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EXECUTIVE SUMMARY

| | Maritirne-s'hibping Transport

1.1 The on going process of globallzat:on and. liberalization of national economies have
greatly enhanced the scope for inter- and intra-regional trade and tourism. This has
created significant demands for efficient and well- -integrated transport infrastructure and
services to enable countries to participate in the development processes effectively.
Maritime shipping transport is one of the major transport modes for carriage of inter-
and intra-regional trade. More than 90 per cent of the world trade goes by sea.

~ Therefore, the facilitation of this transport sub-sector is crucial not only to the regional

economy but more so to the world economy in this era of globalization and
liberalization. International trade carried by maritime Shlppll‘lg transport in Africa is
between 92-97 per cent. :

1.2. The ‘worid seaborne trade recorded its fourteenth consecutive annual increase in
1999, reaching a record high of 5.23 billion tons. Annuai growth, however, declined at a
rate of 1.3 per cent, the lowest since 1987. Preliminary data available indicate that
global marltlme trade growth in 2000 was expected to be 2.0 per cent '

- 1.3. The world merchant fleet expanded to 799.0 million deadwelght tons (dwt) at the

end of 1999, representing a 1.3 per cent increase over 1998. The relative low rate of
fleet expansion reflects the balance between newbuilding deliveries of 40.5 million dwt
and tonnage broken up and lost 6f 30.7 million dwt, leaving a net gain of 9.8 million
cwt... : _

1.4. World total freight payments as a proportion of total lmports value (the freight
factor) have been following a downward trend, falling from as high as 6.84 per cent in
1980 to 5.22 per cent in 1990 and further down to 5.06 per cent in 1998, The freight
factor of devetoped market-economy countries also declined from 4. 17 per cent in 1997
t0 4.07 percent in 1998,

1.5. Qver the period from 1995 through 1899, the exports of Sub-Sahara Afrlcan
countries expanded at an average annual rate of 4.0 per cent in value and 5.1 per cent
in volume. Imports increased at 6.3 per cent per year in value and 6. 9 per cent in
volume.

1.6. The total merchant fleet of all the sub-Saharan African countries has been
decreasing in terms of dwt, from 0.29 per cent of the world total 1980 to 0.23 percent in
1990, reaching 0.15 per cent in 1899. Tanker and general cargo shlps account for 46.4
per cent 29.1 per cent respectively of the total sub-Saharan fleet. S

1.7. Sub-regional exports of all non-liner dry cargoes have been expanding at an
average annual growth rate of 3-4 per cent over the last several years. A bout 75 per
cent of the total are exportad form the Southern coast. Imports have increased at the
rate of 2-3 per cent annually. Nearly 60 per cent of the total imports moved through the
Woest Coast of sub-Saharan Africa. Total liner cargo of both imports (54 per cent) and
exports (46 per cent) are increasing at an annual average of 2.1 per cent, from 2.0
million TEUs in 1998 to 2.1 miillion in 2000. .



1.8. The freight factor for developing countries increased very marginally from 8.04 per
‘cent in 1997 fo 8.06 in1998. The freight factor for the African developing countries was
higher at 11: 36 percent, in 1998. The freight factor for landiocked countries of Africa in
1998 was higher at 18.08 per cent than that of all developing countries, which stood at
11.36 per cent. In West Africa, Mali and Burkina Faso had the highest freight factors at
29.57 per cent and 21.67 per cent respectively, in 1998. Rwanda registered the highest
in East Africa, in 1998, at 29.91 per cent. While the highest in Southern Africa and in
the region as a whole at 39.1 per cant, was Malaw;

1.9. In_spite of the existence of the UNCTAD Code of Conduct for Liner Conference

cargo sharing formuia of 40: 40: 20, and also the fact that many coastal states are
party to it, the participation of the region in shipping has not improved significantly as
anﬂcmated Furthermore, the elimination of conferences in West Africa did more harm
than good in that National lines, which were already weak, were technically eliminated
from the trade due to high competition form large and weli-financed foreign lines.
Therefore, there was a decline in the fleet of the region.

1.10. The performance achieved by majority of Africa fleets in 1990/91 when the fleet
level was 7.3 million dwt did not match the expectations voiced at the time they were
formed. The total fieet declined over the period from 7.3 million dwt to 6.03-million dwt
for1990 to 2000 respectwely That represented a decline of 17.1 per cent. The
combined general cargo and container ships also decreased from 2.34 million dwt to
1.8 million dwt between 1990 and 2000 respectively. That represented a decline of
23.1 per cent. However, the container ships fleet, though very small in size, increased
from 0.04 ‘per cent in 1990 to 0.2 percent. Indlcatlng a decline in general cargo
shlps and the lack of significant fleet modernization.

1.11. Concermng coastal shipping services, it should be further noted that there
has been little change in the position since the beginning of the Decade. There
-was lack of co-operation between countries on this subject. Furthermore, there
was lack of interest in coastal trade by shipping companies of the region except
the North African lines. This explains the lack of fraffic agreements between member
states. However, the recent developments in West and Central Africa of seiting up a
Maritime fund and the move to establish ECOMARIME, if successfully implemented,
may soon change the course of events in this area.

1.12. The status of project implementation was below average in the maritime
shipping transport sub-sector based on the few country reports that have
indicated the staius of implementation of their Decade projects. However, the
position - mlght change, somewhat, if the status of implementation of all sub-regional
and mtematuonal organlzattons was taken into account

1.13. Therefore the way forward fies not in repeating the same recommendatxons for
decades but identifying the reason why such a sub-sector, which is generally, known to
be the backbone of movement of international and regional trade should be neglected
in Africa. The main problem is the awareness of its significance and hence low pnonty
was accorded to it. Future actions should emphas:ze the followmg -

(a) Creatmg and enhancing awareness of the s:gmﬂcance of maritime transport at
regional, sub-regional and national leve! through seminars and workshops. The
cost of this mode of transport should be accessed by country and then
consolidated regionally. Senior decision-maker should be made aware of the
implications of neglecting this sub-sector. Intergovernmental organizations may be
requested to -provide assistance with implementation on the organization of
awareness campaigns, '



(b) Carefully scrutinize the level of maritime services provided by national fleets and
compare them to those in developed markets-economy countries. The aim.being
to determine any modifications that may be required to improve the performance of
emstrng serv;ces

(© A oomprehenswe assessment of the needs of the reglon in this sub-sector should
~ be carried out in the area of the type, regularlty and speed and of service, and man
- . power and equipment levels needed, : _

() The countries should then fake measures to create a Iiberalized commercial
environment for the development of marine transport services by mtroducmg Antl-
trust laws and regulations in the region. , S ‘

Maritime Ports

21 Maritime shlppmg transport as a whole has an xmportant mterface mode in
maritime ports. Africa is well endowed with ports and harbors. The region has about 80
major port/harbors and several small ones. The most notable and recommendable
feature of the port sub-sector is the presence of well-organized port associations. This
has given national, regicnal and international organizations forums and impstus for co-

~operation in the development of the sub-sector. The latest development, in this

connection, is the estabhshment of a Pan-Afrlcan Association for, Port Co- operatlon
(PAPC). : C

2.2. It is now generally accepted that old port operating ooncepts have {o be done
away with in view of the globalization and liberalization processes. A new and highly
competitive business climatic condition is in place and is putting enormous pressure on
transport modes and the respective interfaces such as ports. Moreover, this is a high
information and technology era demanding extremely efficient port network including
transport and communication systems. Port users particularly transport operators
increasingly demand reliable and low-cost port services. Port authorities should,
therefore, assume a comprehensive role and re-define their identities beyond the port
perimeters. They should deliberately move towards satisfying the broader definition of
gfficiency as determined by adequate infrastructure, superstructure, modern
equipment, good communication systems, skilled and market oriented management

~ team with a keen ear to customer demands, and a well motivated port workforce.

2.3. Port productivity at berths has improved for a few major ports that started
equipment modernization, restructuring and liberalization programs, from low rate
average of 8 moves/hour to an average of 15 moves/hour. This has improved ship
turnround times and cargo off take at those ports. On the other hand, the majority of
the ports are stili in the low productivity category. The reputation of the region, in this
connection, has not improved due to: low output at the terminal, poor cargo off-take,
high operating and maintenance costs and generally poor services to users. Such poor
quality port services and their high costs are an impediment fo the expansion of the
region’s external trade. Furthermore restructuring and liberalization measures taken by
ports are expected to bare fruit within the next few years owing to the slow process of
acceptance of radical change by other stakeholders like customs authorities.

2.4. Although there has been considerable investment in port infrastructure and a few
modern terminal facilities in the past decade, the reputation of African ports as being
notoricus in the provision of low output services has not changed significantly. The
handling capacity is generally poor compared to other region. The development of new
facilities to meet the requirement of bulk and large unitized shipping has been slow. In
many ports there is little or no competition for the provision of cargo handling and other
services. At many ports, cargo is still basically handled at general conventional berths,




slowly and inefficiently. Where new infrastructure has been provided, performance is
still below international standards; plant and machinery is poorly mamtamed manning

levels are excessive; these add to inefficiencies and high cost of handling. .

2.5. The status of project implementation as per the country reports was
satisfactory. The performance will be better, if the position of project
implementation by all regional and international organizations were known.
Taking into account the changing conditions of the Donor community and the
problems encountered, the status of project implementation, in the prevailing
circumstances, was therefore, satisfactory,

2.8 Therefore, fhture actions should include: -

(1) Speeding up the liberalization processes going on in the region, as this will allow
the emergence of private terminal and terminal operators. This will not only provide
competition but would enhance private particlpat:on and the ‘inflow of private
investment into the sub-sector, :

(2) Radically moving beyond rehabilitation, refurbishment, repa;r and mamtenance and
develop new termmals to meet the demands of modern vessels,

| (3) Gomptetmg and enhancing the creation of a new relationship and partnership

between transport and distribution providers and users leading to the development of
integrated systems.



INTRODUCTION

1.1.1. The importance of the transport and Communication Sectors in the region’s
development process cannot be over emphased. The significance of a strong and
efficient transport infrastructure and modernization thereof is very crucial if the region
was to achieve location advantage over other regions. This is important in order to
attract international investment and trade to Africa in the 21% Century. This objective
can be better attained if all modes of transport co-operated in a well-serviced and
integrated transport system.

1.1.2. Since the time of the Industrial Revolution and beyond, maritime transport and
port sub- sectors played a very important role in the movement of goods and services a
cross the seas to regions of world. These two sub-sectors still play a dominant role in
the whole process of movement of international trade inter- and intra- regional.

1.1.3. In Africa, the maritime shipping transport and maritime ports sub-sectors play an
important role in that most of the goods needed for development projects are conveyed
by Sea and through maritime ports. It is estimated that sea transport carries about 90
percent of the overall foreign commerce of Africa. In the COMESA sub-region it stands
at 92 percent where as in North Africa it is about 97 percent. Therefore, no integrated
trade and development can ever succeed without proper evaluation of the impact of the
maritime and ports sub-sectors and according them their due dominant role.

1.1.4. The UNCTADA |l project was for a ten-year period from 1891 to 2000. The

evaluation relates to that period. This evaluation report covers both the maritime

shipping transport and maritime port sub-sectors. The purpose of the sectoral
evaluation was to access the sectoral impact of UNTACDA 1} in terms of the qualitative
and quantitative development objectives and parameters established during the earlier
phases of the Decade program.

1.15 The svaluation was undertaken at ECA, Addis Ababa. The mathodology used in
the evaluation of UNTACDA II projects was by: -

» Reviewing the literature available at ECA on maritime shipping transport and ports.
The data and information was enough for making a general overview of the sub-
sectors,

« Reviewing the project reports from African countries, sub-regional, regional and

_international organizations. YWhereas many countries sent reports, the reports were,

unfortunately, not up to the expected standards for purposes of project evaluation.

No details on African Merchant marine fleets and ports were given. This made very

“difficult to derive the performance indicators for comparison with the perceived
project paramesters, '

e Discussing with ECA Experts about the Decade project activities in the two sub-
sectors. .

1.1.6. The organization of work was based on the terms of reference attached as
Annex 2. However, changes in the layout were made in the course of the evaluation
taking into account the special needs of the Lead Consultant. In this connection, the
description of sub-sectoral activities during the Decade period was grouped under their
respective Areas of Immediate Concentration. The report has eight chapters. An
attempt has been made to separate the two sub-sectors in each chapter as shown in
the table of contents. The content of each chapter is also well described in the iable of
contents.




CHAPTER |
. CURRENT STATUS OF MARITIME SHIPPING TRANSPORT AND PORTS

Maritime Shipping Transport

1. The worid merchant fleet expanded to 799.0 million dead weight tons (dwt} as at the
end of 1999 representing a 1.3 per cent increase over the previous year when the
world fleet had expanded by 1.6 per cent from the tonnage of 1997. The relatively low
rate of fleet expansion reflects the balance between newbuilding deliveries of 40.5
million dwt and tonnage broken up and lost of 30.7 million dwt, ieaving a net gain of 9.8
milion dwt. The tonnage of oil tankers, dry bulk carriers, general cargo ships,
containerships and liquidified gas carriers increased by 1.1 per cent 0.2 per cent, 0.2
per cent, 4.1 per cent and 3.2 per cent respectively.

Table 1
Distribution of world tonnage (dwt) by group of registration (end of year figures)
Flags of registration by Tonnage and percentage shares |
groups of countries {In milions of dwt Figures in ifalics are .%ages of world total)
1980 1990 11985 1997 16988 1299
World total 682.8 658.4 734.9 775.8 788.7 799.0
100 100 100 100 100 100
Developed market- | 350.1 219.0 203.9 202.5 202.8 2032
aconomy countries 51.3 33.3 27.1 26.1 257 254
Major open-registry | 2126 224.6 "321.3 361.0 376.8 384.7
countries 31.1 34.1 43.7 46.5 47.8 _ 48.1
Developing countries 68.4 139.7. . 137.5 149.9 150.8 153.6
10.0 21.2 18.7 19.3 19.1 198.2
Africa |72 73 6.7 i'e5  les 81
1.1 |1t 09 108 .l 08 ' 0.8

Source: compiled from various UNCTAD figures, Rewew of Manttme Transport 1995 to 2000 editions.

' 2, The share of the developed. market- -economy by the end of 1999 was 203 mlllion dwt
representing 25.4 per cent of the world-total. Developing countries had 153.6 million dwt
representing 19.2 per cent of the world total, of which Africa’s share was 6.0 million dwt
representing 0.8 per cent of the world total. This reflected a decline over the 1980s
figures, which showed African countries’ share to be above .1 per cent. However, it is
evident that since 1997 up to 1999, there had been a decline in tonnage owned by
African countries for oil tankers, bulk: carriers, general cargo ships ahd container ships.
As a percentage of the world total, the African countries’ portion stagnated since 1997.
The African fleet is also notably small. This phenomenon otght o be investigated as to
the reasons for this dismal showing in this sub-sector not withstanding its importance in
the carriage of the sea bome commerce of the region. The whole picture is clearly
shown in Table 1 and 2. Chart 1 gives a visual display of the situation.




Table 2

Percentage shares of world tonnage by type of vessel in Developing countries
and Africa in 1980 (as at 1 July), 1994 to 1999 (as at 31 December) .

{ Country | Year Total dwt Oil Bulk General Container | Other -
group tankers | carriers ; cargo ships ships "
: Million Percentag ships
dwt e of world | %age %age Y%age %age .
total "~ { share of | share of | %age share - of | share 'of
world world share  of | world fotal | world total
total total world total ships :
World total | 1980 | 682.8 100.0- 49.7 27.2 17.0 1.6 45
16908 | 788.7 100.0 3586 34.9 13.1 7.8 8.6
1999 | 799.0 100.0 35.5 34.5 13.0 8.0 8.0
Developing | 1980 | 68.4 10.0 7.7 9.2 17.6 7.6 12.0
countries 1998 | 150.8 18.9 15.9 20.1 26.7 17.3 18.5
1999 | 153.6 19.2 16.2 20.1 26.5 18.8 17.5
African 1980 ; 7.1 1.0 1.1 0.1 2.3 . 2.1
couniries 1994 | 6.6 0.9 0.8 0.5 1.9 - 21
1995 | 6.6 0.9 0.8 0.5 1.9 0.2 2.1
1997 1 6.5 0.8 0.8 0.5 16 0.3 119
1998 [ 6.3 0.8 0.6 0.5 1.6 0.3 1.8
1999 | 8.0 0.8 0.6 0.5 1.6 0.3 1.7
Source: compiled from various ANCTAD figures, Review of Maritime Transport 1995 to 2000 editions.
' Chart 1.
Distribution of world tonnage (dwt} by group of registration
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3. The world fieet of fully cellular containerships continued to expand substantially in
terms of both number of ships and their TEU capacity. The fleet reached 2433 ships
with a total carrying capacity of 4,298,000 TEUs, in 1999. That represented an
increase of 2.9 per cent in the number of ships and 5.8 per cent in TEU capacity. An
important development, which would sooner or later affect Africa, is the continued
increase in ship size in this category. At the end of 1999, 98 post-Panamax ships were

in service. At the beginning of 2000, 56 post-Panamax ships in this category were on -

order. The average carrying capacity of these ships is about 5,342 TEUs. This
development is aimed at achieving economies of scale for the reduction of operating
costs. However, depending on the ability of the region’s ports to coupe with these

mega vessels, some ports will sooner or later find themselves in a situation where they -

are relegated to being feeder ports.

4. The developed market-economy countﬁes percentage share of fully cellular
container ships, as at the end of 1999, was 34.6 per cent whereas that of the
developing countries was 18.8 per cent out of which Africa’s share was 0.3 percent.

5. In 1999, tonnage owned fell marginally by 0.3 per cent in 'deveioped market-

economy. couniries, ‘while major open-registry counfries and developing countries
increased their fleet by only 0.3 per cent and 0.1per cent respectively.

Table 3

African countries merchant fleets by flag of registration and type of ship as at January 2000

(in dwt)
Total Fleet Oil tankers Bulk carriers General cargo Container Other types
. ships
‘World Total 798 995 409 283 616 922 276 071 792 103 862286 | 63 668310 7.1. 775 598
| Algeria 1110 761 52 547 288145 " 295 4938 474 574
Angola 69 697 4 523 48 166 17 008
Benin 210 | 210
Cameroon 5 669 298 5371
- bape Verde 24 000 1525 18 813 3 662- .
.| Gomoros 1 03.9 | 1039
Co.ngo 600 660
| Cote divoire 5866 1170 4696
Djibouti 4900 4480 450
B. R. Congo
Egypt 2 082 569 | 364688 1035173 543641 - 17 728 131.339
Equatorial Guinea ©19-350 10 271 9079
Ethiopia 110688 3815 116 070 |
Gabon : ‘i’l 831 742. 7 096

3793
9
|
|
i
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" Gambia

Ghana
Guinea
Guinea-Bissau
Kenya |

Libya
Madagascar
Malawi
Mauritania
Mauritius
Morocco
M(‘:;zambique
Nigeria
Saint Helena

Sao Torne /Principe

Senegal

Seychelles
Sierra Leone

Somalia

- Sudan

Togo
Tunisia
Uganda

Tanzania

Total

1 865
92 076
4754

é 187
19 096
667 090

45113

22234
189723
383 786

é& 228
677 859

A78

36 250

22353 -

22683

11150

6 756

53 241

74 400

169 855

2743

36 292

6 033 252

8600

7 631
63 832

16 €21

20427

518 135

1753

6138

1528

1222

32380

-7 874

1 589 270

260

5274

73703

26 355

1428 810

47714
285

540

1 981
91367

21432

721

40 682
112 061
12 697

116 313

28113
2024
11 556

244
4019

51195
30 468
2743

24 566

1615 663

130915

25206

1 600

175 348

1869
66 502
4 469
1647
9 484
38 901

6 764

2‘! 513
12 862
226092
V 12631
43 411
478

4 484

20 318

11127

4 068

1209

. 824

887

80 642

3 862

1224 081

Source: Compiled from the Review of Maritime Transport, 2000, UNCTAD.

6. At the beginning of the year 2000, the age distribution of the merchant ships of the
developing countries of Africa showed that most of the fleet was old and that there is
need of modernizing. The average age of the African fleet was 19.47 years. Incidentally,
the average ages of vessels earmarked for being sold and broken up begun from 19.0
years in 1991 Indicating that most of the region's fleet will is already due for
replacement. Vessels of more than 15 years dominated the fleet at 82.7 per cent of the
totat African fleet as compared to 46.9 per cent of the world total. Similarly, there was a
large difference in age distribution observed in individual ship types between the African



e,

fleet and that of the World. The only exception was the average age of containerships,

which was close to the world average at 10.79 years as compared with 9.72 years and

9.16 years for the world {otal and the developing countries respactively. Regrettably, the
African container fleet is too small to make any |mpact on the world liner trade

7. The combined tonnage of tankers and general cargo ships reglstered in African

countries accounted for 53 per cent of the total African flest. The average age of tankers
and general cargo ships stood at 21.80:years and 20.71 years respectively. 98.2 percent
of tankers were above 15 years old and 90.2 percent of general cargo ships were above
15 years old. The tanker tonnage of the Libya Arab Jamahiriya, Nigeria and Egypt made
up 34, 33 and 23 per cent (or 90 per cent) of the African tanker fleet: The tanker tonnage
over 15 years of these three countries represented over 98 per cent..Regarding general
cargo ships, Egypt and Algeria share 34 per cent and 18 per cent respectively of the

total African general cargo fleet. The average age of the general cargo ships registered

in these two countries were 20.17 years and 21.63 years respectively. The tonnage
aged 15 years and over was 87 per cent for Egypt and 26 per cent for Algeria. This

profile shows a greater need for modernizing the African fleet in order to achleve
operatlonai cost advantage and overall efficiency. - :

Table 4

Age dlstributmn of the merchant ﬂeets of developmg countnes of Afrlca by type of
. vessel, as at January 2000. (percentage of total dwit) . ‘ -

Co:unt'il'y.. ' T:ypé'o'f Vessels T.otal 0-4 group | 5-0 group 194_4 15 y'e"arsff Average
grouping group and over age {years)
World total * | Al ships 100 19.1 18.7 12.9 483 14,09
D Tankers 100 | 166 238 _ 121 .47.6_. 13.91.
Bulkcarriers | 100 | 20 17.0 s | |47s | 138
General cargo 100 10.9 9.9 10.2 65.0 17.32
Container ships | 100 %4 | 248 13.3 %7 - _‘9.72'
Al others 100 i1s.9 134 13.1 54.7 ' .14.9‘2'
Developing | Al ships 100 ‘:20.3 18.5 14.4 46.9 13.75
countrias o o i
f,e;‘:,',"d'_"g- Tankers 00 188 19.4 121 498 1416
sy | Bulk carriers 100 | 158 173 | 167 502 14,58
‘General cargo | 100 ‘%1‘7.5 |74 13.4 519 | 1488
Gontainer ships | 100 i}m.s 123 . | 149 20 |6
All others 100 194 16.4 17.4 46.8 13.92
Africa | Al ships 100 5.6 5.3 6.6 82.7 :  19.1? ‘
Tankers 100 0.6 0.4 0.2 988 21.50 |
Bulk carriers - | 100 18.3 14.7 2.7 63 | 16.47
General cargo 100 19 25 5.4 90.2 2071
Container ships | :100 18.8 0.0 74.7 6.6 10.78
All others 100 3.3 49 11.1 80.7 1950

11
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8. Structure and ownership of world fleet: as explained earlier on, the total world
merchant fleet, has been increased by 1.3 per cent over the 1898 figures. The fonnage -
of tankers and dry bulk carriers continued to increase in 1999 by 1.1 per cent and 0.2

" per cent respectively. The two categories of ships constituted about 70 per cent of the

total world fleet. General cargo ships increased in 1999 by 0.2 per cent, representing
12.7 per cent of the world total. Container shlps increased in 1999 by 4 1 per cent of
the world total. : _

9. This shows that thes world is fast moving to carfiage of goods m containers,
particularly manufactured goods. The most interesting thing is that the highest
percentage increase was nof recorded in the developed market-economy countries but

in the developing countries of America and Asia. The African fleet was small and,

regrettably, decreased from 0.3 per cent in 1998 to 0.2 percent in 1999, If the region
was expected to participate significantly in liner shipping, this is the category of ships
where their efforts should have clearly been manifested. This decrease in the container
fleet also means that the region is still basically carrying its trade in conventional ships
and operating at conventional berths. Comparing this result to Table 4 above, the
picture one gets is that the region is not moving in the direction of modernization of its
fleet. The concentration of the African fleet in general cargo ships, 80 per cent of which
was above 15 years in 2000, means that unless deliberate action is taken soon, the
decline wili continue to grow each year as older ships are taken out of service. It is a
fundamental truth of shipping business that older ships cost much more to maintain
than relatively new ones. With high compaetition, freight rates {end to decline leaving
high cost operators no chance of survival. This is probably one reason why most lines
in the region are in financial problems.

10. The picture !ooks more disappointing when assessed from the angle of merchant |
ships registered in sub-Saharan African countries, over selected years. Total tonhage
of all sub-Saharan African countries decreased from 0.29 percent of the world total in

- 1980 to 0.23 percent in 1990 and reached a low level of 0.15 percent in 1999. The
. West African fleet is about 75 percent of the total sub-Saharan fleet. However, the total

fleet of West Africa decreased from 1.1 million dwt to 0.9 million dwt in 1299, The East
African fleet makes up 15.0 percent of the tctal sub-Saharan flest, representing 182
000 dwt, which remained unchanged fram the tonnage of 1980, albeit with large year-
to-year fluctuations since then. Total tonnage of Central and Southern Africa has been
steadlly declining, reachlng 18 000 dwt and 95 000 dwt respectively in 1999.

11. Tankers and general cargo ships accounted for 46 percent and 29.1 percent
respectively of the total sub-Saharan fleets. Tanker tonnage increased very slowly but
steadily from 453 000 dwt in 1990 to561 000 dwt in 1898, whilst total tonnage of
general cargo ships has been shrinking constantly formr 1.4 million dwt in 1980 to 0.8
million in 1990, declined further to 0.35 million in dwt in 1999. No fully cellular container-
ship was redistered over the Decade period. While West Africa’s tankers aimost
doubied  the tcnnag‘e"between 1980 to 1999, general cargo ships in dwt have
plummeted from 966 000 in 1980 to only 137 000 in 1999.

12.-Another dltemma facing the region is that it is not in the main Ime of the major sea
routes: At least most part of Africa, except the North, will face problems sooner or later.
As the round the world services take shape, the large part of Africa may experience
down grading in routing. The major world routes are: the Asia/North America
(Transpacific), Asia/Europe-Mediterranean and North America/Europe-Mediterranean
(Transatlantic). Already, cargo destined for America is being taken to European ports
for 'reshi'pment to America. Some cargo in Eastern Africa is being shipped to Middle
East ports in order to link up with the round the world service northbound or south
bound through the Suez Canal. The idea is that *hub” and “spoke” ports are
determined by the needs of the round the world service. This will eventually affect the



nature of shipping to and from the region. In terms of the cost to shippers, this may turn
out advantageous in that the economies of scale desired by the large shipping lines
may be translated into lower freight rates. Recent experiences indicate a move in that
direction. For instance, Maersk Sealand lines’ freight rate from Eastern Africa to
UK/Eurcpe using the round the world service is about US $ 900 per TEU whereas
normal Ilner rate is between US $ 1500- 2000 per TEU.

13. Frelght costs: Table 5 below shows_the total world freight cost factor of import
cargo in 1998, was 5.06 per cent of the value of imports. As expected, the cost factor
for developed market-economy countries was lower at 4.07 per cent. That of the
developing countries was almost double that of the developed market-economy
countries at 8.06 per cent. The freight cost factor for Africa was 11.36 per cent, 8
percentage points higher than that of the world. The freight cost factor of landlocked
- countries of Africa stood at 13 percentage points above that of the world at 18.08 per
cent. Notably, the land-based transport costs of the land locked countries are very

high. Compared to ocean freight rates the ratio of land-based cost for selected

countries was as shown below: -

¢ - Malawi; through Mozambique: 1.8:1
« Niger; through Togo: 1.6:1..

e Rwanda; thrqugh Mombasa: 2.25.;1

. Ugahda; through Mombasa: 1.15_:1 |
° j' Zambian: through South Afri&a: 3.5:1

14. The problem of the landlocked countries is shown in Table 5 and 6 as well as Chart
2. The country with the highest freight factor in West Africa in 1998 was Mali at a
freight factor of 29.57 per cent. In East Africa, it was Rwanda at 29.91 per cent. In
Southern Africa, it was Malawi at 39.41 per cent, which also was the highest in the
region. ThlS clearly indicates the predicament of the African importer and exporter to a
certain extent as he pays more for similar shipping service than his counterpart in the
rest of the world. The reasons for this are: -

o Traders Iack of knowledge of shlpp:ng practices,

o Lack of bargalnmg power to negot:ate favorable rates by traders in the region
who ship in relatlveiy small liner cargo consignments,

o The volume of international trade oh some routes is relatively small and
imbalanced befween exports and imports to provide the economles of scale
obtained on routes linking the main tradmg centers,

o The lack of direct services in some countrles in the. reglon means that traders
have had to pay for transshipment costs

o The costs of handlmg in ports and delays to vessels in the region, contribute
. significantly. to ship owners’ voyage costs, prompting them fo set high freight
rates,

.o High risks insurance premiums due to political mstabmty and other uncertamtles
influence the setting of high freight rates.

13
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Estimates of total freight costs on imports of African countries (excluding South

Table 5§

Africa), 1998 (million of Us dollars).

Year Country groﬁp Estimate Value of Freight -
of total imports costs as
freight percentag
costs of e of import
imports value -

1998 World total 255 §29.38 5 051 387 5,06

Devsloping market-economy countries 154 542.61 3794 695 '4.07_
Developing,countries—fotal 101 288,77 - | 1 266 691 .._8.05
Of which in:

America 25274.34 388 251 6.88

Asia 60 480.00 745 916 8.1
Africa: 12 860.53 113 236 11.36

Narth Africa 4 881.56 54 220 9.00
West Africa 4 952.89 36 208 13.40

Eastern Africa 140431 10797 13.01
Southern Affca 1028.57 6 261 1643
Indian Ocean - 694.21 5750 1207
Sub-Saharan Africa 7 978.97 59 016 13.62
Landlocked African countries 222283 12 206 18.08

Est[mates of total freight costs of total import value in worid trade by selected African

" Source: Review of Maritime Transport, 2000, UNCTAD.

Table 6

. landlocked countries, 1998 (millions of US dollars)

Estimates  of Total Freight costs
total freight imports as a
costs of value percentage
.imports .
Burkina Faso 138.89 841 21.87
Mali 365.79 1237 29.57
Niger 81.52 . B30 14.53
Burundi 2017 157 12.85
Rwanda 85.53 286 2991
‘Uganda 86.88 890 8.76
Malawi 319.63 811 39.41
Zambia 183.70 1119 16.42
Zimbabwe 385,71 2971 12.85

Source: Review of Maritime Transport, 2000, UNCTAD.
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Chart 2

Estimates of freight costs as percentage of total import value

{

landlocked coutries

Maritime Ports

15. Maritime ports play a vital role in the development of world trade and commerce in
that more than 90 per cent of the world international trade passes through these ports.
Ports are not part of the transport modes but are an important interface. Ports have an
incredible impact on the totality of the factors of development in the local as well as the
international economy. The amount and type of cargo passing through a port is a good
indicator of the state of the economy of the country and its hinterland.

18. The World Sea borne trade recorded its fourth consecutive annual increase in 1989
reaching a record high of 5.23 billion tons. However, annual growth declined at the rate
of 1.3 per cent, the lowest since 1987. Global maritime trade growth in 2000 was
estimated to be in the region of 2 per cent. The total maritime activities measured in
ton-miles in giobal trade, decreased to the minimum level of 21,480 billion ton-miles in
1999 compared to 21,492 billion ton-miles the previous years. The main causes of the
annual increases were the sustainable demand in the United States of America and the
recovery of the Asian economies by the end of 1999, Over the same period, the African
crude oil exports decreased considerably, but dry cargo increased moderately in 1999.
The percentage share of developing countries economy market was 43.8 per cent and
65.3 per cent for goods loaded and unloaded respectively. The share of developing
countries was 50.6 per cent and 27.9 per cent for goods loaded and unloaded
respectively, out of which, Africa’s share was 9 8 per cent and 4.0 per cent for goods
loaded and unloaded respectively. :

17. Whereas the total figures of Africa’s goods loaded and unloaded at maritime ports
show a moderate increase, the performance was not same throughout the region. A
result of concern over the petiod of review is the apparent stagnation in the total

Bl urkina Faso

& Mal;
DNiger
B urundi
B2 R wanda
Uganda
Malawi
7z ambia

_Byinbabwe
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amounts of goods loaded and unloaded in Eastern Africa ports since. 1997. The total
goods loaded between 1998 and 2000 almost stagnated at about 11.3 million of tons
per year. lts imports also stagnated at about 27.9 million of tons per year. 1t is worth
noting that the total trade figures are comparatively lower than other sub-regions like
North and West Africa. With the exception of Mauritius, some individual ports have
registered little yearly increments, less than one per cent, since 1997. Others had

- experienced overall declming traffic levels (see Table 7 and Chart 3).

18. The Africa region is composed of 53 countries, 39 are coastal countries (including 7
island nations} and 14 are landiocked nations. The region has a total coastiine of 30
725 km. It has vast in-land waterways and river navigation, including Lake Victoria
(shared by three countries), which is the second largest fresh-water lake in the world.
The region is well endowed with ports/fharbors. There are a bout 80 major ports
/harbors in the region dotted all round the continental coastline and many other
specialized port facilities for fishing, tourism, etc. The berthing facilities at each port
depend on the historical developments and the nature of trade generated by the
country and its hinterland. Majority of the ports have a mixture of facilities like
conventional berths, container berth, oil jetty, bulk berths, etc. The largest number of
port facilities is in conventional berths. '

Table 7

World Seal_)orne trade according to geographical area (in millions of tons).

Area Year Goods | Goods | Total Shage
) loaded | Unioad change
ed
World total -] 1980 40076 4 165.9 8173.5 -
1998 5064.4 5169.4 10233.8 252
1999 51291 5 236.0 10 365.1 1.3
2000 5230.3 53296 10 559.9 1.9
Devetopmg countnes in 1920 441.8 185.4 827.2 -
Africa - ] 108 511.1 207.4 718.5 14.6
1899 503.7 209.5 713.2 0.74
2000 514.5 211.8 726.3 1.8
North Africa . . 1990 246.2 125.5 377 -
1998 292.8 140.0 432.8 16.4
1999 28081 141.2 430.3 -0.6
2000 2949 142.5 437 .4 1.7
West /Cenfral Africa 19580 185.7 349 2206 -
1998 207.2 39.8 247 12
1999 203.3 40.4 243.7 -1.3
-} 2000 208.0 41.1 250.1 28
East Africa ' 1980 9.9 25.0 - 34.9 -
s s ‘ - | 1998 11.1 27.6 387 8.8
1989 11.3 27.9 39.2 1.3
2000 1.5 28.2 4 39.7 1.3

Spurce:'Derived from va:rio'us reports of the Review of Maritime _Transport, 1980-2000, UNCTAD.
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18. World container port traffic continued to expand since 1997 at the rate of 6.7 per
cent. Using 1998 figures, the world container port output reached 165.0 million TEUs,

“of which 88.5 million was handled at the ports of developing countries representing 53

per cent of the world total throughput. The growth rate for developing countries was
12.6 per cent. During the period under review, only nine developing countries had a
double-digit growth rate. Ghana, Mauritius and Morocco were the -only African
countries that recorded double-digit growth in container throughput of 17.8 percent,
16.6 per cent and 16.5 percent respectively. A few Africa countries recorded negative
growth over the same period. For instance, Egypt, Mauritania and Re- union port
throughput declined by 19.3 per cent, 4.2 per cent and 22.4 per cent respectively.
Major container terminals determined by the total TEUs through put are found in South
Africa, £gypt, Cote d'lvoire, Kenya, Morocco, -Nigeria, Ghana, Mauritius, Cameroon,
Senegal and Tanzania as shown in Table 8.

20. Concerning productivity in ports, the position is one of a mixture of improvements
and in others the status quo of low productivity exists. Some ports had improved on
their productivity from 8 moves per gang hour, in 1998 to 15 moves per gang hour in
1999/2000. These include the ports of Massawa in Eritrea, Mombasa in Kenya,
Mauritius, and Dar-Es-Salaam in Tanzania.(See Tables 16 and 17 as well as Chart 5).
This couid be atiributed to the port liberalization programs going on in these countries.
Also, changing trade patterns and competition between ports contributed to this high
performance as well as the competitive strategies of vessel operators. The routing
strategies of vessel cperators had forced port authorities and terminal operators to
change their attitude towards port performance, The ship operators. are puttmg
pressure to bear on port management to improve performance in order to cut costs and
to provide services for new fleets of mega-vessels now being brought on stream. At the
same time, port investment requirements have skyrocketed. The arrival of these mega-
vessels of about 5000 TEUs and greater, is introducing the question of some ports to
be transshipment hubs and others to be feeder ports. To be considered as hub, ports
must have post-Panamax cranes, deep water, a large amount of back-up land and
direct intermodal connections that works, like on dock raif, etc. Also the stability of the
hinterland is a possible factor to be considered because of its influence on regular
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cargoe flows. Although some improvements have been reported, in some ports,
sustalnablllty is yet to be seen. The situation can best be summarized usmg the words
of the Secretary General of PMAWCA in his speech given at the openmg of the 22™
Annual meeting held in Dakar, Senegal, in 1998:

“As a matter of fact, reliable studies have revealed that countries that have
adopted more liberal economic and industrial policies have recorded higher
productivity rates than countries with restrictive and regulatory policies”

21. Several in-land ‘container clearance depots (ICDs) had been constructed over the
period under review. Some of the ICDs were constructed with the tandiocked hinterland
in mind and others for portal countries’ own use. However, no real success story had
been recorded insofar as utilization of these ICDs is concerned.

Table 8
Container traffic at selected African potts (in TEUS)
.Country = | 1997 1988 . Y%age Y%ay
. o s . change ' e
1998/97 cha
nge
199
7196
Egypt 993 554 802 071 -19.3 9.1
Benin 49 260" 49 300 0.1 R 1.2
Ghana o 176 375 207 500* 17.6 17.6
. Morocco 210 688 : 245 382 16.5 S 1.4
Kenya . 300 000" 318000 50 7.0
- Mauritius 116856 | = 136 417 16.8 10.7
. -Mauritania 141 850 © 135700 -4.2 5.6
Cameroon 116578 118 238 ) 1.4 : 9.8
South : 1467 154 1560 272 6.3 2.5
Africa 110 836 116039 | 3.8 12.0
Senegai 103 433 108 363 4.8 4.6
Tanzania 122 600 95122 : -22. 4 -1.8
Re-union ‘

* Estimated from figures in country reports.

Source; Derived from various issues of the Review of Maritime Transport, 1890-2000, UNCTAD.
Latest developments in Maritime Ports

22. Port associations in the region have been co-cperating amongst themselves in
many issues of mterest for many years in recent years, they have co—operated in: -

» Adjustlng to new information technologles especnal[y through the Lise of the
internet, .

. Sharlng expersences an lmportant issues Ilke advocating a commercial port
'outlook commermahzatlon and market based reforms and labor reglmes etc

23. The above mentloned co-operation has now culmmated into the formation of a
confederation of port associations in the region called the Pan-African Assocnatlon for
Port Co—operat;on (PAPC), on 20" June 2001.

24, Also m the East and Southern Africa, PMAESA, a port assomatlon comprising 18
countries in that sub—reglon formed a regional/international association for purposes of
developing the cruise business in the Indian Ocean seaboard called CRUISE INDIAN
OCEAN, in November 2000.




CHAPTER 1l
STATUS OF PROJECT IMPLEMENTATION.

25. The main problem of assessing the status of implementation of the Decade

program is the lack off the relevant information from the countries. Yes, they were

requested to give proper data and ECA paid for it. The result is very disappoiniing
indeed. The system of collecting project performance data was agreed &t the last
evaluation essentially to try and remove the anomaly, to no avail. The country reports
were generally casual and highly qualitative. The majority of maritime countries did not
give any substantive data and information to assist in evaluation of the Decade
program. in addition, the information given in many cases was the position prevailing in
1987. The problem of lack of relevant data and information has not been solved at all in
the maritime shipping and ports sub-sectors. It is probably worse now in view of the
fact that a final review is taking place without relevant data and information.

26. A total of 44 countries had projects in the Decade program. 30 countries sent
reports and 14 did not. Out of the 30 reports, 10 did not report according to the format.
Therefore, only 20 reports could be used, in so far as data presentat:on is concerned
for evaluatlon :

27. itis obwous -that few countries had maritime projects in the. Decade program.
Originally, there were 77 maritime projects in the Decade program.: However, 4. were
abandoned leaving 37 projects in maritime shipping transport and 36 in maritime ports.
In fact, 7 countries had maritime shipping projects representing a total of 10 projects
the rest were by sub-regional and international organizations. 5 out of 7 countries

reported on the status of their projects representing 6 projects.” Amongst the-

international organizations, only UNCTAD sent a report representing 6 maritime
shipping projects out of 30 projects by organizations. in maritime ports, 14 countries
had projects. 10 reporied about the status Of their-projects representing 19 out of 28

total country projects. UNCTAD reported about one port pro;ect out of 8 matitime port

pro;ects by orgamzatlons

28. Regarding the African Mlhisters: Plan of Action of 1997 it must pointed out form the - |

onset that Plan of Action was put in place without review of the related projects and
country funding pledges.. Therefore no major change in the status of implementation
could be expected as a result of it since such things, as the changing conditions for
getting funds from donor countries were known at the time of formulating the Plan. In
the end, what one gets is only action taken by ECA and other UN bodies in conjunctlon

“with sub-regional orgamzatlons

29. The status of 1mp|ementat|on of prOjects by. sector could be summanzed by sub-
sector as below. .

Status maritime shipping transport projects

30. The maritime sub-sector had 40 projects under ANTACDA I program. 3 were

abandoned leaving a total of 37 projects. As explained above, 7 countries had a total of
10 projects and one was abandoned leaving 9 projects. 5 countries reported on their

maritime transport projects representing 6 projects. Sub-regional and international:

organizations had 30 projects in this-sub-sector and two were abandoned leaving 28
projects. UNCTAD reported about its 6 (including two abandoned) projects. The rest
did not report about their projects, 24 out of 28 projects. However, a few projects were
completed before 1997. Therefore, the status of implementation was as summarized in
the table below.

16
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Table 9

‘Status of ii‘nplementation of maritime shipping transport projects for the Decade
program: 1997-2000

Classification/
implame ntatlon
level

countries

By

Qrganizations

Total

%

Completsly
Partially .

Not  implemented
Abandoned .

SN WA

nit
19
(@

13

21
&)

351 .

56.8

Total

28

37

100

Source: Compiled from current reports and 1997 evaluation data.

31. A total of 16 out of 37 projects were implemented representing 43.1 percent of the
total Decade program in this sub-sector. 56.8 percent were not implemented. It must
be pointed out that under this group, there are projecis implemented by IMO-and other
organlzatlons which would eventually be known and taken into account. These will,
somewhat, increase the total. Considering the change in commercial envnronment
that took place during the Decade period and based upon the number of projects
implemented, the performance of this sub-sector is satisfactory.

32. However, when the finance involved is analyzed, it would appear that major
projects involving the procurement of ships and other equipment were all abandoned.
What were implemented were small projects mostly involving study projects. For -
instance, the total cost of maritime shipping transport projects were estimated at US $
104.04 million.(excluding 3 abandoned projects) and total funds mobilized were only -
US $11.4 million representing only 11.0 percent of the total funding needed. In any -
case, the Decade ambitions as expressed in parameters 1 and 2 could not possibly
have been achieved with a regional budget of a bout a hundred million US dollars.

Therefore, the Decade program parameters in this sub-sector remained without the

most important supporting activities. The activities reported about African shipping tines
in the region were carried out, in most cases, outside the Decade program.

33. Therefore, based on the number of projects implemented, partlally and
completely, the status of mplementatlon was satisfactory taking into account
the economic problems in the region. Based upon the finances mobilized, the
performance in maritime shipping transport was barely satisfactory due to the
small scale of projects implemented. However, the position might change,
somewhat, if the status of implementation of sub-regional and international
organizations was fully taken into account.

Status of maritime ports projects

34. The marmme port sub-sector had 37 projects under the UNTACDA |l program and
1 was abandoned leaving a total of 36 projects. 14 countries had projects in this sub-
sector representing 28 projects. 10 countries reported on the status of implementation
of their maritime port projects representing 19 projects. Sub-regional and international
organizations had 9 projects and 1 was abandoned leaving 8 projects. 2 (including 1
abandoned) were reported on. The status of lmplementatlon can be summanzed as
shown below. : _




Table 10

Status of implementation of maritime port projects for the Decade program:

1991-2000.
Classification/project By By Total %
implementation level countries organization
Completely 12 1 13 361
Partially & nil 5 13.9
Not  implemented 11 7 18 50.0
Abandoned nil (1 - -
Toial 28 8 36 100

Source: Compiled from current reports and 1997 evaluation data,

35. The figures above show that about 50 percent of the projects were implemented.
There are high hopes that more sub-regional and international organizations will report
on their projects and improve upon this performance. In addition, the circumstances
that prevailed in the region such as reforms and restructuring militated against
implementation of projects. The sub-sector’s status of project implementation, in
the prevailing circumstances, was satisfactory.

36. The total cost of projects (excluding 1 abandoned) in this sub-sector was estimated
at US $ 548.88 miilion and funds mobilized was US $ 193.18 million representing 35.2
percent of the total cost of the projects in this sub-sector. it should alsc be noted that
some countries with partially completed projects like Sudan did not give the cost of the
work so far done, Furthermore, some countries, which had not reported like Egypt, are
known to have implemented their projects such as the purchase of equipment for the
port of Alexandria. It is, therefore, concluded that the status of implementation of
projects taking into account funds mobilized in this sub-sector was satisfactory.

37. The main overall objective of UNTACDA 1i in this sub-sector was to increase trade
efficiency by improving the performance of African ports. Due to relatively good number
of partially implemented projects, the full impact of the activities undertaken under the
Decade may take sometime to fully manifest.

38. The sub-sector’s status of implementation was satisfactory both on account
of the number of projects and the amount of funds mobilized.
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CHAPTER III ‘
PROBLEMS AND DIFFICULTIES EXPERIENCED

MARITIME SHIPPING TRANSPORT

| 38. The problems and difficulties expenenced by countries in implementing ANTACDA

I projects in this sub-sector are similar to those experienced in all other transport sub-
sectors. In some cases it is almost impossible to relate problems from the countries
reports to any specific sub-sector. This shows that there were problems that were
common to all modes of transport. The prob!ems experlenced in Marlt{me transport
could be summarized as follows: -

Lack of funds, This seems to be a problem that was at the very top'of the list. In
this sub- sector, the funds needed were for purchase of ships and: related
equipment. _

Some countries have reported to have national lines operating as non-vessel
operators. The growths of these lines have been hindered by unfair competition
from foreign vessel owners. The vessel owners have been manipulating the slot
prices at will in order to make the African fleets less competitive,

Foreign owned shipping lines have been applying the UNCTAD Code for Liner
Conferences formula of 40: 40: 20. The African fleets have not been applying the
formula. Therefore, African lines have suffered from low llftlng of cargo to and from
the region,

High cost of local capital due to high domestic interest rates and unavailability of
cheap foreign capital to fund the projects,

Adverse weather conditions, like the EI-Nino phenomenon, ied to destruction of
land based transport infrastructure. Consequently, countries shifted their priorities
to rehabilitating of the destroyed infrastructures at the expense of new projects,

Countries experienced changing donor communities pre-conditions for donor funds.
This in turmn caused the national implementing authorities to shift their priorities for
funding new projects.

MARITIME PORTS

40. The problems experienced were similar to those experiénced in the maritime
shipping transport sub-sector. The problems and difficulties could be summarized as
follows: -

Lack of funds: As said in the foregoing paragraphs, this problem cuts across almost
all the UNTACDA Il projects. This problem was more pronounced in the port sub-
sector because most ports were parastatals and therefore were caught up in the
problems of state and donor communities shifting pre-conditions,

Changing trade patterns, especially in the Eastern and Southem Africa ports, have
reduced the cargo throughput thereby reducing the revenue of the affected ports.
The ports would ,therefore, not afford funding any new projects,

23
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. Poor performance of the economies of most land locked countries affected ports

throughput and as a result, caused serious problems of budgeting tn the affected
ports.

F’olltacai‘snstabiliw in the coastal as well as land locked countries had affected the
implementation of not only UNTACDA Il projects but also all other development
activities were adversely affected,

 Adverse effects - of extreme weather conditions like the El-Nino phenomenon

diverted the attention of port operators from new projects to rehabilitation of port
access roads berths, eqmpment etc which suffered extensive damage,

- Poor and madequate capacuty of the land based transport modes like roads, ratlway

and inland water transport between the poris and the hinterland,

Old port equment facilities such as ship to show gantries (SSGs) and the cost of

- rehabilitation, repair, maintenance and replacement.



CHAPTER IV
IMPLEMENTATION OF SUB-SECTORAL OBJECTIVES-AND PARAMETERS

MARIT[ME SHIPPING TRANSPORT _

41. Transport services ‘are in Iarge part dlrect fnputs for regional economic

development and maritime transpori, being the heart of the region’s international trade

and commerce represents one of the prime services of the regional economy

Statistical evidence shows that over 90 per cent of the regions international trade is

seaborne. Goods and commodities are transported in ships, for the most part,
channeied through maritime poris to markets.

42, The Africa region is composed of 53 countries, 39 are coastal countries (including 7
island nations) and 14 are landlocked nations. The region has a total coastline of 30
725 km. It has vast in land waterways and river navigation, including Lake Victoria

(shared by three countiies), which is the second largest fresh-water lake in the world

The region as a whole has a modest fleet with ship registries in 36 out of the 53
countries. The fleets range in magnitude from 3 vessels (744 gross tons) in the
. smaliest registry and 1 629 vessels (54.1 million gross tons) in the largest. It is worth
" noting that 97 per cent of the region’s tonnage is registered in Liberia. It is estimated
that the beneficially owners of about 60 per cent of open registry tonnage, like
__that of leerla, are the developed market-economy countrles Incldentally,

_ _"per cent could have been owned by nationals of leerla

43 The ‘total fleet of the regton excludmg Liberia and South Africa as at 1% January
2000 was 6.03 milion dwt representing 0.8 per cent of the world total. In this
connection, the maritime nations with tonnage of above 100,000 dwt are Egypt
Algeria, ngena leya Arab Jamahlnya Morocco, Maunﬂus Tumsna and Eth:opfa

44, The development of the region's fleet is shown in Table 1. In Table 11, the
.additional number and capamty of container vessels are reflected. The number ‘and
TEU capacity register in African countries is very small. In fact, the fleet has been
declining since 1997 and in 1999 it reached a low level rate of 0.2 percent of the world
fleet. This is a serious economic problem. considering that in other regions this group of

ships has been, rising showmg not only fleet modernization or innovation but also

.growth in manufacturing. :ndustry which normally uses containers. for transportatlon
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" Table 11 -

Distribution of the world fleet and TEU ‘capacity of fully cellular.co'ntainer ships by
group of countries (1997- 1999, end of year figures) '

Flags of registration by group of Number of ships TEU capacity and percentage shares in
countries ) : | fatics . g .
1997 | 1998 | 1999 | 1997 ' 1998 1999
World Total -~ 2204 | 2365 | 2433 | 3632070 | 4061653 | 4207874
‘ : oe - 100 160
-Developed-market-ecdnomy countries 675 728 693 - | 1398 781 1561060 | 1530635
‘ 385 - 384 356
Major open-registry countries - 800 887 944 11315130 | 1545818 | 1698576
o . : . 362 _ 38.7 39.5
Developing countriés - 504 | 542 | 587 | 628998 | 691328 | 803135
: 73 7o 187
Africa. : 8 10 10 9117 11026 10719
o . . 103 SRR Y & A 0.2

Source: Review of Maritime Transpor, 1997-1999, UNCTAD.

45 The iong~term objective of this sector was defined in the Decade's program as, the
_development of the shipping capacity of Africa by remforcmg co-operation, intensifying
consultation and strengthening policy co-ordination with a view, inter alia, to achieving
greater participation in international shipping activities, thus contributing s:gmf:cantiy
and positively to an accelerated economic development of African countries.

48." In order to attain the Long-term objective, the following areas of immediate

concentration were defined and the respective activities are described below.

‘A.  Institutional building: establishment, re-organization and’ strengthenmg of
-maritime institutions, such as national maritime admm:strat:ons, sub-reg:onal
‘orgamzat:ons and shtppers councils

47. Dunng the period under review, the region had’ co-operated well in the ex1st|ng_
maritime mstltutlons Establishing new maritime institutions has been rare in maritime

- shipping transport. However, re-organizing and strengthening’ has been going on in

many ms’ututtons The main activities in this area included: -

Shippers councils

48. Many sh:ppers councsls were established in the reglon during the past 20 years. A
few were established during the ANTACDA |l period. However, the.main pre-
occupation, during the Decade, was re-organization of shippers’ councils. The West
and Central African sub-region had been most active in this regard.- Other sub- regions
iike Eastern and Southern Africa had achieved little in establishing shipper councils et
alone the re-organization. Many seminars and workshops held in that region
recommended the establishment of shippers councils but only Kenya and Tanzania did
S0 durlng the pertod of UNTACDA I

49. In West and Central Afnca the UASC and PMAWCA had since 1996 co-operated

*in programs of restructuring shippers’ councils in that sub-region. The reason behind

the re-organization of shippers’ councils was that shippers’ councils had achieved the




missions assigned to them by the governments under the conditions. that: prevailed at
their creation. UASC, as assisted by PMAWCA forums, realized that the change in the
international shipping environment required shippers’ councils . to: -redefine their
pbjectives. A five-year period of reform was given and a ‘menitering committee
comprising: UASC and MOWCA, and the respective countries was set up in 1998. The
committee’s function was to ensure that restructuring of the. shlppers counclls took
place within the perceived new goals of - . Coie .

_-? Promot:ng foreign trade

¢ Defending and representmg the interests of shlppers across the -entire transport
' chain concerning freight rates, surcharges and quality of services,

. -Provrdlng serv;ces to shlppers and S R
e Asmstmg shlppers in transport related operatlons etc

50. The reform was to be done progresswely in order to ensure that shlppers councus
had the mearis for the proposed reforms. Also, the reforms were to take into account
the specific conditions of their countries. The reason for the reform was the elimination
of the conference in the early 1990s. The dilemma now is that the ¢onference lines
“have returned to' West and Central Africa. In the language of MOWCA, this turn of
events has stupefied the. shlppzng industry in that sub-region. The most Iog1cal step to
take is to review the reforms so far done in view of this development. In other sub-

regions, assetanee may be consu:lered fo countries m order to establ:sh shlppers

councnls

Maritime training Institutions

51. There are 8 maritime training centers in Africa. The region's maritime training -
institutions  are mostly under the control of ports/harbors authorities.” They have

therefore tended fo be government owned. Co-operation and’ harmonlzatlon through.
the region's port management associations had been very effectwe

52. The most successful new endeavor in the region as far as co-operation in maritime
training is concerned is the PMAWCA Vocational Training Center. The Center was set
up to cater for port training needs in West and Central Africa. The Center is based in

Cotonou, Benin. PMAWCA members have given the center moral and financial.

support. Generally, all “other reglonal centers are moralfy well supported by the
. respective port authorities. However, financial support to these institutions is weak.
Many times, the host country, have been left to struggle with the cost of funding them.
In thlS connection, MOWCA has been Iamentmg about this matter as follows

“Lack of adequate financial support to the Maritime Academres a_nd Training'

Institutions; Ghana and Cote D'Ivoire have been left fo largely finance the two
Regional Maritime Academies in Accra and Abidjan estimated at over US § 600
000 per annum per Academy "

Regional Monitormg UmtsIData Banks

53. The ports in West and Central Africa through PMAWCA set up a Port Trust Fund'

so that they could raise funds besides the normal Annual contributions from members,
- The funds were needed to financs training, development of courses and other aspects.
As a result, the PMAWCA had implemented many training and other projects from the
locally mobilized funds. The PMAWCA had, therefore, effectively promoted the re-
organization and strengthening of institutions under it.
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Port Trust Fund

‘ 54 Harmonrzatlon of port statrstrcs has been on the agenda of ports in the fegion for
-some time. The statistical system for this project was developed:by UNCTAD. In'West

and Gentral Africa,. all-ports supported the project along time ago. They agreed to set -
up national units, which could feed information to the regional one under PMAWCA. In
East.and Southern Africa, members of PMAESA agreed upon the port statistics project
in 2000 and implementation began with immediately thereafter. The members of
PMAESA also agreed to develop a data bank, which would be' networked to all the

‘member ports Agaln the problem is fundrng these good initiatives.

ISCOS

55. The Intergovernmental Standing committee on Shipping (ISCOS) was formed in
1967 by the governments of Kenya, Tanzania, Uganda and Zambia. |1ISCOS8' mandate
was to represent member states and shlppers in negotiations with: shipping lines over
maritime problems like freight rates and varrous surcharges. lts Secretariat is based rn
Mombasa, Kenya _

56. It is clear that all international and regional organizations acknowledge the need
for concerted action aimed at the promotion of harmonious development of the

‘maritime transport. sector at sub- -regional and regional levels. At SADC level, there has

beena proposal by some SADC member States to the effect that its members should
consider joining 1SCOS. That ‘proposal still exists among SADC member countries.

However, ISCOS had been unable to pursue the matter further because of the decision
by ISCOS Council of Ministers, which was also accepted by the COMESA Council of
Ministers to the effect that ISCOS should be made a specialized agency of COMESA
on maritime matters.

57 Concurrently, ISCOS had a program of creating awareness of its activities with the
view fo inviting countries in that sub-region to join ISCOS. To that effect, two countries
had shown interest and one had sent prefiminary documents. However,. that. had tc be
put in abeyance in- view of the deveiopments between ISCOS and COMESA. '

58. When the matter was taken up by the then Preferentlal Trade Area for Eastern and
Southern African States (PTA) which is the predecessor to COMESA it was agreed
that its Secretarlat should carry out a study to assess the possibility of extendmg the
scope of activities of ISCOS to all the COMESA member States with a view to make it

a specrahzed organ of COMESA

59. In’ 1992 the COMESA Council of Ministers decided that ISCOS be changed
expanded and transformed to make it a specialized agency of COMESA on maritime
matters.  The :secretariats of COMESA and ISCOS were directed to work out the
modalities of |mplementat|on of the transformation and |dent1fy the rmphcatrons of the- :
!evy on the budget of the new ISCOS and any legal reqmrements ‘

60. ln 1998 the COMESA Council of Ministers noted that the Secretariat had prepared
a draft discussion paper on the program of co-operation in shipping which was
circulated to the six country working group comprising shipping experts from D.R.
Congo Kenya, Seychelles, Mauritius (Chairman), Sudan and Tanzania. It requested
the Secretariat to complete the task in the second half of 1998. The Council further
noted the request by the Democratic Republic of Congo for a study to be undertaken
by the Secretariat to expand the Intergovernmental Commlttee on Shlppmg (ISCOS) to
the whole of COMESA reglon _ ,



61. The ISCOS Council of Ministers endorsed all the decisions of the COMESA
Council of Ministers. As a result, the secretariats of COMESA and 1SCOS have been

co-operating in this direction. However, the process has been too slow due to ﬂnanc;al‘

problems experienced by the two organlzatlons from time to trme :

62. I_t-is also ‘worth noting that at transrt.transport seminar for Eastern _and Southern
Africa which was organized by ECA, COMESA, PMAESA, SATCC and TTCA, it was
proposed that 1ISCOS should be strengthened and involve private participation in its
activities in order to better deal with maritime problems in the sub-region. It was
resoived that ECA shouid look into the structure of ISCOS

63. In addltlon fo what has been recommended at various forums as stated above,
ISCOS has been going through re-organization and one other suggestion is fo
restructure the organization after the MOWCA modal. In that way ISCOS would serve
Eastern and Southern African sub-reglon just like MOWCA is servmg West and Central
Africa. :

64. Although member countries support the organization, the pr_oblem,' ‘which is
common to most sub-regional organizations, is funding. There is need: for ‘alternative
funding to be found. In this connection, funding mechanism: currently heing
implemented at MOWCA of a nominal service charge.is recommended

B.. Preparation, enactment, implementation, review and updatmg of marrtrme
legisiation ,

_-65. Essentially, what should be the main line of consideration -ought. to be the
preparation, enactment, implementation, review or updating and harmonization of

maritime transport legislation in the region. Updating and harmonization assumes they
existed as such; many regional and sub-regional organlzataons have made
harmonization as one of their transport abjective. Many seminars and workshops held in
the region have highlighted in their rep'orts the need for harmonization of transport rules
and regulations. The complexity of the issues invoived and lack of capacity at national
level has hampered the actual implementatton of the intentions in this regard.

'66 The most posmve act|on in this connectlon is the co-operation between IMO with

regional organizations such as ECA, PMAESA, MOWCA, and SADC. The co-operation
had led . to identification of priority needs. for .compliance and enforcement of global
standards. That culminated into the development of corresponding regional strategies

.such as “Strategy and Action Plan. for the Protection of the Marine Environment in the

Coastal Stated of Eastern and Southern Africa (SPMEESA).”In 1898, the countries in
the region through co-operation with IMO came up with a consolidated regicnal project
document comprising Integrated Technical Coordination Program (ITCP) for 2000 to
2001. In September 2000, ITPC for 2002 to 2003 was prepared. One of the projects in
the ITCPs relates to training of persons in the drafting of marine legislation and
incorporating them into national maritime legislation. Another aspect of the ITCP is to
provide assistance in the development and strengthening of Maritime Administrations in
the countries covered by the projects. This is probably the most important :nltlatlve in
the area of updating and harmonizing shlppmg Ieglslatlon in the region.

67 In the end, therefore, the matter bonls down to capaclty bunldlng in draftmg and
incorporation of the legislation Into national laws and assist the region to
implement them. :
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C Acceptance or ratmcat:on of mtematronal marmme conventions =~

68. Generally, African countrles have supported- and are party to many lmportant
international_maritime conventions. A close investigation shows that major maritime
African countries have ratified all the important maritime conventions. The position of
adoptlon of |mportant mantlme conventions by African countrles is as’ shown in Table 12
below :

Table 12
International conventions ratified/acceded to by African countries
- |- Conventions - : African
: : ‘ -ratification
| /accessions
IMO Convention 1948 40
SOLAS Convention 1974 36
LOAD Lines Convention1966 139
TONNAGE Convention 1969 27
" COLREG Convention 1972 33
STCW Convention 1978 37
SAR Convention 1979 : 14
INMARSAT Convention 1976 : 17
FACILITATION Convention 1965 17
4 MARPOL Annex I/1II 1973/78 23
-INTERVENTION Convention 1969 16
| UN Convention on a Code of Conduct for | 32
| Liner Conferences 1974 .
‘UN Convention on the Carriage of Goods | 18
| by Sea (HAMBURG RULES) 1978 UN’
Convention on International Multimodal |6
Transport of Goods 1980

.Source' IMO Status of Conventions as at 30" March 2000 ahd UNGTAD Status of Conventions as at 10™ July 2000

69. The number of African countnes that had rattfled IMO conventions looks more
impressive than for UNCTAD on maritime matters. Looking at the IMO conventions, it
could -be naive to suggest that all its members could ratify all its conventions. The
reason is the diverse interests of the countries in‘the assessment of the importance of
the numerous conventions. There seems to exist a pattern in.the way countries ratify
‘these conventions. This differs between regions as well as between coastal and
landlocked countries. No development indicators were set for ratification of IMO
conventions. However, it can be said that though a lot is still to be done.in the adoption
of the IMO conventions by African countries, reasonable efforts were made, in so far as
major conventions are concerned: The main problem at the moment is how to. meet the
cost of mplementmg them. :

70. Regardmg UNCTAD Conventlons on marlttme matters, the most successful ‘was
the UN Convention Code of Conduct for Liner Conferences with 32 out of 78 ratification
being from Africa. The Hamburg Rules followed with 18 out of 45 ratification being from
Africa. The position of ratification of UNCTAD Conventions is covered under the
eva[uatlon report of multimodal transport ‘ : :

71. Most semmars workshops and meetrngs of varlous kmds had recommended to -



¢ Ratify ‘the international conventions: on transport, mcludrng those pertarnlng to
shlpplng, transrt traffic, and facrlltatlon _ _

. Adapt and apply reglonal conventlons
. Em ptement the conventlon and aocords for transport and transit trafflc etc

72 These actions were accepted, in prrnmple -And indeed some actron was taken to

ratify some conventions. However, adopting :conventions is one thing and applying

them is another. - The challenge for Africa was and still is incorporating them in their

respective national laws so that they could be applicable. This is an area where some
African countries required technical assistance. IMO’s regicnal initiatives, ITCPs,

: mentroned in the foregoing paragraphs would go a long way towards solvmg that

problem

- T3, The expectatron was that the. vanous sub—regmnal marrtrme Iegrs[atrons would:- be

harmonized and developed into a- reglonal maritime charter. Harmonization per se is

‘going on at various levels in the region. Porls are harmonizing their tariffs; rules.and
regulations through their respective ports management assaciations. . Shipper’s
- councils: and -shipper organizations . are also collaborating. Countries are co-operating
“on many transport and fransit corridor issues. Harmon:zatron is a theme in all forums in
: the reglon : S :

7‘4 Work has been done towards harmomzatron of many transport polrcles but
no draft charter for maritime transport has been adopted. Towards the end of
2000, CEMAC countries were revising their merchant shipping Code with the
technical assistance of IMO. The COMESA Charter in th!s connection is another

" success story in this connectnon

D. Manpower development in the freld of maritime transport mc!udmg
-supportto maritime trammg mstitutrons : .

75. Marrtlme tralnlng lns’ututrons are many in Africa as :ndrcated in. the foregorng

paragraphs. Almost all-major ports have a maritime training college. Notably, Egypt
has a Maritime Academy where training of shipping and port personnel is being carried

‘out at international Standard. Cote D’lvoire and Ghana each has a sub-regional

Maritime Academy. West and Central Africa established a sub-regional institution
called the PMAWCA Vocational Training Center,-based in Cotonou, Benin. Overseas

~ training has also been going on in various frelds Natlonal maritime colleges also exist
in: aimost every portal country : ‘ ,

~76. At reglonal Ievel 596 African natlonals have been trained at the World Marrtlme
" University (WMU) as at September 2000 representing 44 per cent of the total WMU
. graduates worldwide. In addition, 83 African :nationals: graduated from the IMO
. International  Maritime Law Institute- (lMLI) representing 40 per cent of the IMLI
: graduates worldwide. ‘ _ _ _

77. At sub-regional level, training of nationals has been going on throughout the

“UNTACDA . Ii period. It is necessary o highlight here the aciivities undertaken by
'UNCTAD. The TRAINMAR program at the sub-regional level had gone a long way
towards the development and utilization of human resources in Africa. Training
- sessions were held in various places in the region and overseas. Also the UNCTAD
.Port Management Certificate Program was successfully initiated and implemented

starting from Decémber 1996 in ports of Cotonou, Benin; Dakar, Senegal, Libreville,
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Gabori; Port de Grand, Belgium. A first training-of-trainers seminar was held in Gent,
Belgium, in1896 and a second one took place in Las Paimas, Spain, in 1997for

. representatives of these ports. In 1998, UNCTAD was extending the training extended

to other port communities. Also, the success of the program ied to considering the
possibility of delivery of the program by national educational establishments using the
new pedagogic material developed at earlier deliveries. Through this and other
UNCTAD training programs, many African nationals were trained thereby contnbutmg

to human resources’ development in the region.

78. Besides, the three port assomatlons undertook regional actions in thls connection.
Many workshops and seminars were held over the perled in aII the sub-regions
represented by the port associations. :

79, Natlonai shlppmg lines and port/harbors authorities undertook n.atienal pregrams.
The most elaborate country report came from Ethiopia. The Ethiopian Shipping Lines
Corporation (ESLC) had 306 seagoing and 115 shore-based permanent employees at

- the beginning of UNTACDA Hl. At the end of the Decade, ESLC had 288 seagoing and

124 shore-based permanent employees. During the period, ESLC had given training to
276 seagoing personnel, out of which 178 were ‘frained abroad. 107 shore-based
employees were also frained.and 10 of them were trained abroad. It is a well-known
fact that many countries had trained their nationals within and abroad. However, the
country reports did not mention any thing about this matter. A few who reported: merely
gave it a few words coverage. The lack of supporting mformatlon and data IS Stl|| a
crltlcal problem in the evaluation process - : s

E. Introduct:on of new shtppmg technologles for marmme deveiopment in
- Africa

80. As explained in the foregoing paragraphs, the African countries’ fleet is relatively
small and has been on the decline. To make matters worse, there has been no
replacement or modernization .program worth writing about. The container ship
category where ship technological changes are high has also been on the decline.
Therefore, no such introduction of technology was mtroduced through concerted
action. :

_ F." Sub-reg:onal and regmnal co-aperatmn

'81 Generally, Afrzca as reglon has expenenced a great zeal for regfonal ce-operation

and integration during the pertiod under review. Many countries and organizations had

-created sections or divisions in their respective organizations to deal withi it. Many sub-

regional organizations had entered into some sort of co-operation arrangements with
one another. Also, it is worth noting-that many regional organizations have observer
status- with International organizations like IMO, - UNCTAD, efc' and through ‘them,
African countries co-operate on various issues including those relating to maritime
matters

82. Co-operatlon in. port state control The North African countrles had" mtensuf ed
their co-operation in maritime matters through the Mediterranean: Memorandum of
Understanding (MOU). The Mediterranean MOU was: signed in July .1997. The MOU
covered co-operation in implementation of relevant IMO conventions. African countries
involved included Algeria, Egypt, Morocco —and -Tunisia. Similarly, Eastern and
Southern African countries had co-operated in maritime matters through various sub-



regional orgamzaﬂons These were COMESA, SADC, EAC, ISCOS and most recently
the Cruise Indian Ocean. Also, several countries in the sub-region attended a meeting
“in Mumbai, India on port state control. These were Djibouti, Eritrea, Ethiopia, Kenya,
Tanzania, Mauritius, Mozambique, Seychelies  and South Africa.. The meetmg
cuiminated into an lndlan Ocean MOU on port state control. SR

83. The West and Central countries had also intensifi ed co—operatlon in mantlme'
transport through various forums:-like" MOWGCA, ECOWAS stc. Regarding port state -
control, they took a similar initiative in October 1999 when 19 countries attended the -

Third ‘preparatory- and signatory mesting in Abuja, Nigeria. 16 countries signed the
MOU on port state control, These were: Benin, Cape Verde, Congo, Cote D'lvoire,
Gabon, Gambia, Ghana, Guinea, Liberia, Mauritania, Namibia, Nigeria, Senegal,. Slerra
'Leone South Africa and Togo. The remammg couniries have since signed

84. Further more, the reglon had forged ahead in region co-eperatlon through sh[pplng
and port associations. Co-operation between shipping lines was weak and minimal and
was restricted to West and Central Africa. Shippers’ councils co-operated actively
through their regional organization, UASC. However, co-operation between shippers in
East ‘and South Africa was minimal due to absence of ‘national and sub-regional
shippers’ councils. Regional co-operation between ports during the period under-review
pointed towards the creation of a Pan—Afncan Association for- Port Co- operatlon
(PAPC) : : ce

85. Pollution and pollutlon control Ali port associations in the reg!on have taken a
leading role in marine pollution and pollution control matters. This is, understandabiy,
due to the fact that most of the expertise o handle marine. pollution problems is
concentrated in port labor and management. Most ports have small sections within the
ports to handle pollution, which could be used as nucleus for the development of
national pollution prevention or monitoring units. Almost all port association meetings
had inciuded a resoiutaon to governments to rat;fy .and rmplement manne polfutton
convent[ons S

86 n addxtlon bodies like MOWCA, SATCC COMESA EAC, etc have added a strong |

voice-to their respective members to ratify and |mplement o:l poltution and pollution
control conventions. The African countries have real ecological and financial interests
in matters of pollution control in the sense that coastal countries also happened to be
important fishing and tourist destinations. Tourism :in many of these countries highly
depends on clean beaches. Moreover, these countries have invested heavily in tourist
infrastructure and are keen to ensure that such investment was not made unsuccessful
by pollution of their coastline. Pollution of the seawater would aiso destroy the
ecological system of the region. This in turn would affect the production of fish in the
regional waters, in the long run, Some countries in the region have invested heavily in
fishing infrastructure and equipment. ‘At the same time, the regions. coastal waters
prowde some of the busiest shipping routes for large volumes of oil tanker traffic. The
region also harbors its own oil producing countries, with a network of oil :tanker
‘movements in its coastal waters. Therefore, they are keen to see that their investment
1n tounsm and flshlng was not made meffectwe by pollutlon of the coastal waters

- 87. The commitrment of IMO to safer shlpplng and cleaner seas on a g{obal basns is
well known During the period under review, IMO had taken a very important step
_ towards assisting the region to ratify and implement IMO conventions. In:1999, the
organization opened regional offices in Africa to assist the countries to ratify and
implement’ the marine pollution conventions. The IMO regional  co-ordinators - had

carried out needs assessment missions in 28 African nations. Those missions had

enabled the IMO Secretariat to identify and establish appropriate priorities for African
region.. ' Additionally, IMO had "co-operated with" regional organizations such as
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PMAESA, MOWCA, and SADC, in identifying priority needs for compliance with and
enforcement of global standards. Consequently, IMO launched regronal ITCPs for the
periods 2000 to 2001 and 2002 to 2003. The activities of IMO in the region would

therefore .. concentrate  on strengthening/upgrading maritime  Administrations,

reviewing/upgrading maritime legislation, and preventing and control of. marine
pollution through the provision of assistance in the ratification and rmplementatron of
MARPOL 73/78 and the OPRC convention.

88. The best individual country report on this matter came from Algeria. Algeria, in
conjunction with other two Maghreb nations Morocco and Tunisia, had put in place an
elaborate program of marine pollution management. They undertook a huge project on
the Establishment of a Hydrocarbon Anti-poliution System. World Bank funded the
project from a grant by the World Environment Fund (WEF) for a total of US $ 20
million. The amount was broken down as follows; Algeria US § 7.4 million, Morocco
US$ 6.3 million, and Tunisia US$6.3 million. The objectives of the project were to
reduce the spread of oil pollution in the international waters of the Mediterranean
through the establishment of structures and installations to handle waste in the ports in
Algeria, Morocco and Tunisia. Also, it was meant to strengthen the capabilities of the
three countries to limit dumping at sea. Three maritime traffic systems reguiation
stations {VTS) were instailed in the ports of Algiers, Skikda and Arzew. The systems
components included radar and radio-goniometry equipment VHF 2 ways, radio
communication equipment as well as safety and securrty equipment. The trlal runs and
delrvery of the equnpment ln the three ports were done i |n 1998. . :

89. The reason for quotmg the example of North Afnca is-to show the kmd of cost
involved in implementation of conventions and the need- for concerted actron in
mobllzzatlon of funds to meet the cost of rmplementatlon :

90. Most EMO conventions can be lmplemented more effectlvely on regnonal and sub-
regional basis. For Example, the SAR Convention, adopted in Hamburg in 1979 and
which entered into force in 1985, aims at developing an international SAR plan.so that
no mattér where an accident happens, the rescue of persons in distress at sea would
be co-coordinated. by SAR organization. Where necessary, co-operation was expected
to be between neighboring SAR organizations. The consequences of belng party to
SAR are that each country was expected to - :

. Develop own regulatory framework
o Setup own share mstallatlons and
LI Run an own .coast guarol

91 ln view of the conS|derable obllgatlons posed by the 1979 SAR Corwentron it had
not been accepted or ratified by many of the world's coastal states including those from
the region. A revised SAR Convention entered into force on 1%t January. 2000, The
revised SAR Convention, which to date has been ratified by 64 countries representing
47.05 percent of the world shipping tonnage, clarifies the responsibility of Governments
and puts greater emphasis on the regional approach and co-ordination between

maritime and. aeronautical SAR operators. i is, therefore, suggested. that to avoid
setting up a multiplicity of SAR institutions and mstallatrons sub-regional coast guards
should be established. From -this stand point lessons should be learnt from the
experience ‘of the United States Coast Guard, which is a unified coast guard for the
vast Arrierican coastline: Once set up, the proposed coast guards could, amongst other
thmgs deal W|th - :

. Problems related to explortatlon of marine resources, securrty and safety, and



- . Implementation of maritime related conventions and harmonization thereof. The
issues involved here would be those found in SOLAS, MARPOL, ISMcode, and STCW
and SAR convent:ons

92, Development of coastal shipping. The rieed for concerted actlon on the
development of coastal shipping services has been a matter, which’ ‘has been of

concern to the region for a long time.

93. The North African states have no major coastal ‘shipping traff iC problems The sub-
regional lines as well as their European neighbars' cover the area. Go- -operation exists
at bilateral basis between the Morocco and Tunisia Company, which serve the
Mediterranean and Red Sea coasts. The Arab Maritime Company founded by Egypt
and Libya serves the same area as well as individual country initiatives like that of
Algeria. However, development during the Decade period had been dismal because of
economlc problems that had beset countnes in that sub-region.

94. The East and West African sub—reglons have been very keen in this area because
of the appareni deficiency of coastal services operatlng their trade. These two sub-
regions have rot achieved much in this area. In Eastern Africa, COMESA carried out
studies in this connection and ended at that. Ethiopia and Sudan have -provided the
best national initiatives through their National Shipping lines. Ethiopia Shipping Line
Corporation carned 401 000 tons of generai carge in 1998 whereas the Sudan
Shippmg Line Company lifted 332 000 .over the same perlod Both lines provide
services to the Eastern Africa Sub-region. The significance of these lines is that their
operations are a clear indication of the existence of a nucleus fieet, which. could be
used for development of a sub- -regional coastal shipping serwce

95, West Africa in_; general, had experienced little or no co-operation between countries
in the earlier part of the Decade, regarding this matter. During the days of relatively
strong national lines, the countries could not agree to co-operation to carry coastal
cargoes. Studies had been undertaken during the last decade relative fo the feasibility
of establishing coastal shipping lines along the West African coast. While most studies
concluded that the project was feasible, their assumptions were found to be unfounded
and in other cases, their methodology and.approach was inadequate. This made
procurement of fundlng difficult. It is note worthy that past attempts to develop coastal
shipping services had been hampered by a series of factors including:

= Dommance of Iarge foreign shlpplng hnes m the region;.

[ _Fmanc;ai vrablllty of the prOJects could not be proved malnly because of the
dominance of the European lines in the market: Also, most funding was expected
- from Europe the region with the Iargest ﬂeet in the African trade;

. Lack of cohesion between the varlous countnes that’ mlght have been served by
such a service,

x " Lack of political will to streamline and harmonize customs and other administratlve
procedures at each mternational frontier or port.

96. Some of these problems are now bemg serlously tackled through sub—reglon
organizations and the member states in the region.are steadily moving towards
harmonizing and consolidating their countries’ economies. The countries are also
taking keen interest in the matters pertaining to trade facilitation. it is not surprising that
ECOWAS is. current[y spearheading the establishment of a private regional coastal
shippmg line to be called Ecomarine. Africa Business Roundtable (ABR), MOWCA,
PMAWCA and Federation of West African Chamber of Commerce are promoting the
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prolect The rationale for such an fnitiative is given credlblhty by the emphaS|s being
placed on transport services along the coast between Ghana and Nigeria by way of

‘Benin and Togo. In this connection, a business pian for establishing a coastal line was

prepared and co-ordinated by MOWCA. Furthermore, a Project Secretariat was
established and located at Lagos, Nigeria. The Project Secretariat has been charged

with the functions of:

» |dentifying and registering all existing providers of coastal shipping services and to
extend technical assistance to them in order to enable them render more efficient
services; - '

= Seiting up a sub-regicn committee of experts to negotiate and fo put in place
special berths, special tariffs, harmonized facilitation procedures and conditions for
coastal shipping services in MOWGCA ports. Special facilitation committees for
coastal shipping services would be set up in each MOWCA port to assist the sub-
region in creating the enabling conditions for coastal shipping to thrive;

» Organizing fora to attract private sector investment in the supply of coasta! shipping
service and to assist existing operators in achiring capacity for improved services,

= Creatlng awareness through the publlca’uon of commerdial materrailbrochures on

coastal the coastal shipping services for the perusal of existing operators and
potential investors and to generate demand for the service in the sub-region;.

. Idehtifying and approaching interested foreign shipping companies for poseible joint
venture projects such as transshipment of cargoes within the sub-region, and -

" Encouragmg investors to float their companies and seek quotatrons at the Stock
Exchange.

97. The West and Central African initiative is the best hope, so far, for a coastai
shlppmg service to serve mtra—Afrrcan trade

98. Tables 3, shows that Afncan countries have tonnage in the “General cargo shlps
and “Other types” categories. Most of these ships.are small. They are in the range of
400 to 600 grt. It is this group of ships, which can be used for small-scale coastal
shlpprng services. In Developing countries as a whole, this group of ships showed an
increase over the 1980s, from 17.6 per cent to 26.5 per cent of the world total for
general cargo ships and other types respectively. However, the African group showed
a decline. in tonnage of both categories over the same perlod What it entails.is that
apart from establishing new lines development of this service should include-use of the
same existing small ships but with greater efficiency and co-operation between existing
shipping lines operating coastal services. By so domg, tonnage available would be
mcreased without necessarily adding new tonnage.

99. Statistics show that 36 out of 53 African countries have ships on thelr registries.
Maijority of them did not indicate ini their country reports about maritime fleets probably
because they considered them insignificant.” Other countries just mentioned them in
passing without giving important mfcrmatron like the fleet performance number and
type of shlps routes they ply on, etc '

100. A close look at the statlstlcal tables shows that few countries purchased new
tonnage ‘over the period under review. Very few countriés reported in some detail the
activities of the lines for a mearingful: ‘analysis of their fleet to make. The ships on
regrstry are small and wcu!d mclude Ie|sure and flshmg boats The best course of



action would, therefore, be to investigate in detail the structure and capability of these
vessels and then decide whether or not it would be possible to use the existing lines.

101. Reducing cost of shipping transport. The essence of the development of any
mode of transport should at some point or another inciudes the reduction in the cost of
providing it in so far as the end user is concerned. In the maritime sector, competition
between operators is very stiff in the area of quality, frequency and cost of service. In
the African context, the main area of concern has been the cost of service. It is very
rare to find complaints of poor deep-sea services on a route served by liner operators.
This could be partly due to lack of knowledge of shipping and in some instances just
mere indifference, which is quite often in the region.

102. As indicated in the foregoing chapters, most African countries do not have own
large fleets plying the deep-sea or coastal waters. They depend on foreign bottoms to
provide shipping services. Consequently, they have very little influence on the kind of
service and the cost of it. This has been recognized at global, regional, sub-regional
and at national levels. At global level, efforts have been made by donor countries,
United Nations systems and multilateral financial and development institutions to
provide assistance in the form of grants or concessions loans for improvement of
transport, interface, storage and other transport related facilities. All this has been done
in order to, amongst other things; reduce the cost of overali transport to the countries.
The worst affected in this regard are land locked countries of Africa, who, incidentally,
happened to be among the poorest in the world, In this connection, ECA, UNCTAD,
sub-regional ports “management associations, - transit transport corridors, UASC,
ECOWAS, COMESA, EAC, SADC, ISCOS, and other regional and international
organizations had made efforts to support improvements in transport services with the
aim of reducing its costs. Similar actions had been taken at national levels.

103. In spite of these efforts, there is a general understanding that greater work is still
required at all levels to reduce transport costs generally and in maritime shipping
transport in particular. Tables 5, 6 and 13 as well as Chart 4 shows the estimated
freight costs by region over the period under review. The world {otal freight payments
as a proportion of import vaiue had been on the downward trend from as high-as 5.40
per cent in 1990 to 5.06 percent in 1988. Developed market-economy countries also
experienced a downward trend over the same period. Their freight costs proportions
declined from 4.54 per cent in’ 1993 to 4.07 percent in 1998.
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Table 13

Estlmates of total freight costs of total import value (fotal freight costs asa
percentage of import value)

Area ' 1996 | 1993 | 1995 | 1997 | 1998
World 522 1559 |527 |524 |35.06
Developed market-economy 440 44541420 417 | 4.07
countries '

Developing countries—----—--- Total 8.59 | 833 8.30 8.04 8.06
"Africa : 11.05 | 11.06 | 11.44 [ 11.53 | 11.36
America o - 1817 (798 |789 [7.62 |6.86
Asia _ 8.19 | 8.03 3.03 |[7.95 8.11
Europe 884 1854 |845 |839 |B46
Oceania 1226 | 1223 | 12.39 | 12.36 | 12.26

Source: Review of Maritime Transport, 1930-2000, UNCTAD.

104. The level of freight costs incurred in the import trades of developing countries had
continued "to be about half of that of developed market-economies countries. The
difference between the two is mainly attributable to differences in trade pattemn, national
and regional infrastructure facilities and distribution systems, and larger concessions
given fo shippers in developed market-economy countnes by shlpplnglconference lines
for iarger volumes of cargo. _

105. The over all ratios of freight charges of developing countries declined over the
same period from 1993 to 1997 and increased in 1998. Within the developing countries
group, Africa showed an increase from 1990 to 1997. But its cost ratio decline in 1998.
Compared to American, Asiani and European developing countries, Africa has had the
highest freight cost ratio at about 11 per cent from 1990 to 1998. The phght of African
land locked couniries as being the most affected in thls regard is shown in Table6 and
Chart above ‘

108. Although, efforts made at all levels had borne positive results, there had been
~ many mitigating factors, which have let down the regional and internatlonal efforts in this
' regard These are inter alia: -

s Relatively low cargo availability due to lack of freight consolidation mechamsms
and imbalanced traffic flows in the reglon ' :

° Low and delay prone cargo clearmg procedures

» Low level of awareness of shipper in terms of delaying containers ieadmg to high
payments of demurrage charges S

» Poor ship/port mformatlon base to shippers and lack of data interface befween

stake holders like port operators customs, pohce raﬂways roads, clearing and

forwarding agents, etc,

« Lack of adequate security and of cargo leading to payments of high insurance
premiums,
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. T-he issue of cor’rUption in processing documents and en-route,
o Use of outdated or madequate facmtles and systems,

s long and d:ﬁ“ cult hmteriand destmat:ons usually passing through more than one
border posts,

e Inadequate network of all weather roads, applicable mainly to land Iocked
countries,

¢ Reluctance to introduce reforms,

» Lack of priority given to shipping matters by governments that results in insufficient
funding allocated to rehabilitate and renew shipping assets; etc. :

107. The region as a whole has recognized the problem of high transport cost
not only for land locked countries but also through out the entire transport
chain. As a result, the matter has been tackled, relentlessly, at various forums:
ECA, MCWA, COMESA, SADC, EAC, ISCOS, PMAWCA, PNUA, PMAESA, UASC,

.and through various transit transport corridors. The truth of the matter is that

without the work of these regional and international organizations, the position -
of African cost of maritime transport could have been much. worse than is
reflected in the Tables above. :

108. Co-operation in deepsea shipping. During the period of implementation of
UNTACDA |, and the formative years of UNTACDA I, there was a very high feeling by
the developing countries to regulate their maritime trade. Also, there was a move by -
countries to participate in the carriage of their respective maritime foreign commerce
through the UNCTAD code of conduct for line shipping formula of 40: 40: 20. During
that time, many developing countries were very eager fo have national shipping lines.
And indeed, some formed shipping line bases on the cargo sharing mechanisms that

‘was anticipated through the implementation of the UNCTAD Code. It is not therefore

surprising that, as at 10" July 2000, out of the total 78 countries that are signatory to
the UNCTAD Code, 32 are Africans and the majority of the signatories .were
developing countries from other regions. The need for estabhshmg national shipping
fines best on the momentum derived from the UNCTAD Code was so great that some
countrles actually established their own national shlpplng lines. At sub-regional level,
the matter was receiving activé consideration by COMESA countries. At lnternational
level it'would suffice to mention the Commonwealth and UNCTAD Secretariats as
having gwen active con5|derat|on to the subject '

109. However, by the msddle of UNTACDA |1 perlod it was clear that commergial
environment had changed significantly. By that time, the region was accessing the

. viability of the existing national shipping lines. In June 1897, a second Cotonou Round

Table Conference proposed to the Conference of Ministers responsible for Merchant
Shipping in West and Central Africa held in October that same year, the liberalization
of market access into the maritime transport sector within that sub-region. Furthermore,
it was recommended that 'cargc-sharmg missions by shippers councils be abandoned
by the year 2000. In the Second UNTACDA |l Evaluation report, the matter of
reformmg the manhme shlppmg transport was highlighted. ,

110: One other relevant issue is the nature of the conference lines in West Africa. The
conference lines have been plying that sub-region for more than 60 years. Since the
UNCTAD Code came into force in the 19705 the conferences co- opted W|th African



national lines, to keep third flag carriers out of the trade. The competition became. so
high but third flag carriers were-not eliminated. What transpired is that the shippers
benefited form this competition through lower freight rates. However, the situation
changed when the matter was taken to the European Court. In 1992, the European
Court ruled that the conference monopoly was illegal. The conference was dissoived
and down went the freight rates from 10-11 percent to 7 percent of the F.O.B value of
exports, in 2000. At the same time, the reserved market for West African shipping lines
crumbled. As a result, most of them including Ghana’s Black Star Line closed down.
Many maritime decisions durmg the Decade period were taken with the understanding
that no conference was going to exist in that part of the world. However, by the end of
the Decade, the conference has re-grouped and formed another conference in 2000
called EWATA. EWATA has since then increased freight rates twice. This has put
reform process back to early 1990s as policy reforms of shlppmg Imes and shippers’
councils have to be reviewed in view of this major event.

111. In view of the foregoing, the momentum aimed at promoting the development of
shipping lines at national level through government initiative slowed down. By the year
2000 some countries had either earmarked their national shipping lines-for privatization
or had already done so. The same effect was observed in the attitude of international
organizations towards any initiative aimed at creating or promoting -national or
multinational shipping lines. This is clearly reflected in the number of maritime shipping
transport projects abandoned due to “ unsuitable commercial environment” and “lack of
funds”, Incidentally, all projects initiated by countries, regional and -international
organizations in that sector were abandoned. There was therefore no successful
concerted program for development of deep sea or coastal shipping lines implemented
under UNTACDA 1I. It was one of the cases overtaken by the rapidly changing
commercial environment that has hit the region in recent past. Nevertheless, individual
national ‘lines like the Sudan Shipping Line and the Ethiopia Shlpping Lines
Corporahon engaged | g their own fleet development programs.

112. It is unfortunate that major maritime nations of West African countries could not be
assessed because either their reports never mentioned any thing about their maritime
transport services or they su*nply did not send any country reports. As shown in Tables
3, a large number of African countries have tonnage in the General cargo ships and
“Other types category. Most of these ships are small. They are in the range of 500 to
750 grt. It is this group of ships, which are used for small-scale coastal shlppmg
services. In Developing countries as a whole, this group of ships showed an increase
over the 1980s, from 17.6 per cent to 26.5 per cent of the world total for general cargo
ships and other types respectively. However, the African group showed a decline in
both tonnage groups over the same period. What it entails is that apart from
establishing new lines development of this service would involve use of the same ships
but with greater efﬂcaency and co-operation between existing shipping lines operating
coastal services. By so. doing, tonnage available would be increased wﬁhout
necessarny adding new tonnage

113. Statistics show that 36 out of 48 African countries have ships on their reglstrtes'
Majority of them did hot indicate in their country reports about maritime fieets probabiy‘
because they considered them insignificant. Other countries just mentioned them in

passing withotit giving important information like the fleet performance, number and
type of ships; routes they ply on, etc. Therefore, the problem of lack of proper
information which exxsted dunng the UNTACDA 1 is still persnstmg under UNTACDA Il -

in this area. '

114. A close Iook at Table 3 shows that few countries purchased new tonnage over the
period under review. Very few countries reported in some detail the activities of the

41




42

lines for a meaningful analysis of their fleet to be made Nevertheless an ‘indirect
assessment will have to be done.

115. -During the first quarter of UNTACDA Ii period, the market share of Sub—Sahara
Africa in shipping was between 3 to.6 per cent of the total freight lifted. It was also clear
that the ‘countries in that region could not compete against the European lines. The
most important reasons were: -

o . Low capacity of the fleet;
o Agéof the fleet and unsuitability for the nature of the traffic;

o The decline in the volume of trade in the countries or the respectlve
hinterland; _

o Direct interference in the management process by the government, etc.

116. The most active area in shipping was West Africa. The regular liner services were
divided into members of the Continental West Africa Line conference (COWAC) and
non-conference lines. COWAC was comprised of 29 lines, 12 African companies and
17 European companies. This fleet profile has changed significantly due to the collapse
of many African lines as already explained above. East and Southern Afrlcan had little
impact because of extremely low level of partlc:lpatlon :

117. . The situation has detenorated as far as fieet capacity and age  of ships is
concerned. - The . African fleet (including North Africa but excluding open-registry
countries) has fallen by more than 500 000 dwt between 1995 and 2000 representing a
decline of about 9 per cent. The total fleet was 6.7 million, 6.5 million, 6.3 million and
6.03 million dwt, in 1995, 1996, 1998, and 2000 respectively. The decline could have
been due to the privatization process where by some companies were dismantled and
replaced by private ones. Concerning the fleet age, the situation is much worse than in
1095 because, other than those lines that collapsed or were privatized, no definite
program of replacement took place. Instead, many countries are stuck with oid fleets,
which they cannot modernize because of the poor economic position of the countries.
Despite the increase in the region’s volume of seaborne trade therefore, the level of
participation in liner trade remains small at less than & per cent This is much lower
than the mtended target of 40 per cent of the region’s liner trade -

Development parameters in marltime shlpplng transport

118. It must be recogmzed that the commercial environment that existed durmg the
preparation- of ANTACDA I ‘was influenced by the pressing need for equitable
participation of developing countries in maritime shipping transport. The main forum of
activity was UNCTAD, hence the adoption of the UNCTAD Code of Conduct for Liner
Conferences. The convention entered into force on 6" October 1983. 32 African
countries are party to this convention. Amongst other things, the UNCTAD Code
provided an attractive formula for carge sharing mechanisms in liner . shipping.
Commonly referred to as 40: 40: 20 formula. The seaborne trades of two trading
partners were to be carried in those countries’ shipping lines at 40: 40 ratios both ways.
The remaining 20 per cent were to be shared by shipping lines in the conference flying
third country flags. In short, this created impetus for developing countries to establish
national shipping lines with the understanding that their national lines could be
guarantled to carry 40 per cent of liner cargo on major trading routes both ways.

119. 1t is' now common knowledge that the commercial environment had changed
during the period ‘of implememntion of UNCTACDA Il Countries have moved from



protectionism to free access to shipping transport. in fact governments have been
forced to leave the transport sector to private entrepreneurs while at the same time
deregulating their respective economies. As at the end of 2000, many countries. in
Africa had put their national shipping lines on the privatization lists. Therefere,
participation in shipping was being redirected to the private sector.

120. Shippers also have had to redefine their objective functions in view of the wind of
liberalization that began to blow in the pasttwo decades. {n-addition, the shipping
transport sector had experienced the weakening or disappearing of maritime
conferences, and weakening of shipping institutions like shippers’ councils, clearing
and forwarding agencies, etc. In West and Central Africa, shippers were expected to
stop any form of cargo sharing by the year 2000. Of course, this has to be rewewed in
face of the return of conference lines to that sub-region. -

121. It should be noted that the changing commercial environment had affected
UNTACDA |l projects, in this sub-sector. In fact, many projects in this sector failed to
obtain any funding for this very reason of the on going restructuring and liberalization.

122. The devefopment parameters of this sub-sactor were to: -

. Achfeve equ:table participation in sea-borme liner trade under the condft:ons of the
UNC TAD Code of conduct for liner conferences; :

. Increase srgmﬁcantly the participation of national fleets in non—lmer trade under the
conditions of UNCTAD resolution 120 (v);

e Increase the cornpetitiveness of national fleefs through modomizaﬁo_n and
adaptation of tonnage to trading requirements and through adaptation of
management techniques leading to reduced unit costs of transport .

o Increase significantly the level of ownership and control by African countries of
competitive tonnage adapted to the requirements of African trade.

Parameter 1:

To. achieve equitable pammpat;on in. sea—borne finer trade under the condit:ons of the
UNCTAD code of conduct for liner conferences.

123. 36 countrles had merchant ShIpS reglstered in'their. countries. The major operators
being found in Algeria, Egypt, Libya, Nigeria and Morocco with fleets of 1 110 761 dwt,

2 092 569 dwt, 667 090 dwt, 677 859.dwt and 383 786 dwt respectively. The following
countries reported havmg purchased new ships during the period: Eth!opla two multi
purpose ships, Mauritania; one multi purpose ship, Sudan; one ship. The total African
fleet as at 1% January. 2000 was 6.03 million, dwt lower than 1998, which recorded 8.5
million dwi. It is worth noting that the fleet level of the year 2000 was also lower than
_ that of mid-term period level of 6.7 million dwt recorded in 1995. The decline entails.
that no meaningful fleet development took place in Africa directly as a result of
the said motivation derived from the Code. Table 14, shows a general decline in’
the region’s fieet. Table 4, shows a critical aging problem. Very few African
countries had second or th|rd generation container ships signifying little fleet
modernization took place during the period under review. Most vessels were
general cargo ships and multi purpose ships. The average age was above 20
years, thé same age group as world ships broken down. Container vessels were
first generation with a low carrying capacity of about 400/ 600 TEUs. Apart from South’
Africa and Egypt, the rest of Africa had relatively small ships not suitable for deep-sea
liner service. However, it is worth noting here that there was some fleet development
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and .modernization in Mauritius, which showed a decline in general cargo and other
ships while at the same time mcreasmg its container fleet considerably in the period
under review. The overall problem is that African fleet is small and fragmented
between many countries making them even more in ineffective.

Table 14

African countries fotal fleet by type of ship (in million dwt)
Year - Total | Oil Bulk General | Container . | Other,

fleet | tankers | carriers | cargo ships types
1990 73 |24 11 123 loo4 14
1995 6.7 22 12 1.9 0.08 1.2
1996 6.5 2.1 1.3 1.8 0.08 1.2
1998 63 |18 1.4 1.6 0.2 112
2000 6.03 1.6 14 1.6 102 12

Source: Compiled from the Review of Maritime Transport, 1890-2000, UNCTAD

124. Whereas the fieet was declining, the cargo throughput as shown in Tabie 7 had
increased from 627.2 million tons in 1990 to 726.3 million tons in 2000. Table 15 shows
that from 1990, total dry general cargo was 198.0 million tons compared to 233.0 milion
tons in 2000. The crude oil loaded increased steadily up to 1996. From there onwards,
the crude oil loaded declined. The only exception to that trend was the oil products
which, generally, increased from 1990 to 2000.

125. The results achieved by majority of Africa fleets in 1890/91 when the fleet level was
7.3 million dwt did not match the expectations voiced at the time they were formed. The
total fleet declined over thé period from 7.3 million dwt to 6.03 million dwt for1890 {o
2000 respectively. That represented a decline of 17.1 per cent. The combined general
cargo and container ships also decreased from 2.34 million dwt to 1.8 million dwt
between 1990 and 2000 respectively. That represented a decline of 23.1 per cent.

126..The important phenomena here is that whereas the combined general cargo and
container ships which are used in the liner frade declined, the dry cargo increased form
198.0 million tons to 233.0 million tons between 1990 and 2000 respectively
representing an increase of 18.0 per cent (see Tables 14 and 15). Applying a combined
general cargo and container ships’ productivity factor of 6.09 tons per dwt, their share of
the total traffic attributed to them in 1990 was only 7. 4 per cent. To fully comply with the
UNCTAD Code formula of 40: 40: 20, in 1990/91, the region needed a combined
general cargo and container fleet of at least'13.0 million dwt. In the year 2000, the
productivity factor for similar category of ships was 6.42 tons per dwt. Having noted that
the combined fleet of general cargo and container ships had declined by 23.1 per ‘cent,
the liner trade share of the African fleet was only 5.0 per cent of the total region’s liner
trade. To carry up to the maximum provuded for in the Code, Africa needed a fleet of
about 14.5 million dwt. The decline in the share was mainly due to heavy shading off of
general cargo ships by the three Maghreb hations of Morocco, Libya and Tunisia as welt
as the two West African countries of ngerla and Ghana. In North -Africa, Egypt
significantly reduced its general cargo fleet: Table 16 shows how the major maritime
nations: of Africa performed over the period. Libya, Tunisia, and Morocco reduced their
general cargo fleets by 91 per cent, 50 per cent and 26 'per cent respectively. Ghana
and Nigeria reduced theirs by 76 per cent and 53 per cent respectively. Egypt reduced
its similar fleet by 19 per cent over the period. Therefore, no anticipated increase in
equitable participation in liner shlppmg was achieved. On the contrary, the African
share of the liner trade is lower now than it was durlng the last decade.



Table 15

Total goods loaded and unloaded in Developing countries of Afrlca by major
product group (in million tons) '

Year CRUDE OIL OIL PRODUCTS DRY CARGO
Loaded | Unloaded | Total anded Unloaded Total | Loaded | Unloaded | Total
| 1990 3098 [ 73.8 383.6 | 355 101 . 456 965 | 1013 | 198.0
1993 308.6 78.2 386.8 | 35.7 9.9 456 | 962 29.8 196.0
11994 13251 78.4 403.5 | 35.6 9.8 454 1942 111.4 194.6
1965 3319 80.0 411.9 | 36.4 10.1 46.5 99.0 - 1055 | 204.5
1996 3794 | 789 4583 | 31.8 10.0 41.8 100.4 106.9 207.3
1 1997 378.9 78.9 457.8 | 31.0 10.4 414 104.3 111.1 2154
1998 372.8 80.5 4533 | 29.0 10.7 39.7 109.3 116.2 225.5
1999 363.0 80.5 4435 | 295 10,7 40.2 111.2 118.3 229.5
2000 . ] 370.0 81.7 451.7 | 30.5 1.7 . }41.6 114_.0 - 119.0 . 233.0

Source: Derived from the Review of maritime Transport, 1990-2000, UNCTAD..
Table 16

Behawor of fleets by ship type of major African maritime shlppmg transport nations
(in, 000 dwf)

Country Year | Total Oil Bulk General cargo | Container | Other.
. _ fleet Tankers | Carriers | ships ships types
Egypt 1990 | 1925 | 496 565 668 544 |18 |26
2000 |2093 | 365 1035 " | 131
Algeria | 1990 | 1062 |46 254 296 295 | L - 466
2000 | 1110 | s2 288 dars
Libya 1990 | 1448 | 344 y 100 9 . 24
- 2000 | 667 |53 | N L
‘Nigeria | 1990 | 727 | 436 . 246 115 . |95
: 2000 | 677 519 . . o . 43
Morocco | 1990 | 618 | 19 | 163 151 112 110|275
2000 {394 |20 . l2s | 226
| Mawritis | 1990 | 141 | .. 79 28 41 |20 275
2000 | 190 . 5 EESEINE 13
Tunisia 1990 | 442 47 . |58 61 30 |. | 276
2000 | 170 32 26 . |81
Ethiopia | 1990 | 91 6 . 84 16 | .. lr
: | 2000 | 120 - |4 . .
Ghana 1990 | 110 1 . 73 18 . 36
2000 | 92 9 0.3 . 66

Source: Review of Maritime Transport, 1950-2000, UNCTAD.
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Parameter 2:

To increase significantly the participation of national fieets in non-liner trade under the

 conditions of UNCTAD Resolution no.120 (v).

127. The relevant paragraphs of the above-mentioned UNCTAD Resolution no. 120 (v}
state that: -

=1‘. Calls upon Governments to take steps to ensure for devefoping countries equifable

participation in the transport of all cargoes, and more specially bulk cargoes, generated
by their own foreign trade by national vessels of the respective trading countries or by
vessels oftherwise operated by them;

2. Recommends the application of the fofidwing principles, taking into account
pragmatic considerations that: -

(a)  The transport of regular bulk and refrigerated cargo between a pair of exporting
and importing couniries should have equitable participation by the national lines of the
respective trading countries, or by vessels otherwise operated by them;

{b) Other bulk and refrigerated cargoes should be subject of bilateral agreementis
between the trading partner countries providing for the equitable participation in the
trades by the national lines.of the these trading partner countries; -

(c) Until developing countries achieve an equitable share of world tonnage,
contracts between developing and developed countries for the sale or purchase of bulk
cargoes, or the exploitation of natural resources which give rise to bulk cargoes, should
stipulate that a substantial and increasing portion of cargoes shall be carried by the
vessels of developing countries or by vessels operated by them;

(d) Urges deVeloping' countries which import bulk cargoes especially in less-than-
ship-load quantities to take measures among themselves for joint bulk shipping
operations in co-operation with the exporting developing countries; efc - ‘

128. The above quoted UNCTAD Resolution 120 (v) is clear as to its objective. Table
15 shows the evolution of the Crude oil and oil products cargo as well as tanker and
bulk carriers over the period under review. As already-said in the foregoing paragraphs,
total liquid and dry bulk cargo increased while the tanker and bulk carriers fleet
decreased in the region. In 1990, the productivity figures for Oil tankers and Buik
carriers were 5. 96 tons and 3.29 tons per dwt respectively. Those of end of 1899 were
6.65 tons and 3.03 tons per dwt for Oil tankers and Bulk carriers respectively. By
direct interpolation, the share of the regions' Oil tankers in the total African Crude oil
carried in 1990 was only 4.0 per cent. Similarly, the share of Qil praducts was oniy 0.8
per cent. The region needed 32.2 million dwt and 7.0 million dwt of Oil tankers and
Bulk carriers respectively to carry about 50 per cent of the total trade. Crude oil
fluctuated from 1990 fo 2000. Whereas total Oil products decreased due to the fall in
the products loaded over the same period. Meanwhile, Qil tanker fieet declined
significantly whereas the Bulk carrier fleet increased steadily over the same period.
The result was that the share of Crude oil carried in African bottoms declined form 4
per cent in 1990 to 2.4 percent in 2000. However there was a remarkable increase in
the Oil products carried in African bottoms form 0.8 in 1990 to 10.2 percent in 2000. To
carry about 50 per cent of the cargo, the region needed at least 34.0 million dwt and
7.0 million dwt of Qil tanker and Bulk carrier fleet respectively.

129. The complexity of the matter is that chartering could increase this tonnage.
Algeria had reported that her carrying capacity had neverthsless increased to 20 per



cent of the trade through chartering. This could be true for other ceuntnes but there is
no mformatlon to confirm it. S :

130. Therefore there was no mprovement in the carriage of bulk cargoes from
. the reglon as mtended by the provns:on of UNCTAD Resolution no. 120 (v)

Table 17
Evolutlon of bulk cargo and types of shlps in Afrlca, 1990, 1995-2000
Year Buik cargoes { in million tons) Type of ships {ir million dwa
«Crude Oil ' Total - 0Oil Bulk Total .
oil - products ' tankers | carriers :
1990 13836 45.6 429.2 24 1.1 - -3.5.
1995. | 411.9 46.5 458.4 22 1.2 34
1996 4583 41.8 500.1 2.1 1.3 34
1998 4533 39.7 493.3 18 14 - 3z
2000 14517 41.6 4933 1.6 1.4 3.0

Sourcé'- Defived from the Review of Maritime Transport, 1990-2000, UNCTAD.

Parameter 3:

To mcrease the competitiveness of national fleets through modermzet;on and
adaptation of tonnage to trading requirements and through adaptar!on of management
techniques feadmg fo reduced unit costs of transport. _

131. There is no statistical evidence indicating that- a major modernization or
adaptation process took place in the region as whole during the period under review.

The following countries had added tonnage to their respective fleets: Ethiopia; two

multi-purpose ships, Mauritania; one multi-purpose ship and Sudan; one -ship (the
assumption is that it was multi-purpose ship because no container ship was recorded
on its registry on the period.). It can also be deduced that Mauritius under took a major
fleet development and possibly modemization as well. Her general cargo and rest of
the fleet declined whereas container ships increased by more than f:vefo!d The
problem is that most countries did not give any details of their fleet.

132. The common feature in the country reports of the few, who responded to ECA’s
request for evaluation data, is that they were at an advanced stage of privatization. It
appears therefore that instead of modernization and adaptation, most of the countries
were in the process of privatization. Some of them, probably those countries that said
nothing about their fleets, could have already privatized or their lines had been
dissolved. :

133. Algeria had reported that its maritime shipping transport sub-sector, like all other
sub-sectors, suffered from shrinking funding for the renewal and growth of its fleet. It
was_ also reported that because of the problem of funding, the fleet could not conform
o international safety and security norms. There were delays in conforming to the
International Safety Management Code (ISM), Standard of Training and Watch-
keeping for seafarers (STCW) and World Distress and Maritime Safety System
(SMDSM). Furthermore, Algeria reported that part of its fleet was old resuiting in
considerable increase in operational loss and poor performance. Not withstanding the
fore mentioned problem, Algeria’'s strategy is to increase its fleet. A recovery and
restructuring program has already been put in place.
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134, Ethiopia and Sudan indicated that they had carried out training and rationalization
of staff deployment with the view to improving the performance of their fleets. However,

“no fleet performance indicators were provided.

135. Using'gene:;al data, it can be c'oncl-uded. that nél mpderniiation progran‘i_,or
adaptation took place. Consequently, reduced unit cost was not realized.

Parameter 4:

To increase srgnmcant!y the Ievel of ownersh:p and contro! by Afncan countnes of
competitive tonnage adapted to the requirement of African trade. -

136. Table 2 shows a decline in the competitive. fleet of African countries. It would
however be naive to leave the matter there. The facts shown by statistics in Table 12
and 13 reflect that some countries such as Egypt, Algeria, Mauritius and Ethiopia had
significantly increased the level of ownership of the competitive fleets. 'Bulk carriers for
Egypt, Oil tankers and Bulk carriers for Algeria, General cargo and container ships for
Mauritius and General cargo ships for Ethiopia. However, the huge reductions of
general cargo ships by a few countries such as Libya, Ghana, Nigeria and Tunisia
have adversely affected. the region's average performance. The reasons for such a
reduction could be due to the recent history of West Africa shipping lines. Following the
demise of Liner Conferences serving the Europe-West and Central African shipping
range, through European Commission action, in the early 1990s, the region saw the
collapse of many National Shipping Lines of MOWCA member states which depended
on the orgamzattonal convenience of Liner Conferences. It showed that state lines
unable to compete in a largely deregulated market, fell into decline and have now
been, or are about to be liquidated.

137. Those who thought that they had seen the last of the conference in west Africa
were wrong because after the National Lines were technically eliminated, the large
European shipping lines regrouped and formed a Liner Conference called the
Europe/West African Trade Agreement (EWATA) with the following. lines as members:

_ _A._P.— Moller—MaerskSéaiand |
. H Stinnes Linien

= Nile Dutch African Line -

.- P.O. Nedlloyd

- Safm’arine Container Lines and
. “West Africa Linien-Diénste

138. Generally, MOWCA has realized that the sub-region was lagging behind in
development of the shipping sector due to “low level of participation of the sub-region
in the supply of shipping services”. And indeed, deep-sea shlppmg is left to foreign
shlpplng lines that now carry wrtually a[l the fore|gn trade _

139 The plcture certainly Iooks gloomy Many countnes with fleet registered on their
national registry, particularly on the general cargo and other types have on the contrary
indicated not having any deep-sea fleet. This implies that the ships on their registry
are small and not suitable for deep-sea trade. Table 3 shows that such fleets
constitute quite a substantial number of ships on the registry of many countries.



The statistical data available shows that even those small vessels are very few
indeed. Therefore, there was neither significant increase in the level of
ownership and control by African countries of competltlve tonnage nor
adaptation to the requirement of African trade.

Marltlme Ports:

140. The sub-sector’'s long-term objective was fo increase trade by improving the
performance of African ports. The main areas of lmmedlate concentration and the
act:v:ttes under them are discussed below.

‘a) Human resources development

141. The assessment of this strategy should be understood taking into account the
perceived problem and expected solution at the inception of UNTACDA 1. A significant
initiative in early 1990s was the undertaking of a study by UNCTAD on Strategies for
Human Resource and Institutional Development. The Study was carried out for the
Transport and Telecommunication sector in Sub- Saharan Africa. The relevance of that
study whose report was published in 1991, is that it kind of set a stage for action in the
development of human resources in the region by articulating the problems and
suggesting solutlons which inspired actions in HRID in ports/harbors

142. The mam weaknesses of ports in the region as assessed in the aforementloned
_study were:-

“Equupment is up to date management and performance was not

..The designing of the organization of the ports appears to be a major bottleneck in

operat:ons The studies showed tha' organizational structures are fauity, to varying

‘extents. There are minor weaknesses in the allocation of responsibiliies to
departments, with overlapping or duplicated functions, or with functions: not clearly
defined... overs_taffmg and imprecision over who should do what reduced efﬂcnency
and staﬂ’ moraie

“In’ the port sector, the need for application of management information technotogy was
felt acutely...a radical change of Work ethic was considered necessary m the case

study of ports.”

143 These weaknesses, though affecting ports different!y, had direct or indirect effects
on port personnel. Staff welfare and social benefit were considered to be very good.
Reasonable steps had been taken in manpower planing, fraining: and salary
structuring. Top management was found to be excellent but faulty organization
structures and poor management styles at middle and lower levels.

144. Solutions suggested in the study were primarily aimed at eliminating or reducing
problems highlighted. The main approach was to sensitize senior policy makers to
sighted problems and priorities. In this connection join seminars were proposed
between policy makers in relevant ministries and decision-makers in ports with a view
to changing attitudes on importance of ports to the national economy as Wwell as their
need for freedom to operate, and need to avoid excessive union power. Semmars were
also proposed in order to develop improved policies on government-port relationships,
co-ordinated procedure for handling urgent port problems, and a system of financial
controi

145 Short courses were also suggested for port managers almed at, amongst other
things, helping them to appreciaté modern management approaches, accept radical
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change, and neé_d for imparting the modern work ethics and the impact of modern

“information technology on human resources development.

146. In line with these recommendations, which were also among the strategies of
UNTACDA I, and directives of Ministers of Transport and Communication at their 11"
conference held in Cairo, Egypt in 1997, many seminars and workshops were held for
port executives at all levels in the region. Regional ports associations, sub-regional
organizations, IAPH, ECA, ECLAC, ILO, and UNCTAD organized and delivered
seminars, workshops and fraining in the region. Some of the functions were held
abroad. The functions were successful and achieved many changes in the ports of the
region generaily some of them being very radical. The sessions helped, significantly,
the process of restructuring and reforms in ports, port commercialization or
privatization in the region.

147. 1t is necessary to highlight here the activities undertaken by UNCTAD. The
UNCTAD Port Management Certificate Program was successfully  initiated and
implemented starting from December 1996 in ports of Cotonou, Benin; Dakar, Senegal;
Libreville, Gabon; Port de Grand, Belgium. A first training-of-trainers seminar was held
in Gent, Belgium, in1996 and a second one took place in Las Palmas, Spain, in

-1997for representatives of these ports. In 1998, UNCTAD was extending the training

extended. to other port communities. Also, the success of the program led to
considering the possibility of delivery of the program by national educational
establishments using the new pedagogic material developed at earlier deliveries.
Through this and other UNCTAD training programs, many African nationals were
trained thereby contributing to human resources development in the region. Regarding
the TRAINMAR program in Africa, co-operation between centers was being activated
aftef- a period without structured co-operation among the various qualified centers still
active individually. 'In March 2000, trainers or managers from Angola, Benin,
Cameroon, Cape Verde, Gabon, Gambia, Guinea, Senegal, Togo and Tanzania met in
Las Palmas, Canary Islands where UNCTAD was requested to support renewed co-
operation among the interested countries. .

148. ILO was also supportive to the training initiatives of port associations through the
Portworker Development Program (PDP), which was the basis for the global port
training -strategy. The importance of PDP is that there was a centrally prepared
material, properly tested and validated. The development-objective of PDP is to enabie
governments and port authorities in developing countries to establish effective and
systematic - portworker training ' schemes, designed to improve - cargo-handling
performance, working conditions and practuces safety and the status and welfare of
pcrtwoker .

b} lmpro vement of port productivity

149. Port performance The region has been gomg through operational changes of
great magnitude over the period of the ANTACDA Il. Using the restructuring and

reforms that had been and are still going on in the region can best explain the manner

of change in operationai procedure. Many ports were and are going through radical
changes in’ administration and procedures of doing things. Modern management
systems have been accepted and implemented within the liberalization environment.
Many seminars and workshops were held in this regard with tremendous success.

150. The:aim of the radical changes certainly was targeted at the quest for improved
efficiency; overall and -higher productivity at terminal. Both these have the tendency of |
increasing. the rate and volumes of cargo through the port and the ability of the ports to



adequately respond to the needs of its clients and satisfy them. The ports in the region
were, and are still, proceeding with commercialization or privatization aimed at meeting
this target.

151. Ports all over the region are at one stage of structural reforms and
commercialization or another. Recent examples are ports in Kenya, Tanzania,
Mauritius, Mozambique, Sudan, South Africa, Djibouti, Cameroon, efc. The result of
these reforms has been, amongst other things, significant increases in port productivity
as indicated by growth in the average crane moves per 24 hrs and decline in ship turn
round time. : : _

152. Mauritius Port Authority (MPA) as an example:

153. MPA was established as landlord port as from 1% August 1998 following the
proclamation of a new Ports Act 19898. MPA underiock major structuring and
reorganization exercises. One of the new roles of MPA as a landlord, is the “entering
into concession contracts for the provision of port and cargo handling services by
qualified and licensed operators under such general terms and conditions as the
Authority may determine.” A concession contract was signed in January 1999 with
Cargo Handling Corporation for the aoperation of the container terminal. '

154. The performance at the terminal increased significantly from an average of 8
TEUs per gross gang hour for the year 1998 to between 10.4 to 14.6 TEUs per gross
gang hour for the first half of 1999 as shown in Table 14. More important still was the
fact that performance continued to increase. Also note worthy was the high
performance peaks realized of 24.8 TEUs, 26 TEUs and 28.4 TEUs per gross crane
moves over the period. Furthermore, ships benefited from this rise in performance by
meeting their productivity targets at the terminal. '

Table 18
Mauritius Container Terminal Performance Indicators, part of 1999,
1599 Number | Number | Moves per % of ships
of ships | of moves | gross crane meeting their
hour productivity
targets
January 15 3089 10.4 46
February 26 6543 112 49
March 35 7720 115 . 46
April 37 au12 137 : 73
May 34 8 740 13.6 71
June 36 8 899 146 83

Source: ECA seminar reports on commercialization, 1999.
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Chart.S: Mauritius Port Productivity Indicators 1999
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155. Productivity indicators showed better performance bulk cargo than break bulk
cargoes. The country data showed that the productivity in handling containers increased
after the purchase of mobile container handling equipment in 1998. The performance of
Massawa port increased from 4 moves per gang/hour in 1997 to 7moves per gang/hour
in 1998. The average performance further increased from 7 moves per gang/hour to 15
moves per gang/hour in1998 and 1999 respectively. However, these “apparent
improvements pertain to major ports that have embrace restructuring and liberalization
principals as well as those, which have taken action towards modernization of port
equipment. Most of the other ports performances are still in the state of low out put, high
operating and maintenance costs and generaily poor quality of services fo customers,
both ship and cargo interests. : -

Table 19
Average productivity per gang/hour at Massawa port
Type of cargoe 1997 1998 1999
Bulk 29 24 22
Bagged - 18 18 18
break bulk 11 13 16
Containerized 4 7 15
moves | moves | moves

Source: Derive from country report.

Most of the other ports performances are still in the state of low out put, high operating
and maintenance costs and generally poor quality of services to customers, both ship
and cargo interests.



156. Simplification of customs procedures. In any port, there are various ways of
doing things devised by port operators. These are constituted into procedures,
arrangements and issues for cargo movements from the time it is landed at the port as
import or export cargo to the time it reaches the consignee. It is well understood that
the more complicated those procedures, clearance arrangements and issues are, the
more costly a port would turn out to be. There are many. players involved in port
procedures. The major players, excluding the port authorities, are the Clearing and
Forwarding Agents (mostly representing the cargo interests), Customs Authorities,
Police Authorities, Transporters, Port Heath Authorities, etc. -

157. In many African ports the Customs procedures constitute one of the major
problems in the whole process of clearing goods form the port. Any port related delays
have almost invariably included the problem of long and often exasperating customs
procedures. The major problems in this connection are many, one is that the customs
authorities often work under rigid government rule and regulations. These rules and
regulations are implemented by putting in place specific sequence of actions to be
taken or followed when clearing goods for customs purposes generally called customs
procedures. Hence the presence of the customs authorities in ports are mainly to
protect the fiscal revenues through the collection of duties on cargoes and
establishment of procedures -and practices which ensure that goods in transit and
contraband do not enter the national economy.

158. It is well understood that comphance with customs procedures by both the
customs authorities .and the shipper concerned was easy in the centuries gone by
because of low volumes and slow transport systems. The customs officers had all the
time to thoroughly scrutinize documents, carry out procedural checks and inspections
on all goods. Since that time, however, there has been an enormous increase in the
volume of trade and in the speed of transpert systems. Many customs authorities have
been very slow to adjust to the changes and instead, they continued using old
documents, procedures, and inspection technigues. Also, while international commerce
is moving towards the removal of resfrictions, in some cases, customs could be seen
creating more restrictions and increasing fcrmahtfes This creates botilenecks to the
quick flow of goods in ports.

159. Given the fact that customs have enormous legal powers, the idea! situation could
be for customs authorities seek to ensure not only total compliance to fiscal
requirements but also internationally accepted standards for facilitation of trade flows.
They should be seen to be simplifying, harmonizing and reducing their documentation,
procedures and requirements so as to facilitate trade flows. Since both compliance and
facilitation are important, the custorns authorities should balance them so¢ that a more
commercial approach might be attained. :

160. In the region, there has been many meetings, seminars, workshops, symposiums,
etc held at national, sub-regional, regional and international level where matters of
customs procedures were discussed. Poris associations, sub-regional organizations
have impressed upon governments to change customs procedures to meet the present
needs of trade flows. Facilitation conventions have been drawn and signed. The matter
is also tackled through the many regions’ transit transport corridors. Therefore,
streamiining and harmonization of customs procedures is an-on-going process in the
region. In this regard, UNCTAD had co-operated with regional and the various sub-
regionat bodies in the transit sector in the development and implementation of customs
and transport information systems. The most outstanding activity was the work
towards the  strengthening of customs transit control and simplifying customs
procedures through customs reform modernization program (ASYCUDA) and Advance
Cargo Information System (ACIS). The transit module covers all functions of customs
control and transit monitoring of transit cargo. It should be noted that this UNCTAD
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information technology systern has been very useful and countries from East and West
Africa have benefited from it. As a result of the successful of ASYCUDA, a new module
known as ASYCUDA++ software was developed in 1999, to manage customs transit.
procedures. This module will assist to further streamline for, customs purposes, three
transit documents, namely, the Transit Form (T1), the TIR carnet and the First
Identification Procedure (FIP). This module is usable for all the types of transit as
defined in the Kyoto Convention covering all the cargo movements. ACIS gives
logistical information by tracking equipment and cargo on all modes, i.e., rail, roads,
and lakes/rivers and at the interfaces such as ports and inland clearance depots, as
well as providing information a head in advance of cargo arrival.

161. In West Africa, customs procedures and practices have give rise to alarm over
many years. Procedures still appears to be complicated and bureaucratic, and often

not fully under stood by customs officers. The customs officers often, also, have litile

understanding of relevant international agreements. There has been, in spite of
attempts by ECOWAS and UEMOA, a lack of co-operation between national customs

authorities. Formal procedures may be onerous, but worse are the widespread use of
informal practices by customs authorities. These reduce the efficiency of international

transport and have a marked effect on transport cost, although this is quantifiabie only .
with difficulty. MOWCA, with the support of the. European Commission, commissioned-
a study of these problems, at the beginning of 2000. Recommendations were made to

clear up the informal practices, improve the quality of customs officers by fraining,

simplify procedures, promote a greater awareness of international agreements and

encourage wider co-operation of customs authorities. It is not clear, however, that this

initiative ‘has yet made any hoticeable lmprovement in the situation. However, it looks
the sub-region is striving to establish a customs union and a lot of work has been put

into trade liberalization treaties and activitiés. One major activity in this regard is the

drafting of a single customs document by ECOWAS in collaboration with UEMOA.

Once this is fully implemented, no doubt, trade will be facilitated and consequential

costs would be reduced. The mam dlﬁ' culties being faced in West Africa in this area

are: -

¢ Some member countries of ECOWAS have not ratified this protocol and have not
o yet taken action to remove tariff barriers;

¢« Those who had long ratified the protocol have failed to prlnt the harmomzed
documents . :

LR Problems of harmonlzmg actiwtles of ECO\NAS and UEMOA in this area;

= The absence of measures to enllghten econom;c operators about the ECOWAS
Trade leeralization Scheme.

162." Ifi ‘southemn " Africa, SATCC and COMESA are co- operating in streamlsmng
customs procedures For instance, SATCC is working on a one-stop-border clearance:
procedure in“order to reduce delays at border posts. COMESA has developed a few
instruments such as the Regional Customs Bond Guarantee (RCBG) and - the
COMESA Customs Document (COMESA-CD). RCBG is an instrument designed to:

e ' Eliminate the opening and cancellation on the basis of general guarantee and cash
depots of customs bond guarantee for each country transsted

. Reduce transport costs by simplifying transnt procedures; -

¢ Quicken clearance of cargo by cutting delays at border crossing -when freight
forwarders have no sufficient customs bonds or guarantees.



¢ The COMESA-CD seeks to have a harmonized customs document to replace the
many different documents used in various member states. Its benefits include: -

. Reduction of documentation by 25 per cent;
. Reduction of delays at borders;

® -'Wide and deeper co-operation between' national customs authorities from the _usé
of one clearance document, etc

163. These developments, which have taken place with the blessing of the

governments and their .respective Customs Authorities, have only recently started.

bearing results in many countries. For instance, Kenya had reported the reduction in
customs documentation procedures. Kenya has S|mpllf|ed documentatlon and reduced
the number of stamps from 13 to 4. o :

164. However, a lot of work still remains to be done the region, to change customs
authorities from the role they have since played of impeding the smooth flow of cargo
in ports. They should also be seen to be departing from bemg the breedlng ground of
znforma! procedures

c) Improvement of port maintenance

165.. The most |mportant port equipment affect:ng productlwty at berth is. the quay
crane. Failure of the quay crane invariably means poor performance. in their 1895
report of Review of Maritime Transport, UNCTAD reported that a round one fifth- of all
in-service container cranes were above 20 years of age. At that time, the cheapest new
Ship-to-Show Gantry (SSGs) crane to service a Panamax size confainer ship was

selling at an average price of US $ 5 million. Ports in developed .market-¢conomies:

were at time preferring refurbishment, which was cheaper than procuring new ones.
UNCTAD-also noted in that same publication that the delivery of new container SSGs
did not reduce significantly the proportion of SSGs over 20 years. It is obvious that the
oider the equxpment the more costly it.is to maintain and the more dangerous it is to
operate S , _

166. 1n 1995, Middle East and Africa had a total of 149 container SSGs. 102 of them
were pre-1985 deliveries representing about 85 per cent. SSGs delivered from 1985 to.

1994 were 47 representing 32 per cent. This means by now most SSGs in the region
may ‘have become over aged. It was therefore not surprising that most port training
colieges established initially majored on maintenance of port equipment. Therefore the
main-problem in this connection has not been lack of personnel to de a good job. in the
early 1990s, the problems were shortage of foreign exchange, lack of foreign exchange
budget for ports and unsympathetic bureaucratic procedures in financial departments
of governments. Meetings of ports associations during that period lamented about the
problern of equipment maintenance and the need for sharing ideas on strategies of
repair and maintenance. Also ma;ority of projects were on rehabilitation of port

equipment. -

167. The subject should be considered together with th'e adaptation of.equipment'

mentioned in the above paragraphs. Rehabilitation, repair and maintenance have been
one of the biggest problems:of port authorities in Africa. A few countries have admitted
that their port-authorities have reached the very limit of their financial capabilities. Their
respective countries have also been going through financial difficulties. Cannibalization
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of equipment like SSGs has taken place to provide spares for others indicating not only
obsolescence and age problems but also lack of funds.

168. However, since liberalization, the problem of foreign exchange is expected to end
and ports have been devising new maintenance schemes including those on
expeditious procurement of spares and maintenance have been made to meet their
customers’ expectations in the era of commercialization. Sooner or latter, the aged
equipment must be replaced under liberalized management.

~d} Improve port administration and institutional aspects

168. As explained in the foregoing paragraphs have been 'going through radical
changes and great challenges during the Decade period. Institutional and
administrative reforms took place or are taking place in many ports of the region.

170. Reforms of existing - port institutions to- reduce or remove altogether - the
institutional inadequacies are fundamental in order to improve port performance In this
connection, the relationship between ports. and governments is being. reformed.
Reforms in provision of suitable policy guideiine, preparatlon of comprehensive
performance indicators, participation of private sector, etc, are going on.

" 171. institutional reforms and co-operation in port cannot be effective unless they are |

support by organizational charges and improvement in management or administration.
To this end, may seminars and workshops were held in the region with a view to
introducing appropriate institutional and managerial reforms. The improvement in port
performance reported by some countries was a direct result of the reform activities. in
this aspect as well as commercialization processes.

e) Greater co-operation among African countries

~ 172. Generally, Africa as region has expenenced a great zeal for regional co-operatlon

during the period under review. Many countries and organizations had created sections
or divisions in their respective organizations to deal with it. Many sub-regional
organizations had entered intc some sort of co-operation arrangements with one
another. Also, it is worth noting that many regional organizations have observer status

- with Internat;onai organzzatlons like IMO, UNCTAD, etc and through them, African

countries co—operate on various issues including those relating to maritime matters.

173. The North African countries had intensified their co-operation in maritime matters
through the Mediterranean Memorandum of Understanding (MOU). The Mediterranean
MOU was signed in July 1997. The MOU covered co-operation in implementation of
relevant IMO conventions. African countries involved included Algeria, Egypt, Morocco
and Tunisia. Similarly, Eastern and Southern African countries had co-operated in
maritime matters through various sub-regional organizations. These were COMESA,
SADC, EAC, ISCOS and most recently the Cruise Indian Ocean. Also, several
countries in the sub-region attended a meeting in Mumbai, India on port state control.
These were Djibouti, Eriirea, Ethiopia, Kenya, Tanzania, Mauritius, Mozambique,
Seychelles and South Africa. The meeting culminated into an Indian Ocean MOU on

port state control

174. The West and Central countnes had also intensified co-operatlon in maritime
transport through various forums like MOWCA, ECOWAS, etc: Regarding port state
control,‘they took-a similar initiative 'in October 1999 when 19 countries attended the
Third preparatory and sugnatory meetang in Abu;a Nigeria. 16 countrles slgned the



MOU on port state control. These were: Benin, Cape Verde, Congo, Cote D'lvoire,
Gabon, Gambia, Ghana, Guinea, Liberia, Mauntama Namibia, Nigeria, Senegal, Sierra
Leone, South Afnca and Togo. The remaining countries have since 5|gned

175 Further more the region had forged ahead .in region co-operatlon through port
associations.. Regional co-operation between ports during the period under review
pointed towards the creation of a, Pan-Afncan .Association for Port Co-operation
(PAPC). : S : B

176. Co-operation in marine poilution and pollution control. All port associations in
the region have taken a leading role in marine poilution and control matters. This is,
understandably, due to the fact that most of the expertise to handle marine pollution
problems is concentrated in port labor and management.  Most ports have small
sections within the ports to handle poliution, which couid be used as nucleus for the
development of national pollution prevention or monitoring units. Almost all port
association meetings had included a resolutlon to governments to ratify and |mplement
marine pollution conventions. ‘ ‘ _

177 In addltton bodies like MOWCA, SATCC, COMESA EAC, etc have added a
strong voice to their respective members to ratify and implement oil poliution and

_pollution control conventions. The African countries have real. ecologicai and financial

interests in matters of pollution control in the sense that coastal couniries also

‘happened to be important fishing and tourist destinations. Tourism in many of these

countries highly depends on clean beaches. Morsover, these countries have invested
heavily in tourist infrastructure and are keen to ensure that such investment was not
made unsuccessful by pollution of their coastline. Pollution of the seawater wouid also
destroy the ecological system of the region. This in turn would affect the production of
fish in the regional waters, in the long run. Some countries in the region have invested
heavily in fishing infrastructure and equipment. At the same time, the regions coastal
waters .provide some of the busiest shipping routes for large volumes of oil tarker
traffic. The region also harbors its own oil producing countries, with-a network of oil

tanker movements in its coastal waters. Therefore, they are keen to see that their

investment in tourism and fishing was not made meffect!ve by polflution of the coastal
waters, _ _ ,

178. The commitment of IMO to safer shipping and cleaner seas on a global basis. is
well known. During the period under review, IMO had taken a very important step
towards assisting the region to ratify and implement IMO- conventions. In 1999, the
organization opened regional offices in Africa to assist the countries to ratify and
implement the marine pollution conventions. The IMO regional co-ordinators had
carried out needs assessment missions in 28 African nations. Those missions had
enabled the IMO Secretariat to identify and establish appropriate priorities for African

region. Additionally;, IMO had co-operated with regional organizations such as

PMAESA, MOWCA, and SADC, in identifying priority needs for compliance with and
enforcement of global standards. Consequently, IMO launched regional ITCPs for the
periods 2000 to 2001 and 2002 to 2003. The activities of IMO in the region would
therefore concentrate on strengthening/upgrading maritime =~ Administrations,
reviewing/upgrading maritime legislation, and preventing and control of marine
pollution through the provision of assistance in the ratification and implementation of
MARPOL 73/78 and the OPRC convention.

179. The best individual country report on this matter came from Algeri'a. Algeria, in

conjunction with other two Maghreb nations Morocco and Tunisia, had put in place an

elaborate program of marine pollution management. They undertook-a huge project on

the Establishment of a ‘Hydrocarbon Anti-pollution System. World Bank funded the
project from a grant by the World Environment Fund (WEF) for a total of US $ 20

57




58

million. The amount was broken down as follows; Aigeria US.$ 7.4 million, Morocco

 US$ 6.3 million, and Tunisia US$6.3. million. The objectives of the project were to
-reduce the spread of oil pollution in the international waters of the Mediterranean

through the establishment of structures and installations to handle waste in the ports in
Algeria, Morocco and Tunisia. Also, it was meant to sirengthen the capabilities of the
three countries to limit dumping at sea.- Three maritime traffic systems regulation .
stations (VTS) were installed in the ports of Algiers, Skikda and Arzew. The systems .
components included radar and radic-goniometry equipment VHF 2 ways, radio
communication equipment as well as safety and security equipment. The trial runs and
delivery of the equipment in the three ports were done in 1998.

180. The reason for quoting the example of North Africa is to show the kind of ‘co:_st'
involved in implementation of conventions and the need for concerted action. in
mobilization of funds to meet the cost of implementation. N

181. Most IMO conventions can be implemented mare effectively on regional and sub-
regional basis. For Example, the SAR Convention, adopted in Hamburg in 1979 and .
which entered into force in 1985, aims at developing an international SAR plan so that
no matter where an accident happens, the rescue of persons in distress at sea would
be. co-coordinated by SAR organization and, when necessary, by co-operation
between neighboring SAR organizations. The consequences of being party to SAR are
that each country is expected tfo: -

= Develop own regutatory framework;
= . Setup own share instaliations and,
» - Run an own coast guard.

182. In view of the considerable obligations posed by the 1979 SAR Convention, it had
not been accepted or ratified by many of the world's coastal states including those from
the region. A revised SAR Convention entered into force on 1% January 2000. The
revised SAR Convention, which to date has been ratified by 64 countries representing
47.05 percent of the world shipping tonnage, clarifies the responsibility of Governments
and puts greater emphasis on the regional approach and co-ordination between
maritime and aeronautical ‘SAR operators. It is, therefore, suggested that to avoid
setting' up a multiplicity of SAR institutions and installations, sub-regional coast guards
should be established. .From this stand point lessons should be learnt from the
experience of the Urnited States Coast Guard, which is-a unified coast guard for the
vast American coastline. Once set up, the proposed coast guards could, amongst other -
things, deal with: - ' -

»  Problems related to ekploitation of marine resources, security and safety; and
n Im‘plementétion‘bf maritime related conventions and harmonization thereof. The

issues involved here would be those found in SOLAS, MARPOL, ISMcode, and STCW
and SAR conventions. '

f) * Special arrangements for landlocked countries

183. The problems of landiocked countries and especially the high cost of transport
experienced by these countries. have always received sympathy  from the literal
countries as well as international and regional organizations. - The importance of
efficient transit systems for tand locked countries has been emphasized in numerous



studies, reports, meetings, seminars, workshops, and symposiums over the last 30
years. There is a general understanding that despite ali what has been.done, more is
still to be done to eliminate remaining bottienecks. These are inadequate port, rail and
road facmtles commumcation barners and many other non-physical barriers.

184 The whole region is co-operating in one way or another i in thls aspect Apart from
international law conventions’ requirements, it should be noted that facilities offered to
landiocked countries by coastal countries have ‘financial returns. Transit cargo is an
important source of revenue to the transited country. Under normal circumstances, the
coastal countries are very keen to provide any service including transit shades, ICDs in
close proximity to the border points and free zone facilities within the port areas. In this
regard, the region has been fully co-operating mainly through port associations, transit
-corridors and through -bi-lateral .arrangements to provide infrastructure for transport,
warehousing and cargo. handling. In' some cases, dry ports, depots, bonded
warehouses and special transit facilities at ports. Many countries in West and Eastern
Africa have provided reasonable facilities for their landlocked neighbors. For. instance,
Kenya has done a lot for the hinterland countries of Uganda, Burundi, Rwanda and
D.R.Congo. Tanzania has provided facilities for Burundi, D.R.Congo, Malawi and
Uganda. In Togo, the port of Lome has given transit depots to Burkina Faso managed
by the Burkina Faso Chamber of Commerce. Also, the port of Lome has given away
large parcels of land, within the port, on which, Burkina Faso, Niger, and Mali have
- erected warehouses and manage them autonomously. Nigeria, Gambia and Guinea;
just to- name a few, have also prowded similar facilities to their respectlve landlocked
ne;ghbors o

185 The matter is belng considered at ECOWAS. The ECOWAS Heads of State
adopted a fast track approach at their summit meeting held in Lome on 8" and 10"
December - 1999. Following that meeting several meetings were held aimed
implementing the decision of the Heads of States. Seven Member states: - Benin,
Burkina Faso, Ghana, Mali, Niger, Nigeria and Togo held a mini-summit; o discuss the

creation - of a ‘Borderless Zone befween their countries. An ECOWAS Ministeriai -

Meeting on Fast-Track Approach to Integration was held in Abuja on 26"‘ March 2000.
Many meetings followed on the subject of free trade area by April 2000. The Executive
secretary of ECOWAS has been working out modalities of the countries having a
common external tariff and sorting out special problems of Iandlocked countnes such
as provision of EPZ facilities and Free Zones. :

186. Free zones are essentially duty‘ free areas for all goods destined for re-export '
after reprocessing or breaking bulk, sorting, grading, cleaning, packing, repackaging,

efc. Facilities such as land areas, spaces, warehousing and storage, etc., are offered
" to operators on special agreement with the free zones authorities. Therefore, based on
the foregoing paragraphs, facilities are already being offered to landiocked countries
but not always on duty free basis. Transit rates are paid. In some cases transit bonds
and escorts are put in place to avoid diversion of transit cargo intfo the transnted
countries.

187. Export Processing Zones (EPZ) and Free Zones are concepts that have been
understudy and consideration during the UNTACDA i period in the region. EPZ
facilities were established in early 1980s in countries such as Nigeria, Kenya and
Mauritius. In 1897, Ghana declared Tema and Takoradi as free ports. Free Zongs
were being established in Cotonou, Benin from 1997. This concept is still being
considered in many African countries. With the spreading of the liberalization
environment, the proliferation of free zones will naturally fall in place, sooner or later.
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g}  Improvement of marine facilities

188. Ports in the region have been very active in improving port navigation and ship-to-
show communication facilities over the period under review. Generally.-the ports are
increasingly becoming sophisticated in this area. Most of them have been in the
process of modernizing their respective ports navigational aids. These include Algeria,
Angola; Eritrea, Gabon, Gambia, Guinea Bissau, Guinea, Kenya, Morocco, Mauritania,
Tanzania, Tunisia, etc. ‘

189. _Improvement of communication between ports and ship to show has also been

‘tackled through the ports management associations. The development of port
“communities in West and Central Africa has greatly assisted in the improvement of

navigational Aids through exchange of information and carrying out join project and

-training. In addition, countries through PMAWCA are co~operatmg in tramrng marine

pilots and computenzatlon projects.
h} . Re-enforcement of port planning

190. The techno[ogical advancement in ship design, draught ahd length as it affects
the provision of port facilities has nof escaped the minds of port authorities in the

-region. In fact, it can be safely said that the very current nature of ports in the region

has been dictated by ship technological changes. A glaring example is that. in the
1960s, there was no container terminal worth its name in the region. However, the
coming of containers and container ships forced changes. Less than a decade
thereafter, container terminals were constructed all over the region desptte the mltia!
reS|stance in some countries. :

191, Smce mid 1990s, ports associations had been keenly following the developments

in shipbuilding technology through their technical sub-committees. Also, other ship
related technological advancements such as dredging ships and cargo handling
required were kept in close scrutiny. Their consequences on port facilities carefully
examined and information exchanged between ports in order to assist member ports to
better plan for the future shlps In 1996, PMCWCA studied ali the four major groups of
vessels in the trade: -

(a) G’eneral Cargo Ships- comprising conventional type of ships, COMBOS etc.;

(b) Container Ships- started with COMBOS but later went into development of fully
cellular contalner ships These also developed by generatlons as follows '

. g generatzon up to 400 TEU

. | 2" generatlon 400 to 1 100 TEUs
» 39 generation 1 100 to1 600 TEUs
= 4" generation 1600 to 2 200 TEUs

u : F’énamax size 2 20(5 to 3 500 TEUs

. Post Panamax size over 3 500 to 6000 TEUs, super ships or mega vessels.

c) Dry Bulk vessels- these are purpose bun!t ships Smialler ones can be
ascommodated at general cargo berths. While Panamax and above require spec;alized
terminals with high speed handling facilities; _



(d) Liquid Bulk Carriers-comprising:‘

. C'pmbinatien carriers, carrying oil/bulk/products and oillc':_re;
= Product carriers; |

. Medlum size crude carners ' L

= Very Large Crude Carriers (VLCCs), and

" UIti’a La_rge Crude Carriers (ULCC)

192. The impact of changes in shipbuilding technology onports inthe region can be
-summarized as: - necessity of dredging to meet the needs of bigger and longer ships,
improvements in ‘'mechanization of port operations, adapting terminal lay out and

equipment to meet the service requirements of the mega ships, up-dating the training
- modules and increased competition between port w1th a view to capture the role of a
reglonal or sub-reglonal hub port, etc.

' 193 Some major ports have had to improve and a few adapted their port handilng
equipment in the light of these technological developments. Algeria is-a good example
in this area. Handling equipment was bought for Djen-Djen port. Modernization of

“container handling equipment was done in the ports of Algeria, Oran and Annaba
between 1997 -and 1998. In Nigeria, 1998 was a year when assorted cargo handling
equipment ‘were bought. It is: on record that 27 handling equipment were acquired.
Some of the equipment had handling capacity of up to 42 tons. Dredging had taken
place in"many port such as Nigeria, Cameroon, Guinea, Mauritania, Angola, Cote
D'lvoire, Tanzania, etc. these and a few more actions were taken in order to
‘accommodate - larger and longer vessels as well as for purposes of competition
between poits. It must be pointed out, however, that there are still' many ports
overwhelmed by the cost of rehabilitation and replacement costs. These costs have
driven ports ability to finance such projects to the very limit. In fact one of the reasons
for success in commercialization processes is not only the inability to manage ports but
mainly that of failure to fmance essen’cla! activities such as modemlzatlon of port
equnpment

194. Development in port facilities. There is no doubt that the region is fairly well
endowed with ports and its related facilities. The region has about 80 major ports.
Some portal countries have more than three ports classified as major ports. Massive
investments in port facilities were made during the last two decades. In addition,
several specialized ports were constructed for fishing and specialized cargoes.

195. So the advent of the “hub and spoke “ port concept triggered fears of possible
losses on returns on capital invested in poris. Also the concept came at the time of
institutional restructuring and reform in many ports not only in Africa but also in most
ports of the world. The main reasons for the reforms are to improve port efficiency and
to diversify sources of capital inflows. The substantial growth in the seaborne cargo
has resulted in most maritime countries to prepare plans of improving and enlarging
their ports and terminals, At the same time, port investment requirements have
skyrocketed forcing governments to seek much of the investment from the private
sector. Meanwhile, there was an idea that port facilities should be consolidated into
major ports and feeder ones to avoid duplication of investment into provision of port

fac;lltles

196 Lastly, but not least, there were developments in the technology of ships,
particularly fully cellular container ships and the competitive strategies of their
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respective operetors. By mid 1990s, 4" generation and Panamax size fully cellular
container ships were being replaced by Post Panamax or super container ships of

" more than 5000 TEU capacities. As at June 1998, the largest such vesse! was the

REGINA MAERSK, with a carrying capacity of BOOTEUs. At that time, bigger vessels
of 8000 TEUs had been designed and tested for seaworthiness and economic viability.
A revolutionary ship design was already on display, 400 metres long, a beam of 69
metres, with a carrying compliment of 15 000 TEUs, carried 28 rows across and 6to 7
tiers on top. The consequences of the technological advancement are that every
generation requires special port facilities ranging from deeper channels and berths to
wider approaches. On the land ward side, specialized shipside cranes are necessary
for on board operations, possibly with few stevedores. Therefore, the operating
strategies of vessel operators changed with major shipping lines, in this connection,
entering into round the world service. This has put ports under pressure to adapt to
new ship operators’ strategies. Failure to do this would mean being relegated to being
feeder poris.

197. The load center concept is particularly associated with container ship operations.
with regards to seaports. The maritime load centre concept anticipates the
development of one or two base (hub) ports on each maritime range, from which these
mega ships will call on route to other regions’ hub ports. It is further assumed that each
hub port will serve its hinterland captive market by relatively small ships on feeder
services or rail and road connections. To ensure economic use of the sophisticated

_ poit facilitiés, almost invariably, all major poris in the region are striving to be hub ports.

To avoid destructive competition between regional ports, it is voiced in some quarters
that the region should deliberately select a few direct global hub ports and classify the
rest into spoke ports broken down into regionai hub ports, sub-regional main ports,
direct call ports and feeder ports. In the modern world of competition, this action may
work ports reach a stage of going into mergers and where one-body. controls port
ownership within a range. Nonetheless, the entrepreneur decisions by vessel operators
may well over rlde alf these port owners’ strategles

198_._ As it was in the development of: contamenzation since its introduction .in the
1960s, the most rational way out is to let the needs of the trade as well as the business
strategies of the vessel operators dictate the natural choice of hub ports. if not, the
conflict between the regions’ choices and that of the free trade, may at the end of the ,
day impede free flow of the international commerce to and from the region.

199. The fact is that, hub ports often select themselves duetoa comblnatlon of factors;
such. as: - ,

e GeOgraphieal location advantage,

o _Skubstantial capture traffic em_j a large 'amount of bac.k-_up tand,-

® : Avai!_abi_[ity of Post Panamax eranes, deep water,retc,

. | Excellent,.direct intermodat connections by rail, road, etc,

e Proven aﬁd sustainable high standard of performence,

. Poll’ncal stabilty, atc. | |

200. Lookmg at the fore rh-entloned criteria, it is clear that very few regional ports can
gualify to be global hubs based pureiy on economic considerations. Already,

indications are that favorite locations are developing to be Mediterranean ports of
Europe to service North Africa range, Middle East ports to service Eastern African



range and South African ports to service the rest. This has to do. with the round the
world service routes explained in the foregoing chapters. Already, one of the major
“shipping line serving the region, Maersk Sealand, has set up a hub port in Algeciras,
Spain, from where African containers are transshipped to other destinations. Lines are
applylng the same route-planning concept in Eastern Africa. :

201. A[though port associations of the region have studied. this issue, conciuswe
discussions and decisions have not yet taken place. However, since most ports are -

being commercialized or privatized, the matter may be less complicated if left in private
entrepreneurs to determine based upon sustained excellency and -efficiency of port
services.

' DeVelobmént of parameters in maritime p.ort i

202 The_iﬁévéioprhent parameters were to: -

s [nbréase _thé productivity of African seaports,

s Reduce the time both ships and cargdspend in ports,
. Reducecargo losses due to damage and pilferage,
o | .Reduce_ port costs pér ton of cargo handled, -

s Improve the maintenance of port equipment so that the down time of equiph?ént is
reduced.

Parameter 1
To increase the productivity of African Sea ports

203. The first line of assessment of port productivity is the total cargo throughput (see
Tables 8, 15 and 17). However this does not normally standout alone. Therefore, the
total throughput has to be linked to a measure of satisfaction realized by the main
users of the port, the shipping lines and traders. Shipping lines are concerned with the
reliable and expeditious turn-round of their vessels. Traders on the other hand require
safe and timely delivery of their goods. This then takes us to the question of which
indicator is the best one. This is a matter, which has been a subject of many studies.
All the known indicators have their weaknesses especially when it comes to comparing
productivity of ports or berths, Problems of may arise even when comparing similar
port in the same country or range and berths in the same port. The good thing though
is that comparisons are made despite all theoretical arguments for and against. The
most generally acceptable measure of port productivity at a dry general cargo berth is
the movement of ship-to-shore gantry crane in terms of moves per gross working hour
or net workmg hour.

204, The UNTACDA I} strategies such as improvement of admmustrative and
operational procedures and development of human resources had a great impact on
the ports of the region. Due cognizance should be taken of the consequential change
in- commiercial environment in the light of wide spread port restructuring leading to
commercialization or privatization. One of the objectives of this change is to improve
productivity, which was elusive under government-controlled port management.
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Unfortunately, non-availability of data is acute in this area because country reports
were. not only few on port productivity but were brief and mostly qualitative. The

‘possible cause is that most governments did not see any need of reporting on an

activity already out of their hands except to say that ports were “now under private
management’. Nevertheless, isolated productivity figures showed an improvement in
poit productivity under the Iiberalization environment. In February 1992, the Port of
Ghana was up in productivity and positive comments appeared in the February 1992
issue of Africa Economic Digest: -

Contalner handlmg rates per crane in Ghana now rival European operators and
standards. .

205. So, positive effects of commercialization appeared in the very early years of
the Decade period. Port Sudan achieved a rise In productivity from 21.5 tons to
23.5 ton per gang/hour between 1998 and 1999, Mombasa port reported an
increase in productivity since commercialization from 10 toc 15 container moves
per hour representing more than 330 moves per /24hours. Mauritius Port
Authority also indicated an increase in port productivity as shown in Table 18.
Ports’ improvements in productivity in the region were also attributed to other
factors  like purchase of cargo handling equipment ( see :Table 19).
Improvements in equipment repair policies and schemes were one of the other
factors. The upturn was reported in many major ports of the region since
comimercialization took effect. The lack of adequate berth throughput figures
makes it impossible to indicate possible benefits in monetary terms except to
say that should this trend continue, the region would save a lot of money
through this :mproved port productiwty - _

Parameter 2
Reduce the time both ships and cargo spend in ports

206. Almost all the strategies were aimed at improving the flow of ships and cargo at
berth. The reduction in the time that ships and cargo spend, in normal operation,
signifies a fluid port. Ships and cargo can spend time in port for various reasons. The
port productivity could be poor, customs clearance could be slow for reasons including
iong procedures, port health problems, poor off-take, attitude of portworkers from all
stakeholders in the port such as police, lorry drivers, etc. To reduce, sustainably, the
time ships and cargo spend in port needs the participation of all stakeholders and their
respective employees. This includes the shipping lines, the shippers and their
respective agents. However, for the sake of relating to thé ANTACDA Il project, the
emphasis had mainly been on productivity at the terminal as determined by managerial
excellence,: portworkers attitudes and customs procedures. The three areas were
adequately: tackled through various- seminars, workshops, and symposiums. This was
mainly successful in - the environment of liberalization explamed in the foregoing

paragraphs.

207. The degree of success could be different but the momentum is on and needs to
be enhanced. in the July 1992 issue of Seatrade review, the port of Ghana, which was
amongst -the pioneers of commercialization: and prlvatlzatlon processes, was
commended for quick turn round of shlps

“Tema.. the main port of Ghana now turns vessels around at a productwsty rate equa!
to those of major European ports



_ 208. So by 1992 few pons were already performlng well enough to be compared to the

‘major ports of Europe. Since privatization in the 1980s, productivity at Tema Port
Ghana steadily improved the turn round of ships, from 17 days in 1983 to 3.5 days in
1987. The improvement reached to a'turn round time of 2 days in 1994. The increase
in productivity in moves per hour mdurectly means ship turn round was improving as
shown in Table 16 and its Chart above. It is in rare cases that productivity at the berth
could rise without a corresponding reduction in the time ships stay in ports. However, in
the case of cargo, it is could happen most probably due to bottlenecks in off-take,
many times beyond the control of the port authorities, like failure by the trade to pay
port charges or customs duty. For instance, the improvement in productivity in
Mauritius eventually led to improvements in turn round of ships at that port. Same th:ng
happened at Massawa Port. When port productivity improved, the. turn round time of
ships also began to .improve though not directly proportional. The lack of adequate
information regarding . cargo movements at berth and port off- take rates makes it
difficult to make any conclusions on the effects of the reported mcreases in port
productmty on the actual time cargo spent in port.

209. There were, therefore, improvements in ship turnround and time cargo
spent in port due to the execution of activities of the Decade program. Having
said this, it must be pointed out that the improvement in productivity is still far
from the international rate of productivity, which allows for a maximum ship
" turnround time of only a day. Also the improvement is mainly restricted to those
ports ‘which embraced liberalization policies. There is more room for
improvement. ' :

Parameter 3
Reduce cargo losses due fo damage and pilferage

210. This is an area of port security of cargo, which is of major concern to port
authorities. Damage of ¢argo is a cost to the ports through increase in claims. and
insurance premiums. One of the reasons given for the introduction of container boxes
in 1970s was reduced damage to cargo. Indeed damage reduces as the rate of
container penetration rises in a region. Since mid 1970s when containerization bagan
to be prevalent, the problem of cargo damage began to subside but not enough to
remove it from the list of port problems. Also, the problem of theft reduced because of
the difficulty of stealing the whole container box. However, theft in general, led to ports
erecting expensive perimeter fences, improved gate access controls, proper lighting at
night and training port security personnel. What is now remaining at the top of the list is
cargo pilferage from containers by port workers, some times, in collaboration with
outsiders including the very cargo owners. Nevertheless, pilferage. and damage of
goods in container is one problem but this does not help the situation very much
because of the fact that there is still a large portion of cargo not containerized.

211. The subject of pilferage was a subject of discussion at the 1998 meeting of
PMWCA. The report of their meeting summed up the issue as follows: -

“Pjiferage has always been the headache of all port manager. However, the '

extent of cargo pilferage varies form one port to another. It may be advisable for
the Committee to consider studying the various security systems in our sub-
region and even in other parts of the world and coming out with suggestions in
improving the safety of cargo in our ports.”
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212. The development of human resources strategy would certainly  have
assisted in reducing cargo damage and pilferage by ensuring that port workers
change attitudes to their joh. Statistical data and information on cargo damage
and pilferage needs to be col!ected in order to deal with the matter at regional
and sub-regional level.

Pérameter 4

Reduce port costs per ton of cargo handled

213. To calculate the cost per ton of cargo handle in port requires investigation into all
aspects of port activities to sither come up with gross or net costs at berth. Although
the application of strategies such as (a), (¢), (&) and (f) should have reduced port cost
per ton of cargo handled, the lack Of data makes it difficult to make any conclusion.

214. It must be made very clear that the data needed for such calculations
cannot possibly be found in country reports. This required field studies of the
flow of cargo through the various stages of port throughput, including the rate of
off-take, export cargo receiving policy, etc, in addition to the acfivities at berth.

Parameter 5

Improve the maintenance of port equipment so that the down time of equ;pment is
reduced. .

215. Maritime port strategy (e) was directly aimed at achieving this indicator. The
problem of foreign exchange had been tacked at most major ports due to the on going

liberalization process. However, country reports did not provide quantitative data.

In any case, most of the projects in this category were not implemented. The
posutson of lack of data here is as explained in parameter 4 above.



. - CHAPTERYV
THE IMPACT OF UNTACDA HON
THE DEVELOPMENT OF MARITIME TRANSPORT

216. The long-term objectives of the maritlme shlppzng transport and marltlme ports as
defined in the Decade program are -

The development of the shipping capacity of Africa by re-inforcing' ceéoperation,
intensifying consultation and strengthening policy co-ordination with a view, inter alia;
fo achieving greater participation in international shipping activities, thus contributing

significantly and positively to an accelerated economic. development of African
countries and, . :

To increase trade efficiency by improving the performance of African .perts
MARITIME SHIPPING TRANSPORT

217. The ‘maritime sub-sector had 40 projects under ANTACDA I program. 3 were

abandoned leaving a total of 37 projects. As explained above, 7 countries had a total of .

10 projects and one abandoned leaving 9 projects. 5 countries reporied on their
maritime fransport projects represeniing 6 projects. Sub-regicnal and international
organizations had 30 projects in this sub-sector and two were abandoned leaving 28
projects. UNCTAD reported about its 6. (including two abandoned) projects. The rest
did not report about their projects, 24 out of 28 projects. However, a few projects were
completed before 1997. Unfortunately, most major projects relating to actuai capacity
building in the provision of shipping transport equipment and services were all
abandoned. Technically, there was not enough activity to significantly improve this
sub-sector. Most of the’ activities reported happened to be the industry’s activities
outside the'Decade program. _ 4

218. However, it must be noted that the provisions of ANTACDA 1I, in this connectlon
had lnsplred and influenced the West and Central African .sub-region to seek
alternative means of raising funds for shipping transport prOJects Also, the sub-region
has co-operated in commencing action towards setting up a regional coastal line called
ECOMARINE : : _ _

219, Furthermore, a few shippers were established and based upon the ideals of the

UNTACDA | projects. Reform of shippers’ councils was under taken, particularly in
West and Central Africa. Regional co-operation was achieved in the activities of UASC.
UASC spearheaded the reform process of shippers’ councils in the region in
col!aboratlon with PMAWCA.

220._ The activities of UNCTAD in the provision of training contributed to the
development of human resources in the region. The TRAINMAR program at regional
and: national level had contributed to the improvement and utilization of human
resources. Furthermore, UNCTAD delivered short-term courses for Middle Managers
called the Port Management Certificate. The ACIS program was successfully applied in
many ports in the region. These initiatives had confributed to the imprevement of
operational - efficiency and service quality of transport operators and provided
databases permitting transport operators to better plan and manage their investments.
This also contributed towards the reduction of cost of delays, which often affect
Operators of sh:ppmg services and cargo concerns
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© 221. In the area of cost reduction, efforts were made by regional, sub-regional and

national organizations to assist landlocked countries in reducing their overall costs. It is
quite clear that without those activities, the reglons shipping bili could have been much
higher than that.

222. In the area of the development of human resources, a lot of training activities were
undertaken many times outside the UNTACDA H pro;ects but have been reported by
countries. Unfortunately, countries did not give figures of people trained. National
shipping lines undertook national programs. The most elaborate country report came
from Ethiopia. The Ethiopian Shipping Lines Corporation (ESLC) had 308 seagoing
and 115 shore-based permanent employees at the beginning of UNTACDA Ii. At the
end of the Decade, ESLC had 288 seagomg and 124 shore-based permanent
employees. During the period, ESLC had given training to 276 seagoing personnel, out
of which 178 were trained abroad. 107 shore-based employees were also trained and
10 of them were trained abroad. It is a well-known fact that many countries had trained
their nationals within and abroad. However, the country reports did not mention any
thing about this matter. The lack of supporting information and data is still a critical
problem in the evaluation process.

223. Another area where the Decade had an impact was the evolution of ap'propriate
commercial shipping environment to alflow private participation in shipping. The

'seminars and workshops, in this connection, were very effective in influencing change

of pelicy towards commercialization and privatization in the region.
Marltlme Ports

224 The maritime port sub-sector had 37 pro;ects under the UNTACDA I program and
1 was abandoned leaving a total of 36 projects. 14 countries had projects in this sub-
sector representing 28 projects. 10 countries reporied on the status of implementation
of their maritime port projects representing 19 projects. Sub-regional and international
organizations had 9 projects and 1 was abandoned leaving 8 projects. 2 (including 1
abandoned) were reported on. The main overall objective of UNTACDA Il in this sub-
sector was to increase trade efficiency by improving the performarice of African ports.
Although the full impact of the activities undertaken: under the Decade may take
sometime to fully manifest, so far, there are indications from preliminary results, there
are improvements in some areas of port activities, Sooner or later, this will result
significant increase in the overall performance of the African ports.

225. Already, the activity on commercialization in co-operation with ports association
have shown positive results in that most ports are in the process of commercializing or
privatizing port services. The productivity in those ports that have done partial or
complete commercialization has shown a rise in productivity at berth from an average
of 8 moves per crane/hour to 15 moves per crane/hour and this trend is expected to
continue | rlsmg

226. Furthermore, activities relating to harmonization of port tariffs and simplification of
port clearance procedures are beginning to bare fruit in that port procedures in a few
countries have been reduced and the process of simplification is going on. In some
cases port documentation has been reduced from 13 stamps to 4. The next target is to
achieve a one-stop clearance system. Port tariffs are being smphfled and made
customer-friendly. All this will sooner or later result in the reductlon in port costs and
turn round of ships ' :

227 The dredgmg and rehablhtatlon of nawgatlonal alds prcuects had the impact of
allowing quick and safe entry of ships into ports and reduction of ship related waiting
time. In 'some ports, night navigation has been made possible thereby by reducing ship



turnround time in such ports. The overall effect would take some time to manifest in
actual time and money saved because other parties like customs and health personnel
are yef to change attitude to their work in ports.

228. The activities related to the hon-recurrent publications on “Challenges facing the
African ports in the next millenium”, and the seminars that followed its publication, have
greatly influenced the ports in the region. The reform of port associations is in the
process. Management of port associations has put in place training schemes for
personnel, data collection and data banks. And c-operation between port associations
had been enhanced to the extent of a recommendation being made in 1998 fo the
effect that the ports associations in the region should further co-operate and form a
Pan-African Association for Port Co-operation (PAPC). The latest development is that
port associations launched PAPC on 28" June 2001 in Lome Togo. One of the

objectives of PAPC is to contribute to the gradual integration of the three port -

associations now existing in the region.

228. On matters of port safety, UNTACDA Il had enormous effect on the region portal
countries, which led to preparation and signing of MOUs on port state control on the
Atlantic and Indian Ocean seaboards. In this regard, countries will co-operate, inter
‘alia, in insuring that ships which pause safety and security risks are made {0 rectify
there defects. The sub-regions need to be assisted in the actual implementation of
these MOUs.

230. Various meetings, seminars and workshops were held aimed at assisting the
landlocked countries in their efforts to reduce transit fransport costs. Strategy
implementation has been put in place and modalities of co-operation between corridors
on all major seaboards were agreed. One of the areas is, of course, the improvement
in the speed and care of cargo in ports and the provision transit facilities in ports.
Therefore, the activities of UNTACDA [l, in this aspect, were positive and it seems that
more will be achieved in the period beyond the Decade because many port activities
are on going.
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CHAPTER Vi

' IMPLEMENTATION OF THE FRAMEWORK OF ACTION APPROVED BY
THE CONFERENCE OF MINISTERS IN 1997.

MARITIME SHIPP]NG TRANSPORT

231 The Plan of Actron approved by African  Ministers of - Transport and
Communication in 1997 in the field of Maritime Shipping Transport comprised of: -

e Preparation of a report on the status in Africa of major maritime conventions which
are of importance to African countries for dissemination through national and sub-
regional seminars and assistance to member states |n the integration and
implementation of these conventions, : :

- Action towards the preparation of the report has stated It is expected that
the report will be completed by the end of 2001

e Continued institutional reforms of the shipping sector taking into account the
directives of specialized organizations such as CEMDAC. In this regard, efforts
should be made to organize national and sub-regional workshops on the
implementation and application of major maritime transport conventions of
relevance to African countries,

This will follow after the report on status of major maritime conventions
mentioned above is completed.

‘s Continued improvement of human resources after a proper evaiuatlon of shlpplng
needs.’

It-was not done.

232. Generally, the implementation of the Plan of Action had begun at the very
end of the Decade perrod The work so far done in this area is less than 10
percent. A . . ‘ ‘ o

Marltlme Ports

233, in this sub sector the Plan of Action approved by Afncan Ministers of Transport
and Communicatron in 1997 comprised: -

s Orgamzatron and conduct:ng of ports commercialization Workshops in co~operat:on
W:th sub-regronal port management assocratrons
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This activity was successfully exeéuted. Workshops were organized and
conducted in Maputo, Dar- Es Salaam and Mombasa. The deliveries have had

direct influence on the current level of commercialization in the region.

® Establlshment of policies and measures for combating pollution in Afncan pon‘s

_ Actlons are being taken at reguona! and sub- reglonal Ievel Priorities in this area

have been worked out and projects have been. submitted to IMO through the
ITCP.

s Non-recurrent pubhcatron on chalienges facing the Afr:can ports in the next
- milfenium,

The publication was prepared and used extensively in workshops and seminars
in the region as well as overseas. It inspired many ports into preparing
themselves for the expected new millennium challenges.

& Sub-regional seminars on port safety and efficiency,

Action is being taken in collaboration with IMO and UNCTAD as above.

e Sub-regional seminars on improvement of human resources for the management of
ports,

No action was taken.

e Improvement of infrastructure in port and warehouses servihg landlocked countries
in Africa,

Action was taken through several Transit Transport Corridors’ seminars at sub-
regional level. Many activities in this area are on going through port associations
and transif corridors secretariats.

« Development of common sub-regional policies for dredging,

The port associations in the region have done soms work towards the attainment
of this goal. As yet no common policy has evolved. Ports have carried out many
studies on this subject and exchanged the information amongst them for
dredging purposes. There are ports that have to dredge yearly and those who do
it as and when necessary. Both groups benefifed from ports associations’
endeavors in this area. Some ports can now have 24-hour navugatlon as the port
channels had become much safer to sa:l at night.

s« Co-operating with port management assocrat.rons in the design of pon‘s data—bases



All the sub-regions are in the process of establishing databases. The PMAESA
was assisted in the collectlon presentation and harmonization of port
productivity indicators.

e Supporting transit and landlocked countries in the establishment and operations of
inland dry ports,

It was done in transit transport seminars held in the region. Seminars were
jointly organized by ECA and sub-regional organizations.

o Delivery of TRAINMAR workshops' and seminars in Africa, including the
development of TRAINMAR centres, teaching materials and faculty for various
African sub-regions,

TRAINMAR deliveries were carried out in some countries. The development of
teaching materials was going on by the end of the Decade. )

s Financial contributions and coilaboration of landlocked counfﬁes in the design and
construction of the infrastructure,

Attempts are being made to assist land locked countries at bilateral basis.
However, financial contributions and coilaboration envisaged by African
Ministers has not yet materialized.

e Minimizing port passage charges.

Efforts in this direction have been gbing on through ports associations. Tariff
harmonization and review processes were going on by the end of the Decade.

234. The sub-sector Plan of Action on Maritime ports, outlined above, was more
successfully implemented than the Maritime Shipping Transport one.
Appreximately 60 per cent of the African Ministers directives were implemented.
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CHAPTER Vil
PROPOSALS FOR FUTURE ACTiONS :

MARITIME SHIPPING TRANSPORT

. 235. The region’s aspirations for-significant participation in both the liner and. bulk
shipping services were not attained during the Decade period. In the liner service,
participation declined. The provision- of -coastal shipping services still presents
enormous problem which are being discuss and may probably find a solution in this
new millenium. The level of tonnage chartering for bulk shipping could not be reglonaily

_determined but indication are that not more than 20 per cent of the region's bukk
cargoes are shipped in region vessels or in chartered ones. In addition, implementation
of ANTCDA Il pro;ects relating: to maritime transport had been dismal. On the other
hand, the cost of carriage of goods by this mode of transport has been going up and
constitutes a larger portion of their c.if. value than in developed market-economy
countries. The aspirations of the region well articulated in ANTACDA Il program yet
remain. mostly ummpiemented at the end of the day.

236 Therefore the way forward lies not in repea’nng the same recommendatlons for
decades but identifying the reason why such a sub-sector, which is generally, known to
be the backbone of movement of international and regional trade should be neglected
in Africa. The main problem could be the lack of awareness of its real significance and
hence low priority has been accorded to it. Future actions should emphasize the
following: -

e Creating and enhancing awareness of the significance of maritime transport at
regional, sub-regional and national level, through presentation of seminars and
workshops. The cost of this mode of transport should be accessed by country and

. then consolidated regionally. Senior decision-maker should be made aware of the
implications of neglecting this sub-sector. Intergovernmental organizations may be
requested to provide assistance with implementation on the organization of
awareness campaigns,

» Carefully scrutinize the level andfor qualities of maritime services provided by
national fleets and compare them to those in developed markets-economy
countries. The reason being to avoid repeating the mistakes of the past decades
and determine any modifications that may be required to improve the performance
of existing services,

« A comprehensive assessment of the needs of the region in this sub-sector should
be carried out in the area of the type, regularity and speed and of service, and
man power and equipment levels needed,

e Completing the process of reform and commercialization in this sub-sector. In this
connection, a process of strengthening and .integrating the existing maritime
shipping transport organizations or institutions should be carried out,
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e The countriés should also take measures to create an appropriaté environment for
the development of marine transport services by enacting anti-trust laws and
regulations to govern fair competition in maritime shipping transport below.

Maritime Ports

237. Although there has been considerable investment in port infrastructure and in few
modern terminal facilities in the past decades, the reputation of African ports as being
notorious in the provision of low output has not changed significantly. The handling
capacity is generally poor compared to other regions. The development of new facilities
to meet the requirement of bulk and large unitized shipping has been sfow. In many
ports there is little or no competition for the provision of cargo handling and other
services. At many ports, cargo is still basically handled at conventional berths, slowly
and inefficiently. Where new infrastructure has been provided, performance is still
below internationa! standards; plant and machinery is poorly maintained; manning
levels are excessive; these add to inefficiencies and high cost of handling.

238. Therefore, the way forward is proposed as follows: -

+ Speeding up the institutional reforms and liberalization processes going on in the
sub-sector, as this will allow the emergence of private terminals and private
terminal operators. This will not only enhance competition, but would also attract
private investment, C

e Radically moving beyond rehabilitation, refurbishment, repair and maintenance
and develop new terminals to meet the demands of modern vessels,

e Completing and enhancing the creation of a new relationship and partnership
between transport and distribution providers and users leading to the development
of integrated systems, : : :

° Stlrengthening the existing port organizations or institutions in order to achieve
continuity and sustainability of the improvements attained through the Decade.
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- CHAPTER Vi

CONCLUSIONS AND RECOMMENDATIONS.-

MAR!TIME SHIPPING TRANSPORT

239. The on going process of globahzat:on and Ilberallzat:on of national econcmies
have greatly enhanced the scope for inter- and intra-regional trade and tourism. This
has created significant demands for efficient and weli-integrated transport infrastructure
and services to enable countries to participate in the development processes
effectively. Maritime shipping transport is one of the major transport modes for carriage
of inter- and intra-regional trade. More than 20 per cent of the world trade goes by sea.
Therefore; the facilitation of this transport sub-sector is crucial not only to the regional
economy but more so to the world economy in this era of. globa[ization and
liberalization. Within the region, between 92 - 97 per cent of the reglons international
trade is carried by maritime shipping transport.

240. In spite of the existence of the UNCTAD Code of Conduct for Liner Conferance
formula of 40: 40: 20, and also the fact that many African countries are party to it, the
participation of the region in shipping has not improved significantly as anticipated.
Furthermore, the elimination of conferences in West Africa did more harm than good to
those National lines, which were already weak, as they were technically eliminated
from the trade due to high competition form large and well-fihanced. foreign lines.
-Therefore there was a general declme in the fleet of the region.

241, The- results achieved by majority of Africa fleets in 1990/91 when the fleet level
was 7.3 million dwt did not match the expectations voiced at the time they were
formed. The iotal fleet declined over the period from 7.3 million dwt to 6.03 million dwt
for 1990 to 2000 respectively. That represented a decline- of 17.1 percent. The
combined general cargo and container ships also decreased from 2.34 million dwt to
1.8 million dwt between 1990 and 2000 respectively. That represented a decline of
23.1 per cent. However, the container ships fleet, though very small in size, increased
from 0.04 per cent in 1990 to 0.2 percent. Indicating a decline in general cargo ships
and the Iack of s:gmflcant fleet modern:zatlon ' _

242. The Important phenomena here is that whereas the combined general cargo and
container ships which are used in the liner trade declined, the dry cargo increased from
198.0 million tons to 233.0 milion tons between 1990 and 2000 respectively
representing an increase of 18.0 per cent. Applying a combined general cargo and
container ships' productivity factor of 6.08 tons per dwt, their share of the total traffic
attributed to therh in 1990 was only 7.4 per cent. To fully comply with the UNCTAD
Code formula of 40: 40: 20, in 1990/91, the region needed a combined general cargo
and container fleet level of at least 13.0 million dwt. In the year 2000, the productivity
factor for similar category of ships was 6.42 tons per dwt. Having noted that the
combined fleet of general cargc and container ships had declined by 23.1 per cent, the
liner trade share of the African fleet was only 5.0 per cent of the total region's liner
trade. To carry up to the maximum provided for in the Code, Africa needed a general
cargo fleet of 14.5 million dwt. The decline in the share was mainly due to heavy
shading off of general cargo ships by the three Maghreb nations of morocco, Libya and
Tunisia as. were. as the two West African countries of Nigeria and Ghana. In North
Africa, Egypt significantly reduced its: general cargo fleet. Table 16 shows: how the
major maritime’ nations of Africa performed over the period. Libya, Tunisia, and
Morocco reduced their general cargo fleets by 91 per cent, 50 per cent and 26 per cent
respectively. ‘Ghana and Nigeria- reduced theirs by 76 per cent and 53 per cent
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respecfively. Egypt- reduced its fleet similar fleet by 19 per cent over the period.
Therefore, no anticipated equitable participation in liner shipping was achieved. On the
contrary, the African share of the liner frade is lower now than it was at the beginning of

" the last decade. .

243. In Builk shipping, total liquid and dry bulk cargo increased whlle the fanker and
bulk ‘carrier fleet decreased in the region. In 1990, the productivity figures for Oil
tankers and Bulk carriers were 5. 96 tons and 3.29 tons per dwt respectively. Those of
end of 1999 were 6.65 tons and 3.03 tons per dwt for Oil tankers and Bulk carriers
respectively. By direct interpolation, the share of the regions’ il tankers in the total

African Crude oil carried in 1990 was only 4.0 per cent. Similarly, the share of Oil

products was only 0.8 per cent. The region, therefore, needed 32.2 million dwt and 7.0
million dwt of Qil tankers and Bulk carriers respectively to carry about 50 per cent of
the total frade. Crude oil fluctuated from 1990 to 2000. Whereas total Oil products
decreased due to the fall in the products loaded over the same period. Meanwhile, Oil
tanker fleet declined significantly whereas the Bulk carrier fleet increased steadily over
the same period. The result was that the share of Grude oil carried in African bottoms
declined form 4 per cent in 1990 to 2.4 percent in 2000. However there was a
remarkable increase in the Oil products carried in African bottoms form 0.8 in 1990 fo
10.2 percent in 2000. To carry about 50 per cent of the cargo, the region needed at
least -34.0 million dwt and 7.0 . million- dwt of Oit tanker and Bulk carrier fleet
respectively.

244. The complexity of the matter is that chartering could increase this tonnage.
Algeria has reported that her carrying capacity had nevertheless increased to 20 per
cent of the trade through chartering. This could have been true for other countries but
there is no information to confirm it. Therefore, it is difficult to conclude that there was a
major improvement in the carriage of bulk cargoes from the reglon as mtended by the
UNCTAD Resolution no. 120 (v).

245. The maritime shipping- routes are mainly developed to suit the demands of the
main trade links particularly, the transatlantic, transpacific and Europe-Far East routes.
Many shipping lines operating round the world service are no longer providing direct
services to the region as a whole due to the inability and inefficiencies in handling the
mega vessels in ports. Direct mainline shipping services between countries in the
region are poor. There are just a few services from North Africa to West and Central
Africa and East and Southern Africa. Coastal, short sea and intra-regional services are
othermse poor. The possnble reasons for these deflcienc:es are: -

e Insufﬁment initial traffic volumes to facilltate development of econom|cally strong

services and to sustain an acceptable frequency. This leads to a lack or reduced
range of services outside the main sthplng net works, -

~ e The increasing development of “hub" and “spoke” ports arrangement to realize

" economies of scale in shipping, means that mega ships have avoided taking
African ports to be hub- ports because of the inefficiencies mzentioned above and
. cargo volumes are msufflclent to just|fy dlrect calls by large main line vessels, '

¢ Lackof reglonai and sub-regional. coastai Shippll‘lg services resulting in poor inter-
and intra-regional connections,

o The failure of the nation_al merchant marine to contribute in providing significant
_ volume‘s of shipping services at the inter— and infra-regional level.

246. Concerning coastal shipping services, |t should be further noted that there has
been Iitt[e change in the posmon since the beginning of the Decade. There was lack of



co-operation between countries on this subject. Furthermore, there was lack of interest
in coastal trade by shipping companies of the region except the North'African’-iines.
- This explains the lack of traffic agreements between member states. o

' 247, Regarding the cost of transport, it is generally true that the cost of transport is
relatively high for traders in some developing countries than in developed market-
economy countries. That is in terms of “generalized transport costs”, consisting of

expenditures, costs of aggregate transport time and costs arising from loss, damage,

_delay and the risk there of. Statistics show that ocean freight rates for developing
‘countries are nearly double those for developed ‘markets-economies. In addition,
developing countries are more likely to pay for transshipment services, which in some
trades is inevitable due to low volumes of cargo. This region’s rates are amongst the
highest between the developing countries. ST T

‘The reasons for the high.cost of freight rates are: -
. =T.F?dé:r$ lack of knowledge of shipping practices,

e Lack of bargaining power to negotiate favorable rates by traders in the region who
ship in relatively small liner cargo consignments, :

e« The volume of intemational trade on some routes is relatively smail and
imbalanced between exports and imports to provide the economies of scale
. obtained on routes finking the main trading centers,

o The lack of direct services bétween some countries in the regiori means that
traders have had to pay for transshipment costs,

e The costs of handing in ports and delays to vessels in the"region, contribute
~ significantly to shipowners’ voyage costs, prompting them to set high freight rates,

o High risks insurance premiums due to political instability and dthe-r‘ uhceﬁainties
influence the setting of high freight rates.

248. The status of implementation of maritime transport projects indicates low priority
accorded to provision of maritime transport services. Whereas there is over tonnaging
at world level, the region is in need of service well tailored to its trade needs.

249. 1t is, therefore, recommended that the region should: -

(é) Compiete the liberalization of thesUb-sector,'whe're participation in thé'_pfq\'iision of
shipping services was regulated, T

(b) Proceed with the implementation of the UNCTAD Code of Liner Conferences and
the UNCTAD Resolution no. 120 (v), T

(c) Promote the development of entrepreneurial skills of local people and encourage
regional co-operation to establish commercially viable regional/ short sea/ feeder
service/coastal shipping services through mergers or joint ventures. Governments
should ensure that investment inducements are provided to encourage the setting up
of shipping services and specifically encourage the private sector to invest in

shipping,

(d) Continue supporting the development of human resources and an evaluation of the
regional training need in maritime transport must be carried out,

79




80

(e) Promote NVOCCs and encourage chartering of vessels and slots on vessels to
supplement the activities of national lines. In this connection, training in chartering
skills should be provided at national and sub- -regional leve!,

(f) Promote containerization and door-to-door services. This would reduce handling to
the minimum and thereby contribute to the reduction of freight rates to and from the
region which, in turn, would reduce the cost of maritime transport,

(g) Establish, strengthen and develop shippers’ organ’izatlons and build their capacity to
negotlate favorable rates with shipowners. They should also negot;ate for adequate
- services for commodities with special transport needs,

(h) Encourage co-operation between shippers to consolidate LCL shipments for
economy and convenience and to negotiate better rates

(i) Promote the exchange of information and market mtel[lgence between shippers to
identify opportunities for co-operation in obtaining shipping and other transport
services. Databases for maintaining information on available shipping services,
should be developed,

) Assist shipp'e'rs acting together, to discuss their South-South transport neede with
local companies, ship aperators and 'entrepreneurs interested in investing in
shlpplng, :

(k) Encourage shlppers to enter into agreements on the minimum quantities required to
be shlpped to justlfy estabhshment or improvement of services,

(I) Create capacity in the region for the countries to incorporate international maritime
- conventions into their national laws and tmplement them,

(m) Assist in restructuring ISCOS to play the same role in East and Southern Africa as
MOWCA in West and Central Africa.

Maritime ports

250. Seminars, workshops and symposiums held in the region had been successful in
so far as assisting in changing the otherwise entrenched poor work attitudes and the
introduction of commercialization and privatization processes in the ports. Also,
strategies for marine pollution control and port state control have been put in place.

- Tentative figures show that those countries that embraced and implemented liberalized

pollcles achreved hlgher port productnnty than those who did not.

251, Informatlon is power: Desplte the development of mformatron technology, the
information shared between ports in the region is limited. During the Decade period,
-port data banks were established at national and sub-regional level. Data banks have
been established in several countries in West and Central Africa sub-region and a sub-
regional one at PMAWCA Secretariat. Ports associations of other regions in
collaboration with ECA have initiated action aimed at harmonizing collect:on systems
and calculation of port indicators. -



-252 It is, therefore recommended that -

{a) Concermng port productmty, the ports should be systemat:ca!ly hberalrzed to aliow
movement of: private investment in. sub-sector, private terminai: operators and
competltlon to encourage efficiency,

(b) The management organization systems of many ports needs to go through a
rigorous review, form time to time; in order to incorporate modern management
principles and practices, and to enable them to respond promptly and effectively to
changes in maritime technology and commerce. In this context specra[ attention

shouid be given to:

* Preparation’ of guidelines to assist ports to adopt modern orgamzatlonal structure
and modern management praotlces -

] Preparation and presentatron of workshops to expiain to polioy makers and
senior decision-makers, hew management practroes and to promote the need for
- ohange .

+  Assistin apphcation of modern management philosophy, change of att:tudes and
approaches.. A much more commercial, customer-oriented approach is required
throughout the organizations, and all departmental activities must be firmly based on
cost/revenue principles,

+ Establlsh an effective management information system MIS) to cover fmanclal
and cost reporting, operating and engineering performance, manpower data and other
areas

(c)- Where possible, the region should encourage the development'of' new specialized
terminals ‘with enough capacity to handle the trade of countries. Invest in new
handling equipment. Convert and adapt exrstmg obsolete port capacity to new
uses,

(dy Document handling speed should be given some special- attention.-A. major
“constraint here is the complexity of document handling in the region. The quick and
efficient turnround of ships-and expeditious cargo off-take depend to a large extent
on the speed and ease of document handling, .

(e) Cargo care schemes must be established to minimize cargo damage andr pi'Eferage,
(f Malntenance management and manning levels must be improved,

(g) Ports must be encouraged to establish efficient mterchange faC!lltleS and well
planned supporting services such as freight consolidation centres. or freaght
villages. Here, arrangement of complimentary activities like packaging, grouping,
packing into oontalners documentation, stock holding, etc, oou!d be offered

(h) Ports should consider revrewmg their strategies of assnstance to landlocked
countries’ customers to mclude provision: of free zone areas on BOT and BOO

'bases,

(i) Training capacity in the area of oorts should continue and be intensified in order to

improve the professional skills of port employees and as a means of improving .
efficiency and providing sustainability.. ECA, UNCTAD and ILO should continue to-
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co-operate in this area. ECA and UNCTAD should contmue co-operation of the
provision of TRAINMAR courses at sub-regional level. Also, ACIS should, where
possible be extended to all modes of transport, interfaces and equipment to allow
the interchange of information and to make the best use of assets, '

() The management and policy-making abilities of port associations should be
improved. Efforts must be made, in this connection, to harmonize their activities
. through PAPC and other sub- reg:onai and reglonai organizations,

(k) Regardmg poliution and pollution control, ports must support the IMO mrtlatlves put
in place through ITCP,

()  The sub-regional MOU on port state conirol should be harmonized and reguiar
meetings co-ordinated by ECA in collaboration with sub-regional organizations and
IMO should be held. Also, the regions should be assisted to impiement the MOUs,

(m)Sub -regional and regional. co-operation seminars should be organized and
presented, aimed at senior executive and designed to promote regfonai co-
operation. This would also provide forum for exchanging experiences in various
- areas of port interests like: creation of freight centres, load-centering, development

. of data banks and electronic information systems, reglonal training pohcles and

: strategles port competition and commercialization, ,

(n} Ports should cons;der establishing a port development fund to assnst in quick
impfementation of prOJects at sub- reglonal level,

(o) Reform the co—operatlon mechanism between port authormes customs authorities,
health authorities and other port based operators 30 as to expedite the movement
of cargo through ports,

(p} The existing customs practices should be further reformed in order to expedite the
movement of cargo in ports by adopting modern business process re-engineering
techniques to- identify inefficient andfor redundant activities for streamlining or
elimination. It is further suggested that customs authorities should:

¢ Urgently examine their existing practices and institute a program of reform for those
procedures that are identified as inefficient or redundant. Reference should be made to

‘existing international conventions on customs process simpilification and harmonization

(the Kyote Convention of the CCC). This should be undertaken with national trade and
transport interests, ‘including ports, to ensure full co-ordination of carrier, port and
customs controls, :

+ Make maxnmum-'.us.e of information technology to assist them in the efficient
performance of their duties. Computer applications like ASYCUDA, ACIS, etc should
be explolted and modifications made to achieve compatibility. wrth other systems used

-glse where in the world

¢ Examlne closely the possrblllty of separatmg the process of goods release from the
process of revenue collection, accounting and statistical reporting,

+ Use nsk assessment, profiling and selectivity technigues to ldentlfy ‘high-risk
consignments for physical examination and keep its proportion of physical examination
to a minimum, consistent with accomplishment of objectwes

(q) Governments should take steps to.ensure the highest level of . integrity and
professmnal standards within their customs service. The measures :dentn‘zed by the

¢



CCC Arusha Declaration on integrity in customs should be implemented. Effective
penalties are also required to discourage low standards of integrity in the trading
community,

(v} The initiative to promote cruise shipping through port associations, should be
encouraged and work being done in the Indian Ocean seaboard be used fo
promote same on the Atlantic Ocean seaboard.
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Annex 1.
List of Reference documents

1. Review of Maritime Transport, 1990-2000, UNCTAD.

2. Comparative Transportation Cost Analysis in East Africa, Technical Paper no. 22,

April 1997, USAID.

3. Port Management Association of West and Gentral Africa (PMAWCA), various reports "

‘of their meetings, 1881-1998.

4. Mauritius Port Authority Annual Report, 1998/99.

5. “Naval”, African Port and Maritime Director, 2001,
6. Recommendations and Guidelines for Trade Efficiency, UNCTAD, 1994, -

7. Report of the first preparatory meeting of the development of flag and port state
capacities in the Indian Ocsan, Mumbai, India, October 1997.

8. UNCTAD Monog‘raphs on Port Management no. 6

9. Third preparatory and signatory meeting on the development of flag and pbrt state
capabilities in West and Central Africa. :

10. Treaty Establishing the African Economic Community, 1991.
11. Ports and Harbors, April 1998, Vol. 43, no.3

12. Transport and Communications in sub-Saharan Africa; Strategies for Human
Resource and Institutional Development, July 1981,

13. Cafgo Systems: Port, process, players and progress, 1996.

14. Port Management of Association of Eastern and Southermn Africa (PMAESA), various
reporis.
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Anhex 2

Terms of reference

86

Maritime Transport Consultant

« Carry out desk study and review all data available in ECA on UNTACDA Il covering maritime
transport ; - - -

¢ Prepare draft evaluation report covering maritime transport, for review first by the Team
Leader and also by RCID Experts. The coverage and content o modal reports to be prepared are
as proposed under Annex IV ( reproduced below) ;

» Finalize the draft report by incorporating comments from the Team Leader and RCID Experts ;

e Duration of the assignment is two months starting from 20" June 2001.
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Annex IV

Outline of Modal Reports

Introduction,

Summary,

Overview of the current status of the sub-sectors,

Review of the modal strategies as adopted in 1997 against the parameters,

Status of implementation aﬁd financing of the projects in the sub-sectors,
Description of problems and difficulties experienced,

The impact of UNTACDA [l in the development of the sub-sectors,

Extent of implementation of the Plan of Action approved by African Ministers in 1997,
Proposals for future actions in the development of the sub-sectors,

Conclusions and recommendations.
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