
AGRICULTURAL POLICY ANALYSIS PROJECT, PHASE III

PrOject Office 4800 Montgomery Lane, SUite 600, Bethesda, MD 20814 Telephone (301) 913 0500
Fax (301) 652 3839 Internet apap3@abtassoc com USAID Contract No LAG 4201 C 00-3052 00

AssistIng USAID Bureaus, MIssions and Developing Country Governments
to Improve Food & Agricultural PoliCies and Make Markets Work Better

PtJ-ltcE-69t
'00 1CJLj

Abt Associates Inc
Development Alternatives Inc
Food Research Institute, Stanford University
Harvard Institute for International Development, Harvard University
International SCience and Technology Institute
Purdue Umverslty
Training Resources Group
Associates for International Resources and Development
International Food Policy Research Institute
Umverslty of Arizona

Affiliates

Prime Contractor
Subcontractors

Sponsored by the

U.S. Agency for International Development

I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I



I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I Author

TRANSPORT IN WEST AFRICA
TRUCKING EFFICIENCY IN WEST
AFRICA'S CENTRAL CORRIDOR

February 1998

APAP III
Research Report
No 1066

Prepared for

Agncultural Policy AnalysIs ProJect, Phase III, (APAP III)

USAID Contract No LAG-Q-00-93-00061-00

Andrew Cook, Ph D
WIth the research assistance of
Kone Amadou & N'Guessan N'Guessan



I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I

Truckmg efficIency m West AfrIca's central comdor

ExecutIve summary

West AfrIca's multlplIcity ofsmall econOmIes IS mOVIng towards mtegratlon Lmks between
them depend on an efficIent road-transport sector because lomes carry the maJonty ofgoods
between these countnes WIthout fast, low-cost road-transport, the efforts mvested m
promotmg harmonIsed trade pohcles WIll fall to reap theIr large potentIal benefits ThIs
study consIders truckmg efficIency m and between four countnes m West AfrIca's "central
comdor" Cote d'IvOlre and Ghana on the coast, and the landlocked countrIes of Burkma
FasoandMah

In most measurable ways, West AfrIcan truckmg operates less mefficlently than truckIng m
other parts ofthe world FIrstly, ItS raw matenals -lomes, tyres, spare parts and fuel- all
cost more than elsewhere The absence of regIOnal manufacture of these essentIal factors
and the consequent need to Import them contnbute to theIr hIgh cost, so too do hIgh taxes
Imposed on Imports For these reasons, West AfrIcan truckers almost always Import used
lomes Secondly, law-enforcement agents demand bnbes at control pomts Dlsputmg theIr
demands leads to delays that can be even more costly to effiCIency ThIrdly, the lomes cover
short dIstances over the course of the year - less than half the dIstance covered m other parts
of the developmg world, on average Moreover, for perhaps a quarter of thIS modest
dIstance, they run empty These two factors result m low revenue from whIch to cover fixed
costs, and low profits Fourthly, a VICIOUS CIrcle begms as truckers tend to overload theIr
vehIcles when they find freIght m an attempt to raIse the annual payload ThIs damages theIr
vehIcles, makes them more hkely to break down en route, and causes aCCIdents PotentIally
dangerous overloaded lomes make truckers eaSIer prey for predatory bnbe-seekmg law­
enforcement agents It also accelerates the degradatIOn of the relatIvely few mternatIOnal
tarred roads m the regIOn FIfthly, as profitablhty falls, few truckers leave the sector for
other professIOns because of the prestIge assocIated With truck ownershIp Thus at least
some truckers offer theIr servIces at rates that do not cover theIr amortIsatIOn costs they
operate at less than cost pnce These truckers tend to keep gomg by draWing down theIr
truckmg capItal and by obtammg a mInImum ofbusmess through unIOn-run order-of-amval
queumg systems In thIs way, West Afncan truckmg can be both hIghly competItIve (With
many mdlvldually-owned lomes) and very expenSIve (because of a senes of mefficlencles)

Two regIOnal (ECOWAS) treatIes govern road haulage between adjacent paIrs ofcountrIes
(TIE) and - for freIght ongmatmg outSIde the regIOn - through a thIrd country (TRIE) TIE
covers approved routes for mternatIOnal truckIng, maxImum axieweights and other technIcal
charactenstlcs, and standardIsed regIOnal vehIcle documentatIOn (mcludmg msurance)
TRIE deals WIth the allocatIOn of freIght between lomes regIstered m the (coastal) country
bemg transitted and the (Sahehan) country ofdestmatIOn, common documentatIOn for tranSIt
freIght, the abIlIty of the vemcle to be sealed to guarantee that the freIght leaves the
mtermedlate country (m wmch It IS not taxed), and a smgle regIOnal surety system to cover
the nsk that It mIght not ECOWAS member states - mcludmg all four of the countnes
under study - have SIgned and ratIfied these treatIes but most honour them largely In the
breach In practIce, customs and other offiCIals use some aspects of these treatIes - such as
reqUIrements the lomes should be sealed - to extract bnbes and delay traffic They apply
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parts of TIE constramts on approved routes to TRIE condItIOns In other areas, they
mtroduce reqUIrements completely outsIde the treaties, e g the reqUIrement for a vzgnette
tourzstzque for Sahellan-registered lomes m northern Cote d'IvOire FaCIlItatIve elements
of the treaties - such as the msurance proVIsIOns - do not functIOn regIOnally as the
legIslation reqUIred countries have put m place theIr own proVISIOns However, a recently­
mtroduced smgle shlppmg document, the "Inter-states Way-bIll", usmg the same format for
all central-comdor countries now carnes all mformatIOn needed by the CBC, the forwardmg
agent, the Customs ServIce and the transporters Further measures of thIs sort must be put
mplace

Burkma Faso, Cote d'Ivoue and Mall belong not only to ECOWAS but also to UEMOA,
whose members share a common currency and are mtroducmg a common external tanff
UEMOA IS currently revlewmg TIE and TRIE, III the hope ofrevlSlng them to make help,
rather than hmder, trade and allowmg ItS members to capture more of the benefits from the
common market toward wInch they are movmg To the extent that such a reVISIon produces
practical Improvements and does not prOVIde dIfficultIes for trade WIth non-UEMOA
members of ECOWAS, such as Ghana, thIS IS to be strongly encouraged

Governments, shIppers' orgarusatIOns and truckers' unIons do not act to promote efficI-ent
truckmg Governments allow theIr uruformed forces to harass truckers and delay lomes en
route In Burkma Faso and Mall, they also playa large role m monopolIstIC parastatal
companIes that dommate the allocatIOn of freIght to the coast, arguably at rates that do not
cover truckmg costs NatIOnal orgarusatIOns proVIde a range ofservIces at ports for shIppers
from Burkma Faso, Cote d'Ivoue and Mall Each has weaknesses chargmg for servIces
whether the shIpper wants them or not (Burkma Faso), corrupt allocatIOn of freIght to lomes
(Mall) and Irrelevant actiVIties m order to ralse funds (Cote d'Ivoue) WIth the notable
exceptIOn of Ghana, the fundmg oftruckers' unIOns depends on a legal monopoly that allows
the nght to Impose fees on all truckers (Burkma Faso) or access to a share of the revenue
from government-approved fees ThIS leaves them too close to government to act truly
mdependently m response to the Wishes of theIr grass-roots constItuency Each of these
structural problems reqUIres mstItutIOnal change

For theIr part, the truckers m the three Francophone countnes are typIcally small-scale
mformal busmessmen who own a smgle truck, dabble m varIOUS other economIC actIVIties,
keep no wrItten accounts to enable them to separate the expenses and receIpts attnbutable
to truckmg from those Imputable to other actiVItIes, and are Ilhterate They tend not to have
common cause With other truckers With whom they compete The mdependent mentalIty of
the small-time trucker IS often underlIned They deserve uruons that respond to theIr needs
and proVIde trammg for them to evolve towards the formal sector

Government taxatIOn on the road-haulage sector IS, m general, hIgh DIrect taxation on
Imported mputs accounts for the maJonty It vanes from 0 to 80 percent ad valorem, WIth
a mean Just under 50 percent WIth one exceptIOn, all countrIes tax all mputs to truckmg
Ghana has recently ellmmated all Import taxes on vehIcles and, SImultaneously, banned
Imports of vehIcles over ten years-old ThIS polIcy WIll tend to lower the age and - one
would hope - mcrease the qualIty and safety of the natIOnal fleet Ghana retams taxes on
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tyres, spare parts and fuel, whIch vary wIth the benefits of the use of the natIOnal road
network, rather than vehIcle ownershIp per se Other central-comdor countnes should
follow thIs example whIch, ofcourse, has ImplIcatIOns for government receIpts

However, as UEMOA members, the other three countnes have cOmmItted themselves to
Introduce a common tarIff WIth respect to goods Imported from non-UEMOA countrIes
ThIs tarIff does not represent all Import taxes (whIch mclude other elements) but, by 1st

January 2000, WIll have dropped to no more than 20 percent ad valorem, sIgmficantly lower
than rates m force In 1998 ThIs wIll reduce the tax burden on truckmg

Some observers have suggested that, In order to counter hIgh costs of Imported Inputs,
truckers should pool theIr resources to make bulk buys of any or all of them However,
Ghanman expenence shows that thIS polIcy may lead to dIseconomIes ofscale due to bank
charges and storage costs In general, the Independent - Ifnot SUSpICIOUS - character of the
Independent trucker, who mIght most benefit from such a scheme, IS such that he IS unhkely
to be enthusIastIc about It wIthout becomIng more professIOnal

Most observers belIeve that the combmatIOn of delays and corruptIOn assocIated WIth the
regIOn's ports, roadblocks and frontIer posts IS the greatest ImpedIment to an efficIent
regIOnal truckIng system The delays contnbute to reduced annual mIleages, the corruptIOn
drrectly Increases costs Each trucker fmds hIs own eqUIlIbnum between the frymg pan and
the fire, accordIng to the rate at whIch he values how hIS lorry's tIme IS spent Those WIth
more productIve ngs and those who own theIr own lomes are more lIkely to pay higher
bnbes In order to benefit from hIgher mIleages

Bnbery by unIformed officers goes nght to the top In BurkIna Faso and Cote d'IvOIre,
pnvate companIes offer an accelerated clearance servIce that speeds southbound lomes
carryIng penshable commodItIes through a set of roadblocks at a cost less than the sum of
the bnbes that the mdividual trucker would normally pay The compames can only offer thIs
servIce because they contract WIth hIgh-rankmg officers In the polIce, douane and/or
gendarmene (the so-called "PDG") to allow thIS to happen The hIgh-rankmg officers thus
receIve a larger share of the spOIls of corruptIOn Any antI-corruptIOn measures must
therefore also go nght to the top

On northbound tnps, Ivomen customs offiCIals requrre a "customs escort" for goods bound
for a destInatIOn In a SahelIan country A customs officer phYSICally accompanIes the lorry
from the port to the border post at whIch It leaves the country ThIs non-TRIE reqUIrement
mtroduces extra bureaucracy, delays and payments to the Customs ServIce The servIce also
reqUIres non-TRIE documentatIOn and surety The customs escort partIcularly applIes to
cargoes of Ivomen agrIcultural and hortIcultural produce that reqUIre aeratIOn to prevent
spoIlage and whIch therefore cannot be sealed WIthIn closed lomes Ivomen traders have
proposed an alternatIve solutIOn - the grzlle plombe - conSIstIng of an open metal grIll on
top of an open lorry and through loops In whIch a cable can be passed and then sealed by
customs officers There probably eXIst enough open-topped lomes that could be converted
to accept such a system to make It practIcable
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Agents of the Burkmabe Customs servIce wIll soon be able to enter detaIls of cargoes
arrIvmg at each border crossmg mto a computensed mformatlon system, allowmg the servIce
to track them to theIr destmatlons ThIS would allow a transIt shipment to be followed on
ItS path across the country and the lIkelIhood of IllIcIt unloadmg ofcargo to be estnnated as
a functIOn of unusual delays, reducmg or elImmatmg the need for customs escorts for
northbound freIght and for SOCletes de convoyage, a SImIlar distortIOn for penshable
commodItieS - mcludmg lIvestock - m the southbound dIrectIon Instead ofcustoms escorts,
a lImIted number of mobIle squads ofPDG agents - perhaps three ofeach - could perform
spot checks anywhere m the country Such systems should be embraced by - and lInked
together between - all four countrIes

To the lImIted extent that PDG control posts along major roads can be JustIfied they should
be consolIdated to allow SWIft verIficatIOn of complIance for all three servIces at one pomt
and then free passage over long dIstances However, they should be lImIted to fewer
locatIOns than at present At borders, posts should be consolIdated not only over PDG
servIces but also between countnes, so that a smgle checkpomt allows two1 consecutIve
checks by jomt teams of customs officers and by jomt teams of both polIce and (where
applIcable) gendarmes UEMOA countrIes claim to be workmg towards twmned border
checks but the details of how they would work have not been finalIsed

At the same tIme as PDG servIces ease off on controls on road haulage they should clamp
down on hIghway robbery WhICh, partIcularly m Cote d'IvOlre, lImIts travel at mght m
certam parts ofthe country

At the ports ofVndi (AbIdjan) and Tema (Accra) hundreds oflomes Wait for freIght The
number of lomes standmg Idle represents an overcapaCIty that delays at the port cannot
explam UltImately there are more trucks than cargo mdlvldual trucker's strategIes for
mmlmlSlng theIr Waits are part of a larger zero-sum game Bnbes paid to shIppers'
organIsatIOns or truckers' umons merely mcrease the cost oftruckmg and redlstnbute the
delay between lomes To the extent that these orgamsatIOns allocate freIght to lomes
WIthout conSIderatIOns ofbnbes but m stnct order of arrIval at the port, they treat relIable,
well-mamtamed lomes on the same footmg as unrelIable lomes prone to breakdowns and
thus help keep on the road lomes that should be conSIgned to the scrap heap Once allocated
freIght, lomes may suffer delays before leavmg the port that are comparable to delays en
route Customs officers and/or port secunty officers may deCIde to re-mspect the cargo
before releasmg It unless a bnbe IS paid Bnbes paid and delays endured at Vndl exceed
those at Tema These should be elImmated Aware of the sloth mherent m current
functIOmng of the Vndl docks, the Ivomen Directeur des Transports Terrestres suggests the
use of avaIlable laser technology to scan loads qUIckly for hIdden contraband A JUdICIOUS
samplmg of the most lIkely sources of contraband and the use of such technology promIses
to greatly speed up the current lugubnous process

Separate from the costs paid and delays expenenced at VndI, It IS a threatemng enVIronment
for non-Ivomen truckers who Wait there m fear of extortIon and theft In order to protect
theIr lomes they do not leave the lorry park ThIS clImate of fear has no dIrect impact on

IV

•

I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I



I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I

Truckmg efficIency m West AfrIca's central comdor

truckmg efficIency but provIdes aJustlficatIOn for POG officers outsIde Cote d'Ivorre to treat
Ivomen truckers badly

Thus Vndlls a more dIfficult and a more expensIve port, Wlth longer delays than Tema The
Ghanaian government has begun to market Tema as an alternative to Vndl In 1998 a
Burkmabe-GhanaIan head-of-state sumnut allocated port space there for Burkmabe use and
CBC should have opened an office there by the end of 1998 At the same time, the Mahan
government has begun to Implement ItS pohcy of dIversIficatIOn of lmks to ports It has
obtamed financmg to complete tarred-road lmks from Slkasso to the Burkmabe border (thus
speedmg up the hnk to Tema), as well as to Oakar and to Kankan (and thus to Conakry)
Therefore despIte ItS regIOnal pre-emmence, Vndl may be on the verge of expenencmg a
senous element of competItion

The West Afncan Enterpnse Network IS startmg an observatOlre that Wlll follow truckmg
delays and costs (mcludmg bnbes paid) along major central-comdor roads It Wlll subnut
quarterly reports to the heads of the POG servIces and transport drrectors m each country,
and also to donors The system promIses to proVIde POG heads WIth detailed mformatIOn
on then agents' roadSIde actiVIties The observatolre reports should put pressure on them
to do clean up areas of abuse and, equally, to reward agents who are clearly domg theIr Jobs
well At the same tIme as these reports begm to CIrculate, the heads should begm to reqUlre
theIr agents to make pubhc on a quarterly basIS the statistics on the lomes they have stopped
for more than an hour, the reasons why and the steps taken In addItIOn, truckers urnons and
the Chambers of Agnculture and Commerce should receIve copIes of the observatorzes
reports ConspICUOUS praise, promotIOn and finanCIal rewards for honest work and efforts
to stamp out corruptIOn (as reflected m observatolre data perceIved as unbiased) would
change the mcentlve structure that currently encourages personal gam through graft, as
would exphclt pubhc condemnatIOn, demotIOn and even fines or lmpnsonment of those
revealed as pnme offenders

Wlthm the central comdor, the Journey from the coast to the Sahel JustIfies truckmg on the
north-south axIS Fewer than half lomes carry freIght on the less remunerative southbound
leg However, the mstnbutIOn vanes conSIderably Wlthm the comdor About 30 percent of
Journeys made by a group of Burkmabe truckers mcluded backhaul cargo In contrast, about
80 percent of southbound trucks m northern Ghana find such cargo (although none of the
southbound Ghanaian lomes seen m Burkma Faso camed any)

Many observers beheve that there eXIsts scope for slgmficantly mcreasmg the rate of
backhaul freIght by provldmg better mformatlOn to truckers about the locatIOn ofaVailable
freIght and/or to slnppers about the aVaIlabIlIty ofempty southbound lomes However, there
are VarIOUS reasons why thIS scope may be more hmited than Imagmed FIrstly, some
truckers - pnncipally the more formal-sector ones Wlth agents m AbIdjan who can qmckly
find them northbound freIght - find that the economICS ofbackhaul freIght do not stack up,
they prefer to head south as soon as they have unloaded m the Sahel m order to load another
northbound load However, those WIthout such contacts m coastal ports may well find It
advantageous to aVOid travellmg south empty Secondly, some owners employ therr dnvers
on the baSIS that the dnver can keep whatever profit he makes on backhaul freIght, wmch
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mcreases the drIver's to find It However, not all owner-drIver contracts are structured m thIs
way Tlurdly, many lomes m Burkma Faso and MalI are already tIed mto contracts to haul
cotton At least m the short run, owners of these lomes are unlIkely to react strongly to
mformatIOn about the fleetmg aVaIlabIlIty ofother freIght Fourthly, some freIght - such as
that m areas cut offdurmg the ramy season - may be maccessible even though mformatIon
about It IS avaIlable and relIable However, better mformatIOn would doubtless Improve
backhaul rates CILSS IS startmg a pIlot backhaul-freight mformatIOn system m Burkma
Faso, workmg through OTRAF It clear neIther how much a purely natIOnal system can
rehearse for some of the mherently regIOnal problems that a full-blown system would meet
nor whether workmg With OTRAF Will allow the system to meet the most dynamIC
exponents of vehIcle allocatIOn

Ghana IS settmg up an autonomous road fund that Will raIse funds dIrectly Without passmg
through the Treasury and that Will spend them on an agenda determmed Jomtly by the publIc
sector and representatIves of prIvate-sector road users It Will raIse some funds from road
tolls, mcludmg stIff penaltIes for overloaded lomes which, for the first tIme, It Will be able
to weIght, usmg weighbrIdges currently under test MalI should follow SUIt WIthm a year
Burkma Faso and Cote d'IvOlre are not settmg up such funds but should consIder domg so
m order both to brIng prIvate-sector road-users mto the decisIOn-makmg process and to
provIde dIrect dismcentIves to overloadmg of lomes
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pollee, douane et gendarmes (1 e the unIformed forces momtormg road
transport)
Reseau de l'Entrepnse en AfrIque de l'Ouest (West AfrIcan Entrepnse
Network)
Road Mmntenance ImtIative (SSATP, World Bank)
SOCIete Ivomen d'ActIVltes MantIme (??)
Sohdarite IntematIOnale sur les Transports et la Recherche en Afnque Sub­
SaharIenne (part of LET)
Sub-Saharan AfrIcan Transport Program (World Bank)
tonne (metnc ton = 2,205 lb)
tonne-kdometre
TarIff Exteneur Commun (proposed UEMOA common Import tarIff)
Transports RoutIers Inter-Etats (ECOWAS treaty covermg road transport
between two adjacent countrIes)

x
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FODEL
GPRTU
IER
INRETS
km
LET
MRT
OCBM
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TRIE

UTRAO
VELD
WAEN

WALTPS
WARTU

WATOU
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TransIt Rouuer Inter-Etats (ECOWAS treaty covermg road transport between
two non-adjacent countnes through a thIrd country)
Umon de TransIt de l'AfrIque de l'Ouest (??) (WATOU)
VehIcle ExammatIOn and LICencmg Department (Ghana)
The West African Enterpnse Network (Reseau de l'Entrepnse en Afnque de
l'Ouest)
West Africa Long-term PerspectIve Study (OECD/Club du Sahel)
The West AfrIcan Road Transporters' Umon (Umon des Transports RoutIers
en Afnque de l'Ouest)
West Afncan TransIt Operators' Umon

Xl

I
I
I
I
I
I
I
I
I
I
I
I
I
I



I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I

Truckmg efficIency m West Afnca's central corndor

1 IntroductIOn

1 I Efficient road transport as a prereqUisIte for regIOnal economIC mtegratIOn

WIth the exceptIOn of Nlgena, mdlvldual West Afncan countnes have relatIvely small
populatIOns, averagmg fewer than 10 ml1hon mhabltants Small populatIOns, combmed With
low average mcomes, mean that therr mdIvidual econOmles cannot easl1y support large-scale
mdustnahsatIOn RegIOnal economIC mtegratIOn would allow each country to benefit from
larger markets for Its products Falf and open competitIOn between producers m the different
countnes would ensure effiCient productIOn and lower pnces for consumers throughout the
regIOn However, mtegratmg economIes IS not a SImple matter Reapmg benefits from
econOmles of scale reqUITes that a host of Institutional, legal and fiscal systems be dovetalled
There are also practical problems to be solved, not the least of wmch IS ensurmg that the
regIOnal transport system can mesh the mdlvldual economIes together, allowmg the free
movement of goods and people that IS essential to commerCIal unIty The maJonty of trade
between West AfrIcan states takes place by road, and the effiCIency ofthls mode oftransport

I
IS therefore of great Importance

12 The mefficlency of West AfrIcan road haulage

However, West Afnca's road-transport system IS among the costhest and least effiCIent m
the world fuzet and Hme (1993) compare the dIfferent costs that together determme the
cost per tonne-kilometre oflong-dlstance road haulage m (a) Francophone West and Central
Afrlca2 and (b) PakIStan, usmg data from around 1990 FIgure 1 breaks down the costs of
truckmg m these two regIOns mto theIr component parts It shows that not only did total cost
ofoperatmg an artIculated lorrl m AfrIca exceed that ofdomg so m PakIstan by a factor of
4 8, but also that each mdlvldual element of expendIture cost more m Afnca, 1 e the cost
ration for each contnbutIng element exceeded umty (MultIplymg up the contnbutmg ratios
at each level produces the ratIO at the next hIgher level)4

I
Road transport IS particularly lll1portant for landlocked countries For example, despite a rmllmk to Dakar,

82 percent ofMall's mternatiOnal freight travels by road (Republlque du Mall, Mmistere des Travaux Pubhcs
et des Transports, DrrectiOn NatiOnale des Transports 1999b 3), the vast maJonty along the comdor leadmg
to or from Abidjan
2 Data for Cameroon, Cote d'Ivorre and Mall from LET & INRETS (1989) collected m 1988
The PakIstanI data date from 1986
3 The types ofarticulated vemcle commonly used m Afnca dIffer from those commonly used
mPakistan
4 The factor przce effict concerns the cost ofmputs to truckIng Veluc1es and tyres were over
thnce as expenSIve m Afnca as m PakIstan, fuel was more than tWice as expenSIve Taxes
were only slIghtly hIgher m Pakistan In calculating the productlVlty effect, fuzet and Hme
recalculate AfrIcan effiCienCIeS usmg PakIstarn pnces They attnbute the remammg
dIscrepancIes to dIfferences m the effiCIency WIth WhIch factors are used m the two cases
Two factors explam these the prodUCtiVIty per kl10metre (due to the proportIOn of empty
tnps) and annual distances travelled (the "factor-consumptIOn effect") In tum, the factor­
consumptIOn effect compnses a part due to the consumptIOn of fixed components per

1
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Figure 1
The relative costs per tonne-kilometre of runnmg an articulated lorry

m Afnca and Pakistan

Tax-rate effect
Factor-pnce 1 12

effect Effect ofpnces
286 exclUSive of tax

ProductIOn cost 255
ratio per T-km Factor consum- Fixed factors
Afnca/PakIstan ptIon effect 1 31

48 158 Vanable factors
ProductIVIty 121
effect 168 ProductIVIty

effect per km
1 06

Source R1zet and Hme (1993 159-161)

R1zet and Hme note that the results summarised m figure 1 compare different types of
articulated lorry because truckers typically use qUite different ngs m these different parts of
the world To ellmmate thiS factor they repeat their analySIS for a type of vehicle aVailable
m both Afnca and PakiStan a Japanese-manufactured, three-axle ngld lorry Figure 2
displays the results they denve for thiS comparison m which the relative effiCiency of
Afncan truckmg appears even less favourable 64 times more costly than m Pakistan

Figure 2
The relative costs per T-km of runnmg a three-axle ngld lorry m Africa and Pakistan

Tax-rate effect
Factor-pnce 109
effect Effect of pnces
222 exclUSive of tax

ProductIOn cost 204
ratIO per T-km Factor Fixed factors
Afrlca/Paklstan consumptIOn 1 37
64 effect Varlable factors

ProductiVity 1 57 1 15
effect 2 88 ProductiVity

effect per km
1 83

Source R1zet and Hme (1993 161-162)

kilometre travelled (causmg a productiVity difference due only to annual distances travelled)
and another part due to the consumptIOn ofvarlable components, such as fuel and tyres, With
distance
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Truckmg efficIency m West AfrIca's central corndor

It IS dIfficult to state that one ofthese compansons IS more valId that the other The first case
compares typIcal truckmg scenarIos m AfrIca and PakIstan, but these dIffer m the type and
capacIty of the lomes used The second case standardises the lorry consIdered but no longer
represents typIcal long-dIstance transport m the AfrIcan case 5 Nonetheless, the eVIdence
presented suggests that, around 1990, West AfrIcan truckmg cost no less than four tImes as
much as that m PakIStan In a more recent survey, Bouf and Rtzet (1997 309) make a
sImIlar comparIson TheIr analysIs suggests that West AfrIca has become relatIvely less
uncompetItIve SInce 1988 They estImate that In 1996 truckIng In thIs regIOn cost only about
25 tImes more In West AfrIca than m Southeast ASIa However, the two studIes make
compansons between dIfferent sets ofcountnes, thrOWIng some doubt on the valIdIty of thIs
comparIson 6

DespIte the uncertamtles mvolved m these two studIes and the formal dIfficultIes m
comparmg theIr results, they pamt a consIstent pIcture Even takmg the most optImIstIc
findmgs, West AfrIcan road haulage IS slgmficantly less effiCIent than m other parts of the
world ThIS represents a real and Important hurdle to economIc mtegratlOn Wlthm West
AfrIca

The two studIes dIscussed above pomt to the followmg causes of mefficlency
• hIgher costs ofmputs to road haulage (vehIcles, fuel, spare parts and tyres)
• hIgher taxatIOn on these mputs
• lower productIVIty due to fixed capItal costs covered on low annual mIleages (35,000

km vs 125,000 km m France or over 150,000 km m USA)
• lower productIVIty due to a hIgher proportIOn ofempty backhaul tnps
• lower productIVIty due to a hIgher rate of varIable factors per kIlometre travelled

(generally due to wear and tear from overloadmg and bad roads)
The remamder of thIS chapter explams the causes and effects, as well as theIr mteractIOns

1 3 A model of road-transport costs

FIgure 3 Illustrates the causal lInkages affectmg road-haulage costs m West Mnca Four
exogenous mfluences - shown at the top of figure 3 - raIse these costs, relatIve to elsewhere
delays and bnbery, the shortage ofbackhaul freIght, hIgh elF pnces and hIgh taxatIOn To
partIally compensate for these high costs, truckers overload theIr trucks when they obtam
cargo ThIS applIes partIcularly to mformal-sector truckers because they tend to vIew their
trucks as status symbols and therefore want to stay m truckmg even If It becomes
uneconomiC 7 These same truckers are generally IllIterate and do not keep accounts (and

5 Truckers tend to use the smaller vehIcle consIdered for the purposes of standardisatIOn for
medmm, rather than long, distance road haulage
6 Boufand Rlzet make compansons between Burkma Faso, Cameroon, Cote d'IvOlre, Ghana and the Central
African Republic, on the one hand, Vietnam and the IndonesIan Island of SulawesI, on the other
7

In the African context road transport provldesjirst andforemost a SOCial status To have a lorry parked
mfront ofthe house shows that one has succeeded despite any other problems that one might have The world
oflorry drIVers IS characterised by a traditIOnal ambitIOn to set up on one's own one day once they attam that
goal they wlll do anythmg to remam owner-drivers whatever economic reabty might suggest SOCial

3
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therefore cannot separate the accounts for theIr truckmg from those from any other economIc
actIvItIes) ThIS means that, even If they mIght want to find out If theIr truckmg covers ItS
costs, mcludmg amortIsatIOn, they generally cannot do so Therefore they often do not drop
out of truckmg to remvest m some other sector when an "economIc actor" would Instead,
they contmue to compete for cargo, often at a loss 8 Thus the feedback mechanIsm that m
most markets would Imk the supply of trucks to the supply of freIght, and the IS mIssmg
The mformal sector dommates West AfrIcan truckmg whIch, m consequence, suffers from
a glut of old, poorly-mamtamed lomes 9 And, m spIte ofprovIdmg poor servIce, they offer
among the most costly road freIght m the world

FIgure 3
Model of road transport costs •
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solidarity wdl always allow an owner to obtazn a loan to repair a broken-down lorry even if It lSn t worth
repmrzng (Adolehoume 1992 180-181)
8 Adolehoume (1992 166) estImates that m Togo m the late 1980s heavy-goods lomes dId
not cover theIr net costs m 76 percent of tnps The cause was surplus capacIty m a
competItIve market
9 Or, from a slIghtly dIfferent perspectIve
The excess supply of trucks IS princIpally lmked to the ease of access to the trucking
profeSSiOn and the ease WIth WhICh truckers can buy used vehzcles at low prices (at J5 - 20
percent ofthe price ofa new vehlcle) Thls results m an underuse ofthe fleet, wah long
turnm ound tlmes and a tendency to overload lorries to make up for empty backhauls
(UEMOA, La CommISSIOn, DATCITT 1997 27)
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Truckmg efficIency m West AfrIca's central comdor

Note the age ofthe fleet IS not affected by the costs of transport per se but rather by the
relatIve ease of covermg amortIsatIOn costs ofolder vehIcles m an envIronment where

delays are relatIvely acceptable

Three other phenomena also contrIbuted to the current oversupply FIrstly, durmg past
economIC booms, partIcularly durmg the 1970s and early 1980s, econOmIC operators
Imported new trucks, which are stdl on the road SImdarly, food-md operatIOns to alleViate
the effects of Sahehan drought m the 1970s and 1980s meant Imports of new vehicles that
subsequently found theIr ways mto the ordmary truckmg sector 10 And, as part of structural
adjustment programmes m all these countrIes, dIssolved parastatals sold off theIr vehicles
to the pnvate sector, partIcularly over the course of the 1980s

Secondly, accordmg to Ghanman mformants, most of the Imported second-hand lorrIes
amvmg m the port of Tema are shipped from Europe by expatriate GhanaIans They
constItute concrete remIttances ofcapItal accrued m Europe and North Amenca, rather than
an mformed understandmg of the profitablhty ofWestAfucan truckmg These lomes arrIve
at a port already hned With hundreds ofempty trucks wmtmg for loads Thus It seems that
not only IS the prestIge phenomenon keepmg genatrlc trucks on the road but also that It
contrIbutes to a contmumg mflow ofmIddle-aged ones

ThIrdly, for truckers m Burkma Faso, Cote d'IvOlre and Mah, the effect of the CFA
devaluatIOn m January 1994 was to reduce the relatIve cost of labour and mcrease the
relatIve cost of the Importable component of road transport Lookmg at the four economIes
concerned m 1993, Metzel and Cook (1994 vol 3, 259) estImated the embedded economIC
components of truckmg costs They found that the compOSItIon dIffered httle between
countrIes, as table 1 shows Labour represented about five percent of the cost of truckmg,
whereas tradeables accounted for 50 - 60 percent In addItIOn, the tax on tradeables
accounted for another 30 - 40 percent so that, overall, the devaluatIOn mcreased the CFA
franc cost of90 percent of the value of trucks ThIs made the goal of Importmg a new lorry
an even more dIStant dream for most truckers However, It dId not blunt theIr goal of
ownmg, or retammg, a lorry they used theIr reduced purchasmg power on the world market
to buy a higher share of even older trucks II

10
It IS no CO-illCIdence that, ill 1997, UEMOA, La CommISSIon, DATCITT (1997 26) gave the average age

for goods lornes ill the regIOn as 18 years-old A random sample of43 Ghanaian lOrrIes had an average age
of 17 years-old
11 In early 1998, long-dIstance lIvestock traders m Burkma Faso and MalI spent a lower
proportIOn of their tradmg budgets on road transport than they did m 1990 Despite the
mtervemng devaluatIOn whIch made Importable goods more expenSive, It seems that the
supply of lomes had grown EconomIC growth ill the central comdor dunng the 1990s may
have prOVided the means to truckers to purchase more trucks Or the aVailabIlIty of
relatively cheap north-south truckmg services may be partly due to structural changes
lImltmg the avaIlabIlIty ofalternatIve backhaul freIght However, It seems that recourse by
truckers to purchases of older lomes also contnbuted to a larger fleet competmg for
msufficlent cargo

5
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The mformal-sector operators, deprecIatmg theIr capItal as they run at a loss, operate on an
"If It am't broke, don't fix It" basIs, tendmg to repau when necessary, rather than perform
preventative mamtenance 12 ThIs leads to frequent breakdowns that Immoblhse lornes,
agam addmg to costs (because, despIte a vIbrant market m used spare-parts, they

Table 1
DecompositIOn of the cost of road transport m central-corndor countnes, 1993

Taxon
tradeables non-tradeables Tradeables Labour CapItal

BurkmaFaso 040 002 052 005 002
Cote d'Ivoue 035 002 056 005 002
Ghana 032 002 060 004 003
Mah 035 002 056 005 002

Source Metzel and Cook (1994 vol 3, 259, table Gil )

can be dIfficult to find) Moreover, the overloaded trucks are often unsafe, causmg many
accldents13 and attractmg the attentIOn of bnbe-seekmg polIce ThIS adds to delays and
brIbes, raIsmg costs

Overladen lomes accelerate the degradatIOn of the hIghway, leadmg to longer dehvery tImes
and, mevItably, over time, to recIprocal damage mflIcted on the vehIcles by the dIlapIdated
road The cost of upkeep of, and repaIrs to, lornes mcreases WIth the extra wear and tear
meted out by potholes and stretches where traffic abandons the road entirely and runs
alongsIde

The damage done to roads mcreases exponentIally WIth the axle weIght, so the most
overladen lomes account for almost all the wear and tear (outsIde the gradual deterIOratIOn
WIth age due to the elements) Once roads become potholed and degraded beyond a certam
pomt they have to be rebUilt, a process that costs far more than SImple mamtenance
However, governments' road-repaIr budgets have not, m the past, stretched to meet all
rebUildmg reqUired, WIth the result of mcreasmg stretches of road becommg practically
unusable

WIth mcentIves to overload, the truckers destroy not only the roads on whIch they run but
also theIr own vehICles 14 The taxatIOn of vehIcle use has not hIstorIcally prOVIded

12 Lomes do benefit from a sIx-monthly technIcal check-up m most countrIes (UEMOA, La
CommIssIOn, DATCITT 1997 28)
13 In 1995, poor road safety contnbuted to about 3,000 road aCCIdents annually m Burkma
Faso and to over 4,000 m Cote d'IvOlre (UEMOA, La CommIssIOn, DATCITT 1997 32)
Road safety regulatIons dIffer from one country to another, leavmg drIvers open to the
P40SSIbIhty of commIttmg offences m one country that would not break the law mothers

As a result of the poor roads and overloadmg, tyres typIcally account for 18% of total costs
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Truckmg efficIency m West AfrIca's central corndor

mcentIves to elImmate overloadmg or to pay the real mamtam cost of mamtammg roads
The result IS an mefficient, agmg, undermamtamed fleet delIvenng slow, unrelIable and
expenSIve servIce on a steadIly detenoratmg road network Moreover, Without mcentIves
to leave the sector, mformal-sector truckers oversupply the market With these old, overladen,
unrelIable vehIcles Haulage capacIty IS dIstnbuted over too many vehIcles and exceeds the
volume of freIght avaIlable at market pnces, leavmg lornes waItmg for weeks at ports for
freIght

In thIS context, the formal sector has a hard tIme A truckmg company mIght normally
consIder mvestmg m new lornes to proVIde fast, relIable servIce to other formal-sector
busmesses However, With the hIgh cost of Importmg new vehIcles, long and unpredIctable
delays along the route, and heavy depreCiatIOn due the damage runmng on roads m bad
condItIOn, there IS relatIvely lIttle mcentIve to mvest m new vehIcles

ThIS, then, IS the baSIC problem The next sectIOn outlmes the phySIcal context and
mstItutIOnal background to central-corndor truckmg, mcludmg detaIls of regIOnal
organISatIOns and the roles ofgovernment, shIppers and truckers SectIOn three conSIders
the hIgh cost of mputs to truckmg , sectIOn four looks at delays and bnbery, sectIOn five
assesses the level ofbackhaul freIght, sectIOn SIX documents analyses the state of the
roads SectIOns seven and eIght proVIde conclUSIOns and recommendatIOns, respectIvely

2 The phySIcal and InstItutIOnal background

2 I The geography

West AfrIca's "central comdor" mcludes the landlocked SahelIan states ofBurkma Faso
and Mall and the coastal states of Cote d'IvoIre, Ghana and Togo (although thIS study
does not examme Togo) (See map I )

A network of tarred roads connects these countnes' capItal CItIes AbIdjan (Cote d'IvOlre)
With ItS port ofVndI, Accra (Ghana) WIth ItS port of Tema, Bamako (MalI), and
Ouagadougou (Burkma Faso) DespIte the trend towards degradatIOn mentIOned m
chapter 1, most of the network IS m fairly good repair These roads proVIde the techmcal
capaCIty for travel by lorry between all paIrS of these capItals (except Accra and Bamako)
mJust over a day However, for vanous reasons dIscussed m thIS report, thIS happens
rather rarely on some of these lmks

A railway lmks AbIdjan to Ouagadougou, another lmks Bamako to Dakar (Senegal)
Both carry freIght, and compete to some extent With long-dIstance lomes carrymg freIght
between the ports and the landlocked states, partIcularly for commodItIes and goods for
whIch delIvery tImes are not of the essence

The volume of Imports to the central comdor from the outSIde world exceeds the volume
of ItS exports, provIdmg a structural defiCIt m avaIlable southbound long-dIstance freIght
At least 90 percent of Imports arrIve, and exports leave, by sea, and pass through the

7
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ports mentIOned above and also through Lome (Togo) and Cotonou (Bemn) AbIdjan
accounts for most of the central comdor's mantlme trade

FIgure 1
West AfrIca's central corridor
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2 2 The reglOoalmstItutIooal settmg15

2 2 1 RegIOnal orgamsatIOns

The EconomIC OrgansiatIOn of West AfrIcan States, ECOWAS, mcludes all West
AfrIcan states as members The dIversIty of Its membershIp makes It dIfficult for thIs
organIsatIOn to move qUIckly towards ItS goal of regIOnal economIC mtegratIon How­
ever, some of the fundamental regIOnal legIslatIOn on mternatIOnal truckmg m West
AfrIca takes the form of two 1982 ECOWAS treatIes the TIE (Transports RoutIers lnter­
Etats) and the TRIE (TransIt Routler lnter-Etats) The essentIal detaIls of these two
treatIes are

I TIE covers road transport between two adjacent ECOWAS countnes and defines

• major roads that lomes can follow
• maxImum axle-weIghts and dImensIOns of lomes
• techmcal charactenstIcs ofvehIcles performmg thIs servIce
• transport documentatIOn carte grzse, carte des transport mter-Etats, vehIcle msurance

(carte brune), lettre de vOlture
• transport condItIons

2 TRIE governs the customs rules under whIch the transport of goods through a
member state between a non-member state and another member state may take place Without
paymg duty or eXCIse and Without unloadmg It defines
• the dIVISIOn between the destmatIOn country (two-thIrds) and the transltted country (one­

thIrd) of the haulage of the freIght
• the techmcal charactenstlcs of the vehIcles (whIch must be able to be sealed)
• the payment of a guarantee of 0 5 percent of the ClF value of the shIpment to cover

pOSSIble customs fraud whIle m tranSIt
• transport documentatIOn (TRIE card)

ECOWAS member states have SIgned and ratIfied these treatIes but most observe them at
best only partIally

A group of Francophone and Lusophone ECOWAS members also belong to the Umon
Monetarre Ouest-AfrIcame (UEMOA) that has the goal of creatmg a common market WithIn
ECOWAS m a relatIvely short penod oftlme The treaty SIgned by UEMOA's members16

m January 1994 COmmIts them to greater economiC mtegratlOn In tills context, "AdditlOnal
protocol nO II" sets out the follOWing objectives m the transport sector
• movmg towards gradual hberahsatlOn of road-transport services, With a particular

emphaSIS on faclhtatmg the transport of goods m tranSit

15 ThIS sectlOn draws on annexe 2 by Kone Amadou
16 Bemn, Burkma Faso, Cote d'lvOlre, Mah, NIger, Togo, Senegal Gumea-Blssau Jomed
m 1997
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• harmomsatIOn of natIonal plannmg for road-transport Infrastructure
• the opemng up of landlocked countrIes
• Improvement of transport mfrastructure and transport systems ImkIng member states
(UEMOA, La CommIssIon, DATCITT 1997 8)

In practice
• agents of the PDa servIces apply the rules of one treaty to condItIOns of the other,

perhaps throufh Ignorance, perhaps through convemence, perhaps delIberately to extort
extra bnbes I

• multIple road blocks bnng about delays and provIde pretexts for bnbes
• most lomes do not meet the techmcal cntena of the TRIE treaty, and banks do not lend

money to those Without substantial guarantees or fixed revenues so most truckers cannot
refurbIsh theIr lomes to remedy tills problem

• customs officers reqUire multiple guarantees Instead of the smgle TRIE guarantee that
should suffice from start to fimsh For Instance, goods transItmg Cote d'lvOlre from the
port to MalI use a "D25" form to meet Ivomen customs reqUirements, whIch IS replaced
once havmg amved m MalI by a TRIE card 18 Ghana operates a separate system

• TIE reqUires a maXImum axle-weIght of 11 5 tonnes whIle some UEMOA states have
mdependently adopted a maxImum of 13 tonnes (UEMOA, La CommIssIOn, DATCITT
1997 30-32) The dIfference between these two weIghts In terms of theIr destructive
force on road surfaces IS great

• no regIOnal organIsatIOn eXIsts to ensure a faIr dIVISIOn between countnes of the
resources generated by the guarantee payments ThIS results m multIple guarantees
payable to mdividual states for goods m transIt As a percentage of the CIF value of the
shIpment, Togo charges 0 25 percent, Burkma Faso 025 percent and Mah 05 percent

• most countnes reqUire customs escorts for most cargoes, despIte the payment of
guarantees that should compensate the Customs ServIce for any fraud The reqUirement
for escort causes delays because they do not leave every day The value of the total loss
m 1989 was estImated at more than 15,000 milhon CFA francs 19

17 The TRIE 1/3 2/3 rule should not apply to fertIlIser manufactured m AbIdJan, even If It
contams Imported constItuents, but It does (Meetmg WIth COFAMA executives, October
1998)
18 Cote d'lvOlre uses a "D6" document m conjunction With a guarantee underwrItten for the
banks by the freIght forwarders All other states reqUire a guarantee fund, fed by leVIes
proportIOn to the CIF value of the goods transported The guarantee fund guarantees the
payment of customs duty m the case that the tranSIt goods are not actually exported from the
mtermedIate country In all countrIes, the Chamber ofCommerce manages thIS fund, each
m ItS own way In Benm much of It was lost m bank failures In Burkma Faso, the funds
served to re-eqUip railway statIOns (Banque MondIale 1990)
19 Repubhque du MalI, M1illstere des Travaux PublIcs et des Transports, DIrectIOn NatIOnale
des Transports (l998b 25), cltmg Etude approfondze des entraves de procedwe aux
echanges zntracommunautazres dans fes Etats membres de fa CEAO AgUlchard, avnl 1993
The Importer pays the cost of the customs escort, whIch IS done despIte the eXIstence of the
guarantee fund The guarantee fund IS deSigned to protect the customs agamst losses The
conventIOn creatmg the guarantee fund states that the Chambers of Commerce that manage
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Truckmg efficIency m West AfrIca's central corndor

• dIfferent schemes of msurance for the trucks, rather than the merchandIse, operate m
Anglophone and Francophone countrIes, WIth the result that an accIdent m another
country can result m delays of several months as msurance companIes m dIfferent
countnes agree on a settlement and effect the transfer ofcompensatIon (See annexe 5
for a dIscussIOn ofmsurance m central-corndor truckmg)

• no regIOnal organISatIOn eXIsts to defme the mechanIsms allowmg natIonal organISatIOns
to transparently carry out thIs task (RepublIque du MalI, MinIstere des Travaux PublIcs
et des Transports, DIrectIOn NatIOnale des Transports 1998b 25)

ECOWAS and UEMOA appear to work together WIth a common resolve to deal WIth
these Issues However, UEMOA IS movmg forward more qUIckly because of the
common language, currency and admInIstratIve structure that most of ItS members share
By 2000, It mtends to have m place a common external tarIff (TEC, TariffExterzeur
Commun) wIth respect to non-members, such as Ghana However, thIS tarIff should be
lower than the mdlvldual member states' current rates and should not put non-UEMOA
ECOWAS members at a dIsadvantage Both organIsatIOns state that they mtend to avoId
confl.1cts denvmg from mconslstent tarIff polIcIes

Those responsIble for truckmg m the ECOWAS member states meet annually as the
HIgher COmmIttee for Land Transport The tenth meetmg took place m Cotonou m
October 1998 Table 2 sumanses the status of the four central-corndor states ofmterest
to thIS report m varIOUS dImensIOns

Both ECOWAS and UEMOA are currently awaltmg the results of what should be a
fundamental re-appralsal of the the dysfunctIOnal TIE, TRIE and other regulatory
elements governmg West AfrIcan truckmg that has recently been carrIed out

2 2 2 Structural adjustment m the transport sector

All four countnes under study are eIther fundamentally revlewmg theIr road-transport
sector or have gone beyond that stage and are actIvely reformmg It

Ghana leads the van It has reduced the number of ItS road checkpomts and a new
Inspector ofPolIce has clamped down hard on extortIOn Ghana IS about to charge lornes
tolls on major roads accordmg to then weIght and degree of overloadmg It has set up a
Road Fund, legally autonomous ofthe Treasury, mto whIch payments from fuel levIes
and tolls go dIrectly The Road Fund board allocates funds to the mamtenance of the
country's roads, and IS run by a board m whIch SIX of thIrteen members come from the
pnvate sector The pnvate sector carrIes out 90 percent of the roadworks they approve
MalI IS movmg m the same dnectIOn but lags perhaps a year behmd Ghana reports
provldmg details of how MalI's Road Fund would work are now emergmg

the guarantee funds WIll pay for the customs escort, but thIs has never happened m any of
the countrIes mvolved In practIce, customs escorts do not mean aVOldmg checks at customs
checkpomts, as well as at those for the polIce and gendarmes
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BurkIna Faso has mstlgated tolls on stretches of road LIke Ghana, over the course of the
1990s, It has handed over the maIntenance of Its roads to the pnvate sector However,
rather than create an autonomous road fund, BurkIna Faso has decIded to contmue Its
practIce of acceptmg an annual budget accorded by the Treasury Cote d'Ivoue has
perhaps done least to change the structure of Its road-transport sector
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Table 2
The extent of ImplementatIOn of ECOWAS deCISIOns m the area of road transport

SIgnature of LImItatIOn of axle-
the guarantee Umts responsIble for weIghts to 115
treaty (TRIE) Control posts NatIOnal commIttee road safety tonnes

BurkmaFaso Yes ReductIOn of number of Inter-mllllsterial CreatIOn of ApphcatIOn smce
posts AbohtIOn of the commIttee CONASER 1973
rule about the first-aid box
for goods lomes

Cote d'IvOlre No mSlsts on Government deCISIOn CommIttee created CreatIOn of a natIOnal In the course ofbemg
veluc1e MIxed controls at border m 1996 commIttee and OSER apphed
speclficatIOns posts

Ghana No Slgmficant reductIOn m CommIttee created CreatIOn ofa natIOnal
the number ofposts by the Does not accept umt
government natIOnal IdentIty

cards
Mah Yes ReductIOn from 93 to 16 Created m 1997 CreatIOn of a In the course ofbemg

transport observatory apphed
Source ECOWAS (1998 annexe 1)
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23 ShIppers' orgamsatIons

ShIppers' orgamsatIOns eXIst to manage and accelerate the flow of Imports and exports for
the shIppers from a gIven country Burkma Faso has the Consell Burlanabe des Chargeurs
(CBC), Cote d'Ivoire has the Office Ivomenne des Chargeurs (OIC), and Malt has the
Entrepots Malzens (EMA) CBC and EMA have agenCieS m several ports

CBC mforms Importers that theIr goods have arrIved and helps them With the port
paperwork, but It does not offer any warehousmg facIlItIes A levy of 10 000 CFA francs
per load on the documentatIOn of shIpments carrIed to Burkma Faso by lorry finances It
Burkmabe shIppers must pay the levy whether or not they need the servIces that CBC
proVIdes

EMACI (the Entrepots Malzens en Cote d'IvOlre) proVIdes Mahen shIppers With low-cost
warehousmg and forms a base for Mahan customs, UnIons and M1illstry ofTransport agents
However, dnvers note that It IS corrupt m Its allocatIOn of freIght to Mahan lomes

LiberahsatIOn of shIppmg operatIOns has removed OIC's prevIOUS role ofallocatmg cargoes
to shlppmg hnes The shlppmg companIes now manage theIr own freIght So OIC has
transformed Itselfmto a manager of lorry documentatIOn and ofparking of vehicles carrymg
bonded goods at the port of AbIdjan OIC earns 10,000 CFA francs for provldmg the lorry
documentatIOn for each Ivomen-bound load ThIS levy was seen as too hIgh and was
reduced to 2,500 CFA francs at one pomt, but may smce have nsen to Its former value Ole
also earns 1,500 CFA francs (empty) or 2,500 CFA francs (laden) for each day a lorry spends
m the bonded lorry park, as well as 2,500 CFA francs on each laden lorry leavmg Cote
d'lvOlre The orgamsatIOn should gather statIstICS but does not apparently do so

2 4 Truckers and theIr umons

Small truckers dommate the sector, WIth only a few larger, modem-sector companIes For
example, Lla (1997 241) estImates at 91 percent the proportIOn of!voman lorry-owners
WIth 1 - 5 vehIcles, whereas the larger, more formally-run companIes With at least 20 lomes
constItute only 26 percent of the natIOnal fleet (UEMOA, La CommISSIOn, DATCITT 1997
28) Most truckers are members of unIOns WhICh, though well-organIsed m some cases, do
not always serve theIr members well

In the mformal sector, less than half the lomes are dnven by theIr owners Indeed, only 5
percent of Mahan dnvers mtervlewed whIle waItmg for freIght at AbIdjan owned theIr
vehicles However, an estImated 30 - 40 percent ofdnvers waItmg for freIght at Tema own
theIr vehIcles ThIS may reflect eIther a hIgher proportIOn of vehIcles owned by each
mformal-sector owner m Mall than m Accra or a greater alacnty for Ghanaian owners to
dnve a lorry once they have bought It As mIght be expected, owner-dnvers have more
ImtIatIve to take entrepreneunal dIrectIOns

Some mformants suggested that the large number of mformal-sector truckers have a lot of
power because of theIr unIOns but, as WIll be seen below, theIr unIons seem most mterested
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TruckIng efficIency m West AfrIca's central comdor

m theIr polItIcal role WIth respect to the government whIch, at least m BurkIna Faso, keeps
truckIng rates low The UnIons proVIde InformatIOn about forthcommg avaIlabIlIty of freIght
and help when they get mto dIfficulty on the road When roadSIde extortIOn reaches
unacceptable extremes, they call stnkes, eIther on theIr own or m collaboratIOn WIth unIOns
mother countnes In thIs sense they may appear to have a lot ofpower

However, they do not appear to proVIde trammg m accountmg or busmess management, or
even adult lIteracy that, together, would help mformal-sector truckers know whether they
were operatmg at a loss Nor do they offer trammg for mechanIcs m vehIcle mamtenance
that would keep the old fleet m a better, safer state of repau Instead, umons seem more
mterested m claImmg a large fee for each truck loaded m Its JunsdICtIOn The average
member seems to get lIttle for what he contrIbutes

In BurkIna Faso, government works hand-m-glove WIth the truckers' UnIon, OrganIsatIOn
du Transport du Faso (OTRAF) that lacks mechamsms to denve a mandate from ItS
members (and thus credIbIlIty) and charges for the servIces It may not even provIde
When at the port ofLome or AbIdJan, Burkmabe truckers have to pay a government­
approved 10,000 CFA francs to both OTRAF and CBC, whether or not they use theIr
servIces m findmg freIght to haul to BurkIna Faso 20 At the BurkInabe border they wIll
have to proVIde customs OffiCIalS wIth receIpts shoWIng that such payments have been
made In addItIon, Burkmabe dnvers have to pay 1,000 CFA francs for the nght to use
the bonded parkmg 21 At the moment, all Burkmabe truckers wIth a Carte grIse are
automatIcally members of OTRAF and should pay an annual fee of 5,000 CFA francs
As a result of thIS cosy monopolIstIc arrangement, OTRAF does lIttle to organIse and
channel the energy of the truckIng sector mto effectmg lIberallSlng changes that would
benefit It

In Mall and Cote d'IvOlre, m contrast, a multIplICIty of unIOns WIth shallow membershIps
has sprung up to reflect the mterests of polItIcal partIes 22 In each country, only two unIOns
- SNTMV-CI, SYNTT-CI m Cote d'IvOire and UNCTRM and SYNTRUI m Mall - have
sIgmficant depth Nonetheless, offiCIally recogmsed Mahan unIons work under the umbrella
organIsatIOn of the CoordmatIOn des Syndlcats du Mall (CSM) whIch receIves 15,000­
25,000 CFA francs per lorry leavmg the port for Mah, no matter how the trucker found hIS
freIght Few consIder that the servIces prOVIded by CSM ment the fee paid The raIson
d'etre for some ofthe unIons appears to be to claim for theIr office bearers theu share of the
revenue denved from these fees They do not seem capable ofcooperatIOn to advance theIr
members' needs 23 SImIlarly, the Office Ivomen des Chargeurs oversees the sales of 5,000

20 In the ports, OTRAF claims to replace the brokers who formerly dommated the allocatIon
of freIght to Burkmabe lomes
21

In Burkma Faso, the dnver of a non-Burkmabe lorry can request freight, Ifno Burkmabe lorry IS available
and, Ifhe pays 10,000 CFA francs to OTRAF, he can take It In Mall, drivers ofnon-Malian lomes use brokers
or one of several Ullions to find freight
22 Cote d'IvOire's Duecteur des Transports Terrestres notes that the country has 15 truckers'
unIOns
23 In Mall m 1982, a fund was created to provIde a rotatmg fund for the acqulSltIOn of
vehIcles 25 percent ofthe receIpts from the droIt de traversee routlere charged on vehIcles
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CFA-franc tIckets for the nght to load lomes at the Port of AbIdjan by each of seven Ul1l0ns
m turn NeIther the lomes' owners or dnvers receIve any benefits for thIS payment, whIch
the UnIons retam

Not mfrequently, the unIOns m the Francophone countrIes strIke to heIghten awareness of
the extortIOn and delays brought about by PDG servIces Generally they do so on a
natIOnal basIs, m 1997 they organIsed a regIOnal stnke However, they achIeve lIttle
Partly co-opted by the government m each case, they obtam conceSSIOns m the form of
meetmgs wIth mmisters who react slowly to defuse theIr dIscontent and who, at best,
ensure reductIOns of the number of checkpomts whIch, withm months, have been undone
UntIl the UnIons become truly mdependent organIsatIOns and untIl truckers have the nght
to choose to Jom them, theIr bark wIll be worse than theIr bIte and they Will not play the
major role that they should m opposmg corruptIOn and lobbymg for theIr own mterests m
road-development polIcy

In Ghana, the Ul1lons seem to have more autonomy from government and truckers have the
freedom to Jom them If they WIsh The Ghana Pnvate Road Transporters' has the largest
membershIp, but more among owners of buses and lIght trucks The HaulIers' AssocIatIOn
IS more mfluentIaI among the owners of heavy goods vehIcles Both lobby government m
theIr members' mterests and have representatIOn on Ghana's Road Fund Board that deCIdes
road mamtenance polIcy

2 5 The road-haulage market

2 5 1 InternatIOnal truckmg m the central comdor

Lomes regIstered In all central-comdor countnes carry freIght to all others, but to varymg
degrees Lomes from all countnes descend on the Vndl docks m AbIdJan, mostly to haul
freIght to theIr countnes of regIstratIOn Some Ivomen trucks take goods to MalI but, at
present, they do not find It profitable to haul loads from AbIdjan to BurkIna Faso for the
large volume of Imports for whIch the parastataI, CGP, sets the rates AddItIOnally, the rates

24
for southbound shIpments of cotton are not attractIve The resultmg low number of
Ivomen lomes operatmg on BurkInabe hIghways therefore lImIts the mternatIOnal mIX of
haulage opportUl1ltIes, Increases the power of OTRAF and removes some dIverSIty of com­
petItIOn from the Burkmabe road-haulage market Ghanaian truckers have histoncally
undercut theIr Francophone AfrIcan counterparts, With the results that GhanaIan lomes may
be found as far away as GUInea and that relatIvely few lomes regIstered elsewhere haul
freIght to Ghana

2 5 2 Government Influence m rate settmg

usmg MalIan roads for mternatIOnal transport were to be used for bank guarantees for
purchases of vehIcles ThIS fund contmues to accrue funds and has never been used, because
the dIfferent UnIons could not agree on how to use them MeanwhIle the UnIons tax 1-2
r,ercent of transport cost, but contnbute nothmg to the fund for bank guarantees
4 27 tonnes of cotton for 800,000 CFA francs
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Truckmg efficIency m West AfrIca's central comdor

The governments ofBurkma Faso and Mall not only buIld and mamtam roads and
regulate lorry transport - as the governments ofCote d'IvOlre and Ghana also do - but
also mfluence the road transport sector by provldmg through theIr parastatals 85 - 90
percent ofbackhaul freIght for three-quarters of the year Cotton exports from Mall's
Compagme Malzenne pour Ie Developpement du Textzle and Burkma Faso's Soczete de la
Fzlature et de Textzle acccount for thIs percentage from October to May Each gIves thIs
haulage preferentIally to domestically-regIstered lomes and, because of Its weIght m the
market for backhaul freIght, dIctates tarIffs to truckers In addItion, the Cazsse Generale
de Perequatwn (CGP), the major Burkmabe Importer of staples, plays an Important role
m the market for northbound freIght, whIch It preferentially allocates to Burkmabe­
regIstered vehIcles Although Its mfluence may be mdlrect, m each case the pubhc sector
has too much mfluence m the settmg of truckmg rates, whIch become a pohtIcalissue,
rather than a technocratIc deCISIon or a free-market phenomenon CGP currently Imposes
lower rates than Cote d'IvOlre, Mah or NIger encouragmg overloadmg by the Burkmabe
lomes takmg the freIght and dlssuadmg lomes from other countnes to compete for It 25

For thIs reason, the Ivomen Duecteur des Transports Terrestres dIsmIsses the posslblhty
of benefits to Cote d'IvOlre from partlclpatmg m a regIOnal backhaul-frelght mformatIOn
system that would prOVIde detaIls of the aVaIlablhty of freIght that truckers could use to
mcrease the capaCIty usage oftheu trucks How could such a system help Ivomen
truckers, he asked, If Burkmabe truckmg rates remamed so low that they scarcely
ventured mto Burkma Faso?

3 Cost of mputs markets and taxatIOn

3 1 The hIgh cost of mputs to road haulage

Truckers Import alliomes because no company manufactures them m West AfrIca New
lomes have amved there only rarely Durmg economIC booms some truckers, mostly m the
formal sector, have bought them In addItIOn, when aId agenCIes have needed to convey
large quantitIes of food-aid to the Sahel from the coast, they have bought new lomes to do
so After the acute need for food-aid has passed these fmd theIr way mto the local economy

However, even durmg economIC booms, most truckers buy second-hand lomes from Europe
SImIlarly, dealers m second-hand spare parts for them also buy then from Europe, espeCially
from the Netherlands and Germany West Afncan dealers Import some Some observers
suggest that they take a large margm that results m hIgh pnces for West AfrIcan truckers

25 Thus, despIte deregulatIOn m the sense that governments no longer mandate fixed road­
haulage rates, governments stIll play a large de facto part m settmg rates through theIr
mfluence on these major shIppers In thIs way, "free-market rates" mentIOned, for mstance,
by UEMOA, La CommISSIOn, DATCITT (1997 28) are somethmg of a fictIOn
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European-based expatrIates shIp others out to West AfrIcan ports, often as a concrete
remIttance of savmgs made there

Importers of second-hand parts feed actIve markets, though shortages stIll eXIst and truckers
complam of hIgh pnces InsufficIent mformatIOn CIrculates about too many types of spare
parts for a dIversIty of makes and models of lorry And, at least m Burkma Faso, some
mIddlemen apparently take large margms when they Import vehIcles for chents

3 2 Bulk purchases

Some observers have proposed that lorry owners should club together to make bulk buys of
vehIcles, spare parts, tyres and fuel (Adolehoume 1992 181, RepublIque du MalI, Mlllistere
des Travaux PublIcs et des Transports, DIrectIOn NatIOnale des Transports 1998a 9,12) In
theory, thIS proposal looks attractive In practIce, It sometimes works there are co­
operatIves In Cote d'IvOlre offerIng lease-sale optIOns for lomes However, the General
Secretary ofGhana's GPRTU notes that when hIS uruon trIed bulk purchases of spare parts
they cost more because of the extra costs of the bank loan and warehousmg necessary The
umon found dIseconomIes of scale The Co-ordmator of BurkIna Faso's Programme
d'AJustement Sectonel- Transport remmds us that most vehIcles are owned by truckers who
are mdividualIsts, mIstrust others WIth theIr money and do not keep books Under these
CIrcumstances, collectIve purchases would be dIfficult to organIse

For the same reasons, obtammg bank finance, the absence of whIch proVIdes constramts for
truckers, would become eaSIer If they were orgamsed m co-operatIves In addItIon, group
msurance premIa would be cheaper Many MalIan truckers msure theIr lomes but not theIr
loads WIthout msurance of merchandIse, an aCCIdent WIth losses could rum the trucker If
truckers are already orgarnsed, these advantages thIs mIght be easIly won, but If truckers are
mIstrustfully mdividualIstIc, the cost of wmnmg theIr trust and organIsmg them would
probably not be worth the effort (Adolehoume 1992 181, RepublIque du MalI, Mmistere
des Travaux PublIcs et des Transports, DIrectIOn NatIOnale des Transports 1998a 8)

In these cases, bulk buymg holds the promIse ofbnngmg lowered costs to truckers but the
prereqUISIte IS an InstItutIOnal coherence and StabIlIty Without whIch such a venture may, m
fact, lead to hIgher costs

3 3 High taxatIOn

WIth one Important exceptIOn, governments tax all mputs to truckmg as they enter the
country, as table 3 shows In accord With mternational treatIes, road-transport Items destmed
for landlocked SahelIan countnes travel through coastal countnes WIthout taxatIOn at that
stage Although the extra Journey mcurs extra transport and handlIng costs, taxatIOn only
occurs m the country m WhICh final consumers buy them

Table 3
Percentage Import duty on mputs to truckmg
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Burkma Cote
Faso d'IvOlre Ghana Mall

LorrIes 36 48 0 28
Fuel 70 70 41 62
Spare parts 53 65 27 40
tyres 53 80 27 42

Note that
1 some Items (e g spare parts m Cote d'IvOlre) have sIgmficant VariatIOn WIthm the

category and the figures gIven therefore represent an estimated average
2 m some cases (e g fuel m Cote d'Ivorre) the "duty" compnses a multIplIcIty of elements

a mmonty ofwmch may, m fact, be handlmg charges rather than taxes
3 "Fuel" IS dIesel
4 mcludmg the Road Fund component of the Ghanaian fuel duty mcreases It to 88 percent

(though It should be noted that the Road Fund Itself emphasIses that thIs IS a levy not a
tax)

Table 3 shows that Ghana has ellmmated Import taxes on vemcles26 and has the lowest
taxation on the other mputs 27 In contrast, Cote d'IvOlre has the mghest tax rates on all
mputs Between these two extremes lIe the two Sahellan countnes, With Mall levymg slIghtly
lower rates than Burkma Faso Ivoman authontIes explam therr relatIvely mgh taxatIOn of
tyres as a means ofmalang road users pay for thIs pnvIlege as a function of the dIstance they
cover However, It takes mto account neIther dIstances that Ivoman lomes mIght cover m
other countnes, nor the possIbIlIty that when they venture outsIde Cote d'IvOlre they may
take the OppOrtunIty to buy new tyres In these respects, thIs polIcy IS blunt and mfenor to
tolls on stretches ofroad dIscussed below However, It IS cheap to admimster

Considenng the proportIOn of the mputs lIsted m table 3 m a typIcal West Afncan truckIng
budget, table 4 calculates how much hIgher costs non-GhanaIan truckers pay, mput by
mput 28 ConSIstent With table 3, table 4 shows that Ivomen truckers suffer from the mghest
cost dIsadvantage Import taxes mean that theIr costs exceed those m Ghana by 27 percent,

26 Ghana has ellmmated IffipOrt dutIes on vemcles at the same time as banmng Imports ofall
vemcles over ten years old TaxatIOn on vemcles Imported mto Burkma Faso has twice been
reduced m recent years A reductIOn m 1988 m order to encourage the purchase of new
vehIcles dIdn't have many takers A sIrmlar mcentIve m 1995 met With SImIlar lImIted
success Other countrIes seem to have mamtamed constant high Import taxes on lomes
27 A major Ghanaian truckers' umon, GPRTU accepts that the tanffs on mputs to truckmg are "relatIvely low"
but pomt out that the constramt to Importmg for most GhanaIan truckers IS the hIgh capItal cost of the trucks
WIth bank mterest rates at 36 percent p a a typIcal five-year loan to pay for a 9 5 year-old, 60 mIllIon cedi
truck, the total cost IS approxnnately 280 mIllIon cedIS In addItIOn, the bank reqUires comprehensIve msurance
to the tune of 150,000 cedIS annually for a loan of thIS SIze A five year-old truck would cost about 115 mIllIon
cedIS
28 The mean proportIOn oftruckmg costs for Mall, Cote d'IvOlre and Cameroon from LET
and INRETS (1989) IS amortIsatIOn 14 percent, fuel 24 percent, maintenance 19 percent and
tyres 12 percent Table 3 slIghtly overstates the GhanaIan advantage by assummg that spare­
part costs account for all mamtenance costs
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mdependent of any other effect Each of the four mputs has a rougWy SImIlar order of
magmtude Burkmabe truckers' costs are 20 percent hIgher whIle MalIans pay only 13
percent over the Ghanaian cost However note that, by theIr nature, lornes are mobIle and
that those carrymg mternatIOnal freIght WIll tend to purchase mputs m countnes where they
cost less, thus reducmg these dIfferences to some extent

Table 4
Percentage cost dIsadvantage oftruckmg m central-corndor countrIes

WIth respect to Ghana due to ItS lower Import taxatIOn

Burkina Cote
Faso d'IvOlre MalI

Lomes 5 7 4
Fuel 7 7 5
Spare parts 5 7 3
tyres 3 6 2
TOTAL 20 27 13

As UEMOA members Burkina Fas029
, COte d'IvOlre and MalI have all commItted

themselves to reducmg theIr customs dutIes to a low common rate With respect to non­
UEMOA countnes, e g Ghana Accordmg to thIs TariffExteneur Commun (TEC), member
states must reduce these dutIes to no more than 25 percent for 1999, and to no more than 20
percent from 15t January 2000 30 However, taxes other than customs duty on Imported goods
may also be leVIed (UEMOA 1997c 2-3)

Thus It seems that downward forces wIll come to bear on Import dutIes In these three
countnes However, UEMOA's TEC regulatIOn specIfies that, dunng the second half of
1998, customs duty should not exceed 30 percent In member states ThIs appears not to have
been met In at least some cases However, as some data gathered dId not dIstmgUIsh clearly
between "customs" and other Import dutIes, it IS dIfficult to conclude thIS unambIguously
In addition, the UEMOA regulatIon IndIcates Import dutIes other than the customs duty the
Prelevement Communautazre de Sobdante (TCS), the Redevance Statzstzque, and the Taxe
ConJuncturelle a l'ImportatlOn The TCS cannot exceed 1 0 %, but m the other cases
UEMOA's commISSIOn WIll set rates at levels as yet unknown

In 1996 expendIture on the current and penodic maintenance and the rehabIlItation ofMalI's
trunk road network equalled 14,824 mIllIon CFA francs The net tax revenue from the road­
transport sector equalled 32,854 mIllIon CFA francs The sector thus contnbuted more than

29 Burkma Faso has already dropped ItS Import tax on lomes from 67 68 percent m 1995 to
35 52 percent m July 1998
30 The regulatIOn fixes four rates ofcustoms duty from 15t January 2000 onwards exemptIOn,
5 percent, 10 percent and 20 percent The last of these IS set at 25 percent for 1999
UEMOA's CouncIl of Mmisters wIll allocate goods and commodItIes to these customs
categones
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twIce as much as It receIved III terms of lllfrastructural development And It contnbuted 29
percent more III 1996 than III 1995 Similarly, a 1992 study by Cote d'IvOlre's OCGTx
estimated that from 1985-92 receIpts from taxatIOn on the road-transport sector exceeded the
budget allocated to roadworks by 14 - 26 percent, dependmg on the year (UEMOA, La

CommIssion, OATCITT 1997 20)

Table 4 shows the breakdown of receIpts from taxatIOn III Mall m 1995 Truckers paId 22
percent III the form oftax on dtesel fuel, a cost that vanes With distance They also patd part
of the 16 percent ratsed by taxlllg vemcIes and part of the 10 percent from taxatIOn of spare
parts and tyres, as well as most ofthe taxes on road transport and ONT taxes Note the mgh
proportIOn of the revenue, 89 percent, ratsed through Import taxes and the low proportIOn,
2 percent, raised through lllcome tax

Table 4
Malian allllual tax receIpts from the road-transport sector, 1995

mtilions of
Import taxes, of WhICh CFA francs percent

vemcIes 4,011 16
spare parts 1359 5
tyres 1257 5
"super" petrol 546 2
"ordlllary" petrol 9826 39
dIesel 5545 22

Taxon cars 497 2
Tax on road transport 1045 4
DNTtaxes 414 2
DrOlt de traversee routlere 1 273 1
mcome tax on transporters 633 2
TOTAL 1995 25,406 100
TOTAL 1996 32,854 Increase

of 29%
Source report to be pubhshed m early 1999 on taxatIOn m the Malian road-transport

sector
Note 1 For detatls of the drOIt de traversee, see allllexe 6

3 4 GhanaIan Income tax

As part oftherr mcome-tax rayment, truckers m Ghana pay 5 percent ofthe cost of transport
of most mdividual cargoes I to the Haulage ASSOCiatIOn, WhICh remIts the revenue to the
Internal Revenue ServIce (IRS) They make these payments before startmg then Journeys
and, at varIOUS pomts on major roads, GPRTU "umon pohce" venfy receIpts for tax patd

31 UntIl 1997, they paId these Income-tax contrIbutIOns at a rate of 10 percent of the cost of transport
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From the IRS's perspecTIve, this tax system has two advantages FIrstly, the pay-as-you-earn
element lImIts tax evasIOn by collectmg tax as the trucker receIves remuneratIve work 32

Secondly, It provIdes mcenTIves to small finns to Jom the fonnal sector m the followmg way
The IRS calculates that the per-tnp payments approxImate the top rate of busmess mcome
tax of35 percent (See table 5) Only by keepmg accounts - mcludmg the receIpts for per­
tnp contrIbuTIons made - and submlttmg mcome-tax returns can a truckmg concern hope to
obtam refunds for exceSSIve mcome tax collected over the course of the year In addItIon,
only those submlttmg returns can claim capItal allowances of 20 percent of the purchase
value of the finn's lomes agamst tax Thus haulIers who mSIst on operatmg mfonnally
cannot hope to mmImiSe theIr tax bIlls Large fonnal-sector haulage compames - orgamsed
as lImIted companies, partnershIps, or self-employed enterpnses - wIll probably have
Incomes hIgh enough to reqUIre payment at the 35 percent rate but wIll also benefit from
capItal allowances Smaller formal-sector operators may only benefit from both capItal
allowances and lower rates of tax If they keep accounts and submIt an mcome-tax return In
addItIOn, they may then carry forward any busmess losses to the next tax year

Table 5
Ghanaian busmess mcome tax bands

Income Tax rate
(mIllIon cedIS) (percent)
FIfSt 0 9 0
Next 0 9 5
Next 1 2 10
Next 7 2 15
Next 7 2 25
Above 174 35

3 5 Reducmg the agmg of natIOnal fleets

In 1983-84, Mall adopted a polIcy of renewmg the natIOnal fleet of lomes by requIrIng that
Imports of vehIcles over 7 years old reqUIred an authonsatIOn from the DNT Then the
polIcy was dropped It was readopted m the framework ProJet Sectonel Transport, 1994-98
(WhICh, m fact, runs for 1995 - 2000 and therefore contmues today) Dunng thIS penod,
Imports of vehIcles over three years-old are banned In the near future, DNT mtends to lImit
the age of Imported vehIcles to five years-old (because thiS Will reduce runnmg costs)
Ghana has banned Imports ofall vehIcles over ten years old, while ellmmatmg Import duties
on those allowed mto the country It seems that Burkma Faso and Cote d'IvOlre have no
schemes to lImIt the agmg of their natIOnal fleets

32 An mternal IRS document dIscusses tax evaSIOn "on a masSive scale" to be countered by
the system ofchecks by GPRTU agents at road barrIers

22

I
I
I
I
I
I
I
I
I
I
I
I



I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I

TruckIng efficIency m West AfrIca's central corndor

4 Delays and bnbery

Hmdrances to the movement of goods along trade axes mclude
• long WaIts at ports
• superposItIOn of natIonal customs regulatIOns, generatmg delays at ports and borders
• customs escorts (customs agents accompanymg lornes to ensure that the bonded load,

or part of It, does not escape WIthm a country through WhICh It passes)
• excessIve venficatIOns at checkpomts
• extortIOn along the trade routes
(Repubhque du Mah, Mmlstere des Travaux Pubhcs et des Transports, DIrectIOn NatIOnale
des Transports 1998b 4)

Most observers belIeve that the combmatIOn of delays and corruptIOn associated With the
regIOn's ports, roadblocks and frontIer posts IS the greatest ImpedIment to an effiCIent
regIOnal truckIng system ThIs problem reaches Its zemth for northbound flows of Imported
goods translttmg Cote d'Ivoue However, many of the noxIOUS elements can be found to
varIOUS degrees mother countnes, m bIlateral trade and m southbound shIpments

There eXIsts no doubt that wIthout the delays caused by heavy regulatIOn and corrupt PDG
agents, as well as bandItry IImltmg travel to dayhght hours and poorly-mamtamed lornes,
Journey tImes would drop sIgmficantly Some cargoes already aVOId sIgmficant delays m
theIr Journeys from coastal ports to Sahellan destmatIOns Burkina Faso, Cote d'IvOlre and
Mall have agreed that the transport of lIqUId hydrocarbon fuels IS a pnonty These fuels,
suffer from far fewer of the problems dIscussed later m thIS sectIOn They travel from
AbIdjan to BurkIna Faso and Mall travel WIthout a customs escort, the dnver pays perhaps
only 200 - rather than 1,000 - CFA francs per checkpomt, these shipments have no
problems WIth bandItry and so travel wlthm Cote d'Ivoue at mght Lornes carrymg them
enJoy a fast turnaround because (a) they can load and unload qUIckly, (b) pro formas from
multmatIOnal 011 companIes ehmmate problems m financmg the shIpment, (c) they are
hIghly flammable and become more so If they heat up dunng long walts - no one wants an
explosIOn at his checkpomt Though clearly these cargoes constItute a specIal case, they
show that, If the condItIOns are nght, road haulage can take place much more rapIdly than
at present

4 1 The roadblocks

Agents of several arms of government abuse theIr pOSItIOns m demandmg bnbes from
dnvers and/or traders who own the cargo m return for permISSIOn to travel The relatIve
Importance of these agents m slowmg down regIOnal trade and malang It more expensIve
varIes by country However, truckers and shippers CIte agents of the Customs ServIce (who
control matters relatmg to the mternatIOnal flows of goods) and the polIce (who control the
technIcal state oflornes and the documentatIOn ofthe lorry and ItS crew) as foremost m thIS
extortIOn In the Francophone cOUlltrles, the gendarmes play much the same role as the
polIce Agents of these three umformed servIces - known mformally as PDG (pohce,
douane, gendarmes) m some CIrcles - have polIce powers to detam and delay vehicles at
theu dIscretIOn The regulatory framework IS UllsUIted to encouragmg regIOnal trade and
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provIdes ample opportumtleS for PDG agents to find faults In comphance on the baSIS of
whIch they can leverage bnbes from truckers and shIppers Other OffiCIalS, such as those who
venfy the health certIficates of Imported anImals, phytosanltary control, or have
responsIbIlIty for port secunty, may also seek to use theIr pOSItIOn to obtaIn bnbes

PDG agents operate In thIS way all along the ItInerary The Importer ofa shIpment arnVIng
at a port may expect expenSIve delays before customs agents authonse the release of hIS
bonded goods 33 After loadmg the goods onto a lorry at port, a final mspectIOn by port
offiCIals may repeat the detailed Inspection that customs agents have Just done Once on the
road, succeSSIve checkpoInts set up by mdlvldual PDG servIces provIde ample OPPOrtunIty
for agents to slow down traffic and refresh theIr exchequer At border checkpoInts,
paperwork for the cargo has to be redone, provldmg fresh opportunIties for delay that agents
may eaSIly prOVIde scope for extortIOn

4 1 1 Road delays and bnbery

In general, the customs agents collect bnbes from the trader who owns the goods They
occupy a partIcularly strong pOSItIOn In the case ofpenshable goods Customs agents have
the power to reqUIre a dnver to unload hIS entIre shIpment If not satIsfied WIth bnbe levels
offered The polIce and gendarmes generally collect them from the lorry dnver (to whom
the lorry's owner prOVIdes a fund for thIS purpose) However, dnvers state that sometImes
PDG agents take a bnbe-provokIng res~onse on Issues outSIde theIr purvIew that should
formally be handled by another servIce 4

Although no doubt eXIsts that PDG agents actIvely search to enrIch themselves through
extortIOn, lorry dnvers often abet them For reasons dIscussed below, the regIonal lorry fleet
IS old and, more Importantly, In a poor state of repair Informal-sector lomes often travel
In an unsafe condItIOn In addItIOn, an exceSSIve number ofcrew members (partIcularly for
southbound shIpments of small rumInants) or megularitIeS In theIr documentatIOn
(partIcularly In Cote d'IvOlre) may breach natIOnal regulatIOns Under such condItIOns,
knowmg the rules, the dnver may be as keen to suborn the polIceman or gendarme as the
agent IS to demand a bnbe from the drIver However, even when a lorry IS In good technIcal
COndItIOn and the crew meets all legal norms, the polIceman or gendarme WIll expect a
standard mInImum bnbe to allow the lorry to contInue WIthout delay In addItIOn, he may
"find" a fault that allows hIm to delay the vehIcle Dnvers' folklore IS replete With tales of
contorted lOgIC to JUStIfy delays, and thus larger bnbes

In order to mInImISe the attentIOn of the Customs ServIce, the shIpper generally takes the
trouble to employs a tranSIt agent to ensure that both the load and ItS documentatIon conform
to the rules before departure In such cases, the customs agent at each customs checkpOInt

33 Note that thIS Important and expenSIve delay to InternatIOnal trade does not constItute a
road-transport delay because It occurs before loadIng the shIpment onto a lorry
34 For Instance polIce have escorted northbound freIght and customs agents sometImes
Inspect vehIcles ThIs raises questIOns about the need for all these servIces to control trade
and transport
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merely expects an outrIght bnbe at a standard rate As a matter ofcourse, any IrregularItIes
detected WIll lead to demands for hIgher bnbes

At most checkpomts, the dnver need do no more than get out of rus truck, go over to the
agent by the roadsIde, present the documentatIOn for the vehIcle and cargo (WIth a standard
bnbe for that checkpomt enclosed) and watt for the agent to return the documentatIon, before
leavmg However, m addItIOn to the IrregularItIes noted above that may provoke the agent
to demand a hIgher bnbe, certaIn other factors enter Into play In Cote d'IvOlre these In­
clude the country where the vehIcle has been regIstered, the cItIzenshIp of the dnver, and
the dnver's status (as measured m terms ofhIs stature, dress and hIs facIhty WIth the French
language IntervIews suggest that a senous Ivomen dnver ofan Ivonen-registered lorry who
projects confidence and dIsplays a certaIn mastery ofFrench suffers sIgnIficantly less at the
hands of PDG agents

ExtortIOn only eXIsts at the operanonallevel because It IS tolerated, Ifnot encouraged, at hIgh
levels WIthm the PDG organISatIOns ThIs IS eVIdent because, m Burkma Faso and Cote
d'IvOlre35

, hvestock traders can hue the servIces of companIes - socletes de convoyage­
that offer to pay the PDG OffiCIalS along the route In such a way as to lower the total paId by
the traders and also hmit to a bare mimmum the delays at each control post36 LIvestock
traders partIcularly value lImItIng the delays because theu cargo IS penshable In general,
these companIes delIver what they offer and most lIvestock traders use them The companIes
can only offer thIS servIce because they have made agreements WIth high-rankmg PDG
offiCIals who, m return for a consideratIOn37

, ensure that theIr agents accept the lower
paymentsEroffered by these compames' agents and that they do not delay the shIpments of
hvestock 8 Secondly, m some countnes a market eXIsts m PDG organISatIOns for transfer
to certam posts known for the larger bnbes extractable there 39 It seems unhkely that such
a market could flourISh WIthout the knowledge - If not the collusIOn or manIpulanon - of
higher-rankmg offiCIals Fmally, hIgh-level mvolvement would at least partially explam
why extortIOn persIsts and why attempts from outsIde the servIce to hmit the numbers of
road checkpomts generally last for only a month or two before theIr resurgence, the creatIOn

35 Mah has had socletes de convoyage m the past but not for several years Ghana seems
never to have had them
36 ThIs servIce may cover only some of the all PDG servIces, because of the complexIty of
arrangmg agreements WIth all three at once
37 By usmg an outsIde company for thIS sole purpose at arms length, the high-rankmg
offiCIals may feel they can ensure theIr own part of the proceeds from bnbery whereas tillS
may be dIfficult to control from WIthm the orgamsatton because of a varIety of conflIctmg
loyaltIes at lower levels
38 In practIce the socletes de convoyage do not always delIver exactly what they offer
SometlIDes theIr agents cannot persuade mdiVIdual customs agents to accept the agreed sum
ThIS IS an outward mamfestation ofa battle WIthm the customs servIce over the dIVISIOn of
the extortIOn spOIls
39 One Ivomen customs agent reportedly paId two mIllIon CFA francs for hIs transfer to the
post at the Burkmabe border and, m an argument WIth a trader, made It clear that he had to
take bnbes at some mmimum level m order to make hIS mvestment pay
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of new ones, the appearance of compensatory checks by mobIle squads, or the raIsmg of
bnbes m the remammg checkpomts to cover the lost revenue from those closed down

Societes de convoyage represent the mstitutIOnalIsatIOn of roadSIde corruptIon but they are
not Its cause TheIr flounshmg underlmes the strength and Impuruty of state mstitutIOns With
respect to the pnvate sector and the weakness of cIvIl socIety In themselves, they are a
logIcal response to an mefficlent market for corruptIOn The corruptIOn IS the deeper malaIse
of whICh the socletes de convoyage are a symptom If corruptIOn were to dIsappear, so too
would the socletes de convoyage

There eXIsts no doubt that some control by polIce and gendarmes of mternatlonal freIght and
vehIcle roadworthmess (and possIbly lorry crews) can be JustIfied on grounds of natlOnal
secunty and road safety However, current control levels are unjustIfiable on these grounds
In Cote d'IvOIre, these servIces mdulge m venal procrastmatIOn at the same tIme as they faIl
to stop hIghway robbery on shIpments by road Threats of msecunty mean that most trucks
do not travel at mght along large stretches of the mam roads for fear of hIghwaymen, even
m convoys ThIS leads to further delays to road transport 4041 SImIlarly, customs officers
should protect a country from contraband However, m most central-corndor countnes, they
stand accused ofexplOItmg theIr pOSItIOns of power by threatemng to carry out theIr work
WIth pamstakmg punctIlIOusness m order to extract bnbes m exchange for usmg less
dIlIgence

When governments try to reduce the number or mtenslty of checkpomts, cntIcs charge that
agents employ two counter-strategIes FIrstly, they use theIr profeSSIOnal dIscretIOn to allow
more cnmmal actIVIty than they normally would Customs agents may permIt merchandIse
to flow through the system WIthout paymg duty and appear on natIonal markets, to the
consternatIOn of honest natIOnal traders who have paId duty on competmg products PolIce
may react less severely to accounts of hIghway robbery, provokmg truckers to take the
trouble of travellmg m convoys (One mformant suggested they mIght even arm bandIts to
provoke cnes for better secunty) They thus provoke backlashes that proVIde an argument
for theIr pnor polIcy of "stnct enforcement"

Secondly, they WaIt for a month or two and begm to set up theIr checkpomts agaIn, pOSSIbly
m dIfferent locatIOns, pOSSIbly mobIle mstead of fixed, pOSSIbly JustIfied by reasons that
make a new secunty or safety case for remstated controls 42 WIthout firm leadershIp from

40 BandItry between border posts was a problem at the Cote d'IvOIre-Burkma Faso border
PolIce from neIther country patrolled thIS no-man's-land m whIch bngandry flourIshed
Now, however, pohce from both countnes have - and use - the power to guard these
marches
41 In the other central-corndor countnes (except Togo), secunty IS much less of a problem
and lomes do travel at mght
42 Mahan dnvers complamed that they had partICIpated m one regIOnal strIke (8th

- II th

September 1997) and one Mahan stnke (20th October 1997) agamst the frustratmgly
unrelentmg and ImpovenshIng graft at PDa checkpomts, but that they won nothIng Indeed,
smce then the SItuatIOn had become worse, WIth hIgher levels of extortIon than before the
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the hIghest levels of the lTIlmstries overseemg these forces, thIS IS a show that IS set to run
and run 43

4 12 Delays and extortion on routes between the Sahel and AbIdjan

ConsIder first southboundJourneys The empty southbound tnp serves as a reference pomt
when measunng the level of bnbes and delays encountered on laden Journeys Mahan
dnvers mtervlewed at the AbIdjan port stated that the Journey to AbIdjan from most Mahan
provenances takes Just over 24 hours However, WIth cargo, the tlme taken nses to between
two and four days, m most cases, WIth the extra number dependmg on the level of bnbes
paid 44

On entenng Cote d'Ivone, for the last three years Ivomen customs agents have reqUIred non­
Ivomen-reglstered vehIcles to pay for a Vignette tOUrlstlque ThIS IS a payment offiCially
reserved for automobIles but wmch they have apphed also to trucks m tranSIt It costs 7,500
CFA francs at mght or at the weekend and 5,000 CFA francs at other tlmes When drIvers
reach southern Cote d'Ivone, customs agents there tell dnvers that tills permIt IS, m fact, not
vahd m the south of the country In the north, customs agents Issue the VIgnette for 30 days
and check returnmg trucks to ensure that they stIll have vahd VIgnettes

Non-Ivomen crew members for each lorry reqUired a carte de seJour - a sort of VIsa or
laIssez-passer - from the tIme at whIch Cote d'Ivone began to track the presence of non­
natIOnals more closely In practIce, tms meant each crew member buymg such a card or the
dnver nskmg demands for sIgmficant bnbes from pohcemen and gendarmes The
unpredlctablhty of lornes' departure tlmes, the hmlted number of locatIOns where crew
members mIght buy these cards, the delays associated With buymg them, and the posslblhty
of negotlatmg low bnbes for not holdmg current cards together mean that crew members
rarely obtam them and thus leave themselves open to hassles along the route south To re­
solve thIS Issue, Cote d'Ivone agreed With the Sahehan states to mstltute a carte
professlOnelle, apparently also referred to as a carte orange, With effect from May 1998 To
obtam them, Sahehan truckers have to contact the Ivomen Dnecteur des Transports
Terrestres With a hst of theIr crew members' names After approvmg them, the dIrector
forwards the hst to ms Sahehan counterpart who then has the nght to Issue the cards In

strikes In partIcular, the number ofmobIle checks had mcreased to SubstItute for fixed posts
that had been "removed"
43 Thanks to pressure from the World Bank-funded Structural Adjustment Programme, Cote
d'IvOlre has Imposed hmlts to road checkpomts OffiCIally at least, only 23 fixed control­
pomts now operate m the whole country, mcludmg border posts ThIS IS far fewer than at
the start of the 1990s
44 Dnvers note that Ifthey paid, say, 2,500 CFA francs at each of the roughly 30 polIce and
gendarme checkpomts, and If the trader paId 10,000 CFA francs at each of the 12 customs
checkpomts, (1 e With total payments of about 200,000 CFA francs), the length of the tnp
could be reduced to about 24 hours AvOldmg the death ofJust one head of cattle worth
150,000 CFA francs each could JUStIfy the extra payments of no more than 50,000 CFA
francs
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pnnciple, tlus card substItutes for the carte de seJour However, m practIce the bureaucratIc
system has not worked, and SahelIan lorry crews WIth cartes professlOnelles have not found
themselves Immune from harassment from Ivomen PDG agents In the meantIme, the pnce
of a carte de seJour rose from 5,000 to 15,000 CFA francs m August 1998

Over the course of a typIcal trIp from Burkma Faso to AbIdjan, a lorry Imght meet 40
checkpomts, each of whIch mIght take a mean of half-an-hour to negotIate, leadmg to 20
hours of delay m each dIrectIOn On the Ouagadougou-AbIdjan route, bnbes cost about
150,000 CFA francs ThIs IS m addItIOn to the qualItatIve aspects of fatIgue and annoyance
caused by delays and supercIlIous treatment at the hands of the PDG agents

LIvestock shIpments have to amve qUIckly at Port Bouet market m AbIdjan to aVOId
exceSSIve mortalIty For thIS reason, lIvestock traders pay hIgher bnbes m order to accelerate
the passage ofthelf trucks The total typIcally reaches 75,000 CFA francs m order to reach
Port Bouet m 48 hours 4' In addItIon, the lIvestock trader must pay between 75,000 and
100,000 CFA francs to one of four socletes de convoyage at the Mallan-Ivonen border at
Pogo (or at Ouangolodougou for lIvestock shIpments amvmg from Burkma Faso) 46 These
companIes prepare the necessary papers for the cargo and then take responsIbIlIty for bnbes
paid to customs agents m Cote d'IvOIre, whIle the dnver takes care of the polIce and
gendarmes Socletes de convoyage are only used for penshable commodItIes from the Sahel
There eXIsts real competItIOn between the socletes de convoyage 47

45 Ifnot laden, dnvers m MalI pay 500 CFA francs at most checkpomts, and 500 - 1000 CFA
francs m Cote d'IvOlre, but at three MalIan (Senou, Bouboum and Sikasso) and four Ivomen
(Pogo, Ferke, Bouake and Yamoussoukro) posts they have to pay 1,000 CFA francs These
posts charge 2,000 CFA If the lorry IS loaded At each post there are three servIces PDG
Between Zegoua (Mall) and Pogo (Cote d'IvOIre), there are three border control posts a
MalIan gendarme post at Zegoua, an Ivomen polIce and gendarme posts at Pogo, at each of
WhICh the trucker pays 5,000 CFA francs Then they choose one of the socletes de
convoyage at Pogo to WhICh they pay 75,000 - 100,000 CFA francs m exchange for whIch
the societe de convoyage deals wIth lIvestock paperwork and bnbes for agents of the
LIvestock ServIce and, more Importantly, the customs agents SometImes Ivonen customs
agents push the societe de convoyage agents aSIde and demand bnbes dIrectly from the
Mahan traders In addItIon, the dnver has to pay 2,000 CFA francs per polIce or gendarme
fost withm Cote d'IvOIre

6 Bnbes for small-rummant shIpments exceed those for cattle because several owners tend
to travel together m a smgle lorry provokmg pohce to ask for bnbes because the number of
passengers then exceeds the number specIfied on the lorry's carte grzse and because the
owners typIcally do not hold cartes de seJour
47 For a detailed analysIs of bnbes paid, by PDG servIce, and m the context of overall
marketmg costs, see to Cook (forthcommg)
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Truckmg efficIency m West AfrIca's central comdor

A 1993 study48 estImated the total cost of losses to truckers and sluppers transportmg goods
m transIt from the ports of AbIdJan, Lome and Cotonou to the landlocked CEAO countnes
due to delays, bnbes and customs escorts at more than 15,000 mIllIon CFA francs m 1989
One mformant for the current study expressed the extent of bnbery m relative terms, at
approxImately twIce the resources need to mamtam the mternatIOnal road network

4 1 3 Delays and extortIOn on routes between the Sahel and Tema

Most Sahellan lomes travellIng to Ghana's major port ofTema, near Accra, are Burkmabe
Mall has no border With Ghana and thus more tenuous trade lmks However, m fact, one
finds few Sahellan lomes at all m Ghana Ghanaian lomes carry most ofthe freIght between
Ghana and the Sahel Of 15 southbound lomes Witnessed crossmg the Burkmabe-Ghanman
border, 14 were Ghanaian One empty Burkmabe lorry was travellIng to Ghana for repaIrS,
WhICh are cheaper m Ghana

One of the 15 lomes camed scrap metal All the others were empty However, as soon as
they crossed the border, they stopped to load cattle that had crossed the border on the hoof,
presumably to evade the 3,000 CFA franc per head FODEL tax lfthey do not find cattle,
a varIety of other agro-pastoral commomties awaIts them m northern Ghana, so that those
dnvers With some patience can usually find a backhaul10ad

An empty Ghanaian lorry leavmg Ouagadougou for the Ghanaian border pays a 3,000 CFA­
franc bnbe to the polIceman but the bnbe takes only a mmute or two to admlllister The
drIver also makes a 5,800 CFA-franc payment to OTRAF, for 3,800 CFA francs of whIch
he receIves a receIpt Just before crossmg the border, he pays bnbes of 3,000 CFA francs
to the gendarmes, 1,000 CFA francs to the customs and 3,000 CFA francs to the polIce
Havmg crossed the border, he pays the GhanaIan customs 2,000 cedIs (approxImately
US$l 00 or 500 CFA francs) Tlus takes only a few mmutes However, when leavmg
Burkma Faso laden, the Ghanaian customs takes about four hours, but the Burkmabe
customs takes at least eIght hours Checks ofthe cargo are cursory, most of the tIme IS spent
redomg paperwork

Usually the lorry IS unladen and the trucker pays no other bnbes on hIS way south When
loaded, he pays 1,000 cedI fines before and after Bolgatanga and at Tamale

Three customs posts lIe between Tamale and Kumasl at each ofwmch a cargo that Infrmges
the rules Will attract bnbes of up to 10,000 cedIs from customs agents Along the same
stretch, there are more than SIX polIce posts PolIce demand no bnbes for empty lomes but
WIll check southbound lomes for stolen cattle Where necessary, bnbes to polIce officer are
smaller, of the order of 2,000 - 4,000 CedIS at each post However, a drIver claImed that the
pollee are more easy-gomg than the customs officers, so that If a dnver doesn't have the
money to pay a fme for overloadmg, he can pay the next tIme he passes ThIs laxIty seemed

48 UEMOA, La CommIssIon, DATCITT (1997 29) CItes the study as CEAO 1993 Etude
approfondle des entraves de procedure aux echanges mtracommunautazres dans fes Etats
membres de fa CEAO prepared by Agmchard, avnl
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to be changmg m 1998 upon the appomtment of a new Inspector General of PolIce With a
reputatIOn for dIscIplIne

The KumasI- Tema road has few control posts and those that eXIst seem very pro forma

Ghana's GPRTU has ItS own unIon polIce to check that rncome tax has been paId and rnspect
vehIcles They also check number of passengers, first aId boxes, fire extmgUIsher and
warmng tnangles Where they don't find these Items the dnver may gIve them a 500 cedI
dash

The bnbes are sIgmficantly lower and the delays sIgmficantly fewer and shorter than m Cote
d'IvOlre However, they would undoubtedly somewhat be lugher, more frequent and longer
If the lomes Involved were not GhanaIan Nonetheless, the asphYXIatIOn of trade Witnessed
on the road to AbIdjan IS not eVIdent m Ghana

4 1 4 Northbound delays

Northbound Journeys concern dIfferent freIght than those m the southbound dIrectIOn
Lomes travellmg north haul Imported goods and bulk commodItIes, as well as those
produced m coastal countrIes, mcludrng agro-forestry commodItIes Although some
agncultural commodItIes travellrng north are penshable, northbound delays do not concern
socletes de convoyage but rather "customs escorts"

ECOWAS' TRIE legIslatIOn should reqUIre the shIpper to post a bond and then travel
unImpeded to the border or to some appomted place of payment of duty WIthm the country
However, Customs ServIces m these countnes have never adopted thIS practIce Instead,
they Impose an escort on goods passmg through theIr temtory on whIch they have not yet
collected duty

The customs escort takes the form of a customs agent travellIng WIth the lorry at the
shIpper's expense to guarantee no mterference WIth the cargo along the way A smgle
customs agent can accompany severallomes but assembhng a convoy takes tIme, so lomes
are delayed or the shIpper has to pay extra for an agent to travel ImmedIately WIth hIS
shIpment The mobIle agent does not, rn practIce, enable the lorry to escape the attentIOns
of the polIce or gendarmes, and even other customs agents may delay the shIpment

In companson to Cote d'IvOlre, Burkma Faso belIeves It has a much lIghter system of
controls and checks Convoys of lomes contammg Imported cement, wood or nce can
travel WIthout a customs officer, subject only to checks by mobIle agents Escorted
convoys undergo consolIdated PDG checks to speed up their Journeys 49

49 The Burkmabe Customs ServIce has most problems With lomes m tranSIt along the Mah­
Togo route The lomes are overloaded but claIm that the Burkma Faso agents have no
authonty to mterfere WIth them because they are m tranSIt and thus beyond Burkmabe law
It IS often ImpractIcal to unload them to venfy theIr contents Therefore such lomes tend to
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Truckmg efficIency m West AfrIca's central comdor

Mah has a decentrahsed Its customs operatlOns so, rather than obtalmng customs clearance
at the border - packmg and then repackmg the cargo - a trader can choose to do so at, for
mstance, MoptI However, northbound shIpments mSIstIng on thIS servIce must Walt for a
large enough number of vemcles With the same destmatIon to cumulate m order to Justify a
customs escort from the border post of Zegoua to MOpti

To aVOld the customs escort, the grIlle plombe system can be retrofitted onto most lomes
ThIS IS a metal gnll that fits over the top of the open-topped lomes that commonly carry
agncultural commodIties m West Afnca A strong metal cable passes alternately through
loops m the gnll and the lorry Itself and a customs agent seals the two ends ofthe cable With
a lead seal, Identical to the seals used on, say, contamers sealed for customs purposes The
grIlle plombe system has no offiCial regIOnal standmg at present It has the support of the
Ivomen government and of Burkmabe cereal merchants However certam governments,
mcludmg that ofMall, oppose It, at least provlSlonally, feanng that It may prove illfficult or
expensIve to retrofit then old fleets of lomes to accommodate thIS system
The customs-escort system IS costly and expenSIve, and at the border between Cote d'IvOlre
and eIther Burkma Faso or Mall the smpper must redo the customs paperwork wmch dIffers
between Cote d'IvOlre and these other two countrIes Northbound trade dIsplays httle
eVIdence of reglOnal homogeneIty Between AbIdjan and Bamako, a trucker spends a total
ofabout 16 extra hours m travel tlffie, largely due to customs formalIties, and time spent at
the border can exceed a day

Further delay may occur at the final Sahehan destmatlOn If the smpper of the merchandIse
does not appear promptly to clalm It Often he prepays only half of the transport fees and
has the nght to watch freIght unloaded to check ItS state before paymg the other half In such
cases, the dnver can only Walt for the shIpper to arrIve

As for smpments from Tema destmed for Sahehan destmatlOllS, the Ghanaian customs at the
Burkmabe border takes about four hours, but the Burkmabe customs takes at least eIght
hours Truckers say that checks of the cargo are cursory, most of the time IS spent redomg
paperwork apphcable m Ghana to meet Burkmabe regulatlOns

GhanaIan MRT offiCials note that Ghana adheres to the ECOWAS protocol on the reductlOn
ofcheckpomts and that at the October 1998 meetmg of ECOWAS' HIgh CommIttee on Land
Transport, Sahehan countnes commended Ghana as one of the countrIes that has cut down
on checkpomts

4 2 Port delays

4 2 I Port delays at AbIdjan

be escorted to aVOid any jiggery-pokery The "dIsappearance" of lomes m tranSIt IS thus
now rare
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When more than 50 lomes laden With cotton arrIve daily at AbIdjan's port at Vndl at the
heIght of the cotton-shIppmg season, they may encounter delays unloadmg because ofa lack
ofwarehouse space Delays may extend to 15 days Loadmg schedules and storage patterns
for dIfferent categones of cotton determme whIch lomes unload when Dnvers complam
that they may Wait whIle space IS free because It IS allocated to a type of cotton dIfferent to
the one theIr lorry IS carrymg In other seasons, unloadmg the southbound cargo does not
provIde exceptIOnal delays

Havmg unloaded, drIvers ready to take a northbound cargo from AbIdjan port can walt for
up to a month They get freIght m AbIdjan m one of several ways Some well-orgamsed
owners have representatIves m AbIdjan who find them northbound freIght before theIr lorry
arrIves Some brokers, who may also be freIght forwarders, contract wIth groups of lorry
owners or uruons to find freIght for them Of those dnvers who unload Without havmg the
next load lIned up, about 10 percent Will leave the port and go mto town and look for freIght
there The other 90 percent who Wait at the port can regIster With EMACI or CBC when
they arnve at the port In pnnclple, EMACI allocates freIght to lomes m the order m whIch
they regIstered As thIS costs nothIng many dnvers WIll do thIS anyway However, they
claim that, m fact, they have to bnbe EMACI agents to get a load, partIcularly when a lot of
MalIan lomes are waItmg at the port
The allocatIOn of freIght to lomes m the order m whIch they arnve, as carned out by EMA
for Mahan freIght and by CBC for Burkmabe freIght m the ports where they operate (and
also by GPRTU for all freIght at Tema) does not compromIse truckIng efficIency m the short
run Rather It merely ratIOns the excess supply of road-haulage capacIty However, m the
long run It has the mSIdIOus effect of guaranteemg freIght to all lomes on an equal basIs,
regardless of theIr state ofrepmr and of the Wishes of the shIpper Thus the "order ofamval"
method ofallocatmg trucks to freIght means that older, more decrepIt, vehIcles can depend
on a mmimum amount of freIght commg theIr way At the margm, thIs support keefos them
on the road when the owner mIght otherwIse qUIetly retIre them to the scrap heap 0

At AbIdjan port, truckers pay a 1,500 CFA franc parkmg charge whIle waItmg outsIde the
customs yard, 2,500 CFA francs mSIde The facIlItIes provIded are untarred, poorly drained
and overpnced (Repubhque du MalI, Mirustere des Travaux PublIcs et des Transports,
DIrectIOn NatIOnale des Transports 1998b 24) Non-Ivomen drIvers waItmg for loads at the
AbIdjan customs park state that they feel that they cannot leave the park wIthout fear of
harassment from Ivomen offiCials Even withm the park there IS fear of theft and extortIOn

50 Observmg the system of "waItmg one's turn" observed by the cargo office at Lome port
and by the umons elsewhere m Togo IS undemably the fundamental factor m keepmg the
least efficIent truckers m busmess As long as thIS rule substitutes for competItive
mecharusms, It prOVIdes perverse mcentIves It permIts all transporters to mamtam a
mmimum level of actIVIty m tImes of cnSIS, but ehmmates all motIvatIon for them to
compete and raise theIr produCtIVIty Moreover, It IS not surpnsmg that the [more efficIent]
formal sector would lIke to see thIS system elImmated but that the [less efficIent] mformal
sector argues for ItS contmuatIOn (Adolehoume 1992 184)

32

I
I
I
I
I
I
I
I
I
I
I



I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I
I

Truckmg efficIency m West Afnca's central comdor

Once a dnver has found a load, a 24-hour laissez-passer to enter the port for loadmg costs
5,000 CFA francs Burkmabes obtain one from OTRAF, presumably EMACI Issues them
for MalIans However, It takes about four hours for MalIans to obtam the laissez-passer In
some cases, a trader may look for a lorry at short notIce and therefore only consIder lomes
the dnvers ofWhICh already hold a laIssez-passer OPPOrtunIstIC dnvers may therefore take
the nsk ofmvestmg m the purchase ofa laissez-passer m the hope ofbemg more compeTITIve
though, on any gIven day, thIs mvestment Will not payoff Tlus IS an example of how port
bureaucracy leads to unnecessary extra costs

Owner-dnvers constitute an eSTImated 5 percent of the MalIan dnvers encountered at
AbIdjan docks They clearly have the lIberty to take any load they care to Where the dnver
IS not also the owner, some owners may have enough confidence m theIr dnver to allow
them the freedom to deCIde whether to accept a cargo However, most owners do not have
thIS level of confidence, and reqUIre theIr drIver to phone and consult them With detaIls of
a proposed cargo, clearly a more cumbersome and less competITIVe optIOn to the slupper who
has cargo ready to transport Unsurpnsmgly, owner-dnvers are more lIkely to bnbe EMACI
agents, or any anyone else, to get a cargo and keep theIr lomes prodUCTIve Dnvers who are
not also owners but who are paid by the tnp also have an mcentive to hustle for cargo, those
who are paId partIally by the tnp less so Those dnvers paId at a flat monthly rate have the
least mcentIve to take the mitIatIve to find cargo Bnbmg adds to port costs but does not
change the average time spent by lomes at the port It merely results m a redIstnbutIOn of
delays between verucles

HIS lorry loaded, the dnver dnves It to the waItmg area for the vehIcles aWaItmg the final
customs clearance before departure Once loaded lomes usually leave withm 24 hours but
mcorrect paperwork or the mabilIty ofthe lorry owner to provIde expenses (mcludmg money
needed for bnbes) can delay departure for another couple ofdays No heavy-goods verucles
may travel withm AbIdjan CIty lImIts between 16 00 and 09 00 h Ignonng thIS constramt,
customs agents at the port fimsh theIr final mspectIOn of the cargoes m the lomes formmg
part of the convoy at 1400 h After thIS, dnvers have to obtam theIr "expenses fund" (to
cover the costs offuel, bnbe money, per dIems, etc) from the ownerSI, get fuel and take care
ofother pre-departure matters These mclude paymg a fee of 10,000 CFA francs to OTRAF
(for Burkmabe lomes) or 15,000 - 25,000 CFA francs to CSM (for MalIan lomes), whether
or not the organIsatIOn allocated the freIght to the lorry By tills time, It'S too late to aVOId
the curfew and the lomes have to spend another mght m AbIdjan However, m realIty, If the
convoy were to beat the curfew they would not travel all mght because of the threat of
bngandry on roads m Cote d'IvoIre, m contrast to most other West Afncan countnes

422 Port delays at Tema

In Ghana, delays m fmdmg freIght vary accordmg to the locatIOn of the lorry Many lomes
begm northbound Journeys at Tema, Accra's port, through WhICh most of the country's
Imports pass Importers recruIt forwardmg agents to oversee the progress of then freIght

51 Burkmabe drIvers can sometimes obtam thIS through OTRAF on the shIppmg agent's
behalf
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through VarIOUS bureaucratIc steps mvolvmg the ShIppers' CouncIl, the Mmistry of Trade
and Industry, the IRS, the Customs, the shIppmg agent and the Ghana Ports and Harbour
Authonty None of these prOVIdes delays to truckers waItmg for a chance to get a load and
leave The total WaIt to retrIeve freIght from the port need not exceed four days, an average
for all these steps IS about three days

An Importer may allocate a shIpment dIrectly to a trucker, or hIS freIght forwarder may do
so AlternatIvely, eIther may ask GPRTU to find a lorry, m whIch case the allocatIon to a
trucker takes place on an "order of arnval" baSIS However, thIS does not mcrease the
average delay expenenced by truckers, whIch depends on the average number of lornes and
the average number of shIpments for them to haul

Once a lorry has loaded the freIght, and IS ready to leave the port, port secunty offiCIals
assert theIr nght to repeat an exammatIOn already done by customs offiCials ThIs can take
2 - 3 days The bnbe reqUIred of the Importer to aVOId tlus delay IS generally low - no more
than 50,000 cedIS (US$ 25) - but represents as much as 40 percent of total bnbes paid m
extractmg freIght from the port 52

When such delays occur, dnvers can claim demurrage ofbetween 50,000 and 100,000 cedIS
from the owner of the freIght A forwardmg agent claImed that most haulIers do claim thIs
compensatIOn, a GPRTU representatIve echoed thIs claIm but Said that, m practIce, Importers
currently never grant It They can get away WIth not paymg It because of the supply
overhang m the GhanaIan road haulage market truckers wIll always come back lookmg for
more work, even If they receIve no demurrage

Other lorry dnvers delIver a load m northern Ghana - or arnve m the north of the country
from Burkma Faso - and then search a backhaulload

4 2 3 A companson of port delays over the 1990s

Table 6 shows the typIcal tImes taken at the start of the 1990s for succeSSIve steps m
processmg and shIppmg cargoes from theIr clearmg customs at the ports of AbIdjan and
Lome to theIr delIvery m Bamako and Ouagadougou The "control stops" (arrets controles)
are presumably WIthm the port whereas the "route delays" (delGis de route) are outSIde

52 These are average figures that vary WIth the aVailabIlIty of freIght whIch, m turn, varIes
WIth port throughput
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Table 6
TypICal 1990 delays on vanous routes from cleanng customs In port

to the delIvery In the SahelIan CIty (days)

AbidJan- AbIdjan Lome- Lome-
Bamako -Ouaga Ouaga Bamako

obtammg & loadmg lomes 6-7 4-5 1-2 4-5
control stops 2-3 2-3 1-2 3-4
route delays 3-4 3-4 2-3 4-5
TOTAL 11-14 9-12 3-7 11-14

Source CEAO, SecretarIat General, DIrectIOn du Developpement Industnel (1991 103)

Note how much sWifter the Lome - Ouagadougou route was than the others The dIfference
between the time taken from AbIdjan to Ouagadougou and AbIdjan to Bamako IS due to
"obtammg and loadmg lomes" rather than extra time on the road AbIdjan IS slower than
Lome for delays withm the ports

Table 7 reproduces from a 1994 study a table shOWing port delays for freIght destmed for
BurkmaFaso
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Table 7
Delays at three West AfrIcan ports for freight destmed for Burkma Faso (days)

SOURCE OF DELAY Abidjan Lome Cotonou
- customs & transIt authontIes 10 3 7
- port adminIstratIOn 5 5 5
TOTAL 15 8 12

Source (RepublIque du MalI, MinIstere des Travaux PublIcs et des Transports, DIrectIOn
NatIOnale des Transports (l998b 23), citmg Etude du Departement des Statlstlques et
Etudes Economlques du Port Autonome d 'Abl4Jan, sur Ie trafic en tranSIt (1994)

Agam Abidjan has the heaViest delays In the early 1990s, the Ivomen natIOnal shIppmg
lIne, SIDAM, was cnticised as the mam source of delays and corruptIOn at the port of
Abidjan The Ivomen government dIssolved SIDAM m the mId 1990s

Table 8 summarIses 1998 estimates of delays and costs of usmg different ports from the
perspective of a Ouagadougou-based importer Abidjan remams the port With the longest
delays

Table 8
Costs and delays of round trips to West Afncan ports m 1998

from a formal-sector, Ouagadougou-based perspective

"Route costs'" delays
Port (CFA francs) (days) Comments
Tema 250,000 4 OTRAF is settmg up an office
Lome 300,000 7 OTRAF has an office
AbIdjan 500,000 14 OTRAF has an office
Cotonou 500,000 7 Bad road means routmg VIa Lome

Notes 1 "Route costs" mclude the costs of fuel, per diems (dnver 2,000 CFA francs/day, apprentice 500
CFA francs/day), mmor repairs and punctures, and bnbes
2 See appendix 5

Source Executives of COFAMA, Ouagadougou

Smce the diSsolutIOn of SIDAM, delays at AbIdjan may now be slIghtly shorter, but the
corruptIOn perSists and importers must fulfil many reqmrements to obtam their goods
Accordmg to CBC, customs mspectIOns of imported goods currently take at least 48 hours
and the entlfe port procedure takes up to 25 days However, if commUnICatIOns are good,
the relevant documents arnve on time, and road transport IS aVailable, thiS Wait can usually
be reduced to as few as 10 days In general, CBC estimates that lomes face 3 - 15 days
waItmg at the port of Abidjan CBC proposes one-stop processmg of all port procedures to
reduce the formal costs, corruptIOn and delays currently mvolved

In contrast, at Lome there are few delays, and an importer can hope to lIberate hIS goods
from the port m 1 - 2 days, and there are daily customs escorts to enable him to truck hiS
goods north through Togo to the Burkmabe border Contamensed Imports may take longer
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to hberate from Lome because of a shortage of lornes specIahsed m carrymg thIS type of
freIght

The port ofCotonou suffers from poor management and but It takes only about 5 days to get
freIght out of the port RelatIve to others on the West Afucan coast, thIS port has a good
computensed management system

Tema IS a "sImple" port, easIly accessIble from Ouagadougou and other parts of central
Burkma Faso on a good road, With the exceptIOn of about 150 kIlometres to the north of
Kumasl It IS also cheaper than the other ports With relatively httle corruptIOn and relatIvely
short delays CBC and Burkmabe Chamber of Commerce have recently opened offices
there

In conclusIOn, AbIdjan remams the port wIth the longest delays from truckers' pomts of
VIew However, It remams the most Important port m the regIOn, partly because AbIdjan and
the rest of Cote are themselves sIgmficant destmatIOns, partly because - havmg attracted
many smppmg companIes to serve It frequently -It has better hnks to the rest of the world
than ItS competItors

4 3 A move towards homogeneity of documentatIOn the Inter-states Way-bill

Smce 1st June 1998, a new system has come mto force for handlmg Mahan, Burkmabe and
Nigenen freIght arrIvmg by sea at AbIdJan, Lome and Accra A smgle shIppmg document,
the "Inter-states Way-bIll", usmg the same format for all three states carnes all mformatIon
needed by the CBC, the forwardmg agent, the Customs ServIce and the transporters (See
annexe 3) Pnor to tills date, Importers needed up to three documents to meet these needs
AddItIOnally, all correspondmg data are now computensed for all ports ThIS
homogemsatIOn represents a sIgmficant step towards regIOnal mtegratIOn

4 4 DlscnmmatlOn and recnmmatlOn

As documented above, non-Ivomen lornes face dIfficulties travellmg m Cote d'IvOlre
SImIlarly, but to a lesser extent, Ivomen-registered lornes have problems m Mah and also
m Burkma Faso (although they have few profitable inCentIves to go there) In general,
lomes have fewest problems travelhng m the country m wmch they are regIstered, regardless
of the natIOnal ongm of theIr freIght 53 Ghana has histoncally been relatively easy for
foreIgn-regIstered lorrIes but mcreasmgly for Ivomens It has become more dIfficult One
explanatIOn for tms mvokes an mcreasmg spmt of recnmmatIOn agamst perceIved
dIscnmmatIOn agamst non-Ivomens m Cote d'Ivorre

53 The place of regIstratIOn of vehIcle IS most Important m dIscnmmatIOn The citizensmp
of the dnver counts for less In fact, m at least 90 percent ofcases, the natIOnalIty ofdnver
and veillcle matnculatIOn match However, Ghanaians or Ivomans, for example, may dnve
MalIan vehIcles
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ShIppers, drIvers and lorry crews - as mdividuais - also have dIfficultIes m countrIes other
than theIr own AbIdjan stands out as a dIfficult place for non-Ivomens The port of
AbIdjan IS hke a pnson for non-Ivomen lorry crews They must stay near theIr lornes to
protect them and Ivomen PDG daIly venfy theIr documentatIOn m order to SOhCIt bnbes A
GhanaIan dnver mtervIewed m the Vndl lorry park claImed that Ivomen polIcemen had
recently mugged a Sahellan lIvestock exporter Just after he had receIved payment for hIS
export herd

GhanaIans appear to suffer most at the hands of PDG m other countrIes, undoubtedly
because they have a comparatIve advantage m truckmg and do a consIderable amount of
haulage busmess outsIde theIr own borders, probably because of theIr lack of fluency m
French, and perhaps also because of theIr propenSIty not take abuse lymg down Two
sources referred to the beatmg and torturmg of Ghanaian truckers, but the most mfamous
cases referred to took place outsIde the area of study, m Togo and Bemn

4 5 CompetItIOn between routes and modes of transport

Some observers argue that AbIdjan nsks losmg trade to other ports because of harassment
of non-Ivomen dnvers and vehIcles withm Cote d'IvOlre and extortIOn of bnbes from
truckers and shIppers However, as long as Cote d'IvOlre proVIdes access by good tarred
roads to a WIde range of shIppmg optIOns at the port of AbIdJan, PDG agents can stIll expect
to be able to extort bnbes WIth Impumty If, however, Sahellan countnes find that alter­
natIves proVIde SImIlar advantages, they WIll begm to shun AbIdjan and use other ports

One factor that wIll reduce the delays IS competItIon along dIfferent truckmg axes and
between transport by dIfferent modes Two examples Illustrate the new trend towards vymg
trade routes FIrstly, the GhanaIan market and the port ofTema have become mcreasmgly
attractIve to Burkmabe entrepreneurs For example, m the mId 1990s Ghana removed both
Import duty and a quarantme requIrement on Sahellan hvestock Truckers encounter lImIted
delays and extortIOn along the mam road south through Ghana from the Burkmabe border
Much of the road has recently been upgraded and traffic can travel freely at mght (unhke m
Cote d'IvOlre, to the west) WIthout bemg m convoys (unlIke m Togo, to the east) Passage
IS thus SWIft and easy, leadmg to mcreasmg flows of Sahehan products to meet the demand
of the Ghanaian economy, whIch has grown rapIdly dunng the 1990s Moreover, m early
1998, a meetmg of the heads of state of Burkma Faso and Ghana resulted m the allocatIOn
of space at Tema to Burkma Faso to enable It to expand ItS trade through thIS port, thus
provIdmg further mcentIves for Burkma Faso to dIverSIfy ItS trade corndors

Secondly, WIthm three years, the tamng of the road from the Gumean raIlhead at Kankan to
Bamako should be completed WIthm a SimIlar penod of tIme, one or two roads from
Bamako to Dakar should be completely tarred (VIa Kayes and/or KmIeba) ThIs WIll WIden
the trade-route optIOns for western Mah, whIch WIll then have two rail-road hnks Via Dakar
and Conakry, as well as the road and rail-road connectIOns to AbIdjan and Dakar In
addItIOn, the tarnng ofthe road from Gao to TIllaben WIll open up alternatIve trade routes
for northeast Mall through NIamey to destmatIOns m Niger, Benm and Nigena m West
Afnca's eastern corndor
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In a peSSImIstic scenano, the PDG agents workmg on these alternatIve routes may raIse theIr
levels of extortIOn to equal those m other countrIes, such as Cote d'IvOlre Combmed With
the dIsadvantage of transshIpment on road-raIl connectIons and With poorer port servIce by
shlppmg companIes to smaller ports, thIs may not allow sIgmficant rIvalry to emerge
However, donor condItIonalIty on free-market competItIon, pnvate-sector lobbymg and the
emergence of cIvIl socIety WIthm gradually more democratIc polItIes should all contrIbute
to more transparent markets WIth sanctIOns levIed agamst those demandmg Irregular
payments and With even those at hIgh levels of government held accountable for theIr
unoffiCIal actIVItIes

4 6 Potential solutIOns

461 Techmcal solutIons

If the polItIcal Will were there, sophIstIcated mspectIOn of freIght at borders and ports could
largely meet natIOnal securIty needs and allow mternatIOnal freIght to pass qUIckly The
Ivomen Dlrecteur des Transports Terrestres suggests the use of avaIlable laser technology
to scan loads qUIckly for hIdden contraband AddItIOnally, computensed mformatIOn
systems, such as those currently bemg put m place for the Burkmabe Customs ServIce, take
note of cargoes arrIvmg at each border crossmg and allow the servIce to track them to theIr
destmatIOns ThIs would allow a tranSIt shIpment to be followed on ItS path across the
country and the lIkelIhood of IllICIt unloadmg of cargo to be estImated as a functIOn of
unusual delays, reducmg or ellmmatmg the need for customs escorts Instead of customs
escorts, a lImIted number of mobIle squads ofPDG agents - perhaps three ofeach - could
perform spot checks anywhere m the country MultIple checks WithIn AbIdjan after customs
clearance at the docks would be ellmmated

4 6 2 PolItIcal and admimstratlVe solutIOns

UEMOA countnes have agreed to common border controls for theIr PDG servIces These
would have two bIg advantages for regIOnal trade FIrstly, they would proVIde a streamlmed
one-stop shop that would replace a succeSSIOn oftIme-consummg procedures Secondly,
they would offer a set of checks and balances through the automatIC surveIllance that one
servIce would have over another and that counterpart servIces from nelghbourmg countnes
would have over another, thus reducmg opportunItIes for extortIOn The Burkmabe Customs
ServIce confirmed that It IS working towards Jomt border controls With those of ItS UEMOA
neIghbours countnes

The Co-ordmator ofBurkina Faso's PASEC-T favours bIlateral negotiatIons where paIrS of
countnes can more eaSIly reach an agreement on how to expedIte central-corrIdor road
transport that corresponds to theIr mutual mterest than as part ofan Ill-fittmg regIOnal treaty
As bIlateral negotiatIOns begm to achIeve a reductIOn m the number and the seventy of
delays, say five years later, regIOnal organIsatIOns can reVIew the nature of the agreements
and extract the common elements that mIght then plaUSIbly be enshrmed m multIlateral
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treatIes In thIs spmt, Burkina Faso should start talks With Ghana aImed at creatmg Jomt
border controls across theIr common border as well

The West AfrIcan EnterprIse Network IS startmg an observatolre that Will follow and report
on truckmg delays and costs (mcludmg bnbes demanded) along most major roads m the
central comdor It Will submIt quarterly reports to the heads of the PDG servIces, transport
dIrectors and other high-rankmg offiCIals m each country and also to donors The system
promIsed to provIde pnG heads With mformatton on theIr agents actIvItIes to a degree to
whIch they have never prevIOusly had access The observatOlre reports should put pressure
on them to do clean up areas of abuse and, equally, to reward agents who are clearly domg
theIr Jobs well At the same tIme as these reports begm to cIrculate, the heads should begm
to requITe theIr agents to make publIc on a quarterly basIs the StatIStICS on the lomes they
have stopped for more than an hour, the reasons why and the steps taken In addItIon,
truckers umons and the Chambers of Agnculture and Commerce m all concerned countrIes
should receIve copIes of the observatories reports

In 1992, the USAID/World Bank LIvestock ActIOn Plan (LAP) for mcreased efficIency m
lIvestock marketmg m the central cOrrIdor suggested a system of rewards for reducmg
extortIOn WithIn the PDG servIces and, m contrast, sanctIons agamst the most corrupt agents
At Nouakchott m 1993, governments of the states concerned met to draft theIr own polIcy
m thIs area Tills polIcy drew heavIly on many elements of LAP but conspIcuously omItted
any reference to carrots and stIcks aimed at altenng pnG behavIOur, probably because thIS
seemed too radIcal a step at a tIme when open debate of such matters WIthm CIvIl SOCIety
remamed ltmited Therefore, governments have taken httle note of LAP's suggestIOns m thIs
area

However, SInce 1992, these same governments have taken great stndes to IIberahse theIr
economIes, recogmzmg the Importance of the pnvate sector m generatmg economIc growth,
partIcularly through regIOnal trade Burkina Faso, Cote d'IvOlre and Mall seem commItted
to the common market that UEMOA has set up to Jom theIr economIes together In addItIOn,
transport observatones now offer the chance ofmomtonng the conduct of pnG agents along
VarIOUS trade routes In thIs changed clrrnate, It IS appropnate to raise the LAP suggestIOns
once more ConspICUOUS praise, promotIOn and even finanCial rewards for honest work and
efforts to step out corruptIOn (as reflected m observatolre data54

) would change the mcentIve
structure that currently encourages personal gam through graft, as would explICIt publIc
condemnatIOn, demotIOn and even fines or Impnsonment of those revealed as pnme
offenders To the extent that observatory data may be used for thIS purpose, It becomes
Important that some Important offiCial, perceIved as dlsmterested, should vouch for theIr
veraCIty, or be avaIlable to do so, should the need anse Such a guarantor or ombudsman
would prOVIde credIbIlIty that would be necessary, though not suffiCIent, to mobIlIse CIvIl
SOCIety behmd mitIatives to alter the number of checkpomts and the behavIOur of those
mannmgthem

54 For thIS reason, It would be essentIal that the observatoll e be seen to be accurate and
ObjectIve
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4 7 LImits to the abIlIty of truckers to respond to an absence of delays

TakIng northbound and southbound segments and the port delays together, truckers mdicate
that delays hmtt them to one or two round tnps between ports and Sahehan destmatIOns each
month, rather than three or four that they could theoretIcally do However, before blammg
the PDG servIces for thts source of mefficiency, note that the truckers know that If they
move more qUIckly there would be an overhang of truckmg capaCIty on the market
Informal-sector truckers optimIse theu behavIOur and eqUIpment to take account of long
delays TheIr vehIcles do not have be able to turn around qUIckly and make another 2,500
kilometre round-tnp Journey Without breakmg down They can use the delays to make
repatrs to theu old lomes In thts context of lowered expectations, they have a trade-off of
delays agmnst bnbes that leans towards delays They accept that another 50,000 CFA francs
ofbnbes could halve theIr travel time from the Sahel to AbIdJan, from 48 to 24 hours, but
they apparently choose not to make extra payments ofthts value The low annual dIstances
covered of 30,000 - 50,000 kilometres reflect an outlook ofoperators With low amortIsatIOn
costs Indeed, as mentIOned above, they may run at a loss because oftheu lack ofaccountmg
and because they feel that the lorry IS already amortIsed

In contrast, the formal-sector trucker who wants to rncrease hts dIstance covered Will pay the
extra bnbes to keep hIS ng movmg HIS lorry could rndeed do three round tnps per month
on a sustarnable basIS, so he has a dIfferent eqUIhbnum between time and money However,
he IS frustrated because even at htgher rates ofbnbery there IS an non-neghgible IrredUCIble
mimmum of delays that he must accept It IS the formal-sector trucker who has the most to
gam from fewer delays to road haulage

5 Backhaul freIght

5 I The status quo

Observers of the West Afucan road transport market have noted a low proportIOn of trucks
loaded With cargo on southbound Journeys Runnmg empty, they declare, reduces the
number ofkilometres on whtch trucks earn revenue and thus the profitabIhty oftruckmg At
the same tIme, potential shtppers have cargo extendmg over a WIde area With poor
commumcatIons and would partIcularly benefit from mformatIOn that allows them to
transport It to markets They therefore suggest an InformatIOn system to allow them to fmd
freIght that they beheve Sahehan producers and busrnessmen want to ShIp to coastal markets

However, III some cases, truckers do not even look for backhaul freIght At least III some
seasons, what httle cargo eXIsts IS dIfficult to find, road-transport rates are low, hassles at
PDG roadblocks are sIgmficantly htgher for laden lomes than for empty ones, and profitable
northbound freIght awatts at coastal ports Under such condItIOns they head duectly south
as soon as they have unloaded theIr northbound load, WIthout so much as considenng a
southbound load
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A lack of mterest m backhaul freIght IS particularly true for modem-sector comparues They
have good contacts m cIties such as AbIdjan that find them lucratIve northbound freIght so
that they can load as soon as they return to theIr southern bases They may also have good
contact m CIties such as Bamako and Ouagadougou but these are unlikely to provIde them
wIth a year-round stream of backhaul freIght Thus COFAMA, a Ouagadougou-based
company, sends 80 percent of ItS lomes back to the coast empty In the other 20 percent of
cases they carry agncultural commodItIes such as cotton, nce, cotton-seed cake and sesame
However they shun hvestock whIch they Judge more trouble than It'S worth The Oirector­
General ofCOFAMA explamed that he WIll delay a truck by, say, one day If there eXIsts a
backhaul possIbIhty OtherwIse they Just truck south empty There IS a hmited amount of
backhaul freIght aVailable, It'S not worth theIr whIle trymg to find It, and It IS of margmal
Importance to the company's bottom hne

Owner-dnvers m the mformal sector have a greater mcentIve to find and carry backhaul
freIght They typIcally do not have an agent m a coastal port who finds them freIght and
who can ensure that they will be able to load agam as soon as they arrIve there So they feel
less mcentIve to rush back south TYPICally havmg a slower turnaround time than formal­
sector operators, they may Judge that If they wIll have to WaIt somewhere they mIght have
a greater comparatIve advantage m the Sahel And they may conSIder any extra revenue load
better than none, despIte the extra POG hassle that they undergo when laden Because of
theIr acceptances of slow turnaround times, they are more acceptmg of delays and stand to
benefit from the roadblock hagghng from WhICh they may extract margmal reductIOns m
POG bnbes, WhICh they can pocket 55

The return to mvestments to find backhaul freIght also vanes WIth the effiCIency of the
eXIstmg mformatIOn system In some Mahan towns there are mformal-sector transport
brokers who play an actIve and qUIte effiCIent role m puttmg potentIal shIppers and aVaIlable
truckers together In such CIrcumstances, the owner-dnver's time spent waItmg for cargo
may be well spent

However, backhaul freIght can generate fnctIOn between employed dnvers and owners of
lomes One dnver mtervIewed SaId he had taken cattle as a backhaul load on hIS own
ImttatIve - at a low rate because It was all that was aVaIlable - but that, when he offered the
money to the owner of the vehIcle, he found the revenue so densory that he felt sure that the
dnver had pocketed part of It From then on, he had taken no such ImttatIves The presence
of an mformatIOn system seems unhkely to alter the behavIOur of dnvers such as thIS one

For much of the year m certam parts of the Sahel, those dnvers who accept backhaul freIght
take cotton 56 Although slow to pay, the cotton companIes do so well and rehably Under

55 Where mfonnal-sector truck-owners structure theIr drivers' payment to encourage them to maxmllSe capacity
usage, non-owner-dnvers also have an mcentlve to find and carry backhaul freight Foremost among thIS
second category IS the driver whose contract With the lorry owner allows him to keep the profits from backhaul
freight - or whose boss doesn't questIon him too closely about what he did on the return tnp In Togo, It IS
understood that the dnver has the nght to profit from backhaul freight, If he can find any (Adolehoume 1992
89)
56 Cotton accounts for 90 percent of theIr southbound freIght
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these conditIOns, truckers prepared to take backhaul loads will consider few other loads,
particularly If they obtam contracts to haul cotton south and fertlhser - for next year's crop
- north Over the years, the season for cotton shipments has lengthened With the duratIOn
of the harvest, on the one hand, and With mcreased volumes ofcotton harvested and stored,
on the other Thus a Sizable proportIOn of truckers takmg backhaul freight may not, m
practice, be open to opportunIties With detaIls ofwhich an mformatlon system mIght proVide
them

At least m some regIOns and m some seasons, heavy rams make untarred roads Impassable
or sweep away bndges The maJonty of the agncultural surpluses from these enclaves do
not enter the regIOnal market untIl roads become passable agam Parts of Sahehan countries
suffer from unpredictable IsolatIOn m this way, but the effect IS more severe m higher-raInfall
areas For mstance, roads m Ghana's Upper East RegIOn annually turn mto quagmires
meanmg that, once the first few lornes have become stuck m the mud, agncultural surpluses
from this regIOn rot In SItu SimIlar SituatIOns doubtless occur m Cote d'IvOIre, although to
a lesser extent because of ItS more extensive system of tarred roads We may surmise that
farmers m areas hable to be cut off alter their crop mix to emphaSise those that store well
An mformatIOn system Will not remedy this SItuatIOn

An mformatIOn system Will have a less benefiCial effect on the road-haulage market as long
as regulaTIons and praCTIce m each country hffilt the scope of lornes registered m others At
least until recently, vehicles registered outSide either Burkma Faso or Mah were either
forbidden to load backhaul freight or dIscouraged to do so ThIs protected the haullers of the
country m questIOn but clearly decreased the chOIce of lornes aVailable to potenTIal shippers
Then Burkmabe hvestock traders successfully lobbIed to allow foreIgn lornes to pIck up
southbound hvestock Within the country The truckers' umon, OTRAF, accepted this as long
as the lorry paid 10,000 CFA francs to Its local branch for the nght to do so More generally,
foreIgn lornes now find less hmdrance m Sahehan countnes to then carrymg backhaul
freight StIll, they are not formally allowed to leave the "mternatIOnal routes" deSIgnated by
the TRlE conventIOn to find It (though as long as OTRAF receives ItS 10,000 CFA francs
this seems to pose few problems) In pracTIce Ivomens truckers lack mterest m road haulage
to Burkma Faso because of the lowprofitablhty ofthe large proportIOn ofnorthbound freIght
for whIch CGP sets low truckmg rates They therefore contnbute relatIvely httle to any
market for backhaul freIght More Ivomen truckers go to Mahan destmatIOns However,
once loaded, they then have more dIfficulty at PDG checkpomts than one a domestlcally­
matrIculated one These reasons hmlt the number of trucks that have the ablhty to react
fleXIbilIty to new mformatIOn on potential loads that an mformatIOn system mIght offer

The net result of the eXlstmg mformal system of findmg backhaul freIght vanes conSIderably
from one locatIOn to another In Ouagadougou, truckers who usually plIed the route to
AbIdjan stated that 60 -70 percent of those waItmg for a week find a cargo 57 However, It
seems that relatIvely few choose to do thIS because apparently only about 20 percent of
Burkmabe lornes travel south WIth a load

57 All such figures are subject to seasonal fluctuatIOns
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An mtervIew wIth a group of MalIan drIvers waltmg for freIght at the Port of AbIdjan m
October 1998 revealed a WIde dIversIty ofbackhaul-frelght strategIes OfeIght drIvers, four
had not carned backhaulloads dunng 1998 and two had taken loads on less than 20 percent
ofthetr backhaul runs In contrast, one had taken a backhaulload on each of 15 roundtnps
that year and one had done so ill two-thIrds ofcases On average, however, they had carned
backhaulloads on only 30 percent of theIr Journeys Sllntlarly, 14 of 15 (93 percent) lomes
counted crossmg the border from Burkma Faso to Ghana dId so empty 58

However, once lomes cross the border mto Ghana they pIck up loads, mostly of Burkmabe
lIvestock that traders have had trekked across the border, presumably to aVOId paymg the
FODEL lIvestock export tax Indeed, wlthm Ghana, only about 20 percent of trucks run
empty southbound In addItIOn to lIvestock and cowpeas Imported from Burkma Faso, they
benefit from a range of domestIc agncultural commodIties, such as maIze and groundnuts
We may suppose that several factors bnng about thIs reversal of fortune greater volumes of
agncultural surpluses m a hIgher ramfall regIOn, a lower cost of truckmg makmg more
shIpments competItIve m destmatIOn markets, and perverse mcentIves that push Sahehan
lIvestock over the border mto Ghana for loadmg mto lomes The first of these factors also
apphes to Cote d'IvOIre where we would expect backhaul rates mter-medlate between the
Sahehan states and Ghana

Adolehoume (1992 160) shows that the percentage of empty backhauls varIes WIth the
dIstance and scale oftruckmg He provIdes the followmg capaCIty usage figures for Togo

• 55% for artIculated lomes59

• 75% for large lomes on long-dIstance natIOnal runs
• 80% for lomes plymg routes between regIOnal markets WIthm a country60

Truckers workmg wlthm Burkma Faso or who travel to destmatlons outSIde Ouagadougou
and Bobo-DIOulasso, may be able to find southbound loads If extra mformatIOn IS aVaIlable,
partIcularly If they have to travel through parts of the country relatIvely-poorly served by
road transport

All these figures vary seasonally Dunng the harvest penod for agncultural commodItIes m
both Saheltan and coastal countnes, demand for lomes nses The pnce of truckmg therefore
nses, makmg any effort spent on findmg southbound freIght more rewardmg

GIven the foregomg prOVISOS and the dIverSIty of resultmg behaVIOur m practIce, It seems
safe to conclude that
• some benefits would result from mstlgatmg a backhaul-frelght mformatIOn system
• wlthm the truckmg sector, mformal-sector truckers would gamer most of these
• Its benefits would be seasonal

58 The one laden lorry camed scrap metal
59 He assumes no backhaul freIght aVaIlable and 10 percent overloadmg on the northbound
leg
60 Such lomes benefit from loyal clIents travellmg WIth the same lorry m both dIrectIOns
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• certam countnes and regIOns wlthm them would benefit more than others

52 CILSS's pilot system

CILSS IS startmg a pIlot backhaul-frelght mformatIOn system for Burkma Faso As of
October 1998, It aImed not to dissemmate thIS mformation on a regIOnal basIS m order to
maxImIse the chance that Burkmabes lookmg for haulage servIces would find them, but
rather to work through OTRAF, the monohthIc truckers umon, to provIde mformatIOn about
aVaIlable freIght Within the country to Burkmabe road-haulage firms ThIs may be pohtlCally
necessary but It also focusses attentIOn on OTRAF whIch IS a government-mspired and
supported organIsatIOn, rather than one that necessanly corresponds to the needs of
mdiVIdual or corporate truckers, despIte the fact that they must all be members

OTRAF office bearers explamed that they resented mdependent freIght brokers m markets
such as Pouytenga findmg lomes for shippers at sIgmficantly lower rates than the unIOn
offered However, the fact that brokers can do so suggests that OTRAF operates and defends
a bloated system that represents the antItheSIS of the market effiCIency that the backhaul­
freIght mformatIOn system would aIm to ehmmate We may questIOn to what extent vested
mterests Within OTRAF have an mterest m co-operatmg With the new mformatIOn system

The backhaul-frelght mformatlon system would render the market more effiCIent through
enhanced market cleanng Such a system may
1 mform truckers about aVaIlable freIght (leavmg them to take the mitIatIve to contact

shippers and compete to carry It)
2 mform shippers about avaIlable lomes (leavmg the shippers to contact the truckers and

compete for truckmg capacIty)
3 propose apparently optimal allocatIOns of freIght to lomes (1 e also playmg the role of

freIght broker to some degree)
In a geographIcally-dIspersed, atomIstic market With relatively slow lorry speeds and many
SItuations where the two partIes cannot contact each other by telephone, the thIrd of these
becomes more dIfficult

The mformatIOn system would work to 011 the spot market Ideally, an mformatIOn system
would bnng the two prospectIve partIes together long before a shipment took place, so that
both could adjust theIr schedules as part of the negotIatmg process m order to optImIse the
tImmg of the loadmg, transport and dehvery In practIce, uncertamtles on both SIdes reduce
the usefulness oflead tImes for plannmg m most cases, only once the lorry has completed
a dehvery WIll It be safe to consIder allocatmg It to ItS next shIpment

It IS not clear how well a natIOnal prototype Will meet and solve problems that a fully-fledged
regiOnal system WIll have to face, such as InternatiOnal commumcatiOns, resolutiOn of
InstitutiOnal IncOmpatIbIhties between countrIes and SUSpICIons that the system Will allocate
freIght to carrIers from some countnes and away from carners from others
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6 Improved road qualIty

6 1 Road funds

As explamed m sectIOn I, truckers tend to overload then lomes They are aware that thIS
causes addItIonal wear and tear to the vehIcles the full cost ofwhIch they bear mdIvIdually
m accelerated depreCIatIOn, more frequent breakdowns, more dangerous travel, and hIgher
bIlls for spare parts, tyres and fuel 61 They also realIse that overloadmg therr lomes mcreases
the wear and tear on the road However, mdIvIdual truckers do not currently pay dIrectly as
a functIOn of theIr use of the road, a publIc good

CompetItIOn withm the road-transport sector drIves down truckmg rates so that many
truckers who cannot calculate theIr cost ofoperatIon, run theIr lomes mto the ground m theIr
drIve to wm busmess Thus, at least m the mformal sector, not only are truckers far removed
from paymg for theIr damage to the publIc good, many are also not even covenng theIr own
pnvate costs from theIr earnmgs

Thus we have two market faIlures FIrstly, atomIstIc competItIon Without good cost
mformatIOn and With mformal-sector econOInlC actors WillIng to lose money m order to stay
m busmess leads to personal financmllosses Secondly, a "tragedy of the commons" allows
each trucker to escape payment for the damage that he mflIcts on the road and for whIch
SOCIety at large must pay ThIs sectIOn addresses the latter of these Issues

Graph 1 presents a hypothetIcal but plaUSIble relatIonshIp between a road's useful lIfe
expectancy and the axieweight of the vehIcles usmg It The heaVIer the lomes, the faster the
road surface degrades to an extent that It IS no longer usable Adolehourne (1992 190) CItes
the work of the Amencan ASSOCIatIOn of States HIghway OffiCIals to bolster hIS assertIOn
that the heaVIest trucks do most of the damage to roads

[T]he damage done zs proportIOnal to a power ofthe axlewelght that vanes between
4 (for tracks) and 6 (for latente and tarred roads) A velucle wzth an axlewelght of
13 tonnes degrades a road surface 3 - 5 times more than one wzth a 10-tonne
axlewezght

WIth lIttle control over the flows ofoverloaded lomes along the regIOn's roads, accelerated
degradatIOn has taken place Repamng these roads IS the Job of the MmIstry of Transport
m each country However, m these minIstnes m many West Afncan countnes, the servIces
responSIble for upkeep work, typIcally the PublIc Works Departments, have hlstoncally
suffered from a lower status than that of the servIces responsIble for the constructIOn of new
roads ThIS led to less emphaSIS placed on repairs and, consequently,

61 However few, If any, truckers would be able to offer a good estImate of the mcreased cost
they mcur for a gIven level of overloadmg
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Graph 1

161412

mean axle weight (tonnes)
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A road's useful life expectancy vs mean axle weIght

As of 1997, Burkma Fas063 and Cote d'IvOlre were among the countnes Within UEMOA that
had done most to meet these objectives, With Mali64 also makmg some progress (UEMOA,

Followmg tills change of onentatlOn, countnes now have the followmg objectives for theu
roads
• ensure the contmued quality of eXistmg routes as part of a permanent network
• pnontise mamtenance over new constructlOn
• collect user fees to finance mamtenance
• contract pnvate-sector comparues to undertake the work
• improve government agencies' ability to plan and oversee the work done

a low rate of reparr work, threaterung the eXlstmg road network 62 However, over the 1990s,
partly thanks to structural adjustment programmes m the transport sector, the status of
services carrymg out road repaus has been raised to the same level as those services
responsible for new construction, remforcmg the importance now placed on repairs and
rehabilitatlOn (UEMOA, La CommisslOn, DATCITT 1997 21)

62 Reconstructmg a tarred road costs 3-5 times more than upkeepmg It correctly (UEMOA, La ComnllsslOn,
DATCITT 1997 17)
63 Burkma Faso now allocates 70 percent of Its budget to mamtammg the eXlstmg network
64 Mali'S DirectlOn NatlOnale des Transports has concluded a road policy agreement With the
World Bank on general policy for road mfrastructure (1995-2000) m three parts

1 pnonty to road upkeep penodic upkeep on 2,200 km (roads and tracks)
2 rehabilitatlOn of routes m poor state of repau on 2,200 km (roads)
3 constructlOn ofnew roads (connectmg routes and motorways)

Donors (pnncipally the European Commumty) have agreed to tar any untarred segments of
roads between Bamako and Kankan (Gumea), Bamako and Dakar (Senegal), Gao and
NIamey (Niger), and NlOno and AyoUn el'Atrous (Mauntania)
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La COlrumssIOn, DATCITT 1997 23) However, Ghana was ahead of all three of these
countnes m Its road transport polIcIes They key element m Its road polIcy IS the
autonomous "road fund" through whIch finance flows dIrectly from vanous sources to meet
road-mamtenance needs, under the dIrectIOn of a board contammg a strong contmgent of
road users, mcludmg truckers' umons

Ghana has had a fund for road mamtenance smce the 1960s UntIl 1998, the Treasury
controlled allocatIOns of funds for tills purpose However, as part of World Bank con­
dItIOnalIty, the government has recently restructured It (Ghana 1997), "nng-fencmg" It so
that those collectmg revenue destmed for tlus purpose pay It dIrectly mto the fund's account
at the Bank of Ghana (Ghana's central bank) An act of parlIament has created thIS
mdependent body whIch can SIgn Its own cheques The Treasury cannot lImIt these funds
and neIther the Mmlstry of Fmance nor the MlillStry of Roads and Transport can redIrect
them to other uses

The Road-fund's board has as Its ex-officIo chairman the Mmlster of Roads and Transport
but the remamder of the board mcludes SIX representatives each from the pubhc and pnvate
sectors Pnvate-sector representatIves mclude the Road Hauhers'-As~ociatIOn and the
GPRTU

Current road-fund revenue denves from tolls on bndges, femes and the Accra-Tema
motorway65, fuel taxes66, vehIcle-hcencmg fees, and an mternatIOnal transIt fee67 Plans are
afoot to extend thIs revenue base to mclude tolls on all pnnclpal roads By June 1999, tolls
WIll be leVIed on the long stretch of good road from Pogo (at the Burkmabe border) south
to Kmtampo The Road Fund Secretanat plans to mtroduce such tolls for roads already m
good condItion, and repair roads m a poor state (e g between Kmtampo and KumasI) before
demandmg tolls on them Truckers say that, though they do not rehsh paymg these tolls,
they are prepared to pay them In order to have well-maIntaIned roads

The Road Fund's revenue IS allocated to the follOWIng, In order ofpnonty
1 routIne maIntenance
2 penodlc maIntenance
3 rehablhtatIOn (for whIch donor financIng IS also avaIlable)
The Treasury and donors concert to fund new road constructIOn, as they dId before the
creatIOn of the autonomous fund

The Treasury and the IMF have argued that a basIC pnnclple of pubhc finance reqUIres all
tax revenue to pass through the Treasury, whIch should alone allocate It to ItS dIfferent uses
In contrast, the World Bank and the Mmlstry of Roads and Transport have argued ­
successfully - that a road fund promotes effiCIency of management through rapId and

65 The Road Fund plans semI-automatic motorway barriers, and maybe payment by smart
card
66 Not all tax on fuel goes to Ghana's Road Fund but It receIves 100 cedIS per htre of dIesel
~Ghana, Customs, EXCIse and PreventIve ServIce 1997)
7The tranSIt fee seems SImIlar to the drOIt de traversee operatmg In Burkma Faso and Mall
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effiCIent allocatIon of finance to meet changmg maintenance needs and by gIvmg road users
- who pay the taxes and levIes that finance the fund - the sense that they have a sIgmficant
say m the management of theIr sectoral mfrastructure 68

The MalIan government created an autonomous road-maIntenance fund m 1988 However,
the fund was not able to spend all the revenue allocated to It In 1990, on the advIce of the
World Bank, the government deCIded to reorganIse the fund by transferrmg responsIbIlIty
for It to the DIrectIOn NatIOnal des Transports (DNT), financmg It through a 2% tax on the
value of Imported hydrocarbons, and allocatIng these funds dIrectly to the Treasury for
allocatIOn as needed ThIS solutIOn also satIsfied the IMF, wInch has tradItIOnally favoured
centralIsed control by the Treasury ofall government revenue SInce then, the Treasury has
gIven an annual, fixed and msuffiCIent sum of 4-6 bIllIon CFA francs to the fund for road
maintenance Dunng tIns penod Mall has moved to pnvatIse most of the maintenance work
on Its roads

However, thIS solutIOn has proVIded a problem of a dIfferent nature Road mamtenance
suffered because the Treasury dId not dIsburse money qUIckly enough to allow punctual
payment ofpnvate comparnes dOIng the work In addItion, road users and DNT complained
that only a small percentage of resources generated by the sector IS re-mJected Into road
maIntenance For these reasons, a 1998 report recommends the creatIOn ofan autonomous
road fund that would receIve a higher proportIOn ofrevenue raised from the transport sector
It has receIved approval from DNT and the World Bank but the Mlmstry of FInance and the
IMF have mIsgIVIngs about thIS polIcy change The report remaIned ummplemented at the
end of 1998

Burkina Faso does not have an autonomous road fund Instead, the Treasury allocates 5,000
mIllIon CFA francs (US$ 10 mIllIon) annually to roadworks on Its network of 8,500
kilometres 69 However, plans are afoot to Involve the pnvate sector m a commIttee to
momtor the government's maIntenance pnontIes for trunk roads, to prOVIde state aid to
decentralIsed regIOnal governments for openmg up certaIn secondary roads, and to gIve
responsIbIlIty to local authontIes for roads oflesser Importance Truckers pay tolls on stages
of road but the revenue goes to Treasury, rather than to an mdependent road fund It seems
that Cote d'IvoIre maIntaInS ItS roads m a SImIlar manner

The IntroductIOn ofan autonomous road fund and the raiSIng ofrevenue dIrectly for ItS use
need not have any effect on tax revenue avaIlable for other uses Such a change can be
fiscally neutral WIthout compromlSlng the effiCIency of road maIntenance

However, governments realIse that good road networks promote economIC growth,
partIcularly when they connect theIr country to the rest of the regIOn In addItIOn, they

68 Part of the success of the creatIOn of the Road Fund lIes m the mSIstence of those who
have champIOned It that the fuel levy - which contnbutes a sIgmficant portIOn of the funds
- IS not a tax If, as a tax, the fuel levy were to enter the general coffers, those who are
exempt from dutIes do not pay It However, such categones of fuel users must pay leVIes
69 ThIS should nse to 8,000 mIllIon CFA francs for 12,000 kilometres by 2004

49



Truckmg efficIency m West AfrIca's central corndor

recogmse that road users wIll pay hIgher taxes If they see a dIrect Imk between taxes and
road mamtenance that ultImately prOVIdes them WIth higher busmess profits ThIS leaves
government open to allowmg the road-transport sector to retam more of the revenue raised
from taxes on ItS actIVItIes and to leave the allocatIOn of thIS revenue to autonomous road
funds, on the pnnciple that management of the funds WIll be more effiCIent when It
mcorporates feedback from the users At the same tIme, government retains the oblIgatIOn
to fund new road-bUlldmg from Its own funds and through the mobIlIsatIon ofdonor fundmg

6 2 Lmkmg tolls to axleweIghts

RegIOnal regulatIOns eXIst for maXImum axieweights However, they are rarely applIed
Adolehoume (1992 76) notes that m Togo cartes grises rarely CIte cargo-carrymg capaCItIes
of less than 30 tonnes, despIte legIslatIOn there that lImIts loads for artIculated lornes to 25
tonnes (four axles) or 27 tonnes (five axles) "ThIS IS why one may mdeed questIon the
practIcalIty of regulatIOns that have Just lowered maxImum loads from 13 0 to II 5 tonnes "
Such contradICtIOns undoubtedly eXIst mother central-corndor countnes

However, not only do the carte-grise lImIts generally exceed the regulated axle weIghts In
the country of Issue (as well as the manufacturers' recommendatIOns) but the maxImum axle
weIghts vary from between countnes ThIS results lames that are technIcally overladen
relatIve to the manufacturers' recommendatIons, legally WithIn the carte-grIse ImutatIOns and
the natIOnal regulatIOns In one country, but over the lumt when the lorry crosses the border
mto a neighbounng country However, untIl recently, there has been no Widespread way of
venfyIng axieweights In any central-comdor country

As early as 1996, the Ghana HIghway Authonty began clampIng down on exceSSIvely heavy
loads because of the aCCIdents caused and because of the extra road degradatIOn they caused
UntIl then, truckers accepted loads of 700 bags of cocoa (44 tonnes, for a SIngle-axle
artIculated lorry) or 800 bags (50 tonnes for a double-axle lorry) Smce then, these figures
have been reduced to 600 bags (38 tonnes) and 510 bags (32 tonnes) respectIvely However,
WIthout scales momtonng whether - or to what degree - the lomes were overweIght was
dIfficult

By January 1999, on some routes, polIcemen and GHA agents wIll systematIcally collect
surcharges for overloadIng 70 ThIS wIll reqUlre the InstallatIOn of weIghbndges to establIsh
axle-weIghts In the second half of 1998, the government was already testIng the first
weIghbndges and plannIng the InstallatIOn of others In the near future 71

In Mall, DNT had taken delIvery of weIghbndges In the second half of 1998 and was testIng
them The tests had detected trucks With axieweights of 24 tonnes, which should be
compared to the legal lImIt of 13 tonnes DNT IS draftIng legIslatIOn governIng road tolls,
IncludIng sanctIOns for overweIght lames that may go beyond fines and mvolve removmg

70 The Bemn Government IS settmg up road tolls on a SImIlar baSIS
71

Welghbndge tests and the publICIty surroundmg them have already made theIr mark Dunng an mtervlew
m October 1998, GhanaIan lorry dnvers were aware that near Accra lomes were bemg weIghed on a
welghbndge and could be fined 5 000 cedIS for bemg overweIght
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permISSIOn to use the vehIcle The legIslatIOn would be unveIled With Wide publIcIty about
the mtroductIon ofroad tolls based on weIght With fines for overloadmg,

Burkma Faso has road tolls for stages that crudely lmk payment levels to weIght An empty
lorry pays 3,000 CFA francs agamst a receIpt that allows It to cover a stage of about 220
kilometres, whIle a laden lorry pays 4,000 CFA francs for the same stage In addItIon,
regulatIOns stIpulate surcharges for overweIght vehIcles However there IS currently no plan
to mtroduce welghbndges for a more precIse lInkage Currently, the only Burkmabe
welghbndge belongs to the Customs ServIce, so polIcemen collectmg tolls have no way of
assessmg excess axleweights and cannot enforce these regulatIOns

Once they set up a system of weIghbndges to control axleweights, governments should
allocate to pnvate companIes the Job ofcontrollIng axle-weIghts and levyIng tolls on roads
to finance theIr road fund Contracts for thIS work should be allocated on the basIS of
competItIve tenders The government's role then becomes one ofoverseeIng the work of the
compames

Where truckers have no chOIce In the route they take, authonties can Impose stnct controls
on overloadIng WIthOut worryIng that these WIll InCIte lomes to take other routes As
competItIOn between comdors from the coast to the SahelIan countnes IntensIfies, It WIll
become more Important to ensure that countnes do not compete to attract commerce by
relaxmg the strIctness oftheir controls RegIOnal road-transport observatolres wIll want to
Include as a standard part of theIr work surveIllance of the operatIOn of weIghbndges m
dIfferent countnes, usmg ECOWAS norms as theIr yardstIck

6 3 PnvatlsatlOn of road mamtenance and repairs

PublIc Works Departments now allocate most of the work they would preVIOusly done
themselves to pnvate companIes ThIs has caused some problems as the pnvate sector In the
dIfferent countnes was not prepared, technIcally or finanCIally, to assume thIs responsIbIlIty
However, as they have gamed expenence, they have begun to overcome these dIfficultIes
They contInue to face dIfficultIes WIth heavy bureaucratIc procedures and long Waits for
payment

PrIvate contractors undertake 90 percent of the work for whIch the Ghanaian Road Fund IS
responsIble 72 BurkIna Faso gIves most of thIS work to the pnvate sector ImtIally,
contractors who were unused to road-bUIldmg produced some shoddy work but the standard
has Improved greatly smce then The Treasury funds most of thIS mamtenance work
whereas donors proVIde most of the funds for rehabIlItatIOn and new constructIOn

72 Contractors submIt monthly bIlls for payment by the fund through the approprIate
government agency, dependmg on the type of road on WhICh they are workIng the Ghana
HIghway Authonty (trunk roads), the Department of Feeder Roads (mmor rural roads and
tracks), or the Department of Urban Roads (roads m CItIes and towns) The publIc sector
does the other 10 percent, partly to make use of the publIc-sector eqUIpment that It keeps for
emergency work and partly so that It can carry out studIes
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7 ConclusIOns

The model laId out m the mtroductIOn to thts study mdlCated four exogenous factors that
promote hIgh cost and low efficIency m the West AfrIcan truckmg sector delays and
bnbery, a lImIted number of backhaulloads, htgh pnces of Imported lomes, spare parts,
tyres and fuel, and htgh taxatIOn It also showed endogenous factors that reInforce these
negatIve effects through VICIOUS cIrcles ofdegradatIon ofvehtcles and roads In subsequent
chapters, the study has provIded more detaIl about the mechanIsms that lImIt truclang
effiCIency, noted successes already achteved m combatmg them, and suggested addItIOnal
ways to do so

7 I Delays and brIbery

In the area of delays and bnbery, the most senous and most often dIscussed constramts are
the roadblocks, partIcularly at border posts, at WhICh PDG agents delay lomes and extort
IllICIt payments from lorry drIvers and shIppers The number of checkpomts penodically
falls but (a) It tends to grow agam shortly after the reductIOn and (b) the total revenue
extorted by PDG agents does not fall over the long run The eXIstence of socletes de
convoyage that provIde a government-regulated commerCIal servIce ofmImmIsmg brIbes m
Burkma Faso and Cote d'IvOlre shows how entrenched thIS sort of corruptIOn has become

The socletes de convoyage are not themselves a problem but the symptom of a deeper
malaIse If the majorIty of these polIcy steps are taken successfully they WIll dIsappear
Followmg the observatolre reports should show the extent to whIch they are able to
command a premIUm for theIr servIces and the moment at WhICh they cease to eXIst

CorruptIOn also occurs at ports where truckers compete for northbound freIght Much of thIs
takes the form of brIbery and delays for the shIpper rather than the trucker, because It takes
place before the transshIpment to the lorry takes place, but exceSSIve customs mspectIOns
and shake-downs by port securIty servIces do slow down the lorry's departure from the port
(In addItIOn, diSCrImmatIOn by the natIOnalIty of the vehIcle and/or lorry crew m the level
ofextortIOn leads to regIOnally-dIvIsIve recnmmatIOns that do not promote regIOnal trade)

PDG servIces may extort under any pretext but the current regIOnal truckmg legIslatIOn,
whIch does not correspond to central-comdor truckmg realIty, provIdes them With many
unreasonable excuses to delay or render more complex a trucker's Journey, m particular
customs escorts to and from border posts and paperwork for guarantee funds that must be
redone at the border

NatIOnal shIppmg organIsatIOns and truckers' umons use monopoly power to demand
payments for servIces they may not render These are not bnbes m the legal sense but theIr
econOmIC effect IS SImIlar to that of bnbes m that they raIse the cost of road transport WithOUt
any correspondmg benefit

There are, however, four causes for some hope In thIs area FIrstly, from January 1999, the
West AfrIcan EnterprIse Network Will be startmg an observatolre that Will track costs and
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tImes ofJourneys on major truckmg routes Wltlun West AfrIca, mc1udmg the most Important
ones m the central corndor Weekly data WIll be analysed and presented on a quarterly basiS
to the heads ofthe PDG servIces and to other semor government figures m each country, as
well as to representatIves ofbilateral and multIlateral donors The reports should allow all
concerned to follow m some detaIl the evolutIon over time ofobstructIon and extortIOn along
each route, and should allow mdlVldual PDG services to evaluate the behaVIOur oftheIr own
agents m a way that has not hItherto been possible The knowledge that others are also
recelvmg such regular confidentIal detaIls of their agents' behaVIOur may provoke the heads
of PDG services to try to curb corruptIOn

Secondly, countnes ofthe central corndor have adopted common freight documentatIon for
cargo trucked out ofcentral-corndor ports ThiS concerns not only the UEMOA countries
but also Ghana ThiS IS a step towards a harmomsmg all paperwork and procedures m
regIOnal trade In the meantIme, UEMOA IS prepanng a major polIcy document on regIOnal
transport and transit legislatIOn, which needs to be severely SimplIfied to form a workable
baSIS for economic mtegratlOn

ThIrdly, UEMOA member states' mtent to partiCIpate m bIlateral border PDG posts In
pnnclple, these Jomt border posts should group together the PDG agents from both Sides of
a given border so that together they review the paperwork for a lorry and ItS load If thiS
works as planned, they Will automatIcally control each other Remforced by the agents'
awareness of the observatOlre data bemg collected, thIS system may usher m a faster, less
abUSIve border crossmg

Several new roads to be bUIlt m the next five years, m particular those IInkmg MalI to Dakar
and Conakry, promise to prOVIde more competItIOn between ports and thus lead to lower
transport costs In addItIOn, Ghana IS makmg Tema a more attractive port for Burkmabe
shippers These effects should proVide competitIon that WIll put downward pressure on
bnbes sought m coastal markets OthelWlse governments WIll lose trade through theIr ports

7 2 Empty backhaul Journeys

Empty backhaul Journeys can never be elImmated A SIZeable proportIon IS structural m the
very basiC senses that more freight travels from the coast to the Sahel than vice versa and that
seasonalIty of harvests WIll always prOVIde a cyclIcal variatIOn to the supply of lornes for
non-harvest goods and commodItIes on north-south routes In additIOn, some more modern­
sector truckers have evolved good connectIOns m coastal Cities to enable them to find freight
there qUIckly For them, trymg to find southbound freight m the Sahel may be more trouble
than It IS worth, partIcularly given the extra hassle that PDG agents exert on laden lornes,
compared to empty ones These truckers have lIttle mcentIve to spend time lookmg for
backhaul freIght

Nonetheless, there are many mformal-sector truckers WIthout any partIcular advantage m
findmg northbound freIght m coastal countnes They have an mcentIve to find backhaul
freight However, Sahehan loads - almost always ofagro-pastoral commodities - are WIdely
dIspersed In towns and at major markets there eXist transport brokers that make a hvmg of
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findmg freIght for southbound lomes In Burkma Faso, OTRAF also plays this role to some
extent but not particularly effiCIently

There IS some more effiCIency to be squeezed out ofthe backhaul freIght market CILSS has
begun to set up a pilot system to fmd backhaul freIght for road haulIers m Burkma Faso, but
It wlll have only a natIOnal focus and will work through OTRAF, rather than the more
effiCIent pnvate-sector freIght brokers The pllot scheme Will undoubtedly provIde lessons
for settmg up such a system regIOnally, but ItS natIOnal focus Will lImIt ItS apphcabilIty to
regIOnal problems

73 HIgh elF prIces

West AfrIca has no manufacturers oflomes and the central-comdor countnes Import all the
mputs to truckmg, WhICh makes them expensIve In some cases they do so through agents
who take hIgh commISSIOns The devaluatIOn of the CFA m 1994 made Imports even more
expensIve The reactIOn of truckers has been to buy almost exclUSIvely second-hand lomes
and spare parts The natIOnal fleet IS therefore very old

SuggestIOns that truckers mIght enJoy economIes of scale through bulk buymg of any or all
of these mputs seem not to hold much promIse In Cote d'IvOlre, very lImIted bulk
purchases of lomes seem to have been successful as long as formal-sector credIt has been
aVaIlable In Ghana, bulk buys led to dIseconomIes of scale due to the extra costs of credit
and warehousmg In practIce, m the mformal sector where most central-comdor truckers
operate, effective collaboratIOn IS difficult between mdividuais who have lIttle expenence
of, or faIth m, cooperatIOn outSIde theIr close famlly networks

A dynamIC market m second-hand spare parts operates throughout the regIOn Still, trucks
may be out of actIOn for weeks when a partIcular part IS not aVaIlable The absence of spare
parts creates dIsproportIOnately hIgh costs m the form of Idle truckmg capaCIty and Journeys,
sometimes to neighbounng countnes, to find the nght part Parts themselves are relatIvely
cheap because they are used and traded on a competItive market Fmdmg the nght part, or
havmg It flown m from Europe, can cost much more than the part Itself

7 4 TaxatIon of mputs to truckmg

Central-comdor governments have histoncally taxed truckmg heavily, thus penalIsmg trade
m general and, m partIcular, long-dIstance regIOnal trade, WhICh consumes proportIOnally
more mputs To a large extent thIS remams the case However, two changes m tax policy
represent SIgnIficant steps forward FIrstly, Ghana has completely abolished Import taxes
on vehIcles ThIS smgle step makes ItS overall taxatIOn of truckmg sigruficantly lower than
m other central-corrIdor countnes Secondly, the UEMOA countrIes - mcludmg Burkma
Faso, Cote d'IvOlre and MalI - have commItted themselves to reducmg theIr customs dutIes
to no more than 20 percent by 2000 As varIOUS mputs to truckmg currently attract customs
duty at rates hIgher than thIS rate, m the near future truckmg m central-comdor countnes
other than Ghana should also become cheaper
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7 5 Overloadmg

Informal-sector truckers overload theIr trucks because a competIuve market for road haulage
forces down pnces Overloadmg allows them to wm some short-term profit at the pnvate
cost of accelerated degradauon of therr producuve capItal and the SOCial cost ofaccelerated
degradatIOn of the roads On WhICh they travel

Many of them possess trucks that they run mto the ground as they reduce theIr pnces m tms
market They haul at rates that do not allow them to make prOVISIOn for replacmg the lorry
m the future In thIs sense they are runmng at a loss and should leave the truckIng sector and
undertake some other economIC actIVIty However, the prestIge assocIated With ownmg
productIve capItal such as a lorry keeps them m the busmess, despIte the losses And more
old trucks arrIve every day

In one sense tms IS good for the regIOnal economy A very competltlve market means that
shIppers get low pnces The Burkmabe government parastatal, COP, takes full advantage
of thIS by settmg pnces that, observers calculate, do not allow truckers to cover therr costs
Truckers accept these low rates m order to generate workmg capItal at the expense of theIr
productIve capItal they dlsmvest In so domg, they SUbSIdIse the state, m thIS partIcular
case, and shIppers m general

However, these rates are low only relatIve to the productIve capItal that IS competmg m the
central-comdor road-haulage market The maXImum effiCIency ofthese old vemcles IS, on
average, very low They break down often, are unsafe and have many aCCIdents, burn fuel
mefficlently, and cover only a modest dIstance each year over whIch to spread theIr fixed
costs The net effect IS that the overall cost of the servIces they prOVIde IS, paradOXIcally,
very mgh relauve to the cost m other parts of the world

DespIte the "extreme free market" model that apphes m some cases, some ofthese vehIcles
stay m busmess thanks to the "order of arrIval" method used by shIppers orgarnsatIOns for
allocatmg lomes to freIght at ports Under thIs system, the shIpper has hmlted chOIce m
whIch lorry Will carry hIS goods Rather than pIck one that looks as If It Will arrIve at the
destmatIOn WIthout breakmg down, he must take the one at the top of the queue ThIS
guarantees a mmlmum of freIght to older vehIcles, allowmg therr owners to keep them
runnmg when they should be scrapped

Informal-sector truckers have few formal busmess skIlls that would allow them to calculate
the cost of runrnng theIr vehIcle and thus make clear what pnces they should charge m order
to at least break even They perceIve no great benefits from preventIve mamtenance,
prefemng to reparr as and when necessary They keep low mventones of spare parts and use
mechanICS WIth httle or no formal trammg Reparrs may therefore take a long ume and be
makeshIft ThIs cost-IDlmmisatlOn mentahty means that they offer a servIce to shIppers that
IS not only expenSIve by world standards but also very uncertam

The accumulated mass of old, poorly-mamtamed, unsafe lomes m the central comdor
creates a huge mertla that wIll take a long tIme to change sIgmficantly However, recently
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Ghana and Mah have put hmlts on the age of Imported lomes Tlus measure should
gradually allow the average age of these countnes' fleets to drop

76 Road quality

Road quahty suffers due to overloaded lomes and msufficlent mamtenance In thIs area,
recent developments have been most encouragmg Structural adjustment programmes m the
road-transport sector dunng the 1990s have led Mllllstnes ofTransport to emphasIse mamte­
nance, rather than new constructIOn, and to set up autonomous "road funds" to fund mamte­
nance work, financed dIrectly from a vanety of sources (mcludmg fuel levIes) and overseen
partIally by road users, mcludmg truckers' organISatIOns Pnvate compames have taken over
most of the mamtenance work The road funds oversee theIr work and ensure that they are
paId Budget allocatIOns to roadworks have nsen

Tolls on stages along mam roads constItute part of the financmg for the road funds Agents
levy tolls as a functIOn not only of vehIcle sIze and speCIficatIOn, but also as a functIOn of
overloadmg, whIch IS penahsed heavIly To do tlus, Ghana and Mah are mtroducmg
welghbndges on mam roads PartIcularly when they partICIpate m road-fund declSlon­
makmg, truckers are content to pay tolls If they lead to well-mamtamed roads

77 Process

If the other constramts are hfted, truckers may not be suffiCIently orgamsed to play theIr part
m mcreasmg their flow, and there WIll stIll be too many of lomes

As mentIOned above, Informal-sector truckers - who domInate the sector In the central
comdor - are an mdependent group who reSIst strong grassroots organlsmg In BurkIna
Faso, they all belong to OTRAF, theIr unIOn, because they have no chOIce all Burkmabe
holders of cartes grIses for lomes are automatIcally members In Cote d'IvOIre and Mah,
they may be one of a multitude of small unIOns that mdlvldually have httle power and co­
operate m order to receive the largesse that the government shares between them In none
of these three cases does the umon operate forcefully and mdependently of government

In Burkma Faso, the government plays an Important part m settmg truckmg rates through
GCP, Its parastatal GCP sets low rates for the large share of the market m Importmg baSIC
foodstuffs In both Burkma Faso and Mah, the cotton companIes - whIch have slgmficant
government ownership - play an Important role m detennmmg truckmg rates for thiS
commodIty WhICh IS by far the most Important export by weight from both countnes

In Ghana, m contrast, GPRTU and the Road Hauhers' ASSOCiatIOn both have truckers as
members and appear to lobby government senously on theIr members' behalf Moreover,
the government plays a smaller role m the market m Ghana and so has less opportumty to
mfluence truckmg rates as a shipper

The umons should be workmg aggressIvely to restructure the mstItutlOns that perpetuate
truckmg mefficlencles However, except m Ghana, government tends to co-opt truckers'
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umons and form corporatIst allIances With them ThIS does not prevent UnIons strlkmg
agamst PDG abuses m these Francophone countries Governments may be content to allow
thIs actIvIty focussed agaInst one of ItS arms whIch IS mIsbehavmg, but not agamst the focus
of power

However, uneducated UnIon members are less lIkely to attam theIr goals It IS Important to
traIn truckers to do basIC accountmg (m order to determme when they're operatmg at a loss)
and to provIde them With mformatIOn about current market condItIOns and regulatIOns m
dIfferent countnes In addItion, theIr representatIves should be able to proVIde them With
adVIce and help when they want to adopt a modem-sector approach to problems

8 RecommendatIOns

Several rays ofhope emerge from the conclusIOns In partIcular, If the WAEN observatOlre
feeds contmual and credIble eVIdence of IrregularIties to a WIde audIence, government
leaders may be oblIged to stamp out at least the worst of the roadSIde corruption They may
also do so because they feel competmg combmatIOns ofports and routes are depnvmg theIr
major port of busmess Therefore, ECOWAS, UEMOA, CILSS and donors should support
the observatolre and gIve ItS results full conSIderatIOn

To reduce PDG corruptIOn Will reqUIre not only a restructunng ofmcentIves and penaltIes
wlthm each but also a change of leadershIp at the top of each servIce and contmumg
oversIght at the mlmstenallevel or hIgher WIthm governments Central-corndor countrIes
would, m general, be better served by fewer, better paId PDG agents With better trmmng and
technology, e g customs agents usmg laser-operated scanmng matenal

In the context of the creation of the UEMOA common market, ItS expected reVIew of the
rules underpmmng regIOnal trade and tranSIt should proVIde suggestIOns for a free market
for truckmg as part of the common market bemg created m the regIOn UEMOA's steps
towards the free market regulatIOns should be encouraged New workable rules on transport
and tranSIt WithIn UEMOA and Jomt border posts on common borders between member
states would proVIde fewer opportUnItIes for PDG agents to demand bnbes and delay lomes
Lmkages between thIs market and the non-UEMOA ECOWAS members, e g Ghana, should
be fostered

ECOWAS and UEMOA should contmue lIaIsmg over TRlE and TIE (whIch are ECOWAS
treaties), partIcularly the Issue of elImmatmg customs escorts (mcludmg the adaptIOn and
adoption ofthe grIlle plombe for regIOnal trade and the mtroductIOn of a regIOnally-managed
guarantee fund), equal access to freIght regardless of country of vehIcle ImmatnculatIOn for
truckers wlthm the regIOn, free access to use all roads, and umform documentation for
mternatIOnal shIpments

Direct bilateral agreements to promote eaSier trade should be pursued to allow mdividual
pans of countnes to go further still towards complete free trade These may later be
converted/mcorporated mto regIOnal treaties that cover more countries, ill a progreSSIOn
towards regIOnal mtegratIOn Sahehan states and Cote d'IvOlre need to deal openly and
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transparently WIth the Issues of the vIgnette tounstique and of the carte de seJour and the
carte professlOnnelle Once an agreement on Issues of thIs type have been made, there
should be a standard momtonng and evaluatIOn process the results of whIch should be
dIscussed at meetmgs whIch representatIves ofDNT from each country attend

The Burkmabe and MalIan governments need to reqUIre/encourage CMDT (Mall), SOFITEX
(Burkma Faso) and the Caisse de PerequatIOn (Burkma Faso) to auctIOn offparcels of freIght
nghts to truckers from throughout the regIOn, rather than fix pnces at levels that do not allow
cover theIr costs ThIS would allow the market to determme appropnate truckmg tariff and
would not nsk these monopolIes explOItmg mdividual truckers

Governments stIll need to address the Issue of elImmatmg delays and corruptIOn at the ports
The need for reforms seems to be most urgent at AbIdjan Port authontIes should streamhne
port procedures, mcludmg focussmg customs actIVIty on the mmonty cargoes statIstIcally
lIkely to contam contraband SystematIc scannmg of all cargoes WIth lasers or other
electroruc technology can speed up the selection of the sample to be unpacked and mspected
m detail 73

AbIdjan port authontles should conSIder enlargmg the warehousmg for cotton at the AbIdjan
docks - or at least the space made aVailable for unloadmg It - to aVOId seasonal unloadmg
delays for lomes arnvmg With loads of thIs commodIty Other ports may find It m theIr best
mterest to create competmg facl1ItIes for cotton exports

Instead of the "order of arnval" method for allocatmg lomes to freIght at ports, shIppers'
orgarusatIOns should mstlgate a transparent market whereby brokers (or the truckers
themselves) bId for lomes (that are aVailable for mspectIOn If reqUIred) and shIppers (or theIr
brokers) bId for haulage capaCIty

Truckers and shIppers must have legal equalIty m other states m whIch they have regIstered
and paid dues to do busmess Even If they do not enJoy full legal equalIty because ofcertam
legal preferences reserved for natIOnals, they should at least be able to have a court resolve
a dIspute WIthout feehng that the court has a bIas agamst non-natIOnals

A notIceable reductIOn m overloadmg and an Improvement m road qualIty should occur m
the next few years, at the same tIme as new road connectIOns WIll proVIde greater
competItIOn between ports to supply Sahehan markets Lower taxatIOn on vehIcles m Ghana
(already m place) and lower taxatIOn to whIch the UEMOA countnes have commItted
themselves (due m place m January 2000) WIll reduce the cost oftruckmg Governments
other than Ghana may not want to completely reduce the tax on Imported vehIcles but they
should reduce Import taxatIOn on newer vehIcles and tax more severely, or ban, older
vehIcles If delays and corruptIOn can be held m check, and shIppers have a chOIce ofports,
overall truckmg costs should drop conSIderably and truckers WIll be able to afford newer

73 ThIS technology should also be conSIdered m other, non-port CIrcumstances to speed up
customs mspectIOns
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vehIcles m better condItIOn ReqUIrements that vehIcles not exceed a certam age wIll, of
course, greatly help

Therefore, regIOnal orgamsatIOns and donors should support moves towards autonomous
road funds, financed at least partially by road tolls that strongly dIscourage overloadmg In
addItIon, BurkIna Faso and Cote d'IvOlre should, the two countrIes that have not put lImIts
on the age of Imported lomes, should do so

Road funds should auctIon the nght to run weIghbndges on major roads to the pnvate sector
The pnvate operators should charge lomes for road use on a basIS of fees that mcrease With
the damage they mflICt, With burdensome monetary penaltIes for overweIght lorrIes

AgencIes responsIble for road safety m each country should reVIse theIr rules on vehIcle
safety, publIcise and promote them, and more Vigorously enforce them 74 These nghts should
not be auctIOned off but retamed as a government oblIgatIon Truckers' umons should be
represented on adVISOry commIttees to these agencIes Donor aid should be made avaIlable
to support thIs development

Donors should work With truckers' unIOns to provIde two types of mformatIOn system
FIrstly, InformatIOn on backhaul freIght would be profitable for some truckers and shIppers
It would reduce tIme waItmg and the costs of lookIng for freIght (for the trucker) and of
lookmg for transport (for the shIpper) Secondly, InformatIOn on the regIOnal aVailabIlIty of
spare parts would reduce costs and tIme spent lookIng for them CompIlmg and dIstrIbutIon
of a IIstmg of spare-part stockists m central-corrIdor countrIes, With mformatIOn on
speCialIsatIOn by make ofvehIcle or types of spare parts, contact InformatIOn and languages
spoken, would save a lot of resources and keep lomes on the road for a hIgher proportIOn of
the tIme 75

A backhaul freIght mformation system and a lIstmg of spare parts dealers could usefully
reduce meffiCIenCIeS m the regIOnal trucking system However, these should not necessanly
be construed separately Both could form part of a Wider mternet-based regIOnal trade
mformatIOn system that would cover current freIght rates for standard routes, IIstmgs of
aVailable freIght, pnces offered for tyres and spare parts, market pnces for commonly
transported commodItIes, amvals of shIps at ports, etc Such a system would proVIde real­
tIme InformatIOn IndIVIdual truckers or traders would have free access to It m towns and
major markets, and theIr umons or aSSOCiatIons would have the responsIbIlIty of makmg It
aVailable to all members m other formats, e g newsheets Those who wanted custom­
formatted data or partIcular analyses would pay for these The system would also serve as
a wmdow on the world market and would promote West AfrIcan exports In ZImbabwe,

74 Governments do not need to dlscnmmate agamst old vehIcles already m the country, many
of whIch may be well mamtamed, they should allow the market to do that However, they
should dIscnmmate heavIly agamst poorly-mamtaIned, unsafe lomes
75 CompIlmg IIstmgs of stock held by each StockISt would clearly consume exceSSIve
resources
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ZIMTRADE acts as a successful comprehensIve trade mformatIOn system, financed by a
very small tax on trade However, such a system could be made to largely pay for itself

A weak lInk m the developments descnbed above IS the cohesIOn and dynamism of the
truckers themselves ThIS IS not true m Ghana where truckers UnIons lobby m theIr
members' selfmterest and have seats on the road fund on WhICh to do so However, m the
UEMOA countnes the unIOns have been sImultaneously gIven a monopoly of natIOnal
membershIp and co-opted by government ThIs declaws them and renders them meffectIve
Governments should remove UnIons' automatIc nghts to monopohes of membershIp and the
nght to collect money from lOrrIes leavmg ports or loadmg backhaul cargoes Truckers
should have the freedom to deCide to WhICh UnIons, If any, they WIsh to belong 76 At the
same tIme, donors should provIde aid m polIcy analYSIS and busmess management to UnIons,
promote formal short courses for mechamcs at local techmcal colleges, and help unIOns set
up courses for theIr members m lIteracy and book-keepmg UnIons should also buIld
relatIOns With each other m order to find a smgle VOIce WIth whIch to address UEMOA and
ECOWAS

Truckers should receive trammg to enable them to benefit from any polIcy changes brought
about to hberalIse the sector The unIOns should organIse to proVIde them WIth
• adult literacy trainIng
• baSIC accountmg so that each trucker knows the mmimum dIstance he must cover

annually to cover costs
In addItIOn, unIOn offiCIals should receIve busmess management, polIcy analysIs and
advocacy SkIlls On the other hand, Francophone-country governments may want to push
mformal-sector truckers towards the formal sector through restructurIng therr taxatIOn of the
sector, perhaps folloWing the Ghanaian model To modernise theIr fleets they may want to
consIder differentIally taxmg Imported mputs to truckmg If they follow Ghana's lead m
COmbInIng thIs With lImItmg the age of Imported lomes, thIS Will reduce the average age of
theIr fleets, complementmg the movement of mformal-sector truckers to the formal sector

As changes take place m the polIcy and mstitutIOnal enVIronments of central-corrIdor
truckmg, observatOlre reports should show consIderably faster Journey tImes between coast
and Sahel It should be possIble to double the average number of round-tnps from 1 5 to
three per month, at least for those WIth relIable enough lomes to do thIs The observatozre
should be retamed to measure elements lIke average Journey speed, as a measure of
Improvements attamed As It matures, It may be merged mto the regIOnal mternet-based
trade mformatIOn system that would also show changes m the average age of lomes
travellmg certam routes, the number of PDG checkpomts along these routes

76 SImIlarly, shIppers should be free to deCIde to whIch shIppers' assocIatIOns, if any, to
which they Wish to belong
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Abbas Traore, Inspecteur des Impots, Chefdes ServIces Contentieux,
DIrectIon de la LegIslatIOn et des Contentieux

DIrectIOn Generale des Douanes
Sonda Mane Antomette, Chef de la DIvIsIOn III

Mmistere des Transports PublIcs
Pascal Yameogo, Chef de ServIce d'Etudes Generales, NormalIsatIOn et EvaluatIOn

Programme d' Ajustement Sectonel des Transports
Sidiki SidIbe, Coordonnateur

Port Autonome d'AbIdjan, RepresentatIOn au Burkma et au NIger
Guede Ignace, Representant permanent

ConseI1 Burkmabe des Chargeurs
Hononne DambIa, Directnce du Trafic et Fret

OrganIsatIOn des Transporteurs Routiers du Faso (OTRAF)
Jean KI, Secretalre General
Mahamadl B Kabore, Secretalre Admmistratif

Syndicat des Chauffeurs
M Zerbo, PresIdent de la SectIOn de Bobo-DIOulasso

Compagme MantIme du Faso (COFAMA)
Nikema Marcel, Directeur-General
Armand ChrIstIan Ouedraogo, Directeur-General Adjomt

Independent transport consultant
Bonaventure Kere

Lorry dnvers
Mahammadu Apoloo (Ghanaian)
varIOUS (mostly Ghanaian) dnvers at Burkmabe-GhanaIan border
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Truckmg efficiency m West Africa's central corndor

GHANA

Mmistry ofRoads and Transport
Headquarters

Mr Mpare, DIrector of Fmance and AdnllmstratiOn
F K N Hagan, Deputy DIrector of Roads and Transport

VehIcle ExammatiOn and Licencmg DiViSion
J M Y AmegashIe, actmg Chief Executive
Daniel J Anumah, ASSistant Chief Techmcal Officer

Accountmg and Management InformatiOn Systems Umt (AMISU)
Alfred E Amoah, consultant

Mimstry of Fmance
International Economic RelatiOns DiViSiOn

Wilham Adote, Duector
Customs, EXCise and Preventative SerVIce

SAL Hammond, Deputy ComnllssiOner (Fmance and AdmimstratiOn)
Emmanuel K Imprmm, Pnncipal Collector-Customs

variOUS officers at the checkpomt on the Accra road, Kumasi
Internal Revenue Service

David Adorn, Commissioner
Janet Opoku-Akyeampong, ASSistant CommissiOner (Assessment)
Yaw Opoku, Inspector of Taxes, Tema Port Office

Ghana Road Fund Secretariat
FranCiS DIgber, Roads Engmeer

Ghana Pnvate Road Transporters' Umon of the Trades Umon Congress
Charles Ankomah, General Secretary
AlhaJi KarIm Iddnsu, Secretary, ArtIculator Branch, Tema
variOUS offiCials/members at the Northern DIstnct Branch, Tamale

Shippers' CounCil (Tema Branch)
J D Thompson, Branch Manager
Emmanuel Kwarteng, Shipper Services Officer

Quality Insurance Company Ltd
Raymond G ZuzIe, FIeld Underwnter

Multi-Plan Limited (Clearmg and Forwardmg Agency)
Nll AYltey Quaye, Jm, ShIppmg Officer

Lorry dnver
J K Asumang (Kumasi)
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MALI

Mlmstere des Fmances
FangatIgUl Doumbm, Consetller TechnIque

DirectIOn NatIOnale des Douanes
Mohamet Doucara, Chef du ServIce des Valeurs

DIrectIOn NatIOnale des Transports
Sanago Sma, Chef de DIVIsIOn Developpement des Transports

DIrectIon NatIOnale des Travaux Pubhcs
Doumbm Siaka, Chef de la DIVISIOn des Etudes Generales et de la ProgrammatIon

MUltI-Trans
SahfN'Dlaye, PresIdent Directeur General

Syndlcat Autonome des Transporteurs Internes Inter-Etats et des Mahens de l'Exteneur
Baba Couhbaly, SecretaIre General

COTE D'IVOIRE

Cabmet du PremIer Mlmstre
Niale Kaba, Chef AdJomt

DIrectIOn des Transports Terrestres
Ouattara Barthelemy, Directeur

DirectIOn NatIOnale des Douanes
Commandant Zebo

Mmistere de Fmances, ServIce des Impots
M Tuo

Lorry dnvers
vanous dnvers at Vndl customs lorry park, AbIdjan

FRANCE

Club du Sahel, Cellule d'AppUI au Developpement du Secteur Pnve
MIchel Courcelle
Patnck SevaIstre

Groupe Agence FranyaIse de Developpement (AfrIque de I'Quest)
Patnce Demau, Responsable de la DIVISIOn Infrastructure et IndustrIes
Gerard GUIllot, DIVISIOn Infrastructure et Industnes
Mimstere de la Co-operatIOn

Gerard Qhvlero
InstItut NatIOnal de Recherche sur les Transports et leur Securite

Amakoe Adolehoume, Delegue General SITRASS
mdependent consultant

BenOIt Nmmn
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Annexe 1

Annexe 2

Truckmg efficIency m West AfrIca's central comdor

Insurance

The drolt de traversee and vanants
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Annexe 1

Insurance

We should dlstmgUIsh between msurance for velucles, theIr loads, and the posslblhty that
then loads may dIsappear before the Importer pays Import dutIes ECOWAS legIslatIOn
reqUIres vehIcle msurance m the form of the Brown Card/Carte Brune, wluch provIdes up
to 90-days ofcover outsIde a velucle' s country of regIstratIOn In 1998, 90-day cover cost
750,000 cedIS (about US$ 375) for a 30-tonne Ghanaian lorry However, an aCCIdent m­
volvmg a GhanaIan lorry m a Francophone country can result m the vehIcle bemg
Impounded untIl the msurance claIm IS settled Delays result from dIfferent formats and
rules between the Anglophone and Francophone mterpretatIOns of the Carte Brune Delays
also result from the slow performance of the West AfrIcan bankmg and clearmghouse system
for foreIgn exchange It can take over a year for reImbursement to reach the party to be
compensated Tlus Issue could be resolved on a bIlateral basIS whIle ECOWAS works to
provIde a general solutIOn

Insurance of the load IS the busmess of the shipper Generally, extra-AfrIcan Imports have
msurance, as do shIpments by formal-sector AfrIcan compames Informal-sector
busmessmen tend not to msure theIr shIpments For example, shIpments of hvestock are
rarely msured As West AfrIcan shIppers become more formal m theIr busmess habIts they
WIll mcreasmgly Insure then cargoes If they want bank credIt to boost theIr trade they Will
be reqUIred to msure any cargoes thus financed

The TRIE conventIOn dIctates a smgle bond or guarantee agamst the dIsappearance of
shIpments on winch Import dutIes remam outstandmg Such a bond should proVIde a bond
agamst unpaId dutles on a slnpment The mabIhty of ECOWAS members to deVIse a means
of divIdmg up the bonds thus paId means that tins system does not work and that mdividual
countrIes Impose theIr own dIsparate guarantee reqUIrements
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Truckmg efficIency m West AfrIca's central comdor

Annexe2

The droit de traversee and variants

In Mall, truckers pay a drOlt de traversee for the nght to cross the country In return for thIs
payment and an IrntIal mspectIon, the government lImIts the number of checks on the lorry
as It meets road barrIers WIthm the country The revenue goes to three destmatIOns the
Treasury, a fund to finance purchases ofnew 10mes77

, and PDG servIces (as a top-up to theIr
salarIes) Wlthm the central corndor, only Togo has such a tax 78

Cote d'IvOIre has recently mtroduced "free-passage" wmdscreen stIckers pnnted by the
government and sold to truckers by the UnIons whIch, apparently, pay the revenue to the
Treasury In pnnclple, dnvers of lorrIes dIsplaymg them can travel through the country
WIthout hassles at checkpomts, much as those who have paId the drOIt de traversee do m
Mall It remams to be seen Ifthey WIll do so A 1998 scheme by the Ivonen CNC (a publIc­
pnvate partnershIp to promote trade m lIvestock and agncultural products) to
charge truckers for the pnvI1ege of aVOIdmg extortIOn equated to the the creatIOn of a para­
publIc socIete de convoyage

A Burkmabe trucker has proposed that, m return for a payment, lomes carrymg penshable
commodItIes should be allowed to dIsplay a "Penshable" SIgn that would allow them accele­
rated treatment at control posts Tllis too mIght reap benefits, but these schemes are second­
best strategIes creatmg ad hoc taxes or specIal cases WIthout settmg up a baSIC taxatIOn
system for road use and elImmatmg extortIOn

77 Tllis fund has never been used because the dIfferent truckers' UnIons cannot agree on how
to use It
78 In Togo, the drOIt de traversee IS known as the taxe de solzdarzte sur la mer
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