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E/ECA/TRAME/4D
Background

1. The ECA Conference of African Ministers of Trensport, Communications end Planning
through its resolution ECA/UNTACDA/RGS,SS/% of 11/3/83 adopted in Cairc, Egypt inter

alia requested the Econcmic Commissicn for Africa to carry out a study cn the harmonization
and co-ordination of the varicus transport modes in the entire African region.

2. In compliance with the resclution, draft terms of reference were prepared, covering
all the transport modes that play & significant role in intra-regicnal transport, as well as
trensport economics. The studies were to e carried out at subregional basis and then

consolidated to constitute the regional coverage. The four subregions selected for the study -
were based on the ECA definition i.e. West, tforth, Central and Eastern/Scuthern.

3. The immediate objective cf | these study is to provide a bosis for the development of
the varicus transport modes in Africe on o harmonized, co—ordinated and integrated basis,
while the long-term cbjective is 13 establish & rational integrated transpert system in Africa,
which adequately responds e existing and future transport demand, premotes development
and expension of intra-Zfrican trade and. contributes to the physical, social and economic
integraticn of the region. - '

4. Thisis a censolidated repert which covers all the transport modes and provides o general
subregional perspective of the transport system in the West African subregicn.

5. The report is partly based on basic informaticn contained in the varicus model reports
(roads and road transport, railways, air transport, meritime/ports, inland water transport,
transport economics) prepared by varicus experts for the supregion. '

6. The detailed infcrmation contained in some of the modal reports includes conditicns
and capacities of existing infrastructure, equipment and focilities; traffic volumes, directicn
and composition of traffic flows; forecast future capacities and traffic in the various transport
modes; and some modal transport custs and charges.

7. Because some cf the information is grossly deficient or completely lacking in some modal
reports, . this report is pertly based on Jdate/information researched at the ECOWAS 1Y)
secretariat in Lagos. As a result, a detailed eccnomic analysis of the traffic, costs/charges,
capacity and operaticnal clements, on a subrcgional basis has not been possible in this report.
Thus, the analysis in this report while only rudimentary, does show the magnitude of transport
problems in the subregicn and alsc indicate the possible approacnes 16 their eventuel solutions.

8. However, a broad review of the immediate past and present gengral economic condition .
and performance in the subregion has enabled some rough traffic projections up to the year

2000, Similarly, broad assumptions largely based on incomplete information on existing

capacities. and planned projects in the verious modes have enabled capacity forecast to the

year 2000 and forecast traffic volumes have been compared with forecast future capecities

to determine the balenced/inbslanced supply of end demand for transport in the subregion.

A. General Socic-Economic Scenaric

9. The West Africen subregioh is mede up of 16 countries {see Tabdle 1) with & combined total
population of about 153.5 millien (1983 _est_imate). The largest of the countries is Nigeria,

1/ Economic Community of West African States
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With'93.6 million inhgbitants while th . »
aree is about 6,140,195 km2 and the individual national territories vary from 3,929 km? for: :
Cape Verde 'to about 1.3 million km?2 for Niger. Similarly the population densities vary from

2 persons per km?2 for Mauritania to & high of 76 for Cape Verde.

10. A comperison with other African subregions would tend to indicate that-the subregion
is not over-populated, but such conclusion belie the facts that: (i) urban pepulation growth ..
is fairly high and large population concentration is fairly common in the capital cities; (if)
a substantial part of the area is made up of desert (Mali, Burking Faso, Niger), tropical swamp,
jungle and forést, which sre not condusive for habitation and (iii) the provision of adequate,
reliable and cheap transport services over such a large erea with varied and: difficult
topography is not only extremely expensive but difficult. ‘ e

II. The combined GDP of the subregicn for 1983 (sec Tables 2 and 3) was about US$87,705
million end the distribution ranged from US$132 million for Guines Bissau to US$64,570 million
for Nigeria. During the period 1973 to 1983, average annual GDP growth rates in none of
the 16 member countries exceeded 5.2 per cent, achieved only by Niger. Four countries
achieved growth rates of about 4 per cent, 3 countries of about 3 per cent; ancther 3 about
2 per cent and one country (Ghana) registered a negative growth rate of - 1.3 per cent, - o

12.  Within the mejor economic sectors, there. was no appreciable pattern of growth, although
five coutnries (Benin, Gambia, Guince, Niger and Senegal} achieved average annual -growth -
retes ranging from 6.1 to 16.9 per cent in the industrial scetor., Three ccuntries. (Benin, Guines -
Bissau and Niger) had growth rates ranging from 5.9 to 8.4 per cent in the services sector.
Conspicously lagging was the agricultural sector, in which only Mali managed a 5 per cent
average annual growth rate during the period. , - . -

13." The 1983 GNP per capita shown in Table 1, indicates that Mali has the lewest per capita
(US$169), Nigeria and Ivory Coaest the highest (US$700), while seven cther member countries
range from US$300 to US$489. ‘The average annual growth rate of GNP per capita during .
the pericd 1965 tc 1983 has'__l_been dismal over-all, with absolute decline for three ‘countries,
only Nigeria was able to register 3.2 per cent growth, mainly as a result of oil exports; ° :

14. Coupled with the above; has besen ther very high rate of average annuel inflation during
the period 1973-1983. The lowest (4 per cent) and highest (5.6 per cent) rates of inflation
were recorded by Guinea and Ghane, respectively, and ten out of the 16 countries had doubled

digit inflation during the period. . : : : :

15. The economics of all Countries in the subregicn largely depend en agriculture, & small.
industrial sector and a moderate to average services sector. A comparative analysis. of
GDP distribution (sce Table 3) shows that therc hes been a general decline in. the agricultural
sector, & moderate increase in the industrial sector and 2 reasoneble increase in the services
sector. It shouwld however be pointed out that the minor and moderate increases in the
industrial and services sectors cver a pericd of eighteen years are due tc the fact that the.
base on which the comparison is based was almost neglegible. On average, the services
sector now represents about 45 per cent of GDP, with omnious economic implications that .
since the preductive sectors (agriculture and industry) have shown no significent growth,.

the eccnomies have largely remained in recyeling activities, since there has been no marked
increase in production and export.
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16, While a modeate to average (20 to 30 per cent) services sector is desirable for an economy,
it should be based on higher components of the productive sectors (agriculture and industry)
or on specialized services, which is nct the case in most African countries.

17. Table 4 shows that public sector consumption inercased only marginally in four (Ghana,
Niger, Senegel and Togo) out of the 1€ countries between 1973 and 1983, while there was
a decline in the rest of the countries. Private sector consumption did no better, with marginal
inereases in Benin, Burkine Faso, Mauritenia, Higer and genegal during the same period.
Only three countries (Benin, Mali and Sierra Leone) registered pesitive gross domestic
investment during the period under revicw.

18. Data on the Balence of Trade is given in Table 5. Thesc are no better than the other
economic indicators. Basically, only six countries (Ghane, Guinesg, Ivory Coast; Liberia,
Mauritania end Sierra Leone) hed & positive balance cf merchandise trade in 1983. It should
be pointed cut that this does not include services and does nut necessarily correlate to the
overall balance of trade. Between 1873 and 1983, sll the ‘aountrics excopt Burkina Fass,
Mali, Mauritania, Niger and Togo, registered substantial decreases in exporiss while on the
import side Ghane, Liberig, Mauritanie, Senegal and Sicrra Leonc recorded declines. In
essence, due to low export carnings, most of the countries simply imposed impert restrictions.
It should be noted that with the cxception of Nigerie and Toge (due to oil and phosphate
exports), all the countries of the subregicn experienced adverse terms cf trade.

19. With regards to balance of payments, debt service and international reserves; the overall
situation has also been desquieting (see Teble 6). The total current account deficits have
increased from UBS$50Im in 1870 to US$625% million by 1983, while interest payments cn
exteérnal public debt has gone from US$58 millicn to US$HISN million during the same pericd.
Similarly, the debt service ratio es a percentage of cither GNP or export of goods and services
have both increased substantially.

20. It should be menticned that while public borrowing hes generally increased between
1970 and 1983, the average interest rates have increased and the average maturity and grace
pericds have declined.

2l. Detailed information on population, growth rates and projccted population by the years
1990 and 2000 is given in Table 7. In genersl, the populaticn growth retes which were fairly
high between 1973 and 1983, since they invarisbly exceeded cconomic growth rates in all
the countries, are projected 1o further increase during the period 1933 to 2000. As a result,
the total population of the subregion is projected to increase from 162 million in 1583 to
205 million and 276 million by 1980 and 2000, respectively. This is su, in spite of the fact
that the most optimistic forecast shows that even after economic recovery and sustained
growth, the population growth rate is still likely to exceed the cconomic growth rate, unless
the latter increases substantially and fairly repidly. :

922. The sbove review cleerly indicates that the cconcmic perfermance of the entire subregion
has been generally dismal over the past one and o helf decades, and while the recent prevailing
world economic recessicn, coupled with drought and other natursi calamities have definitely
contributed to the poor econcraic performance, the basic cause lie in the economic structure
and policies - which are basically export orientad end internelly unce-ordinated.  While the
objective of. this study is not tc propose solutions to the ¢zoncmic problems of the subregion,
it should be pointed cut that the paor performance of the subregional economy has & direct
offcct on the capability of the subregion tc provide adequate transport infrastructure,

equipment/facilities end effectively maintain and utilize them.
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23. While the above is generally true, it does not necessearily follow tnat the economic decline
of the subregion has or must be fellowed by decreased demand for irensport services, as
evidenced by the massive influx of international foud aid end Gther emergency supplics int¢
Afriea and the subregicn, which invariably required increased iransport services for their
distribution. '

24." There is ample evidence that the poor performance of the subregion's ecunemy can
be partly attributed ic nadequate iranspori infrestructure, incfficient ang anrcliable services
anc the relatively higl cost of the scrvices. In essence, adequate, relicole, efficient and
reascnably priced transpori services do contribute to improved ceocnomic performence,

Current and future econonic Browin prospecis

25. The l& countries of the Wost africen subregion are all membors of the Ecocnemic
Community of West African stotes (ECUWAL), which was establishea in May 1875, The
treaty eswablishing thc Community stalus thet "...... wie aim of the Community (is) to promote
co~operation ang Gevelopment in all fields of economic ketivities particularly in the fizids
of. industry, transpeori, ‘celeccmmumcations, energy, agriculture, nutursl Fesuurces, commerce,
menetary end financial questions and in social and culturel matiers for the puipuse of raising
the standara of living of its pecples, increasing and mainiaining economic stability, fostering
cluser reladions ameng s memters and r;unt'rioutmg ¢ the progress ang cdevelopment of
the African continent”. .

26. The treaty is guite cemprehensive and pruvides policy cbjectives for harmenizaticn/ec-
cperation in Custums and Trade matiers; frecdom of movement end residence: industrisl
development  zng harmonizutions Lo=eperativn in agriculture  apd natural  rescurces;
¢o-¢peraticn  in monetary  end . financial ‘matiers; Gevelopment  of Transport  and
Communications  infrastructural links; and Cstablishment  of & fund {fop co-eperation,
compensaticn and development, just ic mention g Loy, ‘ ‘

27. With regards ¢ the specific articies on a vemmon tr2nsport and communications pclicy,
the Treaty requircs member States to graaually evolve common transport and communications
policics through the expansicn of cxisting and establisiment of new fucilities as & means
of enhancing physical conesion and promoting greater movement of goids, persens and services
within the Cemmunity. Othoi articles deal specifically wiw the gevalopment of all-weather
inter-state rcacs; inter-connection of railways; harmonization and raticnalizeticn of policics
ot shipping and internaticnal waterwayss and on merger of netional airlines and joint training
fecilitics. ‘

28. A detaileg analysis of the <conemic grovith prospects is ceniained in section O of this
report along with traffic forecest which is based cn it. o

B. Trensport Infrasiructure snd Jervices

28. Seme detailed information ang data on the state of the presen: trensport infrastructure
in the varicus modes is cuniained in the indgividual madel Peports osnd the analysis in this
repmjt“..is' partly based on inem, Supplemented by infermation ana dete from the ECUOWAS
secretariat, It should however he puinted cut that in most cases, the information is neither
complete nor up~ie-date. ‘ ‘ ' '

30. In general, the West African subregion is S€rved oy air, rail, roeds, maritime including
cuastel shipping and tc a lesser degrec by inland waier transport. Belew is o brief analysis
of the existing infrestructure and ¢quipment in euch of the modes. ‘ '
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Air Transport

31. Eech of the 16 ECOWAS member States hes one international éirport, but these vary
widely in terms of runway length (1,200m to 3,900m), provision of ILE, VOR, opproeach lighting
and the largest aircraft they can handle (Table &). In addition to the internationel airpcrts,

there are several domestic airports of lesser standards. All the internaticnal airports have
terminals for both passengers and freight traffic.

32. Notwithstanding some runways' limitations on wide-body eircraft, most of the airports

are designed to bandle at least a dozen flights a day, but due to poor terminal layout and

cumbersome departure/arrival precedures, some of the terminals cannot process 2 few

thousend pessengers 2 day. It is apparent that given the current lack: of facilitaticn, a

situation of seemingly inadequate capacity is likely to prevail, given increesed treffic and |
daily frequencies, whereas in fact that might not be the case. '

33. The absence of ILS and cppreach lighting, limit operations on seme of the airports to
VFR and day time operations only, thus, effectively reducing their capacity.

34, Ten of the 16 countries in the subiegion own and/or cperate 19 carriers (13 scheduled
and 6 non-scheduled). Out cf these carriers, only threg; Air Afrique, Migeria Airways and
Ghanair play eny significant role in international/intra-regional air treffic (with about 2,100,
1317 and 260 million pessenger killometres in 1982, respectively).

35. In 1983, the fleet of the subregion consisted of sbout 112 aircraft, 16 (14%) of which were
wide-body, 77(55%);, narrow-body and 35(319%) turbo-prop and piston (Tables 9 and 10). An
important characteristic of the African region's fleet including the ECOWAS subregion is
the high proportion of freight or ccmbi aireraft. In view of the fact that traffic vclume
(passengers and freight) is generelly low in Africa and frequencies are few, the operation

of combi aircraft could be more cost-effective than individual passenger and freight aircrafts,
which would obvicusly result in under-utilization.

36. In 1982, air carriers of the subregion performed 2,387 millicn and 1,207 million passenger-
kilometres in the ‘international and domestic cperaticns,; respectively. These represented
average annuel growth rates of 13.1 per cent and 20.1 per cent, respectively between 1672
and 1982.. Freight tonne-killometres in 1662 werc 181.3 and 1.5 miilicn for international and
domestic traffic, respectively and the growth rates betwcen 1972 and 1982 were 10.4 and
5.2 per cent, respectively /. _

37. Three airlines (Air Afrique, Higerian Alrweys and Ghanair) cerried a substantial share
of international freight in the subregion, which in 1882 was: Air Afrigue 210, Wigeria Airways
25.5 and Ghanair 4.6 million ten-killometres, respectively. During the same year, Abidjen.
airport handled about 34,250 and Lagos 26,016 tcns of freight, while the eirports of Lagos, .
Abidjan and Dakar handled ebout L1 million, 700,600 and 596,000 passergers, respectively.
the same year. : ‘ _

38. Some of the problems, condition and activitics of the air trenspert mode in the subregion
are brifely described below.

Y TCAD Special Report - Air Transport - Africa, Deccrmber 1984
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Legal and political framework

39. In the West African subregion, there are two mejor legel and political bodies namely:

() & group belonging to the Yaounde Treaty (Ccte d'Iveire, Benin, Burkina Faso,
Mauritanie, Niger, Sencgsl, Togo)s and :

(b} 2 group which complements the first, that is to say, couniries which are not party
to the Yaounde Treaty (Cape Verde, Gambie, Ghana, Guinea, Guinea Bissau, Liberia,
‘Mali; Nigeria, Sierra Leone} and which have crested their own naticnal sirlines to
' operate domestic and internaticnal flights.

40. The regional air navigetion is thercfore influenced by the policies of these two bodies.
For instance, all the States members of the Yacunde Treaty belong to one legel space while
the others cperate in their own space. This situation is much more beneficinl to Air Afrique,
jointly cwned by the member countries of the Treaty; for, it has rocm for manceuvre during
negotiaticns with third party countries.

4l. Another advantage of the grouping is that, with the excepticn of flights t¢ neighbouring
countries, member countries of the Treaty do not have tc conclude air navigetion agreements
among themsclves. In the subregicn, 136 air navigetion agreements have been concluded,
including 62 between member States of the Yaounde Treaty and other African States.

42. An examination of the implementation of these agreements reveals that:

(a) nearly 70% of the agreements concluded by the States belonging to the first group -

referred tc ebove are implemented;

(b) 44% .f the agreements concluded by the States of the second group mentioned above
 heve not been implemented. ‘

43. Owing to the cxistence of scveral airlines and e limited market, the countries of the
subregion, despite the fact that they beleng to the seme Economic Community, heve applied
protectionist measures among themselves and vis-n-vis cther African States. One of the
paredoxes is that, for political reasons, some countrics of the subregion have decmed it
expedient to aMow non-African carriers to operate certain routes claimed by airlines of
member countries of the Economic Community. This protectionism or refusal to grant traffic
rights is applied by States in order tc ensure economic balence and realize certain profits,
and not to promote the develepment of air services,

44. The subregicn's air networks is governed by applicd air navigation pclicies;  for
protectionism, the refusal t¢ grant traffic rights and lack of the necessary traffic have
resulted in some of the links being non-existent and flights characterized by many stop overs
or interrupticns. Another fenture of air transport in the subregion is that elthough there
I8 nc co-ordinated aip navigation pclicy for non-scheduied flights, charter (air cperatcrs)
are systematically denied traffic rights. However, these charter ccmpanies have their role
tc play in promoting economie development and tcurism.

Quality of eir services in the subregion

45. The quality of services is difficult to determine. However, the following areas should
be considered:

S 1 B hepn T eB ee ,
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(1) programmed schedules

(2) number of stop overs

(3) type of aircraft used

(4) frequency of flights

(5) in-flight service

(6) facilitetion

{7) reservation

(8) loss of luggege

(i) Schedules
Generally, there 18 no coordination in the ‘preparation of flight schedﬁles.

With the exception of Air Afrique and the naticnel airlines of member States,
pumerocus companies in the subregion draw up their separate schedules. It is
therefore not unusual to see in the same country a high concentration of flights

on a rather limited number ~f week days. This does nct give passengers much
choice.

(i) Number of stopovers

Most of the connections between the capitals are thrc—ugh-flights with many
stopovers. As & result of the limited number of flights to neighbouring countries,
some intre-subregional flights are interrupted, resulting in long journey times

and unpleasant flights.

(ii) Type of sircraft used

Most of the aircraft used are for intra-subregional traffic and long hauls.
Their major short-comings are the lack of comfort, their age, high accoustic
levels; and the fact that they may not meet the mccoustic standards which will
come into effect in January 1988 in European ccuntries. _

(iv) Frequency cf flignts

“The greatest nightmarc «f passengers in the subregion is that they can never
be- certain that their flights will arrive on schedule or that they will arrive at
their destination on times for, more often than not, the flights are either
cancelled or delayed without notice. : '

(v) In-flight service and facilitetion

These sre not up to the required standards.
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{vi) Rescrvaticn
ZEservaticn

The bocking system used by the eairlines of the subregicn is rudimentary
and cut-moded. Those which have introduced a ecmputerized system have not
mastered it tc be able to apply it to all stopover stations. 1t is therefore not
unusual tc have an "OK" on onc's ticket but only to realize at the airport that
cne's name does not even appear on the manifest althcugh' one might have
reconfirmed within the prescribed time limit, T a

(vii) Loss of lugpage

Owing to the nature of the traffic and the sircraft used, it often happens
that once a flight is vver-booked, the ground staff give pricrity tc passengers
rather than to luggage. The result is that passengers lose their luggage or
stay for many deys without them. In conclusion, the quality of air services
in the subregion necds to be improved, I

Airline companies in the subregion

46. iThere -are. 13 airline . companies in the subregivn. They are of different sizes and
practically: all. of them are state-cwned. Most of these ccmprnies find it difficult to devcicop
in"-a co-ordinated manncr because they tend o concentrate either cn domestic flights for
cbvious “eecnemic and sceial development reesons or on Icng hauls to Europe, often in co-
operation with European airlines, since this enables them ¢ maximise their foreign exchange
earnings.

47. Regicnal services have been created but they are more edapted to the needs of each
of ‘the :carriers than fc these of the region as a whcle, resulting in poor ecordination of
schedules. Infact, a series of “decisions taken -by <ach. ¢arrier have led to an irrational and
ineffective .regional flight structure. Thus, despite the fact that thirteen carriers provide
regicnal services, pessengers often find it difficult tc travel from cne point to another.

48. The financial difficulties facing the sir carriers have led to the liguidation of Air Mali
and the restructuring of Air Afrique. The national airline of Guinee (&ir Guinee) is currently
being severely: criticized by donors who are interested in-the country's economic recovery.
This financial situaticn is compounded by. difficulties in transferring the:income generated
in‘ some:.countrics whose - currencies are not convertible. -Should this situation persist, air
transport in the subregion might desintegrate completely in the years to come,

Current levels cf trade co—operation

49. - As shown on the route maps, relatively.large number of. carriers try to ply a limited
humber -of -relatively high density traffic rcutes, with . only. Cecasional flights on most of
the cther routes. The flights have never becn. raticnelized on account of the small number
of carriers which have tried to conelude trade_agreements'on‘ a regicnal basis.. Out of 120
city-pairs cnly five ere utilized under commercial agreements, which only concerns minor
routes. The five routes are: SR S o =
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Route . Peirtner Type of agreement
DKR-NKC R¥ ME DS pool
DKR-PRAI DS VR socl
DKR-BKO DS MY nocl
ABJ-BKO MY VU RE pool
OUA-BKO MY VR Joint operation

50. On the other hand, the majcr Africen carriers have negotisted e considerable number
of commercial agreements with Eurcpean carriers with a view to raticnalizing long hauls.

Thesc ere contained in the following pertnership list with pcol agreement, jeint operaticn
agreement or income sharing agreement. ’

African Airline European partner

. Ghena Airways KL SE

Nigeria Airways AL LZ IB KL LE 8N 85K SR UT
Air Afrique AZ LH SR SN AF uT
Alr Maﬁritanié : 18

General characteristics of West African air transport

51. A general énalysis reveels the following problems affecting West African air transport:

(a) Treffic and flights in the subregicn revolve around five airpcrts, namely, Dakar,
Abidjan, Lome, Accra and Lagos. ‘

(b) In view of their weak financial situation, the national airlines have not been able
to constitute an adeguately equipped and diversified fleet to cneble air trensport
play a major role in the economic and social development of the subregicn.

(¢) Co-operation among the airlines has been disappointing, since most Airlines have

been more interested in commercial co-operation in international then regional

flights, as more inccme pecrues from the former than from regional and subregional
operations.

(d) The large number of small States and the notion of sovereignty nave made the granting
of traffic rights cn certain routes difficult.

{e) Air tariffs are comparetively very high compared to the general standard of living
in the subregion.
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(f} The absence of subregicnel consultations in the formulation of air navigation policies
and the protectionist mesasures practised by naticnal eirlines have hampered the
development cf non-scheduled flights,

(g) The shcrtage of quelified African staff to replace expetriate personnel contributes
t¢ the deteriorzting financial situation of the airlines end most of the subregion's
aircraft fleet needs to be replaced before 1988,

(n) The quality of pessenger services leaves much tc be desired, especially with regard
to intra-subregional flights. :

{i} Facilitaticn at meny airports is below the required stendards.
() The grénting f suiteble traffic rights remains a major problem.
' (k) Most cities in the -subregion are linked by flights with multiple stop cvers.

Role of air transport in the subregicn

52, There are three land-locked and one island countries in the subregicn that depend cn
the transit services of other countries for all their imports and exports. A slight
misunderstanding or wrong application of administrative procedures can result in serious
delays in the transport of goods. '

33. In view of the pocr surface trensport and’ corimunications links with these ccuntries,
there are serious problems in the physical integration and economic development in these
countries and air transport can therefore play an important econcmic role in ‘providing rapid
transportation withcut loss of and damage to perishable and expensive goods as well as a
political rcle in the physical integration of. these. remote  countries. - The subregion has a
tourist potential which has not yet been tapped end conly a well crgenized air transport systém
can help develep intra-ECOWAS tourism, & S I '

54, Conseqﬂently, air servicss should be crganized and co-ordinated, and promotional
teriffs introduced to encourage travel by air. ‘ L :

Infrastructures and their capecity

55. £ach of the 16 ECOWAS countries hes an internaticnal airpcrt. Most of these airpcorts
were built more than 16 years ago and need be rencvated or expanded in order to cope with
the growing traffic, Some of the runways ‘should be extended tc accommodate wido body
nircreft with maximum load. There are several provincial eirports for naticnal and inter-
state flights or flights to neighbcuring countries, but the. air navigation equipment used at
these airpcris is obsolete and therefore affect air sefety. The management of these
infrastructures and equi?mentl_always poses problems. Some of the countries in the subregion
have created ASECNA Y o which they have entrusted the manasgement of air navigation
and most of the infrasiructurcs. ‘ = L :

1/ ABECHA: Aigence pour le Securite de la Mavigation Aecrienne en Afrique et %
Madagascar,
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56. Due to the little financial resources of most African 3tatcs and the multiplicity of
:he air space, it has been difficult tc implement the ICAO AFI6 Plan. As 2 matter of fact,
this plan was conceived to guaranice only minium air navigetion safety in Africa.

Infrastructure prejects

57. 4s a precondition for developing effective pir transport services in .the subregion,
most 1/ of the member States have vrojects; some of which have either becn completed
or are at various stages of implementation within the auspieces of the United Nations
Trensport and Communications Decade in AFrica.

58, The projects include a very wide range of activities including but not limited tc the
following: maintenance end rehabilitation of infrastructure ond cquipment; construction
of new and expansicn of existing runways, passenger end cargo terminals and maintenance
hangers; and: acquisition - of new terminal and air navigation cquipment; as well as the
improvement of air navigaticn sefety. '

Traffic and the network

59. The intre-regicnel pessenger waffic of about 706,000 passengers a year, within the
West Africen States has limited potential. This traffic is unevenly distributed among the
citics of the subregicn and is concentrated on & few important rcutes. 4s 8 pesult, some
state capitale such as Ouagndcugou, Niamey, Praia, Houakchoti and Cuinea Bisscu are
infrequently served by pir. These natwork characteristics indicate a pocT level of services
in general and especially tc the land-locked and island countries of the subregion, which
happen to be the cnes that need officient air services moste S

80. This low traffic level is due to the weak financial situation of the eirlines of the subregion
and the concentration of services on the lucrative North/South route.  Thus, despite the
existence of some 13 naticnel eirlines, the network of the subregion lacks coherence and

integration, as some cities are still very poorly serviced.

gl. The traffic of the subregicn is concentrated on the airports of Dakar; Abidjan, Lome,
Lagos and Accra. -Qutside these five airports, air links beccme difficult. Although the traffic
i$' eonicentrated on the airports mentioned ebove, there is a reascneble distribution of traffic
among the varicus routes. In 1983, the 4 main city-pairs accounted for 38% of the traffic
as’indicated below: SRR : S O

City-iairs Teaffic (000) % of the total
Lagos-Accra 119 B - h
Abidjen-Lome b3 7
Abidjan-Dakar 5% -7
Abidjan-Legos 50 7

38

62. Out of the possible 120 city-pairs links amcng the 16 cagitals, only two had an annual
traffic of 20,000 passengers in 1983. The structure of the netwerk was as follows in 1984:

1/ Senegal, Guinea Bissau, Cape Verde, Guinea, Sierra Leone, Mali, Benin, Nigeria,
Ghang, Togo, Niger and Burkina Fasc.
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‘

Flight Frequency . Humber of City-pairs % of the ’t«;tal N

without stop over

One or more deily 7 5
- 46 per week ‘ 8 ki
1-3 per weck : 28 . T +:
Hone b4 €4

£€3. Only 43 cut of the possible 120 city-jairs' provided o direct flight (without a stop over)
at least cnce a weck and only seven {(6%) on a daily basis. It was obscrved that 77 city-pairs
had no flight connections at sll. This lack of connection affected the movement of goods
and paessengers. The causes are many and cen be attributed to the low teaffic potential
and the lack of co—operation ameng African Airlines cperating in the subregion,

64. It shiould be pointed cut that in’ addition to the 13 national carricrs of States in the

subregicn, thirteen other carriers -\:.'[jerat_cj'in' the subrecgion. However, the size of the traffic
of these carrjers is prcportionately very small, B : E :

Soluticns for the coordination ~f air transport within thé West African subregicn

65, Therdevelop_men.t. of air services of the subregion is possible only if there is co~ordination.

6. In the precéding chapters, the problems impeding this co-crdination have been identified.
These problems can be rdsclved in the fcllowing menner: T

Classificaticn of flights of the Airlines

67. The eim is to classify the different air services according to the:present major airports
which may be called "economic poles™. any airpert with over 50,000 pessengers a year and
several weekly links with at least thrée eapitals of the subregion will be referred to as an
economic pcle.  Airports which currently meet thesc criterin are these of Accra, Lome,
Lages, Abidjan and Dakar.

58. The traffic will be classified as f:::llow:s.:

Catogory As services betwesn the econcmic poles identified above snd other countries
{Africa excluding West Africa, Eurcpe, America); : s

Category B: services betwecn the eapitals of the subregicn and the econcmic poles.

. Category C: services within the cuuntries of the subregicn.

As can be noted, the clientele differs for the different categorics of traffic. Therefore
tetally different facilities arc required for their cperation.
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Reorganization of the Adriines' strategy

69, 'The activities of the sirlines should be coordinated in order tc utilise the services of
the categories defined above. The following may be suggested: :

- Fer categery A, the services should be cperated joihtly by the sairlines of the subregion,
since they require modern facilitics which: are o0 costly for a single countrys;

- For category B, with oroper co~ordinaticn of -their time-tables, the cxisting airlines
could provide better conneciions within West £frica; and

- For category C, these services fall under neticnel airlines and their cperation is often
more political than economic. :

Reorganisetion of the operating £onc ~f airline services

70. The aim is to study the gateways of the subregicn for non-African airlines. In fact,
as was noted in the serutiny of air agreements,-scveral non-African countries have concluded
separate agreements with countries in the subregion, which led tc a very deep and perhaps
dangerous penetration of the subregion by foreign pir carriers. It will therefore be
 advantagecus and even econumical to designate dispatching gateweys for internaticnal

passengers 1 ensblc airlines of the subregisn tc cperate intra-subregional services. ‘In this
way, any non-African eirline which will be authcrized to operate bey¢nd . these gateways
will be required to grant reciproeal rights t& an girline of the subregion. :

Recommendations

. To sgstain-this policy -of re-organizing subregicnal air services and improve the situation
of the girlines of the supregion, the following measures arc recommendeds

" Short term -

1. Reduce thc number of airlines of the subregion by grouping them together. Category
C services will be reserved for the national airline- of each couniry. In. this context,
the "ECOWAS Air CEDEAD system proposed in the "ECOWAS study cn the strategies

of ‘airlinés in West Africe” should be roviewod for possible implementaticn; - -

g+ prepare’ a' plen for gradual replecement of the: expatriate staff. This plen should

b conceivcd in such a way as o enoble the replacement of these senior expatriate
technical staff by experienced and competent African staffs -

3. Ratify the conventicn esteblishing the African Air Tariff Conference {(AFRATC)
and use the forum to coordinate teriff policies for the: development of intra=African
tourisms : S ‘ CT : S

4. Utilise the sppropriate recommendations of ICAT to improve facilitation at airporis
in the varicus "economic poles™s

5. Hold subregicnal eonsutiations for the curchase of eiv navigation equipment;

6. Establish subregicnal centres for the maintenance of air nevigetion equipment;
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7. Implement the ICAG African incian Gceean § plan (AFI 6);
8. Utilise the African subregional civil avieticn training centres;

9. Establish a structure for subregicnal consultations emcng civil aviation, African
airlines, immigration anc customs services;

10. 4dopt a flexible policy for non~scheduled flights;.

11

Establish a subregi-nel freight transport CoInpany;

12. Utilise the West African Cleering Euuse fur exchange of air tickets;
13. Establish a juint reservaticn systeny;

14, Estoblish a joint fuel purchesing system and ancther for joint purchase and poocling
spare parts; C - “- oo

15. Grant, cn liberal basis, the necessary traffic rights to carriers of subregicnal member
States and avoid imposition of £ requency limitaticns, .

72. With respect to the long=term, o change in the poliey from bilateral agreements on
air navigation to an apprcech based on bilatepal agreements and the establishment of
subreginal airline(s), cculd have a positive effect on the future development of eir trensgort
in the subregiocn. T |

Maritime transport

73. Of the 16 ECOWAS member States, 13 are seaboard ccuntries with direct access to the
sca. Consequently, shipping s not cnly - the dominant mode of transport for internaticnal
trade; but is & major cecnomic activity tc these countries. The three lancd-locked coutnries
(Miali, Burkine Faso and Niger) of the subregicn are similarly served by maritime transport
through transit corts in tie coostal States.

74. 1t should be pointed out that: () maritime transport usually includes deep sca, ccastal
shipping and poris and (ii) in the context of this report, the West African shipping range
extends from' Mauritenia to Angold., As ‘& result, the traffic” analysis invariably includes
shipping and coastal shipring, since the traffic is homagenuus in’ most cases, and capacity
of ‘maritime transport may include coastal vesscls, some cf which belong tc countries in
the Central African subregicn, due to the operating arca and schedules in the West African
range. o _

© 75, Within the expanded surbegion, there ere sixteen coutnrics with sbout 81 shipping
enterprises, wholly public, jcintly cr entirely cwned by naticnels of the member States., These
enterprises cwn o total of absut 185 vesscls (excluding ships of less than 100 grt.), totalling
over one millicn deadweight tons (DWT) (see Table below):
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Country Companies Vessels DWT
Nigeria 14 55 479,887
Ghana 4 27 195,420
Ivory Coast 4 20 170,136
Zaire 2 a 77,950
Gabon & 4 75,183
hngola 7 23 62,222
Cameroon 2 6 52,974
Liberia 3 11 44,480
Togo 2 3 25,003
Senegal 7 10 12,580
Cape Verde 3 12 8,980
Eg. Guinea 1 2 6,412
Benin 1 1l 2,999
Gambia 1 2 2,238
gierra Leonc 2 - —--
Guinea 2 - -

—_— — [
TOTAL 6l 185 1,216,465

Sources: Progress rReport Vol.Idi, Shipping gituation UNTACDA RAF/8/011

26. As can be secn from the above Table, Nigerie alonc with 55 vessels, Cwns sbout 40 per
cent «f the subregion's shipping capecity. But together with Ghana and Ivory Coast,

the three couniries OWR about 68 per cent of the shipping capacity of the subregicn.

it wculd be noted that the dornination of the three countries is selmost total, were

the four Central Africen States left out. Yet the total number of vesscls and capacity
owned by the African countries of the subregicn ccnstitute o very small per cent

of the shipping capeacity serving the subregicn - and most of the capacity is owned

by foreign companies.

77. There are about 65 ports in the 17 maritime States ~f the expanded subregion,
nowever with only a few cxceptions, each country has cnly one major pert (sce Map).
The detailed description  of  the nort infrastructure, (particularly, the major
international ports) is contained in the modal report anc specific reference is macde
to them only in direct connection with the global subregionel and economic enelysis
and their implicaticns. gome of these ports {i.c. Dakar, Abidjan, Lagos and Douala)
scrve as major transit points for the iand-locked countries In the subregion.

78. On the besis of casual cbservations, the subregion has adequate, if not @xcessive
port infrastructurée, considering that therc arc some 65 ports within & distance of about
2610 neutical miles (i.e. about 4,500 km) from Nouakchott to Matagi. Yet the
availebility of sc many ports  within such a short distance may not necessarily be
good for shipping, due meinly to the frllowing: (i) the short port-to-port distances,
(ii) the numerous calls a vessel has to make; (iii) the small volume of traffic
discharged/loaded at each port; anc (iv) the inappropriate nature of some of the
infrastructure and/or equipment - all ~f which have the effect of increasing vessels'
operating costs. snother problem 18 that grographically close ports tend 1o compete
and substitute each other and eny inefficiency in one may result in & shift of traffic
to the more efficient one.
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79. Some of the major rroplems of the West African ports are: unsuitability of
the port location and design; pocr end inadequate service infrastructurcs (as oppesed
to queys and berths): puor inland transpert connections  (interface); laeck of trained
and experienced personnels poor ort manegement and operations; shortage or lack
of modern equipment; and comparatively high ports ccsts. geme of the above menticned
prcblems are briefly discussed clsewhere in this report in the context fo which they
influence and affect shipping in the subregicn.

80. In addition to the apove problems, SGMeE ports  have experienced congestion to
verious degrees such ase {n) Fcrsisting heavy congestion - Apaapa/Lages, port
Harcourt, Banjul, Cotonod, an¢ Tokoradi, (b) intermiteni congestion - Tema, Calabe
and Wonrcvie, (¢) Geeasional cungesticn - Abicdjan, and San Fedro.

gl. Many facturs affect port perfurmance in the subregion, scme of which are due
tc actions/decisions of purt authoritics or 5G1icy - MAaKErs, respectively, while others
are inherent in the nature of transport technelogy used, types of cargc handled, vessel
types anc gizes anc cte. Some ~f these include, but are not limited to the following:

- whether cargo Is containcrized of not, tift-on lift off, Ro/RO, ~alletizied,
pre-slung orf bulks

- use cof, and efficiency of quay or ship's Cranes;

- working direct 10 trensport or through sheds;

- working alongside quay/jetty or tu/from overside lighters;
- whether vesscls ore fully loaded/discharged ot one part;

- number of working natches/gangs, time pericds and duration of working dey,
night work;, shifts, etc.;

- type of vessel and suitability for Carges
- payment method - plecewcrk orf incentive scheme; and
- envircnmental, weather and working conditions.

§2. 4s u consequence of the above variables, the throughput (lf;vading/discharging)
rates of ports in the surbegion Jiffer markedly (see Table 11). with Abidjan as the
pase index (45C t/dey, 100 per cent), the rates of discharge various from 120 t/cay
(27 per cent) for Nouakehott to 466 t/cay (102 per cent) for Douala in the subregion.
The Table alsc indicates varicus <ischarging and loeding rates for various types of
vesscls et the selected subregional poris. 1t further reveals that in general; scme
ports are more officient than cthers in hancling special types of vessels.

83. In spite of the above, it should be emphasized that the average throughout in
the subregicnal ports is fer below that achieved in develcping countries and in cther
parts of the world (8 to 12 ton/gang/heur for develcping countries Vs i5 tc 25 tonms
developed countries for general carge). Studies by UNTACDA show that the throughout
in most, if not all Africen ports can be subtantially increased.
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Preight rates and cosis

g4, Ideally, shipping freight rates are Aetormined by the cost {operating costs) of
previding  the services. Usunlly, vessel operating costs include the following cost
clements: crew ccst including overtime and travel; ship's provisions; repair anc
maintenance; ship's stores and spares; insurance; ship management; riscellanecus and
depreciation. In view of the varicus sizes, capacities and technical charncteristics
of varicus vessels, such operating costs ciffer from one class of vessel to another.
Thus in general, the petual cperating costs of vericus vessels slying from the same
crigin to the same destination differ widely. But despite this cost varigtions,
cstablished ocean freight rates (i.e. charges) ere usually the same from one crigin
t¢ one destination for equivalent Corgo units.

g85. From an cconcmic perspective, WO conclusions can be derived, viz: either (i}
only the more officient type of vessels {specific to the cargoes) are in operation;
or (i) the freight rates ore set ut the break-even OT prefitobility point of the moest
inefficient vessels. Lvailable evidence in the fact that ail scrt of vessels boih
modern and old, large and small are still operating in the subregicn and the fect
that freight rates are comparatively high, would tene to support the second derived
conclusion. It is alsc supported by e fect that freight retes ore largely determined
by the Liner Conferences with littlie or no influcnce by countries ~f the West Africen
surbegion. The winisterial Conference of west and Central African States on WMaritime
Transport is beginning tC nlay on importent role in the negotiaticn of freight rates
in the subregion.

86. Figure 1 below gives proposcd freight rates prepared by UNTACDA in 1983 for
the West African subregicn. In 1985, actual freight retes in the subregion were studied
ggoin by UNTACDs (Tables 12 and 13). It would be noted that although the twe
sets of figures are fow years apart ond expressed in Us$ and CFa francs, respectively,
they are guite similar. In Table 1%, the freight rate per ton from Dekar (Senegeal)
t¢ Port Harcourt (Higeria} was Us$50 in 1983, while in 198% the rate was CFAL
20,800 -~ which is equivalent 1o UsS$52.25 at the then cxchange rate of Us$l =
CFAfe66. It should se noted that the 1585 freight rates arc only slightly higher
(4.5 per cent}, due to the substantial appreciation of the United States dcllar cver
the CFA frenc, ctherwise the increase in the freight rate between 1983 and 1985
would be about 46.8 per cent (i.¢. US$HL = CFAf 285).

87. With respect to vessels operating costs, these differ not only with the size anc
type of vessel but alsc between varicus shipping compani¢s becausc variable ccsis
can be substentially reduced by efficiently managed corapanies and while the total
operating costs may scem high, they becume fairly low when divided per unit load
(ton) of & large cepacity vessel.

gs. In 1981, UNOTAD carrieds cut & study of vessels operating COStS in the West

Africen subregion 1/ using cight shipping enterprises and some 34 vessels in the survey.

1/ Progress Report: Shipping sjtuation. RAF/8/0H
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Teble 14 shows ihe results of thc survey. whnere information was incomplete, an
estimate was Tmade. Basicelly the Table snows that for 11,600 o 17,000 DWT
tweendeck/multipurpose vessels (except {ig) the averege daily operating costs range
from US5$4,380 ic Us$11,645. The figures inciude both high and low cstimated costs
based cn the locel currcncCy cxchange rate vis-a-vis the United States dellar.

9. It should be noted {hat while the studics menticned  above  give freight rates
per ton from cne crigin to destination and vesscl opereting costs per day, they however
do not give the operating cost per ton from one origin to destination. This particular
cost element constitutes the critical varieble in determining  the rclationship between
unit freight rates and unit cost of services. I principle, the unit operating ccst per
ton incicates the averege of ecctusl costs the shipping company incurs in moving &
ton of goods from cne rlace to gnother - and is extremely important in determining
whether the freight rates are bascd on the cost of previding the services.

90. The difficulty in determining the unit ccst per ton s perhaps due 1o the
following: (i) while the capacity of o vessel is given, most vessels frequently sail
with less than full loads, thus the unit cost per ton would vary from that of a fully
1aden vessel; (ii) a large number of port calls on & voyage (as 18 CCIMMON in the
subregion) implics higher operating  costs, which would adversely affect the per toun
unit cost; (iii} the low port  throughput at most West African ports increases the
round-trip voyage time, thus incrcesing the operating ccsts and the unit cost per tung
(iv) inefficient shipping companics with substentinlly bheevy fixed costs have higher
operating costs for the same voyage and similer vessels than more officient compenies,
which would imply higher unit costs per ton. Under the above circumstence, the
freight rates for the same O-D end same type/size of vessels could differ between
any two shipping lines/companies. rinally, if freight rates were strictly cost-based,
the rates would vary from one voyage to gncther by the same vessel and same
company, due to total load, curation of voyege, fixed/variable costs, and eic.

g1. As a result of the above difficulties with the unit cost method in shipping, the
operating performeance of shipping is generally determined on the besis of & "break-even
point" - the coint at which 1otal operating costs and total revenucs are equal. In

practice however, it is apperent that freight rates in the subregion are generally
higher than the break-even puint.

97. Below is a typical graph (Figure 2) showing the various costs (fixed, variable,
total) and break-even coints of WG container vessels under various assumptions. It
will be noted from the graphs that the preak-cven points {(where total cperating costs
and total revenues &are equal) are roughly US$360 and US$400 for a 315 TEU and
385 TEU wvessel per vOysge. Given cetailed cocst date for any vessel), it would be
possible to greph the break-even point and therefore determine the minimum tonnage
such & vessel should carry per voyage in the West African shipping range.

3. A bricf analysis was meade above (para. 8l 1O 85) of the infrastructure, facilities
and prcblems of perts in  the wWest African subregion, without mention of the
relationship between norts anc shipping or the costs end charges of port services and
how these influcnce the transportation  cosis and charges in shipping. Ports serve
ss the intermediaries between ships and domestic transport and as such, take on some
of the technological and economic complexion of their customers. The size of ships
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and the time spent in the port are importent factors in determining the cost per ton
of shipping and the depth of the syoreach channel, complexity and size ~f the port

end the speed of lcading/discharging C&rga are usually dominant elements in the cost
of ports.

94, Studies carried out by the Weorld Bank 1/ have concluded thet (i) the optimum
size of vessel increases with the (square root of the) distance ~f the voyage; (i)
assuming that the port and shipowner fix charges on the basis of the cost of oroviding
services, the port authority can have & dominant influence in securing lcast-cost
shipping end the greatest. national benefit, by an appropriate teriff and investment
policy; and (iii} it is more efficient to have a large-capacity ship idle and queueiny
then a small ship - implying that an investment which reduces queucing time will
tend relatively tc benefit smeall vessels thon large ones. idealy, vort teriffs should
reflect the relative cost of services provided, SC that the appropriate ship technology
is' chosen.

95, While the rational economic basis of port tariffs should be the short-run marginel cost;
which measures the resources used up by supplying @ unit of port service, in practice this
is pessible only under a perfectly competitive free markct economy or an efficient centrally
plenned c¢conomy. The ports in the West African subregion are feced with organized and
foreign-owned shipping  cartels end it :s obvious that port teriffs are not based on marginal
cost principles.

9¢6. The genecral evidence is that veort tariffs and charges in the subregicn are anything but
abitrary and differ from port to porte It weuld be noted that the variable port expenses
for loeding a ton of cargo (source 4) is only about UBST at Dakar, Menrovia and Lome, bui
rises to US$H (157%) at San Pedro, {Ivery Coast) and as high as US$14 (2 06%) at Apapa, Nigeria.
Similarly, the cost of discharging a tcn ¢f cargo rangss from a low of USS$5 at Caiaba {Nigeria}
to a high of abcut US$20 at Frectown (Sierra Leone). Se Table 15 for aetails.

97. The cost of stevedoring gervices for loading/discherging (Source B) ranges from a low
of US$3.47 for Freetown (Sierra Leor.o) to a high of US$12.59 per ton for Takoradi/Tema
(Ghana). Source -C gives a combination of port costs and cargo costs per ion and these too
indicate a very wide range, <.g. port cosie are as low as US$1.68 per ton at Cotonou (Benin)
and Apape (Nigeria), but arc as high as 1JS$5.80 and US$7.87 at Werri (Nigeria) and Banjul
(Gambice), respectively. On the other hand, cargo cosis range from as low s US$5.98 and
US$6.80 at the ports of Lome and Freetown; respectively to as high as US$1.59 and US$l2.42
per ton at warri and Port Harrcouri, respectively. As & result, total port and cargo COS‘S
range from US$8.26 and US$8.95 per: ton at the ports of Lome and Freetown, respectively,
_to as high as US$17.27 and U £816.00 at Warri (Nigeria) and Takoradi/Tema (Ghana).

98, It is important to note that in addiiion to the shipping freight charges and port handling
costs, there are other costs, «.g. cuclomns cleargnee {(not customs duties) and inland
transpertation from rort tc werehouse oOF inland destination, which ultimately add te or
increase substantiglly the overall cost of fransportation in the subregion. It is estimated
that the transportaticn cost. comuonent alonc censtitutes at least 50 per cent and as high
as 80 per cent (for Jand-locked countrizs) of the total delivery cost of most goods in the
subregion.

1/ Fert pricing and investment poiicy in developing countries, by E. Bennathan and L.,
Walters. Published for the World Bank. Oxford U niversity Press.
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98. Below are some additicnal informaticn and proposals for improving maritime transport
services in the subregion culled from the modal report.

100. in West Africa (ECUWAS) maritime transport in the widest sense of the term {including
sea ports) may be summed up as follows: a morchant fleet whicii is inadequate quantitatively
and qualitatively; sea-ports, a majurity of which have sufficient equipment end facilities,
but whose performance could be suGstantially imprcved through maintenance and training
programmes; a few major sea ports that provide transit services io the three land-laocked
countries in the subregion; ana lastly relatively simplified customs reguiations anc formalities
designed te facilitate the movement of container traffic . at inter-face points betvicen
imember States. ' '

101. Prctection of shippers' intercsts in this subregion is ancther scurce of concern ang &
sclution is gradually being found to this problem.

192. Ancther cbjective tv be attzined in the subregion is the setting up of o subregional
ship brokerage or sea freight consclidation centre.,

183. It should be pointed cut that while scme efforts have ulready been made in the subregion,
they need tc be supplemented, in terms of maritime training end modernisation as well as
narmenisation of maritime legislation.

Mercnant fleet in general

104. The merchant flect of the ECUGWAS States is rclatively ¢ld “despite efforts in recent
yeurs by scme countries of the subregion to modernise it. The average age of the vessels
belonging {c the forty companies of the subregion or to these in which its interests arc
sufficiently represcnted, is 16 years, the maximum 24 and the minimum § years, The merchant
fleet capacity was estimuted in 1953 at 1,283,182 Dwt., including cergo, passenger and freighter
vesscls (888,548 Dwt.), tankers (284,612 Dwt.) and sther “categories (100,686 Dwt.), exeept
full container vessels. It should be menticnes that ameng these liners, the conventional
African units, semi-containers spips and hybrié ships predeminste. Such a situation clearly
- shows the low competitive capacity ¢f the shipping industry in iho suoregion in relation
to their counterparts in the developed countries, whose liner fleet is mainly full container
and RO-RU Vessels, which gencrally provide better performance. :

" 105. The maritime traffic correspending t¢ the total merchant fleet capecity of the subregion
was estimated in 1983 at 17¢ millicn tons including 23 millicn tons of carge for liners {including
3,216,008 tens of containerised goods) and $3.5 millicn 1ons of bulk cargo.

106. Since it is not economical to utilise the total avsilable capacity due to various extra
costs involved (exhorbitant cosis of hendling goods beyond the load limit of the vessel), it
will be assumed that cnly 76% of this capacity is commercially prefiteble.: This brings to
898,213 Dwt and 521,84 Dwt respectively; for the total merchant fleet of the ECOWAS
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States, composed of multipurpose and ccnventicnal vessels. Caleulated on the basis of 50
days and 60 days of completed voyage between weost Africa end Europe and between West
ifrica and the Far East or America respectively, the full yeerly turn-rounds {making allcwance
for & 2-month lay-off for the maintenance of the fleet) will be between 10 and 5 respectively
or an annusl average of 7.5 vouyages along these sea routes ¢n whicn the greater portion
of the West African maritime trade is transported.

197. The objectives of the current United Nations Devclopment Decade with respect
tc maritime transport. for developing countries, including those in the West African
subregion, is to:

- ensure 20% participation by cach develeping country in its global maritime trade,
representing for ECOWARS States, a treffic targets of 34 millicn and 41.95 million
tons, respectively for 1883 and 185063

- ensure that ancther 40% of the goods arc transported by liners belonging to the
developing countries,  giving the ECOWAS States estimated traffic of $.2 millicn tons
(1283) end 11.7 millicn tons (1950}, '

108. Given the actual trade capacity of the ECOWAS global merchant fleet end the capacity

of the carge anc passenger ships and liners, it is pussible to estimate the capacity
deficit/excess «f ECOWAS for the years 1983 and 1590 as fcllowss

(a) For 1983

i) Ix 34,000,000 - (898,213 x 7.5 x 2) = 3.9]1 millicn Dwt
7.5 % 0.7 ‘

(ii) Deficit fur ECOWAD in liner merchant flect was estimated at

Tx 9,200,000 - (7.5 x 621,584 X 2)= 14,716
7.5 x 0.7 : :

This means an excess capacity of 24,716 Dwt, in cther wc,rds,_- the liner fleet in (i) is
adequate for this tpade. The reservation measures should therefcre be strengtheneu
to reach that terget.

{b) For 1590

(i) Al the ECOWAE merchant fleet put together show the following deficit forecast
in 1983:

Dwt x 41,900,000 - (858,413 x 7.5 x 2) = 5.4 millicn Dwt
7.5 % 0.7 :
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(ii) Liner flect deficit

Dwt x 11,760,000 - (521,984 x 7.5 x 2) = 451,474 Dwt
7.5 x 0.7

(¢) Available rescurces for the attainment of the cbjectives set:

schedule liner fleet
163, Orderly GGVelcpment of the liner fleet for the subregion depends cn: -

(i}, measures adupted at ;thg naticnel level to ensure the judicicus application of the
Code of Conduct for Liner Conferences, particularly the provisions requiring that
40% of the maritime trade - f the ceutnry concerned should be reserved for its naticnal
shipping company; :

(ii) availability of sufficiéntly competitive conditions for the financing of merchant
fleet;

(iii) availebility of competent African sca-guing andg on-shiore staff for the shincine
. f-') F % N i~ T
companies concerned ands

(iv) establishment of Joint merchant fleet by the coastel and land-licked States cf the
subregicn. '

Bulk carrier and tramping fleet

l1Ie. Tc be able to abscrb their capecity deficits in this area of shipping, the countries of

the subregion, in the absonce of appropriate international legislation which will enable them

- t¢ autcmaticelly reserve for themsclves a portion of their natichal maritime trade, should

take such naticnal and subregional measures as: | . '

(i} Establishment cof naticnel, subregional and regicnal ship brekerage offices (with
internuticnal branches). For these to Le very effective, they should be Sacked by
a well defined legal framework; furthermcre, en appropriate training programme
should be implementeds '

(ii} Creation of conciticns that promote competitive financing for the purchase of such
vissels as may be required;

(iii} Establishment of conscrtia among the countries of the subregion cr between them
and interested foreign investors whe should heve a mincrity share in the capital
stuck of the shipping comianies,
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Coastal merchant fleet

11, For a long time, most of the countrics of the subregion have wanted to organise the
cosstal shipping in the region, either on naticnal or subregional basis, with & view to
naticnalising this category of navigaticn which is inadequately covered by foreign companies
and at rather very hight freight raies and offer irregular services. Orderly and cffective
gevelopment «f intra-subregicnal trade and cu-uperation could significantly depend on the
control of coastal shipping.

Ng. In view of the unfortunsie past cxperiences in the cstablishment of national coastal
shipping lines, the ECOWAS Secrctariat thought that the time hnd come, considering the
prevailing disastrous competition, o organise subregional co-cperation in coastal shipping.
As a result, a "feasibility study on & West African Coastal Shipping - Line was conducte:!
by UNCTAD in 1582 and revised in May 1885, anu covered the geographical areas of the
ECOWAS States os well as Cameroon, Gabon anc Angolan. This geugraphical coverage is
basec cn the homogeneity of the region as far as maritime transport activities arc concerned.
The main fincings of the study were thats '

(&) In 1981, the monthly trade within the goographical area (Daker/Dousla renge) was
1900 TEU, 1300 TEU of which representod trpanshipment and 1600 TEU were direct
trade. In 1984, these <ata became 1525 TEU, 750 TEU and 775 TEU, respectively.
A comparison of the 1881 and 1684 figures shows:

- a1€.7% drop in the global monthly traffic;
- a 42.3% Jrop in irens-shipments and
- a 29.2% increasc in the Jomestic traffic.
(b) Several categories of shipping tines offor coastal services in this géogtaphibal' area.

113. Foreign Lines (European mainly) provide regular coastal services exclusively by operating
five container ships, two of which belong to SHCDV and SOCOPAQ. Each of the two vessels
belonging tc SNCDV plies the Dakar-Ccnakry, Freetown, Mcnrovie end Buchannan route
on the onc hand, and the route from Peinte-Hoire to the Zairian and Angolan ports on the
gther. Finally, 1wo other units of the Liacrsk Shipring Line cffer feeder services from the
port ¢f Algeciras (Spain) t© che West African Cuest, for trans-shipments from or to the United

States of America and the Far Eest.

H4. About twenty to twenty-five smell conventional vessels (500 to 1,500 Dwt) cecasionaly
serve the West African Coast. Due o the cecrease in traffic and oceen liner services in
the region since 1882, sume of shipping lines (Woermann fine and Nedlloya Lines fer instance)
have replaced their 1306-1400 TEU units with 500 TEU units on this route.

5. Vessels of the subregional shipping range, instead of specialising in coastal shipping.
prefer to offer coestal services only to supplement the profit earning capacity of their ccean
liner services. This appreach was adopted because of the disappointing experiences in coastal
shipping within the subregicn and the possitility nuw offered the Shipping Lines to cperate
pool services; in perticular, as it allows & shipping line ¢f the subregion tu operate both at
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naticnal and at subregicn levels. In rationalising elcbal maritime service of the subregion,
the countries concerned scem {5 prefer co—cperation in joint menagement of subregicnal
traffic rights for liner shipping and even bulk cerge shipping tu specielised maritime services.

11§, The stucy concludes that the project which was prefitable in the earlier report, weuld
show e deficit of between US$5C,000 end $68,0060 for cach completed voyage, or US$2 millicn
for a fleet of three 175 TEU vesscls per annum.

17. It sheuld be pointed cut thet specialisca services in this submode are strengly uncermined
by the high competition from ccean liners belenging to both the subregion and foreign
companies. For these liners, this sectur of shipping is en indispensable contribution te the
financiel success of their Ieng distance voyages, : ,

Sca ports within ECOWAS countrics

118. The West African subregiun has about twenty-twe main sea ports. The ports of Abidjan,
Dekar, Lome anc Cetency, even Apapa, play a subregicnal rcle by offering transit services,
respectively tos '

Burkina Faso, Mali and, to a lesser degree, Niger;

!

Malj;

~ Burkina Fasu and Higers

- Higer, even scuthern Burkina Faso and Eastern Malis
- Niger and Chad.

8. The cargo traffic hencled in 1983 at all these ports was estimated at 146,546,000 tons,
including about 1,606,20C t.ne ~f transit cargo.

120. The total length of the quays is abcut 28,7420 m. and there arc cbout one hundred and
fifty-six berths including five specialising in container handling and two for fur RG-RO
services. The maoximum fjraught_varies between 5.7m anc 13.5m. The maximum ¢apacity
of vessels likely to dock at these POPts is between 3,506 Dwt and 120,006 Dwt.

12l. Hone of the ports hes speciglised gantry crenes; however, there is an acequate number
of portal cranes to supplement the ships' pear for onshore cargo handling. It will however
Ue noted that eppropriate facilities such as stracdlers, fork lift, gantry crancs, cranes; chasis
systems; trailers and tractors and cic. erc provided for carge handling on shore and transfer
of cargo within the ports. :

: ) o . B . . & . - ‘ . :
122. The break-down of storage srcars estimated at 1,600,508m4, comparising transit storage
areas and warehcuses for land-locked countrics {Meli, Nigcr, Burking Faso) is os follows:

- Werehouses : 542,600 m?2

- stacking arcass 1,057,000 m2%;
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123. The above two arcas include duty-free areas reserved for the above land-locked countries.

In Dekar, the jetties and werehousc Me.3 rescrved for Mali's trade, arc connccted to the

railway, thus enebling three sets of wegons of 1,600 tons each to serk simultanecusly. The

port of Abidjan has a transit werehcuse connected to the reilway for tramsport of geods
frcm anc to Burkina Faso, Mali ana Higer.

124. The frec port of Lome comprises two transit warchouses of 6,600 mé cach, reserve:!
for the maritime trade ~f Burkine Fesc, Msli and Niger. Similerly, the port of Cctoncu
hes reserved 10,600 m2 cuty free transit area for Niger, Burkina Fasc and Meali, which is
ecnnected tc the railwey network.

125. The subregion has five mein ship repeir yards: Dakar, Abidjan anc Tema, with the
follewing hoisting equipment:

I

two synchrelift elevators of 250 anct 1250 tons;

1

sixteen slipways of 56 and 81U tons;

three dry ddocks of 106,6€3 tons maximum; and

five flotting docks of 258 to 64,050 tons.

All the shipyards have the necessary worksheps (mechaniceld, electrical, painting, etc.) whicn
enasble them to maintain merchani vessels, fishing boats as well as port utility vessels
operating in the subregion. It sheul¢:. however be noted that they often face foreign
competitich especially with regard to cceen liners, since these have the chcice of being
repeired at either end of their respeciive sea routes. : s

Links with the hinterland and transport co~ordination .

126. Generally, ecach of the ports of the subregion is relatively wel linked to its hinterlanc
through an adapted transport network: road, rail, inlend water-ways, air and s¢ on. Depending
cn each cose, one or several combined moces are used for through transpert between the
port and the hinterland terminals.

- 127. With the development of a containerisec teaffic {about 3,210,000 tons in 1983 for the
subregion) and the simplification of customs formalities anc regulations. within the inter-
faces, as well as an increasingly offcctive and «fficient co-crdination of transshipment
cperations froem port terminals te curface transport networks, the flow of through treffic
in the subregion has gradually improved.

Programmes for improving port facilities in the ECOWAS subregicn

128. In order tc increase the levels of port Lerformance and to cope with the constantly
growing maritime trade at the west African ports (estimated at about 208.5 millicn tons
for 1990), & series of acticns have been or will be taken in the next five years. The priority
areas ares

- ecnstruction of new berths at some ports of reletively average impcrtance;'

- augmenting of the berthing capecity of larger vesscls by increasing the draught; .
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- construction of new terminals, especially for conteiners apd RC/RO, 2s well as other
specialised berths: clinker, mineral, ec.: '

- expansion of port storage areas: warehouses, shelters, ecld stores, oteg

- procurement of port hancling anc transfer equipments  gantry cranes, cranes, fork
lifts, ete.; s : ‘

- construction o strengthening of ship repair yarcs; and

= training of port staff at all Ievels so o8 to acquaint them with matters relating to cargo
security, port security, transport network, and pencral port operations. "

Protection of shippers' intercsts

129, In crder to end the iscleticn of the shippers (imporier, exporter, cte.) who are currently
powerless in the face of abusive practices by shipping companies (crganisedt into mencepelistic
liner conferences that systematically increase freight rates and provide poor services), African
countries in general ond those of West Africa in particular, have felt the need to counter
such influence by forming national end surbegicnal shippers' crganisations. Hence West
Africe now has ten naticneal ship:pers’ councils {Benin, Burking Frsc, Cote J'voire, Ghana,
Guineg, Mali, Niger, Nigeria, Senegal and Togu) and a subregional association of naticnal
shippers' ccuncils for West and Central Africa. It is hoped that this association would be
enlarged {o cover all the countrics of the subregion. ‘ ' S

Maritime regulaticns

130. Mcdernisation and harmonisation of maritime legislation constitute o pricrity project
for West Africa. Certain measures have already been . taken in this dircction within the
framework of the CEAUG which at present has updated and harmcnisec dreft maritime code
applicable to its member States and, within the framework of the Ministerial Conference
of West and Central 4frican States ¢cn meritime trensporf. The work done by this latter
instituticn concerns: ' ' '

- Adoption of the Code of Concuet of Liner Counferences and naticnal messuros for its
effective applicaticn. The harmonisation of naticnal systems for liner traffic reservation
constitutes one area of concern for the Ministerial Conferences B

- Up-dating and harmonisation of maritime labour legisiation in the subregion.  ILO/ECA
Seminer organised on this subject in Brezzaville in 1985 enabled member States to
compare their naticnel experiences and consider the methods of modernising and
harmoenising their texts, teking ints account the relevant international standards;

= The on-going UNCTAD - assisted processing of date reclating tc the up-dating and
~harmonisation of trade aspects of the Ivorian meritime legislation, when combleted,
could serve as a model and scurce of inspiration for similar initiatives in the surbegion.

Conclusicns ana recommendaticns

13l. In the preceding paragraphs, meritime transport activities in the subregion have been
bricfly described, including the present end future situation of shipping both long distance
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and coastal shipping, sea ports {purt infrestruciure anc egquipment} and the role they play
in the co-crdination of through transpert of gouds, efforts 1o oroteet shippers' interests
end the up-Cating anc hermonisation of maritime regulation. ' ' '

132. Analysis of the above mentionec puints have enantled the icentification of existing
bottienecks and have led to the fellowing recommencations:

- The merchent fleet of the subregion should be further modernised if it is to be more
competitive, particularly in the full container servicaes; 2

- Ce-operation amoeng the West Africen shipping lines should be intensified ang diversified

to ensure better centrol of their shere of the subregional maorket both with regard
to liner en? bulk cargo traffic; ' ' '

- Neticnal end surbegicnal ship broking centres {(with branches in the major developed
ccuntries trading with the sutregion) should be <stablished by the States of the subregion
for better control of their share of the freight market and of the crderly development
of the subregional merchant fleet; ‘ ' '

- Current efforts shoula be pursued anc intensified so as to make port facilitics more
dynami¢ and effectives " extension of facilities whercver necessiry, renewal of the
equipment anc, if necessary, continued maintenance of port facilities, training of port
parsonnel, construction of duty-frec transit werchouses in the ccuntrics which serve
lond-locked countries, establishment of appropriate co-uperation arrangements between
these two categories Of countries, adoption of texts to simplify customs formalities
enu reguletions in trans-shipment operstions between terminals etc.; ‘

_ Efforts for the establishment of nationel shinpers corganisations should be pursued G
as to betier protect their interests;

- Efforts tc up—Cete and harmonise meritime legislation should be pursuec.

Roads and road transport

133. in the modal report on roads end road transpert  for the subregion, cotailed information
is presented on infrastructure/cquipment capacity and utilization, design stancards; inter-

state missing/substancard links; cemposition and direction of traffic flows; and the current
and optimal rced cepacity; as well as tratfic forecast in terms of the number of vehicles.
The repcrt alsc gives some information on road meintensnee and ccnstruction costs and
to a limites extent infermation on roac users charges - . the revenues ccllected by the

government from Toad USErs in one fopm or ancther. There is however ns-information on
vehicle operating costs and charges and this is largely <ue to be absence of organized inter-
state freight and passenger services in the subregicn.

134. What fcllows below is an coconcmic analysis and general evaluation of the information
contained in the repcrt and other relevant ospects wiich have important implications to
transport development in the subregion. R
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135. In spite of the low state of roads and road transport development in the subregion,
it is apparent that this mode constitutes the critical element in the economic and physical
integration of the subregion as proclaimed in the ECOWAS Charter. This is evidenced by
the fact that of all transport mdoes, this is the only mode with well articulated and advanced
policy instruments and institutions, such as:

kS

(i) Earmonization of Highway Legislation

(ii) Inter-State Road Transport/Transit Convention:

(iii) ECOWAS Liability Insurance Scheme (motor vehicle)

(iv) The development and completion of the Trans-West African Highway Hetwork as
an integral activity of the ECOWAS secretariat and the ECOWAS Fund (as contrasted
with the ineffectual activities of the other Trans-African Highway secretariat and
lack of funding sources) and '

(v) Ongoing studies on the establishment of a subregional Road Maintenance Training
Centre

all of which will tend to enhance and speed up the development of road transport in the
subregion in the short and medium term.

Road.' network

136. The current road network in the subregion is indicated in Table 16 which shows the
total road kilometres of 336,016 in en area of about 6.137 million km?2 for &n average road
dénsity of about 0.555 km/km2. The primary network is about 67,889 km, secondary network
€3,70%9 km and tertiery/unclassified about 201,418 km, which represent about 20, 20 and
60 per cent, respectively.

137. The individual national road densities in the subregion vary from a low of 0.01 km/km2
for Mauritenia tc a high of 0.22 km/km2 for Gambia. It should bz noted that the density
varies inversely to area and does not necessarily indicate the state of road development
in the individual nation. Other characteristics of the road network in the subregion are
that - land-locked (Niger, Burkina Fasc, Mali), sahelien (the former three plus Mauritania)
and large land areas (the former three), tend to have the lowest road densities.

138. From the subregicnal general transport and economics perspectively, what is important
and critical is the condition of the designated inter-state network (which consist of some
12,600 km, see peges 13-14 of medeal report, and not the percentage of primary roads in the
network or the national and average subregional road densities) - since the latter can vary
widely on the basis of population concentretion, land capaebility and dispersel/concentration
of natural resources, without any adverse effects on national/subregional development
potentials. R

Vehicular tpaffic

139. Table 17 presents the total and cemposition of road vehicles in the subregion. There
are a little over 1 millicn vehicles in the subregion made up roughly as follows: 914,000 light;
150,000 medium: 95,000 heavy; 26,000 trucks/trailers; and 202,000 cther vehicles. Heavy
vehicles and trucks/trailers constitute only about 12 per cent of the total subregional fleet
and attests to both the low level of naticnal and subregional trucking in general.
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140, Vehicle density per 1600 poputation in the subregion is not only comparatively low,
but verics widely among the countries, with a low of 2.8 vehicles for Nigeria (due to its
large population) to a high of ebout 30 vehicles for Ivory Coast. The average subregional
density is about 6 vehicles per 1008 population.

14l. The vehicular traffic forecast up to 1292 for freight and passenger vehicles for countries
of the surbegion is shown in Teble 18, Some of the basic assumptions behind the fcrecast
are based on:

(i) the size and growth of the population of the countries;

(ii) the historical trends and growth rates of the vehicular population in relations to
cconomic growth;

(iii) the fact thai recovery from tie current eccnomic slump will be slow, with little
or no major wholesale aconomic upsurges in the subregion and that upsurges in some
member States are likely to be offset by the poor perfermance of some States;

(iv) given the current/shori-term and medium-term potentially adverse terms of trade,
the continued importation of vehicles, meics national and svbregional efforts directed
at economic recovery and ceatinued fereign exchange/balance of payment problems,
the import of vehicles will continue to be controlled or moderately regulated, as
the case may be, thus, limiting growth to only a moderaic average during the next
five years and perhaps then substantizily, afterwards.

142. It should be pointed cut that tihe nationa freight and pascenger vehicles forecasts have
not been aggregeted into & subregional comprehensive forccast due to the fact that only
a very insignificent percentage of these vchicles are operated in inter-state passenger
sepvices. Such an oggregation might pive the wrong impression of a very high level
of inter-state road transport acxivities in. the subregion. In adgition, data is not
available for Benin, Cape Verde, Guinen  Bissau, Mauritenia, Sicrre Lecne and Togo,
which meakes such subregional aggregation substentially lesz useful end inaccurate.
Perhaps & most compelling renson for the non-nggregation of the national vehicle
traffic forecasts into & subregional crie emerges from the gnalysiz of thz national
Annual Average Daily Traffic (AADT) 1/ and the Aversge Hourly Traffic (AHT)_;?J .

143. Data on the AADT and AHT, for the West African countries ere presenied in Table
19, except for the six countrizs mentioned cbove for which deta on vehicle population are
not available. The forecast of AAD™ snd £HT have been made up to the year 1992 for all
the countries and up to 1983 for some cowitrizz, based on the overall traffic forecastr in
Table 18. '

144. Tt will be neted that &s cf 198, *he AADT within the subreglon renged from a low of
17 for the Gambia to a high of 3812 for Tvory Coast, with only four corntries exceeding 160

1/ AADT = the total number of vehicles passing on a secticn of read during a one year
period, divided by 365. . _ _ 7
2/ The totel number of vehivles Dassing on a section of road curing &, oie day period,

divided by 24 or the number of hours per day during whirsh vehicle operations are permitted
by national regulations.
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(i.e. Burkina Faso 109, Ghana 119, Scnegal 322 and Nigeria 435) - and the rest of the countries
under 166. By 1992, the situation would have barely changed with Gambia and Ivory Coast
meintaining the lowest and highest AADTSs (20 and 918, respectively) and only five countries
with AADTs above 100 (i.e. Burkina Faso 116, Ghana 220, Niger 108, Senegal 278 and Nigeria
490), ' e

145. With respect tc the Average Hourly Traffic, the current situation is that only Ivory
Coast has an average of 127 vehicles per hour on its roads, based cn the definition of AHT.
By the year 1992 the AHT in Ivory Coest would be about 147, while those of all the cther
countries in the subregion would rnege frem a low of 3 for the Gambia to & high of 75 for
Nigeria. B '

146. The implication of the lcw AADTS end AHTS on the subregicn's highways arc fully
analysed in Section F of this report, where traffic supply and demand arc comparatively
evaluated with special emphasis cn highway capacities and other variabies.

Road transport costs and charpes

147.. The modal report on roads and roed trensport contains very little information and data

- ¢on- vehicle operating. costs and charges in the surbegion. This can be partly attributed to
the insignificont volume and the undeveloped nature of inter-state road transport in the
‘surbegion and partly to the difficult process end anelysis in determining vehijcle operating
.financial end economic costs, which epparently most of the countries heve not been able
to carry out on a nation-wide basis; lct alone for the major inter-state operations.

148. The other underlying factors are that: (i) thirteen of thc member States in
the subregion are coestal ccuntries thet depend mostly on shipping for their
- international trade and given the fairly homegeneity of their econcmies, there is little
inter-state road transport services; (ii) two of the three land-locked countries (Mali
and Burkina Faso) are served directly by reil from coastal countries; and (iii) the
generally poor conditions of the inter-state roads, which result in extremely high

Operating. costs and rapid wear-snd-tear - thus, discoureging inter-state truck_ing.

149. In essence, information and data on inter-state road transport cperating ccsts and charges
were only available for Niger. This can be explained by the fact that most of Niger's inter-
state/international freight and pessenger traffic depends on rcad transpert to and from rail
terminals in trensit countries (Parakou-Benin and Ouagadougcu-Burkina Feso, especially).
The data indicates that the vehicle operating costs (VOC) of a 25 ton truck/treiler was 337.69
:CFAF/km and 88.68 CFAF/km for s 17-seater passenger vehicle {November 1984). It should
be pcinted out that these figures were provided by the government and their accuracy or
the cost elements considered in their computation cannot be determined. The figures most
probably relate to financial ccsts, which can either overstate or understate the actual costs
due tc duties, taxes and other revenue transfers on the one hand Or subsidies on the other
hand.

150. The above costs apply only on paved roaeds and are said to vary by 33 per cent or more
¢n gravel and earth roads, respectively.

151. With régards to fares and charges, these vary substantially depending on commodities,
type of roaed surface, maximum vehicle capacity end whether the vehicle is fully or helf
loaded both ways or cne wey. For example, most food items are charged at the rate of
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25.76 CFAF/ton/km. Building materials and intermediate products are 32.01 CFAF/ton/km ail
general cargo/durable guods are 2814 CFAF/ton/km, when the vehicle is fully londed one

way, and half loaded on the return journey, ¢n & surfaced road. When the vehicle is fully
lcaded both ways, the rates drop to abcut 16-18 CPAF/ton/km on peved roads and 21-23
CFAF/ten/km on earth roads. ‘ S

152, Passenger faores per km cn the 17-seater were as followss: peved roeds 6.25 CFAF; earth
roeds 8.32 CFAF; and tracks 11.67 CFAF.

153. An analysis of the above fares and charges egainst the vehicles' operating costs given
in para. 80 above indicate that: : '

(i) for a cne way fully loaded and hall loaded return truck, the charges are equivalent
to 24.76 x 3/2 (25)* per ton km for most focd items end 28.14 x 3/2 (25)* for
2{337.67) 2(337.67)
most industrial and intermediate goods, cn bitumen or paved rcads. This implies
that charges renge frem 37% tc 58% ebove vehicle operating costs {VGC).

(i) for fully loaded rcund trip trucks, the charges range from 18 to 70% above vehicle
operating costs on earth roads; and o '

(iii) for the i7-seater passcnger vehicles, the cherges are 20% and 77% abcove VOC on
paved and earth rcads, respectively.

154. Cn average, the charges and fares on paved roads appear reasconable, while thsoe on
earth roads sre relatively. higher when compeared with the VOC. This can be partly explained
cither by excess demand over supply <n ihe dirt/earth roads and the reluctence of operatcrs
to ply the earth roads, due G their pcor conditions. ‘ '

155. In Meli, the charges which range from 20 CFAF to 30 CFAF per/ton/km are reported
to be about 20 per cent belcw VOC and as a result, most operators immobilize their vheicles
rather than accepted the officially established fares and charges - thus creating artificial
scarcity of transport supply. :

156. No VOC data and fares/charges are availeble for most countries of the subregicn and
the general issue of trensport operating costs vis-a-vis transport charges and fares is -dealt
with in another secticn of the report. .

Railways and Rail transport

157. The inherent advantage of railweys cver other surface modes lies in that they can carry
large quantities of heavy and bulky cargoes over long surface distances -at comparatively
lower costs than other surface modes. With specific reference to the West African subregion,
the overall perfcrmance of most of the national networks has been rather disappointings,
so that the inherent advantage might have been pertially lost and-the railways have not
fully played the major cconomic role expected of them. Most cf them are operating at a
deficit and pertly depend on government subsidies (with the exception of Mali, Senegel,

* See page 45 of roads and road transport modal report.
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I\_f_ory CQa§t and Benin).

158. Most railweys in the subregion suffer from a series cf problems ranging from inadequate
track and equiprment maintenance, over-eged infrastructure and equipment which is ovep-
due replacement, to management, cperaticnel and manpower problems., A brief summary
of some of the naticnal network is givan belcwl /

Mali railway

156, This is a relatively small network of abcut 642 km cver feirly level terrein, with about
30 per cent welded track. The railway's major cperating prchlems are due to the relatively
large number (8 cut of 28) temporary staticns end some £4  unprotected  level crossings.

These cause serious dzlays and exireme reducticn of Gperating speed, so much so that
scheduled are hardly kept.

160. The t_raétive stock comprises 30 fairiy new lcocmcetives, 66 per cent of which are cnly
about 10 years old, with an overall availability coefficient of 35 per cent - due to the long
pericd during which some engines have been out of service.

161. The relling stock consists of 3506 wegcns, 56 bassenger coaches and other equipment
and about 80 per cent of the wagons ere less than 20 years ¢ld. The availability ccefficient
of the wagons is about 90 per cent and that of ccaches is batween 75 and g0 per cent.

162. The railway offers beth first and second class passenger services and the first class
traffic of about 606,000 {1383) represents only aboui 5 per cent of the passenger treffic,
while some 10 per cent of the total passenger traffic is International. Income from passenger
operaticns is relatively low (representing about 33 per cent of ali revenue), largely due tc
the short journey distence (25 km} of domestic. passengers. Goods traffic averages about
326,000 tons a year, with domestic and international traffie accounting for 20 and 80 per
cent, respectively. : '

163. There is"a'gros's imbalance in the inbound and outbound international traffic of about
80:20 per cent. Domestic traffic consists mainly cf groundnuts, cereals and cement While
international traffic consists of sugar, flour, cement, cereals, cement, salt and fertilizers,

164. In general, averasge pi‘oductivity is extremely low, quality of service unsatisfactory
(only 10 per cent of schedules atteined) and accidents are frequent. Consequently, revenues
represent only 72 per cent of cperating costs and the ccst coefficient is about 1.39,

Senegal railway

165. The railway mainline is 893 km, 70 km of which is double track and 923 km single track,
cver relatively level terrain. Main operadng problems are due to a large number of unstaffed
stops (164 out of 168) and the limited number of stations for handling international passengers
and goods traffic, 10 and 11, respectively. '

166. The tractive stock éonsists of 20 Iecomotives, 6 railcars, 23 light motor tractors and
the availability coefficients are relatively low - g4 per cent for locos and 44 per cent for

1/ See "Railways and Rajl Transpert” Modal Leport.
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railcars/light motor tractors, mainly as & result of delays in equipment maintenance. The
locos were acquired between 1629 and 1841 and are very slow.

167. The rolling stock consists of 833 wegons end 83 cocaches and some of them are very
old.

168. Annual passenger traffic exceeds 5G6,000 and the distribution is €3 per cent domestic,
7 per cent international and 97 per cent 2nd class and 3 per cent lst class. The average
domestic passenger trip is about 513 km. Annual goods traffic of about 2 million tons is
dominated by phosphate (71 per cent) and domestic end internaticnsl traffic represents 16
and 13 per cent, respectively. Phosphate alone accounts for about 43 per cent of ton-km,
while internaticnal traffic accounts for 44 per cent. ‘ '

169. The railway employs some 2,700 workers end average productivity is estimated at about
300 unit/km per man/day, largely as o result of the phosphate traffic.

170. The quelity of service is pecr and cperaticns unsafe, as there were some 135 detrailmént's
over e twelve-manth period between 1982 and 1383.

Guineg railway

171. This railway has sericusly deteriorated cver the years and the track is in an extremely
peor condition. Due tc lack of replacement and poer maintenance; the tractive stock and
rolling stock have been reduced to a few units, with overall performance far below average.

172. The railway employs about 1,200 pecple and the annual traffic analysis is as follows:
30,000 mainline passengers (86 per cent 2nd class); 200,006 suburban line passenger {considered
excellent in view of rolling stock shoriege); and about 160,008 tons of geods traffic (90 per
cent clinker).

17‘3. Several‘-‘studi_es have been carried out on the rehabilitation of the railway and 5_:(]1 indic'a'te
reascnable retes of return on the investment. ' ‘

Joint Benin-Niger Railway Orgenizations (CCBIN)

174, The GCBH netwerk is 855 km, out cf which 578 km is the main track from Cotonou
to Parpkou. The Save-Parakcu section of the line is not ballasted and results in speed and
capacity reductions.

175. The tractive stock consisis of 91 iocos, 8 railears and 8 light moter tractors. The stock
is fairly new - with 50 per cent jess than 10 yeers old, and the availability coefficient ranges
for 70 to 80 per cent. B '

176. The rolling stock consists ¢f 347 relatively new wagons and coaches of verious types.

177. The average annual number of passengers of about 1.5 million has been declining slightly
in recent years and the average annual goods traffic of 375,006 tons, is mainly foed aid to
the country and has been declining too. There is a Z to ] imbelance in the outward and inbounda
traffic, which is largely caused by the 87 to 3 imbalance of the traffic to and from Niger
via Benin. -



E/ECA/TRANS/45
Page 34

178. In conclusion, CCEN exemplifics excellent co-operetion between a land-locked and
a transit country, _

Togo Railwey (CFT)

179. The network is 486 km long and the mainline is feirly satisfactory from points PK-0O
to PK-200. The new branch line tc Tebligbc is no Icnger in serviee due to the suspension
of mining and port activities by CIMAO. Due to oid age and inadequate maintenance, safety
standerds on some branch lines are very low. -

180. The tractive stoek consists of 14 locomotives (including 3 new ec for the CIMAG project,
which have been immobilized) end the aveilebility coefficient of 50 to &§ per cent is relatively
low,

18l. The total rolling stock of 387 units, inclucing 175 freight wegens have a limited exle
loading of only 10 tons; but inspite ¢f this end other problems, traffic increased constantly,
averaging 2.5 million pessengers and 206,000 tons per year.

Abicjen/Niger Railway (RAN)

182. The network of 1,243 km includes §1 km of double track and 1§ km of welded track
in excellent condition. :

183, The tractive stock -consisté of 45 locomotives, 39 light motor tractors and 27 railcars,
with a low overall availability coefficient of about 50 per cent,

184. The rolling stock conists of 164 coaches and 1600 wagons with average availability

coefficient of 88 and 83 per cent, respectively.

185. The average annual traffic is about 3 millivn passengers and 600,009 tons snd the
distribution is: pessengers - 53 per ceni domestic Ivory Coast, 17 per cent domestic Burkina
¥aso and 30 per cent interchange; goods - 24 per cent Comestic Ivory Coast, 1 per cent
domestic Burkine Fasc and 75 per cent interchange (including 58 per cent imports for Burkine

Fasc).

186. RAN maintains detailed anc accurate statistics on its operetions, which can be very
useful for project anc cther evaluation, . .

Nigerian Railways Corporation (NRC)

187. The NRC network consits of 35232 km of line with 2848 km of tracks. the locomotive
and rolling stock consists of: 337 locomaotives, including 219 diesels and 118 steams; 33 light
motor tractors (38 diesel, 44 steam); 805 passenger ccaches (46 crdinary, 286 restavrant);
and 7238 freight wagons (3606 covered, 45 platform, 372 open high-sided, 2625 various and
590 private).

‘1_88= Average annual traffic is about 2.2 millicn passengers and 1.7 millicn tons (t'he latter
declined to only 556,006 tons in 1882). Given NRC's equipment, the overall performance
is extremely peor.
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Other aspects

189. The modal repcrt on railways contains specific information and recommendaticns on
railway management, technical operations, maintenance of equipment and infrastructure,
marketing, investment and co-ordinaticn, just to mention a few. Conspicously lacking in
the report are information on railway ccsts and charges, which are cf special importance
in the economic analysis. Yet it is apparent from the operating performance of most
subregicnal reilway networks that annusl toisl costs exceed total revenues, Lut this alone
cen not enable determination of whether services are under-charged or major inefficiencies
exist in operations, management, ete.

190. Similmjl_y, nc traffic forecast (supply and demand) is contained in the report.

C. Traffic demang forecast

191. A forecast of econumic growth rates for the subregion for the pericd 1880 to 1980 was
carried out by consultants, Lambert Brothers Shipping Limited and Maxwell Stamps Associates
Limited and is reproduced in Table 20. Two basic growth essumptions, 2 high and a low
were used in the fcrecast. Contrasted with the forecast, is the actuel pericrmance of the
economies of member States of ECOWAS for the pericd 1§73 to 1863 (Teble 21). While the
pericds are nct entirely comparteble, a close examinetion of the twc tables, would tend
to show that the actual econcmic growth of the countries was much less than even the low
growth assumpticn. This is because the period 1973 to 1883 was marked by substantial growth
in the earlier years, while the pericd 1982 to 1885 has been noted for some of the worst
economic conditions in Africe and characterized by negative growth in most countries.

182. Under the low growth assumpticn for 1685, the lowest growth econcmies of the subregicn
were forecast at 2 per cent per annum (Cepe Verde, Gambia, Ghana, Liberia, Sac Tome
and Principe, and Sierra Lecne), while the high growth ones (Nigeria, Ivory Coast, Togoe and
Guinea Bissau) were cstimated at beiween 4 and 7 per cent p.&., and the rest of the countries
were in between. The averaged 1973-1883 figures show negative growth for Ghana and very
low growth rates for Liberia, Meuritanie, Nigeria, sierra Lecne and Togo, when compared
with the fcrecast. '

193. With the excepticn of seaburne anc roads, traffic forecasts for most of the modes is
not available and it is not possible to produce a consclidated traffic forecast for the West
African subregicn. It should however be neoted that over 80 per cent of international trade
traffic in the subregion is seaborne. Thus, most overseas end intra-subregional traffic,
irrespective of origin/destinaticn and mcde of transport, is invariably involved in seaborne
carriage. In this respect, seaborne traffic can end does more appropriately reflect the statc
of glcbal traffic in the subregion.

194. Tables 22 and 23 show summaries of globel seaberne traffic (import and export) forecast
for the pericd 1885 to 1890, with pctual figures for 1980, while Tables 24 and 25 are
diseggregaticns of the former tebles, showing the shere of traffic for each subregion including
West and Central Africal’ .

1/ Progress Report Vol. J, Reonomic and Traffic forecasts UHCTAD/RAF/8/01, W & C
Africa Shipping Study.
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195. As anelysis of the latter tables indicate that in 1880, the totel import traffic of the
énlarged surbegion was 4.$35 million tons (mede uz as follows: 3.326 million tons tanker,
896,000 tcns bulk and 703,000 tons liner); while the fotal export traffic wos 4.578 million
tons (made up of 3.260 million tons tanker, 917,000 tons bulk, 53,000 tons oulk/liner, 906,000
tons refer and 258,000 tons liner). ' .

195. Tables 26 through 2§ shcw the actual expert and import trade of the subregion for 1982
and 1983. ‘They ‘indicate that in 1982, total exports were about 7.4 millicn tons while total
imports were abcut 5.3 million tons. In 1883 total imports increased by 2.4 per cent tc 5.4
million tcns, while exports decreased by 15.2 per cent to 6.3 million tons. A review of the
two years' subregional traffic figures therefore indicates thet experts decreased by about
1,130,706 tcns, while imports increased oaly by 129,686 tons, thus resulting in an ovepall
decrease of 1,001,620 tons. ‘

197. Althcugh figures for 1584 anc 198% are not available, it is generally thought that the
general economic conditicn in Africa, including the West African surbegion has continued
to worsen rather than improve. It can be sefely concluded that the total traffic during the
past two years was most likely to decrease than increese. In light of this, the traffic forecast
discussed below should be regarded with extreme caution. :

- 158. The traffic forecasts for the period 1885 to 1986 for the varicus categories of traffic
assumes both a low end high growth sceneric. Under the low growth scenario, the total
export traffic would increese from 4.578 millicn tcns in 1980 to 5.543 millicn tons in 1985
i.e. at 4 per cent growth eQ.; 8NG 1C 7.416 million tons by 1990 i.e. at sbout § per cent p.a.
Under the high growth scenario, the same iS80 traffic basc of 4.578 million tons would increase
to 8.829 million tons in 1985, i.e. about !5 per cent growth annually, rising t¢ 12.611 millicn
tons in 1990, which is equivalent to an average annual growth rate of about 7 per cent per
year for the period 1985 to 1989,

199. With respect to imperts, the total 1980 velume was 4.935 million tons and under the
low growth assumption would increase {c 5.77¢% million tons in 1985 (i.e. at abcut 3.2 per
cent p.a.) and to 7.638 million tons in 1890, which is equivalent to about § per cent growth
P-a. Under the high growth assumption, the 198¢ bese year traffic would increase to 9.838
million tons in 1985 and to 12.777 million tens in 19990, which represents a growth rate of
about 9 per cent annually betwcen 1988 and 1930,

200. It would be ncted thaet import ans export traffic fcrecasts tonnage under both the low
anc high growth assumption are almrst balenced, although the containerized pertion of the
traffic is likely to be unbalanced duc 10 the nature of the impert and export teeffic.

20l. As indicated elsewhore above, most if not all the seaborne traffic has its origin anc
destination at places cther than the ports and by, implication; must be carried by the other
modes of transport i.c. railway, road, inland water ang air transport, The traffic split among
the verious modes is not known, but it is known that most of the international trade traffic
from and to the land-iccked countries in the surbegion (Mali, Burkine Fasc and Niger) is
largely transported by rail and road, with the rail moving a substantial pecentage of the
traffic.

202. Table 30 and 31 give deteils on the major expert end import commodities of the_ member
States of the West African surbegicn. It should be pointed out ‘hat the number of export
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comm.dities for most of the countries is very small, the quaniities volume minimal and
for most countries, only cne or two commodcities constitute o major part ~f the export wraffic
as well as the major foreign exchange earner.

203. Some cummodities which are produced in fairly large quentities in countries of the
surbegion (e.g. yams, plantains, palm oil, etc) are almost entirely consumed locally and
are therefore not included in the exports of these countries. In some instonce, there is a
fairly active and large velume of unrecorded cross-border trade in these com medities.

204. In conclusicn, it should be cointed cut that given the 1982 traffic figures {Tables
28 and 28) end the qualitative cconcmic situation in the subregion since then, the
forecost had overstated the situation. In all prcbability, it is likely tc take up 1o
1990 before the economy of the subregion attains its highest srevious level and
depending on several factors, including the general worla cecnomic situation, only
moderete growth can be expectec. It is therefore unlikely that there will be cxcess
demand over supply of transport in the surbepion during the short end medium-term
periods (see Section D for further details).

D. Transport Supply

205. The supply of transprrt or the availability of transport services is determined DY a
combiention of factors, of which the following are most important: (i) infrastructure -
condition, stenderd, quentity i.e. adequate or inadequate; (ii) equipment = vessels, tankers,
trains, wagons, carriagcs, trucks, vehicles, river/lake erafts, barges, lighters, pcntoons,
ferries, aircraft and their seating/loed capacities, etc., {iii) facilitics - deep-sea/river ports,
berths, warehcuses, storage spaces, vehicle parks, marshalling’ yards, statiens, airperts,
handling facilities for freight and passengers, bunkering and fuel supply facilities; (iv)
- -pssociated equipment - cranes, winches, forklifts, tractors, loading/discharging platforms,
" ete; (v) organizaticn/cperation of services - types of transport orgenizations, their structures,
meanagement, operations and efficicney of servicess and (vi)policy-(national) policies governing
the development of the vericus trensport modes and their opcrations and manegement -
(whether public, private or a mixture). '

206. It is therefcre the combined functicns of the presence of tronsport infrastructure,
equipment, facilitics and associated hanating equipment, coupled with the rational organization
and efficient cperations cf services - all backed by appropriate nationeal trensport development
policies, which determine the total supply of transpoert in any nation or surbegion. In essence,
it is not the mere availability of transport equipment, infrastructure, facilities, enterprises
and policies, but the efficient operations of services and fulljeffective utilization of the
facilities which determines the effective transprt supply.

207. The transport infrastructure, equipment, facilitics in verious modes have been described
-and summarized in the various modal reports in the subregicn, with the only shorteoming
that their effective designed capacities and current cffective utilizetion of their capacities
have not been analysed or comparec end it is therefore difficult to prepare a consclicated
surbegional transport supply. information has not been provided in some respective mdoal
repcrts on ongoing &nd planned projects, Jdesigned t¢ augment or expand the modes, but it
is apparent from the onguing UNTACDA programme that future infrastructure, equipment
and facilities arc going to increase substantially in some mdces.

208. Coupled with  the cngoing and  planned infrasiructural  projects, wure
maintenance/rehabilitation; training, facilitation ond mansgement imprcvement projects,
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all designed to improve/increase serviee efficicney and would olso have the cffect of
increasing supply. '

209. Several highway maintenance/rehabilitation, construction of key missing links cn the
Trans-West Africen Highway network, os well as on the designated ECOWAS inter-state
- road network are cither cngoing or planned and when completed, shall sreatly increase the
road capacity and inter-statc links. the modal report on roads and reac transport indicates
that even in their current poor conditions and despite the absence of several inter-state
links, traffic on most of the inter-state reads is very low and maximum designed capacity
shall not be reached or exceecec in the next 15 to 20 years. Thus, taking intc account the
ongoing and planned rcad projects, future capacity constraints ere net foreseen. (See Tables
18 and 19).

210. The above conclusich is true cnly for read infrestructure, even though equipment (truck
-and vehicles) and facilitation (controls anc regulations) constraints may cersist in the future,
if 'the roac transport protocol is nct effectively implemented and observed by all member
Stetes of ECOWAS. S o _ .

2l. With respect to the railways, the current cepacity is limited Ly the age anc design of
the infrastructure, most of which have not undergons any major changes cduring the last
forty years. Most of the reils have aged considerably and are cverdue complete changing
and most of the alignment need improvement.

212, Given the current existing infrastructure, the SenegaH‘alali' fg_ilway cepacity can be
increased by about 50 per cent by a recuction ¢f the turn-grcend time of wagons, while the
capacity of the Guineg railway can increase about 15 times, given adequate loces and WOPECRS,

213, The situaticn of the other railweys in the subregion is as follows: (i) the Abidjan-Niger
railway (RAN) is cperating at near full capacity and only the double-tracking project which
has been postponed to 1989 could inerease the cepacity; (ii) even with ongraing 2nd or planned
projects only minimel capacity increases can be expected on the Togulese and Benin railways;
and (iii) cnly little cepacity increase can be expected from the Higerian reilway system,
mainly through improved management and cpepaticons.

214, In all, scme twenty-five railway prcjects are. contained in the Deceade programme and
‘& large number of them cdeal with ‘maintenance and rehebilitation rether than new
constructions. The net effect is that even when implemented, they would induce only a
moderate increase in capacity. The rlanned extension of the Bepin railway tc Niamey (liger}
- end further west tu connect with RAN at Cuagadougou weuld not necessarily increase railway
capacity, but would merely relief the roilway of the rcac transport services . it currently
cperates from Parakcu to Niamey, '

215. The general conclusion is thet for the medium and long-term, railvay capacity coule
be increased only mdoerately through improved management, cperativns and proper track
‘Mmeintenance. The prospects of increased capacity from double trocking and new rail
‘construction are remote and uneccncmical due tu the high ecst »f construction and the
“unc'ertainty of future sustained traffic supply. The other plenned new rail constructicn in
. the surbegion are directly related to mineral extraction rether than to general traffic.
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216. With respect to the maritime mode the following partial information on the subregional
supply in available. o )

Country : Ho. of vessels _ Total dead-weight {(DWT)
Cameroon . : 6 92,000 t (15.33%)
Ivory Coast : 10 _ 192,000 t (26.80%)
Ghana ' 7 96,845 t
Nigeria 20 278,996 t
- Togo A 6 Lo 56,288 t
zaire I 6 30,000 t
y Sub-total | 55 812,129 t

Liberia 2111 790,705,000 t

Source: 1985 Official Yearbook of MINCONNAR

217. As indicated above, the data end information on the supply of maritime capacity
in the subregion is only pertial, due to several factors including lack of infromation
on some member States and most critically on the problems associated with determing
the supply of . shipping capacity anywhere in the world. These protlems are .dealt
- with below. .~ '

218. It wculd be noted that the west and Central African subregicn has only a total
of  about 55 vessels with total DWT of 812,122 tons. . In addition to this and not
particularly of major significance o subregional shipping, is the fact that some 2,112
vessels with estimated total DWT of 76.7 million tons, are registered by  Liberia
under "the flag: of conveniencc or free registry policy”, although this does not imply
thet the cepacity is available or intended for the subregicn, specifically.

212. A large propcrtion of the shipring capacity in the surbegion is provided by the
. major Maritime Conference, such as AWAFC, CEWAL, COWAC/SUD. COWAC/NORD;
. FEWAC, MEWAC, UKWAL - just to mention & few. Cabotage and other unscheduled
constal vessels operate in the subregion. Therefcre only a very complex analysis
involving the static capacities of (i) the subregional shipping lines, (ii) the variocus
conforences lines; (iii) - the cabotages (iv} the regular and irregular coastal shipping
services; and most importent (v) the frequency cr number of sailings made. by each
vessel per year, is needed to cetermine the apprepriate supply. S

¥  Flag of convenience: free registry.
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220. It is not possible to do such an analysis for the subregion, however it is still
possible, using information from other scurces to indicate in very general terms whether
¢r not the supply of shipping services in the subregion are adequate or not. The
general situstion eppears to indicate that current sucply far excecds cemand as many
vessels call at ports of the subregion with very little traffic to deliver or pick up.
For example, in 1982, 1512 an¢ 1089 vessels calied at Angolan and Benin ports,
respectively, while in 1984 some 4079 vessels called at the ports of Ivcry Coast
alcne. For the subregion as a whale, it is evident that a very large number of vesscls
call annually at the many ports, that the supply exceeds demand and that inspite
of this situation, the Conference Lines still dictate anc maintain rather high charges
which the subregicnal shipping companies have been obliped to follow.

221. The paredox of the maritiine situation in the subrogion is that, while there is apparent
€xcess supply by foreign carriers, there is alsc a genuire end legitimate desire on the part
of member States of the subregion to increasc their respective national fleet capacities,
SO as tc implement the UNCTAD Code of Conduct for Liner Conference. Currcnt information
incicates that Ivory Ccast and Camercen, effectively control abcut 26.80 and 15.32 per cent
of their ocean tradc transport,  Wo informetion is aveilable for the other countries of the
subregion which have naticnal shipping lines, but in general their contrel of naticnal shipping
trade is minimal.

222. In summary, it should be peinted cut that over §6 per cent of the subregion's international
trace is seaborne anc at the present or foreseable future, there will he adequate if not over-
supply of shipping capacity - in spite of the fact that most of the capacity shall be provided
by foreign shipping lines andg conferences. There is need for the harmonization and
co~crdination of shipping services in the subregicn as well as the avgmentation of subregional
capacity,

E. Transport Costs and Cherges

223. The prevailing transport costs and charges in the subregion and for the varicus transport
modes where available, have beoen discussed and analyzed above under each of the modes,
The main observation is that except for maritime, eir transport and ratiways, they are
generally not avzilable at the naticnel level, let alone at the subregional ievel or cn &
comparetive basis. Even with the absence of any subsiantial naticnal and sutregicnel data
on national and subregicnal trensport costs and charges, evidence fend ¢ show that most
transport charges in the subregion arc not basec on the cperating costs of the modes ard
are usually much higher than charges which are based on cperating costs plus a margin of
return cn capitel uncer g competitive market situoation. ‘

224. In the maritime sector; the charges are an agaregete of freight and pert charges.  The
former is determined Ly the Conference Lines with only minimal influence by member States
of the subregion. There is evidence that freight rates in the West and Central African shipping
range are comparatively hich compared o equivalent distances outside Africs. -

225. With respect to port charges; these have becn discussed in detail above (see para. 95
to 97) and the general evidencc is that they are established independently Ly ‘each
government or pert authority, vary markedly from port to port, are not based on
marginal cost princicles end in gencral are arbitrary,
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996. Internationsl eair teriffs to and frcm the surbegion are cstablished by ICAC but tariffs
within the subregion arc established under the euspices of the African Airlines Asscciation.
The latter are comparatively higher than international tariffs for similar air distances. In
spite of the high tariffs on intra~4frican rcutes, including the West African subregicn, &
stucdy by ICAO concluded that most intra-African air transport cperations are at a defecit
due to unfaveurablc traffic patterns end operating conditions.

297, In effect, if airlines in the subregion were tc operate on a marginal cost principle,
they may have to increase the already high teriffs. As of 1982, the revenue/cost ratio was
.50, which implies that tariffs could be increased by about 11 per cent to achieve break-
cven operations. Such an increase could result in traffic decline or lose of traffic to foreign
airlines, whose operating costs are generally lower than those of the subregional carriers.
Alternative sclutions such as establishment of @ subregionel eirline, pocling of equipment
and other services with a view to recducing operating costs are more likely to be effective
than increasing teriffs.

928. Kailway tariffs in-the subregion are generally established by the national governments
or railway authcrities, In the case of multinational railways such as RAN (ivory Coast anc
Burkine Fasc) and RCFM/RCFS (vali and Sencgal), teriffs are jointly established by the
two governments or their railway authorities.

229. In spite of its great potentiel, inter-state road transport in the subregion is still largely
undeveloped with the result that data cn ccsts and charges for inter-state operations and
even at naticnal level are nct aveilable.

230. Unlike other modes of transport (e.g. air, rail, shipping) which have a limiteC range
of equipment and makes it much casicr to caleulate the operating costs, the road transport
industry has & rather wide range of specifications. In addition, the industry is characterized
by a wide range of cperaticns renging from a cne-man owner/operator, operators with few
vehicles to very large companies with hundreds/thousands cf vehicles. The road conditions
and road surface types are added ¢imensions, which, when combined with the above mentioned

factors, make the celeulation or determination of vehicle cperating ccsts very difficult.

23]1. At the subregional level, whoere wages and other operating cost components differ
substantially (e.g. custcms duties and taxes, and cost of fuel, cte.) the determination of
operating custs can be very complex. It should be pointed out that the emphasis on vehicle
operating costs is becausc they provide the only basis of establishing raticnal fares and
charges, both at national end sutregional levels.

239. Given the above and the fact that there is very little subregionel inter-state transport
activitics, it is not suprising that data on road costs and charges is not available. It can
only be hoped that given ECCWAS's activitics to encourage and exsend road transport
operations in the subregion, the sccretariat will undertake a ccmprehensive study of inter-
state road transport operating costs, as the basis for recommending raticnal fares and charges
for inter-state operations to its policy bodies.

F. Comparative Analysis of Potential Supply and Demand

233. Some of the individual modal reports among cther things contain informeation on the
present conditions of infrastructure, equipment, facilitics as well as the ongoing and planned
orojects in ‘the mode. The rceds/road transport end railway rdoes also provide information
on missing inter-state links.
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234. With specific reference to suprly and demand, an analysis cf the information indicates
that:

(a) Most inter-state read links in the subregion require renabilitation, upgrading and
the missing links arc cither under execution or planned for executicn in the immediate
and medium-term. ter-siate road transpert of goods and persons (traffic demand),
is minimal gt present and growth is sluggish - due partly to existing trade patterns
and partly to the non-implementation by ECOWAS of its Treaty clause 2 (28) cn
the free movement of perscns and goods, Given the current efforts ic complete
and upgrace secticns of the Trens-West African Highway in Ghana and lvory Coast,
“and Topr and Benin, respectively, therc is likely to Le a sutstantial increase in
inter-state vassenger iraffic betwcen Benin, Togo, Chena, Nigeria® and Ivory
Coast, while road freight  treffic mostly between the see-board states ang

+ the land-lecked countries will largely remain moderate due to the fact thet
most of the traffic is moves LY rail.

235. Teking intc consiceration the network of inter-state roads established under the ECOWAS
Inter-State = Road Transport Convention, the road desipn  standards &nd highway
(traffic/vehicular) capacities, it can be concluded that ¢ver in less-than-perfect conditions
of the road infrastructure and even if roac trensport demand Were o increase susbtantially,
there will be adequate, if not excess supply (capacity) cver demand {traffic), during the
medium and long-term pericd . - unless there ape substential changes in the structure and
pattern of trade in the subregicn,
236. With respect to maritime/ports, it hes alreacy bLeen pointed out elsewhere in this report
that there is excess supply, due tc the activities of several Conference Lines, nationel shipping
companics, cabotage and cosstal shipping lines/vessels opereting in the subregion.. Port
congestion in the subregion has teen fairly ¢liminated and where delays are still experienced,
it is largely because of low throughput rates resulting frem inefficient Cperations rather
than from the absolute lack of port facilities.

237. There are a sufficient number <f modern airperts ang scverel subregional carriers
with cl? but servicable aircrafts. In summaery, there is acequate supply and plans for the
augmentation of supply in terms of ney aircraft and improvement of infrastructure would
Improve and incresse the supply.. In the other hand, demand is relatively low and in other
to, achieve reasonable pessenger/carzo load facters, there are few frequencies. Thus, it
is not COlflt_i‘?&diC_tOl‘yl to conclude that there is adeauate supply for the immediate and
foreseable future snd the protdems of few frequencies are due to operational considerations
and the sclutions lie in the harmonization ang co-crdinaetion of services and schedules,
respectively and in toher joint cperating arrangement of a surbegicnal neture. -

238. With respect to railways, only the Scnegal/Mali, Benin and Ivory Coest/Burkina Faso
railways can be consicorec &3 the international railweys in the surbegicn, since they each
serve more than cone country. Ongcing and planned meintenance/rehabilitation projects
cculd increase the capacity of the Bcnegel/Mali line By abcut 50 per cent while cnly major
investments in doutile tracking of line sections, which have been temporarily postponed can
enable a moderate increase on the Ivory Coest/Burkine Faso line. At the moment and in
the near future, there is likely to Le excess demand over supply, but given the ongcing and
planncd improvements o facilities and in Cperations, the capacities of Loth reilways cen
be marginally improved, However, if excess demand persists in the future, it is apparent
that 'the ongoing/planned construction of the inter-state rogd missing links and the
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encouragement ¢f road freight transport envisaged under the ECOWAS Inter-State Roeo
Transport Convention, can effectively relieve the railways of any excess dzmend.

239. The surbegicn is not endewed with inland water transport fecilitics (i.e. lakes and major
internaticnal navigable rivers), consequently the mode plays an insignificant role in inter-
stete transport in the subregion. Existing river-basin arrangements among some member
States of the subregion are more geared to agriculturel potentiel than to transpert and the
likelihcod of any excess inter-stats tpenspori supply or cemand in this mode is very slim.

240. In ccnclusion, while scme transpert pretlems in the subregion manifest themselves
as excess demand, their proper sources lic in peor meintenance, lack of rehebilitetion of
infrastructure and cther cperating problems - pather than tc any sustaincd and growing excess
demeand of. inter-state traffic. A balence Lotween supply and demand can be attained 2nc
maintained in the subregion through the ongcing and plenned transport projects,
encouragement and rationalizetion of inter-state trenspert operaticn by BECOWAS.

G. Conclusions and Recommendations

941, From the sbvoe, it is evident thet ¢he trensport situation in the West African surbegion
has several majcr unresclved problems which are roth basic and critical to the operations
of a harmonized, co-crdinated and cfficient surbegicnal transport systeim. The major technical
and cperaticnal protlems in cach mode have been dealt with in detail in the modal reports
and briefly mentioned above.

949. There are gaps or missing links in the inter-state road network and certain roads and
seetions of the netwcrk require Jpgrading or strengihening. Road transport in the surbegicn
is largely uncrganized and undeveloped even though its potential is quite susbtantial - given
the needs of three landg-locked countries and a large number of adjacent communities at
national fronticrs. The vclume of traffic moved and the number of vehicles engaged in inter-
_ state roac transport, .is small, in view of the unharmonized and unco-crdinated  nature of

road transport in the subregion.

' 243. . While.- the subregional shipping flect is rclatively small, compared to ~traffic
to and from the subregicn, there is no cxcess demand due fto the . activities of - foreign
conference lines and cabotege in the subregion. In spite ~f this situation, calls at
_the numerous smail ports in the surbegion are infrequent &s 2 result of the short
. distances between norts, the small quentities of freight discharged/loaded and the
ineviteble high cost of services in such opcrations. Thus, while in thecry, & situation
of excess supply and lower freight rates ought to preveil, the contrary are the
realitics.

244. With respect to air transport, the .situation is similer to that of shipping, in that it
is not absclute lack of equipment and facilitics, but lack of rarmonization and co-ordiantion,
ccupled with low traffic that account for few connections, and frequencies and high fares
in the surbegicn. :

245. The subregion has only twce railway lines that cross state boundaries, vizs thc
Senegal/Mali and lvory Coast/Burkina Fasc. Due to inadequate maintenance/rehabilitation
and poor alignment of some sections, their current capecities cen only Le increased through
a remedy of these problems in the cose of the former and <outle trecking in case of the
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latter. Plans to extend the Benin reilway from Parekcu te Niamey (Niger) end alse to
Ouagadougou are still at » preliminary stage and when realized, the atility of this moce
to directly serve the threc land-locked countries in the subregicn would be substantially
increased. E »

246. The recommendations which follow are based on the facts that:

{i) The ECOWAS Summit hes recently decided to fully implement &leuse 2(28) of its
Charter dealing with the free movement of Persens and goods and to put intc effec:
as socn as possibile a single customs frentier for the entire surbegion,

(i) The FCOWAS has coneluge and the Heads of State and GOVe:ﬁmGnt- have apﬁgfoved
& harmonized Highway Legislaticn, the implementation ang enforcement of which
has not yet been effected Ly member States, o o )

(iii} An ECOWAS Inter-State Road Transport Convention was adopted in 1982,
{iv) Aﬁ ECGWAS Moter Vehicle Liability Card was acopted in 1582,

(v} Studies on the Trans-west African Highway network have been completed and sections
of the network are under constructicn and the ECOWAS secretariat and ECCWAS
Fund have estimated the engineering costs of the remaining unfunded sections.

(vi) Studics for the establishment of -2 subregionel multinetionsl coastal shipping company
have been completed, '

(vii) Studies fcr the establishment of & multinational airline in the subregion have alsc
' neen completed; and ) : '

(viii} Studies for the establishment of a regional treining centre for read maintenance
have been completud,

247. Given the fact that ECOWAS has already done much and has cngoing activities and
Plens to consclidate anc improve trans; ort in the surbegion it i§ recommended that:

(@) The ECOWAS secrétarisl anc  other organs  should ensure the immediate
implementation of the free movement of PErSCns anc gocds decision of the Heacds
of State andg Government, s¢ as to realise the supressed and generated traffic for
the subregion's transport services; L

(b} The ECOWAS secretariet and policy bodies should urge member States to put. into

: effect and enforce the epproved harmenized Highway Legislation; ' ‘

(¢) The ECOWAS seccretariat should urgently carry out a deteiled study on inter-state
road transport costs and cther relevant aspects pertaining to the effective operation
of.the Inter-State Road Tt.fanspo_rt_ Convention; and

(d) The ECOWAS authorities should te urged to mak‘e firm cecisicris on the establishment
of ‘the multinational coastal shipping company and the surbegional airlines compeany,
assuming thet the studics did incieate their feasibility.
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248. In conclusion, it should be emphasized that the Econcmic Community of West African
States has established the basic structures for the effoctive harmonization and co-orcination
of some transport moces in the subregion and is in the process of establishing cthers for
other modes. The only protlems lie in.the actuel implementation of the accords, agreement
and/or conventions by the member States. The ECOWAS secretariat and member States
should be given every encouragement and assistance to implement the decisions.
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Table Ba - 1983 Regional Traffic between ECOWAS Capitals

HUB Traffic Share

{000 Passengers (per cent)
Abidjan 320 45
Lagos 218 31
Dakar 182 26
Accra 181 25
Lome 94 13
Monrovia 66 9
Bamako 63 4
Cotonou 56 8
Ouagadougou 47 7
Conakry 45 6
Niamey 44 6
Freetown 40 6
Nouakchott 25 4
Banjul 24 3
Bissau 1C 1
Praia 9 1
Total‘? 1,424 200
(1) Total is double-counted. Actual total is 712,000
Source: Dv~fr Final Renort West African Airlines Strategy

Study py Aviacion Planning Services, 1985.
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Table 10 - Freighter/combi aircraft operated by international
air of the African Region

Aireraft Category Northern Western Central Eastern Southern Total

Africa Africa Africa Africa Africa Africa
JET
Wide-body: ‘_
- Boeing B-747 - 2 1 1 2. 5
Total wide-body - 2 1 1 2 5
Harrow-body: )

4. engine

Boeing B-707 10 = 2%
Ilysushin IL-76 11 - - - 11
McDonnell .
Douglas DC-8 2 1 3 2 = &
Total 4 engine 23 L 12 6 - 47
3-engine : R
Boeing B-727 - 2 2 1 - 5
Total 3-engine - 2 2 1 - E3
2-engine
Boeing B~737 - - 1 - 2
Aerospatiale SE-210 - - - - 2
Tctal 2-engine 1 - 2 1 - 4
Total narrqw-bodj 24 8 16 8 - 5
Total jet 1A 10 17 9 2 EY)
-TURBO'-IPROP-
4-gngine 12 3 12 34
Z2-engine - - 7 3 - e
Total TURBO-PROP 4 3 1% 6 12 A3
PISTON :
4-engine - 11 - - 12
2—gngine - - 3 - - 3
ngal Piston-engine - 1 14 - - 15
Total of all types 28 14 50 15 14 121
Source: 1CAO Special Report - Air Tramsport - Africa Dec. 1884.
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Page 63
Table 14 : Ship operating coSts of a corss-section of West African shipping enterprises
11,000 to 17,000 dwt tweendeck/multipurpose liner tonnage (US$per day,1981)

oy . B o c®

Low High High Low High
Crew costs including
overtime & travel .13 2133 1390e 3517 3971
Provisions 279 414 232e
Repairs & maintenance 1220 1413 1077 1216
Stores & spares 341 357
Miscellaneous ‘ g0 12¢ 578 653
Insurance o 352 352 ‘501 566
Ship management 249 327 284e 504 569
[ ] . »
Total T/C equivalent 3891 5123 3484e 6177 68975
Depreciation S10e 9510e 4000 4136 - 4670
Grand Total 4301e 603 3e 7484 10313 11645
D (4) E (5) P (6)
Low ™ - . High , - High
Crew costs including . w : )
overtime & travel 1970e 1390e 2849
Provisions R - 219
Repairs & maintenance ' 627
Stores & spares ' ' ' o ' T 6lh
Miscellaneous
Insurance’ ‘ S PR - - - 301
Ship management o 405 476 220 340
T/C equivalent ‘ 4935 5836 3220-3720 4952
Depreciation 3790e 3790e 1160e 2700e
Grand Total 8725e 2626e 4380-4880 7652e
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Page 54 . o
Table 14 Ship operating costs of a cross section of West African

shigging

enterprises 11,000 to 17,000 dwt tweendeck/multigurp

{US$ per day, 198]1) {Cont'd)

ose liner tonnage. ..

Ga (7) Gb (7) c (7) H (8)
Crew costs including
overtime & travel 1691 1272 1330 698
Provisions 779 255 287 370
Repairs & maintenance 3085 - 1665 1521
»

Stores & spares 449

312 186 186
Miscellaneous
Insurance 6lé 513 390 118
Ship management 507 304 290 215
Total T/C equivalent 6989 4195 4002 1850
Depreciation 1550e 1340e €32e 533e
Grand Total 8539 ~ 5535e

4634e

- 2383e

"estimated s n.a.

not available.
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Table 15a - Sea Ports 'of the subregion-

Country

No. of ports Name of ports
Angola 6 Cabinda, Lobito, Luanda, Porto Amboin, Mocamedes, Soyo
Benin 1 GCotonou
Cameroon 4 Douala, Kribi, Victoria, Kole 0il Terminal
Cape Verde 2 Saint Vincent {Porto Grande), Praia
Congo 2 Djeno Terminal, Pointe Noire
Eq. Guinea 1 Bata
Gabon 7 Mayumba, Owendo, Port Gentil, Cape Lopez, Gambiga,
_Libreville, Lucina 0il Terminal
Gambia 1 Banjul
Ghana 2 Takoradi, Tema
Guinea 2 Conakry, Kamsar
Guinea Bissau 1 Bisszu
Tote U'IvLise 2 Abidjan, San Pedro
Liberia 4 Monrovia, Buchanan, Cape Palmas, Sinoe (Greenville)
Mauritania 3 - Nouakchott, Nouadhiboy, Point Central
Higeria 13  Apapa/Lagos, anny,_Brass, Calabar, Port Harcourt,
Japele, Kiva Ibo, Warri, Focados, Escravos River,
Koko, Okrika, Pennington
Soa Tome & OPrin. 2 71p Tome, Priacipe
Senegal % Dalkar, Kaolark, Lyndiane, Zinguinchor
Sierra Leone 3 rectown, Papel, Shebro :
Togo 2 Lome, Kpeme
Zaire 3 Bzanana, Boma, Matadi
Total 65
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Table 18 A '
Composition of Traffic by Categories
(Passenger car + Commercial)
Popul ation : Registration “% of Comm-
COUNTRY in millions Passenge  Comm- new motor
19063 Cans - ercial vehicles : o
: - vehiclies '
Benin 3.7 12,000 8,000 " 4p
Burkinga Faso 6.0 9,800 - 11,300 - - 53
Cape Verde 0.3y 3,000 2,700 47 .4
Gambia 0.64 4,000 2,760 ‘ 4G.3
Ghane 12.6 55,000 B4, 000 - 44,0
Guinea 5.2 - - o , -
BGuinea Bissau 0.9 2,700 2,000 42.8
Cota d'lvoire 8.2 82,000 30,000 ; 35.2
Liberia 2.1 12,400 a,500 ‘ 44.0
Mali 7.5 10,0300 4,000 ‘ 26,6
Mauritania 1.0 7.000 3,800 30.0
Niger 5.8 H1,000 12,000 52,2
Nigeria 62.0 361,000 273,000 _ 43.1
Senegal 6.2 50.000 28.000 o 36.7
Sierra Leone 3.5 23,000 13.000 36.1
Togo 2.0 16,800 5,300 24,1
679,560 452,500 B
587% 412

Source: Obtsined during field mission, October~Cecember 1864
: ECA Statistics Division:
: ECA Survey of Economic and Social Conditions in Africa (1980-1981) ;
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Table 20
Economic Growth Rates, *|9@0 to 1885 and 1985 to (990
1% per snnum) - -
1980 .to. 1985 to {085 to 1990 1680 to 1990
low high jow high low high
Angole S - 2,0 3.0 5.0 8.0 ~ 34D 5.5
Benin -3.0 4,0 3.0 4,0 3.0 4,
Cameroon 5.0 5.0 3.0 5.0 4.0 5.
Cape Verde nkl 5.0 2.0 5.0 1.0 5.
Central African Republic 8.5 1.5 2.5 3.5 1.5 2,
Chad 1.0 2.0 3.0 4,0 2.0 3.
Congo ' 2,0 12,0 3.5 4.5 6.2 B.
Equsatorial Guinea 2.0 3.0 5.0 7.0 3.5 5.
Gabon 4.0 8.0 5.0 16.0 4.5 . 8.
Gambia ' nil 5.0 2.0 5.0 1.0 5,
Ghana ‘ nil 3.0 2.0 4.0 1.0 3.
Guihea 2.0 5,0 3,0 8.0 2.5 5.
Guinea Bissau 1.5 2.5 4.0 5.0 2.7 3.
Cote' d'ivoire ‘ -5.0 " 7.0 6.0 8.0 5.5 7.
Liberisa nit 5.0 2.0 5.0 I.0 5,
Mali ' -3.0 4,0 3.0 4.0 3.0 4,
Mauritanis ‘ ~3.0 4,0 2.5 3.0 2,7 3.
Niger- o 2.5 3.5 2.5 3.5 2.5 3.
Nigeria -5.0 16.0 7.0 10.40 8.0 10.
Sag Tome 6. Principe - - - pib- - 5.0 2.0 8.0 1.0 5.
Senegal 2.6 3.5 2.5 4.0 2.2 2.
Sierra Leone t.D 4.5 2.0 5.0 1.7 . 4,
Togo -3.5 4.5 4.5 5.5 4.0 5,
Burkina Faso 3.0 4.0 3.0 4,0 3.0 4,
Zaire 2.0 2.5 4.0 5,0 3.0 3.
* GDP or GNP at constent prices
Source: Progress Report Vvol. |: Economic and Traffic

-

Forecast UNCGTAD RAF/8/011
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Table 21

Growth

of . Producti on -

| £ e o MR o ey,

COUNTRY

AVERAGE ANNM

UAL GROWTH RATE OF (IN PERCENT]-1973-g0a:

G.0.P. AGRICULTURE INDUSTRY SERVICES
Benin 4.8 2.7 6.9 8.0
Burkina Faso 3.5 1.2 5.1 4.5
Cape Verde - - .- S
Gambisa 4.4 3.2 7.4 4.6 .
Ghana -1.3 - -7 0.3 .
Guinea 3.1 2.4 5.7 . 1.8
Guinea Bissau 3.1 6.5 2.4 8.4
Cote d'lvgire 4,7 4.0 7.4 4.1
Liberia - 0.2 2.0 -1.5 0.5
Malj 4,1 5.0 0.6 4.5
Mauritania 2,5 2.6 - 3.9
Niger 5.2 I.6 10.9 5.8
Nigeria 1.2 ~1.8 G.3 g.t.
Senege! 2.6 0.3 8.1 2.2
Sierra Leone 1.9 2.2 -2.9 Y, i
Tago 2. 11 2.6 3.0

Source: Report in Economic Rec
=ouree.

West Africa ECOWAS, 1385

overy Programme for



Table 22

-Region - Seaborne Export Forecasts 1965 an

£/ECA/TRANS /45

Tanker cargoes
Bulk cargces
Bulk/liner cargoes

" Reefer cargoes

Liner cargoes

GRAND TOTAL

of which

Page 77
d 1880 {'D0D tonnes)
1090 1985 1980
- Low High Low High
120,500 110,802 137.805 120,725 160,165 -
48,980 57,960 72,960 72,973 gg,.938
6,326 5,248 6,852 5,790 7,487
503 . 818 1.0u1 t,009 1,275
3,668 4,160 5,235 5,257 - 7,008
120,067 179,026 223,883 205,754 275,853
68,223 86.088 85,028 115,668

nan-tanker cargoes 539,587

(See Table 203

Source: National Statistics and MB4A sstimates
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Page 78
Table 23
Seaborne Import Forecests 1985 and 1980 (‘000 tonnes)
_ 1885 - ) 1880
1990 Low High Low Hig

Tanker cargoes - ... 13,206 6.011 9,809 6,535 12,102
Butk cargoes . 7,353 15,622 24,854 18,592 35,775
Liner cargoes L 18,255 22,140 24,860 28,0868 33,853
BRAND TOTAL.. 36,814 45,773 58,531 _5(5.215 ' 81,830

of which™™ N o ‘ _

non-tanker cargoes ~ 25,608 37,762 49,722  4§.680 60,729

Source: National Statistics and MSA egt_imatas
[See Table 2G)
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Table 24
Sesborne Export Forecasts by Region (‘0003
North | Med.ﬂ .. North  Latin Far west
Europe  Europe America America East Central Others Total
. C Africa
TANKER
-y@sp - - 45,273 -1.B45 43,558 - . 4,500 - 3,280 17,266 120,500
1965 L 42,482 2,117 403,515 g.8I10 500 2,208 15,076 V10,802
H 53,5083 2,617 4,024 8,690 750 3,271 18,880 137,885
1980 L 45, 168 2.242 45,524 7.910 I,280 2.421 18,210 120,725
H 63.673 2.382 57,3343 10,380 2,500 2,797 20,275 {60,165
BULK .
1960 22,761 12,859 10,052 20| 1,863 917 86 48,9E08
1965 L 24,730 4,474 13.005 200 2,489 2.6824 2u0 §7.669
H 30,705 17,144 16,750 250 3.D16 4,820 275 72,960
1883 L 30,376 17,307 17,525 280 2,913 4,240 B0 72,973
H 34,505 20,317 24,700 asn 10,888 3,657 418 99,830
BULK/LINER |
19680 3,uBZ 2.1489 40 a7 210 53 357 8,324
1985 L 2,975 . 454 3G 43 272 132 3au - 5,248
: H 3.6u1 .612 g1 BLIE 354 283 423  §.852
1980 L 3,369 1,335 4y .. 80 .. 383 220 389 5,790
7 H 4,3ta 1.687 87 . - 58 -.5800 353 478  7,u87
REEFER
1880 3a2 B - - 26 ag 2 603
19685 L 4ag 2 - - G0 128 -2 a1g
H . BOg - 135 : - _ - 96 205 2 1.0
T .7880 K - B3 132 - - . - 107 165 2 . 1,008
- H 726 _ I5B - - 120 280 3 1,275
. LINER
Re1210 2.312 Jue 477 18 167 258 45 3,660
1985 L C2,832 0 7 H2G - 581 ' g - 208 - 253 59 - 4,188
H 3.262 548 704 23  .27¢ . 350 86 5,235
iga0 L 3.225 546 754 27 294 350 81-- 5,257
H 4,351 7u4 a7z a5 39y - 536 75 7,008
TOTAL
1960 74,230 17,243 589,125 4,764 2,300 4,576 17,739 100,067
1985 L 73,317 18,563 54, 149 7,172 3,556 5.543 16,705 178.025
H 92,040 22,256 Bh, 328 q,211 4,409 8,929 20,729 223,843
ge0 L @2,723 21,582 63,447 3,237 4,947 7.416 17,022 205,754
H 167,866 25,908 32,967 16,832 4,420 121,61% 21,248 275,853

Source: National Statistics and MSA estimates
[See Table 28]
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Tahle 25
- " Gesborne Import Forecasts by Region (‘000 Tonnes)
North Med, North . Latin Fer West B o
Europe Europe America America East Central Others Total
Africa
TANKER
. iap0 1.735 i.556 309 2,440 - 3,336 2.830 13,206
1885 L 2,395 268 89 789 - 2,207 2,283 8.011
H 2.492 367 16 826 - 3,285 2.673 9,509
1880 L 2,428 24e I 16 17 - 2,423 2,502 B.535
H 2.573 Ju7 g4 1,300 - 3.775 3.963 - 12,102
BULK . ?
iQBﬂ' 2,775 {.663 ay7 198 534 8a6 342 7.353
19685 L 4,029 3,352 2.B13 1,252 830 2,841 405 15,622
H 5,318 4,625 5,186 2.561 {.B07 L, B4y 513 24,854
1890 L 4,273 4,400 2,009 {.339 }.,036 4,233 402 18.592
H 6.638 6,767 5,845 4,861 2,345 8,773 - 5286 35,775
LINER
1980 F1.,468 '!;619 t.298 4uy 2.173 703 550 18,255
1985 L 13,192 1,925 2.556 562 2.468 731 705 22.140
H i4,865 2,162 2.822 6526 2,882 898 d402 24,868
{980 L 16,657 2,368 3.085 B0o7 3.3 og2 878 28,088
- 20,118 2.818 3,608 973 4,218 1,228 887 - 33,853
- TOTAL
Ieg0 t5,878 4,838 2,554 3,000 - 2,707 4,935 y,722 368,814
toss L 19,616 9,545 5,458 2,603 3,399 5,779 3,373 45,773
' H 22,475 7,004 B.124 4,113 4,699 8,038 2,088 59,531
Igg0 L 23.359 7.0186 6.110 2.963 4,347 7.638 3,782 55,215
H 29.330 9.853 9,597 7.134 6,563 13,777 5,476 81,830
National Statistics snd MSA estimates

" Source:

(See Tahle 20}
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Country

Benin

Cape Verde
Gambia

Ghana

Guinea
" Buinea Bissau

Cote d' lvoire
L.iberia

Mali
Mauritanis
Niger

Niger‘iaz
Senegal

Sierra Leone

Togo
Burkina Faso

Source:

Economic and traffic forecasts:

E/ECA/TRANS/45
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Table 30

Major export commodities

Crude oil, vegetable pi!, cement urenate of sodium. coffee,
cocea, oi! seeds, oil cake., cotton and cotton seeds.

Salt., hananas, fresh fish, general export
Groundnut oil, vegetable cils, fish

Residual fue! oil. bauxite, meanganese, forestry products.
fish, cocoz, aluminium L ‘

Bauxite, fish banana, coffee. palm kerncls
Forestry. products. fisn, groundnuts, cashen nuts, cotton

Palm oil. refined products. suger timber, bananas. pingapples
cocoa, coffee, sugar, fresh fruits

Letx, palm kernel oil. iron ore, forest products. fish,

_ rubber., cocoe., coffee

Groundnuts, cotton seed, oil s2ad products. meat

lron oire, fish

Crudz oil. coal, Qroundnut products. cotton, coffee.

leather. cocoa products. palm. products, rubber products

Refined products. fertiliser, salt, cement, groundnuts,
fish. cotto- ,vegetables. flour

Palm kernel ocil. iron ore. rutile, bauxite. cocoa, coffee,

F‘h‘uéphates. clinker, cement. bentanite, cocoa. coffee.
oil seed products. cotton. shea nuts

Ginned cotton, cotton seeds . :

RAF/8/011
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Country
Berﬁn
Cape Verde.
Gambia
Gha.né
Guinee

Guines Bissau
Cote d'lvoire
Liberia

Mali

Mauritanis

Niger

Nigaria
Senegal

Sierre Leone
Togo

Burkina Faso

Source:

Economic and traffic forecasts:

Teble 31

~‘Major_import commadities

Grain. salt, sulphur, general gocds, and transit traffic.
to Niger, Mali, Togo and Migeria

Petroleurmn products. maize, cement, food items. and
general rnerchandise, capital goocds

Petroleum products,’ cement, building materiails. rise food,
capital goods

Crude oil, alumine éefeals, clinker/cement, geners|

merchandise, capita! goods

Petroleum products, cement, food, chemical and phermaceuticals,

general ‘merchandise, capital goods’

Petroleum products, cemeht..Food:.' gé.’lrr_;ér"al merchandise

Crude oil, clinker, grai_ns_.. fertiliser.l_ capital goods, qud__
Crude ail, clinker. bentonite, fertiliser, capital goods
Petroleum produets., cement. urea. potash, food, capitai goods

. . LS N
Petroleum products. cement, rice, general merchandise, capital
goods

Petroleum products, saft, sulphur, general merchandise -

Refined products, iron ore. sugar, fish, iron ore and stee!,
coal. delomite, manganese. grains. cement. salt, fertiliser

)

Crude oil. cefeals and grains, construction materials, general
merchandise, sugar

Crude oi!, rice. cement., food, machinery/equipment
Crude oil, refined products, cersals, gypsurn/pozzol ena
Petroleum products, cereals, cement/clinker, fertiliser,

capital egquipment

RAF/G/011
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