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Abstract 

This paper examines the trends and current situation of multimodal transport 
development in Africa, and explores, using a wide range of examples from 
across the continent, the challenges to the development of this mode of 
transport in Africa. The paper shows that high transport costs and delays due 
to inadequate infrastructure network, numerous roadblocks, cumbersome 
customs procedures; coupled with insecurity, low utilization of e-commerce 
and the absence of a uniform international convention on multimodal 
transport, hinder the development of this mode of transport in Africa. The 
paper concludes that effective maintenance, rehabilitation and expansion of 
road and rail networks; modernization of port facilities; implementation of 
transport facilitation measures; application and utilization of ICT; the 
ratification and accession to international treaties and conventions; and the 
establishment of indigenous multimodal transport operators are prerequisites 
to the enhancement of multimodal transport in Africa. 
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I Introduction 

A. Objective and Scope 

1. The objective of this paper is to present an overview of the 
development of multimodal transport in Africa. The paper examines the trends 
and current situation of multimodal transport in Africa, and explores, using a 
wide range of examples from across the continent, the challenges to the 
development of this mode of transport in Africa. The study will be useful to 
the key partners in multimodal transport, namely: governments, service 
providers and transport users as well as researchers in multimodal transport1. 

B. Transport and Trade Development in Africa 

2. International transportation of goods in developing countries generally 
and Africa in particular is characterised by high costs, excessive delays, 
insecurity and a disjointed application of different transport modes. 

3. In 2000, the share of global freight payments in import value stood at 
6.2 %. It was 5 .2 % for developed market-economy countries and 8.8% for 
developing countries. Within the group of developing countries, freight costs 
for African countries rose from 12.1% in 1999 to 13% in 2000. At the 
subregional level, the freight costs of West Africa was 14% while those of 
East and Southern Africa, including the Indian Ocean region, rose to 15.2% 
from 14.1% in 1999. The ratio of North Africa stood at 11 %. The figures are 
higher for specific African countries: 55.5% for Malawi, 48.4% for Rwanda 
and 51.8% for Chad. (UNCTAD 2001, 2002) 

4. According to Subramanian and Tamirisa (2001), one of the 
contributing factors to the high cost of Africa's international trade is distance. 
Venables (2001) divides the costs imposed by distance into four types: search 
costs or cost of identifying potential trading partners; direct shipping costs; 
control and management costs; and the cost of time involved in shipping in 
and communicating with distant locations. 

5. Inadequate infrastructure conditions, inefficient transport organization 
and facilities, poor utilization of assets and weak managerial, procedural. 

1 (a)The government designs and implements national laws and regulations regarding trade 
and transport; (b) service providers include: the transport providers (carriers, freight 
forwarders, Multimodal Transport Operators (MTOs), etc.) who can offer market-oriented 
multimodal transport operations within the framework of national and international trade and 
transport practices; as well as other service providers (banks, insurance companies, etc.) who 
are involved in international trade transactions, (c) transport users (sellers and buyers, 
importers and exporters) who can take advantage of multimodal transport in their international 
trade transactions) (UNCTAD, 1996) 
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regulatory and institutional systems also contribute to high transport costs in 
Africa. With regard to poor infrastructure conditions, Limao and Venables 
(2000) have shown that this accounts for 40% of predicted transport costs in 
coastal countries and 60% for landlocked countries. 

6. Another serious constraint to the international transportation of goods 
in A fnca i s t he f act t hat d ifferent transport 1 inks o r m odes, i .e. air, sea and 
land, are not interconnected into one complete process that ensures an efficient 
door-to-door transport, thus, there is an interrupted flow of goods between 
origins and destinations, resulting in delays. It is common for goods that arrive 
at ports in containers to be off-loaded from the containers and re-loaded into 
trucks prior to the land leg of the journey. In fact, a large percentage of 
containers that enter Africa are shipped into ports and the cargo moved inland 
in break bulk form. 

7. Rural areas, which are primarily engaged in agricultural production, 
suffer most from the inefficiency and inadequacy of existing transport 
infrastructure and services in Africa. They are barred from selling their 
produce owing to inadequate commercial and transport opportunities. In other 
words, existing transport services do not open avenues for products from rural 
regions io Lhe world markets. 

BL Impact of High Transport Costs on Africa's Trade 

8. Transport costs of a high proportion of imported goods, including 
inputs for manufactured products, result in an increase of consumer prices and 
undermine the competitiveness of exports in foreign markets. This, indeed, 
and the disjointed transport system of the continent have contributed to the 
fact that Africa has so far remained beyond the reach of the dominant 
globalisation trends in the important areas of international trade, financial 
integration and technology. 

r,--i " ' \ i" • v • • -• . • . r 

9. These trends, as eloquently stated by Omar Kabbaj (2003), have been 
manifested by an unprecedented flow of goods, capital, and people across the 
world, underpinned by rapid advance in information and communication 
technology. 

10. In 1950, Africa d elivered a t enth o f w orld e xports. H owever, b y t he 
year 2000, this share had declined to only 2.7 %. Between 1 970 and 2001, 
Africa's share in the physical flows of world trade fell by half. During the 
1990s, the continent's share of global trade actually declined from 5% to 2%. 
At the same time, the world as a whole saw a large increase in international 
economic interaction and integration. Exports as a share of world GDP rose 
from 5 .5% i n 1 950 t o 1 7.2% i n 1 998. Unlike o ther developing r egions t hat 
have witnessed some changes in their export structures over the years, Africa's 
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exports have remained dominated by minerals and agricultural goods (African 
Development Bank, 2003). 

11. Sub-Saharan Africa's share in world export has declined more than 
that of the continent as a whole. It was close to 4% in 1980, but this has 
declined significantly since then. During the 1990s, the region's share of 
exports of goods and services fell from 1.9% to 1.4% of the total (African 
Development Bank, 2003). 

12. The Executive Secretary of the EGA, Mr. K.Y. Amoako (2000), 
captured the marginalisation of Africa in world trade, in a speech delivered at 
the Third Meeting of the World Trade Organisation (WTO) in Seattle, 
Washington on the 29 November 1999, when he stated that; 

It is generally acknowledged that the Least Developed Countries LDCs, of 
which Africa is home to most, have to date derived minimal benefits from 
WTO environment. With 10% of the world's people, LDCs of our continent 
account for only 0.3% of world trade, which is down to half what their share 
was just two decades ago. By contrast, in the first decade of WTO, 70% of 
benefits from WTO trade environment are projected to go to the industrial 

, • 2 counmes . 

B2. Emergence of Multimodal Transport 

13. The growth of unitisation of cargo, together with technological 
developments improving the systems for transferring cargo between different 
modes has considerably affected modem transport patterns and practices. 
Global transport networks and increased use of transshipment via hub airports 
and sea ports have also led to a situation where practically all urban centers 
have some transport connection to global markets. These developments have 
given a new impetus to the growth of door-to-door movement of goods under 
the responsibility of a single transport operator known as a Multimodal 
Transport Operator (MTO) on one transport document. MTOs represent an 
integrating factor of international transportation and, thus, for the expansion of 
trade since they ensure the non-interrupted flow of goods from origin to 
destination. 

2 WTO was set up in 1995 following the Uruguay Round of Negotiations (1986-1994) and has 
its headquarters in Geneva, Switzerland. The WTO has 142 member states while the 
organisation's Secretariat is staffed by around 500 permanent officials. Its function is to 
promote international multilateral trade agreements, organize trade negations at multilateral 
level between member states, confront and manage trade disputed between member states, 
supervise national trade policies and provide technical assistance to developing states and 
cooperate on matters of trade interest with other international organizations. 
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14. Apart from ensuring a secure, personal and straightforward 
transportation of goods, MTOs are a bridge to the gaps created by differences 
in cultures, languages, and commercial practices. They help expand the 
number of consumers of transport. UNCTAD has also identified the following 
advantages of multimodal transport: (a) the liaison role of MTOs means that 
multimodal transport (MT) services are now accessible to demands from 
regions outside the MTO's immediate surrounding; (b) MTO's networking 
strategy i ncreases t he o pportunity t o s atisfy t ransport n eeds from c onsumers 
who are located in the most remote parts of a region; and (c) MTO's high 
adaptability to rapid changes in contamerization, communication and 
electronic tracking technologies adds more flexibility to MT services. 

15. It is clear from the above discussion that MT and logistic services are 
essential for the development of international trade. However, these services 
are not widely available in developing countries in general and African 
countries in particular. Indeed, according to UNCTAD (2003), the 
participation of developing countries in the use and provision of MT and 
logistic services varies widely, with small island landlocked and least 
developed countries not effectively participating at all. African countries do 
not usuallv have comnanies that nrovide MT services, and nor do international ^ ± x y . . . . . . . .  

providers usually offer such services in these countries. 

16. It is against the above background that this paper reviews the 
development of MT in Africa. The paper defines key concepts in multimodal 
transport, presents the trends of multimodal transport development in the 
continent, analyses the challenges to the development of multimodal transport 
in Africa, and concludes with recommendations for the way forward in the 
development of multimodal transport in Africa. 

II. Key Concepts in Multimodal Transport 

17. The paragraphs below define the main multimodal transport concepts 
identified by the United Nations Convention on International Multimodal 
Transport of Goods (Geneva, 24 May 1980), the UNCTAD/ICC Rules for 
Multimodal Transport Documents, and the Glossary of Maritime 
Terminology. 

International Multimodal Transport 

18. "International multimodal transport" means the carriage of goods by at 
least two different modes of transport on the basis of a multimodal transport 
contract from a place in one country at which the goods are taken in charge by 
the multimodal transport operator to a place designated for delivery situated in 
a different country. The operations of pick-up and delivery of goods carried 
out in performance of a unimodal transport contract, as defined in such 
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contract, are not considered as international multimodal transport. (United 
Nations Convention on International Multimodal Transport) 

Multimodal Transport Operator 

19. " Multimodal transport operator' (MTO) means any person who on his 
own behalf or through another person acting on his behalf concludes a 
multimodal transport contract and who acts as a principal, not as an agent or 
on behalf of the consignor or the carriers participating in the multimodal 
transport operations, and who assumes responsibility for the performance of 
the contract. In other words, the MTO is any person who concludes a 
multimodal transport contract and assumes responsibility for the performance 
thereof as a carrier. 

Multimodal Transport Contract 

20. "Multimodal transport contract" means a contract whereby a 
multimodal transport operator undertakes, against payment of freight, to 
perform or to procure the performance of international multimodal transport. It 
is a single contract for the carriage of goods by at least two different modes of 
transport. 

Multimodal Transport Document 

21. "Multimodal transport document" means a document which evidences 
a multimodal transport contract, the taking in charge of goods by the 
multimodal transport operator, and an undertaking by him to deliver the goods 
in accordance with the terms of the contract. 

Carrier 

22. "Carrier" means the person who actually performs or undertakes to 
perform the carriage, or part thereof, whether he is identical with the 
multimodal transport operator or not. Carriers are also defined as owners or 
operators of vessels providing transportation to shippers. The term is also used 
to refer to vessels. Shippers are individuals or businesses who purchase 
transportation services for goods or commodities. 

Consignor 

23. "Consignor" means any person by whom or in whose name or on 
whose behalf a multimodal transport has been concluded with the multimodal 
transport operator, or any person by whom or in whose name or on whose 
behalf the goods are actually delivered to the multimodal transport operator in 
relation to the multimodal transport contract. 
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Consignee 
•  i  « •  

24. "Consignee" means the person entitled to take delivery of the goods. 

Goods 

25. "Goods" includes any container, pallet or similar article of transport or 
packaging, if supplied by the consignor. 

International Convention 

26. "International convention" means an international agreement 
concluded among States in written form and governed by international law. 

Taken in Charge 

27. "Taken in charge" means the goods have been handed over and 
accepted for carriage by the MTO. 

Deiivery 

28. "Delivery" means (a) the handing over of the goods to the consignee, 
or (b) the placing of the goods at the disposal of the consignee in accordance 
with the multimodal transport contract or with the law or usage of the 
particular trade applicable at the place of delivery, or (c) the handing over of 
the goods to an authority or other third party to whom, pursuant to the law or 
regulation applicable at the place of delivery, the goods must be handed over. 

Freight Forwarder 

29. "Freight forwarder" means a person who arranges shipments for 
customers usually break bulk, and does not actually carry the cargo or conduct 
business for the ship. 

Container 

30. The International Standardisation Organisation (ISO) defines a 
container as follows3: 

3 ISO is a network of national standards institutes from 147 countries working in partnership 
with international organizations, governments, industry, business and consumer 
representatives. Its central Secretariat is in Geneva. 
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A treight container is an article or transport equipment, (a) of a permanent 
character and a ccordingly s trong enough to be suitable for repeated use; (b) 
specially designed to facilitate the carriage of goods, by one or more modes of 
transport, without intermediate reloading; (c) fitted with devices permitting its 
ready handling, particularly its transfer from one mode of transport to another; 
(d) having an internal volume of 1 cubic metre (35.3 c.ft.) or more. The term 
freight container includes neither vehicles nor conventional packing". 

31. Containers have been in use since 1906. However, according to 
UNCTAD, as part of the new technological development in transport, " 
container services were introduced in the mid 1960s with specialized vessels 
and specialized facilities for container handling both in the port and inland." 
(Organisation of African Unity; 1974, UNCTAD, 2003) 

III. Current Situation of Multimodal Transport Subsector in Africa 

32. The current situation of the multimodal transport subsector in Africa 
has been largely influenced by various programmes and activities connected to 
the Second United Nations Decade for Transport and Development in Africa 
(UNTACDA 11) within the framework of the Convention on Multimodal 
\ / 

Transport, concerning in particular; (i) the implementation of the Convention, 
(ii) containerization and container transport, (iii) container size, (iv) inland 
container terminals, (v) the development of freight forwarding, (vi) the 
introduction of the international trade procedures in accordance with the 
International Chamber of Commerce (ICC) and (vii) utilisation of new 
information technologies4. 

33. In Africa, Multimodal Transport is often confused with transit 
transport by land (road and rail). Consequently, the regulation of Multimodal 
Transport has not been incorporated into national laws in most of the 
subregions of the continent. 

34. The United Nations Convention on International Multimodal 
Transportion adopted in 1980, has not yet entered into force as only 10 
countries, including five African countries, have signed or ratified it, whereas 
it requires the ratification of at least 30 countries to come into force. 
Landlocked African countries that were parties to the Convention have not 

4 At the behest of African countries, after recognizing the importance of developing an 
integrated transport and communications system as a basis for the physical integration of the 
African continent and regular development of national and international traffic, the United 
Nations proclaimed two Transport and Commumcations Decade in Africa, the first from 1978 
to 1988 (UNTACDA I) and the second from 1991 to 2000 (UNTACDA II). UNTACDA II 
was made up of 708 projects covering 11 transport and communications subsectors, including 
multimodal transport 
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incorporated it into their national legislation because surrounding transit 
countries are not contracting parties to the Convention. 

35. The only African countries that have ratified or signed the Multimodal 
Transport Convention are Senegal, Burundi, Morocco, Zambia and Malawi. 
Tunisia has incorporated the convention into its national legislation. 

36. An UNCTAD study on the feasibility of an international legal 
instrument on multimodal transport, whose findings are summarized in Box 1, 
outlines the reasons why the Covention has not attracted sufficient ratifications 
to enter into force. 

Box 1 Reasons Why the Multimodal Transport Convention has not 
Entered into Force 

A survey by UNCTAD Secretariat revealed some of the reasons why the 
Convention on Multimodal Transport has not attracted sufficient ratifications 
to enter into force. These include: 

-T arV nf infnrmatmn snrl/nr awarpnpQQ nartirnlnrlv nn tVip n^rt of " — "  " '  — — — -  —  — — . j y f —  — -  " —  
shippers/consignees as well as uncertainty about the benefits of the liability 
regime 
-Some stakeholders consider the Convention to be too complicated or not 
sufficiently transparent 
-Convention met resistance from the transport and particularly the maritime 
industry and was subject to much adverse lobbying 
-Inadequate consultation with both public and private parties 
-The convention required a particularly large number of ratifications (30) for 
entry into force r r 

-Lack of interest by leading maritime nations discourages some Governments 
of developing countries from ratifying the Covention, in addition to the fact 
that the convention does not reflect the interests and views of the relevant 
i n d u s t r y  a v '  }  , ;  ^  ,  
-In 1980 when the Convention was introduced, the market share of multi 

/ I 1 r • • i - . 

modal transport was much less significant than nowadays hence the timing of 
the Convention may have been unfortunate. 

Source: UNCTAD/SDTE/TLB/2003/1, UNCTAD secretariat, 2003. 

37. There is little information on the overall proportion of cargo 
transported by multiple modes. However, data on the development of 
containerized traffic provide some highly significant indications, as containers 
are designed for transportation by different modes. 
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38. According to the 2002 UNCTAD review of maritime transport, the 
world growth rate for container port throughput (number of movements 
measured in TEUs) i ncreased b y 1 5.4 p er c ent in 2 OOO.This was more than 
double the growth of the previous year, which was 7.3 per cent, and reflects 
the booming trading conditions that prevailed in 2000. Throughput for 2000 
reached 225.3 million TEUs, an increase of 30 million TEUs from the 1999 
level of 195.3 million TEUs. 

39. The rate of growth for developing countries was 14.5 per cent with a 
throughput of 94.1 million TEUs, which corresponds to 41.8 per cent of world 
total throughput. The growth rate was better than that of 1999 (10.9 per cent) 
when developing countries' throughput was 82.1 million tons. In Africa, this 
trend has been unsteady even though in general terms, as shown by table 1, it 
has been, and remains positive. It can be seen from the table that some African 
countries such as Egypt and Senegal posted double-digit growth, both in 1999 
and 2000. 

Table 1 Container Traffic: Selected African Countries 

Country TEUs TEUs TEUs % change % change 
^ /\r\  r \  zuuu l y y y  -* r^rko l y y o  2000/1999 i r.piO x y y y / x y y o  

Egypt 1 783 956 1 520 523 1 131 795 17.3 34.3 
Cote 434 654 463 835 468 727 -6.3 -1.0 
dTvoire 
Kenya 236 928 232 510 248 451 1.9 -6.4 
Nigeria 233 587 225 777 166 336 3.5 35.7 
Tunisia 230 671 214 693 173 746 7.4 23.6 
Ghana 209 484 235 743 199 028 -11.1 18.4 
Senegal 165 000 148 740 115 039 10.9 29.3 
Mauritius 157 420 144 269 136 417 9.1 5.8 
Djibouti 127 126 128 791 136 217 -1.3 -5.5 
Cameroon 127 000 121 563 118 374 4.5 2.7 

Source: UNCTAD Review of Maritime Transport 2002. 

40. However, a Technical Note in an UNTACDA transport Newsletter, 
(UNCTAD Transport Newsletter No. 21, 2003), indicates that the total 
container traffic of African ports was only 11.5% higher than the traffic 
handled by the port of Rotterdam during 2000 and equivalent to 40% of the 
traffic handled by the busiest container port in the world - Hong kong, China. 
The Technical Note, which describes the evolution of containerized traffic in 
African ports, also reveals the following: 
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• There are large disparities in the volume of container traffic 
moved by African countries. Eight ports in Egypt and South 
Africa account for almost 52% of total traffic of the continent; the 
top 10 ports account for 67% of the total container traffic. 

• In 2000, the throughput in African ports was over 7.2 million TEU 
compared to 6.4 million TEU the previous year and 5.6 million 
TEU in 1997. 

• Over the period 1997 - 2000, the average annual growth rate for 
container traffic in African ports was 9.4 %, one per cent more 
than the global rate. 

• The port of Durban is the clear African leader in total container 
throughput. In the World Port League for 2000 established by 
CIY, Durban was in forty-fourth position, followed by Alexander 
in seventy-fourth position out of 300 ports. Compared to the 
World Port League for 1999, only Alexandria declined slightly in 
2000. All the other major African ports improved their world 
ranking in 2000. There were a number of ports that moved up by 
more than 20 places. This was the case for Algiers (+30), Port 
Elizabeth (+29), C asablanca (+24), M ombasa (+23), Cape Town 
r-uoiv ^ 5 
\ 1 ^  J y  • 

® There are a number of ports that are in competition to handle 
traffic of landlocked neighbours such as Dar es Salaam, Mombasa, 
Maputo, Djibouti, Assab, Dakar, Abidjan, etc. For 1999, transit 
containers were estimated to be 43.3% and 35.8% of the total 
container traffic of Djibouti and Mozambican ports. 

• The rate of containerization of general cargo in Africa was 
estimated at 53% in 1999, versus the world rate of 57.4%. 
However, there is a large variation amongst countries, ranging 
from 86% in Reunion to 28% in Cameroon. The differences are 
primarily explained by international trade of these countries. 

• The average ratio of import full to total full containers was 
estimated at 58%) in 2000. This imbalance results in high number 
of empty containers to export. 

• The low volume of containerized exports is explained by the fact 
that, w ith f ew exceptions, exports are mainly basic commodities 
(that have not been transformed) and crude oil, and thus 
transported in bulk. For example in West Africa 73% of its total 
seaborne trade was composed of crude oil and oil products 
compared to 7% for Southern Africa. There was a significant 
importation of empty containers in Western and Southern Africa, 
that can be attributed to need for special containers. 

5 Containerisation International Yearbook 2001 
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41. The efficient movement of containers depends a great deal on the 
conservation of standard, consistent and uniform container dimensions. The 
experience of the past decade shows that ISO I series containers (20-40 feet) 
are s uitable f or African transport modes (road, rail, maritime and river) and 
could in coming years, continue to dominate the Afiican market. Containers of 
ISO 11 series, which are 40 feet long, 8 feet, 6 inches wide are not adapted to 
transport conditions in African countries. 

42. Inland ports, also known as dry ports or inland container deports, have 
developed rapidly in Africa, and particularly in Southern and Eastern Africa, 
as inland terminals in coastal countries or landlocked countries in the 
hinterland of one or more seaports. The concept of containerization has spreed 
across the region thanks to these inland ports which have also, in large 
measure, facilitated the movement of goods from the point of origin to the 
final destination without the need for customs control en route, nor any 
handling en route other than at the point of transfer between transport modes. 
An example of a dry port is the Isaka port, which is owned by the Tanzania 
Rail Corporation (TRC) and equipped for handling containers away from the 
terminal at the port of Dar es Salaam. The functions of the Isaka dry port 
should enable the establishment of direct documentation from or to Isaka in 
such a way that no documentation would have to be established in Dar es 
Salaam (direct transit). Consequently, the other user countries of the Central 
Corridor6 - Burundi, Democratic Republic of Congo, and Rwanda, would no 
longer require acquiring specific sites at the port of Dar es Salaam. 

43. In recent years, information technology has become a leading factor in 
the development of Multimodal Transport in Africa. In the light of this, a 
number of countries now attached particular importance to the utilization of 
new information technologies. It emerges from national reports that these 

-j technologies have helped built up national transport databases. 

A. The ECA and Multimodal Transport Development in Africa 

44. Over the years, the ECA has been actively involved in the development 
of multimodal transport in Africa. The ECA's role, in this regard, has revolved 
around the facilitation of regional programmes; commissioning of studies and 
publication of technical documents; dissemination of documents; providing 
advisory services; and the organization of meetings, seminars and workshops. 

45. As far back as 30 April 1982, the ECA Conference of Ministers 
adopted Resolution 437 (XVII), which noted the efforts of the African Group 

6 The Central Corridor connects the port of Dar es Salaam with the landlocked countries of 
Democratic Republic of Congo, Burundi, Rwanda and Uganda. 
7 Prepared during UNTACDA II 
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during the seven-year period of negotiations on the United Nations 
Convention on Multimodal Transport of Goods and specifically its 
recommendation that regional seminars on multimodal transport operation in 
Africa should be organized with the aim of examining the economic, legal, 
commercial and other implications of the Convention and its appropriate 
application and impact on African economies. The resolution requested the 
United Nations Development Programme to provide the requisite financial 
resources, for the joint organization by the EC A, the OAU, and UNCTAD of 
serminars on multimodal transport operations in Africa. EC A Resolution 437 
(XVII) further requested the Executive Secretary of the ECA, in collaboration 
with the Secretary General of OAU, to present a report on the implementation 
of this resolution at the ninth meeting of the Conference of Ministers. 

46. The ECA also played a pivotal role in the implementation of the 
UNTACDA programmes, of which multimodal transport was an integral part. 
Moreover, the ECA was designated by the Inter Agency Coordinating 
Committee (IACC) to act as a facilitator and promoter of the actions in the 
The Way Forward, w hich i s a P lan o f A ction f or t ransport development in 
Africa, including multimodal transport, conceived to serve as the successor 
arrangement to UNTACDA IT.8 

47. The ECA has carried out a number of studies related t o m ultimodal 
transport, notably in the field of transit transport corridors in Africa. Other 
studies carried out by the ECA include: E-commerce in multimodal/Freight 
forwarding subsector; Human resources development and training in 
multimodal transport/Freight forwarding subsector; Study on the development 
of international multimodal transport and on the transportation of dangerous 
goods in Africa. 

48. Several publications have resulted from these studies, including, 
among others: Container Terminals - guidelines on the establishment of inland 
container terminals along the main transport corridors in Africa; 
Developments in the dimensions of maritime containers and their 
consequences for road, rail, maritime and inland waterways transport in 
Africa. In terms of advisory services, the ECA has carried out missions to 
Sierra Leone and Nigeria, among other African countries. 

49. The ECA has also been involved in the organization of meetings 
related to multimodal transport. For example, a subregional workshop 

8 The IACC was responsible for monitoring and carrying out periodic evaluation of 
UNTACDA II, and to make recommendations on matters such as the coherence of the 
programme and its validity and direction to the Conference of Ministers through the 
Intergovernmental Meeting of Experts. The IACC consisted of all relevant United Nations 
agencies and African intergovernmental organisations involved in the field of transport and 
communications in Africa. 
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organized by EC A was held in Yaounde, Cameroon from 16 to 18 December 
1998 for countries in Central Africa that use the port of Douala in Cameroon 
(Cameroon, Central African Republic, Chad). It was attended by 46 
participants from the three countries. The workshop aimed at: 

• Mapping out areas in which countries of the subregion would 
work together in order to speed up and facilitate the flow of 
transit transport; and 

• Developing performance indicators for transport operators in 
the field of railways and ports for monitoring performance of 
transit traffic along the Douala-Bangui-N'Djamena corridor. 

The workshop concluded that the corridor should possibly consider adopting 
the model presented by the ECA based on the agreement between countries 
using the port of Mombasa in East Africa. 

50. From the 13 to 17 November 2000, the ECA, Common Market for 
Eastern and S outhem Africa (COMESA), Ports Management Association of 
Eastern and Southern Africa (PMAESA), Southern Africa Transport and 
Communications Commission (SATCC). and Transit Transport Co-ordination 
Authority of the Northern Corridor (TTCA) jointly organized a seminar on 
transit transport for Eastern and Southern Africa, in Mombasa, Kenya. Various 
countries and institutions in the subregion attended the seminar, whose main 
objective was to identify problems affecting transit transport in various 
corridors in Eastern and Southern Africa. The seminar concluded that transit 
transport is affected by lack of enforcement and implementation of agreements 
and recommendations reached at in various forums such as meetings 
conducted by TTCA, COMESA, 1GAD, SATCC etc. 

51. In terms of providing assistance to transit transport authorities, the 
ECA has participated in various meetings organized by transit transport 
authorities in Eastern Africa (Ethiopia-Djibouti corridor, and Northern 
Corridor), Southern Africa (Beira Corridor, and Walvis Bay Corridor) and 
Maghreb countries of Northern Africa. ECA participation included preparation 
of technical documents as requested by these transit transport organizations, 
and presentation of documents at the meetings. 

52. More recently, from 5 to 7 May 2003, the ECA, the Office of the High 
Representative for Least Developed Countries and Small Island Developing 
States (OHRELS), and UNCTAD jointly organized an African regional 
meeting on transit transport issues, most of which directly affect the 
development of multimodal transport in the continent. The meeting was held 
in Addis Ababa Ethiopia. 
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53. In addition to the above activities, the EC A has prepared Performance 
Indicators in the field of railways and maritime ports for dissemination in 
various sub-regional and ad-hoc experts meetings in Africa. The ECA has also 
consulted with SATCC and COMES A on efforts to harmonise the 
establishment of pilot sub-regional databases. 

B. The Organisation of African Unity, OAU (now African Union, AU) and 
Multimodal Transport Development in Africa 

54. For many years, the OAU too has been preoccupied with the issue of 
multimodal transport development in Africa. The OAU was particularly active 
in the period leading to the adoption of the United Nations Convention on 
Multimodal Transport, and immediately after the adoption of the convention 
in 1980, as illustrated by OAU Resolutions: CM/Res 313 (XXI); CM/Res 405 
9 (XXIV) of 21 February 1975; CM/Res. 523 (XXVII) of 3 July 1976; 
CM/Res. 753 (XXXni)Rev. I of 20 July 1979; and CM/Res 846 (XXXVI) of 
1 March 1981. 

55. Resolution CM/Res 313 (XXI) called on the Secretary-General of the 
OAU in collaboration with the Executive Secretary of the ECA and the 

j i r3 T ttv A _ i ^ _ jC A r1 • L. secretary uenerai oi urs^i/vu to convene a cuiucicncc ui /aiuccui .cApcns in 
the sphere of Maritime Transport and Container Traffic in particular, to study 
the economic and social effects of this mode of transport on the development 
of Africa. 

" iV ••••••«• |l>-
56. Resolution CM/Res 405 (XXTV) noted the necessity for Africa to be 
able to play an effective role in any international decision such as the 
preparation of an international convention on multimodal transport, and 
appreciated the work done by the African Group and the OAU Secretariat 
during the 2nd Intergovernmental Preparatory Group (IPG) meeting in Geneva. 
It then requested the Secretary General of the OAU in collaboration with the 
Executive Secretary of the ECA to set up an ad hoc committee taking into 
account geographical representation. It further requested the O AU S ecretary 
General to present a report on the activities of the ad hoc committee to the 
conference of African Ministers of transport by 21 August 1975. 

57. Resolution CM/Res 5223 (XXVII) requested the OAU Secretary 
General, in co-operation with the ECA, to conduct a study on the economic 
and social implications of multimodal transport and circulate the study to 
Member States for their comments. 

58. Resolution CM/Res 753 (XXXIII) Rev.I, noted the importance of the 
conference of Plenipotentiaries on a convention on international multimodal 
transport, and appealed to the international community to be flexible 
especially on matters with serious implications on developing countries 

14 



generally, and Africa in particular, and called upon all Member States of the 
OAU to effectively participate in the conference of plenipotentiaries on a 
convention of international multimodal transport scheduled for November 
1979 in New York. 

59. Finally, OAU Resolution CM/Res 846 of the 36th Ordinary Meeting of 
the Council of Ministers (23 February to 1 March 1981) appealed: to all OAU 
Member States which have not done so, to sign and/or ratify as soon as 
possible, the United Nations Convention on Intemational Multimodal 
Transport of goods; reaffirmed its endorsement of the recommendations of the 
African Group in the Inter-Governmental Preparatory Group; and requested 
the OAU Secretary General, in collaboration with UNCTAD, ECA, UNDP 
and other relevant African inter-Governmental and intemational organizations, 
to organize seminars on multimodal transport operations in Africa. 

IV. Challenges to the Development of Multimodal Transport in Africa: 
Issues and Options 

' ' • v o , , 5 

A. Inadequate Infrastructure 

60. Effective implementation of multimodal transport requires an efiicieni, 
safe and reliable transport infrastructure network as well as modem facilities 
at ports. 

Ä1. Road subsector 

61. Despite the fact that the road sub-sector accounts for 90% of inter-
urban transport in Africa, it is generally in a deplorable state. The total length 
of roads in the region is about 2 million kms out of which 27.6% is asphalted. 
The current road density in the region is estimated at 6.84 kms per square 
100km. This indicates the inadequacy of the African network compared to 
Latin America (12km/100sq.km) and Asia (18km/100sq.km). The African 
network distribution is 2.71 km for 10,000 persons thus making the network 
accessibility low. According to the Economist (211,1 December 2002): the 
World Bank estimates that at least $18 billion needs to be pumped each year 
into African infrastructure if the continent is to attain the sort of growth that 
might lift large numbers of people out of poverty. It should also be noted that 
most existing roads in Africa are too narrow and may be dangerous for 
container traffic. Moreover, some of these roads may not have been 
constructed to carry heavy goods vehicles, thus, excessive axle loads resulting 
from a large number of container carrying vehicles may damage the road 
network. Road traffic with a high percentage of heavy goods vehicles coupled 
with narrow lane and shoulder widths will also increase road accidents, thus, 
exacerbating the already alarming situation. 
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62. The challenge is to maintain or rehabilitate existing roads and at the 
same time expand the network to isolated areas. In fact, the geometry of some 
existing roads (lane and shoulder widths as well as vertical and horizontal 
alignments) have to be adjusted, taking into consideration the increased use of 
heavy goods vehicles that MT development would entail. 

63. Added to the above challenge is the need to replace most of Africa's fleet 
of trucks. This is necessary because most of the heavy goods vehicles plying 
Africa's roads are quite old and often overloaded. The result of this is that 
such vehicles travel at very low speeds, which contributes in damaging the 
road. 

A2. Rail sub sector 

64. The African rail network is currently estimated to be about 89,380 km 
long, with a density of 2.96 km per 1,000 sq kms. Three railway gauges 
predominate in Africa, i.e. 1.067m, 1.000m, and 1.435m, thus causing 
limitations in the physical integration of the railway networks in various sub 
regions.9 The interconnections of the network is relatively poor especially in 
central and western Africa, and the available rolling stock is still very low 
compared to other regions ot the world. All railway networks in Africa, 
including those that are interconnected, still require harmonization of 
operating rules and technical standards. 

65. Efforts should be made to implement the Master Plan for railway 
interconnection in Africa, prepared by the Union of African Railways (UAR). 
With the construction of modal interchange facilities between railway systems 
and other modes of transport, railway connectivity even with varying gauges is 
possible. For example, the Tanzanian Rail Corporation (TRC) network 
interfaces with that of TAZARA at Kidatu in Southern Tanzania, where a 
special "rail to rail" transshipment facility has been constructed. In the long 
term the TRC has proposed to convert its 1.000m gauge track to meet 
TAZARA's 1.067m gauge track so that TRC standard conforms to the rest of 
the SADC region of which Tanzania is a member.10 The expected gain in the 
long distance rail traffic between East Africa and the SADC region is the main 
justification for the proposal to convert the TRC gauge. 

66. The UAR has also recommended the following solutions, at the 
interconnecting points of lines with different gauges: (a) transshipment of 
goods separately or in standardized containers; (b) operating of passenger and 

9 A track -gauge is the direct distance between two parallel rails measured 15nim below the 
top of the rail lines. 
10 The Tanzania, Zambia Railway Authority operating between Zambia and Tanzania with 
ports and rail interface in Dar-es-Salaam. 
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goods train sets that cannot be divided, with change of bogies at frontiers; (c) 
use of rolling stock equipped with axles with changeable gauges. 

67. There is scope to introduce, with new equipment, more efficient 
container handling methods by replacing existing freight wagons. In addition 
there is need to convert more freight wagons to flat beds. For example, it is 
estimated that about 400-500 flat wagons could handle the current TRC traffic 
if it was containerized, presently the TRC has only 160 flat beds for movement 
of containers. 

A3. Ports 

68. Obsolete and inappropriate equipment at ports constitute a major 
obstacle to the development of multimodal transport in Africa. Lack of 
investment, in even modest container handling facilities at most ports, is a 
major constraint in the retention of freight traffic, which is progressively being 
containerized by shippers. 
There is, therefore, an urgent need to invest in modem container handling 
facilities at most ports. There is also a need for the development of more dry 
ports to serve both landlocked countries as well as interior areas of coastal 
countries, particularly rural areas 

69. It suffice to a dd h ere t hat t he p ort o perations o f c ontainerization a re 
highly mechanized and computerized and would therefore require large 
financial outlays in training staff to run the system. 

B. Inadequate security of Land Transport. 

70. Insecurity is also a serious constraint to the development of multimodal 
transport in Africa, and probably contributes to the reluctance of international 
multimodal transport operators, who are supposed to cover the entire risk of 
the entire transport chain, to provide their services in Africa. Elements of 
insecurity include corruption, theft and accidents. 

71. The issue of corruption is well known in Africa. The Economist 
(December 2002) reported 47 roadblocks between Douala and Bertoua in 
Cameroon, a distance of 500km. According to the magazine, the Police 
harassed and collected bribes in some of these checkpoints. Table 2 also 
shows that nearly all ECOWAS member states maintain numerous 
checkpoints, where drivers are sometimes subjected to administrative 
harassment and extortion. 
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Table 2 Checkpoints along major ECOWAS highways 

Highways Distance (km) Number of 
Checkpoints 

Checkpoints per 
100 km 

Lagos-Abidjan 992 69 7 
Coutonou-Niamey 1036 34 3 
Lome-
Ouagadougou 

989 34 4 

Accra-
Ouagadougou 

972 15 2 

Abidjan-
Ouagadougou 

1122 37 3 

Niamey-
Ouagadougou 

529 20 4 

Source: ECOWAS Official Site (2003) 

72. According to the report of a review of the status of implementation of 
the Trans African Highways network, jointly commissioned by the Economic 
Commission for Africa (ECA) and the African Development Bank (ADB) in 
mid-2003, the payment at checkpoints between Abidjan and Ouagadougou 
varies, it is usually between 1,000 and 5 ,000 FCFA. On the Trans Sahelien 
Highway between Ouagadougou and Niamey, a distance of 529 km, the 
payment by a loaded truck is estimated at about 100,000 FCFA, and on the 
Douala-Bangui road, a distance of 1580km, the total cost of passage is 
estimated at 380,000 FCFA . These payments that vary, among other things, 
with the type of vehicle, type of goods transported and nationality of 
transporter, involve the police, customs officers, gendarmes and other officials 
and cover a spectrum ranging from legal to illegal charges, without a clear 
demarcation. The examples given above, as explained in the report, illustrate a 
common reality facing transport in Africa. 

73. The resultant loss of time and increase in vehicle operating costs from 
these stops are considerable. The trip from Bangui in the Central African 
Republic t o D ouala i n C ameroon, w hich c an b e d one i n t hree days, usually 
takes between 7 to 10 days. 

74. Added t o t he n umerous c heckpoints i s t he r isk o f t heft of the goods 
being transported. Theft is known to occur on board ships, at the port and 
during the transportation of goods by road or rail. Vehicles carrying containers 
are sometimes diverted from their intended destination or in some cases, 
containers are looted directly on the truck or train on which they are being 
transported. 
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75. Road accidents constitute a further threat to the transportation of goods 
in Africa as the following statistics from a presentation at the Third African 
Road Safety Congress (1997) illustrate: an analysis of accident occurrence 
between 1968 and 1990 showed an increase of 350 per cent in Africa, 
compared to a reversing trend in industrialized countries where car ownership 
per 1000 inhabitants has been estimated to be ten times higher on average, 
than in Africa. 

•" v ?'  :  v-

76. Without any doubt, the challenge is to combat corruption, theft and 
accidents on Africa's roads. These problems are extensive, deep-rooted and 
inherently difficult to come to grips with. They have been observed for a long 
time and studies and proposals on how to improve the situation are numerous. 
Efforts to alleviate these problem include; the introduction of observatories to 
continuously report on the delays and other conditions on roads and borders, 
in UEMOA with the assistance of SSATP; and the establishment of transit 
monitoring systems in Kenya, Uganda and Rwanda. Kenya, for example, 
relies mainly on physical escort of transit vehicles carrying what is considered 
as "sensitive" cargo, vulnerable to diversion into the domestic market, while, 
Uganda uses non-overt surveillance methods and control of the transit 
documents. Rwanda also uses a svstem similar to that of Uganda. 

77. According to the Northern Corridor Transit Transport Co-ordination 
Authority (NC-TTCA), operators complain bitterly about the police escort in 
Kenya because it contributes to delays and results in additional costs. The NC-
TTCA is therefore encouraging customs, administrations and transport 
operators to embrace Information Technology (IT) systems to facilitate 
monitoring. 

78. Basically, however, the problems and their solutions have relatively 
little to do with technical and legislative improvements. Rather, it appears that 
improvements have to be based on political agreements and interventions from 
the highest government levels. This, in fact, is a prerequisite to sustainable 
solutions. The New Partnership for Africa's Development, through its Peer 
Review mechanism, could play a lead role in this regard. 

C. Trade and Transport Facilitation: The Impact of non-Physical Barriers 
to Transportation of Goods 

• 

79. The situation with respect to trade and transport facilitation constitutes 
a major problem in the whole of Africa. The problems are not uniform across 
the sub regions with West and Central Africa having the most pronounced 
difficulties, but in one form or another, all African countries are affected. 

80. Added to the problem of insecurity and delays as reflected by the 
numerous checkpoints along Africa's roads, cumbersome customs procedures 
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at border post constitute another barrier to the transportation of goods in 
Africa, a nd h ence h as a n egative i mpact o n t he d evelopment of multimodal 
transport in the continent. That it takes more than 24 hours to pass a border 
appears to be the norm rather than the exception. A study from SADC, 
reported in the report of the implementation status of the Trans-African 
Highways, estimates that 3.3 million vehicle-hours are spent annually passing 
the borders in that sub region, the cost of which is estimated at 48 million 
USD. 

81. According to a report on the Djibouti-Ethiopian Corridor, the current 
customs procedures along the corridor are bureaucratic and cause a lot of 
delays in the transportation of goods in transit.11 Box 2 shows an example of 
the different stages of the current system being used along the corridor for an 
imported commercial good, which could take up to 20 days. 

Box 2 Stages in the Movement of Goods on Transit in Djibouti: From the 
Receipt of Documents by Client in Addis Ababa to Arrival of Goods in 
Ethiopia. 

1 )Receipt of documents by the client in Addis Ababa 
2)Processing of documents by the forwarding agent in Addis Ababa (2 days) 
3)Processing of documents by customs in Addis Ababa (1 day) 
4)Calculation and advanced payment of estimated customs duties in Addis 
Ababa (4 days) 
5)Send the sealed documents to Djibouti shipping agent and to the Ethiopian 
customs office at the port of Djibouti 
6)Harbour crossing: withdrawal of delivery form, payment of Port fees (3 
days) 
7)Presentation of all the documents at the arrival of the truck or wagon at 
Addis Ababa plus customs inspection 
8)Final calculation of customs duties and taxes 

Source: Djibouti-Ethiopian Corridor, EC A Eastern Africa sub regional office, 
April 2003 

82. A contributing factor to delays at borders is the variety of regulations 
and forms that each country applies and which is often not coordinated with 
those used in neighboring states. This leads to long waiting times at the 
borders, especially as border posts and customs offices, in most cases, are 
physically separated. In essence, there are two c omplete sets o f c ontrols for 
each border, a multitude of forms and documents to be filled and checked, and 
additional costs for required escorts and convoys. This problem is particularly 

11 Presented during an Eastern and Central Africa sub-regional meeting, m preparation for an 
African regional meeting on transit transport, held in Addis Ababa on 2-3 May, 2003 
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relevant for goods destined for landlocked counties since the number of border 
posts encountered is more than for goods with destinations at coastal 
countries. 

83. The relevance of transport facilitation to multimodal transport stems 
from the basis of liability of the MTO in Multimodal Transport conventions 
and from the fact that trade is increasingly taking place in intermediate goods, 
which are used in international production processes and which require just in 
time (JIT) deliveries of inputs. Since MTOs are generally liable for the loss, 
damage or delay arising from multimodal transport, they are likely to shun 
environments where transport is characterized by physical and non-physical 
barriers, such as: inadequate road networks; numerous roadblocks, numerous 
and cumbersome customs procedures; corruption and high accident rates, all 
of which result in delays, loss or damage of goods. The issue here is that JIT 
producers will not tolerate delays, because they risk rendering themselves 
uncompetitive if they in turn fail to deliver JIT to their own customers. 
Consequently, in an environment were transportation of goods is prone to 
delays, like in Africa, the likelihood of legal battles involving multimodal 
transport operators is quite high. 

84. customs clearance, though, reiiiaiiis a gigantic challenge to the 
development of multimodal transport in Africa. The issue here is the 
possibility that the efficiency and economy of multimodal transport would be 
compromised, as explained above, if, customs officials, either in transit 
countries, or at the border, the port or airport of the country of entry (coastal 
country) insist o n o pening i ncoming p ackages, e .g. c ontainers. O n t he o ther 
hand, there is the legitimate need for these officials to ascertain the nature and 
value of the contents of the packages when the need arises. The crux of the 
matter, in this regard, is to carry out this task in a manner that minimizes 
delays. 

85. Without any doubt, therefore, the development of multimodal transport 
would benefit from transit transport facilitation measures, especially for 
landlocked countries. African sub-regional institutions, notably, COMESA, 
EAC, S ADC, E COW AS, UEMOA, C EMAC, and I GAD h ave p layed a key 
role in promoting transit transport cooperation in Africa through the designing 
and the implementation of the following instruments: (a) convention relating 
to customs transit; (b) road customs transit declaration document; (c) inter
state road convention; (d) carrier license and transit plates; (e) regional 
customs bond; (f); harmonization of axle loads; (g) third party motor 
insurance; (h) third party motor insurance; (i) implementation of ICT 
initiatives. 
The challenge ahead is to extend the application of the regional instruments to 
all member countries and to ensure their uniform and effective 
implementation. 
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D. Inadequate Human Resources and Institutional Development 

86. Activities undertaken under UNTACDA II in Multimodal Transport 
indicated that the industry is suffering from numerous human resources and 
institutional development (HRTD) problems, that is, problems that lie more on 
adjustment of life; training and other ways people organize themselves than in 
the purchase of expensive equipment and technology. The main HRTD issues 
are, inadequate legal framework; the need for strengthening national and sub-
regional freight forwarding associations; variety in the structure of companies 
operating in the industry; poor management practices; and lack of professional 
structures. 

Inadequate Legal Framework 

87. The current liability framework for multimodal transport does not 
reflect developments that have taken place in terms of transport patterns, 
technology and Markets. In fact, this is a problem that has been given 
considerable attention by UNCTAD (UNCTAD/SDTE/TLB/2003/1, 2003). 
No mtemational uniform regime is in force to govern liability for loss, damage 
or delay arising from multimodal transport, indeed as stated in the above cited 
UNCTAD report, the present legal framework consist of a complex array of 
international conventions designed to regulate unimodal carriage, diverse 
regional/subregional agreements, national laws and standard term contracts. 
As a consequence, both the applicable liability rules and the degree and extent 
of a carrier's liability vary greatly from case to case and are unpredictable. A 
fragmented and complex 1 egal framework creates uncertainty, which in turn 
creates transaction costs as it gives rise to legal and evidentiary enquiries, 
costly litigation and rising insurance costs. For developing countries, and for 
small and medium size transport users, particularly, the concern is 
considerable, because without a predictable legal framework, equitable access 
to markets and participation in international trade is much harder for small or 
medium players. 

88. It is therefore not surprising that the vast majority of multimodal 
transport organizations operating in Africa today are based in developed 
countries, and they often operate in a regulatory vacuum. Indigenous operators 
are small and ill-equipped to compete with these foreign operators. A 1 egal 
framework which gives clear and well-defmed status to the profession would 
be a favourable and stabilizing factor. 

89. Within the continent, there appears to be some contrast in this domain 
between francophone and Anglophone countries. In the former, the legal 
definition of the sector is covered by a series of specific laws and decrees, 
which outline civil and commercial rights and duties, while in the latter, there 

22 



are no specific legal texts covering the profession, and only general company 
law applies to the sector. 

90. Although in both cases technical and financial conditions for being 
licensed to exercise the profession have been defined, these are not strict 
enough or applied. As a result, many fictive or clandestine companies have 
sprung up. They are generally unable to offer guarantees of responsibility or to 
fulfill the minimum legal obligations. This situation limits the ability of an 
inexperienced shipper to select a forwarder intelligently. Some form of 
accreditation with minimum qualifications for forwarders is consequently 
recognized as desirable both for the industry and for shipper. 

Weak Professional Associations 

91. Professional associations can be of immense value in improving 
planning, exchanging information, and developing the profession. In most 
cases, however, there are two or more associations generally managed on a 
part-time basis and attracting sub-elements of the profession such as transport 
freight forwarders, ocean-transport freight forwarders and custom agent 
freight forwarders. Under such circumstances, the professional association 
lack credibility in the eyes of government organizations and other professional 
groups 
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Lack of Professional Structure 

92. The freight forwarding profession is characterized by considerable 
disparity in the size and organization of companies. This affects the range and 
reliability of services offered to clients, the capacity to market services and to 
establish international contacts, the degree of vulnerability to economic 
circumstances, as well as professional training, human resource development 
and opportunities for advancement. 

93. Freight forwarding and multimodal transport companies also have 
varying policies on professional training depending mostly on their size. 
Small-sized companies have m ore p roblems i n o rganizing t heir p rofessional 
training than larger well-structured companies. Generally most small 
companies have no training mechanism, whereas large international 
companies can afford internal training programmes. Medium companies 
sometimes look to private training institutions to organize periodic sessions 
around lectures by professionals. 
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E. Inadequate Security of Maritime Transport and New Security Initiatives 

94. One of the most significant development in the international 
transportation of goods in the last two years is the proliferation of security 
initiatives in maritime transport, most of which have been introduced for trade 
with the United States. These initiatives, which have implications for transport 
costs and operations, were introduced in light of the events of 11 September 
2001 in the United States. For African countries, the relevance of security 
initiatives related to maritime transportation of goods stems from the fact that 
19 percent of their total trade constitutes imports to the United States. 

95. The issue behind these initiatives is the security risk of the uncertainty 
of the content of containers. This in turn is closely related to the reliability of 
information on what has been loaded in a container and the need to analyse 
this huge volume of data to determine which containers present high risks. 

96. US security initiatives focus on customs treatment for incoming cargo, 
particularly in containers and include: the Container Security Initiative (CSI) 
which strengthens public-sector control over trade and that requires vessels 
carrying cargo to the United States to file their cargo declaration 24 hours 
prior to loading cargo on board; and the Customs-Trade Partnership against 
Terrorism (C-TPAT) which brings commercial parties together, including 
importers, carriers, brokers, warehouse operators and manufacturers, to 
conduct trade in a secure environment. The parties under this partnership are 
expected to look at the origin of goods, the physical security and integrity of 
foreign suppliers, the background of personnel involved in the transaction, and 
the means by which goods are transported to the United States. 

97. There are a number of specific initiatives under the umbrella of C-
TPAT, including. Operation Safe Commerce (OSC) which is a public-private 
partnership that involves various US Federal, and State agencies along with 
private-sector partners. OSC seeks to enhance security throughout domestic 
and international supply chains by developing dependable arrangements for 
verifying, securing, monitoring and sharing information from the point of 
origin, throughout the supply chain, to its final destination. Another initiative 
under C-TPAT, is the Smart and Secure Tradelanes (SST), whose objective is 
to establish an automatic tracking system for containers entering US ports and 
that involves tagging containers electronically. 

98. The IMO Maritime safety Committee has also been involved in efforts 
to reduce the risk of terrorist attacks through maritime transport. To this end: 

• The IMO received proposals from the United States, on the 15 
January 2002, calling for a number of specific actions aimed at 
improving maritime security, including mandatory port-of-origin 
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container examinations and the establishment of international 
measures to improve the security of cargo movement. In this 
regard, the maritime Safety Committee, during the meeting of its 
working Group on Maritime Security held in February 2002 in 
London, agreed to revisit a previous IMO decision not to require 
mandatory inspection of containers, and to work with the World 
Customs Organisation (WCO) to develop an international plan to 
improve the security of containerized cargo; 

• The IMO has also worked on the development of an International 
Code for Security of Ships and Port Facilities, which provides a 
platform on which ship operators and port authorities can 
cooperate to detect and deter acts of maritime terrorism 

99. Security calls for a balancing of costs and risks, of which, information 
technology offers a technical solution. However, it remains unclear whether 
this is economical and, especially for developing countries, how it will affect 
their trade. The resultant additional cost that tight security entails may reduce 
demand for lower-value goods moving in containers. It may even make some 
nroducts uncomnetitive. In a nutshell, the requirements of the securitv 
J. X ' X U 

initiatives discussed above could harm me trade of developing countries. 

100. UNCTAD, has listed some likely outcomes of new security measures 
on developing countries, which include the following: 

• Shipping companies operated by developing countries will see 
their operating costs as well as their liability increase. To ship 
cargo to the United States, they will require to transmit advanced 
information to the US customs service. This is part of the CSI, and 
containers identified as a high-risk will need to be controlled 
before loading. In small ports where US customs officers are not 
present, local customs will be required to verify the contents of 
selected containers. It is not clear who will pay for the 
verification; 

• Ports in developing countries will need to undertake a port 
security assessment and prepare a port security plan. This is 
particularly important as failure to do it could lead to vessels 
calling at these ports being barred from calling at US ports; 
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• Ports will need to expand their container inspection areas, and 
national customs may need to invest in costly container scanning 

. 12 systems. 

101. Possible consequences of the above outcomes include: compromising 
or undermining the efficiency and reliability of the transportation industry; and 
compromising the confidentiality of manifest data once it is filed to Customs, 
which can increase cargo theft. 

102. The above discussion suggests the urgent need for feasibility studies on 
the implementation of the requirements of international maritime transport 
security measures as well as on the impact of the ; r; : mentation of these 
requirements on Africa's trade. There is also a to establish the 
implications of these security measures for Multimodal Transport 
development in Africa. 

F. Low Utilisation of E-Commerce 

103. With the increasing adoption of the Internet and electronic 
communication systems, the role of the Multimodal Transport Operator as the 
intermediary between buyer and seller is changing, and the industry is having 
to change with it. Multimodal transport is an activity that is being required to 
adopt e-commerce to increase efficiency of existing business electronically. It 
is clear that electronic commerce is no longer an emerging technology option 
in supply chain management, but that it has in fact already revolutionized 
logistics globally. While many African countries are not yet fully making use 
of e-commerce enabled systems, many are now being serviced by 
organizations that use e-commerce-oriented systems. 

104. The African Development Forum held in Addis Ababa at the 
Economic Commission for Africa in 1999 (ADF99), identified the following 
barriers to e-commerce in the continent; 

• The African infrastructure is not sufficiently e-commerce friendly: 
the physical infrastructure is insufficient; the electronic transaction 
infrastructure is deficient, the legal and regulatory framework is 
still inadequate. 

• The African e-commerce environment is not supportive because: 
the level of awareness of e-commerce is not high enough; African 
entrepreneurs need training in using Internet for business; and 

12 According to British customs, procument costs for a mobile scanner have varied from US$ 
1.5 million to US$ 3.3 million. Fixed scanners, including a building to house them, can cost 
up to US$ 20 million. One scanner can inspect around 30,000 containers a year and the 
effective life span of a scanner is about 10 years. 
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African Internet support professionals need training to be able to 
support E-Business oriented ventures. 

105. To solve the above-mentioned problems, the Forum made 
recommendations in several distinct areas relating to the freight forwarding 
sector, namely the need to: 

Provide local and regional markets with all possible assistance to 
promote and accelerate their development. 
Intervene in the areas of infrastructure, regulations, training and 
education. 
Establish African institutions, either public or private with the 
resources and the specific mandate to undertake coordinating 
activities regarding e-commerce. 
Support actual demonstration projects and other means such as 
internship and mentoring provide Africans with the knowledge 
and experience required to create and manage e-commerce 
ventures. 
Encourage African Governments that do not have equivalent 

o f i r\Ti o 1 cr\iirr»£*c r\T\ i n\r fr\ 
XAC4.CJL O W C* JL W WV_> V-/ JL CJl-VJ. T X VW K S  J J .  W V»" K J  X  X X X X X  V/ V W XA J tXXXVi. X C4 V-I. i V/W L W 

launch such initiatives at the national level. 

G. Other Challenges 

106. The development of multimodal transport in Africa will have technical 
and social implications. On the whole, containerization is highly mechanized. 
Consequently, highly trained technicians are needed to run the system. There 
is a dearth of high-powered technicians, such as computer operators, in 
developing c ountries. A d eveloping c ountry s witching t o containerization of 
cargo is therefore faced with the problem of obtaining technical staff for it. 

107. The most important social implication of the introduction of 
multimodal transport is the threat totraditional p ort 1 abour. In o ther words, 
containerization of cargo threatens to throw people out of work in African 
countries, where unemployment is already a serious social problem. Unlike in 
developed countries where this problem was solved through retraining the 
displaced workers and absorbing them in other industries, the harsh reality is 
that developing countries, especially in Africa, do not always have the means 
to adopt such an option (OAU Secretariat, 1974). 
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V. The Way Forward 

108. Drawing from the challenges to the development of multimodal 
transport in Africa, this section recommends key objectives and the 
corresponding actions, which should serve as guidelines to improving the 
multimodal transport subsector in the continent. 

Objective 1: Provide adequate infrastructure to support the multimodal 
transport subsector 

Actions: 

Road Subsector 
« Maintain and rehabilitate existing roads 
• Expand road network to isolated areas 
» Widen roads with narrow lane and should widths, and were 

necessary, adjust horizontal and vertical alignments taking into 
consideration the increased use of heavy vehicles that MT 
development entails 

Rail Subsector 
• Increase interconnection of railways in Africa, using the Master 

Plan prepared by the UAR 
• Increase connectivity of railway sections with different track 

gauges by use of "rail to rail" transshipment facilities 
• To the extent possible, the track gauge used in the continent 

should be standardized 
• Use of rolling stock equipped with changeable gauges 
® Convert freight wagons to flat beds, suitable for transportation of 

containers. 
Ports 

• Replace obsolete and inappropriate equipment at ports with 
modem container handling facilities 

• Develop container terminals at ports to facilitate efficient handling 
and storage of containers 

• Develop more dry ports to serve both landlocked countries as well 
as interior areas of coastal countries 

• Training of local staff to run containerized systems that are highly 
mechanized and computerised 
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Objective 2: Ensure adequate security in the transportation of goods by land 

Actions: 
• NEPAD, through its Peer Review Mechanism, should ensure 

political agreements and interventions from the highest level to 
combat corruption 

• Increase the use of observatories to report delays and other 
conditions on roads and borders 

• Encourage the use of electronic shipment tracking systems 
• Work with other stakeholders to improve road safety 

Objective 3: Removal of non-physical barriers to transport 

Action: 
Extend the application of regional transport facilitation instruments to all 
member countries and ensure their uniform and effective implementation. 

Objective 4: Provide adequate human resources and an appropriate legal and 
institutional framework for the multimodal transport subsector 

Actions; 
• Strengthen professional associations 
• Develop appropriate professional structures 
• Define and strictly apply technical and financial conditions for 

being licensed to exercise the profession 
• Ratification and accession to international treaties and conventions 

on multimodal transport 

Objective 5: Meet the requirements of international maritime transport 
security initiatives in order to facilitate the practice of Multimodal Transport 
in Africa. 

Actions: 
• Study the feasibility of implementing the requirements of 

maritime transport security measures. 
Study the implications of maritime transport security measures on Africa's 
trade and on the development of Multimodal Transport in Africa. 

Objective 6: Create an enabling environment for the application of e-
commerce in multimodal transport 

Action: 
• Intervene in the areas of infrastructure, regulations, training and 

education. 
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VI. Conclusion 

109. This paper has shown that high transport costs and delays due to 
inadequate infrastructure network, numerous roadblocks, cumbersome 
customs procedures; coupled with insecurity, low utilization of e -commerce 
and the absence of a uniform international convention on multimodal 
transport, hinder the development of this mode of transport in Africa. 
Therefore, to enhance the use of multimodal transport in the continent, special 
attention has to be given to the maintenance, rehabilitation and expansion of 
road and rail networks; modernization of port facilities; implementation of 
transport facilitation measures; application and utilization of ICT; the 
ratification and accession to international treaties and conventions; and the 
establishment of indigenous Multimodal Transport Operators. 
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