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INTRODUCTION

1. The present report has been prepared to describe the
strategies and action programmes of the West Africa subregion for
UNTACDA II.

2. This document was prepared on the basis of reports received
from IGOSs. It therefore should be seen as an initial synthesis of
the available information both on transport and communications
systems and the analysis thereof on the one hand, and on
sUbregional strategies and programme of action, on the other.

3. Since the data do not cover the sUbregion as a whole and
because the analysis does not cover all sixteen countries
concerned, the document remains general on some issues,
particularly the major problems to be addressed and the specific
strategies and activitles to be pursued in the effort to find
appropriate solutions.

4. Much use has been made of the CEAO transport survey extended
to include Togo (adding up to eight countries) and the major
findings could easily be extrapolated to cover other countries of
the SUbregion.

5. Owing to the limited number of NCC reports received (four out
of sixteen) the document only very superficially deals with
projects. This aspect should be SUbsequently developed on the
basis of the priorities decided on by member States.

II. PRESENTATION OF THE SUBREGION

Physical data

6. The West Africa sUbreg~on is made up of sixteen countries
covering a total surface area of 6,140 million square kilometres.
More than 40 per cent of this is desert, swampland and forest.
There are three land-locked countries (Burkina Faso, Mali and the
Niger), one island country (Cape Verde) and 12 coastal countries
(Benin, Cote d'Ivoire, the Gambia, Ghana, Guinea, Guinea-Bissau,
L~ber~a, Maur~tania, Nigeria, Senegal, Sierra Leone and Togo).

7. All the three land-locked countries are at least 1,000 kms
away from their main transit ports.

Socia-economic data

8. In 1988, the SUbregion had a population of 189.6 million Which
meant a mean density of 31 persons/sq. km. From 1980 to 1987, the
population grew at a rate of 2.9 per cent per year and this rate
should continue until the year 2000.
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9. The urbanization rate is very high. The urban population
accounted for 30 per cent of the total population in 1988 and grew
from 1980 onward at a mean annual rate of 5.9 per cent.

10. In all countries of the subregion, the mainstay of the economy
is agriculture with industry little developed and a rather average
tertiary sector.

11. The mean per capital GNP in 1988 was approximately US$399
while the GOP was US$62.09 billion. Only three countries of the
sUbregion are classified among the middle-income countries and the
remaining thirteen fall into the category of low-income countries.

12. As a result of the crisis created by a very sUbstantial debt
burden estimated in 1987 at US$64 b11lion 427 million (83 per cent
of that being official publ i c debt) and adverse climatic conditions
prevailing in certain countries the economy of the sUbregion did
not make any significant progress over the last decade.

13. The major indicators Characterizing this situation are the
following:

(i) The mean annual growth rate of GOP which was 3.27 per
cent for the period 1965 - 1980 fell to 1.47 per cent
over the period 1980 - 1988;

(ii) At least five countries have also experienced a negative
growth rate;

(iii) The terms of trade continued to deteriorate, falling from
the 100 index in 1980 to 94.5 in 1985 and 85 in 1987;

(iv) Both imports and exports continued to decline from 1980
to 1987 respectively from the figures of US$26.1 billion
and US$33.9 billion to US$15.2 billion and US$14.3
billion, respectively. In contract, cereal imports
increased from US$1.9 billion in 1974 to US$2.8 billion
from 1974 to 1987.

III. ANALYSIS OF TRANSPORT AND COMMUNICATIONS SYSTEMS

The place transport and communications in the economy

14. From the data ava1lable, it is not possible to assess what
part transport and communications play in the subregional economy.
What is known however is that in eight countries of the subregion
(CEAO member countries plus Togo) the share of the transport sector
in GDP ranges from 7 to 10 per cent. Moreover, transport and
communications would seem to account for 8 per cent of total
household consumption.
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Presentation of transport and commun1cations systems

Transport systems

15. All the transport modes (road, rail,
lesser extent inland water transport) are
subregional transport systems.

Road transport

Infrastructure

air, maritime and to a
represented in the

16. The road transport mode dominates in overland transport.

17. The current road network of the subregion is made up of about
154,000 km. of major roads constituting the classified network and
of 155,000 km. of secondary unclassified roads, making a total of
319,000 km.

18. Of the classif ied network 62,000 km, or 40 per cent are
surfaced roads and 92,000 km. earth roads. The total road density
is 5.2 km/l00 sq.km. In terms of major roads, the road density is
not more than 2.5 km/l00 sq.km. but given the fact that about 40
per cent of the total surface area of the subregion is not
habitable, the figure comes 4.2 km/l00 sq.km. The surfaced road
network links the capitals to the major towns of the countries and
links up the capitals of the various countries. This is a
relatively well maintained network with 58 per cent being in good
repair, 17 per cent average and 25 per cent in poor repair.

19. In contrast, the earth road network is much less properly
mai.rrta aried with 11 per cent being in good repair, 31 per cent
average and 58 per cent in poor repair.

20. From the standpoint of the physical integration of the
sUbregion, the basic road network on which such integration would
be based is made up of, on the one hand, transverse highways
commonly referred to as corridors and which open up the three land
locked countries of the sUbreg10n, namely: Burkina Faso, Mali and
Niger and, on the other hand longitudinal highways (the trans
coastal highway linking up the coastal countries and the trans
Sahel ian highway linking up the land-locked countries).

21. The current status of infrastructure in the transport
corridors linking up land locked-countries is as follows:
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Burkina Faso corridors

22. Nearly 98 per cent of the international traffic of this
country goes along the following three corridors:

(a) The Abidjan - Bobo Dioulasso - Ouagadougou railway;

(b) The Abidjan - Bobo Dioulasso - Ouagadougou highway;

(c) The Lome - ouagadougou highway.

23. The Abidjan - Ouagadougou railway is 1,118 km long with a
metric gauge and has relatively adequate running characteristics in
terms of layout and axle load.

24. The Abidjan - Ouagadougou highway is 1,118 km long and fully
surfaced and properly layed out. The Lome- Ouagadougou highway is
967 km long, also tarred and fairly well layed out.

Mali corridQrs

25. About 99 per cent of Mali's international traffic passes
through the following corridors:

(a) The Dakar - Bamako railway;

(b) The Abidjan - Bamako highway and secondly, the Abidjan 
Ouagadougou railway and the Ouagadougou - Bamako highway.

26. The 1,230 km-long Dakar - Bamako railway is in relatively good
repair while the Abidjan - Bamako highway is entirely surfaced and
well layed out.

Niger corridors

27. Nearly 92 per cent of the Niger's international traffic
transit through the following three corridors:

(a) The combined rail- road route linking cotonou, Parakou
and Niamey;

(b) The Lome - Niamey highway;

(c) The Lagos - Niamey link which can be travelled entirely
by road or by a combination of road and rail.

28. The road and rail combination from Cotonou to Niamey is 1,060
km long with 438 km being railway and 622 km being highway. While
the railway is in a satisfactory state of repair the highway is
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entirely tarred. The Lome - Niamey highway link has a total length
1,241 km which is fully tarred and well layed out.

29. The Lagos - N1amey highway link has a length of 1,525 km and
is fully tarred. The comb1ned rail and road link from Lagos to
Niamey includes 1,150 km of good railway and 935 km of tarred road
making a total of 2,086 km.

Trans-African highways

30. According to information provided by ECOWAS, 88 per cent
(4,023.5 km out of 4,563 km) of the Nouackchott - Lagos trans
coastal highway is tarred, while the Dakar - N'Djamena t ran s 
Sahel ian highway is 83 per cent (3,509 km out 4,232 km) tarred
excluding feeder links.

31. For the trans-coastal highway, the untarred segments are in
five countries only (80 km in Cote d'Ivoire, 156 km in Liberia,
178.5 km in S1erra Leone, 125 km in GU1nea and 61 km in Guinea 
Bissau). For the trans-Sahelian highway, the segments yet to be
tarred can be found in three countries only (Senegal: 208 km, Mali:
424 km and Burkina Faso: 131 km).

32. While the untarred segments of the trans-coastal highway
represent a genuine handicap to inter-state transport, the same
cannot be said of the trans-Sahel ian highway.

33. Indeed, the railway 1S used for trade between Mali and Senegal
wh1le between Mali and Burkina Faso, Bamako is linked to
Ouagadougou by two other tarred roads although those roads make the
distance longer by 211 km and 275 km.

Road vehicle fleet

34. Up-to-date data on the road vehicle fleet for the SUbregion as
a whole are not yet available. However, using 1983 estimate of
slightly more than one million vehicles with a per capita density
of about 6 veh1cles, it may be estimated that the vehicle fleet in
1988 was 1.2 million at the same density. This is however only a
very rough estimate.

35. For the CEAO member countries in addition to Togo (a total of
eight countr1es) the vehicle fleet totalled 358,374 in 1988, that
is, a density of 6.8 vehicles per inhabitant. The subregion, the
average age of vehicle is relatively high (with 80 per cent being
more than five years old and nearly 45 per cent of that number
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being more than ten years old) and the average annual d~stance

travelled by lorries and articulated vehicles ranges from 42,000 km
to 48,000 km which denotes a low rate of productivity.

36. The observations made in the CEAO region, which has the
highest per capita density of vehicles because of the low
population density both in terms of the age of the vehicle fleet
and the low productivity of goods transport vehicles, should hold
true for the sUbregion as a whole.

Rail transport

Infrastructure

37. The railway network in the West Africa sUbregion covers a
total length of 10,188 km divided into three different gauges:
1,435 rom over a distance of 1,179 km; 1,067 rom over a distance of
4,536 km and 1,000 mm over a distance of 4,473 km. This network
includes 12 national rail networks (a) Benin, Burkina Faso, Cote
d'Ivoire, Ghana, Guinea, Liberia, Mali, Mauritania, Nigeria,
Senegal, Sierra Leone and Togo three of which are for transporting
mineral ores, (b) Liber~a, Mauritania and Sierra Leone.

38. From the standpoint of the physical integration of the
sUbregion only six national networks can be used sUbregionally
(Benin, Burkina Faso, Cote d'Ivoire, Mali, Nigeria and Senegal) and
the few existing inter-connections are only for four countries
(Burkina Faso, Cote d'Ivoire, Mali and Senegal). The inter
connected networks were the only inter-State networks that existed
in the past.

39. Nearly all the railway infrastructure of the sUbregion was
built at the beginning of the century. The tracks are old and
characterized, particularly for the pUblic transport networks by:

(a) A poor ballasting resulting in lack of stability for
certain sect~ons;

(b) The limitation of axle load as a result of the
unsufficient weight of certain rails;

(c) A light sleeper on many tracks.

Railway equipment

40. In 1988 the railway equipment of public transport networks
(excluding Nigeria) by 1988 comprised 269 line locomotives, 7,872
goods transport wagons, 768 vehicle-carrying trailers and 48
railcars.
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41. In the CEAO zone, extended to cover Togo, which has six out of
the nine pUblic transport networks in the subregion, the railway
equipment:

(a) Is largely out-dated (more than 60 per cent less than 20
years old);

(b) Has a higher ava~lability rate of equipment for goods
transport than for passenger transport (72 per cent as against 51
per cent);

(c) Has a high reserve capacity for goods transport.

42. The above characteristics should also apply to the three other
pUblic transport networks in Ghana, Guinea and Nigeria.

Rail\Olay traff ic

43. Available data on the six pUblic transport network of the CEAO
zone, extended to Togo, has made it possible to estimate the
passenger and goods railway traffic in 1989 as follows:

(a) Five million passengers, accounting for 924 million
passengers/km. This traffic declined steadily between 1979 and
1989 in all the networks;

(b) 1. 7 nn Ll.Lon tons of goods, represent~ng 1.1 million
tons/km this traffic increased an average by 1.9 per cent per annum
between 1979 and 1989.

Telecommunications

44. Generally, the telecommunications equipment of the region's
railway networks is outdated and requires much effort to be
mOdernization.

Air transport

Airport infrastructure

45. Each country in the sUbreg~on has an ~nternat~onal airport.
The airports, however, have very different runways (length ranging
from 1,200 to 3,900 m) and navigational aid equ~prnent.

46. Although some of the runways are unable to accommodate wide
bodied planes, most of the a~rports have a capacity for at least 12
flights a day. There are also many other secondary airports some
of which have been developed to accommodate wide bodied planes on
a regUlar basis.
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47. Efforts made during the Decade to rehabilitate and improve
airport infrastructure to meet international service standards have
made it possible to bring the infrastructure up to a satisfactory
status.

48. However, the navigational aid equipment still need to be
modernized.

Air fleet and traffic

49. The sUbregion has 15 airlines, three of which operate long
distance flights. six generate sUbregional flights to neighbouring
countries and six are non-operational. In 1988, the sUbregion's
air fleet was 46 aircraft, 27 of which were wide-bodied. That same
year, the traffic operated by the airlines of the subregion was:

(a) 1.13 million passengers on international and sUbregional
routes;

(b) 1.07 million passengers on domestic routes;

(c) 53,170 tons of international freight;

(d) 5,540 tons of freight within the country.

50. The West Africa sUbregion has about 22 major sea-ports. Of
these, five large ports operate at the sUbregional level, serv~ng

trans1t ports of land-locked countries.

51. In 1986, the total length of wharf was 229,740 m, and the
total storage surface was estimated at 1,600,000 sq.m.

52. During the first Decade, the infrastructure and equipment of
the subregion's ports were rehabilitated and modernized enabling
them to meet shipping technological developments and to improve
condit10ns for goods transit. The ports of CEAO zone, extended to
include Togo, for which recent information is available, have the
following character~st~cs:
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ClUAYS STORAGE II
DESCRIPTION LINEAR NUMBER PLATFORM TRANSIT TOTAL TRANSIT CONTAINER

BERTH H HA -SHED TRAFFIC TRAFF IC TRAFFIC
SQ.M MIllIONS THOUSANDS NUMBER OF

OF TONS OF TONS BOXES

Abidjan 28 4,555 68 130,845 9.4 470,000 178,973

Dakar " 8,326 46 63,500 5.5 280,000 70,370
Mall Only

Lome 1,230 24 56,850 I 9 724,700 38,607

Cotonou 12 1,965 23 57,000 1.2 263,700 15,536

Nouakchott 2 141 2. I 1,200 -
Wharf " 585 4.5 7,908 0.5 8,505
Port

San Pedro 6 735 8 13,800 0.9 - 12,441

The big shipping concerns

53. The West Africa SUbregion has a total of 15 by Shipping
business in nine countries (Benin, Cote d'Ivoire, Gambia, Ghana,
Guinea, Mall, Nigeria, Senegal and Togo). Three of these councraas
namely, Cote d' Ivoire, Nigeria and Senegal has more than one
Shipping concern each.

54. All these shipping concerns put together operate 44 ships nine
of Which are for freight, and have a total capacity of 507,000 TPL.
The ships are generally polyvalent cargo ships. Nearly, 64 per
cent of the ships in operation in the subregion is over ten years
old. These ships should, of necessity, be renovated between now
and 1995 in order to avoid exorbitant operating costs for the
shipping lines so as to deprive them from being competitive vis-a
vis none-African shipping concerns.

55. Three of the 15 shipping concerns has no ship and live on the
reconveyance of traffic rights to conferences operating on the west
African coasts.

56. In the CEAO zone, extended to include Togo, of the eight
shipping lines only one (La SITRAM) has a suff!.cient number of
fleets to make frequently calls, thus staying competit!.ve on the
market of regular freight lines. However I the ships of this
company are already 12 to 13 years old and need to be renovated in
order for the company to maintain its competitivity.
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Inland Water transport

57. The hydrographic network of the subregion comprises three
major rivers: River Gambia, River Niger and River Senegal.

58. These very long rivers are, however, not navigable during most
of the year owing to winter variations in water level and to sand
and/or silts. Consequently, inland water transport is currently
little developed in the subregion, remaining localised and
seasonal.

communications

Telecommunications

59. The national network of West African countries comprises 1,281
automatic exchanges with a capacity of 690,992 lines, and
international transit centres with a capacity of about 10,785
inter-urban circuits of which 4,848 are used for inter-connection
with countries of the subr'eq i on through micro-wave, sUb-marine
cable and satellite links.

60. The direct lines connected by December 1988 were 460,369 which
accounted for 66 per cent use of the capacity supplied. The
density of the major lines was 0.24/100 inhabitants only, which was
below the average figure of 0.72/100 inhabitants for the African
continent as a whole.

61. A close analysis of the system used in the network shows that
604,963 exchange capacity lines are of analogue material of the
stage-by-stage and cross-bar systems, while 62,849 lines only, or
9 per cent of the total capacity, are digital.

62.. Inter-urban services are provided by the three types of
transmission systems mentioned above. The micro-wave links of the
PANAFTEL programme have reached a reasonable operating level and
the results are constantly improved through the installation of new
lines and solar energy supply for some repeaters. The sub-marine
cable pz-ova.des a major link for coastal countries and the 161
satellite circuits interconnect most countries of the sUbreg~on.

63. A recent analysis of traff1c distribution in the sUbregion
shows that the final destinations of 25 per cent of the total
outbound traffic are countries of the sUbregion while 5 per cent
are routed to other African countries. Hence, most of the total
traffic (70 per cent) end in non-African countries. It should be
noted also that with the 30 per cent of the total traffic ending in
African countries, it has been possible to avoid using non-African
transit centres. The analysis show that from 1986 to 1988, traffic
routed through non-African centres fell from 15 - 20 per cent to 5
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per cent. This improvement was possLble because of the increased
use of satellite circuits, the improvement of certain micro-wave
links and the use of digital technology for the international
exchanges.

64. In spite of these satisfactory developments in the use of
existing infrastructure, the tapping of the network potentials has
been obstructed by to poor maintenance which has led to some micro
wave lengths go Lng out of operation. It is, therefore, necessary
to examine closely the necessary practices and organizational
arrangements and to take corrective measures to fill the gaps
caused by a non-rational use of existing telecommunications
networks.

Postal services

65. The analysls of postal services was not done on a sUbregional
basis. However, the general approach for the Whole African
continent should reflect the sltuation in each sUbregion.

66. The total postal network in Afrlca is made up of 32,000 post
offices Which account for only 6 per cent of the world postal
network. The density of the network is one post office to 20,000
people, which LS well below the target percentage of one post
office to 6,000 people set by the Universal Postal Union (UPU).

67. The legal framework of the government no longer meets current
demand for modern and efficient postal services. The management
staff of postal services do not have the requisite training to
enable them to carry out postal serVLces efficlently and post
offices themselves are ill equipped. There is a general dearth of
financial resources for the development of the network. The low
price policy adopted weakens the position of postal administration
in terms of mobilization of internal resources for expanding and
improving their serVlces. Perhaps, government does not accord a
SUfficiently hlgh priorlty to these services in their
communications development efforts.

Organizatlonal and instltutional framework

In the transport subsector

68. The administrative organization of the transport subsector of
countries of the SUbregion generally reflect the system left behind
by the colonial administratlon.
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69. The various transport modes were placed under one or several
ministries comprising technical modal departments Wh1Ch oversee
pUblic or semi-public autonomous institutions.

70. In all the countries, road, rail, airport and port
infrastructure are almost exclusively under the control of the
government or autonomous public or semi pUblic organization.

71. The rail and air transport services are generally provided by
public and parastatal enterprises. The passenger and goods rail
transport enterprises of the sUbregion are all public or parastatal
enterprises and enjoy monopoly.

72. Also, the airlines are all either national companies or semi
pUblic companies w1th majority State shareholding.

73. In the maritime subsector, privately owned companies cohabit
with pUblic or semi-public companies. Thus, five of the fifteen
big shipping lines of the SUbregion are privately owned. However,
owing to the structural adjustment policies, states are
increasingly with drawing their involvement in air transport
shipping in favour of privatization.

74. With regard to road transport, inter-urban passenger and a
goods transport services are generally left to the public sector,
but in some countries there is also pUblic or semi-public
participation.

75. Road transport services are often shared by a limited group of
parastatals or private companies with a considerable fleet of
vehicles and a modern organizational structure on the one hand, and
a large number of small- and medium-scale private enterprises
having a very limited number of vehicles and managed rather
informally.

In the commun1cat1ons sUbsector

76. Here services are generally provided by publ1c institutions
which are granted monopoly.

77. In many countries of the subreglon, the current trend is to
separate telecommunications from postal services.

78. Telecommunications are entrusted to national companies which
are directly managed like private companies.

79. As for postal services, they are either provided by the
government or by pUblic establishments that are subsidized in order
to balance their accounts.
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80. In the whole sUbregion, postal services are faced with
increasingly stiff competition from international private companies
that operate rapid courier services.

Policy. co-ordination and management

81. Countr1es of the subregion are members of
following economic integrat10n organ1zations:
MRU.

at least one of the
ECOWAS, CEAO, and

82. In the transport and communications subsectors, the policy of
all these organizat10ns is:

(a) To develop and modernize infrastructure, especially for
inter-State links;

(b) To facilitate the opening up of land-locked countries;

(c) To harmonize legislations in order to facilitate the free
movement of goods, services and people;

(d) To promote the estdblishment of transport and
communications equipment manufacturing industries;

(e) To develop training in all f i.e Lda of transport and
communications.

83. From the stand point of the physical integration of the
SUbregion, the policy of states is reflected in the programmes of
the IGOs mentioned above which constitute the framework for
SUbregional cooperation and coordination.

Regulations and agreements

Regulations
84. The major regulations currently In force in countries of the
SUbregion are on access to the road transport profession and on
tariffs.

85. Generally, access to the road transport profession is free.
Permission to operate transport services is based on possessing a
vehicle Wh1Ch 1S in a good work1ng condition. The vehicles are
therefore made to undergo periodic technical inspection.

86. with regard to road transport tarIffs, the current practices
are as follows:

(a) The maritime freight rates are negotiated with the Liner
Conferences by the Union of African Shippers;
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(b) The international air transport passenger fares are fixed
within the framework of sUbregional cooperation;

(c) The national transport fares are generally fixed by the
government, especially urban and inter-urban passenger transport
fares and fares for the transport of essential strategic products.

87. Since the cost pr i ce is hardly known, transport fares are
rarely based on them; rather they are governed by public service
obligations and considerations, soc1al pressure on consumer prices
or by the competitiveness of certain products.

88. The adoption of fares that are lower than the producer prices
of services and the none regular review of such fares result in the
cost of the use of infrastructure not being adequately covered.
This does not allow transporters to obtain sufficient resources for
maintenance and transport companies are unable to renovate their
equipment.

89. These facts apply particularly to road and rail transport.
Airport and port management organizations are generally able to
cover their costs.

Agreements

Facilitation of land transport

90. For the facilitation of land transport, the West Africa
SUbregion has many international agreements among which are:

(a) An inter-state road transport convention (TRIE);

(b) An international road t r ans ac-econvent.Lon (TRIE) which
establishes a system of customs-free transit, especially for land
locked countries;

(c) A vehicle insurance agreement that is valid in all the
countries and operates through "Brown Card".

91. Apart from these agreements binding all the states of the
SUbregion, there are bilateral agreements, particularly between
coastal and land-locked countries. Such agreements are based
mainly on the sharing of road freight and international rail
transport (TIF).

92. The TRIE Convention sets technical standards for vehicles,
imposes periodical state control of vehicles, prohibits foreighn
vehicles from operating domestic transport, limits their operation
on dearly defined lines, requires that vehicles should carryon

rd an international transport licence, an insurance policy
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covering all third-party damages and a vehicle letter for
international transport. It also establishes the principle for
freight sharing among signatory States on quota basis and
recommends the establishment of freight offices.

93. The Convention establishes a customs-free transit system by:

(a) Fixing technical p Lumbanq , and sealing standards to
ensure that transit goods declared are not discharged illegally
along the way;

(b) Establishment of a document bearing control visas
covering good;

(c) Fixing a compulsory surety to be provided as a guarantee
designed to help the customs to control offences.

94. On the international railway transIt (TIF) for states that
have accepted it, namely, Burkina Faso, Mali and the Niger, the
railway companies are responsible vis a vis the customs for the
goods that they are transporting from one end to the other.

95. The bilateral freight sharing agreement signed between land
locked countries (Burkina Faso, Mali and the Niger) and the transit
countries (Cote d'Ivoire, Benin and Togo) offer two thirds of the
traffic to transporters of the land-locked countries and one third
to those of the coastal countries.

Maritime traffic rights

96. All the states of the SUbregIon are sIgnatories to the code of
conduct for liner conferences Which grants them the right to
transport 40 per cent of their maritime freight.

97. In application of these rights, countries of the SUbregion
compel shipers to seek permission for the reservation of holds
(ARC).

Air traffic rights

98. Seven States of the subregion are signatories to the Yaounde
ConventJ.on on the establishment of a joint "Air Afrique". This
company thus enJoys the air traffic rights of these states and has
monopoly over ground support activitIes, passengers and aircraft in
international airports of member countries.

99. Apart from these general agreement, traffic between countries
of the SUbregion is regUlated by bilateral traffic rights
agreement. In 1986, in the SUbregion as a whole, 136 air transport
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agreements were signed, 62 of which were between member States of
the Yaounde Treaty and other African States.

IV. SURVEY OF THE TRANSPORT AND COMMUNICATIONS SYSTEMS

Transport

The positive points

100. In the area of transport, the West African sUbregion has
positive points the major of which are:

(al A sUfficiently developed land transport infrastructural
network that would allow for a fairly good phys~cal integration.
More than 80 per cent of the trans-African highways linking almost
state capitals is tarred except those linking a group of four
adjoining countries which are yet to be tarred;

(b) Each of the three land-locked countries of the sUbregion
has at least two corridors with sUfficiently good transport
infrastructure. All the road links of the corridors are tarred
except that between Dakar and Bamako. Besides, the infrastructural
capacities are more than the current trade volumes even in the
context of medium-term forecasts. In some corridors, there are
mixed links allowing for inter-modal coordination between railways
and roads;

(cl There are multilateral and bilateral facilitation
agreements;

(d) There are in most States of
shippers organ~zations will participate
trade and in traffic distr~bution;

the sUbregion national
in negotiations on free

(e) There are also many unsaturated international airports,
some of which can accommodate all kinds of wide-bodied aircraft.

101. With regard to telecommunications, the subregion has an
integrated telecommunications network which allows for direct
connections between almost all the capitals of countries. Only the
Bamako - Conakry and Bamako - Nouackchott sections are still not
linked by the PANAFTEL network.
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The weak points

102. The major weak points of the West Africa sUbregion with regard
to transport are:

(a) Poor state of over transport infrastructure;

(b) The non-implementation of the facilitation agreements in
the whole sUbregion, which constitutes a major bottleneck in
international traffic;

(c) The transit traffic is handicapped by numerous customs
and police administrative pesterings;

(d) Highway regulations and codes as well
standards and control have yet to be normal~zed;

as axle
'.'

load

,
(e) The states are in a dilemma on the one hand between low

road transport rates which makes it impossible to renovate.fleets
of vehicles and, on the other, the need to pay for the use.of road
infrastructure for the maintenance of such infrastructure;

(f) The few ~nter-State ra~lway connections in the. sUbregion
are handicapped by lack of cooperation on the part of the countries
concerned in their operations and, in particular, for trade
purposes;

, .
(g) The merchant Ships of the subregion are insufficient

generally outdated and uncompetitive;

(h) The costs of maritime transport are still high owing to
poor management by the states of the traffic rights granted to them
by the Code of Conduct for liner conferences, and also owing to
insufficient cooperation among West African shipping lines;

(i) The poor cooperation among states in their air transport
policies as reflected by their protectionism in the granting of
traffic rights, the insuff~c1ency of facilitation in airports, the
existence of numerous small a i r l rnes that are econcnu.caLry unviable
due to the narrowness of the market and high fares;

(j) Insufficient consul tation and cooperation among airlines,
result~ng an mediocre quaLi.t.y of services exemplified by such
inadequac1es as uncoordinated timetables, numerous stopovers and
frequency of flight uncertainit~es. This also results in
difficulties 1n a1rcraft purchase, maintenance and 1nsurance;

(k) Both the Shipping and air transport companies have
excessively high operating costs which makes it difficult for them
to be competit1ve at the international level;
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(I) There is a lack of operating skill on the part of small
road transport enterprises in the sUbregion;

(m) The equipment for all transport modes is outdated;

(n) There are no complete and reliable statistical data and
no mechanisms for regularly updating them.

The constraints

Economic constraints

103. The West African subregion currently faces a difficult
economic situation.

104. Most of the states of the sUbregion are currently overburdened
by the IMF - and World Bank - controlled structural adjustment
programmes, heavy state debt and withdrawal of development
assistanceance result of the current international situation, and
having as a consequence for the States the following:

(a) The reduction of the states I freedom to define their
development policies and priorities;

(b) The adoption by donors of concerted attitudes and the
role of the World Bank as the agent of the other donors to control
investment programmes of states and even their policies;

(c) The reduction of investment owing to the smallness of
resources provided by donors and the imposition of very severe
profitability criteria.

105. Given the high dependence of the economies of the States to
the external market, especially of manufacture products, they are
faced with very high costs of infrastructure establishment and
maintenance and of transport equ1pment and spare parts.

Physical constraints

106. The greatest physical constraint in the West Africa SUbregion
is drought which has an fact been afflicting at least seven
countries of the SUbregion for the past 10 years. Three of the
affected countr1es are largely in the Sahara.

107. This constraint has, at least, two adverse effects, namely:

(a) Having to allocate considerable resources to water,
reforestation and desertification control projects. The negative
impact of this is that resources are not available to the other
sectors, particularly transport infrastructure;
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(b) High cost of road infrastructure maintenance, especially,
for certain Saharian countries.

108. other forest countries of the sUbregion
adverse physical conditions which result in
expenditure and investment costs on
lnfrastructure.

are also faced with
excessive recurrent
surface transport

109. The construction of
material obtained locally.
transportation and results

Institutional constralnts

road structures requires the use of
This means the need for long-distance

in high road costs.

110. All the states of the sUbregion find it difficult to set up a
system for offestting the cost of infrastructure use, which would
enable them to generate sufficient local resources to cover re
current infrastructure infrastructure cost.

111. The significant differences
regulations fashioned after those of
(Which were also diverse) do not
standardization.

in the national transport
the former colonial countries
make for harmonization and

112. The many duplications of national training institutions result
in difficulties in the normal operations of such institution, and
in maintain1ng the quality and continuity of training.

Problems and constraints in the communications sector

Telecommunications

113. The dlfficulties and issues considered by the sectoral report
on telecommunications and broadcasting have made it possible to
define areas in wh1ch the spec1fic problems of the subregion could
be identified. The maln 1ssues and difficulties are as follows:

(a) Inappropriate structure
telecommunlcations organizations;

and management of

(b) Unsatisfactory
networks;

maintenance of telecommunications

(c) Lack of short- and medium-term development plans;
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(d) Constant dearth of experienced and skilled manpower;

(e) Lack of appropriate policies to improve management and
promote resource mobilization.

114. Of the above-mentioned issues, those under columns (a), (b)
and (d) have been identified as the major problems requiring
appropriate measures with a view to improving the quality of
service and securing rationale use of existing infrastructure.

Postal services

115. The following are the major diff~culties and problems impeding
the development of postal services:

(a) The choice of transit centres wh~ch very often create
delays in mail distribution;

(b) Lack of sufficient attention to the development of postal
services in rural areas;

(c) Lack of an organizational structure capable of providing
the modern postal services currently required;

(d) Inadequate attention to human resources development which
would ensure operational effic~ency as well as efficiency in the
provision of all forms of postal services, namely, mail, parcels
and financial services;

(e) Non-availability of an appropriate manufacturing
establishment for the production of postal material.

v. UNTACDA I PROJECTS

116. The aim of this chapter is to give an idea of the subregion's
priorities under UNTACDA I. oWing to lack of information, it will
not be poss~ble to give the exact status of implementation of these
projects, although such an analysis would have been usefully and
helpfully added to the UNTACDA II programme to make for a
continuity of policies and actions.

117. For the road subsector, more than 90 per cent of the UNTACDA
I projects was based on construction or study of the missing
sections of trans-African highways and the highways for opening up
land-locked countries.

118. Next in the priority of projects of the subregion's programmes
where maintenance and rehabilitation projects only two countries
retained professional training projects for drivers and for vehicle
technical control.
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119. In evaluating the roads and road transport subsector in
UNTACDA I, it 1S recommended that UNTACDA II should place emphasis
on:

(a) The study of minimum standards for road construction;

(b) The study and implementation of appropriate regulations
for the control of vehicle axle load;

(c) The harmonlzatlon of vehlcle weight and dimensions;

(d) The study and implementation of the harmonization of
highway codes and fares;

(e) The implementation of
facilitation measures;

international road traffic

(f) The instltutionalization of infrastructure maintenance.

120. The rail transport subsector programme stressed the following:

(a)
proJects
d'Ivoire

Feasibility studies and execution of
between Guinea and Mali, Benin and

and Mali, and the Nlger and Nigeria;

inter-connection
the Niger, Cote

(b) Projects for track and material, rehabilitation and
renovation;

(c) A stUdy on the manufacture within the community of wagons
for CEAO member countries.

121. An appraisal of the ra1l transport subsector revealed that
there has been some genuine development of the rallway system as a
result of the various procurement, rehabilitations and achievements
under UNTACDA I, but that some aspects, particularly management,
planning, fares, and p011Cy harmonizat10n, fell short of the levels
expected.

122. The appraisal also revealed that only two out of four inter
connection proJects were preceded by prefeasibility and feaslbility
studies.

123. With regard to marltime transport under the UTNACDA I
programme, the West Africa SUbregion mainly concerned itself with
the many projects under the Ministerial Conference of West African
states, the Centre for Maritime Transport (CMEAOC), the United
Nations Conference on Trade And Development (UNCTAD), and CEAO.
These projects covered training, deflnition of a mar1time transport
programme, management of shlPPlng lines, establishment of regional
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consortia for maritime transport corporations, harmonization of the
maritime legislations of countries, development of coastal shipping
within the subregion, establishment and modernization of
shipbuilding yards, establishment of a multinational shipping line
and establishment of multinational shipping lines for bulk
transportation.

124. These measures were based mainly on technical assistance
studies which should be evaluated before preparation of the UNTACDA
II programme.

125. concerning the ports, most of the sUbregion's projects were on
port extension, construction of warehouses for land-locked
countries and then training as well as development of productivity.
At the sUbregional level, the study and purchase of equipment to
constitute a dredging pool have been maintained as well as the
study to establish container terminals and RO/RO.

126. Both projects should also be evaluated in order to identify
areas to which the UNTACDA II programme should be extended.

127. An evaluation of the ports subsector has revealed that most of
the port extension projects and projects for the construction of
sheds transit for land-locked countries have been carried out
while, on the other hand, there has been little achievement in the
area of training, harmonization of statistics and policies and
improvement of productivity.

128. The inland water transport projects have been based mainly on
studies on river navigability, including construction of river
ports. There were regional projects for the establishment of an
inland water transport school in West Africa, the updating and
harmonization of the legislations of countries on inland water
transport and pollution control along inland waterways and in river
ports.

129. However, for all the regional actions taken, neither a project
initiator nor a project management autonomy had been identified.
It is, therefore, very probable that none of these actions was
carried out during UNTACDA I.

130. Moreover, the evaluation of the inland water transport sector
has highlighted the need for the following measures under UNTACDA
II:

(a) A regional and subr-eq i onal cooperation for the
development of inland water transport;
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(b) Improvement and development of data on inland water
transport;

(c)
transport
transport

A good inter-modal coordination between inland water
and the land transport modes in order to make all the
systems more efficient;

(d) A feasibility study for the development of inland water
transport in order to promote the expansion of this subsector.

131. On multimodal transport, the only actions defined under the
UNTACDA I programme which truly dealt with this issue were carried
out by ECA and UNCTAD. They were on the development of multimodal
transport in Africa, study on the establishment of a regional
transport institute and transit assistance to land-locked
countries. A pre-evaluation of these measures should be done
before new projects are defined for UNTACDA II.

132. The air transport projects of the West Africa SUbregion under
UNTACDA I comprised mainly the expansion of existing international
airports and the construction of secondary airports. There were
only two training projects and two small policy definition
projects.

133. At the SUbregional level, the project for the construction of
a complex for the maintenance of wide-body aircraft was defined as
well as a project for the expansion of the Civil Aviation Training
Centre of Air Afrique in Dakar. The regional projects included a
study on the establishment of a leasing agency, a study of
passenger transfer and freight maintenance equipment, a feasibility
study for the establishment of a coordinated network of aircraft
maintenance and overhaul centres. ECA was the project in1tiator
for these studies while AFRAA and AFCAC were the proJect management
authorities.

134. An evaluation of the air transport subsector under UNTACDA I
revealed that much progress was achieved in the area of training,
technical assistance and improvement of airports. It also revealed
that some of the reg10nal stud1es such as the coordinated network
for aircraft maintenance and overhaul and the optimum flight
connection system have been carr~ed out. It 1S therefore hoped
that the results will be effectively implemented dur1ng UNTACDA II.



infrastructure for over land
the bedrock for the physical

uOC/UNTACD/STRAT/91/08
f'age 24

VI. PRIORITIES AND STRATEGIES

Transport

Priorities

135. A survey of the situation of the transport systems of the West
Africa sUbregion and an analysis of available information on the
concerns of this subregion during UNTACDA I allows for assumptions
that under UNTACDA II the priorities of the subregion should be:

(a) To complete the basic
transport which would constitute
integration of the subregion;

(b) To preserve the existing heritage by institutionalizing
the maintenance and rehabilitation of transport infrastructure,
especially their planning, financing, local financing and
execution;

(c) To effectively implement international
facilitation measures for all modes of transport;

traffic
i ;

(d) To reduce transport costs for the various modes;

(e) To coordinate the existing modes of transport- and
increase their efficiency by training development and appropriate
institutional reforms.

(f) To develop cooperation among states with a view to
harmonizing policies, particularly in the areas of maritime and air
transport;

(g) To set up data banks on transport.

Strategies

136. In view of these priorities, the sUbregional strategies for
UNTACDA II should be:

(a) To complete the tarring of trans-African, trans-coastal
and trans-Sahel ian highways;

(b) To feez investments on l.nfrastructure along the corridors
for opening up land-locked areas except projects coming under
integrated development programmes. In contrast, to give priority
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to logistical equipment at the end points of corridor, particularly
container terminals in land-locked countries;

(c) To promote the institutionalization of maintenance and
the rehabilitation of infrastructure based on the generation of
guaranteed local resources. For the inter-state connections, to
encourage the state's concerned to adopt effective planning;

(d) In the area of facilitation to evaluate the existing
conventions and agreements on and draw up new oned the issues not
yet covered; to pUblicise the conventions and agreements in all the
countries concerned with a view to their effective implementation.
To set up inter-state Commissions to be responsible for the follow
up of the convent10ns and agreements;

(e) To look for ways and means of fully developing the
existing training institutions both at the national and SUbregional
levels which may have subregional impact, and not to plan to
establish new institutions except where strictly necessary;

(f) with regard to industrialization of transport equipment,
to give priority to cooperation among States and to promotion of
projects aimed at economies of scale and increased competitiveness
on the international market;

(g) concerning the air transport subsector, to implement the
Yamoussoukro Declaration, harmonize and adapt air transport
legislations and develop fac1litation in airports;

(h) In the area of maritime transport, to develop subregional
cooperation as means of harmonizing maritime legislations and
policies, secure a greater management of traffic rights granted by
the Code of Conduct for liner conferences, promote the
establishment of viable shipping lines for the community and draw
up a SUbregional strategy for the review of the Code of Conduct;

(i) On ports, to continue to adapt port infrastructure and
equipment to the needs of ships and strengthen subregional
cooperation in the areas of training and statistics;

(j) To implement the recommendations of the strategies
carried out on the establishment of terminal dispersal containers
and coastal shipping in the SUbregion;

(k) with regard to the rail transport sUbsector, to evaluate
the studies already conducted on the inter-connection projects and
carry out pre-feasibility studies of the remaining projects. To
avoid encourag1ng the estab11shment of new rail lines that could
compete with the existing road links that are in good state and
unsaturated. To strengthen the role of the railway in the
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transport systems by ensuring adequate maintenance and
rehabilitation of infrastructure and equipment, improving
telecommunications and the quality of service, developing
cooperation based on a common trading policy and a coordinated
management of equipment for the international connections;

(1) To promote the inland water transport projects planned
within the framework of the integrated river-basin development
programmes;

(m) To develop urban collective transport under a global
management of cities, including urbanization and generation of
guaranteed resources for the town councilS;

(n) To promote labour-intensive methods rural road
maintenance and construction and to reduce investment costs and
recurrent expenditures;

(0) To promote the concept of road catalogues and the search
for materials that would reduce the cost of road construction and
maintenance;

(p) To implement the relevant recommendations of all the
general studies carried out during UNTACDA I, both at the
sUbregional and regional levels.

Communications

Telecommunications

137. The strategies to be adopted in order overcome the major
obstacles and encourage a systematic development of infrastructure
should be within the general strategies and priorities adopted for
the sector. Such strategies include the following priorities:

(a) Human resources development;

(b) Maintenance
infrastructure;

and rehabil~tation of existing

(c) strengthening institutional capacity;

(d) Promotion of projects for the
telecommunications equipment and spare parts;

manufacture of

(e) Increased use of transit centres in Africa for the
routing of intra-African traffic.

138. Among the strategies ment~oned above, emphasis was laid on
human resources development through optimum utilisation of existing
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training institut~ons, development or establishment of new
institutions, if necessary, at the subregional and regional levels.

139. An equal level of priority was also given to maintenance and
rehabilitation in order to increase the use and efficiency of
existing infrastructure.

140. The development of cooperat~on among West African countries
aimed at promoting their ability to manufacture telecommunications
equipment and spare parts was also given priority in the strateg~es

formulated.

141. The subregion has specifically adopted the following
strategies:

(a) To raise the rate of inter-state availabil~ty to 99 per
cent;

(b) To increase inter-state traffic to the level of trade
development among states;

(c) To secure an effective inter-connection of all the
national networks;

(d) To secure an effective ~ntegration of telecommunications
facilities ~n West Africa.

Postal Services

142. In order to solve the difficulties and issues raised above,
the strategies and options proposed for the Decade comprise mainly:

(a) Human resources development for a better management of
modern postal establishments and for the provision of mor
efficient services currently in demand;

(b) The establishment of an enterprise for the manufacture 0
postal equipment;

(c) The development of financ1a1 services;

(d) The establ~shment of transit centres.


