the shortlisted paved primary/
main roads is 2,860km, while 1,264km are unpaved 
or gravel surfaced. The condition of the paved roads 
can be classified as «poor» since more than 90% 
have deteriorated and have completed their design 
life. Table 5.2 provides the list of these primary/main 
roads with the lengths through the states, except 
Somaliland. 
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5.2.2 Feeder/secondary roads selected for 
subsequent ranking by catchment population
The total length of the secondary, feeder and coastal 
roads in Somalia (simply called feeder roads in 

later analysis) selected for prioritisation is 7,310km. 
These are mostly gravel or earthen surfaced and are 
in poor condition. A detailed inventory of the feeder 
roads is provided in Annex 4. Table 5.3 shows the 
distribution of feeder roads in the states of Somalia.

State/region Length of feeder roads (km)

Galmudug 742

Hiran 12

ISWA 1,057

Juba 1,550

Middle Shabelle 309

Puntland 3,581

Somaliland 811

ISWA/Juba75 185

ISWA/Hiran 120

5.2.3 Selecting the roads with the highest 
population impact for paired analysis
Data on main cities, towns and settlements was 
collected and regional distribution determined to 
estimate the population served by identified routes 
in the country. This was essential as the population 
served is one of the criteria that can be used to 
prioritise an infrastructure investment programme.

Overall, approximately 80% of the population living 
in settlements, towns and cities reside in 10 large 
cities.  This is 50% of the total Somali population. A 
population of about 6.5 million has been «located» 
on the network; the rest is assumed to be nomadic 
or living in temporary settlements.  A detailed 
population distribution map is attached in Annex 2.

The roads selected/shortlisted based on the route 

analysis were subjected to a population catchment 
analysis. This provided a ranking of selected roads 
based on their catchment population. Given the 
huge infrastructure needs and the fiscal constraints 
within which this TSNA is to identify the first 10-
year programme, roads with very small catchment 
populations were excluded from further analysis. 
Data provided by the respective authorities in 
Somalia, and autonomous regions, was cross-
referenced to ensure most of their prioritised/
selected roads were included in the assessment.

For all roads other than the identified primary/main 
roads, only the top 10 roads sorted in descending 
order by population served per kilometre were 
selected. The primary/main and feeder roads thus 
selected for the paired analysis are in Table 5.4 and 
5.5; the catchment population is also shown in these 
tables.

75       Lengths are located in two regions.

Table 5.3  Distribution of feeder roads in Somalia
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Road name
Length 

(km)
Road 
type

Width 
(m)

Regions
Population 

served
Population

/km

Mogadishu–
Afgoye–Baidoa
-Belet–Hawo 
(Kenya border)

520 Border 
corridor 7.3

Benadir
–ISWA
–Juba

1,831,900 3,523

Mogadishu–
Beledweyne–
Galkayo

704 NS link 7.3

Benadir–
Hiran–Mid-

dle 
Shabelle–
Galmudug

2,167,700 3,079

Kismayo
–Merca
–Mogadishu

483 NS link 7.3 Benadir–
ISWA–Juba 2,008,300 4,158

Kismayo–Liboi 
(Kenya border) 220 Border 

corridor 7.3 Juba 183,300 833

Bosaaso–Garowe 
Road (NS link) 410 NS trunk 7.3 Puntland 804,700 1,963

Galkayo–Garowe 
(NS link) 240 NS trunk 7.3 Puntland 602,300 2,510

Garowe–Lasanod 
(NS link) 130 NS trunk 7.3 Puntland 96,800 745

Galkayo–Garacad 210 Border 
corridor 3.65 Puntland 54,500 260

Galkayo–Galdogob 60 Border 
corridor 3.65 Puntland 54,500 908

Total 2,977

Table 5.4  Main roads selected for prioritisation
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Road name Length (km) Region
Population 

served
Population/km

Jalalaqsi–NS Trunk 12 Hiran 11,800 983

Janale–Kabtanlaas 14 ISWA 7,000 500

Qoryoley–Kabtanlaas 14 ISWA 6,270 448

Garbaharey–Luuq 65 Juba 19,500 300

Kismayo–Afmadow 110 Juba 32,830 298

Baidoa–Wajid 93 ISWA 23,850 256

Jilib–Afmadow 80 Juba 18,590 232

Wajid–Xudur 98 ISWA 20,600 210

Baidoa–Xudur 144 ISWA 28,250 196

Bardera–Garbaharey 106 Juba 20,530 194

Bosaaso–Lasqoray (port) 130 Puntland 78,400 603

Bosaaso–Qandala–Alula (port) 220 Puntland 95,400 434

Galkayo–Hobyo 241 Galmudug 66,300 275

Garowe Bosaaso (Libaxo)–Eyl 110 Puntland 21,700 197

Galkayo–Eyl (port) 324 Puntland 56,670 175

Lasqoray–Baran 90 Puntland 12,400 138

Qardho–Bayla 230 Puntland 21,440 93

Baran–Hadaftimo 45 Puntland 4,000 89

Lasqoray–Mydh 125 Puntland 10,400 83

Qardho–Hingalol 100 Puntland 7,740 77

Total 2,351

Table 5.5  Secondary/feeder/coastal roads selected for prioritisation

5.3 Paired analysis and resulting road 
priorities
The roads resulting from the previous analysis 

were subjected to paired analysis. Details of paired 
analysis matrices are provided in Annex 6; the 
resulting list of prioritised roads with their priority 
ratings is presented in Figure 5.2.
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Figure 5.2  Priority roads (following the paired analysis) with their priority rating

The TSNA team developed a set of interventions for 
each of the selected roads and costed them before 
doing implementability analysis.

5.4 Strategies for roads sector 
development

Two-thirds of the roads in the US and more than 90% 
of all the roads in the world are un-surfaced or lightly 
surfaced low volume roads. 

In Somalia, 2,860km (13%) of a total 21,830km are 
paved. The rest of the network is earthen or gravel. 

When exploring strategies for a long-term road 
network plan, the question as to when an earthen 
or gravel road should be upgraded by providing a 
sealed surface (asphalt concrete, tarmac, Bitmac 
or surface treatment) needs to be addressed. 
The answer depends on a number of factors. In 
Somalia, traffi c volume and costs are an important 
consideration. Higher volume roads are generally 
a higher priority for most agencies. In many cases, 
roads that carry higher traffi c volumes also require 
more maintenance, particularly for gravel roads. 
A reasonable threshold to justify paving based on 
volume would be in the range of 100–200 vehicles/
day (VPD).78  Another source provides as a guideline, 

78       «Assessment Procedures for Paved and Gravel Roads», Indiana Local TA Programme, Purdue University School of Civil Engineering, Indiana, 47906
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5.5 Estimating road improvement costs

Cost estimates for various intervention scenarios 
(road improvements) have been arrived at using 
basic material and input costs as provided by 
various Somali road agencies. The cost estimates 
were determined for the following scenarios:

i. rehabilitation and overlay of existing paved 
roads (3.65 or 7.3m wide) with triple surface 
treatment (TST),

ii. construction of new 3.65 or 7.3m wide TST 
paved road,
iii. constructing a 3.65m wide compacted 
gravel surface road, and 
iv. grading and compaction in place.

Rate analysis is provided in Annex 6 and 
summarised below. All these per kilometre costs 
include all appurtenant civil works costs – bridges, 
other drainage structures, road signage and other 
roadside furniture.

When should a gravel road be paved?
A 10-part answer

1. After developing a road management programme.
2. When the local agency Is committed to excellence.
3. When traffic demands it.
4. After standards have been adopted.
5. After considering safety and design.
6. After the base and drainage are improved.
7. After determining the costs of road preparation.
8. After comparing pavement life and maintenance costs.
9. After comparing user costs.
10. After weighing up public opinion.

Construction scenarios Rough cost estimate (USD/km)

Rehabilitation and overlay of existing paved road 3.65m wide with TST 119,500

Rehabilitation and overlay of existing paved road 7.3m wide with TST 217,500

Construction of new paved road 3.65m wide with TST 265,000

Construction of new paved road 7.3m wide with TST, or widening and 
overlay of existing 3.65m wide road to 7.3m wide 440,000

Construction of new compacted 3.65m wide gravel road 70,000

Grade and compact in place/rehabilitate existing earthen/gravel road 35,000

Table 5.6  Construction scenarios and cost estimates

“The average daily traffic volumes used to justify 
paving generally range from a low of 50 to 400 or 
500 VPD. When traffic volumes reach this range, 
serious consideration should be given to some kind 
of paving.”79 

The options to upgrade roads considered in this 
report are based on a minimum 100 VPD, except 
for main roads and NS corridor roads, which should 
be paved regardless of the traffic. Secondary, 

feeder and coastal roads would be gravel roads 
unless they meet the minimum VPD criteria. Gravel 
roads should be constructed to the proper standard 
with required drainage structures and shoulders, 
signage and other road furniture like safety barriers, 
etc. The gravel could be hand or machine laid 
and compacted mechanically. Given the very low 
volume of traffic on most secondary, feeder and 
coastal roads, they are to be graded only with in-situ 
compaction as an additional option where required.

79       «When to pave a Gravel Road», Appendix D, Kentucky Transportation Centre, University of Kentucky-Lexington, Kentucky



Transport Sector Needs Assessment and Investment Programme       87

5.6 Road network development plan 
for overall implementability analysis

The estimated cost for the prioritised projects in So-
malia for main corridors/NS route and supporting TA 
is phased over the short-, medium- and long-term in 
the implementability analysis. Not including Somali-
land, a total capital expenditure (CAPEX) outlay of 

USD 853 million and TA of USD 60 million is required 
for a 10-year programme. The TA is proposed to co-
ver costs for detailed engineering design and super-
vision, road maintenance and management systems 
(RMMS), the establishment of a project-specific 
PMU, contract and procurement support, managing 
EPC contracts, and staff training. Table 5.7 provides 
a summary of these estimates.

Road name
Length 

(km)
Width

(m)

Existing 
surface 

type
Intervention

Construction 
cost/km (USD)

Cost (USD
million)

Mogadishu–Afgoye–
Baidoa–Belet–Hawo (Ken-
ya border)

520 7.3 Earthen New paved – 
TST 440,000 229

Mogadishu–Beledweyne–
Galkayo 704 7.3 Paved Rehab paved 

– TST 217,500 153

Kismayo–Merca–Mogadi-
shu 483 7.3 Paved Rehab paved 

–TST 217,500 105

Kismayo–Liboi (Kenya 
border) 220 7.3 Earthen New paved – 

TST 440,000 97

Bosaaso–Garowe 410 7.3 Paved Rehab paved 
– TST 217,500 89

Galkayo–Garowe 240 7.3 Paved Rehab paved 
– TST 217,500 52

Garowe–Lasanod 130 7.3 Paved Rehab paved 
– TST 217,500 28

Galkayo–Garacad 210 3.65 Earth New paved – 
TST 265,000 56

Galkayo–Galdogob 60 3.65 Earth New paved – 
TST 265,000 16

Emergency maintenance 
programme 2.977 10

Routine maintenance upon 
stage-wise completion 2,977 18

CAPEX 853

TA for detailed engineering 
design and supervision/
RMMS for all main roads

46

Establishment of PMU – 
project-specific PMU (TA)/ 
EPC procurement

14

TA 60

Total 2,977 913

Table 5.7 Construction cost estimates for main roads 

The estimated cost for the prioritised projects for 
secondary, feeder and coastal roads and required 
supporting TA is phased over the short, medium 
and long term. Not including Somaliland, a total 

CAPEX outlay of USD 166.3 million and TA of USD 
36.1 million is required for a 10-year programme. 
Table 5.8 provides a summary of these costs.
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Project description Length (km) Region Intervention
Cost 

(USD million)

Galkayo–Hobyo 241 Galmudug Regravelling 16.9
Jalalaqsi–NS trunk 12 Hiran Regravelling 0.8
Janale–Kabtanlaas 14 ISWA Regravelling 1.0
Qoryoley–Kabtanlaas 14 ISWA Regravelling 1.0
Baidoa-Wajid 93 ISWA Regravelling 6.5
Wajid–Xudur 98 ISWA Regravelling 6.9
Baidoa–Xudur 144 ISWA Regravelling 10.1
Garbaharey–Luuq 65 Juba Regravelling 4.6
Kismayo–Afmadow 110 Juba Regravelling 7.7
Jilib–Afmadow 80 Juba Regravelling 5.6
Bardera-Garbaharey 106 Juba Regravelling 7.4
Bosaaso–Lasqoray (port) 130 Puntland Regravelling 9.1
Bosaaso–Qandala–Alula (port) 220 Puntland Regravelling 15.4
Garowe-Bosaaso (Libaxo)–Eyl 110 Puntland Regravelling 7.7
Galkayo–Eyl (port) 324 Puntland Regravelling 22.7
Lasqoray–Baran 90 Puntland Regravelling 6.3
Qardho-Bayla 230 Puntland Regravelling 16.1
Baran–Hadaftimo 45 Puntland Regravelling 3.2
Lasqoray–Mydh 125 Puntland Regravelling 8.8
Qardho–Hingalol 100 Puntland Regravelling 7.0
Total CAPEX 2,351 164.6

Routine maintenance (0.1% of CAPEX) 2,351

Routine 
maintenance 

of the 
roads after 
completion 

of the feeder 
road projects

1.7

CAPEX including routine maintenance 166.3

TA for detailed engineering designs and 
supervision 2,351

Detailed 
design and 
construction 

supervision of 
main roads

24.1

Establishment of PMU – project-specific 
PMU (TA) 2,351 Establishment 

of PMUs 12.0

Total for TA 36.1

Grand Total 2,351 202.4

Table 5.8  Construction costs estimates for secondary, feeder and coastal roads 

The above prioritised road sector interventions were 
analysed for implementability along with the other 

prioritised interventions from aviation and ports.
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Table 5.9  Review of the roads identified for inclusion by government stakeholders during the 
validation workshop 

Only one of the 13 roads (Dhusamareb-Abudwak) 
identified for inclusion in the overall TSIP was not 
selected as it was not on the critical routes and did 
not qualify for the second stage catchment popula-
tion-based assessment. If the respective state au-
thorities provide proper justification, this road can 
easily be included in the TSIP.

Only two of the 13 roads (El Dahir–Erigavo and 
Dhusamareb–Harardhere) identified for inclusion 
in the overall TSIP were not selected for inclusion 
in the paired analysis as they failed the minimum 
catchment population criteria. If the respective state 
authorities provide proper justification, these roads 
can be included in the TSIP.

Road name Length (km) Regions Comments

Mogadishu–Beled-
weyne–Galkayo 704 Benadir-Hiran-M.S–

Galmudug
Road is prioritised & selected in the imple-
mentability analysis

Bosaaso–Garowe (NS 
link) 410 Puntland Road is prioritised & selected in the imple-

mentability analysis
Galkayo–Garowe (NS 
link) 240 Puntland Road is prioritised & selected in the imple-

mentability analysis

Galkayo–Galdogob 60 Puntland Road is prioritised & selected in the imple-
mentability analysis

Bosaaso–Qandala–Al-
ula (port) 220 Puntland Road is prioritised & selected in the imple-

mentability analysis

El Dahir–Erigavo 220 Puntland
Included in the shortlisted roads however 
could not be prioritised due to less popula-
tion along the road

Kismayo–Afmadow 110 Juba Road is prioritised & selected in the imple-
mentability analysis

Baidoa–Xudur 93 ISWA Road is prioritised & selected in the imple-
mentability analysis

Galkayo–Hobyo 241 Galmudug Road is prioritised & selected in the imple-
mentability analysis

Bardera–Garbaharey 106 Juba Road is prioritised & selected in the imple-
mentability analysis

Dhusamareb–Harard-
here 250 Galmudug

Included in the shortlisted roads but could 
however not be prioritised due to less popu-
lation along the road

Dhusamareb-Abud-
wak 90 Galmudug Not included in the shortlisted Roads list

Galkayo–Eyl 280–324 Galmudug/ Puntland
The complete road – through both states – is 
prioritised & selected in the implementabil-
ity analysis

5.7 Roads for inclusion identified 
during the validation workshop 

During the validation workshop, government 

stakeholders identified a number of roads. (Note: 
No Somaliland government officials were present 
at the validation workshop.) As agreed, the TSNA 
team reviewed the inclusion or otherwise of these 
roads, and the results are shown in Table 5.9.



90        Transport Sector Needs Assessment and Investment Programme

51°E

51°E

48°E

48°E

45°E

45°E

42°E

42°E

12
°N

12
°N

9°
N

9°
N

6°
N

6°
N

3°
N

3°
N

0° 0°

Map data source(s):
Administration layers.:               UNDP Somalia (1998)
Road & Stream network:           FAO SWALIM

Disclaimers:
The designations employed and the presentation of material on this map do not imply the expression of 
any opinion whatsoever on the part of the Secretariat of the United Nations concerning the legal status of any 
country, territory, city or area or of its authorities, or concerning the delimitation of its frontiers or boundaries.

Legend
Airstrip

National capital

Regional capital

District capital

International boundary

Region boundary

District boundary

Major road

River

S O M A L I A  A D M I N I S T R A T I V E  M A P

ETHIOPIA

DJIBOUTI

G u l f  o f  A d e n

I n d i a n  O c e a n

KENYA

1:6,000,000

Map reference:
Creation Date:
Projection/Datum:
Web Resources:
Email:

Nominal Scale at A4 paper size:

120805_Somalia_Administrative_Map_A4
08/05/2012
Geographic/WGS 1984
http://www.unocha.org/Somalia/
ochasomaliainfo@un.org

0 50 100 150 200 250 kms

Sea

Coastline

Selected roads
Main/primary
Feeder/coastal

Population
Over 1 million

From 100,000 - 1 million

From 10,000 - 100,000

TSNA legend

Missing validation

Baidoa

Belet Weyne

Borama

Bossaso

Bu'aale

Burco

Ceerigaabo

Dhuusamarreeb

Gaalkacyo

Garbahaarey

Garowe

Hargeysa

Jowhar

Kismayo

Laas Caanood

Marka

Xudur

CALUULA

QANDALA

ISKUSHUBAN

ZEYLAC
BOSSASO

LAASQORAY

CEERIGAABO
LUGHAYE

BERBERA

CEEL AFWEYN

BAKI

QARDHO

BORAMA

HARGEYSA

GEBILEY SHEIKH

BURCO

CAYNABOOWDWEYNE

BANDARBAYLA

TALEEX

XUDUN

GAROWELAAS CAANOODBUUHOODLE

EYL

BURTINLE

JARIIBANGAALKACYO
GALDOGOB

HOBYO

CADAADO
CABUDWAAQ

DHUUSAMARREEB

XARARDHEERECEEL BUUR

CEEL BARDE

RAB DHUURE CEEL DHEER

XUDUR

TAYEEGLOW

BULO BURTO

LUUQ

DOOLOW
WAAJID

BAIDOA
BELET
XAAWO

ADAN YABAAL

GARBAHAAREY

JALALAQSI

CADALE

BUUR HAKABA

WANLA WEYN

JOWHAR

CEEL WAAQ

QANSAX
DHEERE

BAARDHEERE

BALCAD

AFGOOYE
DIINSOOR

QORYOOLEY MOGADISHU

SAAKOW

MARKA
KURTUNWAAREY

SABLAALE

BARAAWE
BU'AALE

AFMADOW
JILIB

JAMAAME

KISMAYO

BADHAADHE

BANADIR

SANAAG

AWDAL

WOQOOYI GALBEED BARI

SOOL

NUGAAL

TOGDHEER

MUDUG

GALGADUUD

BAKOOL

BAY

HIRAAN

MIDDLE SHABELLEGEDO

LOWER
SHABELLE

LOWER JUBA

MIDDLE JUBA

Lass Ciidle

Maydh

Xaafun

Hordio

Garaad

Baligubadle

Adan Yabaal

Afgooye

Afmadow

Baardheere

Badhaadhe

Baki

Balcad

Bandarbayla

Baraawe

Belet Xaawo

Berbera

Berdale

Bulo Burto

Burtinle

Buuhoodle

Buur Hakaba

Cabudwaaq
Cadaado

Cadale

Caluula

Caynabo

Ceel Afweyn

Ceel Barde
Ceel Buur

Ceel Dheer

Ceel Waaq

Diinsoor

Doolow

Eyl

Galdogob

Gebiley

Hobyo

Iskushuban

Jalalaqsi

Jamaame

Jariiban

Jilib

Kurtunwaarey

Laasqoray

Lughaye

Luuq

Odweyne

Qandala

Qansax Dheere

Qardho

Qoryooley
Saakow

Sablaale

Sheikh

Taleex

Tayeeglow

Waajid

Wanla Weyn

Xarardheere

Xudun

Yeed

Zeylac

Figure 5.3  Map of selected roads in Somalia80 

80       Roads in Somaliland were not validated at the validation workshop



6.1 Aviation infrastructure coverage

Somalia has four main airports, in Mogadishu, 
Bosaaso, Garowe and Kismayo. The airport in 
Mogadishu handles air cargo and passenger 
aircraft. Bosaaso and Garowe have unpaved 
runways. Almost all other major urban centres in 
Somalia also maintain at least one airstrip capable 
of handling small aircraft. There are an estimated 60 
airstrips, airfields and airports in Somalia in varying 
states of service, repair and quality; most are shown 
in the following map. There are seven major feeder 
airports identified in Somalia out of which only 
Baidoa and Galkayo have paved runways. There 
are 23 other important airstrips identified across 
Somalia – including Somaliland –, all of which have 
unpaved runways. Detailed inventory of the airports 
and airfields is provided in Annex 7 and shown in 
Figure 6.1.

6.2 Brief assessment of the selected 
sample of key airfields 

An expert assessment of the overall air infrastructure 
resulted in 11 key major airports/airfields being 
identified for further assessment. However, at 
the same time, it was decided that given the 
humanitarian and governance aspect of the air 
transport infrastructure in Somalia, basic routine 
maintenance of all airstrips would be a core part of 
the overall TSIP. The following is a brief assessment 
of the 11 identified airports/airfields.

Aden Abdulle International Airport (Mo-
gadishu)

The country’s main gateway airport. Current 
investment of infrastructure has taken place. It 
has the largest population base and is in close 
proximity to the main seaport. The airport has listed 
a full array of services that support passenger and 
cargo facilitation. The catchment population of 
Mogadishu airport services is close to 2 million. The 
new passenger and cargo terminals are a Turkish 
investment constructed by Turkish contractors.

Afmadow National Airport 

Located in the Afmadow district, with a population 
of approximately 14,500 people, and handles about 
5,000 tons of imported goods. Has a gravel runway 

(750m long and 10m wide). The end of runway 36 
is unusable and in poor condition with loose stones 
(foreign object damage). The strip is narrow with 
vegetation on either side potentially impacting on 
obstacle clearance and making it attractive to birds. 
This may cause bird strikes to arriving and departing 
aircraft. The strip is impacted in the rainy season, 
necessitating attention on the drainage system and 
other remedial options.
  
Kismayo National Airport

Located in the Lower Juba district, with a population 
of approximately 180,000 people, and handles 
about 70,000 tons of imported goods. It has an 
asphalt runway (3,688m long, 25m wide).

Baidoa National Airport

Located in the Bay district, with a population 
of approximately 160,000 people, and handles 
about 60,500 tons of imported goods. It has an 
asphalt runway (3,000m long and 40m wide). The 
current pavement is deteriorating due to lack of 
maintenance with rutting and potholes requiring 
attention in the touchdown zones. No details are 
available with regard to operating aircraft types and 
supporting infrastructure.

Bardera National Airport

Located in the Bardera district, with a population of 
approximately 51,000 people, and handles about 
20,000 tons of imported goods. It has a sand runway 
(1,300m long and 20m wide). The airfield runway 
strip appears to be in poor condition with rutting. 
Parts of the airfield are impaired due to vegetation 
surrounding the strip; people and wildlife have 
access to the runway and cross it at will.

Bosaaso International Airport (Bender 
Qassim Airport)

Has a catchment population of 700,000 and a range 
of aeronautical services supporting the airport 
operation, with recent terminal development work 
undertaken. The aerodrome appears to operate on 
visual flight rules (VFR) only with no navigational 
aids or airfield ground lighting. Consequently, only 
day operations can take place at this airport. The 
pavement is rutted and has loose gravel; there are 
reported weather and terrain issues.

6 Aviation
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Galkayo Airport (Abdullahi Yusuf 
International Airport)

Located in the Mudug district, with a catchment 
population of approximately 550,000 people, and 
handling about 210,000 tons of imported goods. It 
has an asphalt and gravel runway (1,000m long and 
40m wide). Current operations support humanitarian 
services. The aerodrome appears to be VFR only 
with no navigational aids or airfield ground lighting, 
with day operations only.

Abudwak National Airport

Located in the Abudwak district with a catchment 
population of approximately 5,000 people. Has a 
gravel runway (1,500m long and 15m wide). In 2011, 
local residents funded some minor renovations. 
The aerodrome appears to be VFR only with no 
navigational aids or airfield ground lighting. Day 
operations only.

Garowe International Airport

Located in the Garowe district in Puntland. The 
catchment population is approximately 57,000 
people. Handles about 22,000 tons of imported 
goods. There is a gravel runway (2,300m long and 
20m wide). The aerodrome appears to be VFR 
only with no navigational aids or airfield ground 
lighting, with day operations only. Offers some 
support services with activities including customs/
immigration.

Baledogle National Airport

Located in the Wanle Weyne district in the Lower 
Shabelle region. Data shows an asphalt runway 
(2,500m long and 25m wide). The airfield appears 
to be VFR only with no navigational aids or airfield 
ground lighting, with day operations only. The first 
1,375m of the runway is in poor condition with the 
surface eroding from the 04 approach. The taxiway 
width is 10–12m, which restricts use for smaller 
aircraft. The 10–12m width is unusual for the length 
of the runway. The presence of vegetation and 
obstacles impact taxiway clearance. It is currently 
used for military operations with multinational forces 
using it as a base.

Beledweyne National Airport

Located in Beledweyne, the capital city of the Hiran 

district, with a population of approximately 67,000 
people, and handles about 25,000 tons of imported 
goods. The runway is of rock and sand. The length 
is reported as 1,650m in some sources while other 
data puts it at 2,000m. The width is 30m. The runway 
has some patches of rutting with loose gravel/stones 
on the surface and is described as bumpy. However, 
some runway refurbishment took place in 2015 
with the use of rock and sand. The airstrip is often 
unusable during wet seasons; a more appropriate 
surface treatment should be used. Surrounded by 
terrain approximately 5–8km around the aerodrome. 
Appears to be VFR only with no navigational aids or 
airfield ground lighting, hence operates only during 
the day.

6.3 Building the minimum requirements 
framework for the aviation sector 

Like all transport services, aviation is regulated, as 
far as its infrastructure and services are concerned, 
for the safe delivery of passengers and goods. 
Aviation services, however, are by their very nature81  
more complicated than other transport services. 
Thus, the sector cannot simply be reconstructed 
or revived by providing infrastructure and services 
in a few places with the expectation that they can 
service the economy sustainably. Hence the focus 
in this chapter on the regulations and infrastructure 
needs of the industry.

Somalia has some inherent limitations with regard 
to the operating environment, political instability 
and internal conflicts. The various regions and 
governments need to have a well-defined role as 
regulators and facilitators of growth in the aviation 
environment. This in turn will generate a range of 
economic benefits for the country. The key aim is 
to identify needs that deliver a sustainable civil 
aviation sector.

A safe, secure and cost effective aviation regulatory 
system should underpin future development of air 
services. This will instil confidence in operators and 
investors. Somalia needs to establish a credible 
regulatory platform from which to develop, service 
and fill gaps in the current aviation environment. 
The existing problems will not be resolved by an ad 
hoc approach. Implementing the key projects will 
require further investment in expertise, resources 
and infrastructure to strengthen the government 
institutions responsible for the sector. 

80      These services include carrying units (aircraft), ways (air routes), air traffic control (ATC) and regulation (safety) – all complicated and expensive. While 
the road transport sector can operate in national isolation, the aviation sector must have international connectivity to serve basic economic development 
requirements.
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Therefore, for this TSNA, an overall 
minimum requirements framework is 
developed and presented here.

6.3.1 Somalia’s aviation sector components
For this minimum requirements framework, the 
aviation sector in Somalia is assumed to include the 
following components:

i. a civil aviation agency (preferably opera-
ting within a national transport ministry),
ii. an aviation infrastructure agency (distinct 
from the civil aviation agency),
iii. ATC,
iv. international and domestic airport opera-
tions,
v. domestic regular passenger transport 
(RPT) airline operators,
vi. international RPT airline operators,
vii. general aviation including fixed wing and 
helicopter operation, and
viii. aircraft maintenance activities.

6.3.1.1 Unified aviation sector with autonomous 
regional implementation

The pivotal economic role of the aviation sector is 
the key reason for state involvement. It is important 
for all of Somalia and its autonomous regions, and 
Somaliland to work together in a cohesive manner 
to achieve successful reform and rebuilding of the 
aviation sector. The sector needs a well-developed 
policy, supported by credible regulatory oversight 
and fit-for-purpose infrastructure to deliver the 
necessary services. If each region is to undertake 
an individual approach to its aviation sector, it would 
be important for the different terms of reference for 
further projects to address the specific needs of and 
reflect each region’s strengths and weaknesses. 
Overall, the projects will be of a similar scope for 
the regions. Some elements will, however, need to 
be different to meet location specific requirements.

The flight information region (FIR) and upper 
airspace should be reviewed at the same time. This 
would address the issues of potential revenue as well 
as the infrastructure needed to deliver the required 
level of service. As part of the reform, a review of the 
FIR would be a key strategic outcome for the project. 
Participating autonomous regions would benefit 
from economies of scale and provide a template for 
working as «one country» with regard to the aviation 
sector. A methodical and structured approach is 
critical for a successful reform of the aviation sector. 
Detailed reports on policy, regulatory, capacity and 

infrastructure requirements will achieve little without 
an overarching implementation strategy.

6.3.1.2 Aviation sector reform, infrastructure 
improvements and regulatory capacity building to 
be undertaken concurrently

The TSNA experts suggest that in understanding 
and implementing the programme identified for the 
aviation sector, the government should emphasise 
the need to undertake concurrent improvement of 
three core components of the sector as follows:

6.3.1.2.1 Component 1: Aviation sector 
reform

This will support the aviation sector through:

i. a reform and update of government po-
licies and relevant laws relating to the aviation 
sector;
ii. strengthening of each state’s civil aviation 
system by delivering the required updated po-
licies and legislation which reform the aviation 
sector (through the delivery and implementation 
of the desired civil aviation regulations); and
iii. identification of the gaps in the state’s cor-
rective action plans based on ICAO’s safety and 
security audits, and targeted capacity building 
and training of CAA personnel.

6.3.1.2.2 Component 2: Aviation 
infrastructure improvements

This component will:

i. invest in the planning of the aviation 
infrastructure and investment at the nominated 
project airports, so that they are able to meet the 
identified ICAO standards; and
ii. deliver the required infrastructure and 
services to customers/users while preserving 
and extending the service life of the existing 
airport assets.

6.3.1.2.3 Component 3: Capacity and 
capability development of regulatory and operator 
personnel

These activities will:

i. develop training programmes for person-
nel of the relevant ministry, CAA and operators;
ii. address the needs of the aviation sector to 
undertake its duties in the delivery of regulatory 
oversight and operational duties; and
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iii. confirm that the regions can develop new 
infrastructure, i.e. equipment, resources and 
technical skills with the appropriate level of ex-
pertise.

6.3.2 Defining the needs for the aviation 
sector and explaining the reforms

6.3.2.1 Legislative and policy needs

The FGS must deliver a clear and cohesive aviation 
policy that supports sustainable and compliant 
aviation services and meets the needs of the industry 
and of the country. A coordinated approach may be 
difficult to develop as long as Somalia’s autonomous 
states continue to operate independently. This 
cannot be emphasised enough and, therefore, needs 
negotiation as part of the overall national development 
dialogue. Currently the country’s civil aviation system 
operates under the Somali CAA. The authority is part 
of the federal Ministry of Air and Land Transport. With 
the advent of a reconstituted Somali government, 
the Ministry of Air and Land Transport along with the 
Somali Civil Aviation Steering Committee was set up 
in 2012. A three-year period was set to review and 
strengthen the capacity of the national civil aviation. 
The steering committee should now be tasked with 
the implementation of key activities/projects identified 
in this TSNA. In addition, it should act as an advisory 
committee to the government with regard to the 
consolidation of aviation and reform projects for the 
sector. In summary, the government must be clear 
on its strategic aims across the sector with policies 
and legislation in place, which allows all sectors to 
move forward. Furthermore, the individual regional 
governments must work together to meet their 
international obligations and boost the reputation of 
civil aviation internally and externally.

6.3.2.1.1 Legislative and policy interventions

These projects have been identified to address 
the following issues as part of meeting the overall 
legislative and policy requirements that will underpin 
the Somali aviation sector.

i. Develop an overarching aviation sector po-
licy which is consistent with:

a. the national transport policy that 
supports the development of new services 
(routes), and
b. government regulations and policies 
in the delivery of a compliant consolidated 
aviation sector.

ii. Develop policies to support Somalia’s air 
traffic management, including upper airspace 
management, with the study of a unified FIR, 
which supports the investment of infrastructure 
and revenue opportunities.
iii. Review the current ASAs that Somalia 
has in place and provide recommendations on 
the options for expanded air services, including 
«open skies» agreements and opportunities the 
region may bring to the market.
iv. Review how well the Somali civil aviation 
sector complies with ICAO regulatory require-
ments and undertake a comparative analysis of 
its performance against ICAO standards. This 
includes identification of requirements to meet 
international certification standards for safe and 
secure operations of aviation operators in Soma-
lia.
v. Review current airline operations, iden-
tify and recommend options for the provision of 
commercial domestic and international airline 
services, and determine whether the options are 
sustainable. 
vi. Undertake a review of airports and air 
transport services, and identify the key airport 
locations that provide the maximum economic 
benefit beyond what has been identified at the 
preliminary level in this TSNA. Recommend the 
appropriate operating, corporate and gover-
nance structure for airports and associated ser-
vices.

A summary of the legislative and policy interventions 
required as part of the proposed TSIP are listed in 
Table 6.1.

Development of an overarching aviation sector policy 
Review and update of civil aviation legislation
Ensuring civil aviation sector complies with ICAO regulatory requirements
Review of the current air service agreements (ASAs)
Review of airports and air traffic services
Development of policies to support air traffic management

Table 6.1  Legislative and policy interventions required for the aviation sector
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A legal and regulatory surveillance and compliance review of existing aviation sector policies and legislation

Development of a national aviation security programme

Investigation into the viability of separation of regulatory and operational functions

Table 6.2  Regulatory interventions required for the aviation sector

6.3.2.2 Regulatory needs

A functional and efficient CAA is a key part of any 
state’s aviation sector. The role of a CAA is to:

i. provide well-defined regulatory oversight 
to operators and support the needs of the 
country;
ii. meet the national requirements set by 
ICAO; and
iii. deal with corrective action plans, filing 
of differences and delivery of civil aviation 
legislation.

As part of the process of reviewing CAA operations, 
an external expert should undertake a legal and 
regulatory surveillance and compliance review. 
Somalia, as a member of ICAO, is required to meet 
its obligations to maintain an effective and compliant 
regulatory system for international and domestic 
operators within its airspace. Somalia is also a 
signatory to the Chicago Convention on International 
Civil Aviation that requires implementation of 
the convention’s standards and recommended 
practices. To improve regulation and provide 
autonomous regions and Somaliland direct control 
of achieving better regulation, RSOOs should also 
be considered. RSOOs operate in a number of 
regions around the world including Europe, parts of 
the Pacific and Africa. Generally, RSOOs attempt to 
assist the country’s CAA through localised capacity 
building and the provision of technical expertise as 
and when needed. Granting operator certification is 
still the role of the national CAA. RSOOs may have a 
role in the development of a sustainable regulatory 

environment in Somalia.

6.3.2.2.1 Regulatory interventions

These projects have been identified to address the 
following as part of fulfilling the overall regulatory 
requirements that will underpin the aviation sector:

i. A legal and regulatory surveillance and 
compliance review of existing aviation sector 
policies and legislation and recommendations 
on how these can be updated and implemented.
ii. A review and update of civil aviation 
regulations to confirm they are current and 
recommendations for updates.
iii. A baseline review of current compliance 
levels to ICAO regulatory standards, including 
identification of gaps between what the Somali 
aviation industry is providing and what ICAO 
requires.
iv. A review and update of the Aeronautical 
Information Publication.
v. Development of a national aviation security 
programme for the state.
vi. Investigation into the viability of separation 
of regulatory and operational functions in order to 
improve oversight and reduce conflict of interest 
between operator and regulator. An assessment 
of the sustainability of such a separation for 
the state of its benefits in terms of operational, 
compliance and financial performance.

The regulatory interventions required as part of the 
proposed TSIP are listed in Table 6.2.

6.3.2.3 Operations and infrastructure

Airline operators and airports deliver services directly 
to the travelling public. Airport infrastructure (including 
pavements, navigation aids, air traffic management, 
fire rescue services and terminal buildings) along 
with supporting personnel and processes are 
critical to support a safe and secure operating 
environment. Implementing any improvements to 
airport and air navigation infrastructure will require 
policy coordination and support. In addition, the CAA 
would need to play an important coordination and 

management role by continuing to assist the airports 
to meet the requirements for international passenger 
and air cargo services with neighbouring countries 
and the outside world. 

6.3.2.3.1 Operation and infrastructure 
projects

These projects have been identified to address the 
following requirements as part of developing the 
overall operations and infrastructure for the aviation 
sector.
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i. Undertake a baseline review of current 
airport infrastructure (including aerodromes), 
air traffic, refuelling and support infrastructure 
including utilities and cargo handling facilities.
ii. Determine the current status of aero-
dromes including levels of compliance and 
gaps with regard to obtaining certification for 
the aerodromes, air traffic and aviation security 
services at the operational level, and whether 
the airport facilities are appropriately designed 
and can meet requirements of different types of 
aircraft operating types.
iii. Determine the minimum design require-
ments for all key infrastructure such as pave-
ments, navigational equipment, passenger and 
cargo handling facilities.
iv. Develop a comprehensive asset 
maintenance system, which ensures that both 
existing and new infrastructure is maintained 
and funded in a sustainable manner.

v. Undertake aerodrome master planning82  
for key airports and determine the actions 
required to:

a. achieve operational compliance;
b. optimise aerodrome land use;

c. optimise facilities and services 
(including utilities);
d. undertake demand forecasting for 
passenger and cargo;
e. develop phased detailed short-, 
medium- and long-term investment and 
funding options;
f. develop a financial model for aerodromes 
that supports future aeronautical and non-
aeronautical activities, along with forecasting 
of operational and capital expenditure and 
revenue;
g. identify options for domestic and 
international airline operations, confirm 
the viability of operators and determine 
whether there are any other potential regional 
suppliers; and
h. develop business plans for airports 
identifying options for growth, including 
aircraft movements, passenger numbers, 
personnel and infrastructure development 
supported by a financial model and funding 
options.

The operations and infrastructure interventions 
required as part of the TSIP are listed in Table 6.3.

Table 6.3 Operations and infrastructure interventions required for the aviation sector

Undertake a baseline review of current airport infrastructure

Undertake aerodrome master planning for key airports

Identify options for domestic and international airline operations

Develop a financial model for aerodromes

Determine the minimum design requirements

Develop a comprehensive asset maintenance system

Undertake a TNA

82      Note that this master planning is distinct from the current TSNA, which is a macro and immediate identification of needs and their associated required 
investments over the next 10 years. A master plan is a part of these immediate needs.

6.4 Strategies for aviation sector 
development

An infrastructural and operational focus was 
applied to identify and prioritise airport locations, 
while capacity and demand for the various airfields 
was reviewed at the same time. The capacity and 
demand estimates are based on experience and 

available data. This identification incorporates 
considerations of the importance and role of the 
airfields given the geography of the country, its 
sparse population distribution, and requirements 
for disaster relief and recovery (including food aid 
distribution). Thus, the TSNA strategy also provides 
for minimum requirements for safe, remote and 
unpaved airfield operations that are prevalent in 
Somalia.
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Limitations in developing strategies – a few examples

Data for the Aden Abdulle International Airport (Mogadishu) shows that there is a VHF Omni directional 
Range (VOR), but its age is unknown. It is also not known if it is supported by distance measuring 
equipment (DME). The runway pavement is an asphalt surface (3,000m long and 45m wide). However, 
there is no measurement for the current pavement classification number or runway strength. There is no 
measurement to show whether the current turning nodes are able to cope with larger aircraft than the 
B767-300. Similarly, details on the current status of the apron and taxiways could not be gathered due to 
the limited resources provided. 

For smaller outer regional airports such as Afmadow National Airport, the airfield surveys show that the 
runway has a gravel surface, with rough and loose stones. There also appear to be drainage and obstacle 
issues that need attention. This detail has been used in identifying the immediate maintenance needs. 
The detailed improvements required from an operational perspective, however, will be based on actual 
requirements once the project is started.

For example, Kismayo National Airport’s runway 3,688m long and of 25m wide. This is an unusual 
configuration, as the runway is too narrow for narrow body jet operations and too long for turbo-prop 
operations. However, if the ultimate decision is that it is to support turbo-prop operations only, the 
pavement rehabilitation would not cover the entire strip.

83   Without information on the infrastructure quality and performance, it is difficult to gauge accurately the immediate needs of the aerodromes. However, 
for the established TOR for the TSNA and its intended purpose, the team feels confident that the present approach fulfils the planning purpose for which 
the TSNA was carried out. One point worth highlighting is that there is a wide range of design and service elements across the airports. Those denoted as 
international have wide differences in runway widths and lengths. Many of the airfields also appear to lack airfield ground lighting, navigational equipment, 
fencing, weather reporting, and obstacle and wildlife management infrastructure. Table 6.4 represents the typical interventions that were planned for the 
sake of costing the TSNA Aviation sector needs. This table is also not specific to a particular airport or airfield. It is assumed, as general statement, that (a) 
airports classified at same level of use (e.g. international) have no minimum common infrastructure and safety standards, and (b) that most airstrips and even 
airfields with terminals have no minimum safety infrastructure.

6.4.1 Airfield design and compliance 
requirements
Priorities have been determined so as to deliver 
safe, secure and compliant passenger and cargo 

transport. Airfield design and compliance are 
based on: (i) design based on aircraft type for the 
individual airports, (ii) demand forecasting impact 
on capacity requirements, and (iii) regulatory 
compliance requirements.

6.4.1.1 Type of aircraft operating

The data collected for the TSNA shows examples 
of aircraft types that are currently operating or have 
operated in Somali airfields. These include newer 
long-range twin-engine code E (B777, B787, A350) 
aircraft and more refined code C jet options (A320/
B737). At smaller aerodromes, turbo prop aircraft 
(code 2C/3C) – Dash-8 type aircraft – and smal-
ler general aviation type aircraft operate as RPT or 
charter services. Others include the aircraft types 
used in disaster recovery, humanitarian aid and 
health operations, which often include a range of 
military aircraft.

6.4.1.2 Compliance at airfields

The other issue considered is the level of compliance 
at each aerodrome to support the type of aircraft 
operating there. Small aerodromes supporting turbo 
prop operations need basic support such as help 
with:

i. basic infrastructure, such as fencing 
control to keep wildlife and people away from 
arriving and departing operations;
ii. weather reporting; and
iii. notification of obstacles such as trees, 
buildings and masts that impact the aircraft 
performance requirements.

Other compliance requirements83 include basic 
maintenance of the runway strips (the pavement 
conditions vary considerably across the various 
airfields). The information collected during the TSNA 
provides limited insight into the current status of all 
the aerodromes primarily due to resource and time 
constraints. Critically, there is no detail on:

i. the current pavement classification num-
ber levels for the runway pavements,
ii. airfield ground lighting and navigational 
equipment, and
iii. the status of the rescue fire equipment.
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6.4.2 Typical TSIP interventions developed 
for the aviation sector

Description

Policy, legislation and regulations (TA projects)

1 National aviation sector strategy

2 Legal and regulatory surveillance and compliance review of existing aviation sector policies 
and legislation

3 Development of an overarching aviation sector policy

4 Baseline review of current compliance to ICAO state regulatory requirements including 
identification of gaps between what the state is providing and what ICAO requires

5 Development of policies to support Somalia’s air traffic management including upper airspace 
management with the study of a unified FIR

Civil works (infrastructure) – main airports including all TA

1
Design and supervision of pavements, navigational equipment and altitude above ground 
level including weather reporting equipment for an international airport with a 2,600 to 3,000m 
runway (does not include pavement testing cost)

2 Pavement rehabilitation work including runway, taxiway and apron for a 2,600 to 3,000m 
asphalt runway for an international airport

3
Navigational, airfield ground lighting, backup power generation and automatic weather stations 
package of works for international airports (does not include the instrument landing system 
(ILS), Doppler VHF omnidirectional radio range/distance measuring equipment (DVOR/DME)

4 Rescue fire vehicles: category 8 rural fire service (RFS) vehicle – new
5 Automatic weather station AWOS 3
6 DVOR/DME
7 Pavement testing costs
8 Aerodrome master planning study – international airport

Civil works (infrastructure) – feeder airports including all TA

1 Design and supervision of pavements, fencing and navigational aids including weather 
reporting equipment for a small regional airfield (does not include pavement testing cost)

2 Pavement rehabilitation work including runway, taxiway, fencing apron for a regional airfield 
(chip seal)

3 Rescue fire vehicles: category 8 RFS vehicle – refurbished
4 Obstacle limitation survey
5 Basic fencing for regional airfield
6 Aerodrome master planning study – International Airport

Civil works (infrastructure) for airstrips

1 Shaping and re-gravelling of airstrip (preferably done through appropriate labour-based 
technology programmes)

Developing capacity of persons for regulation and operation (TA)

1 TNA
2 Support for TNA-based capacity development

Table 6.4  Typical TSIP interventions developed for the aviation sector
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6.4.3 Estimated costs

Cost estimates for various intervention scenarios for 
improvements in the aviation sector improvements 
have been developed using basic material and 
input costs. The cost estimates were developed for 
the following scenarios:

i. pavement rehabilitation work including 
runway, taxiway and apron for a 2,600 to 3,000m 
asphalt runway international airport;
ii. navigational, airfield ground lighting, 

backup power generation and automatic weather 
stations package of works for international 
airports (does not include the ILS, Doppler VHF 
omnidirectional radio range/distance measuring 
equipment (DVOR/DME);
iii. pavement rehabilitation work including 
runway, taxiway, fencing and apron for a regional 
airfield (chip seal); and
iv. shaping and regravelling of an airstrip.

Costs estimates are summarised in Table 6.5. These 
costs include all appurtenant civil works.
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Description
Typical costs 

(USD)

Policy, legislation and regulations (TA projects) 
National aviation sector Strategy  350,000 
Legal and Regulatory Surveillance and Compliance Review of existing aviation sector 
policies and legislation

 250,000 

Development of an overarching aviation sector policy  250,000 
Baseline review of current compliance to ICAO state regulatory requirements including 
identification of gaps between what the state is providing and what ICAO requires

 200,000 

Development of policies to support air traffic management including upper airspace 
management with the study of a unified FIR

 300,000 

Total cost for TA projects for policy, legislation and regulations  1,350,000 
Civil works (infrastructure) – main airports including all TA 
Design and supervision of pavements, navigational equipment and altitude above 
ground level including weather reporting equipment for an international airport with a 
2,600 to 3,000m runway (does not include pavement testing cost)

 700,000 

Pavement rehabilitation work including runway, taxiway and apron for a 2,600 to 3,000m 
asphalt runway international airport

 25,000,000 

Navigational, airfield ground lighting, back-up power generation and automatic weather 
stations package of works for international airports (does not include ILS, DVOR/DME)

 3,900,000 

Rescue fire vehicles: category 8 RFS vehicle – new  1,100,000 
Automatic weather station AWOS 3  250,000 
DVOR/DME  1,300,000 
Pavement testing costs  160,000 
Aerodrome master planning study – international airport  550,000 
Total cost for main airports  32,960,000 
Civil works (infrastructure) – feeder airports including all TA 
Design and supervision of pavements, fencing and navigation aids including weather 
reporting equipment for a small regional airfield (does not include pavement testing 
costs)

 300,000 

Pavement rehabilitation work including runway, taxiway, fencing apron for a regional 
airfield (chip seal)

 1,500,000 

Rescue fire vehicles: category 8 RFS vehicle – refurbished  550,000 
Obstacle limitation survey  50,000 
Basic fencing for regional airfield  200,000 
Aerodrome master planning study – international airport  250,000 
Total for feeder airports  2,850,000 
Civil works (infrastructure) for airstrips 
Shaping and regravelling of airstrip  250,000 
Person capacity (TA) 
TNA  300,000 
Developing capacity for regulation, operation (TA)  
Total for TA projects  300,000 

Table 6.5  Typical costs for the aviation sector84

84    These typical costs are based on global experience of financing similar projects. While they may vary individually, the collective estimation normally 
does not vary by more than 25%, which is an acceptable variation for a needs assessment. Variation is reduced as feasibility and then detailed estimates/
designs are carried out.
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6.6 Paired analysis and the resultant 
aviation sector priorities

The aviation sector priorities resulting from the 
catchment population analysis were subjected to 

the paired analysis. The detailed paired analysis 
matrices for both the main and feeder airfi elds are 
provided in Annex 7. The resulting list of prioritised 
airports/airfi elds along with their priority ratings is 
presented in Figure 6.2.

Name Type
Runway 

Type
Region

Population 
served

Length of 
runway 

(m)

Condition 
of runway

Condition of 
terminal

Mogadishu Main Paved Benadir 1,436,397 3,000 Good New

Kismayo Main Paved Juba 170,642 3,688 Fair Old

Bosaaso Main Unpaved Puntland 360,520 1,500 Not known Not known

Garowe Main Unpaved Puntland 237,302 Not known Not known Not known

Beledweyne Feeder Unpaved Hiran 401,964 1,650 Not known Rudimentary

Baidoa Feeder Paved ISWA 1,257,251 3,000 Not known Not known

Bardera Feeder Unpaved Juba 204,139 1,300 Not known Not known

Galkayo Feeder Paved Galmudug 237,302 Not known Not known Not known

Table 6.6  Prioritised list of airports

Figure 6.2  Paired analysis of prioritised projects

6.5 Catchment population analysis for 
aviation sector interventions

Following the list of 15 airports/airfi eld identifi ed, a 
further population catchment analysis of aviation 
sector investments was carried out, and eight airports/

airfi elds were identifi ed. It is suggested that a parallel 
programme be initiated to keep the various remote 
airstrips in reasonable condition. This will ensure that 
conditions for the provision of humanitarian support 
are maintained and that government can access the 
airstrips when needed. The initial prioritised list of 
airfi elds is provided in Table 6.6.
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6.7 Costing the prioritised aviation 
sector programme

Following the same method and building up on the 
unit rate analysis done before, the cost estimates for 
the aviation facilities are shown in Table 6.7.

Table 6.7 Cost estimates for selected aviation projects85

Name Type Intervention type Total (USD million)

Mogadishu Main Pavement rehabilitation 25.0

Kismayo Main Airport rehabilitation
 with TA studies 32.96

Bosaaso Main Airport rehabilitation
with TA studies 32.96

Garowe Main Airport rehabilitation
with TA studies 32.96

Baidoa Feeder Airport rehabilitation
with TA studies 25

Beledweyne Feeder Pavement rehabilitation with chip 
seal 2.85

Bardera Feeder Pavement rehabilitation with chip 
seal 2.85

Galkayo Feeder Pavement rehabilitation with chip 
seal 2.85

Airstrips Shaping and re-gravelling 3.75
TA studies 1.7
TNA 0.3
Grand total 163.2

85    See previous footnote.

6.8 Airports identified for inclusion 
during the validation workshop

During the validation workshop, government 

stakeholders identified a number of airports. As 
agreed, the TSNA team reviewed the inclusion 
or otherwise of these airports, and the results are 
shown in Table 6.8. All the projects are included in 
the TSIP. 
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The selected and prioritised aviation sector 
interventions were consolidated with the overall 
transport sector interventions identified in the 

overall TSIP analysis. They were then subjected 
to an implementability analysis. Details of this are 
presented in Chapter 10.

Table 6.8  Review of the airports identified for inclusion by government stakeholders during the 
validation workshop

Airport Status Remarks

Baidoa Feeder Airport is prioritised and selected in the implementability analysis

Galkayo Feeder Airport is prioritised and selected in the implementability analysis

Beledweyne Feeder Airport is prioritised and selected in the implementability analysis

Kismayo Main Airport is prioritised and selected in the implementability analysis

Bardera Feeder

Airport is prioritised and selected in the implementability analysis. The 
decision to classify an airport as national or international should be based 
on discussions between the federal government and the state government. 
This is because an international airport status imposes many additional 
requirements both from regulation and safety perspectives as well as from 
border management and control perspectives.

Xudur Airstrip All airstrips shall be re-gravelled

Baran Airstrip All airstrips shall be re-gravelled

Dhusamareb Airstrip All airstrips shall be re-gravelled
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Figure 6.3 Map showing selected airports



106        Transport Sector Needs Assessment and Investment Programme



7.1 Summary assessment of ports 

There are four major operational ports (see Figure 
7.1) in Somalia and Somaliland: Mogadishu, 
Berbera, Kismayo and Bosaaso. All these ports 
were originally under the Somali Ports Authority. 
During the civil war most of them were put under 
independent control of organisations set up by local 
administrations, as were the smaller ports such as 
El Ma’an and Merca. Today, they are all under more 
stable government organisations. Of the four major 
ports, three (Mogadishu, Berbera and Kismayo) 
have deepwater; all four can operate throughout the 

year. There are also 10 beach ports that can only be 
used for part of the year; they are almost inaccessible 
during the monsoon season. For example, Merca 
is an exposed beach port and is closed from June 
to September; El Ma’an remains open, but its 
handling speeds fall. Additionally, there is one port 
in Barawe; however, it is destroyed. Despite this, it 
is gaining strategic importance since the African 
Union Mission in Somalia (AMISOM) cleared the 
city of Barawe of Al-Shabaab militants who were 
using the natural port as a major smuggling point 
for exporting illegal charcoal. A summary of the key 
identified port projects is presented in Table 7.1.

7 Ports and shipping sector

Name Type Condition Region Population served Main corridors

Mogadishu Major Poor Benadir 1,436,397 Mogadishu–Baidoa–Luuq

Kismayo Major Poor Juba 511,925 Kismayo–Liboi

Bosaaso Major Fair Puntland 1,245,000 Bosaaso–Garowe–Galkayo

Berbera Major Good Somaliland 232,500 Berbera

Qandala Minor Poor Puntland 19,300 Bosaaso–Qandala–Alula

Alula Minor Poor Puntland 6,100 Bosaaso–Qandala–Alula

Hafun Minor Poor Puntland - -

Eyl Minor Poor Puntland 21,700 Galkayo–Eyl

Hobyo Minor Poor Galmudug 11,800 Galkayo–Hobyo

Garacad Minor Poor Puntland 2,500 Galkayo–Garacad

Lughaya Minor Poor Somaliland - -

Mydh Minor Poor Somaliland 2,000 -

Merca Jetty Poor ISWA 586,625 Mogadishu–Kismayo

El Ma’an Jetty Poor Benadir - -

Barawe Jetty Poor ISWA 586,625 -

Lasqoray Jetty Poor Somaliland 8,400 -

Table 7.1  Identified port projects 

7.1.1 Condition of infrastructure and handling 
speeds
Despite the vagaries of war and time, the 
infrastructure at the major ports appears to be in 
reasonably good condition, much of it having been 

built in the 1980s. Berbera’s berths were built in 
1968 and 1984; Bosaaso’s were built in 1984 and 
renovated in 2012; Kismayo’s were built in 1984; 
and Mogadishu is currently being refurbished and 
expanded under the new Turkish managers (Al 
Bayrak). However, operating performance is poor 
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Figure 7.1 Map showing selected ports
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for two main reasons: First, the ports have limited 
equipment, with most of the cargo being handled 
by the gear of the ships themselves. Second, they 
are operated by the government with a large pool 
of unionised dockworkers based on outdated 
working practices (e.g. workers are often referred 
to as “porters” rather than dock workers). Handling 
speeds are low: Berbera quotes six container 
moves/hour (efficient modern ports record 25 
container moves/hour). Bulk cargo handling speeds 
are quoted at only 2,000 to 2,500 tons/ship/day.

7.1.2 Costs of operations at the ports
Somali ports are the main source of revenue for 
the government (through customs duties and other 
fees and taxes). The government does not have the 
ability to collect significant income tax from other 
sources. This contributes to excessive port charges. 
Costs vary according to the port and the cargo 
handled but they are generally high. For example, 
although Berbera’s published handling charge 
for containers is USD 140/20ft (6m) container, the 
terminal handling charge imposed on importers by 
the French container transportation and shipping 

company (CMA CGM) is USD 591/20ft container. 
This is about six times as high as at, for example, 
the Indian sub-continent ports. These high charges 
imply hidden costs. Similarly, the cost of handling 
general cargo at Mogadishu is extraordinarily high. 
The ports are vastly over-manned with 5,000 workers 
at Mogadishu and 2,000 at Berbera. Modern ports, 
being capital rather than labour intensive, should 
not be big employers (e.g. the port authority of 
Rotterdam, the largest port in Europe, has 1,200 
employees; Antwerp has 1,650). However, jobs 
are scarce in Somalia and Somaliland. It would, 
therefore, be unwise to consider rationalising the 
workforce in the near future. 

7.1.3 Capacity of ports, shipping services, 
and operations

The capacity of the berths at Mogadishu and 
Berbera, where almost all the cargo is handled, is 
well above that necessary for current traffic levels. 
Berth occupancy statistics are unavailable from the 
ports, but current occupancy is estimated86  at 20% 
(see Table 7.2).

Cargo type Tons (2014)
Handling speed 
(tons/ship/day)

Berth days required

Dry bulks/bagged cargo

Cement 492,086 2,000 246

Sugar 292,331 2,000 146

Wheat 188,825 2,000 94

Rice 176,322 2,000 88

Total 1,149,564

Containers 53,491 TEU 180 297

Total berth days required 872

Berth days available 4,380

Berth occupancy 20%

Table 7.2  Estimated berth days required to handle current national port traffic

7.1.4 Shipping services normalising

Until recently, piracy badly affected Somali ports. Its 
greatest impact was in preventing the development 

of containerisation, which dominates general cargo 
shipping elsewhere in the world. Consequently, 
Somalia has been relying on slower and less secure 
shipping services in small break-bulk vessels. 

86    Source: Handling speeds as shown on the Berbera Port website. Rough average of the handling speeds for bulk, bagged and general cargo shown 
on the Berbera Port website @ 6 TEU per crane hour x 2 cranes x 15 hours a day. The dry bulk/bagged cargo is estimated for the 12 dry cargo berths at 
Mogadishu and Berbera where almost all international cargo is handled.

87    Source: Lloyds List
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The last two years, however, have seen an easing 
of the security situation. Only 15 piracy incidents 
were reported off the Somali coast in 2013, down 
from 75 in 2012 and 237 in 2011. 87 The insecurity 
situation had led to the introduction of container 
services from Dubai, Salalah and Mombasa. With 
the improvement of the situation, the world’s top 
three container lines (Maersk, MSC and CMA CGM) 
now call at Somali ports.

7.1.5 Landlord port model being adopted
There has been some progress towards the landlord 
port model now regarded as best practice worldwide. 
In particular, the ports are bringing in private 
operators for cargo handling. Mogadishu now has 
a Turkish operator (Al Bayrak), while Simatech has 
been contracted to expand and run the container 
terminal at a cost of USD 70 million. Berbera is also 
considering concessioning a container terminal.

7.1.6 Coast line not being leveraged for 
economic development

It is notable that despite having a shoreline of 
3,000km (the longest in Africa), Somalia and 
Somaliland have only four deepwater ports. Of the 
four, only Mogadishu and Berbera are handling 
significant volumes of traffic. One possible reason 
for the small number of ports is that there are few 
roads along the coast to transport cargo from ports 
to local consignees. The main NS road is about 
150km inland, running along the Ethiopian border 
rather than the coast. The only exception is in the 
south, where there is a road from Mogadishu to 
Kismayo. The most heavily trafficked roads run 
inland as follows: (i) from Berbera to Hargeisa (ii) 
from Bosaaso to Garowe, and (iii) from Mogadishu to 
the Ethiopian border. The roads sector programme 
has picked up on this and some of the emerging 
priorities will help ameliorate the situation.

7.1.7 Main ports: A synopsis

7.1.7.1 Mogadishu
Mogadishu is located in the south of Somalia about 
700km from the Kenyan border. It was the most 
active port in the country in the past, but went into 
decline when clan militia fought over its control. Its 
recent history is as follows: 

i. 1991–2006: The port is closed as rival 
warlords dispute control.

ii. May-December 2006: The Union of Isla-
mic Courts (UIC) takes control of the entire city 
and reopens the port.
iii. 2007–2009: Ethiopian forces oust the UIC 
and secure the port, and the UN World Food 
Programme (WFP) undertakes repair and refur-
bishment work.
iv. 2009–present day: African Union and So-
mali government troops provide security, and 
trade increases significantly.

7.1.7.1.1 Infrastructure, equipment, and 
operational statistics

The port currently has:

i. Six berths with a total length of 940m and 
nine cranes of 15–25 tons as follows:

a. four conventional berths, each 160m 
long, having a draught of 10m at low tide;
b. one container berth, 200m long, ha-
ving a draught of nine meters at low tide; 
and
c. one silo berth.

ii. Limited equipment, with only one 35 ton 
crane plus forklifts.
iii. No breakwater, which causes difficulties in 
the monsoon season.

Berth occupancy and handling speeds are unknown. 
However, a port website estimates its capacity at 
2 million tons. This implies that the TSNA average 
estimates mentioned earlier are adequate.

7.1.7.1.2 Traffic and port tariffs

The port handled 865,000 tons of cargo in 2011, 
none of which was containerised, as these services 
did not start until 2013. It now reports handling 
3,000 containers/month. However, the vessels 
bringing in cargo use their own cranes to unload.88  
Feeder service specialists Simatech introduced the 
first container service out of Jebel Ali, followed by 
MSC and CMA CGM, who are now running services 
out of Salalah and Mombasa respectively. Imports 
are mostly food and cement, the latter for use in 
Mogadishu’s current construction boom. Exports 
consist largely of fruit and livestock.
The tariff for container handling quoted by the 
port authority seems reasonable at USD140/20ft 
container and USD 70 for an empty container. As 
mentioned earlier, CMA CGM is applying a terminal 
handling charge of USD 510/ 20ft container; it 
can only be assumed that there are considerable 
additional hidden charges in their fee.

88    Reuters.com/article/somalia-ports-idUSL6N0SA47N20141023
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7.1.7.1.3 Management

The port of Mogadishu is managed by the Somali 
Ports Authority, which until recently also ran the 
operations. The Somali government has now 
handed the operations over to the Turkish company 
Al Bayrak, which is to modernise and mechanise the 
port operations. The port has a manual labour force 
of 5,000 dockworkers. According to sources, under 
the concession agreement between Al Bayrak and 
the government, the private port operator retains 
45% of generated port revenues; the rest is paid 
to the Somali Ports Authority as the landlord. Al 
Bayrak will use the revenues collected to invest in 
port modernisation. It is not clear if these revenues 
include customs tariffs as well as other regular port 
charges. Overall, the involvement of the private 
sector is a step forward. 89 

Port workers in Mogadishu have staged protests 
demanding to keep their jobs as they lack the skills 
and education required as the port modernises. The 
government has strike a delicate balance between 
creating a more efficient port and preserving jobs for 
people with few other options in one of the world’s 
poorest nations.

Simatech has a contract with the Mogadishu Port 
Authority to develop a modern container terminal. 
The company is registered in the United Arab 
Emirates and in Singapore and is one of the largest 
operators of feeder services in Asia with more than 
1.5 million TEU lifted in 2012. The new Mogadishu 
port container terminal will be operated under a 
concession agreement for 15 years.

7.1.7.1.4 Hinterland connectivity

The port is connected to a 1,400km two-lane paved 
road that runs between Mogadishu and Berbera; 
this is the backbone of the country’s road system. 
There are also roads linking Mogadishu and Dolo on 
the Ethiopian border passing through Baidoa (about 
520km), and branching northwest to Bardera. Inland 
transport at the port is controlled by the transport 
union, which offers the only road transport available 
in Mogadishu (around 3,000 trucks of 10–25 tons 
each).

7.1.7.2 Bosaaso (Puntland)

Bosaaso is located in Puntland at the northeastern 
tip of Somalia. It is a relatively new port constructed 
during the mid-1980s by the Siad Barre administration 
for livestock shipment to the Middle East. It was 
renovated in 2012. The town used to be a small 
fishing village of 40,000 inhabitants. It attracted a 
large inflow of refugees after the start of the civil war 
and now has a population of 700,000.90 

7.1.7.2.1 Infrastructure, equipment, and 
operational statistics

Bosaaso Port has a draft of 9m and a berth that can 
only accommodate one ship at a time. A renovation 
project was launched in 2012, and an expansion 
project reported in 2015. There is interest from small 
and medium sized companies91 that specialise in 
multi-purpose ports, such as P&O Ports, to operate 
and improve the port. There is no information on 
berth occupancy although it is clearly low (see 
traffic information below). There is no information on 
handling speeds.

7.1.7.2.2 Traffic and port tariffs

Bosaaso’s main outbound cargo is livestock, while 
inbound is sugar, rice, wheat and cement. The port 
has also been an entry point for humanitarian aid. 
Most of the traffic has been in dhows. Data from 
2012 shows that volumes handled in 2012 were 
minimal:

i. Vessel calls   93
ii. Container traffic   1,212 TEU92

iii. Bulk      Nil
iv. Break-bulk    4,556 tons

No information is available on port tariffs or charges 
by shipping companies. Like other ports, Bosaaso 
is a key source of government revenues via taxes on 
imports and exports (customs duty).

7.1.7.2.3 Management

Private companies offer stevedoring services at 
the port; little else is organised. The Puntland 
government is making efforts to organise this port 
but the progress noted is little.

89    Al Bayrak is primarily a construction company and not a regular port operator. This has its downside in terms of efficient industry linkages. Given the 
current Turkey-Somalia relations, it is expected that Turkey will safeguard Somali interests, thereby offsetting any disadvantages emanating from Al Bayrak 
not being a regular port operator.
90     Piracyreport.com/index.php/post/2750/Puntland_Plans_to_Expand_Bosaso_Port
91     Horseedmedia.net/2015/05/28/somalia-puntland-and-uae-based-company-sign-deal-to-expand-bossaso-port/
92     Dlca.logcluster.org/display/public/DLCA/2.1.2+Somalia+Port+of+Berbera
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7.1.7.2.4 Hinterland connectivity

The port lies at the northern end of the main north-
south highway from Mogadishu, connecting through 
Galkayo and Garowe.

7.1.7.3 Kismayo (Juba)
Kismayo is located in the south of Somalia near the 
new port of Lamu currently being constructed in 
northern Kenya. It is one of the four major ports of 
Somalia and was officially brought under the Juba 
Interim Administration in 2013. The management 
of the facility was scheduled to be transferred to 
the FGS after a period of six months. Revenue and 
resources generated from the seaport were, like 
those from Kismayo Airport, to be earmarked for 
Jubaland’s service delivery and security sectors as 
well as local institutional development. The port was 
built in 1964 and refurbished with US assistance 
in 1984.The port can accommodate vessels up to 
180m in length with a maximum draft of about 8m. 
It has two berths measuring 340mx280m and two 
roll-on roll-off (ro-ro) ramps. It has mobile cranes 
that can handle 35–50 tons. Local companies 
hire casual workers to for stevedoring; no formal 
stevedoring services exist. Kismayo has been one 
of the export points for charcoal and khat, and to a 
lesser extent, one of the import points for vehicles 
from the Gulf. However, 80% of the port facilities 
are reported to be out of use.93  Cargo for southern 
Somalia is in practice often routed through the ports 
of Merca and El Ma’an. 

7.1.7.4 Merca
Merca is located on the south coast of Somalia in 
the Lower Shabelle region, about 100km south of 
Mogadishu. Clans out to ensure that the port of 
Mogadishu remains inactive have been in control 
here. It is a roadstead port;94 it has no infrastructure 
or facilities, and vessels have to discharge from 
anchorages offshore. Barges or smaller vessels 
pick up cargo for beaching. From the beach, it is 
transported by trucks. 

7.1.7.5 El Ma’an
This port is located on the south coast of Somalia 
in the Middle Shabelle region 45km north of 
Mogadishu. It is a naturally protected port, currently 

run by Benadir Maritime and local port operators as 
a consortium. Most shipments are transhipped from 
Mombasa.

7.1.7.6 Other small ports
No significant information is available on the small 
ports of Lasqoray, Lughaya, Alula, Hafun, Eyl, 
Garacad and Hobyo. Examination of the port sites 
on Google Earth and discussions with government 
confirm that they do not have berths. The Interim 
South West Administration (ISWA) is planning to re-
establish the port at Barawe, which in its heyday 
consisted of a pier and a breakwater. Barawe Port 
(like Kismayo Port) was a key waterfront used 
by Al Shabaab as one of the main sea routes for 
smuggling until African Union and Somali forces 
liberated the town.

7.2 Needs framework for ports and 
the shipping sector

The TSNA has estimated an average growth rate of 
5% between 2015 and 2025. This has been used as 
a growth rate estimate for seaborne trade as well 
(using an elasticity of port traffic growth and GDP 
growth as 1). This implies that Somalia will see the 
ports tonnage increase to around 3.3 million tons 
by 2025, an almost 65% increase over the present 
tonnage. Given the present berth occupancy rates 
of 20% below par handling speeds and high costs, 
the needs assessment focused on the following 
areas:

i. Improve specialised cargo handling – 
speed, means, equipment, organisation, and 
conditions of berths.
ii. Lower port costs to trade – harmonise 
non-port specific charges and fees (mostly re-
lated to government taxes, fees, and customs).
iii. Improve capacity for liquid cargo – espe-
cially for oil.
iv. Improve hinterland connectivity while bet-
ter utilising the port backup area – leveraging 
port-industry linkages.
v. Provide more feeder roadstead ports and 
improve their facilities.
vi. Address issues related to livestock trade 
at ports.
vii. Add at least one new main port between 

93     Dlca.logcluster.org/display/public/DLCA/2.1.2+Somalia+Port+of+Berbera
94      Source: Ports.com/somalia/port-of-marka-merca/. A roadstead port is a sheltered anchorage where ships can ride anchor and off-load and load cargo 
to other intermediate vessels that shuttle between the beach and the anchorage.
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Mogadishu and the northern tip to better cater 
to trade for Central Somalia as well as southern 
Puntland, and also increase likelihood of deve-
lopment of regional transport corridors.
viii. Create a port information system that 
tracks port performance and statistics for So-
mali and external clients.

As mentioned in Chapter 3, port improvement lies at 
the heart of the success of any reconstruction effort 
and as such needs to be undertaken immediately.
 

7.3 Ports sector shortlist

Based on the needs framework previously identified, 
the experts’ analysis recommends the following 
projects as priorities for the port sector:

i. reducing transport costs for livestock ex-
porters and investing in new transport facilities,
ii. constructing a new main port on the 
1,400km coastline between Mogadishu and Bo-
saaso,
iii. constructing a new strategic feeder port 
at Barawe,
iv. constructing low cost barge berths at se-
veral roadstead port sites,
v. developing oil import facilities at Mogadi-
shu or at an alternate port nearby,
vi. investing in port-based meat processing 
factories to tap into the Halal market,
vii. harmonising the role of port charges as a 
source of revenue to governments, and
viii. upgrading the port information system 
(countrywide).

7.3.1 Reducing transport costs for livestock 
exporters and investing in new transport 
facilities

Livestock accounts for over 80% of exports. It is also 
Somalia’s largest contributor to GDP, accounting for 
40% of the total; the country’s biggest employer; 
and the means of livelihood for about 60% of the 
population, many of who are nomadic. About 80% 
of the livestock is exported to the Middle East. The 
exports are not limited to Somali livestock; almost half 
of the animals exported through Somali/Somaliland 
ports originate in Ethiopia. The livestock trade is 
therefore critical as a source of foreign exchange, 
and it is growing steadily. With the advantage of being 
close to the Middle East, Somali livestock exports 
are challenging Australia’s traditional dominance 
over the Gulf Arab livestock market, while offering 
quality animals at very low prices. In response, Gulf 

Arab states are now starting to make investments in 
the country (e.g. Saudi Arabia is building livestock 
export infrastructure and the United Arab Emirates 
is purchasing large farmlands). 

For the proposed project, an initial study should 
identify the inland origins of the livestock, 
bottlenecks in transport and the scope for transport 
cost reductions via new roads and ports. At present, 
almost all the livestock is exported via ports almost 
1,500km apart at opposite ends of the country. 
This should be followed up with construction of 
key infrastructure at the ports and guidance on 
operations. 
This project would contribute to: reducing transport 
distances and costs for livestock exporters in 
Somaliland and Ethiopia; boosting cross border 
corridors for livestock trade between Ethiopia and 
Somalia; strengthening integration within Somalia; 
and creating additional employment.

7.3.2 Construction of a new main port 
between Mogadishu and Bosaaso

The objective of this project is to reduce transport 
distances and costs in the central areas of the 
country for a wide range of goods. This includes 
general supplies (60% of food supplies are 
imported); supplies of cement, steel, and other 
construction materials; and livestock for export. At 
least one new port facility is necessary due to the 
poor quality of roads throughout Somalia; a much 
greater expense would be incurred in building 
roads. The new port should be located where 
roads to inland population centres already exist. It 
is to be noted, however, that of the 10 minor port 
sites in Somalia (they are very minor in the form of 
roadsteads with no facilities), only three are located 
on the 1,400km coastline between Mogadishu and 
the tip of the Horn of Africa. They are Hobyo and 
Garacad (both close to the city of Galkayo) and Eyl 
(in southern Puntland opposite Garowe, previously 
the “piracy capital”). The other minor port sites are 
close to the existing major ports: Lasqoray is near 
Bosaaso; Merca is near Mogadishu; Lughaya is 
near Berbera; Alula is at the tip of the horn of Africa 
near Bosaaso; and Mydh, Qandala and Hafun are 
near Bosaaso. There is less need for development 
at these sites than at sites where there are no port 
facilities in the area.

The project would involve a feasibility study for 
the preferred location between Eyl, Garacad and 
Hobyo, followed by a single EPC delivery project 
covering detailed design, construction and delivery 
for operation.
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This project would contribute to: reducing transport 
distances and costs for population centres in the 
middle of Somalia; assisting with reconstruction; 
strengthening the shortest cross border corridor 
through Central Somalia to central Ethiopia; 
strengthening integration in Central Somalia; and 
generating additional employment.

7.3.3 Construction of a new strategic feeder 
port at Barawe

Barawe is a small port located about 200km from 
Mogadishu on the Mogadishu–Kismayo highway. 
This strategic town lies in the southeastern Lower 
Shabelle region of the ISWA. The Al Shabab militant 
group occupied Barawe from 2009, but it was 
recaptured in 2014 during the joint Somali Armed 
Forces and AMISOM Operation Indian Ocean. This 
is a strategic port for the government to control, as 
it is where significant illegal trade of people and 
goods takes place, with the involvement of non-state 
actors. It currently has a partial breakwater and a 
destroyed pier, but not much else. During the field 
visits, the government identified the development of 
this port as a priority. This development will support 
the reinvigoration of one of the most historic Somali 
towns (traditionally a centre of learning). The port 
has hinterland connectivity with Mogadishu and 
with Kenya via the Kismayo–Liboi link. For now, the 
port should only consist of one or two multipurpose 
berths and be developed as a feeder/local 
transhipment port.

This project would contribute to: reducing transport 
distances and costs for population centres in the 
middle of Somalia; assisting with reconstruction; 
and strengthening the cross border corridor and 
regional integration.

7.3.4 Construction of low cost barge berths 
at several roadstead port sites

At present there are no berths for unloading barges 
that are used for discharging ships at anchorages 
at the roadstead ports. The small craft used to 
bring the cargoes ashore have to be beached. The 
construction of low cost berths would be a less 
expensive way of bringing supplies into population 
centres along the coastline compared to the cost 
of construction of new roads for a very large but 
sparsely populated country. 

This project would contribute to: reducing transport 
distances and costs for population centres in the 

middle of Somalia; assisting with reconstruction; 
and strengthening the cross border corridor and 
regional integration.

7.3.5 Developing oil import facilities at 
Mogadishu or a nearby port

Fuel supply will be a key requirement for 
reconstruction. This project would reduce transport 
costs and improve the reliability of essential fuel 
supplies in Somalia.

7.3.6 Investment in port-based meat 
processing factories

Somalia and Somaliland are major competitors of 
the world leader, Australia, as a supplier of livestock 
to the Middle East. However, while Australia has 
gone downstream by exporting processed meat, 
Somalia and Somaliland have not. It has been 
observed by the Foreign Minister of Somaliland that 
further value could be added at local abattoirs and 
refrigeration plants for meat exported by sea and 
air, by producing better cuts, and allowing separate 
sales of hides and offal. This would add to the 
value of the livestock exports and more importantly, 
employ more Somalis. Investors from the destination 
countries in the Middle East could be attracted to 
participate. This project would: tap into the Halal 
market, create additional export income, create 
additional employment, and generate foreign 
exchange.

7.3.7 Harmonisation of the role of port 
charges as a source of revenue for government

Somalia and Somaliland do not collect income 
taxes and are reliant on foreign aid and revenues 
from the ports for funds. However, the arrangements 
for raising revenue from ports and customs duty 
are not applied in a consistent way; the situation 
will become more complicated as port operations 
are concessioned to private companies. Al Bayrak 
has accepted a contract in which the company 
pays 55% of its revenue at Mogadishu Port to 
the government. Berbera is hoping to emulate 
Mogadishu by attracting a private operator. It will 
be important to negotiate rational payments to the 
government. Given that it is unlikely that income 
taxes will be introduced in the near future, the 
government will need assistance in developing a 
harmonious nationwide approach to raising revenue 
from the ports and customs. 
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Figure 7.2 Paired analysis of prioritised projects for ports sector

7.3.8 Ports information system

Information on port traffi c and operations is very 
limited and needs to be collected routinely to 
facilitate port planning. The basic essentials include:

i. traffi c volumes for containers, bulk (by 
commodity), general cargo, liquids and lives-
tock;
ii. cargo handling speeds for containers, 
bulk (by commodity), general cargo, liquids and 
livestock;
iii. ship calls by vessel type and gross regis-
ter tonnage (containers, bulk, general cargo, 
tankers, livestock carriers);

iv. berth occupancy;
v. ship waiting times for berths;
vi. number of staff; and
vii. revenue and expenditures.

7.4 Paired analysis and the prioritised 
list of projects for the ports sector

Paired analysis of the projects described above 
has been carried out as per the weights and criteria 
defi ned in Chapter 1 and Annex 8. Figure 7.2 
provides the priority ratings/scores for the selected 
interventions in ports and the shipping sector. 

7.5 Cost estimates for proposed 
projects

Cost estimates for various port improvement 
scenarios have been developed using basic 
material costs provided by various Somali 
agencies. Estimates have been derived from global 
cost estimates by port developers for comparable 
interventions elsewhere. The cost estimates were 
developed for the following scenarios:

i. development plans for the ports including 

rehabilitation and expansion of infrastructure,
ii. TA studies to identify the measures to 
reduce transport costs for livestock,
iii. construction of new low cost barge berths 
along the coast of Somalia,
iv. upgrading of oil import facilities, and
v. technical studies for a port information 
system and harmonisation of the port tariffs.

Table 7.3 describes the various components of 
projects proposed for the Somali ports and shipping 
sector.
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Project Cost elements
Costs

 (USD million)

Measures to reduce transport costs for 
livestock exporters, and investment in 
new transport facilities

Estimated costs of study 0.40

Cost of follow-up investment unknown -
Total 0.40

Construction of (at least one) new port 
on the 1,400km coastline between Mo-
gadishu and Bosaaso

Identification of preferred site and technical 
and economic feasibility study 0.25

Construction costs 30.00
Total 30.65

Construction of low cost barge berths 
at several roadstead port sites

Identification of preferred sites and technical 
and economic feasibility studies 0.25

Construction costs 20.00
Total 20.25

Construction of one to two multi-purpo-
se berths at Barawe Technical and economic feasibility studies 0.25

Construction costs 20.00
Total 20.25

Upgrading of the oil import facilities at 
Mogadishu terminal Technical and economic feasibility study 0.25

Upgrading of oil import facilities 20.00
Bidding process for selection of new operators 0.20
Total 20.45

Investment in port-based meat proces-
sing factories (at Berbera and Bosaa-
so)

Estimated costs of investment per meat pro-
cessing plant 60.00

Feasibility study 0.20
Total 60.20

Harmonisation of the role of port 
charges as a source of revenues to go-
vernment

Overhaul and harmonisation of port tariffs and 
ground rules for their use

0.50
Total 0.50

Port information system Estimated costs of information system 0.50
Total 0.50
Grand total 153.20

Table 7.3  Prioritised port projects



Transport Sector Needs Assessment and Investment Programme       117

7.6 Projects identified in the validation 
workshop
During the validation workshop, government 

stakeholders identified a number of port projects. As 
agreed, the TSNA team has reviewed the inclusion 
or otherwise of these projects and the results are 
shown in Table 7.4.

Project Status

Construction of new ports between Mogadishu and 
Bosaaso (Garacad)

Project is prioritised and selected in the implementability 
analysis

Construction of new port between Mogadishu and 
Kismayo (Barawe)

Project is prioritised and selected in the implementability 
analysis

Mogadishu oil terminal Project is prioritised and selected in the implementability 
analysis

Construction of a meat processing factory in 
Bosaaso

Project is prioritised and selected in the implementability 
analysis

Construction of low cost barge berths at several 
roadstead port sites

Project is prioritised and selected in the implementability 
analysis

Jetties (Qandala, Alula, Bngaabo, Merca, Jasira, 
Harardhere)

Table 7.4  Projects identified during validation workshop

The selected and prioritised ports and shipping 
sector interventions were consolidated with the 
overall transport sector interventions identified 
in the overall TSIP analysis and subjected to 

an implementability analysis. Details on this are 
presented in the chapter on implementability. Figure 
7.3 shows the location of selected port projects.
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Figure 7.3 Location of selected port projects
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Following the methodology explained in Chapter 1, 
this chapter focuses on the implementability analysis, 
which is composed of two steps – the implementation 

risk analysis and the fi nal BCG analysis (highlighted 
in red in Figure 8.1). Implementability analysis is 
used to determine phasing of the TSIP.

8 Implementation risks and overall
implementability-based phasing

Figure 8.1  The Transport Sector Needs Assessment process

As mentioned in Chapter 1, the challenge – once 
the shortlisted interventions have been ranked 
successfully based on their economic, social and 
political importance (following the paired analysis) 
– is to decide whether to phase these projects 
arbitrarily based on their decreasing Vimportance 
and the available projected fi nancing available 
to the sector each year or to consider an evolved 
approach that addresses the additional factor of 
how easily the government can implement these 
projects. This TSNA takes the evolved approach 
and calls this step the implementability analysis. 
The approach advocates starting with high priority 
projects that are comparatively easy to implement, 
which will hopefully result in:

i. the citizens of Somalia rapidly witnessing 
the government’s effectiveness in delivering 

infrastructure to its people, thereby enabling the 
writ of the government to be established;
ii. increased donor confi dence in Somalia’s 
ability to implement infrastructure; and 
iii. the government having time to mobilise 
extra governance effort to overcome 
implementation challenges against high priority 
interventions that cannot be started immediately.

8.1 Roads 

Having successfully completed the paired analysis, 
the implementability of each road project selected 
after prioritisation was carried out. The road sector 
interventions that were ranked by the paired 
analysis prioritisation technique in Chapter 5 are 
again summarised in Table 8.1 and 8.2.
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Road Length (km)
Proposed 

intervention
Cost 

(USD million)

Mogadishu–Afgoye–Baidoa–Beled 
Hawo (Kenya border) 520 New paved-TST 229

Mogadishu–Beledweyne–Galkayo 704 Rehab paved-TST 153.12
Kismayo–Merca–Mogadishu 483 Rehab paved-TST 105
Kismayo–Liboi (Kenya border) 220 New paved-TST 97
Bosaaso–Garowe 410 Rehab paved-TST 89
Galkayo–Garowe 240 Rehab paved-TST 52
Garowe–Lasanod 130 Rehab paved-TST 28
Galkayo–Garacad 210 New paved-TST 56
Galkayo–Galdogob 60 New paved-TST 16

Emergency maintenance programme 2,977

Filling of potholes/
resurfacing to make 

the roads traffic 
worthy until the 

start of complete 
construction works

10

Routine maintenance upon stage-wise 
completion 2,977

Routine mainte-
nance of all main 

roads after comple-
tion up to 10 years

18

CAPEX Total capital costs 853

TA for detailed engineering design and 
supervision/RMMS 2,977

Detailed design 
and construction 

supervision of main 
roads

46

Establishment of PMU – project-specific 
PMU (TA)/EPC procurement 2,977 Establishment of 

PMUs 14

TA Total TA costs 60

Total 2,977 913

Table 8.1  Interventions: main roads
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Road Length (km) Intervention Cost USD Mil

Galkayo–Hobyo 241 Regravelling 16.9

Jalalaqsi–NS trunk 12 Regravelling 0.8

Janale–Kabtanlaas 14 Regravelling 1.0

Qoryoley–Kabtanlaas 14 Regravelling 1.0

Baidoa-Wajid 93 Regravelling 6.5

Wajid–Xudur 98 Regravelling 6.9

Baidoa–Xudur 144 Regravelling 10.1

Garbaharey–Luuq 65 Regravelling 4.6

Kismayo–Afmadow 110 Regravelling 7.7

Jilib–Afmadow 80 Regravelling 5.6

Bardera–Garbaharey 106 Regravelling 7.4

Bosaaso–Lasqoray (port) 130 Regravelling 9.1

Bosaaso–Qandala–Alula (port) 220 Regravelling 15.4

Garowe Bosaaso (Libaxo)–Eyl 110 Regravelling 7.7

Galkayo–Eyl (port) 324 Regravelling 22.7

Lasqoray–Baran 90 Regravelling 6.3

Qardho–Bayla 230 Regravelling 16.1

Baran–Hadaftimo 45 Regravelling 3.2

Lasqoray–Mydh 125 Regravelling 8.8

Qardho–Hingalol 100 Regravelling 7.0

Total CAPEX 2,351 164.6

Routine maintenance (0.1% of CAPEX) 2,351

Routine 
maintenance 

of the 
roads after 
completion 

of the feeder 
road projects

1.7

CAPEX including routine maintenance 166.3

TA for detailed engineering design and supervision 2,351

Detailed 
design and 
construction 

supervision of 
main roads

24.1

Establishment of PMU – project-specific PMU (TA) 2,351 Establishment 
of PMUs 12.0

Total for TA 36.1

Grand Total 2,351 202.4

Table 8.2  Interventions: feeder roads



Transport Sector Needs Assessment and Investment Programme       123

Table 8.3  Aviation interventions

8.2 Aviation 

The aviation sector interventions that were ranked 

using the paired analysis prioritisation technique in 
Chapter 6 are again summarised in Table 8.3.

Location Proposed intervention
Total

 (USD million)

Main airports

Mogadishu Pavement rehabilitation 25.0

Kismayo Airport rehabilitation with TA studies 32.96

Bosaaso Airport rehabilitation with TA studies 32.96

Garowe Airport rehabilitation with TA studies 32.96

Feeder airports

Baidoa Airport rehabilitation with TA studies 25

Beledweyne Pavement rehabilitation with chip seal 2.85

Bardera Pavement rehabilitation with chip seal 2.85

Galkayo Pavement rehabilitation with chip seal 2.85

Airstrips (23 Nos.) Shaping and re-gravelling of airstrips across Somalia 5.75

TA studies Design and TA studies 1.7

TNA TA TA for training needs 0.3

Grand total 165.2

8.3 Ports and shipping

The ports and shipping sector interventions that 

were ranked by the paired analysis prioritisation 
technique in Chapter 7 are again summarised as 
follows in Table 8.4.
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8.4 Risk assessment 

As discussed in Chapter 1, implementing the 
proposed prioritised TSNA plan is not an easy task 
within Somalia. Based on stakeholder interactions, 
field visits, and impressions and lessons from 
the current construction activities, the following 
three variables can affect implementation of this 
TSIP: financing, implementation capacity, and 
accessibility of the construction area. 

The financing risk is covered separately in Chapter 9, 
with analysis showing the possible available financing 
for the TSIP under low-, base- and high-case scenarios 

developed on the basis of global experience. 

For the following risk analysis, implementation 
capacity and accessibility have been considered 
as the broad variables posing risks to the delivery 
of the preceding outlined programme for each 
of the transport subsectors. Risks are inherently 
either external or internal to the programme. The 
methodology for the risk assessment is provided in 
Chapter 1. The overall TSIP for all the three sectors 
is subjected to a risk analysis, whose details 
(including the overall assessed risk) are provided in 
Annex 9, and the summary assessed risk inputs are 
presented in Table 8.5.

Table 8.4  Port sector interventions

Project Proposed intervention
Total 

(USD million)

Measures to reduce transport costs for 
livestock exporters, and investment in 
new transport facilities

Estimated cost of the study, other costs to be 
determined 0.40

Construction of (at least one) new port 
on the 1,400km coastline between 
Mogadishu and Bosaaso

Identification of preferred site and technical and 
economic feasibility study and construction 
cost of the port

30.65

Construction of low cost barge berths at 
several roadstead port sites

Identification of preferred site and technical and 
economic feasibility study and construction 
cost of the port

20.25

Construction of one or two multi-purpose 
berths at Barawe

Technical and economic feasibility study and 
construction cost of the port 20.25

Upgrading of the oil import facilities at 
Mogadishu terminal

Technical and economic feasibility study, 
construction for upgrading of the oil terminal, 
bidding process for selection of new operators

20.45

Investment in port-based meat processing 
factories (at Berbera and Bosaaso)

Feasibility study and construction of meat 
processing factories 60.20

Harmonisation of the role of port charges 
as a source of revenue for government

TA for overhaul and harmonisation of port tariffs 
and rules for their use 0.50

Port information system TA for establishing a port information system 0.50

Total 153.20
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Table 8.5  Risk analysis for selected projects: Somalia95

95       Access: determines if a site is accessible based on: (i) whether it is a conflict prone area, (ii) whether the area is mined or has UXOs, and (iii) whether 
the area is disputed e.g. a border dispute. The possible rating is high 10, medium 5, or low 1, which determines the impact the «state of accessibility» will 
have on implementation of the project.
         Resources risk: determines if the project requires basic resources (cement, steel, POL, labour and machinery), which are high, medium or low as 
compared to the possible availability of the same in Somalia. This is calculated as a percentage based on cement, steel, and POL imported annually based 
on an average of imports of the same over the planned 10 years (for TSIP, 2015–25).
            Stakeholders’ risk: the possible number of institutions (public and private) that would be involved to deliver and operate the project, with L (assigned 
a value of 1) indicating a simple institutional arrangement, M (assigned a value of 5) indicating a somewhat complex arrangement, and H (assigned a value 
of 10) indicating a multiplicity of institutions.
            Capacity risk: the required institutional capacity of the executing agency as well as that of contractors and related industry for the particular project 
in Somalia with L (assigned a value of 1) indicating available, M (assigned a value of 5) indicating not sufficient but possible to augment, and H (assigned a 
value of 10) indicating not sufficient and difficult to augment.

Project
External risk Internal risk

Access Resources Stakeholders Capacity
Mogadishu–Beledweyne–Galkayo 5 10 5 5

Mogadishu–Afgoye–Baidoa–Beled–
Hawo (Kenya border) 10 10 5 5

Kismayo–Merca–Mogadishu 5 10 5 5
Kismayo–Liboi (Kenya border) 5 5 5 5
Mogadishu main airport 1 5 10 5
Kismayo main airport 1 5 10 5
Baidoa feeder airport 5 5 10 5
Beledweyne feeder airport 5 5 5 5
Bardera feeder airport 5 5 5 5
Shaping and re-gravelling of airstrips 1 1 5 5
Upgrading oil import facilities at 
Mogadishu terminal 1 10 5 5

Construction of a new strategic port at 
Barawe 5 5 5 5

Construction of low cost barge berths 
at several roadstead port sites 1 5 5 5

Jalalaqsi–NS trunk 1 1 5 5
Janale–Kabtanlaas 1 1 5 5
Qoryoley–Kabtanlaas 1 1 5 5
Kismayo–Afmadow 5 1 5 5
Garbaharey–Luuq 5 1 5 5
Baidoa–Wajid 5 1 5 5
Jilib–Afmadow 5 1 5 5
Baidoa–Xudur 5 1 5 5
Wajid–Xudur 5 1 5 5
Bardera–Garbaharey 5 1 5 5
Bosaaso–Garowe 1 10 5 5
Galkayo–Garowe 1 5 5 5
Garowe–Lasanod 10 5 5 5
Galkayo–Galdogob (border corridor) 1 1 5 5
Galkayo–Garacad (border corridor) 1 5 5 5
Bosaaso Main airport 1 5 10 5
Garowe Main airport 1 5 10 5
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8.5 BCG analysis to determine final 
implementability-based phasing
Using the BCG methodology explained in Chapter 

1 and plotting the implementability on the horizon-
tal (X) axis and the impact (based on the paired 
analysis priority ranking) on the vertical (Y) axis, 
the entire TSIP is plotted as shown in Figure 8.2.

Project
External risk Internal risk

Access Resources Stakeholders Capacity
Galkayo feeder airport 1 5 5 5
Shaping and re-gravelling of airstrips 1 1 5 5
Investment in port-based meat 
processing factory at Bosaaso 1 5 10 5

Construction of a new port between 
Bosaaso and Mogadishu 1 5 5 5

Construction of low cost barge berths 
at several roadstead port sites 1 5 5 5

Bosaaso–Lasqoray (port) 10 1 10 5
Bosaaso–Qandala–Alula (port) 1 1 5 5
Galkayo–Hobyo 1 1 5 5
Garowe–Bosaaso (Libaxo)–Eyl 1 1 5 5
Galkayo–Eyl (port) 1 1 5 5
Qardho–Bayla 1 1 5 5
Lasqoray–Mydh 10 1 10 5
Lasqoray–Baran 10 1 10 5
Qardho–Hingalol 5 1 5 5
Baran–Hadaftimo 10 1 10 5
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Figure 8.2  Project implementation analysis 
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Project Implementability Impact

1 Upgrading oil import facilities at Mogadishu terminal 5.71 155.84
2 Shaping and regravelling of airstrips 7.69 100.00
3 Jalalaqsi–NS trunk 7.69 230.00
4 Janale–Kabtanlaas 7.69 192.80
5 Qoryoley–Kabtanlaas 7.69 165.00
6 Kismayo–Afmadow 6.67 101.90
7 Bosaaso–Garowe 5.71 223.50
8 Galkayo–Garowe 6.67 207.00
9 Construction of new port between Bosaaso and Mogadishu 6.67 152.00
10 Bosaaso–Qandala–Alula (port) 7.69 149.10
11 Galkayo–Hobyo 7.69 145.60
12 Garowe Bosaaso (Libaxo)–Eyl 7.69 139.80
13 Galkayo–Eyl (port) 7.69 133.90
14 Berbera–Hargeisa–Kalabaydh–Togwajale (Berbera Corridor) 6.67 84.12
15 Lasanod–Kalabyr 7.69 100
16 Borama–Weeraarta 7.69 100
17 Berbera–Xagal (Hagal)–Laas Ciidle 7.69 100
18 Gabiley–Gogaysa 7.69 90
19 Gabiley–Barkhado 7.69 145.8
20 Development programme for the Port of Berbera 6.67 132
21 Burao–Warabeye 7.69 132
22 Upgrading of the oil import facilities at Berbera terminal 7.69 123.2
23 Burao–Hargeisa 5.71 103.1
24 Shaping and regravelling of airstrips 7.69 153.1
25 Burao feeder airport 6.67 36.3
26 Borama feeder airport 6.67 65.2
27 Qardho–Hingalol 6.67 26.20
28 Qardho–Bayla 7.69 92.20
29 Baidoa–Wajid 6.67 7.43
30 Garbaharey–Luuq 6.67 85.50
31 Jilib–Afmadow 6.67 55.60
32 Baidoa–Xudur 6.67 52.60
33 Wajid–Xudur 6.67 26.00
34 Bardera–Garbaharey 6.67 16.30
35 Construction of low cost barge berths at several roadstead port sites 6.67 65.12
36 Garowe main airport 3.64 42.08
37 Galkayo–Garacad (border corridor) 6.67 14.90
38 Galkayo–Galdogob (border corridor) 7.69 12.05
39 Berbera–Burao (NS link) 6.67 21.70
40 Lasanod–Qoryoley 7.69 120.00
41 Burco (Burao)–Bohotle (border) 7.69 260.16
42 Hargeisa–Baligubadle (border) 7.69 117.42
43 Kalabaydh–Borama 7.69 37.26
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44 Borama–Zaylac-Loyada (Djibouti) Road 6.67 9.06
45 Mogadishu–Beledweyne–Galkayo 2.67 128.80
46 Bardera feeder airport 4.00 212.16
47 Mogadishu main airport 3.64 174.52
48 Mogadishu–Afgoye–Baidoa–Belet–Hawo (Kenya border) 1.60 125.20
49 Kismayo–Merca–Mogadishu Road 2.67 102.00
50 Baidoa feeder airport 2.67 100.28
51 Bosaaso main airport 3.64 156.24
52 Bosaaso-Lasqoray (port) 3.33 182.10
53 Mydh (port)–Erigavo 3.33 91.92
54 Hargeisa main airport 3.64 153.10
55 Berbera main airport 3.64 100.00
56 Construction of a new strategic port at Barawe 4.00 80.88
57 Beledweyne feeder airport 4.00 45.48
58 Kismayo–Liboi (Kenya border 4.00 43.20
59 Kismayo main airport 3.64 26.00
60 Investment in port based meat processing factory at Bosaaso 3.64 50.48
61 Galkayo feeder airport 6.67 42.08
62 Garowe–Lasanod 2.67 41.75
63 Lasqoray–Mydh 3.33 70.30
64 Lasqoray–Baran 3.33 38.20
65 Baran–Hadaftimo 3.33 22.50
66 Burao–Lasanod (NS link) 2.67 100
67 Investment in port-based meat processing factory at Berbera 3.64 90

8.5.1 The four quadrants 

As explained in Chapter 1, the four quadrants (HE, 
LE, HD, and LD) of TSNA interventions imply the 
following:

i. HE – Interventions plotted in this quadrant 
have a relatively higher impact and are relatively 
easier to implement. Thus, they are candidates 
for immediate implementation in the TSIP (years 
one to three).
ii. LE – Interventions plotted in this quadrant 
have a relatively lower impact but are relatively 
easier to implement and thus are candidates 
for medium-term implementation in the TSIP 
(years three to five). A relatively lower impact 
implies lower impact relative to other projects. 
However, this does not imply that these projects 
are not in the overall priority list as all projects 
undergoing paired analysis reflect priorities. 

The paired analysis guides the government in 
ranking the many emerging priorities, while the 
implementability analysis provides a tool for 
deciding which of these can be executed the 
earliest.
iii. HD – Interventions plotted in this quadrant 
have a relatively higher impact but are relatively 
difficult to implement and thus are candidates 
for medium to longer-term implementation in the 
TSIP (years five to seven).
iv. LD – Interventions in this quadrant have a 
relatively lower impact and are relatively difficult 
to implement and thus are candidates for longer-
term implementation in the TSIP (years 7 to 10).

Table 8.6 shows the results of the BCG analysis in 
a tabular form, and indicates the actual projects fal-
ling in each of the four quadrants. The detailed BCG 
analysis output table is provided in Annex 9.
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Table 8.6  Project implementability 

Project State Type

HE (years 1–3)

Upgrading oil import facilities at Mogadishu terminal Benadir Main port
Shaping and re-gravelling of airstrips All regions Airstrip
Jalalaqsi–NS trunk Hiran Feeder road
Janale–Kabtanlaas ISWA Feeder road
Qoryoley–Kabtanlaas ISWA Feeder road
Kismayo–Afmadow Juba Feeder road
Bosaaso–Garowe Puntland Main road
Galkayo–Garowe Puntland Main road
Construction of a new port between Bosaaso and Mogadishu Puntland Port
Bosaaso–Qandala–Alula (port) Puntland Feeder road
Galkayo–Hobyo Puntland Feeder road
Garowe–Bosaaso (Libaxo)–Eyl Puntland Feeder road
Galkayo–Eyl (port) Puntland Feeder road
LE (years 3–5)

Qardho–Hingalol Puntland Feeder road
Qardho–Bayla Puntland Feeder road
Baidoa–Wajid ISWA Feeder road
Garbaharey–Luuq Juba Feeder road
Jilib–Afmadow Juba Feeder road
Baidoa–Xudur ISWA Feeder road
Wajid–Xudur ISWA Feeder road
Bardera–Garbaharey Juba Feeder road
Construction of low cost barge berths at several roadstead port 
sites

Puntland, Juba, 
ISWA Minor port

Garowe main airport Puntland Main airport
Galkayo–Garacad (border corridor) Puntland Main road
Galkayo–Galdogob (border corridor) Puntland Main road
HD (years 5–7)

Mogadishu–Beledweyne–Galkayo Benadir, ISWA Main road
Bardera feeder airport Juba Feeder airport
Mogadishu main airport Benadir Main airport

Mogadishu–Afgoye–Baidoa–Beled Hawo (Kenya border) Benadir, ISWA, 
Juba Main road

Kismayo-Merca-Mogadishu Benadir, ISWA, 
Juba Main road

Baidoa feeder airport ISWA Feeder airport
Bosaaso main airport Puntland Main airport
Bosaaso–Lasqoray (port) Puntland Feeder road
Mydh–Erigavo (port) Somaliland Feeder airport
Hargeisa main airport Somaliland Main airport
Berbera main airport Somaliland Main airport
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Table 8.7  Benadir and Somalia-wide projects

Project State Type

LD (years 7–10)
Construction of a new strategic port at Barawe ISWA Port
Beledweyne feeder airport FGS Feeder airport
Kismayo–Liboi (Kenya border) Juba Main road
Kismayo main airport Juba Main airport
Investment in port-based meat processing factory at Bosaaso Puntland Main port
Galkayo feeder airport Puntland Feeder airport
Garowe–Lasanod Puntland Main road
Lasqoray–Mydh Puntland Feeder road
Lasqoray–Baran Puntland Feeder road
Baran–Hadaftimo Puntland Feeder road

8.6 Breakdown according to regions

Projects with Somalia-wide implications are shown 

in the Benadir portfolio (Tables 8.7 through 8.13) as 
the federal capital, Mogadishu, is there. 

Project
Project cost

(USD million)

TNA – aviation 0.30
National aviation sector strategy 0.35
Mogadishu main airport 25.00
Legal and regulatory surveillance and compliance review of existing aviation sector 
policies and legislation 0.25

Developing of an overarching aviation sector policy 0.20
Developing policies to support air traffic management including upper airspace 
management with the study of a unified FIR 0.30

Conducting baseline review of current compliance to ICAO state regulatory 
requirements including identification of gaps between what the state is providing and 
what ICAO requires

0.30

Mogadishu–Beledweyne–Galkayo (20km) 4.35
Mogadishu–Afgoye–Baidoa–Beled Hawo (Kenya border) (20km) 8.80
Kismayo–Merca–Mogadishu (15km) 3.26
Upgrading oil import facilities at Mogadishu terminal 20.45
Port information system 0.50
Measures to reduce transport costs for livestock exporters, and investment in new 
transport facilities 0.40

Harmonisation of the role of port charges as a source of revenue for government 0.50
Routine maintenance upon stage-wise completion – main roads 0.33
Emergency maintenance programme – main roads 0.20
TA for detailed engineering design and supervision/RMMS/training – main roads 1.00
Establishment of PMU – project-specific PMU (TA)/EPC procurement, training – main 
roads 0.27

Total 66.76
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Table 8.8  Galmudug projects

Table 8.9  Hiraan/Middle Shabelle projects

Project
Project cost 

(USD million)

Mogadishu–Beledweyne–Galkayo (247km) – Hiraan 53.72
Shaping and re-gravelling of airstrips 0.50
Routine maintenance upon stage-wise completion – main roads 2.33
Routine maintenance (0.1% of CAPEX) – feeder roads 0.01
Emergency maintenance programme – main roads 1.40
TA for detailed engineering design and supervision/RMMS/training – feeder roads 0.12
TA for detailed engineering design and supervision/RMMS/training – main roads 6.98
Establishment of PMU – project-specific PMU (TA)/EPC procurement, training – main 
roads 1.86

Establishment of PMU – project-specific PMU (TA)/training – feeder roads 0.06
Jalalaqsi–NS trunk 0.8
Total 67.83

Project
Project cost 

(USD million)

Shaping and regravelling of airstrips 0.50
Beledweyne feeder airport 2.85
Galkayo–Hobyo 16.9
Mogadishu–Beledweyne–Galkayo (300km) 65.25
Construction of low cost barge berths at several roadstead port sites 7.25
Routine maintenance upon stage-wise completion – main roads 1.82
Routine maintenance (0.1% of CAPEX) – feeder roads 0.17
Emergency maintenance programme – main roads 1.09
TA for detailed engineering design and supervision/RMMS/training – feeder roads 2.47
TA for detailed engineering design and supervision/RMMS/training – main roads 5.46
Establishment of PMU – project-specific PMU (TA)/EPC procurement, training – main 
roads 1.45

Establishment of PMU – project-specific PMU (TA)/training – feeder roads 1.23
Total 106.41
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Table 8.10  Interim South West Administration projects

Table 8.11 Juba projects 

Project
Project cost 

(USD million)

Shaping and re-gravelling of airstrips 0.75
Kismayo main airport 32.96
Bardera feeder airport 2.85
Garbaharey–Luuq 4.6
Kismayo–Afmadow 7.7
Jilib–Afmadow 5.6
Bardera–Garbaharey 7.4
Mogadishu–Afgoye–Baidoa–Beled Hawo (Kenya border) (180km) 79.20
Kismayo–Merca–Mogadishu (193km) 41.98
Kismayo–Liboi (Kenya border) 97.00
Construction of low cost barge berths at several roadstead port sites 7.00
Routine maintenance upon stage-wise completion – main roads 3.59
Routine maintenance (0.1% of CAPEX) – feeder roads 0.26
Emergency maintenance programme – main roads 2.16
TA for detailed engineering design and supervision/RMMS/training – feeder roads 3.70
TA for detailed engineering design and supervision/RMMS/training – main roads 10.78
Establishment of PMU – project-specific PMU (TA)/EPC procurement, training – main 
roads 2.88

Establishment of PMU – project-specific PMU (TA)/training – feeder roads 1.85
Total 312.22

Project
Project cost 

(USD million)

Shaping and re-gravelling of airstrips 0.75
Baidoa feeder airport 25.00
Janale–Kabtanlaas 1.0
Qoryoley–Kabtanlaas 1.0
Baidoa–Wajid 6.5
Wajid–Xudur 6.9
Baidoa–Xudur 10.1
Mogadishu-Afgoye-Baidoa-Beled Hawo (Kenya border) (320km) 140.80
Kismayo–Merca–Mogadishu (275km) 59.81
Construction of a new strategic port at Barawe 20.25
Routine maintenance upon stage-wise completion – main roads 3.61
Routine maintenance (0.1% of CAPEX) – feeder roads 0.26
Emergency maintenance programme – main roads 2.16
TA for detailed engineering design and supervision/RMMS/training – feeder roads 3.72
TA for detailed engineering design and supervision/RMMS/training – main roads 10.82
Establishment of PMU – project-specific PMU (TA)/EPC procurement, training – main 
roads 2.89

Establishment of PMU – project-specific PMU (TA)/training – feeder roads 1.86
Total 297.34
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Table 8.12  Puntland projects

Project
Project cost 

(USD million)

Bosaaso-Lasqoray (port) 9.1
Bosaaso-Qandala- Alula (port) 15.4
Garowe Bosaaso (Libaxo)–Eyl 7.7
Galkayo–Eyl (port) 22.7
Lasqoray–Baran 6.3
Qardho-Bayla 16.1
Baran–Hadaftimo 3.2
Lasqoray–Mydh 8.8
Qardho–Hingalol 7.0
Shaping and regravelling of airstrips 1.25
Garowe main airport 32.96
Galkayo feeder airport 2.85
Bosaaso main airport 32.96
Garowe–Lasanod Road 28.3
Galkayo-Garowe Road 52.2
Galkayo–Galdogob Road (border Corridor) 15.9
Galkayo–Garacad (border Corridor) 56
Bosaaso–Garowe Road 89.2
Investment in port-based meat processing factory at Bosaaso 30.1
Construction of a new port between Bosaaso and Mogadishu 30.65
Construction of low cost barge berths at several roadstead port sites 6.00
Routine maintenance upon stage-wise completion – main roads 5.70
Routine maintenance (0.1% of CAPEX) – feeder roads 0.98
Emergency Maintenance Programme – main roads 3.42
TA for detailed engineering design and supervision/training/ RMMS – feeder road 14.07
TA for detailed engineering design and supervision, RMMS, training- main roads 17.10
Establishment of PMU – project-specific PMU (TA)/EPC procurement, training – main 
roads 4.56

Establishment of PMU – project-specific PMU (TA)/training – feeder roads 7.03
Total 527.41
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9.1 Government budget

Reliable data available on government finances is 
scarce. In August 2012, the FGS came to power 
for a four-year term under a provisional constitution 
approved by a new parliament. This ended Somalia’s 
long period of revolving transitional governments at 
the federal level. However, both federal and sub-

national budgets (Table 9.1) are characterised by 
resource constraints including weak tax collection 
and the inability to borrow from domestic and 
international markets. Nearly half the budgeted 
resources go towards military and security services. 
International development agencies fund the 
remaining resources, which go towards providing 
basic infrastructure and services to the population. 

9 Government finances, the transport 
sector investment programme and 

financing option

Federal96 Somaliland97 Puntland98 Total

USD million

Expenditure 216 213 42 471

Revenue 189 216 41 446

Deficit -28 3 -1 -26

% GDP

Expenditure 3.8% 3.7% 0.7% 8.3%

Revenue 3.3% 3.8% 0.7% 7.8%

Deficit -0.5% 0.1% 0.0% -0.5%

GDP (USD million) 5,706 5,706 5,706 5,706

Table 9.1 Government budget estimates (2014)

9.2 Revenue

The 2014 budgets of the federal government and 
the state governments of Somaliland and Puntland 
show that the total resource envelope was USD 446 
million (7.8% of GDP). Regional fiscal data indicates 
that Somaliland has the largest budgetary resource 
envelope with an estimated USD 216 million (3.8% 
of GDP) in revenue, compared to USD 189 million 
(3.3%) at the federal level and USD 41 million (0.7%) 
in Puntland.99 

The federal government has outlined a very ambitious 
tax reform agenda. The target is to raise tax revenue 

by 46% year on year to USD123 million in 2015 
from USD 84 million (1.3% of GDP) in 2014. This 
will come through a mix of new taxes on telecoms, 
moneychangers and traders. There was virtually no 
local tax collection in 2012. Currently, the only taxes 
collected are on international trade, the telecom 
sector and municipal taxes on local traders. The bulk 
of the taxes are collected against imports of goods 
as the government lacks institutions, processes 
and resources to implement a tax regime. In 2014, 
government collected 60% of its total revenue from 
customs duties and related fees. Similarly, taxes are 
collected from airport services. The Airport Tax100  of 
USD 50 is levied from each foreign passenger who 

96      IMF staff report, July 2015
97      Somaliland National Development Plan, 2012
98      Puntland National Development Strategy, 2014
99      Estimates based on the IMF staff report (July 2015), Somaliland National Development Plan (2012) and the Puntland National Development Strategy 
(2014). 
100      IMF   Iatatravelcentre.com/SO-Somalia-customs-currency-airport-tax-regulations-details.htm
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arrives at Mogadishu airport. A passenger service 
charge of USD 20 is levied on foreign passengers 
travelling abroad; locals pay SOS 10,000. The other 
main source of taxes is the monthly municipal tax of 
USD 0.25 from local traders in urban centres.101  In 
the comprehensive new taxation system introduced 
in 2014, the budget imposes direct and indirect 
taxes on individuals and businesses, even though 
the tax base is small and there is limited capacity 
to tax the large informal economy. Focus is on 
strengthening the tax authorities and widening the 
tax net.

9.3 Expenditure

In the absence of reliable macro-economic data, 
some existing regional fiscal and economic data 
estimates can be aggregated. Public expenditure is 
estimated102 to account for 8.3% of GDP, one of the 
lowest in the world (Table 9.2). In 2014, the estimated 
government expenditure was USD 471 million, of 
which the FGS spent USD 216 million, followed by 
Somaliland at USD 213 million and Puntland at USD 
42 million. The bulk of government resources (94%) 
are spent on salaries and staff pensions (including 
security forces) and on purchase of goods and 
services. The remaining resources are utilised to 
pay off the large outstanding debt liabilities. This 
leaves little room for investment spending, which 
was estimated to be just 0.2% of GDP in 2014. 

2014 Budget USD million % GDP

Total expenditure 216.2 3.8%

Current 203.9 3.6%
Salaries and pensions 91.0 1.6%
Army 28.7 0.5%
Police 7.2 0.1%
National Security Force 4.0 0.1%
Goods and services 67.4 1.2%

Army 21.0 0.4%
Police 6.7 0.1%
National Security Force 5.2 0.1%
Transfers to provinces 11.5 0.2%

Contingency 3.6 0.1%

Debt repayment 30.4 0.5%

Development/capital 12.4 0.2%

Special initiatives 10.0 0.2%
Education 1.6 0.0%
Others 0.8 0.0%

Table 9.2 Federal Government of Somalia expenditure (2014)

9.4 Foreign aid

Nearly half of the FGS’s expenditure is financed 
through grants received from bilateral and 
multilateral donors (Figure 9.3). According to an IMF 
report103,  the FGS received USD 73 million (1.3% 
of GDP) in 2014. Key donors include Norway (USD 

27 million in 2014), Turkey (USD 25 million) and 
Qatar (USD 12 million). These funds provide critical 
support for running the government, institution 
building and security. The government estimates 
that foreign grants will increase to USD 116 million 
(2% of GDP) in 2015. These higher foreign grants 
will help to finance new investment projects.

101     Aljazeera.com/indepth/features/2014/10/gunning-down-taxmen-somalia-2014102052539346950.html 
102     Federal Republic of Somalia Appropriation Act for 2014 Budget. This data does not include expenditure of other state governments.
103     Federal Republic of Somalia Appropriation Act for 2014 Budget
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Table 9.3 Donor funds (2014)

Table 9.4 Revenue and expenditure projections (2013/14–2016/17)104

104     Source: IMF staff report July 2015. This data does not include revenue and expenditure of Somaliland and Puntland sub-national governments.

2014 Budget USD million % GDP

Total grants 73.2 1.3%

Donor
Donor grant

(USD million)
% GDP

Qatar 12.0 0.2%
Turkey 25.0 0.4%
Norway 27.0 0.5%
Iraq 7.3 0.1%
World Bank 1.9 0.0%

9.5 Revenue and expenditure 
projections (2013/14 to 2016/17)

Revenue and expenditure projections and planned 
aid disbursements are summarised in Tables 9.4 
and 9.5.

USD million
2013 2014 2015 2016 2017

Actual Budget Actual Budget Estimates Projected Projected

Total revenue and 
grants

110.8 188.5 145.3 239.9 183.7 238.3 247

Revenue 69.2 115.3 84.3 123.4 100.4 133.4 150.5
Tax 65.1 108 73.8 103.1 77.9 108.7 123.4
Direct 0.7 5.1 1.1 4.6 2.1 5 6
Indirect 5.6 34 8.5 25.8 9.9 30 33
Trade 58.7 69 64.3 72.7 66 73.7 84.4
Non-tax 4.1 7.3 10.5 20.3 22.5 24.7 27.2
Grants 41.6 73.2 61 116.5 83.3 104.9 96.5

Expenditure 117.4 216.2 151.1 239.9 183.7 238.3 247
Current 117.4 203.8 150.9 226 169.7 219.3 226.3
Wage 50.4 94.3 77.2 108.3 81.9 108.3 108.3
Goods and services 56 68.8 57.6 82.7 58.4 82.7 84.3
Transfer to provinces 7.5 10.1 10.1 14.8 15.2 16 17.9
Repayments 0 26.8 2.2 17 11.3 9.3 12.8
Others 3.5 3.8 3.8 3.2 2.9 3 3
Investment 0.001 12.4 0.2 13.9 13.9 19 20.6

Deficit -6.6 -27.7 -5.8 0 0 0 0
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Table 9.5  Total planned aid disbursements for 2014–2015 (USD million)

Table 9.6  Variance in return on investment in post-conflict countries105

Planned aid disbursements 2014 2015

Institutional capacity development (ICD) 14 16

Peace and state building goals (PSGs)

Inclusive politics 58 75
Security 161 26
Justice 24 9
Economy foundations 261 160
Revenue and services 314 208
Total 818 478
Total planned aid disbursement = ICD + PSG 832 494

Total planned federal budget expenditure 151 183

Ratio of total planned aid disbursement to federal budget planned expenditure ? ?

9.6 Absorbing investments and 
producing returns in post-conflict 
economies: experiences from other 
countries

The experiences of post-conflict countries show 
varying returns on investment. The TSNA team 

examined the experiences of four post-conflict 
economies, namely, Afghanistan, Bosnia, Ethiopia 
and Timor-Leste over the first 10 years after the end 
of conflict and the start of reconstruction activity. 
The team assessed the levels of investment needed 
in the infrastructure and energy sectors to sustain 
growth rates that can absorb the labour force and 
create a viable state for these economies (Table 
9.6).

Afghanistan Bosnia Herzegovina Ethiopia Timor-Leste

10-year period 2003–2012 1995–2004 1993–2002 2000–2009
Investment (% of GDP) 18.8 26.6 28.1 27.7
Real GDP growth 9.4 17.9 7.9 6.5

9.6.1 Afghanistan

Reconstruction in Afghanistan began with the 
formation of a central government in 2003. During 
the first 10 years, the total investment spending 
(domestic and external) averaged around 18.8% of 
GDP. In our assessment, the investment numbers 
are under-reported as there is significant spending 
by international donor agencies for reconstructing 
transport infrastructure (airports, roads, bridges, 
power plants, etc.) that is not taken into consideration 
in government budgets. Investment spending has 
helped the economy to sustain an average growth 

of 9.4% during this period.

9.6.2 Bosnia
The experience from Bosnia is significantly better. 
The economy grew at an average of 17.9% (1995 
– 2004). This was achieved through significantly 
higher investment spending (an average of 26.6% 
of GDP during this period). Higher growth was also 
due to closer proximity to bigger EU markets, easier 
access to finances and a skilled labour force with 
higher education levels compared to other post-
conflict states. 

104     Source: World Bank
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Table 9.7  Estimated investment projection over the Transport Sector Investment Programme period

9.6.3 Timor-Leste

The Timor-Leste experience is different. Whereas 
investment-spending levels were higher than those 
of Bosnia, the results were less striking. Growth 
averaged 6.5% the first 10 years of reconstruction 
(a third of the growth experienced by Bosnia). 
Geography and limited access to finance and 
markets played a key role. 

9.6.4 Ethiopia
Perhaps most relevant to Somalia is the experience 
of Ethiopia. The post-conflict development from 1993 
to 2002 recorded average investment spending of 
28% of GDP. This is one of the highest for any post-

conflict state. This helped to sustain an average 
growth of 7.9% during this period. 

9.6.5 Estimated investment projection over 
the Transport Sector Investment Programme 
period

From the above examples, two assumptions are 
carried forward in this TSIP. One, that 5–20% of 
the GDP, at an average growth rate of 5%, can 
be assumed as the projected possible overall 
investment (public and private) in the Somali 
economy. This envelope, projected from the current 
GDP number, would translate to the investment 
estimates in Table 9.7.

Projected

2015 2016 2017 2018 2019 2020 2021 2022 2023 2024 2025

Nominal GDP 
(USD million) 5,953 6,389 7,044 7,396 7,766 8,154 8,562 8,990 9,440 9,912 10,407

Real GDP growth 2.7 3.4 4.3 5.0 5.0 5.0 5.0 5.0 5.0 5.0 5.0
Investment at 5% of 
GDP 298 319 352 370 388 408 428 450 472 496 520

Investment at 10% of 
GDP 595 639 704 740 777 815 856 899 944 991 1,041

Investment at 20% of 
GDP 1,191 1,278 1,409 1,479 1,553 1,631 1,712 1,798 1,888 1,982 2,081

Two, since breakdown of investment by sectors 
is not available for the countries studied, a major 
share of this investment is public and is in the 
social sectors followed closely by the infrastructure 
rebuilding effort. Based on these two lessons, the 
TSNA team estimated a low-, base- and high-case 
scenario.

9.6.6 The Transport Sector Investment 
Programme and investment scenarios

To establish the low-, base- and high-case scenarios 
so as to present realistic investment availability for 

the TSIP, the following assumptions were used: the 
overall investment in the transport sector would 
be 20% of the overall investment in the Somali 
economy, or in other words 1–4% of GDP (1% 
low, 2% base and 4% high case). This is quite a 
healthy assumption, given that one of the highest 
investments in the transport sector has been 
recorded in China at around 5%. This is normally 
unachievable given that Chinese implementation 
efficiency during this period was abnormally high. 
The overall TSIP prioritised and phased, as shown 
in the preceding Chapter 8, compared to the three 
possible investment scenarios, is illustrated in 
Figure 9.1 and 9.2 below and tabulated in Annex 8.
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Figure 9.2  Cumulative annual phasing

9.6.7 Financing options

The sectoral breakdown of the TSIP breakdown is shown in Figure 9.3.

Figure 9.1  Transport Sector Investment Programme annual phasing (USD million)
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Figure 9.3  Share of investment

The road sector programme proposed is USD 
1,433 million, the aviation sector programme is 
USD 236 million, and the ports sector programme 
is USD 224 million over the 10-year period. A bulk 
of the fi nancing is proposed for the road sector 
programme to restore connectivity. The following 
sections discuss the possible fi nancing options for 
each of the sectors.

9.6.8 Roads
In the TSIP period, all fi nancing for the road sector 
infrastructure is envisioned to come from the public 
sector and major donors. Road sector services, 
however, will primarily be privately fi nanced in both 
the passenger and goods segments. The team 
recommends no fi nancial intervention in this area 
except development of appropriate regulation.

The level of development of the FGS’s fi nances and 
economic infrastructure is essentially nascent. This 
will slowly pickup and develop some level of fi scal 
sophistication over the next 10 years. The road sector 
programme is about restoring connectivity across 
the fragile country thereby building confi dence in 
the state. It serves economic, and more specifi cally, 
social and political ends. Hence, more important 
than a fi nancing option for the road sector 
infrastructure at this stage, the team recommends 
focusing on leveraging the road sector programme 
for both social and economic gains in more than 
one way. Overall, the TSIP analysis indicates very 
high priority for many of the farm-market and feeder 
roads. In Chapter 10, the team recommends that 
the feeder roads programme deliver more than just 
physical infrastructure and connectivity by using a 
workfare programme to implement the programme 

where appropriate.

9.6.9 Ports and shipping
The nature of this sector dictates the fi nancing 
model. Most of the port infrastructure can and should 
be fi nanced through the private sector, including 
the oil terminals, the container terminals, and other 
related infrastructure at the major ports such as 
Mogadishu, Bosaaso, and Berbera. Even where 
public fi nancing is used to lure port operators and 
investors, the ultimate design should be a landlord-
based operations model. It is recommended that the 
infrastructure of smaller ports and related services 
be fi nanced through the public sector. A key focus 
of public fi nancing in the ports and shipping sectors 
should be to build the right institutions and port 
landlords with appropriate regulatory environment.

9.6.10 Aviation
For the aviation sector programme, three fi nancing 
options are recommended. First, that all aviation 
infrastructure and equipment for airports/airfi elds 
be fi nanced primarily through the public sector and 
donor fi nancing. Second, that the primary focus be 
on establishing the overall institutional infrastructure 
required in the development of the formal Somali 
aviation sector. Third, that all primary aviation 
services (airside) should be fi nanced through the 
private sector and any plans to develop a national 
airline should be based on the private fi nance model. 
Last, the aviation sector revenues available from 
over-fl ight charges should be accounted for and 
an equivalent amount earmarked during the TSIP 
period for re-investment into ground infrastructure 
for the aviation sector.





Appropriate transport sector institutions do not exist. 
Thus, the solution is to institutionalise an overall 
transport board and a transport fund for Somalia that 
provide a “start-up” for transport policy and projects 
and implementation and fi nancing, respectively. 
These two institutions will be paired with one or more 
implementation partners and work on a project-by-
project basis with the relevant existing institutions 
on the ground. Together, they will prepare, deliver 
and sustainably hand over the project to the rightful 
“owner”. The transport board and transport fund 
along with the implementation partner(s) will also 
provide institutional reform guidance and on-the-job 
capacity building to the relevant institutions such 
that the recommended (in Chapter 4) institutional 
structures for roads, aviation and ports evolve, both 
at the federal and state levels. A basic structure for 
a Somali transport board and transport fund can 
be prepared in consultation with the FGS and its 
states. A Somali transport fund can be initiated as 
a specialised window under the SIF. Suggestions 
on other implementation approaches, including 
a detailed section on role of an implementation 

partner or partners is provided in this chapter.

10.1 Three pillars of sustainability

The TSIP is at the core of delivering the overall 
Somali infrastructure programme, which also 
includes water, energy and ICT. The timely delivery 
of the TSNA will ensure that construction inputs and 
overall connectivity required within the country to 
effectively implement the other three infrastructure 
programmes are developed and operational. All 
other development plans, education, health, urban 
development, and so on, rely on the ability of 
Somali ports to import the construction inputs, and 
the ability of Somali airports and roads to deliver 
the right human resource and equipment where 
they are needed. It is the ability of the TSIP to help 
establish the writ of the FGS through infrastructure 
development and contributions to immediate fi scal 
revenue generation and direct delivery of livelihoods 
and social protection that sets this programme 
apart. Figure 10.1 sets this out.

10 Implementation arrangements 
for the transport sector 
investment programme

Figure 10.1  Delivering more than just infrastructure

10.1.1 Delivering economic infrastructure

A direct output of the implementation of the TSIP will 
be the boosting of the Somali fi xed asset economic 

account (Figure 10.2). Improved connectivity will 
enable people to better access social and economic 
opportunities; it will also ensure goods can be 
transported to increase their value.

Revenue 
thought 
customs 

and border 
management

TNSA - 
economic 
and social 

infrastructure

Livehoods through
workfare
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Figure 10.2 Connectivity measures how the utility of a place is delivered

10.1.2 Delivering social protection

The TSIP can assist the government to develop a 
rapid but cohesive approach to a national emergency 
employment programme for rural families by further 
developing and expanding existing labour-based 
road repair programmes. Such programmes are 
being undertaken in parts of Puntland and Somaliland 
albeit using more of a community contribution 
approach. This is with a view to making appropriate 
labour-based project implementation as inclusive as 
practicable in the roads and aviation sectors. 

The TSNA team, therefore, recommends 
implementing a part of the roads and aviation 
sectors programmes through a Somalia emergency 
employment programme.

Phase I of such a programme will aim: 

i. To assist the FGS in providing employment 
in rural areas at minimum wage as a safety net 
to as many people and in as short a time as may 
be feasible.
ii. For quality nationwide rehabilitation, 
reconstruction and maintenance of essential rural 
access infrastructure using appropriate labour-
based approaches thereby creating short-term 
employment for the rural poor.

Phase II of such a programme can also contribute to 
the disarmament, demobilisation and rehabilitation of 
ex-combatants.

10.1.2.1 Drawing parallels between Afghanistan 
and Somalia on workfare programmes and trans-
port infrastructure reconstruction

10.1.2.1.1 Workfare and transport 
infrastructure

A majority of the emerging road sector priorities are 
feeder and coastal roads. These are set to gravel 
standards, providing an opportunity to introduce 
appropriate labour-based technologies during 
implementation. Similarly, the airstrips maintenance 
programme (of gravel surfaces) is a great 
candidate for workfare programmes. Thus, a major 
part of the investment in the transport programme 
can deliver livelihoods and cash transfer benefi ts 
while improving the infrastructure. One of the most 
successful programmes of this kind ever carried 
out by the WB Group in post-confl ict countries was 
the national emergency employment programme in 
Afghanistan, vestiges of which continue to date. This 
could be used as a template in Somalia, especially 
in the south, as such programmes, by merging 
infrastructure repair and maximisation of livelihoods, 
ensure that the writ of the state is seen as being 
delivered and established. Another important aspect 
is that these programmes, especially those linked 
to maintenance of feeder roads, can also boost 
some of the tribal and clan political economies by 
literally handing over workfare and other vocational 
opportunities to different tribes along different 
segments of the road for the benefi t of all.
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10.1.2.1.2 Vocational training and 
disarmament, demobilisation and rehabilitation

Another similarity is the opportunity to disarm, 
demobilise and reintegrate militants. The on-going 
transport infrastructure reconstruction programmes 
would provide opportunities for reintegration of the 
militants into society. This is usually a tough but doable 
programme. Livelihoods opportunities required for 
reintegrating militias are often not self-targeting; 
they offer lower than minimum wage opportunities, 
implying that the poorest get automatically 
selected. This is addressed by creating and pairing 
vocational training and employment opportunities 
with contractors delivering transport infrastructure 
(roads, bridges and airports). Again, the Afghan 
experience of implementing such programmes 
is successful and well documented and can be 
replicated in Somalia.

10.1.2.1.3 Kuchis and Somali pastoralists

Almost a fourth to a third of the Somali population 
are pastoralists/nomadic. Much can, therefore, be 
learnt from the experiences in workfare and similar 
programmes implemented to include the Afghan 
Kuchis (nomadic tribes), including introduction of 
piece wage work.

10.1.2.1.4 Somali attitudes to menial work

There has been much research done on Somali 
attitudes to menial work. However, careful 
programme design planning can work around 
challenges presented by these attitudes.

10.1.3 Customs and border management: 
bolstering local revenue critical for sustainability

10.1.3.1 An effective government needs 
revenue

Financial sustainability is vital for government’s 
effectiveness and Somalia’s future. The national 
development budget is entirely donor financed 
and will remain so in the medium term. Somalia’s 
ordinary budget (government payroll, operations, 
and maintenance) is already projected at USD 91 
million/year and is anticipated to increase in the 
medium term. The country’s revenues are primarily 
from two sources – customs and domestic taxation. 
Customs revenue makes up 70% or more of the total 

revenue. Enhanced revenue mobilisation has to be 
one of Somalia’s highest priorities. This will improve 
revenue collection by reforming the tax system 
and customs administration, initially through “high 
yielding” measures that can be easily administered. 
In the short to medium term, customs will continue 
to be the single largest contributor to government 
revenue. 

Somalia should increase revenue from customs 
through: (i) ensuring better nationally harmonised 
administration and collection of existing revenue 
– better valuation, assessment, collection, and 
checking leakage; and (b) facilitating trade and 
transit to increase the customs revenue base.
The enabling environment, administration and 
operations of customs are slowly being rebuilt. 
However, they are still far from meeting the standards 
of Somalia’s expectations of securing increased 
revenue, protecting society and facilitating trade. A 
peripheral but equally important impact of enhanced 
customs operations for Somalia will be improved 
border controls. This will improve its formal and 
legal trading with neighbouring countries, especially 
Kenya.

The TSIP with its ports, airports, roads and border 
crossings (all these are in effect international 
borders) is the natural path upon which to build 
the Somalia customs improvement programme. 
The TSNA team recommends a Somali customs 
modernisation and trade facilitation plan to secure 
revenue, protect society and facilitate trade. This 
will boost economic development and job creation.
Hence, a TSIP implementation plan should focus 
on delivering infrastructure, social protection and 
livelihoods, and customs modernisation for revenue 
generation. This will ensure sustainability of the 
programme, its delivery, and its ability to attract high 
visibility development and donor financing.

10.2 Delivery capacity

10.2.1 Implementation partner

The TSNA team recommends the partner model, 
while at the same time building capacity and 
clarifying institutional mandates and domain. The 
implementing partner institutional arrangements 
will gradually evolve into the required public 
sector institutional structures with an already built 
in capacity. Table 10.1 lists the various services 
proposed by the implementing partners.
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Table 10.1  Services to be provided through implementing partners

Objective:
Partner with relevant government sector agency to implement the projects and build local public 

and private sector capacity

Representative list of services to be provided by implementing partners
A. Planning and sub-projects selection

Project and sub-projects planning consultations Federal and state
Feasibility studies Federal and state
Political consensus building Federal and state
Government budget hearings Federal and state 
New counterpart ministry staff on contract Federal and state
Counterpart capacity building Federal and state
Counterpart support services Federal and state
Progress reporting Relevant government agency and donor

B. Projects design and tendering

Survey and design Federal and state
Tender documents Federal and state
Tendering Federal and state
Registration of contractors and other service 
providers with the ministry

Federal and state

Tender evaluation Federal
Assessments of bidders Federal and state
Required pre-award clearance Relevant government agency and donor
Award and signing Federal and state
Award risk management1 Federal and state
Meeting national private sector development and 
social targeting objectives

Federal and state

Local industry capacity building Federal and state
New counterpart agency staff on contract Federal and state
Counterpart capacity building Federal and state
Counterpart support services Federal and state
Progress reporting Relevant government agency and donor

C. Sub-projects implementation

Project administration Federal and state
Quality control Federal and state
Monitoring and evaluation Federal and state
Inclusion and national focus Federal and state
Local industry capacity building Federal and state
New counterpart ministry staff on contract Federal and state
Counterpart capacity building Federal and state
Counterpart support services District, province and centre
Disbursements and all accompanying financial 
management2

Federal and state

Progress reporting Relevant government agency and donor
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10.2.2 Implementing partner agreement 
structure
The overall implementing partner agreements can 
be sector based, subsector based, or based on a 
selected sub-set of the above two. The proposed 
structure is shown in Figure 10.3.

The implementation partner model has a global 
success record in not only timely implementation, 
but also in parallel capacity building of both public 
sector and private sector institutions. The TSNA 
team proposes a separate activity to develop and 
detail this proposed implementation structure as 
this is beyond the terms of reference of this TSNA. 

Figure 10.3  Proposed partner agreement structure using the implementing partner model

106     Aljazeera.com  On behalf of the relevant government agency and donor as appropriate. 
107     Through a combination of formal banking and informal money transfers (charges vary between 1 and 5% depending on the location and amount). This 
is a must as carrying cash to project sites, especially for community-based disbursements, is fraught with risk.

D. Other services

Offi ce of the Accountant General audit support to ministry 
General programme procurement support to relevant government agency (to ensure harmonisation)
General overall programme management support for relevant government agency (to ensure 
harmonisation)
Country-wide communications management
Country-wide security management
Emergency response reprogramming of sub-projects (confl icts, drought and fl oods are the key concerns)
Meeting national private sector development and social targeting objectives
Maintenance of an overall MIS with a geographic information system
Training in appropriate labour-based technologies, surveying, computer aided design
Development of standardised bid documents for relevant government agency
Donor coordination for the relevant government agency
Offi ce facilities (related to programme and project) management for the relevant government agency
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11.1 Why corridor development? 
African corridors and lessons 

Trade corridors contribute significantly to regional 
integration and economic development. However 
developing competitive trade corridors in Africa 
faces a host of challenges. 

Africa is the second largest and the second most 
populous continent. In addition to its heterogeneity, 
Africa is highly segmented geographically. Indeed, it 
is distinctive compared to other developing regions 
in both its physical and human geography108.  The 
continent has the most number of countries per 
square area in comparison with other developing 
regions, with each sharing borders with on average 
four neighbours. Africa also has a large proportion of 
its population living in countries with an unfavourable 
geographic and economic environment for 
development. Forty percent of its population is in 
landlocked countries, compared with 23% in East and 
Central Asia. Its low population density is accentuated 
by high internal transport costs, estimated at nearly 
twice the levels of other developing regions. The 
result, except for South Africa and Nigeria, is small 
markets. These conditions make it costly to trade in 
Africa. In many respects, the continent’s geography 
has shaped it economic fortunes.

Although many countries in Africa have registered 
economic development over the last decade, the 
continent’s overall trade performance in the global 
marketplace has been low. World trade accounted 
for 16% of global output in 1991; this figure had 
jumped to 20% by 2004. Nevertheless, the trade 
flows of African economies on the whole have yet 
to be favourably impacted by this growth. In fact, 
export market share has continuously fallen over the 
last six decades. This is despite the existence of a 
multitude of inter-regional trade agreements on the 
continent as shown in Figure 11.1.

11 Trade corridors: regional connectivity 
and transit potential trade

“Transportation costs in sub-Saharan Africa 
(SSA) range from 15 to 20% of import costs, 
a figure three to four times that of developed 
countries. On average, transport costs in 
SSA add 18.7% to the unit cost of goods. 
The costs of intra-SSA trade are so high that 
the baseline costs of shipping to Uganda, 
across SSA, are higher than the costs of 
freight to Uganda from the US. Overall, 
the costs of trading in SSA have not fallen 
since the mid-1990s.” – Department for 
International Development (DFID) 2011

110     The 47 countries of sub-Saharan Africa are Angola, Benin, Botswana, Burkina Faso, Burundi, Cameroon, Cape Verde, Central African Republic, 
Chad, Democratic Republic of Congo, Republic of Congo, Côte d’Ivoire, Djibouti, Equatorial Guinea, Eritrea, Ethiopia, Gabon, The Gambia, Ghana, Guinea, 
Guinea-Bissau, Kenya, Lesotho, Liberia, Madagascar, Malawi, Mali, Mauritania, Mauritius, Mozambique, Namibia, Niger, Nigeria, Rwanda, Sao Tome and 
Principe, Senegal, Seychelles, Sierra Leone, Somalia, South Africa, Sudan, Swaziland, Tanzania, Togo, Uganda, Zambia and Zimbabwe.
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Figure 11.1  Inter-regional trade agreements in Africa

11.2 Weak transportation systems
One of the primary reasons for the stagnation in 
Africa’s share in global trade is weak transportation 
systems that do not adequately link the population, 
production and economic centres to markets, bor-
ders and ports. Less than 40% of Africans living 
in rural areas are within 2km of an all-season road, 
compared with two-thirds in other developing re-
gions. Due to low population densities, addressing 
the rural isolation problem would entail a doubling 
or tripling of the current classifi ed road network. 
The unit cost of providing a basic infrastructure 
package in these conditions is USD 400/capita, 
compared to USD 200/capita in densely populated 
cities. This is the case even when the possibility 
of applying cheaper decentralised technologies in 
rural areas is taken into account. 

The TSNA team estimates that to improve the 

identifi ed main corridors linking urban centres and 
potential border corridors, the average cost/capita 
of population benefi tted is USD 200 (ranging from 
USD 45–444); this fi gure for feeder roads is USD 
816 (ranging from USD 71–2,930).

Besides a weak transportation network, non-tariff 
barriers and trade logistics contribute signifi cantly 
to delays and added costs. In sub-Saharan Africa, 
these challenges are further compounded by 
regional confl icts and confl icts between countries at 
the border regions.

11.3 Trans-African and sub-Saharan 
Africa trade routes

Africa has several developed and emerging 
trans-continental highways. The EU and AfDB 
are supporting these. The Trans-African Highway 
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Figure 11.2 Emerging trans-African corridors111 

Network comprises transcontinental road projects 
being developed by the UN Economic Commission 
for Africa (UNECA), the AfDB and the African 
Union in conjunction with regional international 
communities. These projects aim to promote trade 
and alleviate poverty in Africa through highway 
infrastructure development and management of 
road-based trade corridors. The total length of the 
nine highways in the network is 56,683km (35,221 
miles). Links between these routes and Somalia are 
conspicuous in their absence.

In some documents, the highways are rather 
referred to as road corridors. The name trans-
African highway and its variants are not widely used 
outside the planning and development circles. As 
of 2014, one does not see them signposted as such 
or labelled on maps, except in Kenya and Uganda 
where the Mombasa–Nairobi–Kampala–Fort Portal 
section (or the Kampala–Kigali feeder road) of 
Trans-African Highway 8 is sometimes referred to as 
the «Trans-Africa Highway». This is shown in Figure 
11.2.

111     Mapsof.net/map/map-of-trans-african-highways. 
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Sub-Saharan Africa has several historical trade 
routes; some have developed as national and 
regional corridors. However, the overall condition of 
the network remains poor at best.

A network of trade routes traverses from east to 
west:

i. Lobito-Benguela: The route starts from 
Angola, traverses through the Democratic 
Republic of the Congo (DRC) and terminates at 
the border with Zambia.
ii. Nacala: This route starts near the end of the 
Lobito–Benguela Route, traverses through Zambia 

and Malawi and terminates in Mozambique.
iii. Dar es Salaam Route: Starting from 
Zambia near the start point of the Nacala Route, 
it heads northeast to Dar es Salaam in Tanzania.
iv. The Central and Northern routes connect 
Dar es Salaam to Kampala (Uganda) onwards 
to Nairobi (Kenya). Other trade routes run north 
to south linking Addis Ababa (Ethiopia) and Port 
Sudan, and Addis Ababa and Djibouti. 

Conspicuous by their absence are routes linking 
Somalia with the rest of Africa, except for the Berbera 
Corridor that connects the country with Ethiopia as 
shown in Figure 11.3.

Figure 11.3  Trade corridors in sub-Saharan Africa

A 2011 Department for International Development 
(DFID) report concludes that sub-Saharan Africa’s 
share of world trade has hovered around 2% in 
recent years. Although the region has a lot to gain 
from enhancing regional integration as a means of 
facilitating trade both within itself and the rest of 
the world, progress in this area has been limited to 
date. Sub-Saharan Africa’s defi cient infrastructure 
(both hard and soft) acts as a signifi cant constraint 
to trade. This has been amplifi ed by the region’s 
small, isolated and undiversifi ed economies. 

Overcoming the collective action problems 
required to rectify this situation will require high-
level political commitment and regional stability 
over an extended period. 

11.4 Logistics and transport issues in 
Eastern African countries

The international trade routes in East Africa (Figure 
11.4) are mainly the northern and central transport 
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Figure 11.4  Horn of Africa trade corridors providing access to deep seaports112 

corridors, which link the ports of Mombasa and Dar 
es Salaam to landlocked countries by road and rail. 
The main Northern Corridor Route runs inland from 
Mombasa via Nairobi to Kampala, with extensions 
to the DRC, Rwanda and Burundi. The Central 
Corridor runs from Dar es Salaam via Dodoma to 
northwest Tanzania, with extensions to the DRC, 
Burundi, Rwanda and Uganda. 

Road infrastructure in these two major transport 
corridors has improved substantially over the last 
few years, while the performance of the railway 
networks has deteriorated considerably. Transport 
costs are estimated at 35% of the value of exports 

for Uganda and more for the other Great Lakes 
countries. 

Some WB studies have found that the costs per 
ton-km to/from Rwanda to Mombasa through the 
Northern Corridor are twice the cost per ton-km 
between Nairobi and Mombasa. This stresses the 
large impact of border crossing and trade volumes 
on logistics costs. On average, freight costs in all 
developing countries worldwide are nearly twice as 
high as those in developed countries. Taking into 
consideration costs related to conveyance, storage, 
and handling of goods, Africa has the highest 
transport costs among developing continents. 

112     Pre-Feasibility Study of the Regional Transport Sector in the Berbera Corridor Final Pre-Feasibility Report, European Commission, 2003
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A recent UN Conference on Trade and Development 
(UNCTAD) study indicates that freight cost as a 
percentage of total import value was 13% for Africa 
in 2000, compared to 8.8% for all other developing 
countries and 5.2% for developed countries. Some 
African countries have made some improvements in 
reducing freight costs. This has been largely due to 
improvements in terminal handling that have offset 
insufficient infrastructure facilities and inefficient 
practices with transit transport and terminal 
equipment. However, this has not been sufficient 
to change the position of African countries as high-
transport-cost countries.

Transport delays and uncertainty contribute to higher 
transportation costs. On average, it takes almost 
three weeks for a container to arrive in Kampala 
from the day it lands at the port of Mombasa (almost 
two weeks dwell time at the port and six days for 
road transport). Along the Central Corridor, it takes 
eight days to transport goods from Dar es Salaam 
to Kampala; the return trip should ideally take fewer 
than 20 days. However, some freight forwarders 
report that it takes longer, with a round trip taking 45 
days (20 days each way and five days for clearance 
at border points). 

Uncertainty in the logistics chain contributes to higher 
transaction costs in Africa. For example, operating 
conditions in both the Tanzania and Kenya railway 
sectors make it difficult to estimate the number of 
days shipments take to arrive at their destination. 

Locomotive shortages and wagon mismanagement 
partly explain the uncertainty of rail transport. 
Exporters, therefore, prefer to transport goods by 
road, despite the increased risk of theft and higher 
freight charges. Often, departure schedules are not 
adhered to resulting in goods remaining at the port for 
extended periods. In such an uncertain environment, 
transport companies strive to cope by investing in 
costly information systems or employing additional 
people to ensure transactions run smoothly113. 

11.5 Viability of corridors through 
Somalia for Middle East, South Asia 
and Far East

The distance matrix in Table 11.1 shows the 
connectivity of land locked major cities with ports in 
the region. Currently, the only established corridor 
connecting Somalia with the rest of Africa is the 
Berbera–Addis Ababa Corridor. Addis Ababa links 
the north to Sudan and the south to Mombasa via 
Nairobi. However, Djibouti offers an alternative 
destination for Ethiopian exports. Kismayo in 
southern Somalia may provide a competitive route 
to Nairobi and Kampala. Although routes from 
Somalia to other African countries may not appear 
lucrative, it is the closer distances from Somali ports 
to the ports in the Middle East, Pakistan, and India 
and beyond that could add value to these corridors 
through Somalia.

113     Pre-Feasibility Study of the Regional Transport Sector in the Berbera Corridor Final Pre-Feasibility Report, European Commission, 2003

  1 2 3 4 5 6 7 8 9 10 11 12

1   933 1,628 1,622 1,410 865 1,554 1,811 1,839 1,475 2,485 2,010
2 933   803 1,889 1,410 720 2,585 2,683 2,702 2,338 3,276 2,801
3 1,628 803   1,869 1,389 1,520 2,564 2,662 3,502 3,137 3,671 3,205
4 1,622 1,889 1,869   483 2,421 925 1,022 3,460 3,095 2,031 1,560

5 1,410 1,410 1,389 483   1,942 1,179 1,277 3,247 2,883 2,286 1,820
6 865 720 1,520 2,421 1,942   2,276 2,534 2,035 1,670 3,207 2,733
7 1,554 2,585 2,564 925 1,179 2,276   483 3,388 3,024 1,147 673
8 1,811 2,683 2,662 1,022 1,277 2,534 483   3,648 3,284 1,633 1,154

9 1,839 2,702 3,502 3,460 3,247 2,035 3,388 3,648   820 2,644 3,848
10 1,475 2,338 3,137 3,095 2,883 1,670 3,024 3,284 820   1,851 2,493

11 2,485 3,276 3,671 2,031 2,286 3,207 1,147 1,633 2,644 1,851   639

12 2,010 2,801 3,205 1,560 1,820 2,733 673 1,154 3,848 2,493 639  
Ports                      

Note: 1 Addis Ababa; 2 Berbera; 3 Bosaaso; 4 Kismayo; 5 Mogadishu; 6 Djibouti; 7 Nairobi; 8 Mombasa; 9 
Port Sudan; 10 Khartoum; 11 Juba (South Sudan); 12 Kampala

Table 11.1  Distance matrix for major ports and landlocked cities in East Africa
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Table 11.2  Somalia’s trade partners

Somalia is strategically located for shipping in the East as shown in Figure 11.5.

Figure 11.5  World sea routes

11.6 Somali trade partners

In 2013,  Somalia’s total trade (exports and imports) 
stood at USD 2,458 million with Ethiopia, Oman and 
Saudi Arabia as the major trading partners. Exports 
accounted for USD 545 million and imports for USD 

1,913 million. A total of 2.1 million metric tons of 
cargo were handled at Somali ports. The main trade 
partners who accounted for 90% of the trade were 
Ethiopia (26%), Oman (18%), Saudi Arabia (13%), 
India (9%), Kenya (7%), China (7%), Yemen (4%), 
Pakistan (3%) and Turkey (2%). See Table 11.2.

Partner Value (USD) % Value Weight (MT) % MT

Ethiopia 651,113,963 26 352,922 17%
Oman 433,935,629 18 713,151 34%
Saudi Arabia 328,522,888 13 126,727 6%
India 227,787,507 9 352,336 17%
Kenya 173,455,745 7 37,542 2%
China 167,485,544 7 58,742 3%
Yemen 102,926,417 4 88,231 4%
Pakistan 69,508,048 3 141,457 7%
Turkey 59,366,598 2 49,404 2%
Malaysia 30,106,154 1 27,612 1%
Thailand 24,132,612 1 24,638 1%
Egypt 23,635,802 1 34,653 2%
Brazil 23,338,069 1 41,812 2%
Indonesia 22,081,024 1 11,377 1%
France 21,755,211 1 5,911 0%
Others 99,146,330 4 34,552 2%
Total 2,458,297,541 2,101,066 100%
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11.6.1 Somali exports

Livestock accounts for 81% of the total exports 
from the country. Other export commodities include 
oil seeds (10.5%) and animal hides and skins 
(2.4%). Exports are also heavily concentrated in 
respect to trading partners. Saudi Arabia is the 

largest trade destination accounting for over 55% 
of all exports by value. Other important export 
trade partners are Oman (20.7%), Yemen (8.3%) 
and India (7.3%). These four countries hold 92% 
of the export market for Somalia. Somalia’s trade 
partners for exports from the country are shown in 
Table 11.3.

Country to which exported Value (USD) % Value Weight (MT) % Weight

Saudi Arabia 302,082,005 55.41 100,469 48.9%
Oman 112,777,153 20.68 28,216 13.7%
Yemen 45,164,338 8.28 30,009 14.6%
India 39,768,856 7.29 24,254 11.8%
China 20,654,204 3.79 10,414 5.1%
Pakistan 6,253,330 1.15 3,390 1.6%
France 4,776,909 0.88 2,404 1.2%
Kenya 3,410,931 0.63 92 0.0%
Brazil 2,090,010 0.38 639 0.3%
Turkey 1,051,799 0.19 525 0.3%
Others 7,183,786 1.32 5,225 2.5%
Total 545,213,321 205,638

Table 11.3  Trade partners – exports

11.6.2 Somali imports

The major import partners are Ethiopia (34%), 
Oman (16.8%), India (9.8%), Kenya (8.9%), China 
(7.7%) and Pakistan (3.3%). Imports mostly consist 
of food – vegetables, flour, cereals, dairy products 
and tobacco, which comprises 62% of the total 

imports. Consumer goods (soaps, clothing) 
comprise 5% of imports; construction materials 
4%; telecoms, telephone and related equipment 
3%; vehicles 2%; and medicines 2%. Refined 
petroleum products account for only 0.13% of 
total imports. Trade partners of Somali imports are 
shown in Table 11.4.
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Table 11.4  Trade partners – imports

Country from which imported Value (USD) % Value Weight (MT) % Weight

Ethiopia 651,075,424 34.03 352,882 18.6%
Oman 321,158,476 16.79 684,935 36.1%
India 188,018,651 9.83 328,083 17.3%
Kenya 170,044,814 8.89 37,450 2.0%
China 146,831,340 7.68 48,328 2.5%
Pakistan 63,254,718 3.31 138,066 7.3%
Turkey 58,314,799 3.05 48,880 2.6%
Yemen 57,762,079 3.02 58,222 3.1%
Malaysia 30,106,154 1.57 27,612 1.5%
Saudi Arabia 26,440,883 1.38 26,258 1.4%
Thailand 24,006,869 1.25 24,605 1.3%
Egypt 23,178,718 1.21 34,505 1.8%
Indonesia 22,081,024 1.15 11,377 0.6%
Brazil 21,248,059 1.11 41,173 2.2%
France 16,978,302 0.89 3,506 0.2%
United Kingdom 16,801,307 0.88 2,557 0.1%
Italy 14,858,809 0.78 8,980 0.5%
Uganda 7,779,676 0.41 679 0.0%
Others 53,144,118 2.78 17,331 0.9%
Total 1,913,084,220 1,895,429

11.6.3 Centrality of livestock trade and 
absence of value addition

At USD 442 million, the livestock trade plays a pivotal 
role in the Somali economy. The destinations for exports 
are Saudi Arabia (68%), Oman (25.4%), Yemen (6.4%) 
and Kuwait (0.1%). Figure 11.6 provides an overall 
picture of Somali imports and exports. 

Livestock is also imported by Somalia from Ethiopia 
(USD 148 million). This is most likely to meet its export 
market demands, as the price differential for livestock 
between the two countries is insignificant. On the 
other hand, Kenya has much higher livestock prices 
and Somali traders move livestock to markets as far as 
Nairobi and Mombasa.

11.6.4 Which neighbours benefit?

Trade routes between Kenya, Ethiopia and Somalia 
are critical. Improving the transport corridors 
between neighbouring countries up to the Somali 
ports should lead to further growth in regional trade. 
Trade data reveals that despite a significant livestock 
industry, value addition remains low as Somalia 
exports are mostly live animals, raw hides and skins 
while relying on imported dairy products to meet its 
domestic requirements. Similarly, despite having 
the longest shoreline in Africa and several ports and 
harbours, fishing does not contribute significantly to 
the exports. This highlights the immense potential 
for downstream value addition in these key areas.
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Figure 11.6  Imports and exports
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Figure 11.7  Berbera Trade Corridor

11.7 Which corridors make the best case? 

11.7.1 The Berbera–Hargeisa–Addis Corridor

This is a competitive route to the port in Djibouti. 
The road linking Berbera and Addis Ababa has a 
total length of 937km (241km are within Somaliland, 

696km in Ethiopia) compared with 907km from 
Addis Ababa to Djibouti. Improvements in road 
conditions, port handling and capacity (especially 
for petroleum), improvements in border and customs 
management, and decreasing overall processing 
time could capture a signifi cant portion of the east 
Ethiopian import/export market, which is currently 
mostly serviced by Port Djibouti (see Figure 11.7).

11.7.2 The Garacad–Galkayo–Galdogob–
Addis Ababa Route
The Government of Puntland has proposed to 
construct a new port at Garacad, which lies midway 
between the two major ports of Bosaaso and 
Mogadishu, which are 1,400km apart. The port 
once developed would primarily serve to reduce 
considerably the cost of land transport to all parts 
of Central Somalia lying between Bosaaso and 
Mogadishu. It could also create a route leading 
towards Addis Ababa, connecting through 
Galkayo, Galdogob and then onwards to Ethiopia. 

Currently there is no established direct route 
between Garacad and Galkayo while much of the 
route between Galkayo and Galdogob comprises 
of tracks and would need to be developed. The 
approximate distance of the route from Garacad to 
the Ethiopian border is 350km. Similarly, across the 
border a new route would need to be established on 
the Ethiopian side that links to Highway 10 and 90 
towards Addis Ababa. The proposed corridor would 
be about 1,450km in length. This route if constructed 
could serve as a trade corridor for the eastern parts 
of Ethiopia that are not linked to the Berbera Trade 
Corridor.
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Figure 11.8  Garacad–Galkayo–Galdogob–Addis Ababa Route

Figure 11.9  Kismayo–Liboi–Nairobi Route

11.7.3 The Kenya routes

Two routes lead towards Kenya:
Route I: From Kismayo (the port) to Liboi (Somalia 
border) to Nairobi. Total length of the route is about 

750km. Cities linked are Kismayo, Liboi, Dadaab, 
Garissa and Nairobi. A new road of 220km needs to 
be constructed from Kismayo to Liboi. From Liboi, 
the distance to Nairobi is about 530km mostly on 
Highway A3 and B7 in Kenya.
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Figure 11.10  Mogadishu–Beled Hawo–Nairobi Route

The proposed route (Figure 11.9) also links with 
Mogadishu, which is 483km further northeast. Total 
length of the route connecting two of the major 
Somalia ports with Nairobi is about 1,243km. 

Route II: Mogadishu to Beled Hawo (Somalia) to 
Nairobi (Figure 11.11). Total length of the route is 

about 1,490km. From Mogadishu, the road is linked 
through Baidoa, Dolow and Beled Hawo and covers 
520km. The distance from Beled Hawo to Nairobi is 
970km and is connected through highways B9 and 
Az2 in Kenya. Major cities connected in Kenya are 
Mandera, Wajir, Isiolo, Thika and Nairobi.
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Figure 11.11  Connecting Somalia with the East African Community network
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Both routes from Kismayo to Liboi and Mogadishu 
to Beled Hawo link to the planned East African 
Community road network (Figure 11.11). Thus, 
they would provide connectivity with the two transit 
corridors that facilitate import/export activities in the 
region: The Northern Corridor (1,700km long) which 
commences at the port of Mombasa and serves 
Kenya, Uganda, Rwanda, Burundi and eastern 
DRC; and the Central Corridor (1,300km long), 
which begins at the port of Dar es Salaam and 
serves Tanzania, Zambia, Rwanda, Burundi and 
eastern DRC. However, the Mogadishu–Kismayo–
Liboi Route provides a distance saving of about 
300km to the Kenyan border and an overall saving 
of about 250km compared to Mogadishu to Beled 
Hawo Link.
 

11.8 Trade corridor development needs

Due to the comparatively longer road haulage 
distances from land locked urban centres through 
Somalia to its ports, the team recommends 
developing a trade corridor that would attract 
commercial transit traffic. This would necessitate 
not only considerable improvements in the Somali 
road network along these routes, but also polices 
and systems which contribute to a reduction in 
transit time and logistics costs to a level that offsets 
the cost of increased haulage distances through 
Somalia. The goal would be to capture a share of 
the transit trade of land locked regional countries 
with markets in the Middle East, South Asia and 
further east.

The Somali Compact identifies the enhancement of 
transparent and accountable revenue generation 
as an important PSG. Similar to other post-conflict 
states, Somalia relies on taxes and duty collected 
on foreign trade as the primary source of domestic 
revenue and budgetary support. At any border 
point, customs is the premier border control agency 
responsible for security, revenue collection, and 
trade facilitation. In transport, one does not have to 
be literally at the border to be at the border – one 
encounters the customs/state border at airports, 
free zones, railway stations and ports which are 
essentially well inside the literal national border. 116 
Thus, transport outcomes are linked with customs 

delivery. Customs is thus a function and a service at 
every cross border point in a country. 

Some of the initiatives to improve transport, and 
customs and border management that could be 
taken up are covered in the following sections.

11.9 Customs and border management 
reforms

The relative ease of collecting duty and taxes from 
international trade across recognised borders 
coupled with the challenges faced in collecting 
domestic taxes on income and consumption of the 
national population makes customs duty an easier, 
more reliable, and efficient means of collecting 
and maximising state revenue. Customs duty 
collected on foreign trade is the biggest contributor 
towards Somalia’s national budget,  including that 
of its constituent states, despite a conscious effort 
to diversify revenue sources by broadening the 
domestic tax bases notably in Somaliland and 
Puntland. Somali Compact identifies enhancing 
transparent and accountable revenue generation as 
an important PSG. Therefore, customs reforms and 
modernisation present a natural choice for initiatives 
designed to bring an element of fast track stability 
and predictability in the revenue base of the country.

However, revenue maximisation is not the sole 
objective for proposing reforms in Somalia’s 
customs administration. It is well recognised that the 
efficiency of customs procedures, or lack thereof, 
have a direct bearing on transaction costs of traders 
involved in international trade. A country may invest 
in improving its border/port infrastructure and trade 
routes but without accompanying improvements 
in customs procedures, laws, regulations, and 
the tariff regime. Trade facilitation (considered the 
biggest contributor and determinant of a nation’s 
international trade competitiveness) may not 
meaningfully take place thus affecting a country’s 
ability to integrate successfully into the world 
economy. Hence, customs reforms are increasingly 
becoming an important component of various TSNA 
programmes initiated by national governments with 
the help of bilateral and multilateral donors and 
financial institutions.

116     The Global border crossing issues vary from country to country in their nuances, but generally span across the three realms of trade facilitation: har-
monisation of laws and regulations; standardisation of means; and simplification of procedures. The key to discussing border issues is clarity on the definition 
of ‘border’. What is a ‘border’? It is a dividing line or frontier between political or geographic regions. In today’s world a country has many borders – in trade 
and transit, and especially in customs, the notion of border is now increasingly less geographical and more chronological. E.g. the sequence of customs 
and other controls affecting goods leaving one country and entering another. The physical borders of a country now extend to the duty free or ‘bonded’ 
areas inside its territory, such as airports and warehouses and generally wherever goods under a customs suspense regime might be stored. This could 
include private premises. Even a bilateral digital financial transaction has a ‘border’, which, in the case of electronic payment of duties and taxes, creates an 
electronic border. Borders are also increasingly in the country of departure: Cargo shipped to the US in effect under crime scene investigation procedures, 
is de facto under US jurisdiction long before it enters US territory (Source: “Global Border Issues – An Operational Perspective,” Amer Z. Durrani and Michel 
Zarnowiecki, United Nations Economic Commission for Europe (UNECE) Transport Review, Second Edition, May 2009).
 Source: Mof.gov.so/ accessed on 24 March, 2015. With a budgeted figure of USD 33.36 million in the 2013 financial year, customs duty is the biggest source 
of Somalia’s domestic revenue.
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Customs and connectivity

The World Customs Organization dedicated 2012 to the theme “Borders divide, Customs connect” 
underscoring Customs role and significance in improving regional and international connectivity and 
“linking people, institutions, systems and ideas” for revenue collection, trade facilitation, community 
protection, and knowledge sharing. The organisation recognises three pillars of connectivity within the 
context of customs operations:

People connectivity – includes customs-to-business relationships underpinned by trusted trader 
programs, the revised Kyoto convention, and the harmonized tariff nomenclature, and sharing of 
knowledge and professionalism

Institutional capacity – includes customs-to-customs connectivity emphasized by coordinated border 
management, information sharing, harmonization of procedures etc. and customs- to-other government 
agencies connectivity that relies on Single Window systems and one-stop physical controls.

Information connectivity – that includes electronic single window, protocols, standards, and guidelines 
for data sharing, related technology solutions etc. This pillar also emphasizes on e-customs to replace 
physical connectivity. 
Source: The World Customs Organization Newsletter, 2012

Customs is responsible for efficient and smooth 
border management. Therefore, harmonisation, 
simplification, and coordination of national border 
requirements with other agencies having jurisdiction 
over various aspects of international trade as well 
as with customs agencies of neighbouring countries 
or of the international community are an important 
priority for customs administrations. Customs 
modernisation may thus act as a catalyst for change 
in various partner organisations and sectors as 
different entities improve and upgrade themselves 
in line with customs regulations, which have a 
higher rate of compliance due to comparative 
ease of enforcement. Finally, the long absence of a 
functional government in Somalia inevitably resulted 
in the erosion of state authority including that of the 
official tax machinery. One of the challenges faced 
by the current government is re-establishing its writ 
in all areas of governance, including enforcement of 
and compliance with, among others, customs and 
taxation laws. Integrity management also serves as 
an important aim of customs reforms, as customs 
administration in Somalia, like in the rest of the 
world, is perceived to be prone to corruption and 
malpractices.

11.9.1 Somalia regional outreach and transit
From a customs perspective, Somalia presents 
a challenging environment even in peace times. 
With the longest coastline in Africa, the country 
has dozens of landing points along its shoreline. Its 
location on the Horn of Africa close to the Middle 

East makes it an ideal transit point for the movement 
of goods and people between the two regions. With 
the onset of the civil war and the breakdown of central 
government, this flow of goods has expanded to 
include arms and ammunitions, narcotics, wildlife, 
and other restricted or contraband goods. The 
country shares borders with Ethiopia, Kenya and 
Djibouti on three sides where a thriving black market 
for smuggled goods exists. 

There has been a proliferation of border towns 
and clan controlled informal trade routes along the 
Somali-Kenyan border that are mostly outside the 
control of Somali customs. Disparity between the 
customs tariffs levied by the different states presents 
another opportunity for illicit movement of goods 
across borders within the country. Operating in 
such a scenario, the Somali customs administration 
bears the additional responsibility of securing its 
borders against informal/illegal movement of goods 
but lacks adequate resources in terms of men 
and materials. Besides the dozens of international 
crossing points that operate informally, Somali 
customs administration is also responsible for 
enforcing customs controls and procedures on 
goods imported or exported through designated 
border points. However, as per the information 
obtained from government sources in all the states, 
the customs agency, though appearing to be acting 
across Somalia, remains non-functional at most 
borders. A list of ports and international border 
crossings where customs is said to be operational 
is attached in Annex 10.
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In terms of trade patterns, three distinct fl ows can 
be identifi ed: One is import and export to and from 
Somalia. As per the UN Comtrade data for 2013, 
Somalia is a net importer with Ethiopia, its biggest 
trading partner. Somalia imports all its primary 
and secondary goods from abroad; this trade was 
valued at about USD 1.9 billion in 2013. During the 
same period, exports were a mere USD 545 million, 
comprising mostly livestock, and cattle raw skins 
and hides. Most of the goods are imported from 
the three deepwater ports of Mogadishu, Berbera, 
and Kismayo; some volume of the imports comes 
through smaller ports, notably Bosaaso and the 
land borders with Ethiopia. 

The second fl ow is for goods in transit to and from 
Ethiopia. Since becoming a landlocked country 
in 1991 with the secession of Eritrea, Ethiopia 
has become increasingly reliant on its western 
neighbours (specifi cally Djibouti) for all its imports 
and exports. In 2012, Ethiopian exports totalled USD 
2.9 billion while its imports were recorded at USD 
11.9 billion.  Over 90% of this trade was handled 
through Djibouti, for which Ethiopia has been paying 
USD 2 million/day in transit costs.  A small portion 
of the remaining 10% of Ethiopian trade (comprising 
mostly of cattle and other livestock exports) was 
conducted through Somali ports, notably Berbera 
along the Addis-Hargeisa-Berbera Trade Corridor. 
Regional authorities are aware of the transit potential 
of this corridor to generate additional employment 
opportunities and boosting economic activity 
along the corridor route. However lack of fi nancial 
resources to upgrade the road network, rehabilitate 
and modernise the Berbera port, and to create 
ancillary facilities such as warehouses, cold storage, 
and dedicated container terminals, is inhibiting the 
development of this route as an alternative to the 
Addis-Djibouti Transit Corridor.

The third fl ow is for goods imported into Somalia and 
then re-exported to neighbouring countries such as 
Kenya. This trade mostly comprises of foodstuff and 
other perishables, and usually follows a seasonal 
pattern. A substantial portion of this re-export trade 
is, however, informal and complements the cross 
border trade of livestock between Ethiopia, Somalia 
and Kenya. 

11.9.2 Current state of customs and border 
infrastructure and services120 

11.9.2.1 Infrastructure
Somalia is at the bottom of the Logistics Perfor-
mance Index (LPI), 2014. The WB has produced 
the index every year since 2007. The LPI measures 
the effi ciency of trade supply chains along six com-
ponents (Figure 11.12):121

i. the effi ciency of customs and border clea-
rance;
ii. the quality of trade and transport in-
frastructure;
iii. the ease of providing competitively priced 
shipping services;
iv. the competence and quality of logistics 
services – trucking, forwarding, and customs 
brokerage;
v. the ability to track and trace consign-
ments; and
vi. the frequency with which shipments reach 
consignees within scheduled or expected deli-
very times.

118     Source: UN Comtrade data for 2013
119     Source: Statement by Ethiopian Minister for Finance and Economic Development at African Review Meeting on the implementation of Almaty Program 
of Action in July 2013 available at Addisstandard.com/ethiopia-spending-two-million-usd-per-day-for-transit-costs/ Accessed on 6 July 2015.  
120     This portion of the report relies heavily on the notes prepared during a previous assessment mission conducted with the WB in September 2006. New 
information regarding certain components of the TSIP could not be obtained from the various sources cited in the report.
121    “Connecting to compete 2014: Trade Logistics in the Global Economy. The Logistics Performance Index and its indicators”, compiled and produced 
by the International Bank for Reconstruction and Development/WB, Washington.

Figure 11.12  Input and outcome Logistics 
Performance Index indicators
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The 2014 study includes 160 countries. Along the scale of 1 to 5, Somalia’s score along the six components 
is as shown in Table 11.5.122

122    Country Score Card 2014: Somalia available at Lpi.worldbank.org/international/scorecard/radar/254/C/SOM/2014?sort=asc&order=LPI+Score - da-
tatable accessed on 
123    Recent data regarding station-wise collection of revenue is not available.

LPI 
rank

Customs Infrastructure
International 
shipments

Logistics 
competence

Tracking and 
tracing

Timeline

160 2.00 1.50 1.75 1.75 1.75 1.88

The study, however, notes that despite Somalia’s low 
ranking in the “customs” component of the LPI, the 
gap between the country’s performance and that of 
the top LPI performer (Germany in 2014, Singapore 
in 2012) has consistently decreased over the last 
four years. This shows improvement in customs 
clearance times and related procedures. On the 
other hand, the country has consistently been placed 
at the bottom of the index in terms of infrastructure 
(road network, air transport, warehousing facilities, 
ICT etc.).

The provision of basic customs infrastructure is 
a necessary prerequisite for revenue collection 
as much as it is for trade facilitation. Whereas 
infrastructure is often considered in terms of 
reducing dwell times of cargo awaiting clearance 
at the borders, thereby reducing the transaction 
costs for traders, good infrastructure is necessary 
to ensure that customs laws and procedures are 
consistently and uniformly applied on all goods 
in a timely and effective manner. Computerised 
weighbridges, scanners, cranes and forklifts, and 
automated declaration and processing systems, all 
contribute towards securing state revenue that may 
otherwise slip through the gaps in the system.

11.9.2.2 State of specific Somali ports

The Port of Bosaaso in Puntland has recently 
become a major port of entry for goods into the 
region including Central and Southern Somalia. 
Bosaaso also serves as the headquarters of Puntland 
customs. Although the customs department is said 
to maintain a presence throughout the Puntland 
territory, customs duty is collected mostly at the 
Bosaaso seaport and the international airport and to 
a lesser extent at the Galkayo International Airport. 
The border crossing points are reported to be mostly 
non-functional.123  

The infrastructural requirements for rehabilitating 
and upgrading the port facilities have been 

discussed elsewhere in this report. From a Custom’s 
perspective, however, all locations need substantial 
improvements in related infrastructure, including 
offices for officials, weigh bridges, inspection yards, 
office equipment and computer networking. None of 
these locations have customs bonded warehousing 
facilities that would offer deferred payment services 
to importers. As in Somaliland, ICT infrastructure 
does not exist in Puntland.

Southern Somalia boasts of two deepwater ports 
– Mogadishu and Kismayo. There are international 
airports at both these cities. Little information is 
available regarding the customs related infrastructure 
at these places. It is, however, expected that with 
the handing over of the Mogadishu Port operations 
to Al Bayrak Turkish Company, finances will become 
available for upgrading the infrastructure. 

11.9.2.3 Customs related services

Trade and transport facilitation measures boost 
connectivity and are key to increasing a country’s 
integration into the world economy and improving 
national trade competitiveness. Trade facilitation 
is defined as the simplification, standardisation 
and harmonisation of procedures and associated 
information flows essential for cross border 
movement of goods. Trade facilitation measures aim 
at reducing the transaction costs of international 
trade by enhancing the speed, efficiency and 
predictability of cross border trade. In recognition 
of its importance, trade facilitation has become 
an important feature of customs modernisation 
programmes around the world.

The long years of civil conflict in Somalia resulted 
in the total degradation of the public infrastructure 
related to customs and international trade. However, 
it must be noted that most trade facilitation measures 
require “soft” investments resulting in institutional 
and legal reforms and a change in the mind-set 
and attitudes of the customs administration, and 

Table 11.5  Somalia scores on the Logistics Performance Index 2014
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124    Moise, E. and Sorescu (2013), “Trade Facilitation Indicators: the Potential Impact of Trade facilitation on Developing Countries’ Trade”, OECD Trade 
Policy Papers No.144, OECD Publishing, Dx.doi.org/10.1787/5k4bw6kg6ws2-en. A system of advanced rulings was found to reduce trade costs by 5.4%.

are therefore less reliant on physical infrastructure. 
For instance, a system of Advance Rulings whereby 
customs administrations make binding decisions 
at the request of importers/exporters on specific 
particulars of goods has been found to be the 
single most impactful measure for reducing trade 
costs according to studies by the Organisation 
for Economic Cooperation and Development 
(OECD).124 

 
Somali customs across all the states offers little 
beyond basic services of clearance and collection 
of revenue on the importation/exportation of goods. 
Three agencies have been identified as having a 
role with respect to movement of goods at the border 
– the financial police, customs, and the Ministry of 
Commerce. However, there is little evidence to show 
that the three agencies collaborate and coordinate 
with each other.

A primary service provided by customs is the 
valuation of goods being traded across the borders. 
Whereas the customs authorities in all the states 
have expressed a desire to move towards the use 
of transaction value for the assessment of goods, 
reference prices are still being applied on imports. 
Similarly, instead of the ad-valorem basis of duty, 
Somalia still applies specific duty (on quantity or 
weight basis) on imported goods. Different rates of 
duty may be applied on the same goods cleared 
from different ports within the same region/state. 
Traders are, therefore, forced to engage in port 
shopping in search for the lowest duties.

Key reforms will be required in the legal and 
regulatory framework to introduce trade facilitation 
measures. Suggested reforms are in the areas of 
integrated border management including:

i. coordinated interventions by all border 
agencies,
ii. deferred payment mechanisms in the form 
of warehousing,
iii. manufacturing bond schemes and inland 
transit,
iv. well-regulated exemptions and duty draw-
back regimes,
v. creation of export processing zones,
vi. adoption of international standards on va-
luation,
vii. customs documentation,
viii. transparency and integrity management,
ix. customs brokers system,
x. e-payments, and
xi. automation of customs processes.

 

11.9.2.4 Institutions: policy formulation, regulation 
and management

All Somalia states retain the institutional, legal, and 
management structures inherited from the pre-
conflict era with changes introduced on a case-by-
case basis. Customs administrations throughout the 
country suffer from low institutional capacity, which 
reflects in the performance of their operational 
and policy making functions. Senior management 
staff members based at respective headquarters 
require considerable training and capacity building 
to help them face the challenges of modern trade. 
Information regarding strategic or operational plans 
for the administration department or its different 
sections/units is not available. However, the little 
evidence available suggests that some effort is being 
made to simplify customs procedures, introduce 
more transparency in operations and to engage 
with the private sector to explore ways of improving 
services and thereby attract more business.

Laws and regulations based on modern concepts 
and practices that enforce effective customs controls 
without compromising the flow of legitimate trade 
are vital for the efficient and effective operations 
of any customs administration. Good legislation 
incorporates elements of both trade facilitation and 
customs controls. The customs law applied across 
all regions is adopted from the old Somali customs 
Law developed during the latter half of the previous 
century; it has not been updated since. The law 
itself is seriously deficient in addressing several 
issues related to normal customs operations such as 
warehousing, duty drawbacks, refunds, temporary 
importations and transit operations. Some provisions 
of the law are not applied at all e.g. Puntland does 
not have a clearing agent or customs broker system 
despite having the relevant provisions in the law. 

While the rest of the international community has 
moved on to the transactional value concept 
recommended in the World Customs Organization 
guidelines, Somalia still relies on reference prices 
as the basis of its valuation. These prices have little 
or no relation with the actual value of the goods. 
In some cases, the customs duty rate is specified 
as fixed by the government, usually for a specific 
case, but without taking into account the quality, 
features, origin and actual value of the goods. This 
in effect makes all Somali imports cheaper than they 
should be irrespective of the nature of the goods, 
and with no benefit being passed on to the state 
exchequer. This also distorts foreign trade statistics. 
The customs tariff is complex and needs substantial 
revision. 
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The law does not bind the importer or his/her 
authorised representative to sign declaration forms. 
The customs officials themselves fill in these forms. 
The absence of a more effective enforcement 
mechanism in the law means that most importers 
are willing to incur the risk of paying additional fines 
and penalties for bringing in undeclared cargo. 
Emphasis is on multiple controls rather than effective 
controls. All these factors contribute to delays in the 
clearance of cargo, which often takes several days 
to be released from customs controls, resulting in 
higher transaction costs.

On the positive side, there is growing enthusiasm 
in all the states to modernise and improve their 
operations. As evident from the policy documents 
shared by state authorities, most of the problems 
faced by customs have been correctly identified. 
However, the administration lacks the resources 
and the capacity to undertake reforms on its own.

There are no formal structures for integrated border 
management in place throughout the country. At 
the seaports, international airports, and select land 
borders, there are representatives from border 
police, customs, the port authority and the Ministry of 
Commerce; these representatives sometimes work 
together. However, traders are not formally offered a 
one-window facility in relation to the permissions and 
authorisations required from the various government 
bodies. In addition, several border crossings along 
the Kenya border are reported to be unmanned, 
with customs having no presence on ground.

11.9.2.5 Customs law

This is based on the British Customs and Excise Law 
of 1952 and, therefore, needs thorough revision. 
Customs matters are governed under the legal 
decree No. 5 of 11 December 1968(1) titled the 
“Preliminary Provisions concerning Customs Duties, 
Supplement Charges and Manufacturing Tax of 
Customs Tariff 1969”.125 This presumably also has 
legal cover in other regions of Somalia. The decree 
comprises of 29 articles providing guidelines on a 
range of issues such as the basis of duty imposition, 
classification of goods, determination of value under 
different circumstances, prohibitions, customs 
exemptions, warehousing charges, manufacturing 
taxes on sugar and alcohol, etc. Somalia needs a 
unified customs law with harmonised application 
in all its states. Goods classification, valuation 
and applicable customs duties are specified in 
the Valuation list. Nevertheless, charges are not 

uniformly applied. For example, a Land Cruiser 
vehicle may be charged duty in Kismayo at a 
different value and rate than that imported through 
the Mogadishu Port. The Valuation list also needs 
updating.

The information available on the organisation 
structure of the customs administration is insufficient. 
It is proposed that the customs department of the 
FGS be merged with the Inland Tax Department 
and the Revenue Protection Department to create 
a new department to be known as Unified Revenue 
Services under the MOF. It is unclear what the 
proposed organisation structure of this new 
department will look like.126

11.9.3 Immediate customs reforms required

The role of customs in improving a country’s 
connectivity has long been recognised. It plays 
a vital role in ensuring supply chain security and 
trade facilitation. Customs is the lead agency that 
administers international trade and, therefore, has 
always been the focus of trade facilitation measures 
aimed at promoting regional and international 
connectivity. The key issues related to customs 
in Somalia that will have a significant bearing on 
connectivity initiatives are as follows:

i. Customs needs significant reforms in 
its legislation, organisational structure, and 
procedures – The Somali customs department 
faces the wide range of policy, institutional, 
process, human resource and administrative 
issues that have been diagnosed and 
documented by the national customs authorities 
and several international donors (including the 
WB). Without significant reform in its structure 
and operations, accompanied by laws and 
regulations that provide the necessary authority 
and legal cover, customs in its existing state 
will remain severely incapacitated to deliver on 
connectivity initiatives. 
ii. Institutional linkages are a prerequisite for 
improved connectivity – In order to ensure that 
trade benefits fully from future investments in 
physical infrastructure (port rehabilitation, road 
construction, air links etc.), it is imperative that 
institutional linkages be developed between 
customs and other government bodies that are 
involved in the regulation of cross border trade. 
Coordinated physical inspections at the border, 
coordinated working hours, co-shared locations, 
and standardisation of documents are some 

125     For this portion of the report, the author relies heavily on the notes prepared during a previous assessment mission with the World Bank in September 2006
126    Source: http://www.mof.gov.so/ accessed on March 24, 2015.
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of the initiatives that can be undertaken with 
minimum investments but with great impact. 
Customs also needs to develop linkages 
with trade bodies, freight forwarders and 
logistics companies, banks, and with customs 
administrations across the borders.
iii. Harmonisation of standards and 
procedures will substantially reduce trading 
times and cost – customs procedures and 
documentary requirements for traders in the 
different Somalia states as well as between 
Somalia and the international trading community 
need to be standardised, harmonised and 
made uniform. Harmonisation of standards 
and procedures that lead to inter-operability 
between domestic agencies and between 
different economies reduces the cost of trade 

substantially and contributes significantly to 
institutional connectivity.
iv. Identification/creation of trade and transit 
corridors will help connect Somalia faster to the 
outside world – While significant investments 
are required for rehabilitating and restoring the 
country’s physical infrastructure, Somalia may 
benefit from identifying and concentrating on 
trade and transit corridors that maximise social 
and economic benefits for different regions. 
Trade corridors provide a focal point for regional 
economic development initiatives and promote 
the convergence of resources, economic 
planning, policy formulation, and investments 
connecting different centres of economic 
activity.

One customs authority: a lesson from Pakistan

Hit by a massive transit scam involving the alleged diversion of several thousands of containers destined for 
Afghanistan, Pakistan’s federal Board of Revenue, which administers the Pakistani customs department, 
embarked on a series of reforms and corrective measures. One such measure was the creation of a 
separate directorate general of transit trade in response to the growing need for a separate formation 
that would deal exclusively with international transit issues. Before the creation of the directorate general, 
transit operations were being managed at two seaports and two border crossing points by five different 
customs revenue collection agencies. The creation of a dedicated directorate general based in the port 
city of Karachi with regional directorates in Peshawar and Quetta has provided much needed uniformity in 
procedures and administrative controls. The handling of the forward and reverse Afghan commercial and 
non-commercial cargo is now the exclusive domain of the directorate general. Since its creation, it has 
been successful in bridging the implementation gaps in the Pak-Afghan Transit Trade Agreement and is 
serving as a focal point for all transit related issues. While problems still persist in the clearance of transit 
cargo, the new organisation has been able to make significant progress towards balancing enforcement 
goals with trade facilitation. 

Source: TSNA team

v. Private sector participation will boost 
human, institutional, and information connectivity 
– As noted above, Somalia needs significant 
investments in its public infrastructure including 
that related to customs. However, lack of 
adequate public funds negatively impacts the 
ability of the federal and state governments to 
commit significantly to restoration/rebuilding 
of public assets and institutions. The latest 
trends in the international supply chain are 
encouraging and promote private sector 
investments in trade-related infrastructure even 
in sectors that were previously considered the 
exclusive domain of the public sector. Private 
sector investments in new container terminals/
dry ports/airports/border facilities with specially 
designed examination yards, computerised 
weigh bridges, and offices for customs, can 
significantly relieve the public exchequer from 
the burden of providing trade related “hard” 

infrastructure, allowing public resource spending 
on “soft “ infrastructure. This will however require 
reforms in the regulatory framework governing 
the trade and transportation sectors
vi. Automation may hold the key to boosting 
connectivity in Somalia – Tremendous innovation 
and improvement in ICT have made it possible 
for customs administrations to reinforce 
and even replace physical connectivity with 
e-connectivity. It is now possible for a trader to 
file Goods Declaration forms online and take 
delivery of cargo without going to a customs 
office. Customs duty and other taxes can be 
paid through the e-payment system. Cargo 
is cleared through customs according to risk 
management criteria executed by the electronic 
system. The single window allows electronic 
processing of all import/export related requests 
and authorisations. Automation of customs 
procedures necessitates business process 
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engineering and results in more efficient 
procedures and reduced documentation costs 
in most cases. It also makes information sharing 
with stakeholders and trade partners easier and 
more reliable. While complete automation of 
the Somali customs administration at this point 
seems to be an ambitious objective, it will be 
important as a medium- to long-term goal that 
will help kick-start the reform process within the 
customs administration. 
vii. Political will and commitment are essential 
to transform customs into a unified service – 
Whereas most customs administrations work 
on a decentralised basis with operational 
decisions being taken at the field/operations 
level, they maintain unity of command and 
uniformity of policies and procedures centrally. 
For understandable reasons in the context of 
the Somali conflict, the customs administrations 
in each state are independent of a centralised 
authority. Tensions still exist between the FGS 
and the state governments. More specifically, 
while the customs administrations all adhere 
to the same legal framework, significant 
differences exist in their treatment of customs 
goods. It will be important to reform the 
organisation structure and re-establish it at the 
federal level with sufficient decentralisation at 
the operational level to ensure quick decision-
making. This will ensure uniformity of policies 
across the whole country and introduce much 
needed predictability in the customs clearance 
processes.

11.9.4 Customs: Investment priorities and 
programmes

It is clear that the challenges facing Somalia’s 
customs administrations are immense and daunting. 
Significant donor support will be required in terms of 
TA and funding to develop, implement, and guide 
customs through a complex and multifaceted reform 
process. More importantly, the FGS will require 
considerable political capital and confidence 
building to reach an equitable revenue sharing 
agreement with individual Somalia states.

11.9.4.1 Somalia customs transit authority

Somalia as a country might do well to establish a 
body in the form of an authority to manage a trade 
or transit corridor. Customs regimes benefit from the 
creation of specialised offices to deal with clearance 
of transit cargo. Many customs administrations in 
developing countries have faced implementation 
problems in their transit operations. A separate 
directorate within the structure of the customs ad-
ministration is able to respond more efficiently and 
effectively to the various issues related to the mana-
gement and facilitation of transit cargo.

• Proposal criteria – The initiative meets the 
criteria for trade promotion, regional integration 
and creating national cohesion.
• Cost – Low.
• Infrastructure type – Soft.
• Possible resource – MOF with TA from the 
donors.

11.9.4.2 Automated System for Customs Data 
transit module

Quite understandably, ICT infrastructure in Somalia 
in general and within the customs administration 
in particular does not exist. Automation is often 
expensive and requires substantial investments to 
develop an IT infrastructure and a human resource 
base with the appropriate skills. On the other hand, 
experience in many fragile post-conflict states show 
that quick introduction of automation during the 
early modernisation phase jump-starts the reform 
process in customs operations.

ASYCUDA is particularly popular that is successfully 
being used in many developing countries in Africa 
(including Ethiopia) and Asia. The software is 
provided by UNCTAD free of charge; a country only 
has to pay for system implementation undertaken 
by UNCTAD’s TA project. Additional funding is 
also required for installation of computers and 
networking equipment, for provision of dedicated 
web connectivity and for suitable office space. 
Afghanistan, for example, has benefitted from the 
expertise of the neighbouring Iranian customs 
administration in rolling out ASYCUDA. Somalia too 
can take advantage of the expertise available in 
other East and Central African countries especially 
Ethiopia, Djibouti and Eritrea.

128     Cost of ASYCUDA implementation in Somalia at the headquarters and the three major seaports is estimated to range between USD 3.2 million and 5 
million, though actual costs can be provided only after a detailed field visit by UNCTAD experts.
129     Eastern Africa Regional Integration Strategy Paper 2011–15, AfDB, September 2011 accessed at Afdb.org/fileadmin/uploads/afdb/Documents/Policy-
Documents/East Africa - Rev RISP .pdf on 10 July 2015.
130     Informal Cross Border Trade in Africa: Implications and Policy Recommendations by Jean-Guy K. Afrika and Gerald Ajumbo, Africa Economic Brief, 
Volume 3, Issue 10, November 2012 published by the Africa Development Bank accessed at Afdb.org/fileadmin/uploads/afdb/Documents/Publications/
Economic Brief - Informal Cross Border Trade in Africa Implications and Policy Recommendations - Volume 3.pdf on 10 July 2015.
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• Proposal criteria – The proposed initiative 
will contribute to transit and cross border trade, 
Somalia’s regional integration, and optimise 
overall transport costs.
• Cost – Medium to high.
• Infrastructure type – Soft and hard.
• Possible resource – UNCTAD, donor funding 
for ICT infrastructure, MOF.128

11.9.4.3 Border management

One of the major causes of delay in the movement of 
goods across international borders is the time taken 
to clear them at the border. Despite their low share 
in international trade, countries in the Horn of Afri-
ca have the second largest share in intra-regional 
trade in East Africa.  Much of this trade is informal, 
comprising of livestock, food, and grains. The trade 
in livestock alone was estimated to be around USD 
11.7 million between Kenya and Somalia and USD 
25 million between Somalia and the eastern regions 
of Ethiopia.  Inadequate border facilities and poor 
coordination among border agencies serves as a 
disincentive for formal trade.

The following interventions are suggested for 
improvement of the border management process:

11.9.4.3.1 Modern inland customs depots/dry 
ports

The modern world is moving away from the concept 
of customs clearance at the zero point with inland 
customs depots (ICDs) and dry ports increasingly 
becoming the preferred alternative for clearance 
of imported goods. ICDs divert the customs 
clearance process away from the border crossing 
points resulting in reduced congestion at land and 
seaports, which in turn reduces vessel/vehicle 
turnaround times. They are usually located on the 
main trade corridors and have better connectivity to 
transportation hubs, banks, community markets and 
warehousing facilities. Customs controls at ICSs are 
easier to enforce due to better facilities and staffing 
levels.

Cross border trade between Somalia and its 
neighbours shall benefit from the construction of 
ICDs and the presence of offices of other border 

regulatory agencies along the main trade routes. The 
following locations are proposed for construction of 
ICDs: 131

i. Togwajale (Ethiopian border),
ii. Beled Hawo (Kenyan border),
iii. Liboi (Kenyan border),
iv. Beledweyne (Ethiopian border),
v. Bosaaso, and
vi. Kismayo.132 

Several border crossings along the Somalia-Kenya 
and the Somalia-Ethiopia borders are unmanned 
on the Somali side due to staffing constraints. The 
proposed locations for ICDs are the few points that 
are monitored by the authorities and where road 
networks also exist from the Somali port of entry to 
border crossings. 

• Proposal criteria – The proposal contributes 
to job creation, establishment of a transit and 
trade corridor, regional integration, optimisation 
of overall transport costs, and promotes state 
building and stability.
• Cost – Medium to high.
• Infrastructure type – Hard.
• Possible resource – Private or public/private 
partnership.

11.9.4.3.2 Integrated border management

Several formalities require completion to allow 
trade and transport operations through international 
borders. These may include the inspection, 
examination, documentation, and clearance of 
goods and transport by customs; port management; 
trade; industry; agriculture; health; and security 
agencies. Currently, Somalia has only a rudimentary 
border management in place, which may change as 
peace and stability returns to the country. Movement 
of goods across some border points such as the 
seaports and a few land border crossing points 
already require authorisation from the Ministry of 
Commerce, financial police, customs, and the 
border police. Review and reform of border clearing 
processes can reduce clearance times, increase 
transparency, and result in cost savings for trade, 
which in turn stimulates the economy and the job 
market due to reduced prices for consumers, and 
creation of more demand and jobs.

131     Cost Plans are already in place for the modernisation of Mogadishu Port with investment coming from Turkish companies. The building of a separate transit 
terminal at Berbera as proposed above will provide more space at the port for handling import/export cargo to and from Somalia.
132     Construction of ICDs spurs private investment in the catchment areas as warehouses, community markets, and other private businesses tend to cluster 
around the main customs clearance station.
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Some of the measures that should be taken under 
this initiative are:

i. simplification (and documentation) of the 
border processes;
ii. integration among border agencies for 
single stop clearance;
iii. harmonisation of procedures with the    
customs administrations of Kenya/Ethiopia;
iv. data sharing among all stakeholders;
v. standardisation of documents in accor-

dance with international best practices.133

• Proposal criteria – The initiative fulfils 
the criteria for contributing to the transit and 
cross border corridor, regional integration, 
optimisation of the overall transport cost, and 
state building, peace and stability. 
• Cost – Medium.
• Infrastructure type – Soft and hard.
• Possible resource – International donors, 
specifically the WB and the AfDB.

Informal cross border trade in the Horn of Africa

Informal cross border trade forms a significant component of the economic activity across many re-
gions of the world. The countries in the Horn of Africa are no exception. Research shows that informal 
trade thrives particularly well in areas where government authority is weak or, as in the case of Soma-
lia, has been absent for a long time (Peter Little, “Unofficial Trade When States are Weak: The Case of 
Cross-Border Commerce in the Horn of Africa – Published by UNU-Wider in 2005). However, whereas 
Ethiopia views this trade as illegal, adopting a comparatively aggressive attitude towards such traders, 
the informal trade in the Horn of Africa sustains entire communities, helps mitigate regional food crises, 
stabilizes price volatility, and is a source of economic activity, employment, and income. If the quantity of 
contraband such as narcotics and other harmful substances does not form a greater part of the trade, 
informal trade may also add value to the national economy.
Informal cross border trade may however result in loss of state revenue, contravention of national laws, 
and provision of sub-standard goods to consumers, and negatively impact local producers and manu-
facturers.
Research by the African Development Bank identifies the following reasons for the growth of the informal 
cross border trade:

i. Lack of trade facilitation – delays on the formal border crossing points, high tariffs, documentary 
requirements;
ii. Inadequate border infrastructure – absence of coordination, ineffective or corrupt border agen-
cies, lack of associated facilities such as warehouses, transport links, community markets, etc;
iii. Limited market information regarding laws, procedures, regulations, etc.;
iv. Corruption and insecurity; and
v. Low knowledge and lack of basic management skills.

Considering the positive impact of the cross border trader, policy makers are increasingly tilting towards 
a decriminalization of such type of trade and recommending institutional, regulatory, and business 
environment reform to gradually divert this trade towards the formal sector.

Sources: Peter Little, 2005; Jean-Guy K. Afrika and Gerald Ajumbo, 2012.

11.9.4.4 Risk-based clearance system

Not every consignment needs to be physically 
examined by customs. Goods in transit to Ethiopia, 
for instance, only require manifest verification and 
sealing before being dispatched. Goods intended 
for home use can be categorised as high, medium, 
and low risk. This categorisation is based on criteria 
such as the type and origin of the goods, their 

value, incentives for declaring goods wrongly, and 
the track record of the trader. For consignments 
considered medium to low risk, customs controls 
are faster allowing more time, effort, and resources 
to be devoted to high-risk cargo. Submission of 
the manifest or arrival notification in advance of the 
arrival of goods by the shipper/trader may further 
help in cost and time reductions.

133     Failure to adopt trade facilitation measures and a more controlled border management approach may result in the diversion of formal trade towards the 
informal border crossing points. Somalia and Ethiopia have gone through a similar experience in the recent past when Ethiopia’s efforts to control the livestock 
trade across the borders resulted in the diversion of traffic away from designated crossing points towards the less frequented and less controlled informal ones.
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• Proposal criteria – The proposal contributes 
to the establishment of a transit and trade corridor, 
regional integration, and is expected to result in the 
optimisation of overall transport costs.
• Cost – Low
• Infrastructure type – Soft
• Possible resource – MOF with TA from 
donors.

11.9.4.5 Restructuring of customs administration

The Somali customs administration in its present 
form is severely constrained and cannot perform 
its legally mandated functions in an effective 
and efficient manner. It is clear that the customs 
administration will take years to develop the 
capacity and the resources required in a dynamic, 
modern organisation. Peace and stability are pre-
requisites for taking forward reform plans especially 
in Southern Somalia where a mid-level conflict rages 
on. The FGS is still in the process of consolidating 
power. Various constitutional and governance 
arrangements pertaining to the distribution of 
power between the FGS and its constituent states, 
revenue collection and sharing agreements, etc. 
are still being developed. Since customs duties 
form the greater part of state revenue, the regional 
governments would be reluctant to cede control 
over their respective customs administrations.

However, without broad-based institutional and 
structural reform, Somali customs will not be 
able to contribute meaningfully towards trade 
facilitation, revenue collection, or prevention of 
smuggling. Customs needs a central structure to 
ensure uniformity of laws, regulations, tariffs, and 
procedures in all matters pertaining to the import/
export of goods, and to introduce much needed 
predictability and stability in the handling of goods 
across borders. Broad-based structural and 
institutional reforms to revert customs to the control 
of a legally mandated FGS with considerable 
decentralisation at the regional and local level for 
operational purposes, and reorganisation in line with 
internationally accepted best practices is, therefore, 
highly recommended. It is noted that the federal 
MOF intends to reform the organisational structure 
of customs. However, the proposed structure is still 
unclear.

An organisation table delineating responsibilities for 
customs, and transport and logistics is provided in 
Annex 10 as an initial framework to be developed 

further.

i. Proposal criteria – The proposal contributes 
to the promotion of national cohesion, state 
building, peace and stability, as well as to the 
establishment of a transit and cross border 
corridor, and regional integration.
ii. Cost – Low to medium.
iii. Infrastructure type – Soft.
iv. Possible resource – MOF with TA from 
donors.

11.9.4.6 Promoting trade corridors: developing the 
logistics chain

As mentioned earlier, the LPI measures the efficiency 
of the trade supply chains along six components:

i. the efficiency of customs and border clea-
rance;
ii. the quality of trade and transport in-
frastructure;
iii. the ease of providing competitively priced 
shipping services;
iv. the competence and quality of logistics 
services – trucking, forwarding, and customs 
brokerage;
v. the ability to track and trace consign-
ments; and
vi. the frequency with which shipments reach 
consignees within scheduled or expected deli-
very times.

While several measures to improve customs and 
border clearance procedures have been identified 
here, other parts of the report highlight the required 
improvements in infrastructure and airport, port and 
road systems. 

However, a trade corridor should also include 
facilities like dry ports, special economic zones with 
warehousing and trans-shipment facilities, Inland 
Container Depots, etc. A detailed feasibility study to 
further define such components is recommended.

11.9.5 Implementability: the best case
Two corridors, Berbera–Hargeisa–Wijale (Ethiopia 
border) and Kismayo–Liboi (Kenya border), were 
assessed as having immense potential to develop 
into proper trade corridors. Berbera is already 
of great importance to the Somali economy; the 
Kismayo-Liboi Corridor has potential to open up 

134     Mogadishu to Nairobi via Beled Hawo is 1,116km; Kismayo to Nairobi via Liboi is 548km; Mogadishu is 520km from the Kenyan border at Beled Hawo, 
while Kismayo is 220km from Liboi at the Kenyan border.
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trade and transit trade with Kenya and beyond 
as it can link with the trans-African networks and 
provide connectivity for the Mogadishu Port to 
these markets. The Mogadishu–Beled Hawo Route 
to Nairobi is an alternative route to Kenya but is not 
as feasible since the Kismayo–Liboi Route is 568km 
shorter.134 In addition, the Mogadishu–Beled Hawo 
Route has on-going security problems.

Due to security risks in the central and southern 
parts of Somalia, investing in developing the 
Berbera Corridor is more attractive and feasible. 
Nevertheless, across the board, customs reforms 

along with introduction of better management 
practices will be beneficial for both corridors. As the 
security situation improves, the development of the 
Kismayo Corridor can be taken up.

11.9.6 Investment needed: trade corridors and 
related customs and border management

Initial cost estimates for the development of trade 
corridors and for related customs and border 
management activities is provided in Tables 11.6 
and 11.7.

Overall budget Infrastructure TA/services
Goods/ 

equipment
Total

Legislation 125,000 930,000 55,000 1,110,000
Organisation and management 125,000 2,190,000 55,000 2,370,000
Human resource management 125,000 1,170,000 55,000 1,350,000
Customs ethics - 690,000 - 690,000
Training 600,000 1,320,000 1,034,000 2,954,000
Customs revenue collection 125,000 396,000 195,000 716,000
Border and inland control 21,216,000 3,720,000 4,101,754 29,037,754
Investigations and enforcement 375,000 1,560,000 866,864 2,801,864
Customs and government laboratories - 21,000 - 21,000
Asset management - 240,000 - 240,000
Trade facilitation and business relations - 690,000 - 690,000
Transit and movement of goods including 
computerisation 20,125,000 11,140,000 17,430,000 48,695,000

42,816,000 24,067,000 23,792,618 90,675,618

Investment needs
Kismayo–

Liboi 

Mogadi-
shu–Beled 

Hawo 

Garacad–
Galkayo – 
Galdogob

Berbera 
Corridor

Total

Improvement of port facilities 
infrastructure 20 30 30 30 110

Improvement in airport cargo 
facilities and infrastructure 33 50 2.85 33 118.85

Road network improvements 97 229 72 65 463
TA – private sector support for 
developing the trucking industry, 
goods forwarding, and customs 
brokerage services

10

Total 150 309 104.85 128 701.85

Table 11.6  Budget for customs reform

Table 11.7  Cost estimates for corridors (USD million)
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Annexe 1: Final Validation workshop - Nairobi, 22-23 May, 2016
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Annexe 2: Initial Validation Workshop - Mogadishu, 27 October, 2015

List of acronyms

Background and rationale

Design and methodology 

Workshop proceedings 

1 Welcome and introduction

2 Welcome and opening remarks 

3 Workshop objectives and agenda overview

4 AfDB overview of PSG 4 process

5 Presentation on TSNA framework, objectives, limitations and key findings

6 Group work – consensus building on TSNA findings

7 Closing and way forward

Workshop material 

A Workshop programme 

B Presentation on AfDB overview of PSG 4 process

C Presentation on TSNA framework, objectives, limitations and key findings

D Participants list

Content
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List of Acronyms

AfDB African Development Bank
EC European Commission
FGS Federal Government of Somalia
GDP Gross domestic product
GOS Government of Somalia
ICAO International Civil Aviation Organization
MT Metric tons 
TSNA Transport sector needs assessment 
UN United Nations 
UNDP United Nations Development Program
UNMAS United Nations Mine Action Service
UNOPS United Nations Office for Project Services
WFP World Food Programme

Background and Rationale

The African Development Bank (AfDB) is undertaking 
a series of infrastructure needs assessment in 
Somalia’s key subsectors, including agriculture, 
energy, transport, ICT, water and sanitation. These 
assessments form part of the key deliverables for 
the (2014 - 2015) Economic Recovery Plan by 
the Government of Somalia (GoS). The goal is to 
develop an Infrastructure Action Plan that feeds into 
the country’s full Poverty Reduction Strategy Paper. 
This will be achieved through the development 
of a strategy and timeline that incorporates the 
Transport Sector Needs Assessment (TSNA) into 
a wider Infrastructure Needs Assessment that 
combines water, energy, and transport. Given the 
high strategic value of the TSNA to the AfDB and 
the Federal Government of Somalia (FGS), in July 
2014, AfDB engaged in discussions with the United 
Nations Office for Project Services (UNOPS) to take 
up this assessment. In February 2015, UNOPS and 
AfDB signed the agreement. 

UNOPS contracted a team of consultants (technical 
and process facilitators) to undertake a consultative 
process to develop the TSNA report by taking all 
the relevant stakeholders on board. The team 
developed an Inception Report in   the first stage, 
which provided the basic outline for the TSNA to 
build consensus amongst key stakeholders through 
the Inception Workshops, providing an overview of 
the sector and forming the backbone of the TSNA 

study. The presentations at the initial Inception 
Workshops in Mogadishu, Hargeisa and Garowe 
served as a basis for the completion of the TSNA 
report. 

Based on the feedback received from these 
workshops, a draft TSNA report was prepared and a 
validation workshop was arranged at Mogadishu on 
October 27, 2015 to build an agreement amongst 
the key stakeholders on the report findings.

Design and Methodology

Mr. Imran Rizvi (Process Facilitator) and Mr. 
Amer Durrani (Technical Team Lead) jointly 
moderated the validation workshop. Facilitators’ 
overall responsibility pertained to the design and 
implementation of the workshop. 

The facilitators, prior to the designing of the 
workshop, had systematically reviewed the 
background documents and undertook planning 
meetings with the UNOPS, AfDB, and GoSomalia 
teams to finalize the design. Additionally, the lessons 
learnt during previously held sector meetings 
(especially water and energy) also informed 
the overall workshop design. Based on these 
meetings, a detailed session plan for the workshop 
was developed which included the proposed 
methodology and procedures to be applied across 
the varying sessions of the workshop.
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The workshop was designed to be interactive and participatory. Keeping in view diverse expertise and 
experiences brought in by participants, several techniques were incorporated which included reflection, 
brainstorming, group work and presentations. 

Workshop Proceedings

1. Welcome and Introduction 

The workshop commenced with the recitation from the Holy Quran. The facilitator officially commenced the 
day’s proceedings by welcoming participants to the one day validation workshop. Following this, he invited 
the speakers to share their welcome and opening remarks.

2. Welcome and Opening Remarks

Welcome Remarks by H.E. Mr. Ali Ahmed Jama “Jingali”, Trans-
port Minister

During his opening remarks, he thanked UNOPS and other stake-
holders for arranging this workshop and brought up the following 
points: 

§	 He applauded the efforts of the technical team for compiling 
the report, however, said that the some data needs to be 
updated and agreed upon;

§	 Urged participants to look into the report carefully and 
especially comment on the methodology, for example the 
census data used not acceptable to all the stakeholders, 
criteria used for prioritization etc. At the same time he also 
emphasized that we should not dwell too much on this and 
use common sense and get along with implementing some 
actual projects. We can always come back and update the 
assessment periodically;

§	 He mentioned two projects – transition and capacity building within civil aviation – which are already 
in progress. He said a consultant has also been hired to do the legislation part. This should be kept in 
mind while planning the activities;

§	 As there have been several assessments in the past, he stressed on the need to finance the activities 
being assessed, since that will be of no use if there is no 
commitment from any donor agencies to fund these projects.

Opening Remarks by Mr. Michael Allen, UNOPS Country Director 
for Somalia

Mr. Michael, while thanking the participants for their presence, briefly 
mentioned:

§	 The UN community working with Somalia, since it is a country 



Transport Sector Needs Assessment and Investment Programme       201

on the move, and the decision made in the workshop adding to that influence by determining how the 
infrastructure is designed and implemented;

§	 He hoped that this workshop would close the assessment part and might assist in establishing re-
lationships with the donor community, including the private sector and would close on  holding an 
investment conference;

§	 While concluding, he assured the UNOPS support throughout the process.

3. Workshop Objectives and Agenda Overview

The facilitator thanked the distinguished speakers for setting the 
premise of the workshop in terms of direction and content. The 
objectives of the workshop were briefly shared and included:

§	 Present TSNA key findings and conclusion;

§	 Validated priorities and programs for the transport sector;

§	 Discussed projections and financing options for investors 
conference;

§	 Embed TSNA into the wider Somalian infrastructure needs for 
an Investment Conference.

The facilitator further explained the agenda of the workshop. He 
underscored the importance of group work in order to develop and 
agree on outcomes of the workshop. He emphasized that during the 
group work session, participants should look into the key findings 
and priorities mentioned in TSNA report and further deliberate on the 
priorities, which seem omitted. 

4. Presentation on AfDB Overview of PSG 4 Process

Mr. Richard Walker, Principal Economist from AfDB presented an overview 
of the PSG 4 process. He thanked the representatives from FGS, ACU, EU, 
UNOPS and other stakeholders. He added that The African Development 
Bank, alongside the Federal Government and EU, welcomes this oppor-
tunity today to host this validation workshop. He added that it has taken 
many months of work and it is great to finally have this report discussed 
and validated. 

His presentation broadly included the context and purpose of the Transport 
Sector Needs Assessment, Infrastructure SWG Action Plan and Press and 
AfDB Multi - Partner SITF. 

Please refer to “workshop materials” for the presentation slides. 
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5. Presentation on TSNA Framework, Objectives, Limitations and Key Findings

Mr. Amer Durrani, the Lead Technical Consultant, delivered the 
presentation on the TSNA framework, objectives, limitations and key 
findings. He said that by the end of the workshop, he looks forward to 
achieving the following outcomes:

§	 Agreement on the dataset – population;

§	 Agreement on the overall methodology and recommendations 
for financing and delivery;

§	 Next steps to finalize report for investment conference.

Broadly, his presentation included the methodology adopted to 
collect the data – desk, remote and field levels; an insight on possible 
investment envelopes for Somalia based on the global experience; role 
of population data in TSNA; criteria used for the prioritization of roads, 
ports and aviation (paired analysis); Implementability analysis (internal 
and external risks) and a draft proposal for the TSNA to be started 
immediately, in the medium term and in the long term. 

Please refer to “workshop materials” for the presentation slides.
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Engineer Ismail Mohammad Yussuf – Director of 
Administration and Finance, Ministry of Marine 
Transport Port Puntland

1. The dataset needed to be adopted for 
same area

2. Methodology is fine
3. Recommend to use published popula-

tion data for Puntland – Ministry of Inter-
national Cooperation

Ahmed Osman Fara – Policy Advisor, Ministry of 
Planning and International Cooperation, Puntland

1. Dataset to be used must be the one lo-
cally available, for example Puntland has 
its own official data

2. Methodology is perfect
3. PESS data is irrelevant. Use revised po-

pulation estimates available with Punt-
land Department of Statistics

Engineer Mohammad Abdinor Adan
1. Fine with the dataset
2. Fine with the methodology
3. Recommend to use Puntland population 

for the TSNA

Engineer Samata Omer Mohammad – Puntland 
Ministry of Public Work

1. Data is fine
2. Methodology is good
3. Puntland has its own population data

Others
1. Do not agree since the local authorities 

were not consulted for the data, for exa-
mple Mogadishu municipality

2. Fine with the methodology

Mr. Yonis Adan Adan – Ministry of Ports and 
Marine Transport, Federal Republic of Somalia

1. Not fine with the dataset
2. Fine with the methodology
3. Fully support the population data from 

the Ministry of Planning 

Khadar A. Adam
1. Not fine because the information in the 

report is incorrect e.g. population, bor-
ders between Puntland and Ethopia

2. Methodology is good
3. Primary data can be useful

Engineer Abdiuashid Mohammad – Minister, 
Ministry of Public Works and Reconstruction, 
South West State of Somalia

1. Do not agree with the data used
2. Prioritization of the airports is not in-

cluded in the main airports

Mr. Nasir
1. Data is unaccepted
2. Disagreement with the prioritization - 

parts of the country were not included in 
the prioritization

Mohammad Shmbara, Jubaland
1. Not convinced with the methodology

Shek
1. Recommending use actual population 

data

Abdirizak Ali, South West State

1. Do not agree with the data used

2. Not convinced with the methodology

3. Population data should be from the 
previous records, not the new one

Plenary Discussion

Following the completion of his presentation and 
based on the participants feedback, he invited 
participants to a plenary discussion to deliberate on 
the key questions. For this, he requested participants 
to respond to the following questions:

Question 1: Are you fine with the dataset for the 
report?
Question 2: Are you fine with the methodology/
approach?

Question 3: Which population data would you 
recommend using?

Participants Initial Responses

For the record, the participants’ initial responses 
are transcribed. The issues raised by them were 
then subsequently discussed and resolved during 
the group work and plenary discussions and the 
outcomes and consensus on the 3 questions is 
presented later on.
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Dataset

Population is just one part of the dataset used in the report and the overall analysis does 
include other data i.e. trade, coast lines, borders, agriculture, import and export values, 
and other economic interests in the country. So if we summarize the responses, there are 
diverging views but majority agree with the data used in the report. 

Methodology/
Approach:

Most of the participants are in agreement with the methodology. However, there is a need 
to clarify the methodology further in the final revised report, including how the data was 
analysed—paired analysis, Implementability analysis, and fiscal analysis. 

Population 
Data:

Most of participants disagreed on which population data should be used and there were 
several suggestions regarding the data. The facilitator invited participants to further cla-
rify this through a discussion and requested for the additional remarks for clarification. A 
summary of the discussion was produced and is shown below:
Comment: The population data for each state/region is different and this should be consi-
dered while assigning priorities, including the allocation of resources.
Response: No region has been excluded from the report. The title “FGS Central” includes 
all the sub - federal states and this can be changed easily in the report. Secondly, regar-
ding allocating resources properly – these are being allocated properly because if we look 
at the size of different states, they vary and one of the basic criteria of assigning resources 
to any particular area is through assessing the population it would serve. The point to note 
here is that whatever data source we use (PESS population or the other), the total project 
value will not change, however, the priorities might change slightly.
Comment: Somalia is a decentralized country and each State realizes its priorities diffe-
rently, which should be addressed in the final report accordingly. All the states/regions 
cannot have same priorities.
Response: While agreeing with the suggestion that each State should be considered 
differently, he emphasized that the criteria to allocate resources should be the one which 
justifies the proportionate allocations e.g. providing equal share to States with different 
populations will not be a fair distribution, rather it requires a scientific method to calculate 
where the resources are to be spent based on the exacting needs of the actors involved. 
Comment: The missing links in the overall process:
The nomenclature for the various federal states needs to be changed in the report e.g. 
South Central, includes a number of states and this should be corrected as. Such.
Leadership to be taken on board by inviting their feedback and ensure unified “Govern-
ment Recommendations”.
The priorities have been clustered but these need to be discussed and further discussed. 
However, dropping the whole project will not be a wise move rather we should move 
forward with the existing data and can always address any issues during the implemen-
tation phase. 

While summarizing the next steps, the facilitator 
said that there is a need to do the labelling correctly 
for various regions – presently we are doing it as 
one, Somalia. He added that one of the solutions in 
terms of moving forward is that each sub - national 

unit provides its accurate population estimate, after 
running through the simulation that how it will have 
an impact on the priorities. However, it will not have 
a huge impact on the top three projects that are to 
be shortlisted.

Question and Answer Session / Consensus 
Building

Towards the end of the session, the facilitator opened 

the floor for a question and answer session to 
deliberate further on the key issues and respond to 
feedback received. The summarized responses are 
as shown below:
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How was Galmudug included in the report? 

All of Somalia was included in the report. Roads, airports, and seaports in the state of Galmadug, which 
broadly covers the area previously identified with the regions of Galgaduud and Mudug, were all included 
in the overall transport sector analysis. This inclusion is borne out by the fact that the draft TSNA program 
includes several projects as priorities to be implemented in Galmadug—refer the map showing the first draft 
TSNA program projects. Please note that based on the discussions during the last workshop, many of these 
priorities are being further refined and the presentation of the report is itself being updated and improved. In 
the final version of the report, the TSNA program will be distributed by each state, including Galmudug.

6. Group Work – Consensus Building on TSNA Findings

The facilitator underlined the importance of group work towards the 
fulfilment of the objectives of the workshop. While elaborating the ob-
jectives of the group work, the facilitator explained that the purpose 
of this session was to look into the priorities mentioned in the TSNA, 
discuss it within groups and suggest if there are any of their priorities 
which are not reflected in the final list of projects (for Roads, Aviation 
and Ports).  More specifically, he requested participants, while work-
ing in their respective groups, to address the following areas: 

§	 Which of your priorities are not reflected in the final selected 
list of projects?

§	 What are your recommendations about the implementation 
mechanism?

§	 Identify the institution to lead against each of the identified 
projects?

Following the explanation of terms of reference for the group work, the facilitator proposed that:

§	 Participants are to be working in sub - sector groups (1. Aviation, 2. Ports, 3. Roads) 

§	 The should reflect on the TSNA report and presentations and identify up to 5 major issues (1 per meta 
card, ranked and prioritized in order), potential suggestions (correlation) and institutional mechanism 
(who leads and with whom?)

§	 The should place the cards on brown sheets and select a facilitator and presenter for presentation of 
up to 15 minutes 

Each group was encouraged to select a facilitator from within the group, to guide the proceedings. The 
group work was followed by a presentation and a discussion session



206        Transport Sector Needs Assessment and Investment Programme

Priorities Recommendations for Implementation Institutional Lead
Immediate

Baidda
Galcaio
Beletweyn
Kismayo

All paved tarmac runways Ministry of Transport SW
Ministry of Civil Aviation Puntland
Ministry of Transport FGS
Ministry of Transport Jubbaland

Medium:

Bardhere
Hudur
Baran
Dwsamareb

All unpaved for rehabilitation (shaping and grave-
ling) 

Ministry of Transport SW
MOCAA
Ministry of Transport, GALMUDUG

Priorities Recommendations for 
Implementation

Institutional Lead

Construction of new ports 
between Mogadishu and 
Bossas (Garacad)

Federal government and regional 
states

Ministry of Ports Marine Transport, 
Federal Government

Construction of new ports 
between Mogadishu and 
Kismayo (Baraawe)

Jetties
Qandalla
Alwla
Bn - gaabo
Gndhaa
Marle
Jasila
Cadalla
Hamalhere

Mogadishu Oil Terminal
Construction of meat 
processing factory in 
Bossaso
Construction of low cost 
berg berths in several 
roads and ports 

Group Work Results and Presentations 

Each group presented its results in plenary for feedback 
and discussion. The detailed group work results are tran-
scribed below:

Group 1 - Aviation
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Priorities Recommendations for 
Implementation

Institutional Lead Puntland

Kismayo   - Afmodow Through contractors and 
government (state) 

Implementation to be 
started in end of 2016

Jubbaland and 
FGS private sector 
contractors 

Garowe  -  Galkayo

Baidoa   - Xudux The best way to implement 
the projects is open tender 
(eligible contractor). 
Government to have 
supervisory role

Puntland Highway 
Authority

Bossaso  -  Garowe

Galkayo – Hobyo Garad  -  Galdogdb
Mogadishu   - 
Baledwayno   - Galkayo

Bossaso   - Qandala  -  
Alvla

Bardhere  -  Garbaherey Eldahir  -  Erigavo

Following the group work session, it was mutually agreed that the technical team would vigilantly review the 
recommendations and incorporate them in the revised draft of TSNA, which will be submitted to the relevant 
stakeholders for a final review. The final draft will be discussed and elaborated upon in the proposed invest-
ment conference. 

It is important to note that by and large most of the priorities of all the states were reflected in the TSNA draft 
report barring a few which were identified by the participants.  

Also, there were some instances where the states wanted a more ‘grander’ solution than what was proposed 
as part of the draft TSNA report.  A good example of this is the Baidoa Airport which was picked up as a Phase 
I priority to be improved as a feeder airport, while the ISWA state wanted this to be upgraded to a national 
airport.

Another factor was exclusion of urban transport - and hence Banadir Municipality - which was simply due to 
the decision by AfDB to work separately on Urban development and related transport improvements sepa-
rately. Here again, the TSNA showed its relevance in that Mogadishu Oil Terminal, and Mogadishu - Belet-
wayne - Galckayo, Mogadishu - Baidoa - Belethawo, and Mogadishu - Merca - Kismayo roads emerged as 
priorities and they all include Banadir municipal area.

The emerging understanding was that despite the arguments about the population data and other issues, the 
TSNA recommendations: 

• by and large were in consonance with States’ priorities; 
• and that the priorities which were not in the first phase were still there in the later phases of the 10 year 

TSNA program; and 
• lastly, that some priorities being tabled by States’ were essentially not rational from an economic or 

social standpoint.

7. Way Forward

Towards the end of the workshop, the facilitator presented the Technical Team Lead to explain the way for-
ward. The technical team lead then also summarized the overall recommendations based on the detailed 
discussions and group work, which included: 

§	 Working with the current population data for now as it provides a better estimation of a steady state 
Somalia—including a detailed analysis along the lines presented during the workshop, in the final 
report. However, we will be checking the feedback of each administration on the population data we 
have. 
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Time Activity Who?

0830 – 1020 Registration of participants UNOPS

Introductory speech / welco-
ming participants

Keynote Speakers – Government

AfDB overview of PGS 4 
process 

AfDB Representative     

EC overview of TSNA EC Representative

Scope and purpose of the 
Workshop

Facilitator

Presentation on TSNA 
framework, objectives and 
limitations

Amer Durrani/Aized Mir

1020 – 1040 Tea Break

1040 – 1230 TSNA presentation – key 
findings 

Amer Durrani/Aized Mir

Discussion in plenary session 
to deliberate on the key issues 
and finalize the approach for 
consensus on TSNA report

Facilitator

1230 – 1330 Lunch break

1330 – 1530 Group work briefing Facilitator
Group work – consensus 
building on TSNA findings

Facilitator/Participants 

Group work presentations Participants
1530 – 1550 Tea Break

1550 –1630 Consensus/validation 
agreeemnt

Facilitator

Closing statements AfDB, EC and Government Representatives

§	 Needing to move from the needs assessment to implement the program and being able to always 
check the progress on a yearly basis

§	 Presenting the TSNA program broken down by States, and within them, by sub - sectors.

§	 Including a detailed section on implementation and on financing options for the TSNA—as presented 
during the workshop—in the final report.

§	 The final report will reflect all the input received in the workshop and will have its report as an annexure, 
so it can be referred including working group deliberations

The workshop ended with the closing remarks from AfDB, EC, World Bank, GIZ, UNOPS and Government 
representatives, who stressed upon the need to finalize the prioritization of “projects” and mobilize funds 
at the earliest to ensure an implementation of the proposed projects. They also assured their fullest support 
throughout the process.

WORKSHOP MATERIAL 

A - Workshop Agenda
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C - Presentation on TSNA framework, objectives, limitations and key findings
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Revenue 
through customs 

and border
 Management

TSNA -
 Economic and 

Social 
Insfrasture

Livelihooks through
workfare
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Name Institution Title Email Contact No

H.E. Mr. Ali Ahmed 
Jama “Jingali”

Ministry of 
Transport

Minister

Osman Ali “ “ osman62@hotmail.com 0616998201
Richard Walker AfDB Economist r.walker@afdb.org +254719616975
Abdullahi Abukar BRAvtt Project Officer samatarsom@hotmail.com +252615509185

Dahabo Abdi Jama BRA
Project 
Coordinator

dahabojamaaibra@gmail.com +252815536792

Pauline Gibourdel European Union
Resilience 
Programme 
Manager

pauline.gibourdel@eeas.europa.
eu

+254711292498

Judith Hopp GDC Advisor on ND +254820168542
Frautz Celestin IOM Program Manager Fcelestin@iom.int +254700325063
Mohamed Said 
Abdilahi

ISWA Advisor abdilahim@iswa.so 0617638973

Asad Omar Musse ISWA Focal Point +252617787878

Dheman Abdu Jubbaland Adviser *

Muhumed M. Aden Jubbaland Strategic Advisor mmaden01@yahoo.com 0617757713
Ahmed Abdikefid 
Mohamed

Jubbaland M. of Trade 0618835644

Mohamed Yusuf 
Omar

Jubbaland M. of Investment * dalacada18@hotmail.com  * 0618777798

Ibrahim Hassan Abdi Jubbaland shamakn6@gmail.com * 0615031114

Abdi Noor Ali Jubbaland 0619927060

Mohamad Nur Sham-
basa

Jubbaland 0617418121

Abdullahi Aden Mo-
hamud

Ministry of Agri-
culture

Advisor on ND abdullahijagadoon@gmail.com * 0616531699

Daud Mohamed 
Makaran

Ministry of Edu-
cation

Director of NFE makaraan114@gmail.com 6615548050

Ali Haji Aden
Ministry of Fi-
nance/SFF

Head SFF alihaden@gmail.com * +252615746161

Salad Hussein Abdule Ministry of Labour Director sakkaad12@gmail.com 0618111686
Mohamed Ahmed 
Hassan

Ministry of Port 
and Marines

Director Depart.* amiin3381@gmail.com 0615807632

Eng. Ismail Moha-
moud Yussuf

Ministry of Ports Director of Admin* shirwac2@gmail.com * 0907762230

Yonis Adan Adan
Ministry of Ports 
(FRS)

Head of planning yonisaadan10@gmail.com 0615157572

Nasra Agil*
Ministry of Public 
Work (FGS)

Senior Technical 
Advisor

nasra3@yahoo.com 0616661127

Ali Ga’al Gabow
Ministry of Trans-
port

Director General aliga_al@hotmail.com 0618822246

Muhidin Said Ali
Ministry of Trans-
port

Director saidalimuhidin@gmail.com 0616986455

Khadar A. Adam
Ministry of Trans-
port

Head of 
Department*

khadar.mtca@gmail.com 0617096048

D - Participants list
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Eng. Omar Shurie
Ministry of Water 
and Energy

D.G. omarshurie@gmail.com 0616577876

Ahmed Osman Farah MoPIC Policy Advisor ahmed.ohfarah@gmail.com 0907798899
Abdulkadir Sheki 
Mohamed

MoPWHT D.G. maradoon@gmail.com 0907798126

Eng. Samata Omar 
Mohamed

MoPWT Technical Advisor samatarirbad10@gmail.com * 7794426

Abdulbahi Mahamed 
Maalim “Farimos”

MPWR&H Senior Advisor sa - farimos@mpwr.gov.so +252616250477

Mohamed Samantan Puntland Consultant samantanms@hotmail.com 0907709628

Mohamud Warsame
Puntland Civil 
Aviation

Director mocaadca@gmail.com

Eng. Mohamed Abdi-
nor Aden

Puntland 
Highway

CEO dalab04@yahoo.com 0907795967

Abdirizak Ali Moallin SWS
Deputy Minister of 
Transportation

abdirisak999@gmail.com 0617085006

Eng. Abdirashid Mo-
hamed Ahmed

SWS
Ministry of Public 
Work

mopw@iswa.so 0615500808

Nasir Arvsh SWS
Aized H. Mir UNOPS Consultant aizedhmir@unops.org +923458261876
Amer Zafar Durrani UNOPS Consultant amerzd@unops.org +923008551996

James Markland World Bank
Transport 
Specialist

jmarkland@worldbank.org +251915565806

Atsushi Iimi World Bank Senior Economist aiimi@worldbank.org +12024734698
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Annexe 3: Trade data

Products exported by Somalia

HS Name Value (USD) Percent (%)

104 Sheep and goats 320,192,393 58.7
102 Bovine 65,435,306 12.0
1207 Other oily seeds 57,275,647 10.5
106 Other live animals 56,171,842 10.3
9999 Commodities not specified according to kind 12,908,631 2.4
4106 Tanned goat hides 5,450,301 1.0
1301 Insect resins  -  lac; gums; resins and other vegetables 3,851,997 0.7
3907 Polyacetals  -  plastics and articles thereof 3,525,763 0.6
4103 Other hides and skins 2,840,823 0.5
8527 Reception apparatus for radio broadcasting 2,766,172 0.5
4101 Equine and bovine hides 2,470,812 0.5
4105 Tanned sheep hides 1,786,918 0.3
3906 Acrylic polymers 1,233,898 0.2
4402 Wood charcoal 817,668 0.1
4102 Sheep hides 731,426 0.1
8908 Ships, boats and other vessels for breaking up 724,185 0.1

8505 Electrical machinery and parts thereof  -  sound recorders, 
television 686,799 0.1

8708 Vehicle parts 548,954 0.1
713 Dried legumes 490,844 0.1
2615 Niobium, tantalum, vanadium and zirconium ore 374,587 0.1
303 Non-fillet frozen fish 326,986 0.1
805 Citrus 303,462 0.1
8427 Fork lift trucks 264,993 0.0
7801 Lead and articles thereof 242,108 0.0
9705 Work of art, zoological, mineral, botanical 226,608 0.0
405 Dairy product, eggs, honey, butter 216,300 0.0
3301 Essential oils 202,527 0.0
3926 Other plastic products 154,335 0.0
306 Crustaceans 145,905 0.0
7318 Iron fasteners 138,076 0.0
8517 Telephones 127,347 0.0
3602 Explosives, pyrotechnics 91,620 0.0
305 Processed fish 89,542 0.0
9406 Pre-fab buildings 82,314 0.0
3901 Ethylene polymers 76,179 0.0
8541 Semiconductor devices, electrical parts 8541 - 48 55,994 0.0
8528 Video displays 54,988 0.0
8471 Computers 53,812 0.0

Section I: Somalia’s Exports
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Products exported by Somalia

HS Name Value (USD) Percent (%)

302 Non-fillet fresh fish 53,610 0.0
9031 Optical instruments 53,391 0.0
9608 Miscellaneous manufactured articles, ball points 52,810 0.0
8504 Electrical transformers 51,588 0.0
8515 Electric soldering equipment 48,118 0.0
8429 Large construction vehicles 41,919 0.0
8529 Broadcasting accessories 41,616 0.0
9404 Furniture, stuffed mattresses 40,504 0.0
6403 Leather footwear 36,596 0.0
3923 Plastic lids 34,428 0.0
8413 Liquid pumps 33,928 0.0
7103 Precious stones 31,082 0.0
602 Other live plants 25,330 0.0
9405 Furniture, bedding, cushions 24,762 0.0
710 Frozen vegetables 19,728 0.0
4011 Rubber and articles thereof, new pneumatic tyres 18,470 0.0
4012 Retreaded or used pneumatic tyres 17,266 0.0
8431 Excavation machinery 15,316 0.0
701 Potatoes 14,781 0.0
8481 Valves 12,193 0.0
7118 Coin, precious metals 11,947 0.0
2906 Cyclic alcohols 11,175 0.0
7219 Flat rolled products of stainless steel 11,135 0.0
8537 Electrical boards, panels, consoles 10,996 0.0
1905 Baked goods 10,705 0.0
3307 Shaving products 10,027 0.0
703 Onions, shallots, garlic, leeks, etc 10,001 0.0
2009 Fruit juice 9,891 0.0
307 Molluscs 9,302 0.0
2202 Flavoured water, beverages 9,124 0.0
9025 Optical instruments, measuring, precision, medical 8,881 0.0
6207 Articles of apparel; 6201 - 07 8,712 0.0
2005 Other processed vegetables 7,555 0.0
8421 Centrifuges 7,370 0.0
8523 Blank audio media 7,050 0.0
904 Coffee, tea,  pepper 7,036 0.0
8424 Liquid dispersing machines 6,964 0.0
702 Tomatoes 6,872 0.0
7204 Scrap iron 6,672 0.0
1211 Perfume plants 6,325 0.0
8536 Low voltage protection equipment 6,077 0.0
9018 Medical instruments 5,945 0.0
7612 Aluminium cans 5,788 0.0
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Products exported by Somalia

HS Name Value (USD) Percent (%)

6802 Articles of stone, plaster, cement, asbestos 5,520 0.0
9602 Vegetable and mineral carvings 5,314 0.0
7326 Other iron products 5,020 0.0
204 Sheep and goat meat 4,775 0.0
8483 Transmissions 3,864 0.0
2905 Acyclic alcohols 3,568 0.0
3402 Cleaning products 3,525 0.0
1704 Confectionery sugar 3,458 0.0
4013 Rubber inner tubes 3,008 0.0
6115 Knit socks and hostelry 2,897 0.0
8703 Cars 2,885 0.0
2506 Quartz 2,559 0.0
8409 Engine parts 2,340 0.0
1806 Chocolate 1,849 0.0
6911 Ceramic products 1,640 0.0
8479 Machinery having individual functions 1,631 0.0
4016 Other rubber products 1,281 0.0
9401 Seats 1,245 0.0
3917 Plastic pipes 1,213 0.0
2814 Inorganic chemicals, organic or inorganic compounds 969 0.0
3921 Other plastic sheeting 841 0.0
8414 Air pumps 839 0.0
1512 Animal or vegetable fats and their cleavage 744 0.0
8482 Ball bearings 696 0.0
5807 Labels 676 0.0
8516 Electric heaters 566 0.0
707 Cucumbers and gherkins 540 0.0
3306 Dental products 540 0.0
4901 Brochures 303 0.0
2106 Other edible preparations 298 0.0
3919 Self - adhesive plastics 292 0.0
810 Other fruits 262 0.0
8538 Electrical power accessories 209 0.0
2204 Wine 205 0.0
8466 Metalworking machine parts 191 0.0
3305 Hair products 183 0.0
8525 Broadcasting equipment 119 0.0
1515 Other pure vegetable oils 47 0.0
3405 Polishes and creams 28 0.0
3924 Plastic houseware 18 0.0
9999 Others 1,146,115 0.2

Total 545,213,321 100.00
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Section I: Somalia’s Exports

Products Imported by Somalia

HS Name Value (USD) Percent (%)

102 Live bovine 138,714,190 7.25

104 Sheep and goats 8,152,398 0.43

106 Other animals 1,174,487 0.06

201 Bovine meat 0.00

202 Frozen bovine meat 1,937,793 0.10

207 Poultry meat 992,894 0.05

401 Milk 3,104,302 0.16

402 Concentrated milk and cream 45,172,007 2.36

403 Fermented milk products 126,768 0.01

404 Whey 263,850 0.01

405 Butter 1,585,669 0.08

406 Cheese 180,086 0.01

407 Eggs 844,025 0.04

601 Bulbs and roots 134,877 0.01

701 Potatoes 31,139,713 1.63

702 Tomatoes 6,801,243 0.36

703 Onions 1,221,701 0.06

705 Lettuce 1,908,048 0.10

706 Root vegetables 1,639,485 0.09

709 Other vegetables, fresh or chilled 454,376,667 23.75

713 Dried legumes 614,968 0.03

803 Bananas 2,254,058 0.12

804 Tropical fruits 4,208,559 0.22

805 Citrus 117,576 0.01

806 Grapes 1,914,678 0.10

901 Coffee 137,037 0.01

902 Tea 5,114,894 0.27

906 Cinnamon 151,098 0.01

910 Ginger 644,690 0.03

1001 Wheat - 0.00

1005 Corn 966,985 0.05

1006 Rice 73,429,028 3.84

1101 Wheat flour 209,214,193 10.94

1102 Cereal flours 530,310 0.03

1103 Cereal meal and pellets 147,182 0.01

1104 Processed cereals 356,274 0.02

1105 Potato flours 481,572 0.03

1404 Other vegetable products 27,398,145 1.43

1507 Ground nut oil 2,837 0.00



244        Transport Sector Needs Assessment and Investment Programme

Products Imported by Somalia

HS Name Value (USD) Percent (%)

1509 Pure olive oil 75,942 0.00

1511 Palm oil 33,424,026 1.75

1512 Seed oils 784,991 0.04

1513 Coconut oil 1,610,476 0.08

1515 Other pure vegetable oils 744,441 0.04

1516 Other vegetable oils 201,565 0.01

1517 Margarine 361,710 0.02

1602 Other prepared meats 46,704 0.00

1604 Processed fish 10,064,227 0.53

1701 Raw sugar (in solid form) 147,051,373 7.69

1702 Other sugars 144,768 0.01

1704 Confectionery sugar 6,493,191 0.34

1901 Malt extract 4,546,704 0.24

1902 Pasta 51,660,664 2.70

1905 Baked goods 11,300,723 0.59

2002 Processed tomatoes 5,224,449 0.27

2005 Other processed vegetables 1,302,424 0.07

2009 Fruit juice 15,991,444 0.84

2102 Yeast 918,927 0.05

2104 Soups and broths 8,658,885 0.45

2106 Other edible preparations 17,939,169 0.94

2202 Flavoured water 2,045,471 0.11

2402 Rolled tobacco 45,590,700 2.38

2523 Cement 30,352,241 1.59

2709 Crude petroleum 481 0.00

2710 Refined petroleum 2,423,609 0.13

2821 Iron oxides and hydroxides 87,718 0.00

3002 Human or animal blood 2,394,955 0.13

3003 Unpackaged medicaments 795,321 0.04

3004 Packaged medicaments 32,228,832 1.68

3005 Bandages 937,051 0.05

3302 Scented mixtures 867,505 0.05

3303 Perfumes 111,206 0.01

3304 Beauty products 586,027 0.03

3305 Hair products 463,777 0.02

3305 Preparations for use on hair 463,777 0.02

3307 Shaving products 185,210 0.01

3401 Soap 23,422,722 1.22

3402 Cleaning products 3,825,801 0.20

3808 Pesticides 3,856,497 0.20

3917 Plastic pipes 868,179 0.05

3918 Plastic floor coverings 2,307,932 0.12



Transport Sector Needs Assessment and Investment Programme       245

Products Imported by Somalia

HS Name Value (USD) Percent (%)

3923 Plastic lids 4,163,204 0.22

3924 Plastic houseware 2,424,617 0.13

3925 Plastic building materials 1,520,378 0.08

3926 Other plastic products 2,001,367 0.10

4001 Rubber 612,921 0.03

4011 Rubber tyres 17,306,774 0.90

4012 Used rubber tyres 640,119 0.03

4013 Rubber inner tubes 890,740 0.05

4202 Trunks and cases 801,217 0.04

4407 Sawn wood 2,288,496 0.12

4409 Shaped wood 940,669 0.05

4411 Wood fibreboard 3,114,486 0.16

4412 Plywood 393,100 0.02

4418 Wood carpentry 1,718,051 0.09

4818 Toilet paper 923,529 0.05

4819 Paper containers 642,567 0.03

4820 Paper notebooks 1,136,794 0.06

4907 Postage stamps 1,304,783 0.07

5407 Synthetic filament yarn woven fabric 8,239,699 0.43

5516 Woven fabric of synthetic staple fibres 25,669,105 1.34

5702 Hand woven rugs 1,267,355 0.07

5810 Embroidery 747,108 0.04

6006 Other knitted crotched fabrics 1,285,772 0.07

6115 Knit socks and hostelry 827,832 0.04

6205 Non-knit men’s shirts 1,242,456 0.06

6211 Non-knit active wear 3,554,108 0.19

6301 Blankets 4,727,349 0.25

6306 Awnings, tents, and sails 1,838,471 0.10

6309 Used clothing 932,945 0.05

6402 Rubber footwear 13,587,233 0.71

6403 Leather footwear 319,996 0.02

6506 Other headwear 436,311 0.02

6802 Building stone 352,844 0.02

6807 Asphalt 340 0.00

6810 Cement articles 38,502 0.00

6905 Roofing tiles 23,001 0.00

6907 Unglazed ceramics 194,682 0.01

6908 Glazed ceramics 3,041,459 0.16

6910 Bathroom ceramics 283,201 0.01

7005 Float glass 375,114 0.02

7007 Safety glass 287,820 0.02

7009 Glass mirrors 512,245 0.03
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Products Imported by Somalia

HS Name Value (USD) Percent (%)

7013 Interior decorative glassware 1,360,845 0.07

7208 Hot-rolled iron 381,476 0.02

7209 Cold-rolled iron 690,676 0.04

7210 Coated flat - rolled iron 17,301,670 0.90

7214 Raw iron bars 1,864,640 0.10

7217 Iron wire 6,096,282 0.32

7306 Other small iron pipes 1,748,710 0.09

7308 Iron structures 3,235,480 0.17

7309 Large iron containers 784,930 0.04

7313 Barbed wire 223,882 0.01

7317 Iron nails 2,258,604 0.12

7323 Iron houseware 2,712,156 0.14

7326 Other iron products 2,514,922 0.13

7604 Aluminium  bars 1,756,769 0.09

7610 Aluminium  structures 176,774 0.01

7615 Aluminium  houseware 2,813,806 0.15

8408 Combustion engines 270,557 0.01

8409 Engine parts 647,077 0.03

8415 Air conditioners 675,522 0.04

8418 Refrigerators 2,026,745 0.11

8419 Other heating machinery 1,714,233 0.09

8427 Fork lifts 245,646 0.01

8429 Large construction vehicles 1,477,905 0.08

8471 Computers 4,372,198 0.23

8474 Stone processing machines 1,213,961 0.06

8483 Transmissions 120,008 0.01

8501 Electric motors 2,723,675 0.14

8502 Electric generating sets 6,809,706 0.36

8506 Batteries 5,973,372 0.31

8507 Electric batteries 2,206,418 0.12

8511 Electrical ignitions 227,520 0.01

8513 Portable lighting 3,418,002 0.18

8513 Electric portable lamps 3,418,002 0.18

8516 Electric heaters 435,225 0.02

8517 Telephones 25,893,242 1.35

8517 Electrical equipment for line telephony 25,893,242 1.35

8518 Microphones and headphones 189,663 0.01

8521 Video recording equipment 1,789,343 0.09

8521 Video recording or reproducing apparatus 1,789,343 0.09

8525 Broadcasting equipment 6,104,905 0.32

8526 Navigation equipment 28,716 0.00
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Products Imported by Somalia
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8527 Radio receivers 1,923,216 0.10

8528 Video displays 537,980 0.03

8535 High-voltage protection equipment 1,488,823 0.08

8536 Low-voltage protection equipment 1,295,560 0.07

8537 Electrical control boards 821,178 0.04

8544 Insulated wire 1,876,685 0.10

8701 Tractors 3,707,208 0.19

8702 Buses 638,890 0.03

8703 Cars 8,225,616 0.43

8704 Delivery trucks 14,593,918 0.76

8705 Specialized vehicles 1,495,632 0.08

8708 Vehicle parts 2,989,696 0.16

8710 Armoured vehicles 4,262,770 0.22

8716 Trailers 1,646,962 0.09

8903 Recreational boats 728,436 0.04

9015 Survey equipment 7,414,007 0.39

9018 Medical instruments 9,473,251 0.50

9019 Therapeutic appliances 131,689 0.01

9401 Seats 1,560,485 0.08

9402 Medical furniture 1,309,660 0.07

9403 Other furniture 5,418,608 0.28

9404 Mattresses 2,050,116 0.11

9405 Light fixtures 1,532,395 0.08

9406 Prefabricated buildings 4,980,806 0.26

9617 Vacuum flasks 2,265,464 0.12

9999 Not specified 7,510,751 0.39

Others Others 65,493,708 3.42

Totals 1,913,084,220 100
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Annexe 4: Transport demand assessment

Road name
Length
 (Km)

Regions
Analyti-

cal 
zone

Estimated  
total 

traffic/day

Trucks, 
LGV/
day

Tons
/annum

Ton - km
/annum

Mogadishu - Afgoi 
-  Baidoa - Belet 
- Hawo (Kenya 
Border)

520 Banadir - 
ISWA - Juba A 667 254 283,118 147,221,581

Mogadishu - Be-
ledweyne - Galk-
ayo

704
Banadir - 

Hiran - M.S  
-  Galmudug

A 789 300 335,016 235,851,264

Kismayo - Merca – 
Mogadishu 483 Banadir - 

ISWA -  Juba A 731 278 310,381 149,913,965

Kismayo - Liboi 
(Kenya Border) 220 Juba A 67 25 28,329 6,232,345

Bosaaso -  Garowe 
Road 410 Puntland B 242 133 148,524 60,894,742

Galkayo - Garowe 
Road 240 Puntland B 181 100 111,167 26,680,013

Garowe -  Laasca-
nood 130 Puntland B 29 16 17,866 2,322,633

Galkayo -  Gara’ad 210 Puntland B 16 9 10,059 2,112,408
Galkayo -  Goldo-
gob 60 Puntland B 16 9 10,059 603,545

Section I - ADT and tonnage - main roads
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Section II - ADT and tonnage - feeder roads

Road name
Len-
gth 

(Km)
Region

Analyti-
cal zone

Esta-
blished 

total 
ADT

ADT 
truc-
ks, 

LGV

Tons/
annum

Ton - km/
annum

Proposed 
construc-
tion work

Jalalaqsi -  NS Trunk 12 Hiran A 4 2 1,824 21,884 Gravel
Janaale -  Kabtan-
laas 14 ISWA A 3 1 1,082 15,146 Gravel

Qoryoley -  Kabtan-
laas 14 ISWA A 2 1 969 13,566 Gravel

Garbaharey – Luuq 65 Juba A 7 3 3,014 195,891 Gravel
Kismayo -  Afmadow 110 Juba A 12 5 5,074 558,123 Gravel
Baidoa – Wajid 93 ISWA A 9 3 3,686 342,798 Gravel
Jilib -  Afmadow 80 Juba A 7 3 2,873 229,845 Gravel
Wajid -  Xudur 98 ISWA A 8 3 3,184 312,004 Gravel
Baidoa -  Xudur 144 ISWA A 10 4 4,366 628,706 Gravel
Bardhere – Gar-
baharey 106 Juba A 7 3 3,173 336,327 Gravel

Baidoa - Dinsoor - 
Bardhare 210 ISWA A 15 6 6,256 1,313,791 Gravel

Saakow -  Buaale 50 Juba A 3 1 1,484 74,184 Gravel
Dhuusamareeb -  El 
Bur 112 Galmu-

dug A 8 3 3,323 372,154 Gravel

Bardhere – Saakow 82 Juba A 5 2 2,277 186,674 Gravel
Afgoi to Qoryoley 91 ISWA A 5 2 2,196 199,849 Gravel

Barawe -  Dinsor 185 ISWA/
Juba A 8 3 3,536 654,175 Gravel

Xudur -  Tayeglow 140 ISWA A 5 2 2,241 313,735 Gravel
Jowhar -  Adale 119 MS A 4 2 1,841 219,041 Gravel
Gendershe to Jazee-
ra 40 ISWA A 1 1 618 24,728 Gravel

Tiyeeglow  -  Beled-
weyene 120 ISWA - 

Hiran A 3 1 1,348 161,720 Gravel

Adale -  Ceeldhere 190 MS A 4 1 1,502 285,421 Gravel
Dhuusamareeb - 
Harardhere 250 Galmu-

dug A 5 2 1,916 479,102 Gravel

Buaale – Jilib 88 ISWA A 1 1 632 55,625 Gravel
Awdhegle -  Burha-
kaba 125 ISWA A 2 1 872 108,957 Gravel

Ceeldhere -  Harard-
here 139 Galmu-

dug A 2 1 791 109,989 Gravel

Bossaso - Laas 
Qorey (Port) 130 Punt-

land B 24 13 14,470 1,881,141 Gravel

Bossaso - Qandala 
-  Alula (Port) 220 Punt-

land B 29 16 17,608 3,873,762 Gravel

Galkayo -  Hobyo 241 Galmu-
dug B 20 11 12,237 2,949,120 Gravel

Garowe Bossaso 
(Libaxo) -  Eyl 110 Punt-

land B 7 4 40,05 440,569 Gravel
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Road name
Len-
gth 

(Km)
Region

Analyti-
cal zone

Esta-
blished 

total 
ADT

ADT 
truc-
ks, 

LGV

Tons/
annum

Ton - km/
annum

Proposed 
construc-
tion work

Galkayo -  Eyl (Port) 324 Punt-
land B 17 9 10,460 3,388,911 Gravel

Lasqoray -  Baran 90 Punt-
land B 4 2 2,289 205,981 Gravel

Qardho – Bayla 230 Punt-
land B 6 4 3,957 910,153 Gravel

Baran -  Hadaaftim 45 Punt-
land B 1 1 738 33,223 Gravel

Laas Qorey -  Mydh 125 Punt-
land B 3 2 1,920 239,941 Gravel

Qardho -  Xingalol 100 Punt-
land B 2 1 1,429 142,857 Gravel

Laas Qorey -  Cee-
rigabo via Yube/
Haylan

193 Punt-
land B 4 2 2,307 445,276 Gravel

Qardho - Daahir 
-  Yube 200 Punt-

land B 4 2 2,259 451,828 Gravel

Kalabyr to Xaafun 
(Port) 260 Punt-

land B 4 2 2,436 633,445 Gravel

Taleh -  Garowe 120 Punt-
land B 2 1 1,058 126,911 Gravel

Xiin galool -  La-
sanood 180 Punt-

land B 2 1 1,283 230,898 Gravel

Baran -  Xingalol 185 Punt-
land B 2 1 1,292 239,019 Gravel

Ceeel Dahir -  Cee-
ragabo 220 Punt-

land B 2 1 1,351 297,232 Gravel

Alula -  Baargaal - 
Xafun (Port) 279 Punt-

land B 2 1 1,513 422,260 Gravel

Bargaal -  Gara’ad 550 Punt-
land B 3 2 1,975 1,086,197 Gravel

Almadow Road 20 Punt-
land B 0 0 0 - Gravel
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Trucks and LGV mix Somaliland

  ADT %
Trucks 1352 77%

LGV 402 23%
Total 1,755 100%

Overall mix Somaliland

Commercial 1,755 37%
PAX 3,005 63%
Total 4,760 100%

Trucks and LGV mix Puntland
Trucks 91 69%
LGV 41 31%
Total 133 100%

Puntland overall mix
Commercial 133 55%
PAX 110 45%
Total 243 100%

Somaliland and Puntland Trucks and LGV mix

Trucks 1,444 76%
LGV 444 24%
Total 1,887 100%

All traffic Somaliland and Puntland

Commercial 1,887 38%
PAX 3,115 62%
Total 5,003 100%

Section III:  Traffic mix in Somalia
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Road name Length (Km) Total  Ton Ton - km

Kismayo - Merca - Mogadishu Road (NS Link) 483 258,350 127,866,852
Berbera to Hageisa Road 210 461,452 96,904,920
Mogadishu - Afgoi -  Baidoa - Belet - Hawo Road (Kenya 
Border) 520 127,437 75,298,131

Bosaaso -  Garowe Road (NS Link) 410 40,261 74,317,458
Galkayo - Garowe Road (NS Link) - 240 km 240 209,576 54,095,678
Hargeisa - Kalabydh* 70 529,688 37,078,160
Mogadishu - Beledweyne - Galkayo Road (NS Link) 477 51,476 24,554,052
Berbera - Burao Road (NS Link) 125 46,299 9,432,735
Baidoa - Dinsoor - Bardhare 210 27,264 5,725,440
Kalabydh -  Togwajele (Ethiopian Border -  19 km)* 19 237,980 4,521,620
Burao - Lascanood Road (NS Link) 240 15,189 3,741,328
Kalabydh - Borama 44 82,914 3,648,216
Ceeel Dahir -  Ceeragabo 220 15,766 3,468,520

Galkayo -  Eyl 324 8,345 2,703,780
Adale  - Ceeldhere 190 12,382 2,352,580
Garowe -  Laascanood (NS Link) 130 15,189 1,974,570
Bossaso - Qandala -  Alula 220 7,422 1,632,840
Qardho - Bayla 230 6,422 1,477,060
Barawe -  Dinsor 185 7,537 1,394,345
Buaale - Jilib 88 15,728 1,384,064
Kalabyr to Xaafun 260 5,076 1,319,760
Galkayo -  Hobyo 241 4,538 1,093,658
Garbaharey - Luuq 65 15,766 1,024,790
Garowe Bossaso Road (Libaxo)  -  Eyl 110 8,345 917,950
Borama - Zaylac -  Loyada Road (Djibouti) 254 3,307 839,978
Burao to Hargeisa Road 185 2,576 798,560
Baidoa -  Xudur 144 4,807 692,208
Bardhere - Garbaharey 106 5,922 627,732
Kismayo -  Afmadow 110 5,576 613,360
Wajid -  Xundur 98 4,807 471,086
Jilib -  Afmadow 80 5,576 446,080

Bossaso - Laas Qorey 130 3,230 419,900
Qoryoley -  Kabtanlaas 14 24,111 337,554
Bardhere - Saakow 82 3,692 302,744
Jowhar -  Adale 119 2,500 297,500
Baidoa - Wajid 93 3,115 289,695
Dhuusamareeb - Harardhere 250 731 182,750
Xundur -  Tayeglow 140 769 107660
Ceeldhere Harardhere 139 731 101,609
Gabiley - Barkhado 32 2,999 95,968
Tiyeeglow   -  Beledweyene 120 769 92,280

9331 2,285,620 544,645,171

Section IV: Ton-km on main roads in Somalia (based on trade data)
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Section V- PAX-km based on trade data2

City Population
Percentage 

of population
Cars 

per city
Avg km/
annum

No. of 
passengers

Pass - kms
(Cars)

Afgoye/Afgooye 79,400 1.22% 668 1,825 3 3,656,607
Adadlay/Adadley 11,600 0.18% 98 1,825 3 534,215
Adale 6,500 0.10% 55 1,825 3 299,344
Afmadu/Afmadow 14,500 0.22% 122 1,825 3 667,768
Awdegle/Awdheegle 22,700 0.35% 191 1,825 3 1,045,403
Baki 12,400 0.19% 104 1,825 3 571,057
Bale ad/Balead/Bal’ad 24,100 0.37% 203 1,825 3 1,109,877
Bandar Murcaayo 7,300 0.11% 61 1,825 3 336,187
Bandarbeyla 16,700 0.26% 140 1,825 3 769,085
Barawe/Barawa/Brava 32,800 0.50% 276 1,825 3 1,510,538
Bardere/Bardera 51,300 0.79% 432 1,825 3 2,362,518
Bargal 8,200 0.13% 69 1,825 3 377,634
Baydabo/Baidoa 157,500 2.42% 1,325 1,825 3 7,253,344
Beled weyne/
Beledweyne 67,200 1.03% 565 1,825 3 3,094,760

Berbera 232,500 3.58% 1,956 1,825 3 10,707,318
Bereda/Bereeda 13,700 0.21% 115 1,825 3 630,926
Borama 215,616 3.32% 1,814 1,825 3 9,929,759
Bossaso 700,000 10.77% 5,888 1,825 3 32,237,086
Bulobarde 20,500 0.32% 172 1,825 3 944,086
Bur gabo 3,800 0.06% 32 1,825 3 175,001
Bur hakkaba/Bur 
Hakaba/ Buur Hakaba 33,700 0.52% 283 1,825 3 1,551,985

Burao/Burco 120,400 1.85% 1,013 1,825 3 5,544,779
Caluula 6,100 0.09% 51 1,825 3 280,923
Ceelbuur 11,000 0.17% 93 1,825 3 506,583
Ceeldhere 32,200 0.50% 271 1,825 3 1,482,906
Dinsor/Dinsoor 19,600 0.30% 165 1,825 3 902,638
Dolaw 26,800 0.41% 225 1,825 3 1,234,220
Dujuma 3,000 0.05% 25 1,825 3 138,159
Dusa marreb/
Dhusamareb/
Dhusamareeb

10,500 0.16% 88 1,825 3 483,556

Ê¿ek 5,200 0.08% 44 1,825 3 239,475
Erigabo/Erigavo/
Ceerigaabo 41,000 0.63% 345 1,825 3 1,888,172

Eyl 21,700 0.33% 183 1,825 3 999,350
Galkayo 545,000 8.38% 4,584 1,825 3 25,098,874
Garbaharey 15,400 0.24% 130 1,825 3 709,216
Garowe/Garoowe 57,300 0.88% 482 1,825 3 2,638,836
Gebilay 7,800 0.12% 66 1,825 3 359,213
Hargeysa/Hargeisa 1,200,000 18.46% 10,094 1,825 3 55,263,577

2    Taking total number of cars as 54,685, average travelling 5km/day
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City Population
Percentage 

of population
Cars 

per city
Avg km/
annum

No. of 
passengers

Pass - kms
(Cars)

Hobyo 11,800 0.18% 99 1,825 3 543,425
Iskusuban/Iskushuban 7,000 0.11% 59 1,825 3 322,371
Jalalassi 11,800 0.18% 99 1,825 3 543,425
Jamame/Jamaame 224,700 3.46% 1,890 1,825 3 10,348,105
Jawhar/Jowhar 57,100 0.88% 480 1,825 3 2,629,625
Jilib/Gilib/Gelib/Jillio (8) 40,900 0.63% 344 1,825 3 1,883,567
Kismayo 183,300 2.82% 1,542 1,825 3 8,441,511
Laascaanood/Lasanod 39,500 0.61% 332 1,825 3 1,819,093
Lasqoray/ Laasqoray 8,400 0.13% 71 1,825 3 386,845
Luq/Luuq 41,000 0.63% 345 1,825 3 1,888,172
Mahadday weyne/ 
Mahaday Weyne 10,000 0.15% 84 1,825 3 460,530

Marka/Merca 230,100 3.54% 1,935 1,825 3 10,596,791
Muqdiso/Mogadishu 1,554,000 23.90% 13,071 1,825 3 71,566,332
Odweyne 6,700 0.10% 56 1,825 3 308,555
Qandala/Candala/
Andala/Bender Chor/
Bandar Kor/Taba Tege

19,300 0.30% 162 1,825 3 888,823

Qardo/Qardho 47,400 0.73% 399 1,825 3 2,182,911
Qoryoley 62,700 0.96% 527 1,825 3 2,887,522
Saacow 9,600 0.15% 81 1,825 3 442,109
Saylac 8,600 0.13% 72 1,825 3 396,056
Tayeglo/Tayeeglow 2,000 0.03% 17 1,825 3 92,106
Wajid/Waajid 8,100 0.12% 68 1,825 3 373,029
Wanlaweyn 26,700 0.41% 225 1,825 3 1,229,615
Xafun 13,200 0.20% 111 1,825 3 607,899
Xarardere/Harardhere 1,900 0.03% 16 1,825 3 87,501
Xuddur 12,500 0.19% 105 1,825 3 575,662
Yet / Let 7,900 0.12% 66 1,825 3 363,819

6,501,216 1.00 54,685 299,400,375



Transport Sector Needs Assessment and Investment Programme       255

S.No City Population
Percen-
tage of 

population

Vans 
per 
city

Avg 
km/yr/

veh

No. of 
passen-

gers

pass - kms
(Vans)3

1 Afgoye/Afgooye 79,400 1.22% 816 5,475 8 35,753,903
2 Adadlay/Adadley 11,600 0.18% 119 5,475 8 5,223,492
3 Adale 6,500 0.10% 67 5,475 8 2,926,957
4 Afmadu/Afmadow 14,500 0.22% 149 5,475 8 6,529,365
5 Awdegle/Awdheegle 22,700 0.35% 233 5,475 8 10,221,834
6 Baki 12,400 0.19% 127 5,475 8 5,583,733

7 Bale ad/Balead/
Bal’ad 24,100 0.37% 248 5,475 8 10,852,255

8 Bandar Murcaayo 7,300 0.11% 75 5,475 8 3,287,198
9 Bandarbeyla 16,700 0.26% 172 5,475 8 7,520,028

10 Barawe/Barawa/
Brava 32,800 0.50% 337 5,475 8 14,769,874

11 Bardere/Bardera 51,300 0.79% 527 5,475 8 23,100,444
12 Bargal 8,200 0.13% 84 5,475 8 3,692,469
13 Baydabo/Baidoa 157,500 2.42% 1,619 5,475 8 70,922,416

14 Beled weyne/Beled-
weyne 67,200 1.03% 691 5,475 8 30,260,231

15 Berbera 232,500 3.58% 2,390 5,475 8 104,694,994
16 Bereda/Bereeda 13,700 0.21% 141 5,475 8 6,169,124
17 Borama 215,616 3.32% 2,217 5,475 8 97,092,111
18 Bossaso 700,000 10.77% 7,197 5,475 8 315,210,736
19 Bulobarde 20,500 0.32% 211 5,475 8 9,231,172
20 Bur gabo 3,800 0.06% 39 5,475 8 1,711,144

21 Bur hakkaba/Bur Ha-
kaba/ Buur Hakaba 33,700 0.52% 346 5,475 8 15,175,145

22 Burao/Burco 120,400 1.85% 1,238 5,475 8 54,216,247
23 Caluula 6,100 0.09% 63 5,475 8 2,746,836
24 Ceelbuur 11,000 0.17% 113 5,475 8 4,953,312
25 Ceeldhere 32,200 0.50% 331 5,475 8 14,499,694
26 Dinsor/Dinsoor 19,600 0.30% 202 5,475 8 8,825,901
27 Dolaw 26,800 0.41% 276 5,475 8 12,068,068
28 Dujuma 3,000 0.05% 31 5,475 8 1,350,903

29 Dusa marreb/Dhusa-
mareb/Dhusamareeb 10,500 0.16% 108 5,475 8 4,728,161

30 Ê¿ek 5,200 0.08% 53 5,475 8 2,341,565

31 Erigabo/Erigavo/Cee-
rigaabo 41,000 0.63% 422 5,475 8 18,462,343

32 Eyl 21,700 0.33% 223 5,475 8 9,771,533
33 Galkayo 545,000 8.38% 5,603 5,475 8 245,414,073
34 Garbaharey 15,400 0.24% 158 5,475 8 6,934,636
35 Garowe/Garoowe 57,300 0.88% 589 5,475 8 25,802,250
36 Gebilay 7,800 0.12% 80 5,475 8 3,512,348
37 Hargeysa/Hargeisa 1,200,000 18.46% 12,337 5,475 8 540,361,262
38 Hobyo 11,800 0.18% 121 5,475 8 5,313,552
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S.No City Population
Percen-
tage of 

population

Vans 
per 
city

Avg 
km/yr/

veh

No. of 
passen-

gers

pass - kms
(Vans)3

39 Iskusuban/Iskushu-
ban 7,000 0.11% 72 5,475 8 3,152,107

40 Jalalassi 11,800 0.18% 121 5,475 8 5,313,552
41 Jamame/Jamaame 224,700 3.46% 2,310 5,475 8 101,182,646
42 Jawhar/Jowhar 57,100 0.88% 587 5,475 8 25,712,190

43 Jilib/Gilib/Gelib/Jillio 
(8) 40,900 0.63% 420 5,475 8 18,417,313

44 Kismayo 183,300 2.82% 1,884 5,475 8 82,540,183

45 Laascaanood/La-
sanod 39,500 0.61% 406 5,475 8 17,786,892

46 Lasqoray/ Laasqoray 8,400 0.13% 86 5,475 8 3,782,529
47 Luq/Luuq 41,000 0.63% 422 5,475 8 18,462,343

48 Mahadday weyne/ 
Mahaday Weyne 10,000 0.15% 103 5,475 8 4,503,011

49 Marka/Merca 230,100 3.54% 2,366 5,475 8 103,614,272
50 Muqdiso/Mogadishu 1,554,000 23.90% 15,976 5,475 8 699,767,834
51 Odweyne 6,700 0.10% 69 5,475 8 3,017,017

52

Qandala/Candala/
Andala/Bender Chor/
Bandar Kor/Taba 
Tege

19,300 0.30% 198 5,475 8 8,690,810

53 Qardo/Qardho 47,400 0.73% 487 5,475 8 21,344,270
54 Qoryoley 62,700 0.96% 645 5,475 8 28,233,876
55 Saacow 9,600 0.15% 99 5,475 8 4,322,890
56 Saylac 8,600 0.13% 88 5,475 8 3,872,589
57 Tayeglo/Tayeeglow 2,000 0.03% 21 5,475 8 900,602
58 Wajid/Waajid 8,100 0.12% 83 5,475 8 3,647,439
59 Wanlaweyn 26,700 0.41% 274 5,475 8 12,023,038
60 Xafun 13,200 0.20% 136 5,475 8 5,943,974

61 Xarardere/Harard-
here 1,900 0.03% 20 5,475 8 855,572

62 Xuddur 12,500 0.19% 129 5,475 8 5,628,763
63 Yet / Let 7,900 0.12% 81 5,475 8 3,557,378

6,501,216 1.00 66,838 2,927,504,400

3    Assuming 66,838 vans/pickup with average 15 km per day
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Annexe 6: Road transport

Section I: Inventory of main roads in Somalia

Road name Length 
(Km)

Road 
type

Width, 
m

Re-
gions

Ana-
lytical 
zone

Existing 
surface 

type

Condi-
tion

Population 
served

Popu-
lation 

per Km

Ter-
rain

Mogadi-
shu - Afgoi  
-  Baidoa - 
Belet - Hawo 
(Kenya 
Border)

520 Border  
Corridor 7.3

Bana-
dir - 

ISWA4 
- Juba

A Earthen Poor 1,831,900 3,523 Flat

Mogadishu - 
Beledweyne 
- Galkayo

704 NS Link 7.3

Ba-
nadir 

- Hiran 
- M.S5  
-  Gal-
mu-
dug

A Paved Poor 2,167,700 3,079 Flat

Kismayo 
- Merca - 
Mogadishu

483 NS Link 7.3

Ba-
nadir 

- ISWA 
-  Juba

A Paved Poor 2,008,300 4,158 Flat

Kismayo - 
Liboi (Kenya 
Border)

220 Border  
Corridor 7.3 Juba A Earthen Poor 183,300 833 Flat

Bosaaso  
-  Garowe 
Road

410 NS Link 7.3 Punt-
land B Paved Fair 804,700 1,963 Rol-

ling

Galkayo 
- Garowe 
Road

240 NS Link 7.3 Punt-
land B Paved Poor 602,300 2,510 Rol-

ling

Garowe  -  
Laascanood 130 NS Link 7.3 Punt-

land B Paved Poor 96,800 745
Flat/
Rol-
ling

Galkayo  -  
Gara’ad 210 Border  

Corridor 3.65 Punt-
land B Earth Poor 54,500 260 Flat

Galkayo  -  
Goldogob 60 Border  

Corridor 3.65 Punt-
land B Earth Poor 54,500 908 Flat

Berbera – 
Burao 125 NS Link 7.3 Soma-

liland C Paved Poor 352,900 2,823

Rol-
ling/
Hilly/
Flat

Burao - Las-
canood 240 NS Link 3.65

Soma-
liland

C Paved Poor 159,900 666
Rol-
ling/
Flat

Total 3,342

4      ISWA = Interim South West Administration 
5      M.S = Middle Shabelle 
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Section II: Inventory of feeder roads in Somalia 
 

Road name Length 
(Km) Road type Width, m 

Existing 
surface 

type 
Condition Region Analytical 

zone 
Pop. 

served 
Population 

per Km 

Jalalaqsi  -  NS Trunk 12 Feeder 3.65 Earth Poor Hiran A 11,800 983 
Janaale  -  Kabtanlaas 14 Feeder 3.65 Paved Poor ISWA A 7,000 500 
Qoryoley  -  Kabtanlaas 14 Feeder 3.65 Earth Poor ISWA A 6,270 448 
Garbaharey - Luuq 65 Secondary 3.65 Earth Poor Juba A 19,500 300 
Kismayo  -  Afmadow 110 Secondary 3.65 Earth Poor Juba A 32,830 298 
Baidoa - Wajid 93 Secondary 3.65 Earth Poor ISWA A 23,850 256 
Jilib  -  Afmadow 80 Feeder 3.65 Earth Poor Juba A 18,590 232 
Wajid  -  Xudur 98 Feeder 3.65 Earth Poor ISWA A 20,600 210 
Baidoa  -  Xudur 144 Secondary 3.65 Earth Poor ISWA A 28,250 196 
Bardhere - Garbaharey 106 Secondary 3.65 Earth Poor Juba A 20,530 194 
Baidoa - Dinsoor - Bardhare 210 Secondary 3.65 Earth Poor ISWA A 40,480 193 
Saakow  -  Buaale 50 Feeder 3.65 Earth Poor Juba A 9,600 192 
Dhuusamareeb  -  El Bur 112 Feeder 3.65 Earth Poor Galmudug A 21,500 192 
Bardhere - Saakow 82 Feeder 3.65 Earth Poor Juba A 14,730 180 
Afgoi to Qoryoley 91 Secondary 3.65 Earth Poor ISWA A 14,210 156 
Barawe  -  Dinsor 185 Feeder 3.65 Earth Poor ISWA/Juba A 22,880 124 
Xudur  -  Tayeglow 140 Feeder 3.65 Earth Poor ISWA A 14,500 104 
Jowhar  -  Adale 119 Secondary 3.65 Earth Poor MS A 11,910 100 
Gendershe to Jazeera 40 Secondary 3.65 Earth Poor ISWA A 4,000 100 

Tiyeeglow   -  Beledweyene 120 Feeder 3.65 Earth Poor ISWA - 
Hiran A 8,720 73 

Adale  -  Ceeldhere 190 Coastal 3.65 Earth Poor MS A 9,720 51 
Dhuusamareeb - Harardhere 250 Feeder 3.65 Earth Poor Galmudug A 12,400 50 
Buaale - Jilib 88 Feeder 3.65 Earth Poor ISWA A 4,090 46 
Awdhegle  -  Burhakaba 125 Secondary 3.65 Earth Poor ISWA A 5,640 45 
Ceeldhere  -  Harardhere 139 Coastal 3.65 Earth Poor Galmudug A 5,120 37 
Bossaso - Laas Qorey (Port) 130 Coastal 3.65 Earth Poor Puntland B 78,400 603 
Bossaso - Qandala -  Alula 
(Port) 220 Coastal 3.65 Earth Poor Puntland B 95,400 434 

Galkayo  -  Hobyo 241 Feeder 3.65 Earth Poor Galmudug B 66,300 275 
Garowe Bossaso (Libaxo)  -  
Eyl 110 Feeder 3.65 Earth Poor Puntland B 21,700 197 
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Road name Length 
(Km) Road type Width, m 

Existing 
surface 

type 
Condition Region Analytical 

zone 
Pop. 

served 
Population 

per Km 

Galkayo  -  Eyl (Port) 324 Feeder 3.65 Earth Poor Puntland B 56,670 175 
Lasqoray  -  Baran 90 Feeder 3.65 Earth Poor Puntland B 12,400 138 
Qardho - Bayla 230 Feeder 3.65 Earth Poor Puntland B 21,440 93 
Baran  -  Hadaaftim 45 Feeder 3.65 Earth Poor Puntland B 4,000 89 
Laas Qorey  -  Mydh 125 Coastal 3.65 Earth Poor Puntland B 10,400 83 
Qardho  -  Xingalol 100 Feeder 3.65 Earth Poor Puntland B 7,740 77 
Laas Qorey  -  Ceerigabo via 
Yube/Haylan 193 Feeder 3.65 Earth Poor Puntland B 12,500 65 

Qardho - Daahir  -  Yube 200 Feeder 3.65 Earth Poor Puntland B 12,240 61 
Kalabyr to Xaafun (Port) 260 Feeder 3.65 Earth Poor Puntland B 13,200 51 
Taleh  -  Garowe 120 Feeder 3.65 Earth Poor Puntland B 5,730 48 
Xiin galool  -  Lasanood 180 Feeder 3.65 Earth Poor Puntland B 6,950 39 
Baran  -  Xingalol 185 Feeder 3.65 Earth Poor Puntland B 7,000 38 
Ceeel Dahir  -  Ceeragabo 220 Feeder 3.65 Earth Poor Puntland B 7,320 33 
Alula -  Baargaal - Xafun (Port) 279 Coastal 3.65 Earth Poor Puntland B 8,200 29 
Bargaal  -  Gara'ad 550 Feeder 3.65 Earth Poor Puntland B 10,700 19 
Almadow Road 20 Feeder 3.65 Earth Poor Puntland B - - 
Total Length 6,499         
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Section III - Population data for Somalia 
 

Cities/Towns Population Banadir/ISWA/IJA/ 
Galmadug 

Main/ 
border 

Feeder/ 
coastal 

Puntland/ 
Galmadug 

Main/ 
border 

Feeder/ 
coastal 

Adale 6,500 6,500  6,500    
Afgoye/ Afgooye 79,400 79,400 79,400 79,400    
Afmadu/Afmadow 14,500 14,500  14,500    
Almadow (unknown) -    -  - 
Awdegle/ Awdheegle 22,700 22,700      
Bale ad/ Balead/ Bal'ad/ Balcad 24,100 24,100      
Bandar Murcaayo 7,300    7,300   
Bandarbeyla/ Bayla (Coastal Port) 16,700    16,700  16,700 
Barawe/ Barawa/ Brava 32,800 32,800  32,800    
Baran/ Badhan (Sanaag region) (*) 4,000    4,000  4,000 
Bardere/ Bardhere/ Bardera 51,300 51,300  51,300    
Bargal/ Baargaal (Coastal Port) 8,200    8,200  8,200 
Barkhado -       
Baligubadle (border) -       
Baydabo/ Baidoa 157,500 157,500 157,500 157,500    
Beled weyne/ Beledweyne 67,200 67,200 67,200 67,200    
Bereda/Bereeda 13,700    13,700   
Bossaso/ Boosaaso/ Bender Cassim 700,000    700,000 700,000 700,000 
Buaale - -  -    
Bulobarde/ Buulobarde 20,500 20,500      
Bur gabo/ Burgabo (unknown) 3,800       
Bur hakkaba/ Bur Hakaba/ Buur Hakaba 33,700 33,700  33,700    
Caluula/ Alula/ Calawla/ Aluula (Coastal 
Port) 6,100    6,100  6,100 

Ceelbuur / El Bur (Galguduud region) 11,000 11,000  11,000    
Ceeldhere Ceel Dahir 32,200 32,200  32,200    
Dahir/ Dhahar 6,000    6,000  6,000 
Dinsor/ Dinsoor 19,600 19,600  19,600    
Dolaw 26,800 26,800      
Dujuma 3,000 3,000      
Dusa marreb/ Dhusamareb/ 
Dhusamareeb 10,500 10,500      

Eyl (Port) 21,700    21,700  21,700 
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Cities/Towns Population Banadir/ISWA/IJA/ 
Galmadug 

Main/ 
border 

Feeder/ 
coastal 

Puntland/ 
Galmadug 

Main/ 
border 

Feeder/ 
coastal 

Galkayo/ Gallacaio/ Gaalkayco/ Rocca 
Littorio 545,000    545,000 545,000 545,000 

Gara'ad / Garacad (Port/ Coastal) 2,500    2,500 2,500  
Garbaharey 15,400 15,400      
Garowe/ Garoowe 57,300    57,300 57,300  
Gendershee / Gendershe (Port/ Coastal) 2,500 2,500  2,500    
Go'da Yar [unknown] -       
Gogaysa [unknown] -       
Goldogob (border crossing) -    -   
Haylan, Heylaan -    -  - 
Hobyo 11,800    11,800  11,800 
Iskusuban/ Iskushuban 7,000    7,000   
Jalalassi/ Jalalaqsi 11,800 11,800  11,800    
Jamame/ Jamaame 224,700 224,700      
Jannaale -    -  - 
Jawhar/ Jowhar/ Giohar 57,100 57,100  57,100    
Jazeera (Port/Coastal) 1,500 1,500  1,500    
Jilib/ Gilib/ Gelib/ Jillio 40,900 40,900  40,900    
Kalabaydh/ Kalabayr / Kalabyr/ Kalabeit/ 
Kala Baydh (N Sool region) 1,043    1,043  1,043 

Kalabaydh (between Hargeisa and Tog 
Waajale, Waajale) -       

Kismayo 183,300 183,300 183,300 183,300    
Laascaanood/Lasanod 39,500    39,500 39,500  
Laas Ciidle (well)/ Las Edle, Las Idleh -       
Lasqoray/ Laasqoray/ Laas Qorey 
(Coastal Port) 8,400    8,400  8,400 

Libaxo on road to Eyl (unknown) -    -   
Loyada (border) -       
Luq/ Luuq 41,000 41,000  41,000    
Mahadday weyne/ Mahaday Weyne 10,000 10,000      
Marka/ Merca 230,100 230,100 230,100     
Maydh/ Mait/ Meit / Mydh (Coastal Port) 2,000    2,000  2,000 
Muqdiso/ Mogadishu 1,554,000 1,554,000 1,554,000     
Qandala/ Candala/ Andala/ Bender Chor/ 
Bandar Kor/ Taba Tege (Port) 19,300    19,300  19,300 

                9 of 55 

Cities/Towns Population Banadir/ISWA/IJA/ 
Galmadug 

Main/ 
border 

Feeder/ 
coastal 

Puntland/ 
Galmadug 

Main/ 
border 

Feeder/ 
coastal 

Qardo/ Qardho 47,400    47,400  47,400 
Qoryoley 62,700 62,700  62,700    
Saacow/ Saakow 9,600 9,600  9,600    
Tayeglo/ Tayeeglow/ Tiyeeglow 2,000 2,000  2,000    
Tog Wajaale / Wajaale / Togwejele 
(border) -       

Wadamagoo/ Wadama Goo -       
Wajid/ Waajid 8,100 8,100  8,100    
Wanlaweyn 26,700 26,700      
Weeraarta/Weerarka (unknown) -       
Xafun/Xaafun (Coastal Port) 13,200    13,200  13,200 
Xagal/Hagal -       
Xarardere/Harardhere 1,900 1,900  1,900    
Xiin galool/Xin galol 3,000    3,000  3,000 
Xuddur/Xudur/Xundur? 12,500 12,500  12,500    
Yube 1,500    1,500  1,500 
Yet /Let (Border Post with Kenya) 7,900 7,900  7,900    
Total 4,663,443 3,117,000 2,271,500 948,500 1,583,643 1,344,300 1,415,343 
Total Somalia 
(inc. Somaliand) 10,428,000 30%   15%   

 
http://www.tageo.com/index - e - so - cities - SO.htm 
Somalia Total (Established 2014  -  http://en.wikipedia.org/wiki/Somalia) 
* Estimated from satellite imagery at 8 persons per house 
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Section IV: Road Traffic Counts Data 
Hargeisa  -  Berbera        

 Pax vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 211 206 52 57 123 98 3 750 
6/9/2011 179 230 49 55 127 83 5 728 
7/9/2011 223 245 47 54 149 164 1 883 
8/9/2011 235 298 87 79 136 196 0 1031 
9/9/2011 283 352 90 104 200 219 5 1253 

Grand Total 1131 1331 325 349 735 760 14 4645 
ADT 226 266 65 70 147 152 3 929 

% Composition 24% 29% 7% 8% 16% 16% 0.30%  
ADT Pax/Commercial   557 70   302  

% Pax/Commercial   60% 8%   32%  
       Commercial 40.0% 

Berbera   -  Hargeisa        
 Pax Vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 159 112 71 64 40 117 0 563 
6/9/2011 128 112 51 104 53 113 0 561 
7/9/2011 227 79 20 102 8 118 0 554 
8/9/2011 215 200 151 86 28 184 0 864 
9/9/2011 130 90 113 102 45 146 0 626 

Grand Total 859 593 406 458 174 678 0 3168 
ADT 172 119 81 92 35 136 0 634 

% Composition 27% 19% 13% 14% 5% 21% 0%  
ADT Pax/Commercial   372 92   170  

% Pax/Commercial   59% 14%   27%  
       Commercial 41.4% 

Hargeisa  -  Kalabaidh        
 Pax Vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 445 399 117 111 185 117 0 1374 
6/9/2011 444 443 51 113 188 47 0 1286 
7/9/2011 482 437 48 99 180 63 0 1309 
8/9/2011 430 406 128 87 106 192 0 1349 
9/9/2011 418 366 45 98 141 87 0 1155 

Grand Total 2219 2051 389 508 800 506 0 6473 
ADT 444 410 78 102 160 101 0 1295 

% Composition 34% 32% 6% 8% 12% 8%   
ADT Pax/Commercial   932 102   261  
% Pax/ Commercial   72% 8%   20%  

       Commercial 28.0% 
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Kalabaidh  -  Wajale        
 Pax Vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 215 133 27 18 70 61 0 524 
6/9/2011 180 98 9 25 48 50 2 412 
7/9/2011 166 105 18 24 64 70 4 451 
8/9/2011 177 148 24 24 65 63 3 504 
9/9/2011 184 114 21 35 96 91 2 543 

Grand Total 922 598 99 126 343 335 11 2434 
ADT 184 120 20 25 69 67 2 487 

% Composition 38% 25% 4% 5% 14% 14% 0.5%  
ADT Pax/Commercial   324 25   138  
% Pax/ Commercial   67% 5%   28%  

       Commerci
al 33.5% 

 
Kalabaidh  -  Borama        

 Pax Vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 94 90 33 21 24 19 0 281 
6/9/2011 57 70 10 22 22 17 0 198 
7/9/2011 101 100 26 22 13 14 0 276 
8/9/2011 66 108 25 28 24 18 0 269 
9/9/2011 62 78 22 17 34 28 0 241 

Grand Total 380 446 116 110 117 96 0 1265 
ADT 76 89 23 22 23 19 0 253 

% Composition 30% 35% 9% 9% 9% 8% 0%  
ADT 

Pax/Commercial   188 22   43  

% Pax/Commercial   74% 9%   17% 253 
       Commercial 25.5% 

 
Berbera  Burao         

 Pax Vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 109 61 8 27 90 33 0 328 
6/9/2011 105 76 9 29 97 39 0 355 
7/9/2011 163 106 18 33 108 43 0 471 
8/9/2011 96 64 9 35 62 40 0 306 
9/9/2011 112 94 14 27 92 45 0 384 

Grand Total 585 401 58 151 449 200 0 1844 
ADT 117 80 12 30 90 40 0 369 

% Composition 32% 22% 3% 8% 24% 11% 0%  
ADT 

Pax/Commercial   209 30   130  

% Pax/ 
Commercial   57% 8%   35%  

 
       Commercial 43.4% 
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Burao  -  Berbera         

 Pax Vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 133 80 25 39 86 61 0 424 
6/9/2011 110 91 14 32 64 85 0 396 
7/9/2011 111 82 19 33 53 74 0 372 
8/9/2011 110 140 26 25 66 75 0 442 
9/9/2011 111 105 22 23 95 66 0 422 

Grand Total 575 498 106 152 364 361 0 2056 
ADT 115 100 21 30 73 72 0 411 

% Composition 28% 24% 5% 7% 18% 18% 0%  
ADT 

Pax/Commercial   236 30   145  

% 
Pax/Commercial   57% 7%   35%  

       Commercial 42.7% 
 

Burao Lascanood         

 Pax Vehicles Commercial  

Date Car 
Pickup 
& Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers Total 

5/9/2011 59 104 19 33 100 11 0 326 
6/9/2011 65 100 15 32 140 51 0 403 
7/9/2011 72 95 13 34 125 25 0 364 
8/9/2011 90 115 16 34 175 25 0 455 
9/9/2011 75 82 16 25 139 28 0 365 

Grand Total 361 496 79 158 679 140 0 1913 
ADT 72 99 16 32 136 28 0 383 

% Composition 19% 26% 4% 8% 35% 7% 0%  
ADT 

Pax/Commercial   187 32   164  

% 
Pax/Commercial   49% 8%   43%  

 
       Commercial 51.1% 
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Summary        
 Pax Vehicles Commercial 

ADT Car 
Pickup 
& Land 
Cruiser 

Mini 
- bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy 
goods 
vehicle 

Trailers 

Somaliland 226 266 65 70 147 152 3 
 172 119 81 92 35 136 0 
 444 410 78 102 160 101 0 
 184 120 20 25 69 67 2 
 76 89 23 22 23 19 0 
 117 80.2 11.6 30.2 89.8 40 0 
 115 99.6 21.2 30.4 72.8 72.2 0 
 72 99 16 32 136 28 0 

Average 176 160 39 50 92 77 1 
% 30% 27% 7% 8% 15% 13% 0% 

Puntland 35 60 13 41 22 70 0 
      Commercial 55% 

 
 

 Pax Vehicles Commercial 

% Composition Car 
Pickup & 

Land 
Cruiser 

Mini - 
bus 

Light 
goods 
vehicle 

Medium 
goods 
vehicle 

Heavy goods 
vehicle Trailers 

 24% 29% 7% 8% 16% 16% 0.3% 
 27% 19% 13% 14% 5% 21% 0.0% 

Somaliland 34% 32% 6% 8% 12% 8% 0.0% 
 38% 25% 4% 5% 14% 14% 0.5% 
 30% 35% 9% 9% 9% 8% 0.0% 
 32% 22% 3% 8% 24% 11% 0.0% 
 28% 24% 5% 7% 18% 18% 0.0% 
 19% 26% 4% 8% 35% 7% 0.0% 

Average 29% 26% 6% 8% 17% 13% 0% 

      Avg 
Commercial 38% 

      Pax 62% 
        

Puntland 14% 25% 6% 17% 9% 29% 0% 
      Commercial 55% 
      Pax 45% 
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Traffic count data for Bossaso-Garowe Road - Puntland 
 

Year 2014 M/cycle Saloon 
cars 

Pick - ups, 
jeeps, 4 - WD's, 

vans. 

Buses Truck 
Total Minibus 

(<27  
seats) 

Minibus 
(>27 seats) 

Light 
trucks 

Medium 
trucks 

Heavy trucks 
(3,4 axle) 

January 50 1,050 1,950 150 90 960 510 2,100 6,860 

February 65 987 1,570 90 110 1,045 670 2,345 6,882 

March 51 1,010 1,870 110 167 1,298 870 1,908 7,284 

April 70 1,200 1,987 190 234 1,700 345 2,450 8,176 

May 82 1,029 2,345 265 300 2,098 987 2,987 10,093 

June 37 876 1,876 152 123 876 510 1,657 6,107 

July 20 610 1,421 124 65 345 479 1,020 4,084 

August 27 401 1,000 87 34 105 234 450 2,338 

September 75 1,345 2,010 345 214 1,657 765 2,546 8,957 

October 69 1,235 1,908 290 193 1,909 654 2,456 8,714 

November 78 1,546 2,016 402 297 1,456 990 2,657 9,442 

December 70 1,435 1,986 567 321 1,654 864 2,876 9,773 

TOTAL 694 12,724 21,939 2,772 2,148 15,103 7,878 25,452 88,710 
ADT 2 35 60 8 6 41 22 70 243 

% Composition 0.8% 14.3% 24.7% 3.1% 2.4% 17.0% 8.9% 28.7%  

ADT 
Pax/Commercial     110 41  91  

          

% 
Pax/Commercial     45.4% 17.0%  37.6%  

       Commercial 54.6% 
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Section V: Paired analysis for roads 

 
Main roads - Zone A 

Main corridor, high traffic and commercial 1 2 3 4 5 6 7 8 9 10 Total Decimal 
value 

Mogadishu - Beledweyne - Galkayo Road (NS Link) X 5.00 1.00 10.00       16.00 0.37 

Kismayo - Merca - Mogadishu Road (NS Link) 0.20 X 5.00 10.00       15.20 0.36 

Mogadishu - Afgoi  -  Baidoa - Belet - Hawo Road (Kenya 

Border) 
1.00 0.20 X 10.00       11.20 0.26 

Kismayo - Liboi Road (Kenya Border) - 220 km 0.10 0.10 0.10 X       0.30 0.01 

     X      0.00 0.00 

Note: Relative weights entered in green cells           0.00 0.00 

Column totals 1.30 5.30 6.10 30.00 0.00 0.00 0.00 0.00 0.00 0.00 42.70 1.00 

 

 

Main roads - Zone A 
Provide link with border crossing/can form part of Trade 

corridor 1 2 3 4 5 6 7 8 9 10 Total Decimal 
value 

Mogadishu - Beledweyne - Galkayo Road (NS Link) X 1.00 1.00 1.00       3.00 0.25 

Kismayo - Merca - Mogadishu Road (NS Link) 1.00 X 1.00 1.00       3.00 0.25 

Mogadishu - Afgoi  -  Baidoa - Belet - Hawo Road (Kenya Border) 1.00 1.00 X 1.00       3.00 0.25 

Kismayo - Liboi Road (Kenya Border) - 220 km 1.00 1.00 1.00 X       3.00 0.25 

Column totals 3.00 3.00 3.00 3.00 0.00 0.00 0.00 0.00 0.00 0.00 12.00 1.00 

 

Main roads - Zone A  
Population served/km, social benefits (derived benefit) 1 2 3 4 5 6 7 8 9 10 Total Decimal 

value 
Mogadishu - Beledweyne - Galkayo Road (NS Link) X 1.00 5.00 10.00       16.00 0.37 

Kismayo - Merca - Mogadishu Road (NS Link) 1.00 X 5.00 10.00       16.00 0.37 

Mogadishu - Afgoi  -  Baidoa - Belet - Hawo Road (Kenya 

Border) 
0.20 0.20 X 10.00       10.40 0.24 

Kismayo - Liboi Road (Kenya Border) - 220 km 0.10 0.10 0.10 X       0.30 0.01 

Column totals 1.30 1.30 10.10 30.00 0.00 0.00 0.00 0.00 0.00 0.00 42.70 1.00 
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Feeder roads - Zone A 
Links with main corridor 1 2 3 4 5 6 7 8 9 10 Total Decimal value 

Jalalaqsi  -  NS Trunk X 1.00 1.00 1.00 1.00 1.00 5.00 5.00 1.00 5.00 21.00 0.13 

Janaale  -  Kabtanlaas 1.00 X 1.00 1.00 1.00 1.00 5.00 5.00 1.00 5.00 21.00 0.13 

Qoryoley  -  Kabtanlaas 1.00 1.00 X 1.00 1.00 1.00 5.00 5.00 1.00 5.00 21.00 0.13 

Garbaharey - Luuq 1.00 1.00 1.00 X 1.00 1.00 5.00 5.00 1.00 5.00 21.00 0.13 

Kismayo  -  Afmadow 1.00 1.00 1.00 1.00 X 1.00 5.00 5.00 1.00 5.00 21.00 0.13 

Baidoa - Wajid 1.00 1.00 1.00 1.00 1.00 X 5.00 5.00 1.00 5.00 21.00 0.13 

Jilib  -  Afmadow 0.20 0.20 0.20 0.20 0.20 0.20 X 1.00 0.20 1.00 3.40 0.02 

Wajid  -  Xundur 0.20 0.20 0.20 0.20 0.20 0.20 1.00 X 0.20 1.00 3.40 0.02 

Baidoa  -  Xudur 1.00 1.00 1.00 1.00 1.00 1.00 5.00 5.00 X 5.00 21.00 0.13 

Bardhere - Garbaharey 0.20 0.20 0.20 0.20 0.20 0.20 1.00 1.00 0.20 X 3.40 0.02 

Column totals 6.60 6.60 6.60 6.60 6.60 6.60 37.00 37.00 6.60 37.00 157.20 1.00 

 
Feeder roads - Zone A 

Farm to market/agriculture/rural economy/fisheries 1 2 3 4 5 6 7 8 9 10 Total Decimal value 
Jalalaqsi  -  NS Trunk X 1.00 1.00 5.00 5.00 5.00 5.00 10.00 5.00 5.00 42.00 0.21 

Janaale  -  Kabtanlaas 1.00 X 1.00 5.00 5.00 5.00 5.00 10.00 5.00 5.00 42.00 0.21 

Qoryoley  -  Kabtanlaas 1.00 1.00 X 1.00 5.00 5.00 5.00 10.00 5.00 5.00 38.00 0.19 

Garbaharey - Luuq 0.20 0.20 1.00 X 1.00 1.00 1.00 5.00 1.00 1.00 11.40 0.06 

Kismayo  -  Afmadow 0.20 0.20 0.20 1.00 X 5.00 1.00 5.00 1.00 5.00 18.60 0.09 

Baidoa - Wajid 0.20 0.20 0.20 1.00 0.20 X 1.00 5.00 1.00 5.00 13.80 0.07 

Jilib  -  Afmadow 0.20 0.20 0.20 1.00 1.00 1.00 X 5.00 1.00 1.00 10.60 0.05 

Wajid  -  Xundur 0.10 0.10 0.10 0.20 0.20 0.20 0.20 X 0.20 1.00 2.30 0.01 

Baidoa  -  Xudur 0.20 0.20 0.20 1.00 1.00 1.00 1.00 5.00 X 5.00 14.60 0.07 

Bardhere - Garbaharey 0.20 0.20 0.20 1.00 0.20 0.20 1.00 1.00 0.20 X 4.20 0.02 

Column totals 3.30 3.30 4.10 16.20 18.60 23.40 20.20 56.00 19.40 33.00 197.50 1.00 
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Feeder roads - Zone A 
Population served/social benefits 1 2 3 4 5 6 7 8 9 10 Total Decimal value 

Jalalaqsi  -  NS Trunk X 5.00 5.00 5.00 5.00 10.00 10.00 10.00 10.00 10.00 70.00 0.27 

Janaale  -  Kabtanlaas 0.20 X 1.00 1.00 5.00 5.00 5.00 10.00 10.00 10.00 47.20 0.18 

Qoryoley  -  Kabtanlaas 0.20 1.00 X 5.00 5.00 5.00 5.00 5.00 5.00 5.00 36.20 0.14 

Garbaharey - Luuq 0.20 1.00 0.20 X 1.00 5.00 5.00 5.00 5.00 5.00 27.40 0.11 

Kismayo  -  Afmadow 0.20 0.20 0.20 1.00 X 5.00 5.00 5.00 5.00 5.00 26.60 0.10 

Baidoa – Wajid 0.10 0.20 0.20 0.20 0.20 X 1.00 5.00 5.00 5.00 16.90 0.07 

Jilib  -  Afmadow 0.10 0.20 0.20 0.20 0.20 1.00 X 5.00 5.00 5.00 16.90 0.07 

Wajid  -  Xundur 0.10 0.10 0.20 0.20 0.20 0.20 0.20 X 5.00 5.00 11.20 0.04 

Baidoa  -  Xudur 0.10 0.10 0.20 0.20 0.20 0.20 0.20 0.20 X 1.00 2.40 0.01 

Bardhere - Garbaharey 0.10 0.10 0.20 0.20 0.20 0.20 0.20 0.20 1.00 X 2.40 0.01 

Column totals 1.30 7.90 7.40 13.00 17.00 31.60 31.60 45.40 51.00 51.00 257.20 1.00 

 

Main roads - Zone B  
Main corridor, high traffic and commercial 1 2 3 4 5 6 Total Decimal value 

Bosaaso  -  Garowe Road (NS Link) X 0.20 10.00 10.00 10.00  30.20 0.45 

Galkayo - Garowe Road (NS Link) - 240 km 5.00 X 5.00 10.00 10.00  30.00 0.45 

Garowe  -  Laascanood (NS Link) 0.10 0.20 X 1.00 1.00  2.30 0.03 

Galkayo  -  Gara'ad 0.10 0.10 1.00 X 1.00  2.20 0.03 

Galkayo  -  Goldogob 0.10 0.10 1.00 1.00 X  2.20 0.03 

Note: Relative weights entered in green cells       0.00 0.00 

Column totals 5.30 0.60 17.00 22.00 22.00 0.00 66.90 1.00 

 

 

Provide link with border crossing/can form part of Trade corridor 1 2 3 4 5 6 Total Decimal 
value 

Bosaaso  -  Garowe Road (NS Link) X 5.00 10.00 10.00 10.00  35.00 0.45 

Galkayo - Garowe Road (NS Link) - 240 km 0.20 X 10.00 10.00 10.00  30.20 0.39 

Garowe  -  Laascanood (NS Link) 0.10 0.10 X 5.00 5.00  10.20 0.13 

Galkayo  -  Gara'ad 0.10 0.10 0.20 X 1.00  1.40 0.02 

Galkayo  -  Goldogob 0.10 0.10 0.20 1.00 X  1.40 0.02 

Column totals 0.50 5.30 20.40 26.00 26.00 0.00 78.20 1.00 
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Main roads - Zone B  
Population served/km, social benefits (derived benefit) 1 2 3 4 5 6 Total Decimal value 

Bosaaso  -  Garowe Road (NS Link) X 5.00 10.00 10.00 10.00  35.00 0.43 

Galkayo - Garowe Road (NS Link) - 240 km 0.20 X 10.00 10.00 10.00  30.20 0.37 

Garowe  -  Laascanood (NS Link) 0.10 0.10 X 5.00 5.00  10.20 0.13 

Galkayo  -  Gara'ad 0.10 0.10 0.20 X 0.20  0.60 0.01 

Galkayo  -  Goldogob 0.10 0.10 0.20 5.00 X  5.40 0.07 

Column totals 0.50 5.30 20.40 30.00 25.20 0.00 81.40 1.00 

 

Feeder roads - Zone B 
Links with main corridor 1 2 3 4 5 6 7 8 9 10 Total Decimal 

value 
Bossaso - Laas Qorey (Port) X 1.00 1.00 1.00 1.00 5.00 1.00 5.00 5.00 1.00 21.00 0.14 

Bossaso - Qandala -  Alula (Port) 1.00 X 1.00 1.00 1.00 5.00 1.00 1.00 5.00 1.00 17.00 0.11 

Galkayo  -  Hobyo (Port) 1.00 1.00 X 1.00 1.00 5.00 1.00 5.00 5.00 1.00 21.00 0.14 

Garowe Bossaso (Libaxo)  -  Eyl 1.00 1.00 1.00 X 1.00 5.00 1.00 5.00 5.00 1.00 21.00 0.14 

Galkayo  -  Eyl (Port) 1.00 1.00 1.00 1.00 X 5.00 1.00 5.00 5.00 1.00 21.00 0.14 

Lasqoray  -  Baran 0.20 0.20 0.20 0.20 0.20 X 0.20 1.00 1.00 0.20 3.40 0.02 

Qardho - Bayla (Port) 1.00 1.00 1.00 1.00 1.00 5.00 X 5.00 5.00 1.00 21.00 0.14 

Baran  -  Hadaaftim 0.20 1.00 0.20 0.20 0.20 1.00 0.20 X 1.00 0.20 4.20 0.03 

Laas Qorey  -  Mydh 0.20 0.20 0.20 0.20 0.20 1.00 0.20 1.00 X 0.20 3.40 0.02 

Qardho  -  Xingalol 1.00 1.00 1.00 1.00 1.00 5.00 1.00 5.00 5.00 X 21.00 0.14 

Note: Relative weights entered in green cells           0.00 0.00 

Column totals 6.60 7.40 6.60 6.60 6.60 37.00 6.60 33.00 37.00 6.60 154 1.00 
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Feeder roads - Zone B  
Farm to market/agriculture/rural economy/fisheries 1 2 3 4 5 6 7 8 9 10 Total Decimal value 

Bossaso - Laas Qorey (Port) X 1.00 1.00 1.00 1.00 5.00 1.00 5.00 1.00 5.00 21.00 0.13 

Bossaso - Qandala -  Alula (Port) 1.00 X 1.00 1.00 1.00 5.00 1.00 5.00 1.00 5.00 21.00 0.13 

Galkayo  -  Hobyo (Port) 1.00 1.00 X 1.00 1.00 5.00 1.00 5.00 1.00 5.00 21.00 0.13 

Garowe Bossaso (Libaxo)  -  Eyl 1.00 1.00 1.00 X 1.00 5.00 1.00 5.00 1.00 5.00 21.00 0.13 

Galkayo  -  Eyl (Port) 1.00 1.00 1.00 1.00 X 5.00 1.00 5.00 1.00 5.00 21.00 0.13 

Lasqoray  -  Baran 0.20 0.20 0.20 0.20 0.20 X 0.20 1.00 0.20 1.00 3.40 0.02 

Qardho - Bayla (Port) 1.00 1.00 1.00 1.00 1.00 5.00 X 5.00 1.00 5.00 21.00 0.13 

Baran  -  Hadaaftim 0.20 0.20 0.20 0.20 0.20 1.00 0.20 X 0.20 1.00 3.40 0.02 

Laas Qorey  -  Mydh 1.00 1.00 1.00 1.00 1.00 5.00 1.00 5.00 X 5.00 21.00 0.13 

Qardho  -  Xingalol 0.20 0.20 0.20 0.20 0.20 1.00 0.20 1.00 0.20 X 3.40 0.02 

Column totals 6.60 6.60 6.60 6.60 6.60 37.00 6.60 37.00 6.60 37.00 157.20 1.00 

 

Feeder roads - Zone B 
Population served/social benefits 1 2 3 4 5 6 7 8 9 10 Total Decimal value 

Bossaso - Laas Qorey (Port) X 5.00 10.00 10.00 10.00 10.00 10.00 10.00 10.00 10.00 85.00 0.25 

Bossaso - Qandala -  Alula (Port) 0.20 X 5.00 5.00 5.00 5.00 10.00 10.00 10.00 10.00 60.20 0.18 

Galkayo  -  Hobyo (Port) 0.10 0.20 X 5.00 5.00 5.00 10.00 10.00 10.00 10.00 55.30 0.16 

Garowe Bossaso (Libaxo)  -  Eyl 0.10 0.20 0.20 X 5.00 5.00 10.00 10.00 10.00 10.00 50.50 0.15 

Galkayo  -  Eyl (Port) 0.10 0.20 0.20 0.20 X 5.00 10.00 10.00 10.00 10.00 45.70 0.13 

Lasqoray  -  Baran 0.10 0.20 0.20 0.20 0.20 X 5.00 5.00 5.00 5.00 20.90 0.06 

Qardho - Bayla (Port) 0.10 0.10 0.10 0.10 0.10 0.20 X 1.00 5.00 5.00 11.70 0.03 

Baran  -  Hadaaftim 0.10 0.10 0.10 0.10 0.10 0.20 1.00 X 1.00 5.00 7.70 0.02 

Laas Qorey  -  Mydh 0.10 0.10 0.10 0.10 0.10 0.20 0.20 1.00 X 1.00 2.90 0.01 

Qardho  -  Xingalol 0.10 0.10 0.10 0.10 0.10 0.20 0.20 0.20 1.00 X 2.10 0.01 

Column totals 1.00 6.20 16.00 20.80 25.60 30.80 56.40 57.20 62.00 66.00 342.00 1.00 
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Feeder roads - Zone C 
Links with main corridor 1 2 3 4 5 6 7 8 9 10 Total Decimal value 
Borama  -  Weeraarta X 1.00 1.00 1.00 1.00 1.00 5.00 1.00 1.00 1.00 13.00 0.11 

Berbera  -  Xagal (hagal)  -  Laas Ciidle  1.00 X 1.00 1.00 1.00 1.00 5.00 1.00 1.00 1.00 13.00 0.11 

Gabiley  -  Gogaysa  1.00 1.00 X 1.00 1.00 1.00 5.00 1.00 1.00 1.00 13.00 0.11 

Gabiley - Barkhado 1.00 1.00 1.00 X 1.00 1.00 5.00 1.00 1.00 1.00 13.00 0.11 

Burao  -  Warabeye 1.00 1.00 1.00 1.00 X 1.00 5.00 1.00 1.00 1.00 13.00 0.11 

Laascanood  -  Kalabyr 1.00 1.00 1.00 1.00 1.00 X 5.00 1.00 1.00 1.00 13.00 0.11 

Maydh (port) to Erigavo/ Ceerigaabo 0.20 0.20 0.20 0.20 0.20 0.20 X 0.20 0.20 0.20 1.80 0.02 

Burco (Burao)  -  Bohotle (border) 1.00 1.00 1.00 1.00 1.00 1.00 5.00 X 1.00 1.00 13.00 0.11 

Laascanood - Qoriley 1.00 1.00 1.00 1.00 1.00 1.00 5.00 1.00 X 1.00 13.00 0.11 

Hargeisa  -  Baligubadle (border) 1.00 1.00 1.00 1.00 1.00 1.00 5.00 1.00 1.00 X 13.00 0.11 

Note: Relative weights entered in green cells                     0.00 0.00 

Column totals 8.20 8.20 8.20 8.20 8.20 8.20 45.00 8.20 8.20 8.20 118.80 1.00 

 

Feeder roads - Zone C 
 

Farm to market/agriculture/rural 
economy/fisheries 1 2 3 4 5 6 7 8 9 10 Total 

Decimal 
value 

Borama  -  Weeraarta X 1.00 1.00 1.00 1.00 1.00 0.20 5.00 1.00 5.00 16.20 0.10 

Berbera  -  Xagal (hagal)  -  Laas Ciidle  1.00 X 1.00 1.00 1.00 1.00 0.20 5.00 1.00 5.00 16.20 0.10 

Gabiley  -  Gogaysa  1.00 1.00 X 1.00 1.00 1.00 0.20 5.00 1.00 5.00 16.20 0.10 

Gabiley - Barkhado 1.00 1.00 1.00 X 1.00 1.00 0.20 5.00 1.00 5.00 16.20 0.10 

Burao  -  Warabeye 1.00 1.00 1.00 1.00 X 1.00 0.20 5.00 1.00 5.00 16.20 0.10 

Laascanood  -  Kalabyr 1.00 1.00 1.00 1.00 1.00 X 0.20 5.00 1.00 5.00 16.20 0.10 

Maydh (port) to Erigavo/ Ceerigaabo 5.00 5.00 5.00 5.00 5.00 5.00 X 5.00 1.00 5.00 41.00 0.26 

Burco (Burao)  -  Bohotle (border) 0.20 0.20 0.20 0.20 0.20 0.20 0.20 X 0.20 1.00 2.60 0.02 

Laascanood - Qoriley 1.00 1.00 1.00 1.00 1.00 1.00 1.00 5.00 X 5.00 17.00 0.11 

Hargeisa  -  Baligubadle (border) 0.20 0.20 0.20 0.20 0.20 0.20 0.20 1.00 0.20 X 2.60 0.02 

Column totals 11.40 11.40 11.40 11.40 11.40 11.40 2.60 41.00 7.40 41.00 63.20 1.00 
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Main roads - Zone C 
Main corridor, high traffic and commercial 1 2 3 4 5 6 7 Total Decimal 

value 
Berbera - Burao (NS Link) X 5.00 0.10 1.00 10.00 10.00  26.10 0.22 

Burao - Lascanood (NS Link) 0.20 X 0.10 0.20 5.00 10.00  15.50 0.13 

Berbera - Hagreisa - Kalabydh - Togwejele 10.00 10.00 X 10.00 10.00 10.00  50.00 0.42 

Burao to Hargeisa 1.00 5.00 0.10 X 5.00 10.00  21.10 0.18 

Kalabydh - Borama 0.10 0.20 0.10 0.20 X 5.00  5.60 0.05 

Borama - Zaylac - Loyada (Djibouti) 0.10 0.10 0.10 0.10 0.20 X  0.60 0.01 

Note: Relative weights entered in green cells        0.00 0.00 

Column totals 11.40 20.30 0.50 11.50 30.20 45.00 0.00 118.90 1.00 

 

 

Provide link with border crossing/can form part of Trade corridor 1 2 3 4 5 6 7 Total Decimal value 
Berbera - Burao (NS Link) X 1.00 1.00 0.20 0.20 1.00  3.40 0.04 

Burao - Lascanood (NS Link) 1.00 X 0.10 5.00 5.00 5.00  16.10 0.19 

Berbera - Hagreisa - Kalabydh - Togwejele 1.00 10.00 X 10.00 10.00 10.00  41.00 0.48 

Burao to Hargeisa* 5.00 0.20 0.10 X 5.00 5.00  15.30 0.18 

Kalabydh - Borama 5.00 0.20 0.10 0.20 X 1.00  6.50 0.08 

Borama - Zaylac - Loyada (Djibouti) 1.00 0.20 0.10 0.20 1.00 X  2.50 0.03 

Column totals 13.00 11.60 1.40 15.60 21.20 22.00 0.00 84.80 1.00 

 

Main roads - Zone C 
Population served/km, social benefits (derived benefit) 1 2 3 4 5 6 7 Total Decimal value 

Berbera - Burao (NS Link) X 5.00 0.10 0.10 10.00 10.00  25.20 0.18 

Burao - Lascanood (NS Link) 0.20 X 0.10 0.10 5.00 10.00  15.40 0.11 

Berbera - Hagreisa - Kalabydh - Togwejele 10.00 10.00 X 0.10 10.00 10.00  40.10 0.28 

Burao to Hargeisa 10.00 10.00 10.00 X 10.00 10.00  50.00 0.35 

Kalabydh - Borama 0.10 0.20 0.10 0.10 X 10.00  10.50 0.07 

Borama - Zaylac - Loyada (Djibouti) 0.10 0.10 0.10 0.10 0.10 X  0.50 0.00 

Column totals 20.40 25.30 10.40 0.50 35.10 50.00 0.00 141.70 1.00 
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Feeder roads - Zone C 

Population served/social benefits 1 2 3 4 5 6 7 8 9 10 Total Decimal value 
Borama  -  Weeraarta X 5.00 5.00 5.00 5.00 5.00 5.00 5.00 10.00 10.00 55.00 0.21 

Berbera  -  Xagal (hagal)  -  Laas Ciidle  0.20 X 1.00 5.00 5.00 5.00 5.00 5.00 10.00 10.00 46.20 0.17 

Gabiley  -  Gogaysa  0.20 1.00 X 5.00 5.00 5.00 5.00 5.00 10.00 10.00 46.20 0.17 

Gabiley - Barkhado 0.20 0.20 0.20 X 5.00 5.00 5.00 5.00 10.00 10.00 40.60 0.15 

Burao  -  Warabeye 0.20 0.20 0.20 0.20 X 1.00 1.00 5.00 10.00 10.00 27.80 0.10 

Laascanood  -  Kalabyr 0.20 0.20 0.20 0.20 1.00 X 1.00 5.00 5.00 5.00 17.80 0.07 

Maydh (port) to Erigavo/ Ceerigaabo 0.20 0.20 0.20 0.20 1.00 1.00 X 5.00 5.00 5.00 17.80 0.07 

Burco (Burao)  -  Bohotle (border) 0.20 0.20 0.20 0.20 0.20 0.20 0.20 X 5.00 5.00 11.40 0.04 

Laascanood - Qoriley 0.10 0.10 0.10 0.10 0.10 0.20 0.20 0.20 X 1.00 2.10 0.01 

Hargeisa  -  Baligubadle (border) 0.10 0.10 0.10 0.10 0.10 0.20 0.20 0.20 1.00 X 2.10 0.01 

Column totals 1.60 7.20 7.20 16.00 22.40 22.60 22.60 35.40 66.00 66.00 267.00 1.00 
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Section VI: Rate analysis and cost estimates 
Item No. 104     

Description: Compaction of natural ground     
      
 Assumed quantity 3500 sqm   
      

(A) Manpower     
Code Description No. Hr. Rate Amount 

1021 Supervisor 1 10 25.00 250.00 
1023 Assistant Surveyor 1 2 20.00 40.00 
1041 Helper 2 2 6.00 24.00 
1051 Labour 2 8 6.00 96.00 

 Total    410.00 
(B) Equipment     

Code Description No. Hr. Rate Amount 
3008 Grader 140 H.P. 1 4 60.00 240.00 
3016 Combination Roller 10 - 12 T. 1 9 80.00 720.00 
3025 Water Tank Tow Type 4000 Ltr 3 8 20.00 480.00 
3086 Pump 4" delivery (Diesel) 1 2 20.00 40.00 

 Total    1,480.00 
      

(C) Material     
Code Description Unit Qty Rate Amount 

2065 Water Ltr 105 1 105.00 
 Total    105.00 
      

(D) Summary     
D.1 Basic cost (A + B + C)    1,995.00 
D.2 Cost per sqm    0.57 
D.3 Overhead and profits @ 25%    0.14 

      
 Total cost per sqm    0.71 
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Item No. 108 c     
Description: Formation of embankment from borrow excavation in  

 common material 
     

 Assumed quantity 450 Cum.   
(A) Manpower     

Code Description No. Hours Rate Amount 
1001 Site Engineer 1 4 30.00 120.00 
1012 Forman Earth Work 1 8 25.00 200.00 
1021 Supervisor 1 8 20.00 160.00 
1023 Assistant Surveyor 1 8 20.00 160.00 
1041 Helper 2 8 6.00 96.00 
1051 Labour 4 8 6.00 192.00 

 Total    928.00 
(B) Equipment     

Code Description No. Hours Rate Amount 
3008 Grader 140 H.P. 1 4 80.00 320.00 
3016 Combination Roller 10 - 12 T. 2 4 60.00 480.00 
3023 Tractor 50 H.P. 4 3 20.00 240.00 
3024 Water Tank Bowser Type 12000 Ltr. 2 4 20.00 160.00 
3086 Pump 4" Delivery (Diesel) 1 4 10.00 40.00 
3003 Bull - Dozer 90 H.P 1 5 60.00 300.00 
3005 Front End Loader 2.5 CuM 1 5.5 60.00 330.00 
3033 Dumper 10 Ton 5 5.5 60.00 1,650.00 

 Total    3,520.00 
(C) Material     

Code Description Unit Qty Rate Amount 
2002 Soil Class - A1 (A) CM 550 1.00 550.00 
2065 Water 1000 Ltr 90 1.00 90.00 

 Total    640.00 
(D) Summary     
D.1 Basic cost (A + B + C)    5,088.00 
D.2 Cost per cum.    11.31 
D.3 Overhead and profits @ 25%    2.83 

 Total cost per cum.    14.13 
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Item No. 201     
Description: Granular sub - base     

      
 Assumed quantity 480 Cum.   
      

(A) Manpower     
Code Description No. Hr. Rate Amount 
1001 Site Engineer 1 4 30.00 120.00 
1012 Forman Earth Work 1 8 25.00 200.00 
1021 Supervisor 1 8 20.00 160.00 
1022 Surveyor 1 4 20.00 80.00 
1023 Assistant Surveyor 1 8 20.00 160.00 
1041 Helper 2 8 6.00 96.00 
1051 Labour 4 8 6.00 192.00 

 Total    1,008.00 
(B) Equipment     

Code Description No. Hr. Rate Amount 
3007 Grader 165 H.P. 2 6 60.00 720.00 
3015 Combination Roller 18 T. 2 8 80.00 1,280.00 
3024 Water Tank Bowser Type 12,000 Ltr 2 6 20.00 240.00 
3086 Pump 4" Delivery (Diesel) 1 6 20.00 120.00 

 Total    2,360.00 
(C) Material     

Code Description Unit Qty Rate Amount 
2018 Granular sub - base B CM 650 15.00 9,750.00 
2065 Water 1000 Ltr 90 1.00 90.00 

 Total    9,840.00 
      

(D) Summary     
D.1 Basic cost (A + B + C)    13,208.00 
D.2 Cost per cum.    27.52 
D.3 Overhead and profits @ 25%    6.88 

      
 Total cost per cum.    34.40 
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Item No. 202     
Description: Aggregate base     

      
 Assumed quantity 350 Cum.   
      

(A) Manpower     
Code Description No. Hr. Rate Amount 

1001 Site Engineer 1 4 30.00 120.00 
1012 Forman Earth Work 1 8 25.00 200.00 
1021 Supervisor 1 8 20.00 160.00 
1022 Surveyor 1 8 20.00 160.00 
1041 Helper 2 8 6.00 96.00 
1051 Labour 2 8 6.00 96.00 

 Total    832.00 
      

(B) Equipment     
Code Description No. Hr. Rate Amount 

3007 Grader 165 H.P. 2 4 60.00 480.00 
3015 Combination Roller 18 T. 2 5 80.00 800.00 
3024 Water Tank Bowser Type 12000 Ltr 2 4 20.00 160.00 
3086 Pump 4" Delivery (Diesel) 1 4 20.00 80.00 

 Total    1,520.00 
      

(C) Material     
Code Description Unit Qty Rate Amount 

2014 Crushed /natural aggregate Base A CM 455 25.00 11,375.00 
2065 Water 1000 Ltr 50 1.00 50.00 

 Total    11,425.00 
      

(D) Summary     
D.1 Basic cost (A + B + C)    13,777.00 
D.2 Cost per cum.    39.36 
D.3 Overhead and profits @ 25%    9.84 

      
 Total cost per cum.    49.20 
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Item No. 203 a     
Description: Asphaltic base course plant mix (CLASS "A")   

      
 Assumed quantity 188 Cum.   
      

(A) Manpower     
Code Description No. Hr. Rate Amount 

1001 Site Engineer 1 4 30.00 120.00 
1002 Asphalt Plant Engineer 1 10 30.00 300.00 
1011 Forman Asphalt 1 10 25.00 250.00 
1021 Supervisor 1 10 20.00 200.00 
1022 Surveyor 1 7 20.00 140.00 
1023 Assistant Surveyor 1 7 20.00 140.00 
1041 Helper 4 7 6.00 168.00 
1051 Labour 30 10 6.00 1,800.00 

 Total    3,118.00 
      

(B) Equipment     
Code Description No. Hr. Rate Amount 

3004 Front -  end Loader 3 Cum. 1 7 80.00 560.00 
3011 Tandem Vibratory Roller 10  -  12 T. 2 10 80.00 1,600.00 
3018 P.T.R. (9 -  Wheeler) 21 T. 2 10 80.00 1,600.00 
3025 Water Tank Tow Type 4000 Ltr. 1 10 20.00 200.00 
3032 Dumper 18 T. 8 7 60.00 3,360.00 
3055 Asphalt Plant 80 T. 1 7 500.00 3,500.00 
3058 Paver 4 M Wide 1 7 60.00 420.00 
3061 Compressor 300 CFM 1 6 50.00 300.00 

 Total    11,540.00 
      

(C) Material     
Code Description Unit Qty Rate Amount 

2023 Aggregate 2"  -  1½" CM 24 25.00 600.00 
2025 Aggregate 3/4"  -  3/8" CM 120 25.00 3,000.00 
2027 Aggregate No. 4  -  No. 200 CM 94 25.00 2,350.00 
2028 Filler material CM 8 25.00 200.00 
2041 Asphalt Grade 60/70 Ton 16.07 550.00 8,838.50 
2065 Water 1000 Ltr. 4 1.00 4.00 
2111 Diesel Ltr. 5400 1.25 6,750.00 

 Total    21,742.50 
      

(D) Summary     
D.1 Basic Cost (A + B + C)    36,400.50 
D.2 Cost per Ton.    193.62 
D.3 Overhead and profits @ 25%    48.40 

      
 Total cost per cum.    242.02 

Item No. 304 c     
Description: Triple surface treatment     

      
 Assumed quantity 1,875 Sqm   
      

(A) Manpower     
Code Description No. Hr. Rate Amount 

1001 Site Engineer 1 3 30.00 90.00 
1011 Foreman Asphalt 2 7 25.00 350.00 
1021 Supervisor 2 7 25.00 350.00 
1023 Assistant Surveyor 1 4 20.00 80.00 
1041 Helper 2 4 6.00 48.00 
1051 Labour 3 8 6.00 144.00 

 Total    1,062.00 
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(B) Equipment     

Code Description No. Hr. Rate Amount 
3005 Front End Loader 2.5 Cum. 1 2 60.00 120.00 
3019 P.T.R. (9 -  Wheeler) 18 T. 1 6 80.00 480.00 
3021 Static Tandem Roller 8 T. 1 3 60.00 180.00 
3023 Tractor 50 H.P. 1 6 20.00 120.00 
3033 Dumper 10 T. 4 4 60.00 960.00 
3048 Power Broom 1 3 40.00 120.00 
3051 Bituman Dist. Tow Type 2,000 Ltr 1 4 80.00 320.00 
3088 Chipping Spreader 3 Mtr Wide 1 4 40.00 160.00 

 Total    2,460.00 
      

(C) Material     
Code Description Unit Qty Rate Amount 

2024 Aggregate 1½"  -  3/4" CM 4 25.00 100.00 
2025 Aggregate 3/4"  -  3/8" CM 49.2 25.00 1,230.00 
2027 Aggregate No. 4  -  No. 200 CM 4.4 25.00 110.00 
2041 Asphalt Grade 60/70 Ton 8.34 550.00 4,587.00 
2047 Asphalt R.C 250 Ton 1.2 550.00 660.00 

 Total    6,687.00 
      

(D) Summary     
D.1 Basic cost (A + B + C)    10,209.00 
D.2 Cost per sqm.    5.44 
D.3 Overhead and profits @ 25%    1.36 

 Total cost per sqm.    6.81 
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Item No. 305 a     
Description: Asphaltic concrete for wearing course (Class "A")  

      
 Assumed quantity 188 CM   
      

(A) Manpower     
Code Description No. Hr. Rate Amount 

1001 Site Engineer 1 8 30.00 240.00 
1002 Asphalt Plant Engineer 1 10 30.00 300.00 
1011 Forman Asphalt 1 10 25.00 250.00 
1021 Supervisor 1 10 25.00 250.00 
1022 Surveyor 1 8 20.00 160.00 
1023 Assistant Surveyor 1 8 20.00 160.00 
1041 Helper 4 8 6.00 192.00 
1051 Labour 30 8 6.00 1,440.00 

 Total    2,992.00 
      

(B) Equipment     
Code Description No. Hr. Rate Amount 

3004 Front-end Loder 3 Cum. 1 7 80.00 560.00 
3011 Tandem Vibratory Roller 10  -  12 T. 2 10 80.00 1,600.00 
3019 P.T.R. (9 -  Wheeler) 18 T. 2 10 80.00 1,600.00 
3025 Water Tank Tow Type 4,000 Ltr 1 10 20.00 200.00 
3032 Dumper 18 T. 8 7 60.00 3,360.00 
3055 Asphalt Plant 80 T. 1 7 500.00 3,500.00 
3058 Paver 4 M Wide 1 7 60.00 420.00 
3061 Compressor 300 CFM 1 6 50.00 300.00 

 Total    11,540.00 
      

(C) Material     
Code Description Unit Qty Rate Amount 

2024 Aggregate 1½"  -  3/4" CM 25 25 625.00 
2025 Aggregate 3/4"  -  3/8" CM 75 25 1,875.00 
2026 Aggregate 3/8 - No.4 CM 50 25 1,250.00 
2027 Aggregate No. 4  -  No. 200 CM 84 25 2,100.00 
2028 Filler material CM 16 25 400.00 
2041 Asphalt Grade 60/70 Ton 20.66 550 11,363.00 
2065 Water 1000 Ltr. 4 1 4.00 
2111 Diesel Ltr. 5400 1.25 6,750.00 

 Total    24,367.00 
      

(D) Summary     
D.1 Basic cost (A + B + C)    38,899.00 
D.2 Cost per Ton    206.91 
D.3 Overhead and profits @ 25%    51.73 

      
 Total cost per ton.    258.64 
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Cost estimates for new asphalt concrete road 
 

Item no. Description Unit 7.3 m 
Quantity 

3.65 m 
Quantity 

Unit 
rate 

(USD) 

7.3 
Amount 
(USD) 

3.65 
Amount 
(USD) 

BILL NO. 01 Earth works       
104 Compaction of natural ground SM 19,761 13,829 0.71 14,030.31 9,818 

108c FOE from borrow excavation in 
common material CM 16,162 11,038 14.13 228,363.41 155,961 

 Total (BILL NO. 01) 242,394 165,780 
BILL NO. 02 Sub - base and base        

201 Granular sub -  base CM 5,271 3,368 34.40 181,322.40 115,855 
202 Aggregate base course CM 2,932 1,745 49.20 144,234.72 85,859 

203b Asphaltic base course plant mix 
(Class - B) CM 628 322 242.00 152,053.44 77,856 

 Total (BILL NO. 02) 477,611 279,570 
BILL NO. 03 Surfacing and pavements        

303a Cut - back asphalt for bituminous 
tack coat SM 7,770 3,938 0.42 3,263.40 1,654 

304c Triple surface treatment SM 6,300 4,200 6.81 42,903.00 28,602 

305a Asphaltic concrete wearing course 
(Class - A) CM 386 194 258.64 99,802.71 50,241 

 Total (BILL NO. 03) 153,590 80,497 
 Total (BILL NO.01, 02 & 03) 873,594 525,846 
 Add 25% for cross drainage structures and miscellaneous works 1,091,992 657,308 
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Cost estimate for 7.3 m surface dressed TST new road  
 

Item 
No. Description Un

it 
7.3 m 

Quantity 
Unit 
Rate 

(USD) 

7.3 m 
Amount 
(USD) 

BILL NO. 01 Earth Works     

104 Compaction of natural 
ground SM 18,291 0.71 12,986.6

1 

108c 
FOE from borrow 

excavation in common 
material 

CM 8,842 14.13 124,938.
17 

 Total (BILL NO. 01) 137,925 
BILL NO. 02 Sub - base and 

Base      

201 Granular sub -  base CM 2,155 34.40 74,136.3
0 

202 Aggregate base course CM 1,630 49.20 80,176.3
2 

 Total (BILL NO. 02) 154,313 
BILL NO. 03 Surfacing and 

pavements      

302a Cut - back asphalt for 
bituminous prime coat SM 7,938 0.96 7,620.48 

304c Triple surface treatment SM 7,665 6.81 52,198.6
5 

 Total (BILL NO. 03) 59,819 
 Total (BILL NO.01, 02 & 03) 352,057 

 Add 25% for cross drainage structures and 
miscellaneous works 440,071 

 
 
Cost estimate for rehabilitation of 7.3 m road with surface dressing TST  
 

Item No. Description Un
it 

7.3 m 
Quantity 

Unit 
Rate 

(USD) 

7.3 m 
Amoun

t 
(USD) 

BILL NO. 01 Earth Works     

104 Compaction of natural 
ground SM 18,291 0.71 12,986.

61 

108c 
FOE from borrow 

excavation in common 
material 

CM 1,172 14.13 16,557.
53 

 Total (BILL NO. 01) 29,544 
BILL NO. 02 Sub-base and 

base      

202 Aggregate base course CM 1,630 49.20 80,176.
32 

209b Scarification of existing road 
pavement CM 7,665 0.52 3,985.8

0 
 Total (BILL NO. 02) 84,162 

BILL NO. 03 Surfacing and 
pavements      

302a Cut - back asphalt for 
bituminous prime coat SM 7,938 0.96 7,620.4

8 

304c Triple surface treatment SM 7,665 6.81 52,198.
65 

 Total (BILL NO. 03) 59,819 
 Total (BILL NO.01, 02 & 03) 173,525 

 Add 25% for cross drainage structures and 
miscellaneous works 216,907 
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Cost estimate for 3.65 m new road with surface dressing TST 
 

Item 
No. Description Un

it 
3.65 m 
Quantity                                                   

Unit 
Rate 
(USD) 

3.65 m 
Amou
nt 
(USD) 

BILL NO. 01 Earth Works         

104 Compaction of natural 
ground SM 12,359 0.71 8,775 

108c 
FOE from borrow 
excavation in common 
material 

CM 5,977 14.13 84,457 

  Total (BILL NO. 01)  93,231 
BILL NO. 02 Sub - base and 
base           

201 Granular sub -  base CM 1,349 34.40 46,414 
202 Aggregate base course CM 863 49.20 42,465 
  Total  (BILL NO. 02)  88,879 
BILL NO. 03 Surfacing and 
pavements           

302a  Cut - back asphalt for 
bituminous prime coat SM 3,833 0.96 3,679 

304c Triple surface treatment SM 3,833 6.81 26,099 
  Total (BILL NO. 03)  29,779 

  Total (BILL NO.01, 02 & 03)  211,88
9 

  Add 25% for cross drainage structures and 
miscellaneous works  

264,86
1 

 
Cost estimates for rehabilitation of 3.65 m surface dressed TST road  
 

Item 
No. Description Un

it 
3.65 m 
Quantity                                                   

Unit 
Rate 
(USD) 

3.65 m 
Amou
nt 
(USD) 

BILL NO. 01 Earth Works         

104 Compaction of natural 
ground SM 13,829 0.71 9,818 

108c 
FOE from borrow 
excavation in common 
material 

CM 794 14.13 11,216 

  Total (BILL NO. 01)  21,035 
BILL NO. 02 Sub - base and 
base           

202 Aggregate base course CM 863 49.20 42,465 

209b Scarification of existing 
road pavement  CM 3,833 0.52 1,993 

  Total (BILL NO. 02)  44,457 
BILL NO. 03 Surfacing and 
pavements           

302a  Cut - back asphalt for 
bituminous prime coat SM 4,106 0.96 3,941 

304c Triple surface treatment SM 3,833 6.81 26,099 
  Total (BILL NO. 03)  30,041 
  Total (BILL NO.01, 02 & 03)  95,533 

  Add 25% for cross drainage structures and 
miscellaneous works  

119,41
6 
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Cost estimate for gravel road  
 

Item 
No. Description Unit 3.65 m 

Quantity 
Unit 
Rate 

(USD) 

3.65 
Amount 
(USD) 

BILL NO. 01 Earth Works     

104 Compaction of natural 
ground SM 13,829 0.71 9,818 

108c 
FOE from borrow 

excavation in common 
material 

CM 1,665 14.13 23,523 

 Total (BILL NO. 01) 33,342 
BILL NO. 02 Sub - base and base      

201 Granular sub -  base CM 1,079 34.40 37,131 
 Total (BILL NO. 02) 37,131 
 Total (BILL NO.01 & 02 ) 70,473 
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Annex 7: Aviation  
Section I: Inventory of aviation in Somalia 
 

Name Type Runway type Sub - region Region Analytical 
region 

Population 
served 

Length of 
runways, m 

Condition of 
runway 

Condition of 
terminal 

Mogadishu Main Paved Banadir Banadir A 1,436,397 3000 Good New 
Kismayo Main Paved Lower Juba Juba A 170,642 3688 Fair Old 
Bossaso Main Unpaved Bari Puntland B 69,259 1700 New Fair 
Garowe Main Unpaved Nugal Puntland B 304,426 2300 Old Not known 
Hargeisa Main Paved Woqooyi Galbeed Somaliland C 288,383 2400 Fair Old 
Berbera Main Paved Woqooyi Galbeed Somaliland C 288,383 4140 Fair Old 

Beldeweyne Feeder Unpaved Hiran Hiran A 401,964 1650 Not known Rudimentary 
Baidoa Feeder Paved Bay ISWA A 1,257,251 3000 Not known Not known 

Bardhere Feeder Unpaved Gedo Juba A 204,139 1300 Not known Not known 
Galkaio Feeder Paved Mudug Galmudug B 608,851 3000 Old Not known 
Buroa Feeder Unpaved Togdheer Somaliland C 228,222 2556 Fair Old 

Borama Feeder Not known Awdal Somaliland C 257,578 Not known Not known Not known 
Kalabayd Feeder Not known Woqooyi Galbeed Somaliland C 144,191 Not known Not known Not known 
Abudwak Airstrip Unpaved Galgaduud Galmudug A 360,520 1500 Not known Not known 

Wajid Airstrip Not known Bakool ISWA A 237,302 Not known Not known Not known 
Xudur Airstrip Not known Bakool ISWA A 237,302 Not known Not known Not known 

Garbahare Airstrips Not known Gedo Juba A 204,139 Not known Not known Not known 
Luuq Airstrip Not known Gedo Juba A 204,139 Not known Not known Not known 

Afmadow Airstrip Not known Lower Juba Juba A 170,642 Not known Not known Not known 
Jamamme Airstrip Not known Lower Juba Juba A 170,642 Not known Not known Not known 

Bu'aale Airstrip Not known Middle Juba Juba A 177,085 Not known Not known Not known 
Saakow Airstrip Not known Midlle Juba Juba A 177,085 Not known Not known Not known 
Jowhar Airstrip Not known Midddle Shabelle Middle Shabelle A 389,932 Not known Not known Not known 

Wanla Wyne Airstrip Not known Midlle Shabelle Middle Shabelle A 389,932 Not known Not known Not known 
Alula Airstrip Not known Bari Puntland B 69,259 Not known Not known Not known 

Bander Bayla Airstrip Not known Bari Puntland B 69,259 Not known Not known Not known 
Eyl Airstrip Not known Nugal Puntland B 304,426 Not known Not known Not known 

Lasqorey Airstrip Not known Sanaag Puntland B 414,107 Not known Not known Not known 
Qandala Airstrip Not known Bari Puntland B 69,259 Not known Not known Not known 
Qardho Airstrip Not known Bari Puntland B 69,259 Not known Not known Not known 
Xafuun Airstrip Not known Bari Puntland B 69,259 Not known Not known Not known 
Sheikh Airstrip Not known Togdheer Somaliland C 456,443 Not known Not known Not known 

Ceerigaboo Airstrip Not known Sanaag Somaliland C 414,107 Not known Not known Not known 	
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Name Type Runway type Sub - region Region Analytical 
region 

Population 
served 

Length of 
runways, m 

Condition of 
runway 

Condition of 
terminal 

Caynabo Airstrip Not known Sool Somaliland C 57,153 Not known Not known Not known 
Laascanood Airstrip Not known Sool Somaliland C 57,153 Not known Not known Not known 

Gabiley Airstrip Not known Woqooyi Galbeed Somaliland C 144,191 Not known Not known Not known 
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Section II - List of Member States of ICAO 
	
1. Afghanistan 
2. Albania 
3. Algeria 
4. Andorra 
5. Angola 
6. Antigua and Barbuda 
7. Argentina 
8. Armenia 
9. Australia 
10. Austria 
11. Azerbaijan 
12. Bahamas 
13. Bahrain 
14. Bangladesh 
15. Barbados 
16. Belarus 
17. Belgium 
18. Belize 
19. Benin 
20. Bhutan 
21. Bolivia (Plurinational State of) 
22. Bosnia and Herzegovina 
23. Botswana 
24. Brazil* 
25. Brunei Darussalam 
26. Bulgaria 
27. Burkina Faso 
28. Burundi 
29. Cabo Verde 
30. Cambodia 
31. Cameroon 
32. Canada 
33. Central African Republic 
34. Chad 
35. Chile 
36. China 
37. Colombia 
38. Comoros 
39. Congo 
40. Cook Islands 
41. Costa Rica 
42. Côte d'Ivoire 
43. Croatia 
44. Cuba 
45. Cyprus 
46. Czech Republic 
47. Democratic People´s Republic of Korea 
48. Democratic Republic of the Congo 
49. Denmark 
50. Djibouti 
51. Dominican Republic 

52. Ecuador 
53. Egypt 
54. El Salvador 
55. Equatorial Guinea 
56. Eritrea 
57. Estonia 
58. Ethiopia 
59. Fiji 
60. Finland 
61. France 
62. Gabon 
63. Gambia 
64. Georgia 
65. Germany 
66. Ghana 
67. Greece 
68. Grenada 
69. Guatemala 
70. Guinea 
71. Guinea-Bissau 
72. Guyana 
73. Haiti 
74. Honduras 
75. Hungary 
76. Iceland 
77. India 
78. Indonesia 
79. Iran (Islamic Republic of= 
80. Iraq 
81. Ireland 
82. Israel 
83. italy 
84. Jamaica 
85. Japan 
86. Jordan 
87. Kazakhstan 
88. Kenya 
89. Kiribati 
90. Kuwait 
91. Kyrgyzstan 
92. Lao Peopel´s Democratic Republic 
93. Latvia 
94. Lebanon 
95. Lesotho 
96. Liberia 
97. Libya 
98. Lithuina 
99. Luxembourg 
100. Madagascar 
101. Malawi 
102. Malyasia 
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103. Maldives 
104. Mali 
105. Malta 
106. Marshall Islands 
107. Mauritania 
108. Mauritius 
109. Mexico 
110. Micronesia (Federated Staes of= 
111. Monaco 
112. Mongolia 
113. Montenegro 
114. Morocco 
115. Mozambique 
116. Myanmar 
117. Namibia 
118. Nauru 
119. Nepal 
120. Netherlands 
121. New Zealand 
122. Nicaragua 
123. Niger 
124. Nigeria 
125. Norway 
126. Oman 
127. Pakistan 
128. Palau 
129. Panama 
130. Papua New Guinea 
131. Paraguay 
132. Peru 
133. Philippines 
134. Poland 
135. Portgual 
136. Qatar 
137. Republic of Korea 
138. Republic of Moldova 
139. Romania 
140. Russian Federation 
141. Rwanda 
142. Saint Kitts and Nevis 
143. Saint Lucia 
144. Saint Vincent and the Grenadines 
145. Samoa 
146. San Marino 
147. Sao Tome and Principe 

148. Saudi Arabia 
149. Senegal 
150. Serbia 
151. Seychelles 
152. Sierra Leone 
153. Singapore 
154. Slovakia 
155. Slovenia 
156. Solomon Islands 
157. Somalia 
158. South Africa 
159. South Sudan 
160. Spain 
161. Sri Lanka 
162. Sudan 
163. Suriname 
164. Swaziland 
165. Sweeden 
166. Switzerland 
167. Syrian Arab Republic 
168. Tajikistan 
169. Thailand 
170. The former Yugoslav Republic of 

Macedonia 
171. Timor-Leste 
172. Togo 
173. Tonga 
174. Trinidad and Tobado 
175. Tunisia 
176. Turkey 
177. Turkmenistan 
178. Uganda 
179. Ukraine 
180. United Arab Emirates 
181. United Kingdom 
182. United Republic of Tanzania 
183. United States 
184. Uruguay 
185. Uzbekistan 
186. Vanuatu 
187. Venezuela (Bolivarian Republic of= 
188. Vietnam 
189. Yemen 
190. Zambia 
191. Zimbabwe 
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Section III: Paired analysis for aviation projects  

Main airports  

Maximizes catchment population 1 2 3 4 5 Total Decimal value 
Mogadishu X 10.00 5.00 10.00  25.00 0.49 
Kismayo 0.10 X 0.10 5.00  5.20 0.10 
Bossaso 0.20 10.00 X 10.00  20.20 0.40 
Garowe 0.10 0.20 0.10 X  0.40 0.01 

     X 0.00 0.00 
Column totals 0.40 20.20 5.20 25.00 0.00 50.80 1.00 

 
 

Improves international and national connectivity 1 2 3 4 5 Total Decimal 
value 

Mogadishu X 1.00 1.00 1.00  3.00 0.25 
Kismayo 1.00 X 1.00 1.00  3.00 0.25 
Bossaso 1.00 1.00 X 1.00  3.00 0.25 
Garowe 1.00 1.00 1.00 X  3.00 0.25 

     X 0.00 0.00 
Column totals 3.00 3.00 3.00 3.00 0.0 12.0 1.00 

 
 

Contributes to trade and domestic value 
chains 1 2 3 4 5 Total Decimal 

value 
Mogadishu X 5.00 1.00 5.00  11.00 0.39 
Kismayo 0.20 X 0.20 0.20  0.60 0.02 
Bossaso 1.00 5.00 X 5.00  11.00 0.39 
Garowe 0.20 5.00 0.20 X  5.40 0.19 

     X 0.00 0.00 
Column totals 1.40 15.00 1.40 10.20 0.00 28.00 1.00 

 
Section IV: Paired analysis of feeder airports 
 
Max catchment population 1 2 3 4 5 Total Decimal value 
Baidoa X 10.00 10.00 0.10  20.10 0.38 
Beledweyne 0.10 X 1.00 0.10  1.20 0.02 
Bardhere 0.10 1.00 X 0.10  1.20 0.02 
Galkaio 10.00 10.00 10.00 X  30.00 0.57 
     X 0.00 0.00 
Column totals 10.20 21.00 21.00 0.30 0.00 52.50 1.00 

 
Improves national connectivity 1 2 3 4 5 Total Decimal value 
Baidoa X 1.00 1.00 1.00   3.00 0.14 
Beledweyne  1.00 X 5.00 5.00   11.00 0.51 
Bardhere 1.00 0.20 X 0.20   1.40 0.06 
Galkaio 1.00 0.20 5.00 X   6.20 0.29 
          X 0.00 0.00 
Column totals 3.00 1.40 11.00 6.20 0.00 21.60 1.00 

 
Promotes delivery of social 
services, disaster relief to 
remote areas 

1 2 3 4 5 Total Decimal 
value 

Baidoa X 1.00 0.20 5.00  6.20 0.25 
Beledweyne 1.00 X 0.20 1.00  2.20 0.09 
Bardhere 5.00 5.00 X 5.00  15.00 0.60 
Galkaio 0.20 1.00 0.20 X  1.40 0.06 
     X 0.00 0.00 
Column totals 6.20 7.00 0.60 11.00 0.00 24.80 1.00 



286        Transport Sector Needs Assessment and Investment Programme

	

Annexures – Somalia Transport Sector Needs Assessment  40 of 55 

 
Annex 8: Ports and shipping sector 
Section I: Inventory of ports in Somalia 
 

 
Section II: Example of Somali Port tariffs 
	
Examples of Somali port tariffs 

Marine services and ships dues          

Mogadishu Port – Anchorage fees 
Description Chargeable unit Rates in USD 
Ships Per call/GRT  $0.50 

 
Stevedoring fees 

Mogadishu Port – Stevedoring fees 
Description Chargeable unit Rates in USD 
Break bulk cargo In bags/ mt $27 
General cargo In cartons/mt $30 
Stevedoring work or handling on board ships will include: Truck and trailer loaders, unloading and 
stacking in transit sheds 

 
  

Name Type Condition Sub - region Region Population 
served Main corridors 

Moghadishu Major Poor Banadir Banadir 1,436,397 Mogadishu - 
Baidoa - Luuq 

Kismayo Major Poor Lower Juba Juba 511,925 Kismayo - Liboi 

Bossaso Major Fair Bari Puntland 1,245,000 Bossaso - Garowe 
- Galkayo 

Berbera Major Good Woqooyi Galbeed Somaliland 232,500 Berbera Corridor 

Candala Minor Poor Bari Puntland 19,300 Bossaso - Candala 
-  Alula 

Aluula Minor Poor Bari Puntland 6,100 Bossaso - Candala 
-  Alula 

Hafun/Xafun Minor Poor Bari Puntland - - 
Eyl Minor Poor Nugal Puntland 21,700 Galkayo - Eyl 

Hobyo Minor Poor Mudug Galmuduq 11,800 Galkayo - Hobyo 
Garad Minor Poor Mudug Puntland 2,500 Galkayo - Garad 

Lughaya Minor Poor Awdal Somaliland - - 
Maydh Minor Poor Sanag Somaliland 2,000 - 

Merca Jetty Poor Lower Shabelle ISWA 586,625 Mogadishu - 
Kismayo 

El Ma'an Jetty Poor   - - 
Barawe Jetty Poor Lower Shabelle ISWA 586,625 - 

Las Qorey Jetty Poor Sanaag Somaliland 8,400 - 

Annexe 8: Ports and shipping sector
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Container handling fees 
Mogadishu Port – Container handling fees 
Description Chargeable unit/Size of container Rates in USD 

Ro - Ro ship using its own equipment Full 20 ft. $150 
40 ft. $250 

Ro - Ro using port equipment 
Full 20 ft. 180 

40 ft. $280 

Empty 20 ft. $70 
40 ft. $100 

Containership FCL/LCL unit box 
Full 20 ft. $140 

40 ft. $270 

Empty 20 ft. $70 
40 ft. $140 

Livestock handling fees 
Mogadishu Port – Livestock handling fees 
Description Unit Rate in USD 
Camel Per head $6.50 
Cattle Per head $3.25 
Sheep and goat Per head $1.80    

Vehicle handling fees 
Mogadishu Port – Vehicle handling fees 
Vehicle weight Rates in USD 
1 - 1,000 kgs $35 
1,001 - 3,000 kgs $75 
Over 3,000 kgs $150 
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Section III: Paired analysis for port projects  
 

Reduce transport costs for importers and exporters in Somalia and its neighbouring countries Decimal 
value 

 1 2 3 4 5 6 7 8 9 10 Total  
Reduction in transport costs for 

livestock exporters X 5.00 5.00 5.00 0.20 1.00 1.00 5.00 0.20 0.20 22.60 0.12 

Construction of a new port between 
Bossaso & Mogadishu 0.20 X 10.00 1.00 1.00 1.00 5.00 5.00 0.10 0.10 23.40 0.12 

Construction of low cost barge berths at 
several roadstead port sites 0.20 0.10 X 1.00 0.20 0.20 0.20 0.20 0.20 0.20 2.50 0.01 

Construction of a strategic feeder port at 
Barawe 0.20 1.00 1.00 X 1.00 1.00 5.00 0.10 0.20 0.20 9.70 0.05 

Upgrading oil import facilities at 
Mogadishu terminal 5.00 1.00 5.00 1.00 X 5.00 1.00 5.00 1.00 1.00 25.00 0.13 

Investment in port based meat 
processing factories 1.00 1.00 5.00 1.00 0.20 X 0.20 0.20 1.00 1.00 10.60 0.05 

Harmonization of the role of port 
charges 1.00 0.20 5.00 0.20 1.00 5.00 X 1.00 1.00 1.00 15.40 0.08 

Port Information System 0.20 0.20 5.00 10.00 0.20 5.00 1.00 X 1.00 1.00 23.60 0.12 
Development of Port of Berbera 5.00 10.00 5.00 5.00 1.00 1.00 1.00 1.00 X 1.00 30.00 0.16 

Upgrading oil facilities at Berbera 5.00 10.00 5.00 5.00 1.00 1.00 1.00 1.00 1.00 X 30.00 0.16 
Column totals 17.8 28.5 46.0 29.2 5.8 20.2 15.4 18.5 5.7 5.7 192.8 1.00 
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Supports reconstruction of Somalia Decimal 

value 
 1 2 3 4 5 6 7 8 9 10 Total  

Reduction in transport costs for livestock exporters X 0.20 0.20 0.20 0.20 1.00 1.00 1.00 1.00 1.00 5.80 0.03 
Construction of a new port between Bossaso & 

Mogadishu 5.00 X 5.00 5.00 0.20 5.00 1.00 1.00 0.20 0.20 22.60 0.12 

Construction of low cost barge berths at several 
roadstead port sites 5.00 0.20 X 1.00 0.20 0.20 0.20 0.20 5.00 5.00 17.00 0.09 

Construction of a strategic feeder port at Barawe 5.00 0.20 1.00 X 0.20 0.20 0.20 0.20 5.00 5.00 17.00 0.09 
Upgrading oil import facilities at Mogadishu terminal 5.00 5.00 5.00 5.00 X 5.00 1.00 1.00 5.00 5.00 37.00 0.19 
Investment in port based meat processing factories 1.00 0.20 5.00 5.00 0.20 X 0.20 0.20 1.00 1.00 13.80 0.07 

Harmonization of the role of port charges 1.00 1.00 5.00 5.00 1.00 5.00 X 5.00 0.20 0.20 23.40 0.12 
Port Information System 1.00 1.00 5.00 5.00 1.00 5.00 0.20 X 0.20 0.20 18.60 0.10 

Development of Port of Berbera 1.00 5.00 0.20 0.20 0.20 1.00 5.00 5.00 X 5.00 22.60 0.12 
Upgrading oil facilities at Berbera 1.00 5.00 0.20 0.20 0.20 1.00 5.00 5.00 0.20 X 17.80 0.09 

Column totals 25.00 17.80 26.60 26.60 3.40 23.40 13.80 18.60 17.80 22.60 195.60 1.00 
 
 

Improve reliability of essential supplies/commodities in Somalia Decimal 
value 

 1 2 3 4 5 6 7 8 9 10 Total  
Reduction in transport costs for livestock exporters X 0.20 0.20 0.20 0.10 0.20 0.20 1.00 0.20 0.20 2.50 0.01 

Construction of a new port between Bossaso & 
Mogadishu 5.00 X 5.00 5.00 0.20 5.00 1.00 1.00 0.20 0.20 22.60 0.12 

Construction of low cost barge berths at several 
roadstead port sites 5.00 0.20 X 5.00 0.20 5.00 1.00 1.00 1.00 1.00 19.40 0.11 

Construction of a strategic feeder port at Barawe 5.00 0.20 0.20 X 5.00 5.00 1.00 1.00 1.00 1.00 19.40 0.11 
Upgrading oil import facilities at Mogadishu terminal 10.00 5.00 5.00 0.20 X 5.00 1.00 1.00 1.00 1.00 29.20 0.16 
Investment in port based meat processing factories 5.00 0.20 0.20 0.20 0.20 X 0.20 0.20 0.20 0.20 6.60 0.04 

Harmonization of the role of port charges 5.00 1.00 1.00 1.00 1.00 5.00 X 1.00 0.20 0.20 15.40 0.08 
Port Information System 1.00 1.00 1.00 1.00 1.00 5.00 1.00 X 1.00 0.20 12.20 0.07 

Development of Port of Berbera 5.00 5.00 1.00 1.00 1.00 5.00 5.00 1.00 X 1.00 25.00 0.14 
Upgrading oil facilities at Berbera 5.00 5.00 1.00 1.00 1.00 5.00 5.00 5.00 1.00 X 29.00 0.16 

Column totals 46.00 17.80 14.60 14.60 9.70 40.20 15.40 12.20 5.80 5.00 181.30 1.00 
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Annex 9: Implementation risks to the TSIP and overall implementability-based phasing 
Section I - Project phasing  
 

Project Project 
cost Yr1 Yr2 Yr3 Yr4 Yr5 Yr6 Yr7 Yr8 Yr9 Yr10 USD 

(Million) 
TA for detailed engineering design & 
supervision, RMMS, trainings  - main 

roads FGS 
75.00 18.75 18.75 18.75 18.75       75.00 

Establishment of Project 
Management Unit (PMU)  -  Project 

specific PMU (TAs)/EPC 
procurement, trainings  -  Main roads 

FGS 

20.00 5.00 5.00 5.00 5.00       20.00 

Upgrading oil import facilities at 
Mogadishu terminal 20.45 2.05 6.14 6.14 6.14       20.45 

Measures to reduce transport costs 
for livestock exporters, and 

investment in new transport facilities 
0.40 0.40          0.40 

Harmonisation of  the role of port 
charges as a source of revenue to 

Government 
0.50 0.50          0.50 

Port Information System 0.50 0.50          0.50 
Construction of a new port between 

Bossaso & Mogadishu 30.65 3.00 9.00 9.00 9.65       30.65 

Upgrading of the oil import facilities 
at Berbera terminal 20.45  1.0 6.1 7.2 6.1      20.5 

Shaping and regravelling of airstrips 5.75 5.75          5.75 
National Aviation Sector Strategy 0.35 0.35          0.35 

Legal and regulatory surveillance and 
compliance review of existing 
aviation sector policies and 

legislation 

0.25 0.25          0.25 

Development of an overarching 
aviation sector policy 0.20 0.20          0.20 

Baseline review of current 
compliance to ICAO state regulatory 
requirements including identification 

0.30 0.30          0.30 

Annexe 9: Implementation risks to the TSIP and overall implementability-
based phasing
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Project Project 
cost Yr1 Yr2 Yr3 Yr4 Yr5 Yr6 Yr7 Yr8 Yr9 Yr10 USD 

(Million) 
of gaps between what the State is 
providing and what ICAO requires 

Develop policies to support Somalia’s 
air traffic management including 

upper airspace management with the 
study of a unified FIR 

0.30 0.30          0.30 

Training needs analysis  -  Aviation 0.30 0.30          0.30 
Development program for the Port of 

Berbera 50.55  2.5 12.6 20.2 15.2      50.6 

Emergency maintenance program  -  
Main roads 15.00 4.50 4.50 6.00        15.00 

Berbera - Hagreisa - Kalabydh - 
Togwejele (Berbera Corridor) 65.00 3.3 16.3 16.3 16.3 13.0      65.0 

Routine maintenance upon 
stagewise completion  -  Main roads 25.00      5.00 5.00 5.00 5.00 5.00 25.00 

Buroa Feeder Airport 2.85  1.4 1.4        2.9 
Borama Feeder Airport 2.85  1.4 1.4        2.9 

Jalalaqsi  -  NS Trunk Road 0.84 0.84          0.84 
Janaale  -  Kabtanlaas Road 1.00 0.50 0.50         1.00 
Qoryoley  -  Kabtanlaas Road 1.00 0.50 0.50         1.00 
Kismayo  -  Afmadow Road 7.70  3.85 3.85        7.70 

Bossaso - Qandala -  Alula (Port) 15.4 4.62 4.62 6.16        15.40 
Galkayo  -  Hobyo 16.9 5.07 5.07 6.76        16.90 

Garowe Bossaso (Libaxo)  -  Eyl 7.7 2.62 2.54 2.54        7.70 
Galkayo  -  Eyl (Port) 22.7 7.72 7.49 7.49        22.70 

Laascanood  -  Kalabyr 2.10 0.0 0.2 0.6 0.6 0.6      2.1 
Borama  -  Weeraarta 2.80 0.3 1.1 1.4        2.8 

Berbera  -  Xagal (hagal)  -  Laas 
Ciidle 4.20  1.3 1.7 1.3       4.2 

Gabiley  -  Gogaysa 1.80  0.5 0.7 0.5       1.8 
Gabiley  - Barkhado 2.20  0.7 0.9 0.7       2.2 
Burao  -  Warabeye 6.60  2.2 2.2 2.2       6.6 

Routine maintenance (0.1% of 
Capex)  -  Feeder roads 2.10 0.21 0.21 0.21 0.21 0.21 0.21 0.21 0.21 0.21 0.21 2.10 
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Project Project 
cost Yr1 Yr2 Yr3 Yr4 Yr5 Yr6 Yr7 Yr8 Yr9 Yr10 USD 

(Million) 
TA for detailed engineering design & 

supervision/trainings/ RMMS  - 
Feeder road 

30.00 7.50 7.50 7.50 7.50       30.00 

Establishment of Project 
Management Unit (PMU)  -  Project 

specific PMU (TA)/trainings  -  
Feeder roads 

15.00 3.75 3.75 3.75 3.75       15.00 

Bosaaso  -  Garowe Road 89.2 0.89 8.03 17.84 26.76 26.76 8.92     89.20 
Galkayo - Garowe Road 52.2 0.52 4.70 10.44 15.66 15.66 5.22     52.20 
Burao to Hargeisa Road 22.00  1.1 5.5 6.6 6.6 2.2     22.0 

Garowe Main Airport 32.96    3.30 9.89 9.89 9.89    32.96 
Qardho  - Bayla 16.1    5.31 5.31 5.47     16.10 

Qardho  -  Xingalol 7    2.31 2.31 2.38     7.00 
Garbaharey  - Luuq 4.60    2.30 2.30      4.60 

Baidoa  - Wajid 6.50    3.25 3.25      6.50 
Jilib  -  Afmadow 5.60    2.80 2.80      5.60 
Baidoa  -  Xudur 10.10    5.05 5.05      10.10 
Wajid  -  Xundur 6.90    3.45 3.45      6.90 

Bardhere  - Garbaharey 7.40    3.70 3.70      7.40 
Laascanood  - Qoriley 5.20    2.6 2.6      5.2 

Burco (Burao)  -  Bohotle (border) 8.00    4.0 4.0      8.0 
Hargeisa  -  Baligubadle (border) 4.20    2.1 2.1      4.2 

Galkayo  -  Gara'ad (Border Corridor) 55.7    5.57 11.14 16.71 16.71 5.57   55.70 
Galkayo  -  Goldogob Road (Border 

Corridor) 15.9     1.59 4.77 4.77 4.77   15.90 

Berbera  - Burao (NS Link) Road 27.20    1.4 8.2 10.9 6.8    27.2 
Kalabydh  - Borama Road 9.60    0.5 2.9 3.8 2.4    9.6 

Construction of low cost barge berths 
at several roadstead port sites 20.25    2.03 6.08 6.08 6.08    20.25 

Borama - Zaylac - Loyada (Djibouti) 
Road 67.30      6.7 13.5 16.8 16.8 13.5 67.3 

Mogadishu - Beledweyne - Galkayo 
Road 153.12     15.31 30.62 30.62 30.62 30.62 15.31 153.12 

Mogadishu - Afgoi - Baidoa - Belet - 
Hawo (Kenya border) Road 228.80      22.88 45.76 45.76 68.64 45.76 228.80 
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Project Project 
cost Yr1 Yr2 Yr3 Yr4 Yr5 Yr6 Yr7 Yr8 Yr9 Yr10 USD 

(Million) 
Kismayo - Merca - Mogadishu Road 105.10     10.51 21.02 21.02 21.02 21.02 10.51 105.10 

Bardhere Feeder Airport 2.85     2.85      2.85 
Mogadishu Main Airport 25.00     12.50 12.50     25.00 
Baidoa Feeder Airport 25.00     12.50 12.50     25.00 
Bossaso Main Airport 32.96     9.89 13.18 9.89    32.96 
Hageisa Main Airport 32.96      3.3 6.6 8.2 8.2 6.6 33.0 
Berbera Main Airport 32.96      3.3 6.6 8.2 8.2 6.6 33.0 

Bossaso - Laas Qorey (Port) 9.1     2.73 3.64 2.73    9.10 
Maydh (port) to Erigavo/ Ceerigaabo 3.50      0.4 1.4 1.8   3.5 

Laas Qorey  -  Mydh 8.8        2.90 2.90 2.99 8.80 
Lasqoray  -  Baran 6.3        2.08 2.08 2.14 6.30 
Baran  -  Hadaaftim 3.2        1.06 1.06 1.09 3.20 

Beledweyne Feeder Airport 2.85       2.85    2.85 

Kismayo Main Airport 32.96        9.89 9.89 13.18
4 32.96 

Galkaio Feeder Airport 2.85       2.85    2.85 
Burao  - Lascanood (NS Link) Road 29.00      2.9 5.8 7.3 7.3 5.8 29.0 

Kismayo  - Liboi (Kenya Border) 
Road 97.00       24.25 24.25 24.25 24.25 97.00 

Garowe  -  Laascanood Road 28.3       2.83 8.49 8.49 8.49 28.30 
Investment in port based meat 
processing factory at Berbera 30.10      3.0 6.0 7.5 7.5 6.0 30.1 

Construction of a new strategic port 
at Barawe 20.25       2.03 6.08 6.08 6.08 20.25 

Investment in port based meat 
processing factory at Bossaso 30.1       3.01 9.03 9.03 9.03 30.10 

 1,893.66 80.44 121.91 162.29 198.51 227.06 217.50 239.55 226.56 237.35 182.51 1,893.66 
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Section II: BCG analysis output tables  
 

Project 

External risk Internal risk Total 
risk 

Implemen-
tability Priority Pro-

jects 
Im-

pact 
Acce

ss 
Resour

ces Risk Stakehol
ders 

Capa-
city Risk      

  Max = 
100   Max = 

100 
Max = 

200  Max = 1   

Mogadishu - Beledweyne - Galkayo 
Road 5 10 50 5 5 25 75 2.67 0.322 4 128.8 

Mogadishu - Afgoi - Baidoa - Belet - 
Hawo (Kenya border) Road 10 10 100 5 5 25 125 1.60 0.313 4 125.2 

Kismayo - Merca - Mogadishu Road 5 10 50 5 5 25 75 2.67 0.255 4 102 
Kismayo - Liboi (Kenya border) Road 5 5 25 5 5 25 50 4.00 0.108 4 43.2 

Mogadishu Main Airport 1 5 5 10 5 50 55 3.64 0.4363 4 174.5
2 

Kismayo Main Airport 1 5 5 10 5 50 55 3.64 0.065 4 26 

Baidoa Feeder Airport 5 5 25 10 5 50 75 2.67 0.2507 4 100.2
8 

Beledweyne Feeder Airport 5 5 25 5 5 25 50 4.00 0.1137 4 45.48 

Bardhere Feeder Airport 5 5 25 5 5 25 50 4.00 0.5304 4 212.1
6 

Shaping and regravelling of airstrips 1 1 1 5 5 25 26 7.69 1 1 100 
Upgrading oil import facilities at 

Mogadishu terminal 1 10 10 5 5 25 35 5.71 0.1948 8 155.8
4 

Construction of a new strategic port at 
Barawe 5 5 25 5 5 25 50 4.00 0.1011 8 80.88 

Construction of low cost barge berths 
at several roadstead port sites 1 5 5 5 5 25 30 6.67 0.0814 8 65.12 

Jalalaqsi  -  NS Trunk 1 1 1 5 5 25 26 7.69 0.23 10 230 
Janaale  -  Kabtanlaas 1 1 1 5 5 25 26 7.69 0.1928 10 192.8 
Qoryoley  -  Kabtanlaas 1 1 1 5 5 25 26 7.69 0.165 10 165 
Kismayo  -  Afmadow 5 1 5 5 5 25 30 6.67 0.1019 10 101.9 
Garbaharey  - Luuq 5 1 5 5 5 25 30 6.67 0.0855 10 85.5 

Baidoa  - Wajid 5 1 5 5 5 25 30 6.67 0.00743 10 7.43 
Jilib  -  Afmadow 5 1 5 5 5 25 30 6.67 0.0556 10 55.6 
Baidoa  -  Xudur 5 1 5 5 5 25 30 6.67 0.0526 10 52.6 
Wajid  -  Xundur 5 1 5 5 5 25 30 6.67 0.026 10 26 	
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Project 

External risk Internal risk Total 
risk 

Implemen-
tability Priority Pro-

jects 
Im-

pact 
Acce

ss 
Resour

ces Risk Stakehol
ders 

Capa-
city Risk      

  Max = 
100   Max = 

100 
Max = 

200  Max = 1   

Bardhere  - Garbaharey 5 1 5 5 5 25 30 6.67 0.0163 10 16.3 
Bosaaso  -  Garowe Road 1 10 10 5 5 25 35 5.71 0.447 5 223.5 
Galkayo  - Garowe Road 1 5 5 5 5 25 30 6.67 0.414 5 207 

Garowe  -  Laascanood Road 10 5 50 5 5 25 75 2.67 0.0835 5 41.75 
Galkayo  -  Goldogob Road (Border 

Corridor) 1 1 1 5 5 25 26 7.69 0.0241 5 12.05 

Galkayo  -  Gara'ad (Border Corridor) 1 5 5 5 5 25 30 6.67 0.0298 5 14.9 

Bossaso Main Airport 1 5 5 10 5 50 55 3.64 0.3906 4 156.2
4 

Garowe Main Airport 1 5 5 10 5 50 55 3.64 0.1052 4 42.08 
Galkaio Feeder Airport 1 5 5 5 5 25 30 6.67 0.1052 4 42.08 

Shaping and regravelling of airstrips 1 1 1 5 5 25 26 7.69 1 1 100 
Investment in port based meat 
processing factory at Bossaso 1 5 5 10 5 50 55 3.64 0.0631 8 50.48 

Construction of a new port between 
Bossaso & Mogadishu 1 5 5 5 5 25 30 6.67 0.19 8 152 

Construction of low cost barge berths 
at several roadstead port sites 1 5 5 5 5 25 30 6.67 0.0814 8 65.12 

Bossaso  - Laas Qorey (Port) 10 1 10 10 5 50 60 3.33 0.1821 10 182.1 
Bossaso  - Qandala -  Alula (Port) 1 1 1 5 5 25 26 7.69 0.1491 10 149.1 

Galkayo  -  Hobyo 1 1 1 5 5 25 26 7.69 0.1456 10 145.6 
Garowe Bossaso (Libaxo)  -  Eyl 1 1 1 5 5 25 26 7.69 0.1398 10 139.8 

Galkayo  -  Eyl (Port) 1 1 1 5 5 25 26 7.69 0.1339 10 133.9 
Qardho  - Bayla 1 1 1 5 5 25 26 7.69 0.0922 10 92.2 

Laas Qorey  -  Mydh 10 1 10 10 5 50 60 3.33 0.0703 10 70.3 
Lasqoray  -  Baran 10 1 10 10 5 50 60 3.33 0.0382 10 38.2 
Qardho  -  Xingalol 5 1 5 5 5 25 30 6.67 0.0262 10 26.2 
Baran  -  Hadaaftim 10 1 10 10 5 50 60 3.33 0.0225 10 22.5 

Berbera - Hagreisa - Kalabydh - 
Togwejele (Berbera Corridor) 1 5 5 5 5 25 30 6.67 0.4336 6 260.1

6 

Burao to Hargeisa Road 1 10 10 5 5 25 35 5.71 0.1957 6 117.4
2 
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Project 

External risk Internal risk Total 
risk 

Implemen-
tability Priority Pro-

jects 
Im-

pact 
Acce

ss 
Resour

ces Risk Stakehol
ders 

Capa-
city Risk      

  Max = 
100   Max = 

100 
Max = 

200  Max = 1   

Burao - Lascanood (NS Link) Road 5 10 50 5 5 25 75 2.67 0.1532 6 91.92 
Berbera - Burao (NS Link) Road 1 5 5 5 5 25 30 6.67 0.1402 6 84.12 

Kalabydh - Borama Road 1 1 1 5 5 25 26 7.69 0.0621 6 37.26 
Borama - Zaylac - Loyada (Djibouti) 

Road 1 5 5 5 5 25 30 6.67 0.0151 6 9.06 

Hageisa Main Airport 1 5 5 10 5 50 55 3.64 0.5 2 100 
Berbera Main Airport 1 5 5 10 5 50 55 3.64 0.5 2 100 

Borama Feeder Airport 1 5 5 5 5 25 30 6.67 0.5 2 100 
Buroa Feeder Airport 1 5 5 5 5 25 30 6.67 0.5 2 100 

Shaping and regravelling of airstrips 1 1 1 5 5 25 26 7.69 1 1 100 
Investment in port based meat 
processing factory at Berbera 1 5 5 10 5 50 55 3.64 0.3 3 90 

Development Program for the Port of 
Berbera 1 5 5 5 5 25 30 6.67 0.4 3 120 

Upgrading of the oil import facilities at 
Berbera terminal 1 1 1 5 5 25 26 7.69 0.3 3 90 

Borama  -  Weeraarta 1 1 1 5 5 25 26 7.69 0.1458 10 145.8 
Berbera  -  Xagal (hagal)  -  Laas Ciidle 1 1 1 5 5 25 26 7.69 0.132 10 132 

Gabiley  -  Gogaysa 1 1 1 5 5 25 26 7.69 0.132 10 132 
Gabiley - Barkhado 1 1 1 5 5 25 26 7.69 0.1232 10 123.2 
Burao  -  Warabeye 1 1 1 5 5 25 26 7.69 0.1031 10 103.1 

Laascanood  -  Kalabyr 1 1 1 5 5 25 26 7.69 0.1531 10 153.1 
Maydh (port) to Erigavo/Ceerigaabo 10 1 10 10 5 50 60 3.33 0.1531 10 153.1 
Burco (Burao)  -  Bohotle (border) 1 1 1 5 5 25 26 7.69 0.0363 10 36.3 

Laascanood - Qoriley 1 1 1 5 5 25 26 7.69 0.0652 10 65.2 
Hargeisa  -  Baligubadle (border) 1 1 1 5 5 25 26 7.69 0.0217 10 21.7 
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Annex 10: Trade corridors: regional connectivity and transit potential 
Section I: List of sea ports, airports and border crossings with operational customs 
 

• Ports: Ras Kamboni, Kismayo, Barare, Merka, Mogadishu, ElMaan, Hobyo, Garad, Ell, 
Bendar Beyla (Puntland), Hordio (Puntland), Bargal (Puntland), Alula (Puntland), Kandala 
(Puntland), Bossaso (Puntland), Elayo (Puntland), LasoKorey (Puntland), Berbera 
(Somaliland). 

• Border Stations: Belet Weyne, Dolo, Bulo Hawa, El Wok, Li Boya, Kalabaydh, Zaylac, 
Boroma, Asha Addo, Ceynabo, Abaarso, Fara Weyne, Baligubadle, Burao, Sanaag.  

• Airports: Kismayo, Mogadishu, Baidoa, Belet Weyne, Esaley, Galkayo (Puntland), Garowe 
(Puntland), Bossaso (Puntland), Las Anood (Puntland), Hargeisa (Somaliland), Berbera 
(Somaliland), Burao (Somaliland). 
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Section II: Responsibilities for customs, transport and logistics 
 
P:  Policy; I:  Implementation; Outlined box denotes the lead institution(s) if any 

Agency                              Activity Customs Finance Commerce Transport Interior Industry Health Justice 
Chamber of 
Commerce 

Foreign 
Affairs 

Private 
sector 

International 
agreement 

Customs              
Organization Headquarters P, I P           

 Regions P, I P           
 Offices P, I P           

Personnel Recruitment I P      P     
 Management P, I P           
 Discipline P, I P      P     
 Salaries P, I P           
 Overtime P, I P         P, I  
 Rewards P, I P           

Clearance Documents P, I  P P     P, I  I P 
 Cargo reporting P,I            
 Payments P, I P P        I  
 Compliance P, I          I  
 Warehouses P, I  P        I  
 Inward processing P, I  P        I  
 Temporary import P,I  P        I  
 Valuation P, I  P         P 
 Origin P, I  P          
 Licensing P, I I P        I  
 Operations P, I            
 Cars I  P P         
 Import licenses I  P         P 

Brokers Licensing P, I P      P   I  

 
Standards of 
accreditation I P         P, I  

 
Documentation and 

practices 
P          I  

 Training I          I  

Annexe 10: Trade corridors: regional connectivity and transit potential
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Agency                              Activity Customs Finance Commerce Transport Interior Industry Health Justice 
Chamber of 
Commerce 

Foreign 
Affairs 

Private 
sector 

International 
agreement 

Transit Control P, I  P P         
 Guarantees I P I        I P 
 TIR P, I    I       P 
 Discharge P, I            

IT Statistics I P I I         
 Data protection I P      P     

 
Policy 

 
 

P, I P          P 

Petroleum 
imports  I P P   P       

Control Standards I P    P       
 Quality I      P      
 Health I      P      
 Veterinary I      P      
 Phyto - sanitary I      P      
 Artifacts I    I   P     
 Counterfeits I  P    P P    P 

Preventive 
Border 

management 
P, I    P, I     P  P 

 Border stations P, I P   P, I     P   
 Enforcement P, I P   P, I        
 Inland I P   P, I        

 Border line 
(delineation) 

I    I     P  P 

 
Border line 
(patrolling) 

I    P, I        

 Security I    P, I   P     
 Smuggling P, I P   I   P     
 Narcotics I    P, I   P     
 Passenger control P, I P   I   P     

Prosecution Fines I I      P     
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Agency                              Activity Customs Finance Commerce Transport Interior Industry Health Justice 
Chamber of 
Commerce 

Foreign 
Affairs 

Private 
sector 

International 
agreement 

 Court I       P     
 Other I P      P     
 Procedure I I      P     

Logistics              

Transport Regulating/Licensin
g I  P P I    P  I  

 Organization I  P P I        
 Documentation I  P P I    P, I  I  
 Technical standards I   P I       P 
 Enforcement I   P I        
 Containers I   P        P 
 Rail    P, I        P 

Insurance National freight I P           
 Transit I P          P 
 Bonds I P         P, I P 

Financial 
practice L/C  P P      P  I  
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