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Executive Summary 
This is the second of a series of corridor-specific studies that examine constraints to 
efficient transit operations in West Africa. The first report covered the Tema-
Ouagadougou corridor between Ghana and Burkina Faso. This second report covers the 
Lomé-Ouagadougou corridor between Togo and Burkina Faso. The report describes in 
detail the processes and actors involved in importing and exporting to and from 
Burkina Faso via Lomé port with the related formal and informal costs as well as time 
and delays. 

The main purpose of the report however is to identify issues and opportunities, and 
present recommendations that can be acted on to improve the performance of transport 
and logistics in West Africa in general and that of the corridor in particular.  

The Trade Hub transport costs studies have their genesis in the work on improving road 
transport governance in which the West Africa Trade Hub became involved in 2005 in 
support of a joint initiative by the Economic Community of West African States 
(ECOWAS) and l’Union Economique et Monétaire Ouest Africaine (UEMOA). At the time, 
many observers considered that road blocks and related harassment, delays and bribes 
were the major problems preventing West African transport from being efficient and 
competitive. The regional economic communities and USAID hoped that eliminating 
road blocks on transport corridors would solve transport and logistics problems in 
West Africa. However, a couple of years into the Road Governance program, questions 
were raised as to whether issues other than road blocks also significantly affect the 
efficiency of transport in West Africa. As a result, the Trade Hub initiated the Tema-
Ouagadougou corridor study in mid-2008 and published the report in April 2010. 

The current study on the Lomé-Ouagadougou corridor was initiated in 2009 using the 
same methodology as in the Tema-Ouagadougou study. i.e. a Trade Hub team conducted 
interviews with about 80 stakeholders including transporters and forwarders/customs 
brokers, as well as representatives of shipping lines, shippers’ councils, business 
associations and private companies. Through the stakeholder interviews, the team 
collected average values for formal costs, i.e. official fees and legitimate charges for 
handling and transport, and informal costs such as bribes, as well as the time and delays 
taken for various procedures. The team collected data for different import and export 
commodities and handling modes and analyzed it using 20-foot containers (TEU) and 
metric tonnes (t) as standard units of analysis. As was the case with the Tema-
Ouagadougou study, this report has benefited from other studies conducted by sister 
USAID projects, the European Commission, the World Bank and others, in particular 
regarding the issues of axle-load control and deregulation of the trucking market. 

Many of the findings show that few transport and logistics issues are corridor specific. 
In fact, the corridor-specific differences are mainly limited to the following: 

 On the Lomé-Ouagadougou corridor a bilateral cargo sharing agreement is 
strictly applied, which is not the case on the Tema-Ouagadougou corridor 

 Transit traffic through Togo has to travel in convoys with escort, something that 
is not the case on the Tema-Ouagadougou corridor where customs use GPS 
tracking in order to know the whereabouts of trucks carrying transit cargo 

 The Lomé-Ouagadougou corridor has, at Cinkassé, the region’s first Joint Border 
Post. However at the time of writing this report (Fall 2011) the border post was 
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open but procedures were still the same as before the Joint Border Post became 
operational 

 Lomé port and Tema port each has its own bottlenecks to resolve 

Most issues and the ones with most potential for bringing far reaching improvements 
are common to the region as a whole. The five most important recommendations 
identified by the Reports in terms of potential savings are: 

 Liberalize the West African trucking market 

 Create a single market in the ECOWAS region 

 Eliminate corruption and road checkpoints 

 Implement ECOWAS and UEMOA axle-load regulations 

 Reduce container handling charges at the Terminaux routiers à conteneurs du 
Burkina (TRCB) 

 Liberalize the West African trucking market 

A free market in trucking services would replace cargo sharing rules between 
transporters from the port country and the landlocked country, and the “first 
come, first served” cargo-truck allocation system existing at Lomé port.  This 
would result in more competition based on price and quality of service, and lead 
to a more professional trucking industry with newer and better maintained 
trucks, making the Lomé-Ouagadougou corridor faster and less costly. The study 
encourages ECOWAS member states to consider not only the deregulation of 
transit traffic but the creation of a single market for transport and logistics 
services in the region. 

 Create a single market in the ECOWAS region 

This would solve many problems as it would eliminate internal borders between 
ECOWAS countries and thus remove the landlocked status of Burkina Faso and 
other Sahelian countries from the perspective of transport and trade.  

 Eliminate corruption and road checkpoints 

This is a difficult subject but the road governance initiative has achieved 
important reduction in the number of barriers and related bribes and delays on 
all corridors that are part of the program, which suggest that a sustained effort 
supported by effective advocacy does bring results. 

 Implement ECOWAS and UEMOA axle-load regulations 

This is of paramount importance in order to protect the regions road 
infrastructure and reduce maintenance and replacement costs. It will also create 
a level-playing field in which transporters adhering to the rules are not subject to 
unfair competition from transporters who can offer lower prices because they 
overload their trucks. It will also increase road safety as overloaded trucks are 
more difficult to drive and subject to more breakdowns, both of which increase 
the risk of accidents. 

 Reduce container handling charges at TRCB, Ouagarinter 

This would promote the use of containers for all transit cargo and thus improve 
speed and security in clearing goods and also reduce the occurrence of 
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overloaded trucks, reduce loss and damage to the goods and make it more 
difficult to tamper with the goods while in transit.   

The complete list of recommendations can be found in Section 6. 

If all recommendations are implemented the Report estimate potential annual savings 
to be almost USD 80 million: USD 71.2 million for imports and USD 8.3 million for 
exports. 

The biggest surprise of the Tema-Ouagadougou study was that delays and bribes at road 
barriers – although a serious and highly visible cancer on society – are a small part of 
the total bribes and delays suffered by traders and transporters on the Tema–
Ouagadougou corridor. For imports, bribes paid at road barriers on the Tema-
Ouagadougou corridor amounted to less than 10% of the total amount of bribes paid by 
traders on imports. For exports, bribes paid at road barriers are similar to those paid for 
imports, but overall bribes for exports are only about one fifth the bribes paid on 
imports. A similar situation was found on the Lomé-Ouagadougou corridor where 
bribes at road blocks represented only 14% of total bribes paid on imports. 

In fact, most obstacles to trade and transport are perfectly legal. Examples include 
cumbersome clearing procedures in ports, at border crossings and at inland terminals, 
which encourage corruption in order to speed up the processes. Other examples involve 
the customs requirement that transit traffic travel in convoys, and the inefficient truck - 
cargo allocation procedures. 

One of the aims of the corridor studies was to allow users to compare the performance 
of different corridors and their components so as to help users chose the best option. In 
this study the team was able to compare the performance of Ouagarinter in 2009 and 
2010 as well as Lomé port in 2009 with Tema port in 2008 and 2010. The team 
discovered that things do change, and often for the better. For example, the time 
required for clearance at Ouagarinter was reduced from 6.0 days in 2008 to 2.4 days in 
2009-10 while Tema port operations were reduced from 10.7 days in 2008 to 6.9 days 
in 2010. 

These comparisons of performance over time show that if one wants to compare the 
performance of different corridors, it is essential to do so at the same point in time. 
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1 Introduction 

1.1 Background 

Transport and logistics in West Africa is slow, unpredictable, costly and inefficient. This 
severely limits the ability of companies in the region to trade competitively in world 
markets and result in unnecessarily high consumer prices for imported goods and lower 
profits for exporters. This study investigates the various inefficiencies along the Lomé-
Ouagadougou transport corridor and makes recommendations to address the most 
important opportunities for improvements. 

Since 2005, the USAID West Africa Trade Hub has provided technical assistance to the 
Economic Community of West African States (ECOWAS) and the Union Economique et 
Monétaire Ouest Africaine (UEMOA) through the Improved Road Transport Governance 
(IRTG) initiative, the Road Governance Initiative for short. The Road Governance 
Initiative documents and disseminates information on the number of road barriers and 
related delays and bribes incurred by truck drivers along major West African transport 
corridors.1 In 2008, USAID mandated the Trade Hub to go beyond issues of road-
transport governance and examine the entire range of costs and delays for 
representative import and export commodities on West African transport corridors—
from the arrival of a ship in a West African port to customs release of imports in a 
landlocked Sahelian capital, and vice versa for exports. This resulted in the publication 
in April 2010 of the report “Transport and Logistics costs on the Tema-Ouagadougou 
Corridor”.2 

This second study 
covers the Lomé–
Ouagadougou corridor, 
for which the USAID 
West Africa Trade Hub 
collected data from 
various stakeholders, 
during the period 
October 2009 to 
September 2010. Figure 1 shows the Lomé-Ouagadougou road 
corridor 

The study describes in considerable detail the steps and 
procedures involved in importing to and exporting from 
Burkina Faso through Lomé port in Togo and identifies the time 
and delays as well as official and unofficial costs incurred at 
various points in the transport chain as the goods travel along 
the Lomé–Ouagadougou corridor. 

                                                        
1 For more information on the Road Governance Initiative see http://www.watradehub.com/competitive-
environment/transport-infrastructure 
2 See http://www.watradehub.com/sites/default/files/resourcefiles/apr10/reduced-road-transport-costs-tema-
ouagadougou-2010.pdf 

Corridor Profile 
Total Length: 1,020 km 
Togo segment: 746 km 
Burkinabe segment: 274 km 
Total imports: 513,000 t (2009) 
Total exports: 131,000 t (2009) 
 

Figure 1: Lomé-Ouagadougou corridor information 

 

http://www.watradehub.com/competitive-environment/transport-infrastructure
http://www.watradehub.com/competitive-environment/transport-infrastructure
http://www.watradehub.com/sites/default/files/resourcefiles/apr10/reduced-road-transport-costs-tema-ouagadougou-2010.pdf
http://www.watradehub.com/sites/default/files/resourcefiles/apr10/reduced-road-transport-costs-tema-ouagadougou-2010.pdf
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1.2 Objectives 

The study aims to provide traders and transporters with the information they need to 
effectively advocate for better transport infrastructure, more streamlined import and 
export procedures, and less corruption, delays and uncertainty. 

The study will also be useful for national governments, regional bodies—ECOWAS and 
UEMOA—and donor organizations interested in promoting trade and transport 
facilitation by identifying the most important barriers to trade and transport in the 
region in general and along the corridor in particular, and thus guide regulatory and 
procedural reforms. 

1.3 Methodology 

A Trade Hub team conducted interviews with about 80 private-sector stakeholders 
along the transport and transit corridor. Stakeholders interviewed included 
transporters and forwarders/customs brokers, as well as shipping line representatives, 
shippers’ councils, private companies and business associations. 

Through the stakeholder interviews, the team collected values for formal costs such as 
official fees and charges for handling and transport, and informal payments such as 
bribes, as well as the time taken for various procedures for different import and export 
commodities and handling modes. 

In establishing the standard time for various activities, the team asked respondents to 
give the average time spent on an activity, assuming procedures took place normally. In 
the case of delays, the team asked respondents the average lag experienced beyond 
what they considered to be justifiable: e.g., electronic systems occasionally down; 
officials absent from their post when they should be present, equipment unavailable. 

The study is largely concerned with delays caused in a bureaucratic context.  Therefore, 
except for vessel-berthing operations in Lomé port, the analysis considers only delays 
occurring during normal working hours and does not take into account the time lost, for 
example, in waiting for a convoy at the Terminal du Sahel in Lomé or in overnight 
trucking delays along the route. 

The answers to the questions sometimes varied widely. The team selected the most 
representative and plausible responses and standardized the units of analysis to 20-foot 
(20’) and 40-foot (40’) containers and to metric tonnes (t). Final values were confirmed 
with stakeholders at validation workshops in Lomé and Ouagadougou in September 
2010. 

The Trade Hub team also investigated the roles that the many institutions play in the 
import and export of goods along the Lomé–Ouagadougou corridor and reviewed the 
key trade and transport-related policies and regulations that these institutions 
administer and enforce. This information is contained in Annex A and readers 
unfamiliar with the context of import and export using the Lomé-Ouagadougou corridor 
should review this annex first. 

Exchange rate 

The exchange rate used for this study was based on the average of the rates recorded 
during the study period, October 2009 to September 2010: USD 1.00 = XOF 451.53. 
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Customs duties and taxes 

The cost analysis in this study excludes duties and taxes. Although duties and taxes 
constitute a significant portion of the importers’ total costs, they are not transport or 
logistics costs. 

Still, customs duties and taxes have an important impact on transport costs and delays 
in as much as high import duties tempt traders and transporters to engage in fraudulent 
behavior. This causes governments to institute complex inspection and control 
procedures which, in turn, lead to higher costs, longer delays and more opportunities 
for informal payments to speed up the processes or to encourage government agents 
turn a blind eye to irregular situations. 

1.4 Policy environment 

Axle-load regulations 

Since 2005 and under considerable pressure from the European Union, West African 
authorities have been moving towards enforcing axle-load limits to counter the 
accelerated degradation of West African roads resulting from overloaded trucks.3 In 
April 2010, the eight UEMOA member states agreed to enforce the rules by the end of 
June 2010, following a plan to reach full implementation in January 2011. This deadline 
has now been postponed to January 2012. 

In April 2011, ECOWAS member states met in Accra, Ghana and committed to applying 
axle-load regulations and vehicle dimensions similar to the UEMOA regulations by July 
1st 2012. 

Burkina Faso and Togo are members of both ECOWAS and UEMOA. Neither was 
enforcing the axle-weight limits at the time of the field research for this study between 
October 2009 and March 2010. This study will therefore serve as a benchmark for the 
situation prior to the implementation of the axle-load regulations. 

However, the Port Autonome de Lomé/Lomé Port Authority (PAL) has started requiring 
trucks to be weighed prior to leaving for the Terminal du Sahel and has charged a fee for 
this service since May 2010. 

Niger was the first country in the region to enforce the axle-load rules starting in 
January 2009. The immediate impact of this was the lowering of the effective carrying 
capacity of the fleet which caused a rise in trucking rates. Transport prices per tonne 
from Lomé to Niger initially rose by almost 150% from about USD 64 to about USD 
154.4 However, by September 2009, Lomé-Niger transport prices stabilized at a level 
about 50% higher than before implementation of the axle-load rules. 

The West African road-transport market 

Historically transit traffic in West Africa has been governed by cargo-sharing 
agreements whereby transporters from landlocked countries have the right to carry 
two thirds and transporters from the port country one third of the transit cargo. These 
agreements are generally managed by shippers’ councils which allocate the transit 
cargo to the two countries while transporters’ associations manage the matching of 
cargo and trucks, basically through first-come first-served systems. 
                                                        
3 http://www.izf.net/upload/document/JournalOfficiel/Reglement_14_2005_CM_UEMOA.pdf 
4 West Africa Trade Hub “Overweight trucks stopped as Niger implements rule”, Tradewinds, issue May, 2009. 

http://www.izf.net/upload/document/JournalOfficiel/Reglement_14_2005_CM_UEMOA.pdf
http://www.watradehub.com/node/616
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These cargo sharing and truck allocation systems are implemented to varying degrees 
of strictness on different West African corridors. For example on the Tema-
Ouagadougou corridor these arrangements are hardly enforced at all and cargo owners 
are free to make their own arrangements with transporters from Ghana, Burkina Faso 
or even third countries. However on the Lomé-Ouagadougou corridor the cargo-sharing 
agreement and truck-allocation system are implemented quite rigorously as explained 
in detail in Section 4. 

The authors of a recent World Bank report, Transport prices and costs in Africa, assert 
that “in regulated environments such as West and Central Africa, regulatory constraints 
(formal and informal) must be dismantled because they are the root cause of limited 
competition, poor service, and high transport prices”. 5 

Governments can implement deregulation to different degrees, from cancelling cargo 
quotas, through opening up domestic trucking markets bilaterally for transporters from 
both the landlocked and coastal country, to totally opening the trucking market in the 
ECOWAS region for all authorized transporters. 

The Trade Hub believes that the further the trucking market is opened for competition, 
the more importers and exporters will benefit in terms of lower costs and better 
service. In particular, allowing all authorized transporters to carry not only transit cargo 
but also domestic cargo in any ECOWAS country will be a big step towards reducing the 
number of empty trips—which are due to the heavy imbalance between import and 
export cargo in all Sahelian countries—and thus increase truck utilization, and by 
extension reduce transport costs. 

                                                        
5 Teravaninthorn S. & G. Raballand (2008) “Transport prices and costs in Africa: a review of the international corridors”, 
World Bank. 
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2 Traffic through Lomé port and traffic to Burkina Faso 

2.1 Lomé as a port competing for Sahelian transit traffic 

Lomé is Togo’s only significant port.  Traffic through the port, summarized in Figure 2, 
has grown rapidly and the annual volume of imports and exports had risen to 7.3 
million tonnes in 2009, a 66% increase from the 2004 level of 4.4 million tonnes. 
Imports to Togo at 3.1 million tonnes in 2009 represents the largest traffic category, 
followed in order of tonnage by transit import, Togo export and trans-shipment cargo. 
Transit import through Lomé port is about 13 times larger than transit export. For a 
detailed breakdown of traffic through Lomé port refer to Annex B. 

Figure 2: Traffic through Lomé port (thousands of tonnes) 

 

Source: Lomé Port (January 2010) 
 

As traffic through Lomé port has grown the proportion of containerized cargo has also 
grown: from 45% in 2004 to 51% in 2009 as shown in Table 1. Bulk cargo represents 
about 35% and break-bulk some 10% of total cargo volumes. 

Table 1: Volumes of containerized cargo at Lomé port (tonnes) 

  2004 2005 2006 2007 2008 2009 

Total traffic (tonnes) 4,429,345 5,080,033 5,349,195 6,183,771 7,280,810 7,326,128 

Containerized 
Cargo 

TEU’s 184,998 204,614 215,898 237,891 296,109 318,599 

Total 
weight 
(t) 

1,991,183 2,309,683 1,978,986 2,825,071 3,482,664 3,769,908 

% of 
total 
traffic 

45% 45% 37% 46% 48% 51% 

Source: Lomé Port (January 2010) 

Transit traffic constitutes about 25% of total Lomé port throughput. In 2004 only 16% 
of Lomé transit traffic went to neighboring coastal countries, but as Ghana started 

 -    

 1,000,000  

 2,000,000  

 3,000,000  

 4,000,000  

 5,000,000  

 6,000,000  

 7,000,000  

 8,000,000  

2004 2005 2006 2007 2008 2009 

To
n

n
e

s 

Total traffic 

Togo - Import 

Togo - Export 

Transit - Import 

Transit - Export 

Trans-Shipment 



TRANSPORT & LOGISTICS STUDY - LOMÉ-OUAGADOUGOU CORRIDOR 

16 

importing clinker6 through the port, transit traffic is now divided about equally between 
Sahelian and coastal countries as shown in Table 2. Burkina Faso alone is responsible 
for two thirds of Sahelian transit traffic through Lomé port. 

Transit export through Lomé port was about 25% of total transit traffic in 2004 but has 
since fallen to only 7%, mainly composed of cotton from Burkina Faso and cocoa from 
northern Côte d’Ivoire which transited irregularly via Burkina Faso during the civil 
strife in Côte d’Ivoire. 
 

Table 2: Transit traffic through Lomé port 2004–2009 (tonnes) 

 
2004 2005 2006 2007 2008 2009 

Sahel 895,905 885,844 865,260 885,079 766,926 977,037 

Burkina Faso 577,408 618,033 588,526 608,666 488,990 643,247 

Niger 180,248 143,872 151,278 177,879 194,183 237,924 

Mali 138,077 123,623 125,248 98,414 83,012 94,726 

Chad 172 316 208 120 741 1,140 

Other countries 139,730 246,288 310,597 779,889 1,294,369 837,056 

Ghana 48,542 162,089 216,811 607,038 1,025,233 558,238 

Côte d'Ivoire 32,635 17,087 9,991 12,213 31,388 69,323 

Benin 40,015 39,793 55,469 80,788 122,085 132,204 

Nigeria 18,538 27,319 28,326 79,850 115,663 77,291 

Of which export 
      Total export 262,776 347,141 286,019 283,200 88,556 130,591 

Of which BF exp. 188,508 276,229 239,475 245,258 87,203 130,591 

Total transit 
traffic 

1,035,635 1,132,132 1,175,946 1,664,968 2,061,295 1,814,093 

Transit traffic as 
% of total 23% 22% 22% 27% 28% 25% 

Source: Lomé Port (January 2010) 
 

Table 3 shows the annual total number of trucks carrying transit cargo from Lomé’s 
Terminal du Sahel for 2007–2009. In 2009, the northbound throughput from Lomé 
averaged close to 350 trucks per week or 116 trucks per convoy, with about two thirds 
of the cargo destined for Burkina Faso.  

  

                                                        
6
 Clinker is an intermediate material for the production of Portland cement. 



TRANSPORT & LOGISTICS STUDY - LOMÉ-OUAGADOUGOU CORRIDOR 

17 

Table 3: Annual total number of trucks in transit from Terminal du Sahel in Lomé to Burkina Faso, 
Mali and Niger 

Year 2007 2008 2009 

Number of trucks 23,916 19,968 18,132 

Total Sahelian import (t) 601,879 678,370 846,446 

Average load per truck (t) 25, 2 34.0 46.6 

Number of trucks per convoy 
(3 convoys per week) 

153 128 116 

Source: PAL—Coordinator of Solidarité sur la mer7 

 
To the extent these numbers are reliable; it appears that the average truck load is 
increasing while the number of trucks involved in transit traffic is decreasing. The Trade 
Hub is not sure whether this is due to the use of larger trucks, an increase in over-
loading or a combination of the two. 

2.2 Burkinabè imports and exports 

Burkinabè overseas imports and exports have grown by more than 100% during the 
last 10 years from about 720,000 tonnes in 2001 to 1,670,000 tonnes in 2010 as shown 
in Figure 3, with exports varying between 20 and 30% of total traffic. 
 

Figure 3: Burkinabè overseas imports and exports 

 

Source: CBC 

Burkinabè traders have a choice of five ports through which to ship their goods to and 
from world markets. From east to west these are: Cotonou, Lomé, Tema, Takoradi and 
Abidjan. International roads link Ouagadougou to all these ports and, in addition, a 
railway links the city to Abidjan. The distance to Ouagadougou from these ports is on 
average 1,050 km, as shown in Table 4. 

                                                        
7 Solidarité sur la mer is an initiative created by PAL in 1994 in collaboration with Togolese customs, gendarmes and police 
to provide a convoy system between the Terminal du Sahel and the Cinkassé border post. 
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Table 4: Distances between ports and Ouagadougou, Burkina Faso (kilometers) 

Cotonou, Benin Lomé, Togo Tema, Ghana 
Takoradi, 

Ghana 
Abidjan, Côte 

d'Ivoire 

1,022 1020 1,057 999 1,174 

Source: Road Governance reports and maps.google.com.gh 

Since 2003 the most important port for Burkina Faso has been Lomé. Before the civil 
strife in Côte d’Ivoire which started in 2002, Abidjan was the major port for Burkinabè 
transit trade, thanks to a large extent to the railway linking the port to Ouagadougou. 
Côte d’Ivoire’s political problems drastically reduced transit traffic via Abidjan between 
2002 and 2003, to the benefit of the competing ports such as Lomé. Tema port also 
benefitted from this situation and became the second most important port until 2009 
when Abidjan regained some of its past importance. Cotonou and Takoradi both play a 
marginal role for Burkina Faso’s overseas trade. 

 

Figure 4: Burkinabè total traffic through various ports (tonnes) 

 

Source: CBC 
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Figure 5: Burkinabè imports (tonnes) 

 

 

As Côte d’Ivoire became more stable, Abidjan regained some of its market share over 
the 2004–2009 period and became the most important port for Burkinabè exports from 
2008 onwards, as shown in Figure 6. 

 

Figure 6: Burkinabè exports (tonnes) 

 

0 

100,000 

200,000 

300,000 

400,000 

500,000 

600,000 

700,000 

800,000 

2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 

COTONOU  LOME  ABIDJAN TEMA TAKORADI 

0 

50,000 

100,000 

150,000 

200,000 

250,000 

2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 

COTONOU  LOME  ABIDJAN TEMA 



TRANSPORT & LOGISTICS STUDY - LOMÉ-OUAGADOUGOU CORRIDOR 

20 

3 Costs per type of commodity and handling mode 

Transport and logistics (T&L) costs comprise a multitude of fees and charges, some of 
which are based on weight or volume while others are transaction-based, such as 
inspection procedures, and still others—such as the customs guarantee fund—are 
based on the value of the cargo. To complicate the picture, some charges may be based 
on the mode of handling or the commodity. On top of formal costs, there are informal 
costs (bribes) which also can be transaction-based, or depend on the nature of the 
cargo—for example whether it is perishable or not—or be a function of the value of the 
cargo. 

Some costs are paid directly by the trader, whereas others are paid by the forwarders 
and transporters and are thus included in the price of the services they charge. 

All the above-mentioned formal and informal costs represent actual money changing 
hands. In addition to these direct costs a company or person importing or exporting to 
or from West Africa also has to take into consideration indirect costs caused by delays 
and the lack of predictability in both time and costs. 

Throughout the report, costs refer to the expense the importer and exporter has to pay. 
For example “transport costs” means the price an importer or exporter has to pay for 
the service and thus include the profit to the transporter. 

In order to get a representative picture of the range and structure of transport costs and 
delays that Burkinabè importers and exporters have to pay, the team carried out a 
detailed analysis for typical import and export commodities and handling modes in both 
directions along the Lomé-Ouagadougou road-transport corridor. 

3.1 Burkinabè imports—northbound cargo 

Choice of studied commodities 

For imports, the team chose edible oils, sugar, textiles and rice that together accounted 
for 22% of Burkina Faso’s total imports in 2009. These commodities illustrate the three 
common types of handling mode for import cargo which are:  

 Containerized from origin all the way to Ouagadougou (textiles) 

 Containerized until Lomé port and then stripped for onward transport to 
Ouagadougou as break-bulk (edible oils); and  

 Bulk or break-bulk all the way from origin to destination (rice and sugar).  

Figure 7 below shows the import volumes of these commodities from 2005-2009. 
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Figure 7: Burkinabè imports of studied commodities, Lomé port (tonnes) 

 

Source: PAL data, January 2010 
 

Table 5 shows the mean weight and cost, insurance and freight (CIF) value of these 
commodities. The amounts represent actual examples of consignments destined for 
Burkina Faso imported through Lomé in 2009. The T&L costs associated with the bulk 
cargoes (rice and sugar) are calculated based on consignments of 1,000 tonnes 
transported by trucks carrying average loads of 40 tonnes. Other commodities 
accounting for the bulk of imports on this corridor include miscellaneous manufactured 
articles, auto spare parts, construction materials and chemical products. 

Table 5: Characteristics of Burkinabè imports from Lomé port—northbound 

Type of 
transport 

Commodity 
Container 

type 
Weight 

(t) 

CIF value 
Lomé 
(USD) 

Annual 
volume 

(t) 

% of 
total BF 
imports 
through 

Lomé 
port 
2009 

Full 
container 

Textiles  20’ 15 16,610 
28,494 6 

Textiles  40’ 20 21,130 

Stripped 
container 
(break-
bulk) 

Cooking oil 20’ 17 12,801 

22,151 4 
Cooking oil 40’ 25 18,825 

Bulk 
Sugar n/a 1 320 10,118 

12 
Rice  n/a 1 650 51,087 

Source: Lomé Port and forwarding companies (2009) 

 

Import transport costs by commodity and type of handling 

Table 6 shows the total T&L costs incurred in West Africa (formal and informal) in USD 
for the three different handling modes. The “stripped container” columns pertain to 
truckloads of break-bulk goods that have been unloaded (“stripped”) from the 
containers in which they arrived at Lomé port. 
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Table 6: Imports—total T&L costs per commodity and handling mode 

Transport 
mode 

Full container Stripped containers 
(break-bulk) 

Bulk* 
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Value (USD) – Lomé CIF 16,610 33,220 21,130 12,801 25,602 18,825 12,800 26,000   20,874 

Weight (tonnes) 15 30 20 17 34 25 40 40   28 

Total port 
costs (USD) 

Formal 432 586 628 695 1177 1045 500 501 
  

696 

Informal 17 17 17 24 24 24 25 25 
  

22 

Total 
customs 
processing 
costs (USD) 

Formal  279 443 335 282 433 359 394 460 

  

373 

Informal 218 241 218 218 241 218 155 155   208 

Total 
trucking 
costs  
(USD) 

Formal 1,988 2,985 2,985 1,463 3,157 2,260 3,760 3,760 
  

2,795 

Informal 115 115 115 120 120 120 120 120 

  

118 

Total 
handling 
at Ouagar-
inter 

Formal 327 653 523 0 0 0 0 0 

  

188 

Informal 0 0 0 0 0 0 0 0   0 

Total 
forwarding 
costs (USD) 

Formal 718 1045 889 751 890 751 499 499 
  

755 

Informal 0 0 0 0 0 0 0 0   0 

Total formal costs  
(USD) 3,743 5,712 5,360 3,191 5,657 4,415 5,153 5,220 

  
4,807 

Total informal (USD) 350 373 350 363 386 363 300 300 
  

348 

Informal as % of grand 
total 8.6% 6.1% 6.1% 10.2% 6.4% 7.6% 5.5% 5.4% 

  

6.8% 

Grand total T&L (USD) 4,093 6,085 5,710 3,554 6,043 4,778 5,453 5,520 
  

5,155 

Total T&L costs per 
tonne (USD) 273 203 286 209 178 191 136 138 

  

187 

 Notes:   * Bulk cargo is calculated for 1,000-tonne shipments assuming truckloads of 40 tonnes 
** This is an unweighted average of the eight commodity/handling-mode combinations. 

 

Trucking prices—containers versus break-bulk, imports 

Trucking prices are basically a function of load—the more tonnes carried the lower the 
cost per tonne—and whether the cargo is containerized or not. 

As shown in Figure 8 below, being containerized adds approximately USD 60 per tonne 
with a load of about 15 tonnes and USD 25 per tonne with a load of about 30 tonnes. 

The higher transport price for containers is partly explained by the high container 
handling fees in Ouagarinter and partly by the fact that basic trucking rates are higher 
for containers presumably due to the expectation that additional cargo can be loaded if 
transported as break-bulk. 
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Figure 8: Trucking price containerized versus non-containerized, imports 

 
 

T&L cost breakdown 

Figure 9 below shows that formal costs represent 93% and informal costs 7% of total 
T&L costs incurred in West Africa. The cost of trucking at about 60% is the most 
important formal cost while customs is the biggest recipient of informal payments, 
closely followed by trucking due mainly to the elaborate cargo-trucking allocation 
process. Bribes paid at road barriers are relatively less important at just above 14% of 
total informal costs. Importers and forwarders pay bribes to speed up the clearance 
process, or to encourage customs agents to not enforce the rules, or both. 

 

Figure 9: Distribution of formal and informal costs for imports 
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3.2 Burkinabè Exports—southbound cargo 

The team examined costs for exporting from Ouagadougou through Lomé using the two 
typical handling modes for non-cotton exports: 

 Containerized from origin all the way to final destination 

 Break-bulk to Lomé and loaded into containers at the port. 

Export—choice of commodities 

For exports, the team selected commodities relevant to Trade Hub’s stakeholders: shea 
nuts, sesame seeds, cashews and handcraft.  

Between 2005 and 2009, bales of ginned cotton accounted for between 73-80% of the 
tonnage of Burkinabè exports in transit through Lomé, followed by sesame seed, shea 
nut, cashew and handcraft (and other commodities). Table 7 below shows Burkina 
export volumes through Lomé port. 

Table 7: Transit exports from Ouagadougou via Lomé, 2005–2009 (tonnes) 

 2005 2006 2007 2008 2009 

Total 276,229 239,475 245,258 87,203 130,591 

Cotton 200,796 189,907 197,314 69,851 95,221 

Cotton as % of total 73% 79% 80% 80% 73% 
Source: Conseil Burkinabè des Chargeurs (CBC) & PAL 

Table 8 shows the mean weights and values of containers of the chosen commodities. 
Container-loads vary noticeably more in value than in weight. 

Table 8: Burkinabè export commodity weights and values 

Commodity Container type Weight (tonnes) Lomé FOB value (USD) 

Shea butter 40' dry 21 39,000 

Shea nuts 20' dry 17 8,500 

Cashew nuts 20' dry 16 95,200 

Handcrafts 40' dry 16 21,000 

 

Lomé-Ouagadougou transport costs by commodity and handling mode 

According to freight forwarders and handling companies, exporters containerize about 
30% of export commodities in Ouagadougou; the remaining 70% is shipped as break-
bulk or bulk to Lomé port where the cargo is usually loaded, “stuffed”, into containers 
for onward maritime transport to the final destination. Warehousing in Lomé is not 
included in the analysis as this is rarely used for Burkinabè export. The study assumes 
that the content of one truckload of break-bulk cargo equals that of two TEUs. 

Results 

Table 9 shows total T&L costs and cost per tonne for various handling modes and types 
of cargo and services. The figures are typical of the T&L costs for most non-cotton 
commodities exported from Burkina Faso through Lomé. 

 

.  
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Table 9: Exports—total T&L costs per commodity and handling mode 

Transport mode Full container 
Break bulk from 
Ouagadougou, 

containerized in Lomé 
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Value (USD) – Lomé CIF 8,500 95,200 21,000 39,000 8,500 95,200 21,000 39,000   40,925 

Weight (tonnes) 17 16 16 21 17 16 16 21   17.5 

Total port 
costs (USD) 

Formal 190 190 292 292 320 320 509 509   328 

Informal 16 16 16 16 13 13 13 13   14 

Total customs 
processing 
costs (USD) 

Formal  140 357 171 218 140 356 171 218 
  

221 

Informal 53 53 53 53 62 62 62 62 
  

58 

Total 
trucking and 
logistics costs 
(USD) 

Formal  1,140 1,112 1,527 1,527 918 863 863 1,112 

  

1,133 

Informal 38 38 38 38 38 38 38 38 
  

38 

Total 
forwarding 
costs (USD) 

Formal  382 382 437 437 382 382 437 437 
  

410 

Informal  0 0 0 0 0 0 0 0 
  

0 

Total formal costs  (USD) 1,852 2,040 2,427 2,474 1,760 1,921 1,979 2,276 
  

2,091 

Total informal (USD) 107 107 107 107 114 114 114 114 
  

111 

Informal as % of total 5.5% 5.0% 4.2% 4.1% 6.1% 5.6% 5.4% 4.8% 
  

5.0% 

Grand total T&L (USD) 1,958 2,147 2,534 2,581 1,874 2,035 2,093 2,389 
  

2,201 

Total T&L costs per tonne 
(USD) 115 134 158 123 110 127 131 114 

  

126 

Note: *These are unweighted averages of the eight commodity/handling-mode combinations studied 

 
Only containers transported to Ouagadougou by shipping lines on “through bills of 
lading” are available for export cargo. This is because all other containers transported to 
Ouagadougou have to be returned to the shipping lines within the allotted time or else 
be subject to demurrage charges.  

The total T&L cost for an average export truckload is less than 57% of the cost of an 
average truckload for imports: USD 2,201 for exports versus USD 5,155 for imports. 
This is to be expected as Burkina Faso imports about five times more than it exports 
through Lomé port and trucking costs for the import leg therefore usually include 
provision for an empty trip from Ouagadougou to Lomé.  

The difference between the trucking costs for imports and exports is less pronounced if 
one compares the cost per tonne. Exports (USD 121 per tonne) are 35% less expensive 
per tonne than imports (USD 187 per tonne) as the average import truckload is 28 
tonnes compared to 17.5 tonnes for the average export truckload,  

Trucking prices—containers versus break-bulk, imports 

As with imports, trucking prices for exports are a function of load—the more tonnes 
carried the lower the cost per tonne—and whether the cargo is containerized or not. 
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As shown in Figure 10 below, being containerized adds approximately USD 30 per 
tonne with a load of about 15 tonnes and USD 15 per tonne with a load of about 20 
tonnes. 

Figure 10: Trucking prices—containers versus break-bulk, exports 

 

T&L cost breakdown 

Informal costs on export cargo do not vary much by handling mode and average 5.0% of 
the total T&L costs, compared to 6.8% for imports. The highest informal costs for 
exports are payments made to customs officers, mainly in Lomé. The relatively low level 
of informal costs for exports can be explained largely by the unregulated nature of the 
export trucking market and the fact that export transit goods are seldom subject to 
customs duties and therefore subject to simpler procedures and less intervention of 
customs and other agencies. See Figure 11. 

Figure 11: Distribution of average formal and informal costs for exports 
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4 Imports: Logistics procedures, costs, and delays 

From the moment a 
vessel drops anchor 
outside Lomé port and 
starts waiting for a berth 
to unload, the transport 
leg controlled by Togolese 
and Burkinabè authorities 
and operators begins. 
Once the vessel is at quay, 
stevedores unload the 
goods to the port. All 
goods, including goods in 
transit, must be cleared by 
customs before they are 
loaded onto trucks. 
Customs, the port 
authority and sometimes 
other agencies check the 
truck and cargo for 
compliance with laws and 
regulations before the 
truck is allowed to leave 
the port. Trucks with 
transit goods destined for 
Burkina Faso or other 
Sahelian countries move to 
the Terminal du Sahel, the 
transit parking yard 
situated 13 km north of 
Lomé port. From there the 
trucks travel to Togo’s 
northern border escorted 
by customs. Customs 
convoys leave Lomé three days a week, on Tuesdays, Thursdays and Saturdays. 

On the way to Ouagadougou trucks are frequently stopped at checkpoints operated by 
police, gendarmes, and customs both in Togo and in Burkina Faso. At the border, police 
and customs officials on both sides inspect and process the shipment before the truck 
can continue to Ouagadougou where customs clears the goods at the Ouagarinter 
terminal and the importer ultimately takes possession. Figure 12 outlines the process 
and identifies the key points where costs are incurred. 

4.1 Imports: Main cost components for northbound traffic 

Table 10 summarizes the main components of the transport costs and delays for 
Burkinabè imports. As a representative combination of commodity and handling mode 
the team chose to detail the costs for 1x 20’ container of textiles, for onward 
transportation to Ouagadougou in one container on one truck. 

Figure 12: Movement of cargo from Lomé to Ouagadougou 
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Table 10: Main cost components of northbound transit traffic8 

Activity 
Total formal 

costs 
(USD/TEU) 

Total 
informal costs 

(USD/TEU) 

Normal 
time, 

without 
delays (hrs) 

Average 
delays 
(hrs) 

Work
-day* 

Average anchorage & berthing 
Included in 
freight cost 

N/A 1 23 

24 hrs 
 

Average unloading at berth 
Included in 
freight cost 

N/A 18  

Anchorage and berthing   
19 hrs 

(0.8 days) 
23 hrs 

(1.0 day) 

Port & stripping 220.65 16.61 5.00 6.00 

8 hrs 

Customs (including Customs 
Bond) 

124.01 55.37 

18.58 19.58 
Forwarding 188.25 0 

Shipping line release 71.87 
 

Truck allocation procedures  95.00 55.00 

Transit yard procedures 
(Terminal du Sahel) 

44 11 
  

Port yard operations subtotal 744 138 
23.58 

(2.9 days) 
25.58 

(3.2 days) 

Road transport to Ouagadougou 1988.16 49.21 24 1.48 

Border crossing at Cinkassé 
(Togo) 

18 8.86 1.17 1.08 

Border crossing at Bitou 
(Burkina Faso, including 
Customs Bond) 

120.03 11.07 3.55 4.15 

Road-transport leg subtotal 2126.19 69.14 
28.72 

(3.6 days) 
6.71 

(0.8 days) 

Ouagarinter customs 73 142.85 8.08 8.17 

Ouagarinter forwarding 472.84 0 0 0 

Ouagarinter handling 326.67 0 1.00 2.00 

Ouagarinter subtotal 872.51 142.85 
9.08 

(1.1 days) 
10.17 

(1.3 days) 

      

Total 3742.52 349.97  8.4 days  6.3 days 
 

Grand total  USD 4,092 14.7 days 

* Anchorage and berthing are 24-hour days while all others are 8-hour business days 

 

                                                        
8 1x20' container of textiles (15 tonnes). This example is used in order to be consistent with the detailed costs given in the 
annexes which are based on one TEU. However whenever possible, transporters load 2x20’ containers or 1x40’ on a truck 
which would cost a total of USD 6,086 versus USD 4,092 for 1x20’, thus reducing the cost per tonne by about 25%. 
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The longest delays occur during port operations, which include the transit yard, 
Terminal du Sahel, outside the port where waiting for the customs escort accounts for 
much lost time. The port is also where most informal payments are made, divided 
almost equally between customs and the cargo-trucking allocation process. The road-
transport leg is the most expensive but incurs the least delays and informal payments. 
The importer experiences the highest level of bribes at Ouagarinter terminal. 

4.2 Lomé port 

Introduction 

With 14m depth, the port at Lomé is the only natural deep-water port on the West 
African coast that can potentially accommodate container ships capable of carrying over 
7,000 TEU without dredging. The port authority’s long-term goal is to exploit this 
advantage to become the maritime hub for container trans-shipment in West Africa.  

The Port Autonome de Lomé (PAL), is a state-owned company with financial and 
management autonomy which operates primarily as a landlord port. Figure 13 shows 
(1) Roll-on-roll-off and conventional goods, (2) container berths and (3) hydrocarbon 
and ore berths. Most stevedoring activities are leased out to four private companies.9 

Figure 13: Map of Port Autonome de Lomé 

 

The berths of the main port are divided into five sections as shown in Table 11 below. 

  

                                                        

9 The Société d’Entreprise de Manutention Maritime (SE2M)—mainly owned by the Bolloré group—and Manuport—mainly 
owned by the GETMA group—run the container stevedoring. Non-containerized cargo is handled by the 
Sociétéd’Entreprise de Moyens et de Manutention Maritime (SE3M, part of the Bolloré group) and Manuport (GETMA-

Necotrans group). PAL itself handles clinker, wheat and hydrocarbons. 
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Table 11: Lomé port berths 

Designation  Capacity Cargo type 
Dimensions  

width/length (m) 
Depth 

(m)  

Pier 1 4 berths Conventional  72/366.5 
9.5 (3 posts),  

7 (1 post) 
Pier 2 2 berths (#5&6) Container  140/250 11 & 12 

Oil Berth 1 berth Hydrocarbons 250 13.5 

Ore Dock 1 berth Ores 210 11.5 

Fishing harbor 6-9 trawlers fish 60 4.5 

Warehousing areas inside the port include four transit warehouses each 7,500 m2, two 
10,000 m2 warehouses belonging to the Togolese Chamber of Commerce, one 5,000 m2 

transit warehouse for Niger and the same for Mali. The port also offers more than 
200,000 m2 of open space storage and a 3 hectares parking lot for secondhand vehicles. 
PAL offices’ working hours are 7:00–noon and 14:00–17:00 on weekdays and from 
8:00-13:00 on Saturdays. 

As Togo is a small country with limited scope for increased domestic imports or exports, 
the expansion of Lomé port relies greatly on increased transit flows, including to and 
from the Sahelian landlocked countries: Burkina Faso, Mali and Niger. To that effect, the 
port has made significant investments to attract those cargoes. In particular, the port 
has built the 40,000 m2 Terminal du Sahel at the northern exit from the city of Lomé. 
This terminal provides support for transit goods bound for the Sahel in the form of a 
parking lot for trucks, accommodation and a dedicated filling station. 

Future plans for Lomé port 

In March 2011 the French logistics group Bolloré launched a project to build a third 
quay at Lomé port for a cost of 300 billion CFA francs (USD 640 million). The quay will 
be 450 metres long, with a depth of 15 metres and able to take vessels up to 7,000 TEU. 
The aim is to double container traffic from the current 350,000-400,000 a year within 
five years, and to triple it within a decade.10 

4.3 Lomé port maritime operations 

Lomé port offers secure facilities for anchoring ships while awaiting admission into the 
port, weathering a storm, or simply for replenishing the stores on board. 

Waiting at anchor 

Lomé port is congested and ships therefore have to wait at anchor until a berth becomes 
available. Table 12 shows that in 2009 the average waiting time at anchor was 63 hours, 
or about 2.6 days, for all vessels. Also, an increase of 7.6% in vessel calls from 2007 to 
2009 led to a 19% increase in waiting times. 

For container ships, the average wait at anchor was considerably lower at 23 hours in 
2009, which is still far longer than the wait in well-run container terminals elsewhere in 

                                                        
10 See  http://www.reuters.com/article/2011/03/07/bollore-togo-idUSLDE7261CI20110307 
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the world where ships often berth upon arrival and start working immediately. The 
result is that shipping lines add congestion fees to the cost of using Lomé port.11 

Table 13 compares the average waiting time at anchor for container vessels in Lomé 
with the waiting time at anchor in Tema and Abidjan. The low waiting time at anchor in 
Abidjan port reported for 2009 and 2010 is apparently due to the use of a “fixed 
berthing window” system.12 

Table 12: Average waiting times at 
anchor and vessel calls for Lomé port – 
all vessels 

 
Waiting at 
anchor (h) 

Number 
of vessels 

2007 53 1024 
2008 46 1010 
2009 63 1102 

Source: Port Autonome de Lomé 

Table 13: Average waiting time at anchor, Lomé and 
competing ports - container-vessels 

 Waiting time at anchor (hrs) 

Port 2009 2010 20111 

Lomé 23 24 24 

Tema 23 36 0-72 

Abidjan 1.2 1.1 24 

Source: Handling companies and ports (2009 & 2010) 
Note 1: Afritramp weekly news 44, Nov 2011 
www.afritramp.eu  

Berth occupancy and productivity 

Berth occupancy is ships’ total time at berth as a percentage of total available berthing 
time. The handling companies report that, in 2009, the occupancy rates for PAL’s two 
container-dedicated piers reached 67 and 70% respectively. This level of occupancy is 
high, suggesting that both terminals are working at near full capacity. 

4.4 Lomé port terminal operations 

This sub-section looks in detail at the procedures and associated costs, starting from 
when the container has been unloaded onto the quayside until the cargo has been 
allocated to the truck and moved to the Terminal du Sahel. Cargo clearing, forwarding 
and trucking procedures in Lomé port consist of 19 operations which take about seven 
days, three of which constitute unnecessary delays. 

Cargo clearing and trucking procedures and costs in Lomé port 

For containerized transit cargo destined for Burkina Faso, Table 14 summarizes the 
number of steps involved in the clearance process, formal and informal costs, and the 
standard times that economic operators find acceptable in the process, as well as 
observed delays beyond the standard time. 

  

                                                        
11 These surcharges can vary considerably from one shipping line to another. For example Delmas and Maersk announced 
congestion surcharges of USD 25 and EUR 85 per TEU respectively in February 2011 while container-shipping company 
CMA CGM implemented a congestion surcharge of USD 150 per TEU for containers destined for Lomé in May 2011. 
12 A “fixed berthing window” system consists of guaranteeing a shipping line regular access to a berth at a specified time 
on a certain day, just like airports allocate gates to airlines. This enables the handling companies to better plan their 
loading and unloading operations thus increasing port productivity. Shipping lines claim that this system can reduce 
vessels’ waiting times by 70% or more. 

http://www.afritramp.eu/
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Table 14: Summary of Lomé Port import procedures 

Description 
of steps 

No. of 
steps 

Formal 
costs 

(USD/20’)¹ 

Informal 
costs 

(USD/20’) 

Standard 
time 

(minutes ) 

Delays 
(hours) 

Causes of delays 

Customs 
procedures & 
taxes² 

12 

82 55 875 1115 
Long process, 
customs officers are 
overworked 

Customs 
bond (0.25% 
of cargo 
value) 

 
 

 42 
0 0 0  

Port transit & 
yard 

3 265 27 300 360 Queuing time 

Trucking  
(cargo 
allocation) 

2 95 55 

(already 
included in 

customs 
process) 

(included 
above) 

The Solidarité sur la 
mer customs escort 
departs 3 times 
weekly 

Forwarding Included 188 0 
(See total 

hours) 
(See total 

hours) 
 

Shipping-line 
release  

1 72 0 240 60 

Customs-release 
computer-system 
failures; queuing at 
shipping-line 
premises 

Total  19 744 136 
1415mins 
(2.9 days) 

1535 
(3.2 days) 

 

1 Customs taxes: Import transit tax XOF 200/t plus 4% stamp duty + XOF 5,000 (RID: Redevance 
informatique douane 

 
Port and customs fees incurred in Lomé port are detailed in Annex D while Annex E 
describes in detail the steps required by forwarders and truckers to clear transit 
containers. 

Figure 14 below summarizes the 19-step clearing procedure. 
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 Figure 14: Steps to clear containers in transit bound for Burkina Faso
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Cargo dwell time 

Cargo dwell time is the time a cargo consignment stays in the port from the time it has 
been off-loaded from a vessel until it exits the port gate for delivery. Table 15 gives the 
dwell time in Lomé for import containers, both local and in transit, in comparison with 
six other West African ports, showing that Lomé is slightly better than average. 

Table 15: Average 2009 container dwell time in some West African ports (days) 

 Dakar Abidjan Tema Lomé Cotonou Lagos Average 

Container average 
dwell time (days) 

25 12.5 19 17 13 20 17.8 

Sources: Handling companies and ports 

Containers in transit through Lomé port have lower dwell times than those destined for 
Togo, since the customs process is faster. However, transit container dwell time remains 
high due to the fact that the port, and some shipping lines, accord long grace periods 
before applying demurrage fees and some importers take advantage of this to benefit 
from free storage.  

Grace periods and demurrage 

Port Autonome de Lomé (PAL) allows the importer a 25-day grace period to process and 
remove the shipment from the port. However, most shipping lines start imposing 
demurrage charges for in-transit cargo containers after 10–21 days. After the grace 
period, daily demurrage fees vary from USD 13-24 per TEU, with each shipping line 
having its own policy. 

Containers in transit traffic to and from Burkina Faso 

Handling companies estimate that 60-70% of transit containers are stripped (unloaded) 
and the goods trucked to landlocked countries as break bulk. In this case, the 
stevedoring company transfers the container to a dedicated port area where, under 
customs surveillance, the forwarder pays a gang of workers, or a fork-lift truck, to 
unload the contents and have the goods reloaded onto a truck before returning the 
container to the shipping line. Due to the unavailability of equipment, customers may 
experience delays of 2–8 hours in getting their container positioned for stripping, 
especially if the handling company has a vessel to load or unload at the same time. 

Still, about 30-40% of transit containers continue to Ouagadougou in containers, 20% of 
them under a “through bill of lading”13 and 10-20% in containers for which the 
importers have paid the deposit fee to the shipping lines. 

Togolese customs and ASYCUDA 

Since January 2008, Togo customs has used the Automated System for Customs Data 
(ASYCUDA) to process its trade data.14 The customs services of several other West 
African states, including Burkina Faso, also use ASYCUDA, which should facilitate the 
standardization of data entry processes and customs data sharing. 

                                                        
13 ”Through Bill of Lading” means that the shipping line takes responsibility for cargo clearance at the port and the 
trucking to Ouagadougou and the importer takes delivery of his or her cargo from the shipping-line agency at the final 
destination 
14 For more information on ASYCUDA see www.asycuda.org 

http://www.asycuda.org/


TRANSPORT & LOGISTICS STUDY - LOMÉ-OUAGADOUGOU CORRIDOR 

35 

Freight forwarders enter the customs declaration from their own premises on a 
networked system. Customs can process the declaration immediately, but the 
forwarders still have to physically go to the customs office to follow up. ASYCUDA 
results in savings for freight forwarders of around 6 working hours per consignment 
compared to the previous system whereby customs declarations were typed on paper 
forms and sent to customs for validation and processing. 

All transit goods must be guaranteed against loss of revenue to the Togolese customs in 
case the goods are diverted and remain on Togolese territory without duties being paid. 
Importers purchase this guarantee from the Chambre du Commerce de l’Industrie du 
Togo, Togo’s “national guarantor” in conformance with the ECOWAS’ Inter-State Road 
Transit (ISRT) convention. However, the bond covers only the transit journey within 
Togo; the importer pays for a separate bond for the transit through Burkinabè territory 
to the customs yard at Ouagarinter.  

Customs agents seal the transit cargo prior to its departure from the port. 

Shipping agencies 

Eleven days prior to the vessel’s arrival, shipping agencies alert PAL and electronically 
send customs a manifest providing all the vessel and cargo specifications, such as flag, 
origin, cargo and importer. The shipping line charges an administrative fee to the 
shipper or forwarder who presents the original bill of lading. Shipping lines may charge 
additional fees, e.g. a port-congestion surcharge. However, before introducing any tariff 
modification, they have to inform NAVITOGO, the shipping-line representatives’ 
association.15 

Shipping agencies in Lomé charge a deposit fee for containers going to Ouagadougou. 
They refund this fee to the shipper upon return of the empty container in good 
condition to the port terminal. The average deposit fee is XOF 500,000 (USD 1,145) for a 
20’ and XOF 1,000,000 (USD 2,290) for a 40’ container. 

Freight forwarders 

Customs requires that a licensed forwarder clears imports through Lomé port. The 
importer hands over all documents to the forwarder who handles the cargo-clearance 
process through the ASYCUDA++ customs software and goes to the customs office 
dedicated to processing the customs declaration.  

Warehousing 

For all cargo to Burkina Faso passing through Lomé port, the Chambre du Commerce du 
Burkina Faso (CCBF) imposes a droit de passage (DDP) to offset the costs associated 
with operating the bonded warehouse that CCBF has built within the port for Burkina 
shippers. Importers must pay this fee irrespective of whether their goods use the 
warehouse.  

For large bulk or break-bulk shipments it is difficult to mobilize all the trucks required 
and, when more than 20 trucks are needed, shippers usually load only part of the cargo 
directly onto waiting trucks for immediate dispatch and store the remaining cargo in 
bonded warehouses. Warehousing means additional handling, resulting in increased 
costs, so this is avoided when possible. 

                                                        
15 NAVITOGO is an organization of maritime companies and ship-owners’ agents, and shipping line representatives 
recognized by the Togolese government. 
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Cargo and truck allocation procedures 

A 1984 bilateral agreement between Haute Volta (now Burkina Faso) and Togo16 limits 
haulage of transit freight imported to Burkina Faso through Lomé to Togolese and 
Burkinabè trucks in the ratio one third, two thirds respectively.17 The Conseil Burkinabè 
des Chargeurs (CBC) is responsible for managing this cargo sharing agreement and the 
Burkinabè and Togolese trucking associations, l’Organisation des Transporteurs Routiers 
du Faso (OTRAF)18 and l’Union Nationale des Transporteurs Routiers du Togo 
(UNATROT), organize their allocation of freight to trucks according to a first come, first 
served queuing system. Only vehicles with loading authorization from either of these 
two associations can obtain a port entry ticket from PAL’s freight office and enter the 
port to load. If trucks are lacking, third-country trucks can obtain the right to load 
against payment to one of the two transporters associations; otherwise only Burkinabè 
and Togolese trucks can transport transit cargo to Burkina Faso. 

In order to obtain a transit cargo for Burkina Faso the transporter has to do the 
following: 

a) The freight forwarder, acting on behalf of the importer, gives CBC a copy of the bill of 
lading in order to obtain a déclaration de fret and a CBC waybill for which CBC 
charges a fee per truck. CBC sends copies of the déclaration de fret to OTRAF, 
UNATROT and the port’s freight office. 

b) Only trucks registered with the transporters’ association are authorized to carry 
transit cargo. A driver of an authorized truck looking for transit cargo in Lomé goes 
to the office of his country’s truckers’ association to get a loading ticket which is 
numbered according to the order of arrival of his truck and posted on a waiting list. 
The driver chosen for a load pays a fee to the transporters’ associations from both 
countries for the allocation service and assistance when travelling along the 
corridor, and also to drivers’ unions from both countries, the Union des Chauffeurs 
Routiers du Burkina (UCRB) and the Union des Routiers du Togo (URT), also for 
assistance during the trip.  

c) OTRAF and UNATROT do not use the queuing system to apportion all their freight-
allocation rights. Informants estimate that 30% of truckers make an informal 
payment of XOF 50,000 to jump the queue and an additional 20% make the XOF 
50,000 payment in order not to wait too long to obtain cargo.  

d) Once a driver’s truck reaches the top of the queue, or the owner of his truck has paid 
the unofficial fee to jump it, the freight forwarder goes to the PAL freight office to get 
loading authorization and then to the PAL Direction Financière et Comptable to buy 
a port entry ticket that allows his truck to enter the port to pick up the cargo. (Road 
Governance focal point agents report that a truck waits about 4 days to obtain a 
cargo—this is not included in the delays reported in the study). 

e) With his loading authorization and permission to pick up the cargo, the driver drives 
his truck to the loading point in the port.   

                                                        
16 Protocole d’accord de transports routiers entre la République Togolaise et la République de Haute-Volta, Lomé, 14th 
April 1984. 
17 Burkina Faso ministerial decree number 82-0358/CMRPN/PRES/MTP.T.URB. 
18 Annex A provides the official description of the organizations involved in the transport and logistics process. 
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f) Once the lorry is loaded and all customs and port procedures are completed, officials 
representing the port, customs, police and gendarmerie undertake their port-
departure checks: inspection of the vehicle and its cargo and examination of all 
customs documents and vehicle papers.  The driver pays about XOF 5,000 (USD 
11.07) in unofficial payments to the police, customs and gendarmes for this 
procedure. 

g) Once out of the port, the truck makes its way to the Terminal du Sahel, situated 13 
km north of the port.  There, the driver pays a “Solidarité sur la mer” fee of XOF 
20,000 (44.20 USD) per truck to customs for the obligatory convoy and “escort” and 
receives a windscreen sticker that acts as a laissez-passer. Then the truck awaits the 
next customs-escort convoy leaving Lomé. 

h) The customs at the Terminal du Sahel organizes convoys in collaboration with PAL, 
the police and the gendarmerie based on a list of trucks that have left the port and 
parked at the Terminal du Sahel. The customs officers informally charge the drivers 
XOF 5,000 per truck as a “call-up” fee. Once all the trucks on the port list have 
arrived, the convoy can leave for the Cinkassé border post. Officially, convoys leave 
each Tuesday, Thursday and Saturday between 14:00 and 18:00. In practice, they 
may leave only twice a week. 

Table 16 summarizes what Togolese and Burkinabè drivers pay in total per truck for the 
freight allocation process.19 

Table 16: Freight allocation fees in Lomé port 

 Togolese trucker Burkinabè trucker 

CBC freight allocation fee XOF 12,500 (USD 27.68) XOF 12,500 (USD 27.68) 

CBC Interstate Way bill XOF 2,500 (USD 5.53) XOF 2,500 (USD 5.53) 

UNATROT XOF 5,000 (USD11.07) XOF 5,000 (USD11.07) 

OTRAF XOF 5,000 (USD11.07)  XOF 10,000 (USD22.15) 

URT  XOF 1,000 (USD2.21) XOF 1,000 (USD2.21) 

UCRB XOF 1,000 (USD2.21) XOF 1,000 (USD2.21) 

Total official costs XOF 27,000 (USD 59.77) XOF 32,000 (70.84) 

Average formal costs XOF 30,330 (USD 67.15) 

Unofficial fee paid to 
UNATROT or OTRAF by 
about 50% of truckers 

XOF 50,000 (USD110.73) 
i.e. on average XOF 25,000 (USD 55.36) 

Average total formal & 
informal 

XOF 55,330 (USD 122.51) 

 

Solidarité sur la mer 

Solidarité sur la mer is an initiative created by PAL in 1994 in collaboration with 
Togolese customs, gendarmes and police to provide an efficient convoy system between 
the Terminal du Sahel and the Cinkassé border post. PAL designed Solidarité sur la mer 
to decongest the port. Thus the creation of the Terminal du Sahel, where trucks loaded 

                                                        
19 Additionally, at Bitou in Burkina Faso, Togolese drivers pay 1,000 XOF to UCRB. 
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with transit goods wait outside the port. Other aims of the initiative were to ensure that 
no transit freight destined for the Sahelian countries goes missing on Togolese territory, 
and to facilitate transit trade by limiting the number of road checkpoints and the 
bribery and delays at each. 

4.5 Imports: Lomé–Ouagadougou by road 

Terrain 

Ouagadougou is 1,020 km from Lomé by road. Heavy rains during the 2009 rainy 
season severely damaged the road, to the extent that floods washed away several 
bridges, leading to deviations and long delays in trucking that persisted into part of the 
period of field work for this study. The bridges have since been repaired. A road 
inventory made in December 2010 by the Trade Hub and Nathan Associates noted that 
approximately one-third of the road was in good repair and 40% was in fair condition. 
The remaining quarter of the route, all in Togo, was described as in either a “poor” or 
“very poor” state. The terrain varies considerably: long flat stretches contrast with 300 
km of hilly topography in Togo from Tsétvie to Sokode, culminating in 75 km of 
mountainous road between Sokode and Kara. Of 14 broken-down vehicles seen along 
the length of the corridor, the road inventory noted 13 on the hilly/mountainous section 
in central Togo. 

The African Development Bank plans to finance a transport project between Lomé and 
Ouagadougou. The project will essentially include the rehabilitation of the Atapkame-
Kara (Togo) and Koupela-Bitou (BF) road sections.20 

Summary of corridor costs and time taken 

Trucking costs from le Terminal du Sahel in Lomé to Ouagarinter, including the cost of 
crossing the two borders, amount to an average of USD 2,195 for a 20’ container and 
take about 3.6 days often delayed by an additional 0.8 days.  

The road leg is thus the most costly link in the Lomé-Ouagadougou T&L chain and takes 
the longest time but does not suffer from long delays. 

Trucking—checkpoints and bribes, Lomé to Ouagadougou 

In 2006, UEMOA with financial, technical and administrative support from USAID 
through the West Africa Trade Hub, started an observatory to document the number of 
checkpoints on major West African transport corridors and the bribes and delays “legal” 
truck drivers incur at these checkpoints. Legal in the context of the Road Governance 
initiative means that truck drivers have all necessary papers, the truck is in good repair 
and that the cargo is correctly documented. For more information on the Road 
Governance project see the Trade Hub website.21 

Figure 15 shows the number of checkpoints on the Lomé–Ouagadougou corridor from 
the 1st quarter 2011, the 1st quarter controls were reported separately for import and 
export.  A truck carrying imported goods to Ouagadougou would thus be stopped an 
average of 23 times along the road, 14 times in Togo (746 km) and 9 times in Burkina 
Faso (276 km). An export truck would be harassed somewhat less having to stop a total 
of 17 times.  

                                                        
20 To be submitted for AfDB Board approval in the Spring of 2012 (private communication). 
21 http://www.watradehub.com/competitive-environment/transport-infrastructure    

http://www.watradehub.com/competitive-environment/transport-infrastructure
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Figure 15: Number of checkpoints on the Lomé-Ouagadougou corridor 1st quarter 2011 

 

 

 

Figure 16 shows that bribes paid at roadblocks amount to USD 36 for imports and USD 
24 for exports and that compared to other countries in the region, Togo in particular 
has relatively low level of bribes at road blocks. Delays caused by checkpoints amount 
to about 2 hours per trip. 

Figure 16: Bribes paid on the Lomé-Ouagadougou corridor, 1st quarter 2011 

 

 

 

Figure 17 shows the map of checkpoints, bribes and delays on major transit corridors 
illustrating the situation in the 1st quarter of 2011 as it was reported by the UEMOA-
Trade Hub Road Governance Initiative (“legal” transit, red boxes on the map) and by the 
USAID Agribusiness and Trade Promotion project (not necessarily “legal” regional trade 
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in certain agricultural products, green boxes on the map), which is reported jointly in 
the quarterly OPA report. 

Figure 17: Checkpoints on major West Africa transport corridors22 

 

 
 

The great number of checkpoints in West Africa is a constant and very visible nuisance 
to traders, transporters and truck drivers and, on certain corridors, adds substantially 
to the costs of doing business. However, compared to five other West African corridors, 
the Lomé-Ouagadougou corridor road has the second lowest reported level of bribery.  

Moreover, according to the latest news coming from Togo (December 2011), all fixed 
Police and gendarmerie checkpoints have been abolished and customs active 
checkpoints have been reduced by one third since the summer of 2011.23 

Import border crossing procedures: Cinkassé, Togo 

The very first joint border post (JBP) in West Africa, financed by UEMOA, started 
operating in the spring of 2011. However, a report by the ECOWAS Parliament observed 
that as of October 2011 operations at the border were still very much as they were in 
the past when the field work for this study was undertaken. For more information on 
the Cinkassé JBP see Annex B. 
 

                                                        
22 This map includes checkpoints reported by ALCO and ATP in addition to those that are part of the Trade Hub/UEMOA 
Road Governance Initiative 
23 Active checkpoints have been reduced from 12 to 8. In the 16

th
 Road Governance report when there were still 12 active 

customs checkpoints, customs stopped transit trucks an average of 3.8 times. The current number of stops at customs 
checkpoints will be known when the 17

th
 and 18

th
 road governance reports are published in early 2012, and is estimated to 

be about 2.5, i.e. a reduction by about 33%. 
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The opening hours of the customs and other offices at the Togolese border post of 
Cinkassé are 07:00–12:00 and 14:00–17:30, seven days a week, and these hours are 
generally respected. The offices are open during these hours even on public holidays but 
drivers must then pay official overtime fees of XOF 6,000 (USD 13.29) per transaction. 

Process 

The customs transit procedures at Cinkassé comprise essentially the following: 

a) Customs checking the physical arrival of the goods and the customs declaration 
issued in Lomé. 

b) A forwarder electronically updating the ASYCUDA++ customs information system at 
a dedicated computer networked to customs headquarters in Lomé and  

c) Cinkassé customs agents confirming that the bonded goods have exited Togo. 

Table 17 summarizes the Cinkassé border crossing procedures, which are explained in 
detail in Annex F. 

Table 17: Summary process, costs and times at Cinkassé 

Description 
Number 
of steps 

Formal 
costs 
(USD) 

Informal 
costs (USD) 

Standard 
time working 

(min) 
Delays (min) 

Crossing 
procedures 

9 17 9 
70 

(1.17 hrs) 
65 

(1.08 hrs) 

Causes of delays 

 Narrow bridge across the border in poor condition, slowing vehicle flow 

 Long queue of trucks at arrival 

 Long process of customs registration and verification formalities 

 ASYCUDA internet problems connection and power cuts 

Source: Freight forwarders and drivers at Cinkassé border post 

Once the escort with the required documents has arrived, which often is after the trucks 
have arrived, the drivers collect them from the escort and give them to the forwarders 
who undertake all transit operations for leaving Togo. 

Some drivers use informal agents who offer to accelerate the border crossing process. 
However, official customs procedure allows only registered forwarders to present 
documents to customs so the informal agents collect documents from drivers and then 
give them to a forwarder for customs processing. Some drivers choose to use an 
informal agent because of their close relationships with some customs officers in the 
hope of facilitating the process. This may result in quicker processing or the driver may 
avoid delays or additional fees if problems occur. Other drivers use the informal agents 
because they do not know to which forwarder they must give their documents. 

Contrary to the situation at the Paga border24 crossing between Ghana and Burkina Faso 
where informal agents, so-called “Goro boys”, caused serious complaints to the point 
where the Ghana Customs Commissioner had to intervene and make their presence on 

                                                        
24 Reported in the Trade Hub study “Transport and Logistics Costs on the Tema-Ouagadougou Corridor” April 2010. 
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Ghana customs territory illegal, the informal agents at the Cinkassé border crossing do 
not seem to be an issue. 

Time taken and delays 

A long line of trucks arriving from Lomé usually extends back from the Cinkassé offices. 
This queue results from the convoys that leave Lomé more or less together and arrive at 
the border in waves three times weekly. The fact that the customs escort agent who 
carries the documents may arrive at the border after the trucks worsens the situation. 
However, since September 2010, customs has authorized some trucks to take their 
documents with them from Lomé: these trucks are therefore less likely to meet 
congested customs processing at Cinkassé. 

The mean time needed to complete all customs registration and verification formalities 
is 1.2 hours, with an average delay of 1.1 hours, largely due to the customs procedures. 
ASYCUDA data-entry at Cinkassé links by satellite telecommunications to Togolese 
customs headquarters in Lomé. Thus data collected at the border on each transit 
shipment is in theory available in real time in Lomé for comparison with other data on 
the same shipment.25 However, forwarders face recurring problems with ASYCUDA due 
to interrupted satellite connections and power cuts. The few old computers available 
often break down and queues develop as forwarders compete to enter cargo data for 
northbound and southbound shipments with customs officers who need access to the 
same computers for validation of those data in both directions, creating a bottleneck 
and delays. 

Some drivers who are short of funds - typically about 10% - have to wait at Cinkassé to 
receive money from either the owner of the truck or the importer in order to complete 
the transit formalities.  

The length of delay also depends on whether the driver decides to rest before or after 
the border crossing. 

Import border crossing procedures: Bitou, Burkina Faso 

Weekday office hours at Bitou customs post on the Burkinabè border with Togo are 
07:30–14:00 and 15:00–18:00, i.e. with a half-hour lag compared to the Cinkassé 
customs post on the Togolese side of the border. For imports this works well because it 
takes at least half an hour for drivers to complete the formalities at Cinkassé. However, 
at the weekend the Bitou hours are 09:00–14:00, causing more of a bottleneck for 
northbound trucks crossing the border. Table 18 shows the opening hours of the 
Cinkassé and Bitou border points. 

  

                                                        
25 In addition, the customs post sends hard copies of the data to HQ in Lomé at the end of each month in the form of a 
copy of the “T1” document delivered to each driver leaving Togo with transit cargo confirming that Togolese customs have 
cleared his cargo at the border and it has exited the country. 
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Table 18: Comparison of customs opening hours at Cinkassé and Bitou 

 Morning Afternoon Weekend & 
holidays 

Opening hours 
per week 

Togo 07:00– 2:00 14:00–17:30 Same as weekdays 59.5  

Burkina 
Faso 

07:30–14:00 15:00–18:00 09:00–14:00 57.5 

Process 

Table 19 summarizes the different stages of the processes, costs and times at Bitou per 
truck. The thirteen steps of customs procedures are explained in detail in Annex G. 

Table 19: Northbound process, costs and time at Bitou 

Description 
Number 
of steps 

Formal 
costs 
(USD) 

Informal 
costs 
(USD) 

Standard time 
working 

(minutes) 

Delays 
(minutes) 

Customs 
procedures 

13 120 11 
213 

(3.55 hrs) 
249 

(4.15 hrs) 

Causes of delays 

 Queue of trucks at arrival 

 Long customs process and extra delay for non-payment of overtime fee 

 Problems of ASYCUDA connection and power cuts 

 Customs escort at departure, twice daily at 14:00 & 18:00 

Source: Interviews with forwarders 

The procedures at Bitou are more complex and longer than those at Cinkassé because 
they take the form of a customs pre-clearance. The Bitou customs office is only 
authorized to clear cargoes with values of up to XOF 500,000 (USD 1,107.35) and almost 
all transit shipments have values greater than this. Custom-approved forwarders must 
undertake the clearance formalities. 

Although both Burkina Faso and Togo are using the same customs system, ASYCUDA++, 
there are no provisions for electronic data exchange between the two systems or for 
allowing the forwarders to submit the customs declaration information to the two 
customs services simultaneously.26 When cargo reaches Bitou, forwarders therefore 
have to enter the customs declaration from scratch to meet Burkinabè customs 
requirements. 

The forwarder submits the pre-declaration. Customs verifies it. Then the forwarder 
pays the customs cashier the ISRT customs guarantee-fund fee equal to 0.25% of the CIF 
value of the cargo. Customs collects the fee on behalf of Burkina Faso’s ISRT national 
guarantor, the Chambre de Commerce du Burkina Faso (CCBF). Customs requires that the 
forwarder make this payment in cash. Therefore some forwarders have to wait for the 
shipper to make a Western Union transfer. Larger forwarding companies such as SDV 

                                                        
26 In April 2011, the two customs services were in the process of planning a connection between their respective 
ASYCUDA++ systems because of the much anticipated joint border post (JBP) for which such a connection is important. At 
the time of fieldwork for this study, UEMOA had overseen JBP construction at Cinkassé but it was not functioning. 
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and Maersk have a credit agreement with CCBF that accelerates the payment and allows 
their trucks to continue immediately to Ouagadougou. 

Although offices are officially open from 07:30 until 18:00 with a one-hour lunch break, 
customs only accepts files between 07:00 and 08:00. Outside these hours, forwarders 
have to pay an official overtime fee to have customs accept the dossier. Overtime fees 
per truck amount to XOF 9,390 (USD 20.80) on weekdays. During the weekend and on 
holidays, this fee rises to XOF 11,900 and overtime payments apply, no matter at what 
time the forwarder submits the dossier, if the driver wants to leave Bitou the same day. 

We note two recent customs changes within Burkina Faso: 

1. Since 2009, the organization of the customs escort has changed.27 Containers, 
cargoes of humanitarian aid, and certain other types of transit shipment no longer 
need a customs escort and so no longer pay the escort fee and can travel at their 
own pace and carry their own transit papers. Unfortunately, the customs procedure 
is organized such that customs delivers the documents to such trucks at the same 
time as to those that are subject to customs escort. Thus practice does not keep pace 
with principle, and these shipments do not fully enjoy the intended efficiencies. 

2. Since January 1, 2010, Burkinabè customs has activated the transit module in 
ASYCUDA++. This new functionality obviates the need for a physical ISRT logbook, 
which had justified a fee of XOF 7,080 (USD 15.68) per truck. 

Time taken and delays 

Customs officers are few, given the number of dossiers they handle, and informants note 
that they work slowly. Furthermore, the internet connection for ASYCUDA is typically 
down thrice daily for 20–60 minutes at a time; the three old computers available often 
crash and frequent power cuts curtail data entry. 

Total time spent at the border averages 12 hours, of which customs processing takes 8 
hours including delays. The other 4 hours include waiting time before the beginning of 
processing, time for inspections by uniformed services, time to launch the customs-
escort convoy, and time taken by drivers themselves to move into the convoy. 

Trucking of cargo from the Togo-Burkina Faso border to Ouagadougou 

After completing formalities at the border, trucks travel the 274 km from Bitou to 
Ouagadougou. As already mentioned, customs now allows trucks carrying containers in 
transit to travel without a customs escort. However, trucks carrying bulk cargo must 
still travel in convoy with an escort. The journey time is 4-6 hours,28 with or without an 
escort. 

  

                                                        
27 Ministry of Economy and Finance: Arrêté 2009-176/MEF/SG/DGD. 
28 Customs rules give the trucks 48 hours to cover this last stretch to Ouagadougou, which is generally more than enough. 
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4.6 Ouagadougou, final-destination clearance procedures 

The Gare Routière Internationale de Ouagadougou (“Ouagarinter”) in Ouagadougou is 
the centralized location under customs’ authority where most Burkinabè import cargo 
is cleared.29 The customs office is open from Monday to Friday, 8:30 am to 12:00 pm 
and 15:00-18:00. 

Process 

CCBF weighs all trucks on arrival and compares the weight to the truck weight recorded 
at Bitou to ensure that no transit cargo has been removed. 

After registration, customs gives all documents (invoice, packing list, bill of lading, 
certificates, customs pre-declaration, etc.) to the forwarder to process the custom 
clearance. 

Table 20 summarizes the number of processing steps, costs and time involved in 
clearing goods imported to Burkina Faso at the Ouagarinter inland terminal. For a 
detailed description of the steps, costs and times see Annex H. 

Table 20: Summary of the import and handling process at Ouagarinter 

Description 
Number 
of steps 

Formal 
costs 

Informal 
costs 

Standard 
time 

(working 
minutes) 

Delay 
(minutes) 

Causes of delays 

  (USD) (USD) 

Clearing 
/Handling 
Procedures 

18 873 143 
545 

(9.08 hrs) 
610 

(10.17 hrs) 

The main delays are due 
to customs and/or 
Cotecna inspections, if 
necessary, and when 
TRCB unloads the 
container. 

Source: Freight forwarders 

The consensus is that, if the forwarder has all documents needed, clearing import goods 
through Ouagarinter should take little more than a day. However, typical delays extend 
to almost 2.5 days. 

Together, the Ouagarinter clearing process and handling procedure for a 20’ container 
cost an average of USD 1,015, including informal payments of USD 143. This represents 
14% of total T&L costs and 33% of the total informal payments incurred along the 
length of the corridor. 

Terminaux routiers à conteneurs du Burkina 

A truck carrying a container arrives at Ouagarinter and goes to the Terminaux routiers à 
conteneurs du Burkina (TRCB)30 yard within Ouagarinter where TRCB unloads the 
container. The original idea was that TRCB would immediately load another container 
(either full or empty) onto the truck which could leave directly for Lomé, assuring a fast 
turnaround for the truck and a programmed flow of containers back to Lomé. TRCB 

                                                        
29 Bobo Dioulasso dry port is the other customs location in Burkina where shippers can customs-clear cargo with value 
greater than XOF 500,000 (USD 1,107). 
30

 
TRCB is a new handling company mainly owned by CCBF (40%), Bolloré Africa Logistics (35%) and three shipping lines, 

Maersk, MSC and GETMA (15%). TRCB manages two terminals, one at Ouagarinter and the other at Bobo Dioulasso dry 
port. 



TRANSPORT & LOGISTICS STUDY - LOMÉ-OUAGADOUGOU CORRIDOR 

46 

charges XOF 147,500 (USD 325) per 20’ container and XOF 236,000 (USD 520) per 40’ 
container, inclusive of 18% VAT. 

However, the system is not working well. The shipping lines that own the containers 
require the importer to return the container to them within a limited time in order to 
avoid demurrage charges. To meet this requirement, a truck arriving from Lomé with a 
full container parks outside the TRCB yard (but inside Ouagarinter) once the container 
is unloaded and return to pick up the same container after customs clearance so as to 
deliver it to the importer and then carry the empty container back to the port. 

An additional aggravation is that TRCB charges for unloading containers even if (a) they 
are exempt for customs clearance with special permission from customs for immediate 
delivery (e.g. in the case of dangerous cargo), in which case TRCB unloads them from 
the truck and immediately reloads them or (b) the container is shipper-owned and the 
owner would have preferred to leave the container on the truck.  

Stakeholders complain that they are obliged to use TRCB services since they cannot 
complete the custom-clearance process if the container has not paid the TRCB fees. In 
addition, there were expectations that shipping agencies would allow the use of 
containers emptied in Ouagadougou for backhaul freight, but this has not yet happened. 

Fees and costs 

If the truck that brought a container to TRCB has to wait for more than 72 hours for 
customs clearance, the trucker may charge the shipper a demurrage fee of about XOF 
75,000 (USD 165) per truck per day, subject to negotiation. As cargo is usually cleared 
in less than 72 hours, this study does not include any provisions for truck demurrage 
costs. 

Cargo in bulk does not make payments to TRCB. 

Time taken and delays 

The average standard time to clear a shipment through customs at Ouagarinter is 9 
hours, provided the forwarder has all the required documents in hand, including the 
Cotecna inspection certificate. However, the total clearance process can easily take 2 to 
3 days. This is still a big improvement on the 6-day total delay that transit cargo from 
Tema endured at Ouagarinter in 2008.31 The availability of computers to access 
ASYCUDA at accredited forwarder offices in Ouagadougou has greatly reduced the time 
spent submitting a file to customs. 

Causes of delays 

According to stakeholders the main delays at Ouagarinter, as at the border posts, are 
due to the problems of poor network connections that limit ASYCUDA++ performance 
and recurrent electricity shortages. 

The issuance of the Cotecna inspection certificate at the point of origin for cargoes with 
value above XOF 3 million (USD 6,644) does not create delays in Ouagadougou if the 
importer of the goods ensures that the exporter follows the relevant procedure 
precisely prior to shipping the goods. If all is in order, the certificate is available 3 days 

                                                        
31 See: Transport and logistics costs on the Tema-Ouagadougou corridor. 
(http://www.watradehub.com/sites/default/files/resourcefiles/apr10/reduced-road-transport-costs-tema-ouagadougou-
2010.pdf) 

http://www.watradehub.com/sites/default/files/resourcefiles/apr10/reduced-road-transport-costs-tema-ouagadougou-2010.pdf
http://www.watradehub.com/sites/default/files/resourcefiles/apr10/reduced-road-transport-costs-tema-ouagadougou-2010.pdf
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after the inspection date. The forwarder can collect the Cotecna certificate as soon as it 
is ready, i.e. prior to the physical arrival of the cargo. 

The head of the customs office and his deputies, whose signatures are required for the 
clearance process, are not always available, creating additional delays for the customs-
clearance process. 

Customs transit bond and cargo insurance 

Burkinabè customs requires imported cargo to be insured against loss or damage on the 
Lomé-Ouagadougou corridor by a Burkinabè insurance company as a prerequisite for 
completing the cargo-clearance process. The insurance companies usually charge 
premiums of between 0.2% and 0.7% of the cargo value, depending on factors such as 
the value of the cargo, packaging, and the age of the truck. However, shippers do not 
usually pay this insurance premium until the goods have arrived in Ouagarinter 
meaning that the cargo is not insured during the transit journey. The insurance is thus 
an additional cost and procedure of little, if any, value to the importer. 

With a through bill of lading, the shipping line arranges cargo insurance all the way to 
the final destination in the country.32 However, customs still requires insurance cover 
from a Burkinabè insurance company as a condition for clearing the goods at 
Ouagarinter. 

  

                                                        
32 The shipping line takes responsibility for the delivery of “through bill of lading” cargo to an inland location (including 
trucking). The importer takes delivery at the final destination. 
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Figure 18: Exporting cargo from Ouagadougou 
through Lomé port 

 

5 Exports: Logistics procedures, costs and delays 

In this section we review and analyze the 
costs and delays experienced when 
exporting a standard 20’ container of 
cashew nuts.  The logistics for the export of 
goods begins in Ouagarinter where 
customs officials process the paperwork 
for the shipment (invoice, packing list, 
etc.). After customs clearance, the truck 
carrying the sealed container starts its 
journey to the Burkina Faso-Togo border 
passing through checkpoints along the 
route operated by police, customs, 
gendarmes and transport unions, among 
others. At the border, the Burkinabè and 
then the Togolese customs each inspect the 
shipment and process the paperwork 
before it continues southward through 
Togo where it again on average encounters 
checkpoints causing delays and payment of 
bribes. In Lomé, the truck goes directly to 
the port terminal, in case of container or 
break bulk cargo, or to a warehouse in the 
case of bulk cargo. Most cargo for export is 
stuffed into containers in the port. When 
the cargo is ready to be shipped, the 
forwarder submits the export papers to 
customs for export clearance. After this, 
stevedores load the container onto a ship 
for transport to the final destination. Figure 18 illustrates the process. 

5.1 Exports: Main components of southbound traffic 

In contrast to imports, Burkinabè exports do not incur many costs and delays at the 
Ouagarinter terminal. The main costs and delays for exports occur on the road-
transport leg and in Lomé port. Table 21 summarizes the main components of the 
export process. 
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Table 21: Main cost components of southbound transit traffic33  

Activity 
Formal cost 
(USD/TEU) 

Informal cost 
(USD/TEU) 

Normal 
time, 

without 
delays (hrs) 

Average 
delays 
(hrs) 

Export procedures at 
Ouagarinter - customs 49 2 2.0 3.0 

Export procedures at 
Ouagarinter - forwarding 116 0 

included in 
custom 
process 

included in 
custom process 

Export procedures at 
Ouagarinter subtotal 166 2 2 3 

Road transport to Lomé 1,112 38 16.0 1.5 

Border crossing at Bitou 
(Burkina) 44 11 0.6 0.8 

Border crossing at 
Cinkassé (Togo), 
including customs escort 
to Lomé + ISRT customs 
guarantee fee 314 13 0.8 0.5 

Road transport subtotal 1,470 62 17.3 2.7 

Lomé customs processing 49 27 5.3  9.5  

Lomé forwarding 166 0     

Lomé Port 127 16 1.2 1.5 

Shipping agency 62 0 0.2 0.2 

Lomé Port subtotal 405 42 6.8  11.2  

     

Total – Lomé- 
Ouagadougou corridor 

2,041 106 
26 

(3.3 days) 
17 

(2.1 days) 

Grand total 2,147 5.4 days 

 

Exporting using the Ouagadougou-Lomé southbound corridor is faster, costs less and 
incurs fewer informal costs, than importing to Ouagadougou through Lomé. The lower 
cost derives largely from the stiff competition for southbound freight as many trucks 
otherwise have to make the trip to Lomé empty. In addition, the fact that customs 
authorities are much less concerned with the diversion of exports than with the 
diversion of import transit cargo means that the export shipment attracts less attention 
from the authorities and thus explains the lower level of informal costs and faster 
journey time. 

The following description and analysis is divided into three sections: 

 Clearing processes at the Ouagarinter terminal in Ouagadougou 

 Road-transport leg, including the border crossing from Burkina Faso to Togo 

 Lomé port operations.  

                                                        
33 1 x 20’ container with 16 tonnes of raw cashew nuts. 
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5.2 Exports: Ouagarinter terminal procedures 

Exporters from Burkina Faso through Togo either put their goods in containers or load 
them as break-bulk on trucks destined for Lomé. In the case of containerized cargo, the 
exporter or his agent makes a booking with the shipping line that will transport the 
cargo from Lomé port.34 The shipping line provides the container, which the exporter 
stuffs and customs seals. 

The exporter prepares the invoice with the description, quantity and value of the cargo 
and engages the services of an accredited forwarding agent to prepare the additional 
documents needed for the transit journey. The documents needed for transit include 

 Invoice 
 Packing list 
 Customs export declaration 
 Inter-state waybill, issued by CBC 
 Certificate of origin, issued by CCBF and 
 (If necessary) a phytosanitary certificate for unprocessed agricultural products, 

issued by the Ministère de l’Agriculture, de l’Hydraulique et des Ressources 
Halieutiques. 

 
On the Burkina Faso side of the border, a forwarder ushers the export papers through 
customs. On the Togolese side, the forwarder declares the exports as intended for either 
“re-export” or “direct transit”. In the case of re-exports, the forwarder declares that the 
cargo is destined for an interim destination, which to avoid paying import duties must 
be a bonded warehouse in Lomé, to be consolidated and shipped by container at a later 
date, sometimes together with cargo originating from Togo. The forwarder declares 
direct transits when the cargo is destined for Lomé port for immediate export. This 
study considers only direct-transit cargo. 

Table 22 summarizes the steps, costs and delays caused by procedures at Ouagarinter, 
while Annex I describes in detail the seven steps involved for export shipments. 

Table 22: Summary of export costs and delays at Ouagarinter 

Description 
Number 
of steps 

Formal 
costs 

Informal 
costs 

Standard 
time 
(working 
minutes) 

Delay 
(minutes) 

Main causes of delays 

(USD) (USD) 

Export 
procedures 

7 165 2 120 180 

 Unavailability of 
customs officers during 
normal working hours

 ASYCUDA network 
connectivity problems

 Limited availability of 
computers at the 
customs office

 

  

                                                        
34 A shipping line will only use its own containers. 
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Customs processing and forwarding procedures, costs and delays 

At Ouagarinter customs yard, the forwarder prepares the export declaration through 
the ASYCUDA++ customs-information system for customs approval. 

Formal fees at Ouagarinter include the ASYCUDA fee (payable to customs) and the 
official customs overtime fee. Informal fees consist of various payments made to 
customs officers including payments to those responsible for tallying and verifying 
entrance and exit of cargo.  

Forwarders report that they spend an average of about 2 hours on customs procedures 
when there are no snags. However, delays often extend the process by an additional 3 
hours. 

5.3 Trucking from Ouagadougou to Lomé 

Exporting transit freight from Burkina Faso is much less regulated than importing it as 
the cargo-sharing and cargo/truck allocation rules are not applied.35. Togolese 
transporters are thus free to carry goods from Ouagadougou to Lomé port. In principle, 
the road-transport agreement between Burkina Faso and Togo allows them to carry up 
to one-third of the transit goods in either direction but, in practice, no one cares enough 
about the allocation of southbound cargo to police the agreement in this direction. 
Transporters from third countries can sometimes haul export freight from Burkina 
Faso, but this requires special permissions. 

Trucking rates for exports are significantly lower than for imports because of the strong 
competition for export cargo due to the heavy imbalance in Burkina Faso’s merchandise 
trade. Exporters may arrange trucking through a transport broker who charges about 
XOF 50,000 (USD 119) for his services. Alternatively they may themselves find a 
transporter, which they do approximately 80% of the time. Avoiding using the transport 
service that comes with using a shipping agency saves the exporter about USD 100-500, 
depending on the commodity. Transporters’ associations do not play any role in 
securing southbound freight for transporters, except for cotton. 

Shipping agencies offer exporters a door-to-door service through the agencies’ own 
forwarders. Though a relatively expensive option, the advantage to the exporters is that 
the shipping agency provides a “receipt for shipment” within 24 hours of receiving the 
sealed container. This allows the exporter to receive early payment if the importer has 
issued an irrevocable letter of credit, as banks accept the “receipt for shipment” as a 
guarantee of funds to come. In addition, some buyers are more comfortable with this 
option, knowing that their cargo is in the custody of the shipping line from origin to 
destination. 

During the months of December to May/June, cotton haulage provides keen competition 
for carriage of other export goods, which makes it more difficult to find trucks to carry 
cargo to Lomé (though the price does not vary greatly). Sofitex pays XOF 25,000 - 
44,000 per tonne, for loads of about 25 tonnes, for trucking cotton to Lomé depending 
on the loading location within Burkina Faso. As Sofitex pays transporters about two 
months after the trip, truck owners must have enough credit to pre-finance the transit 

                                                        
35 Cotton is an exception: Sofitex, the cotton parastatal company annually negotiates a reference rate with the main 
truckers’ association OTRAF. Sofitex delegates to OTRAF the organization of trucking cotton to various ports. More details 
of the cotton-trucking market appear below. 
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journey to compete for this business: Exporters able to pay immediately clearly have an 
advantage in obtaining a truck, as long as the trucker has not entered into a seasonal 
contract with Sofitex. 

Exporters generally insure their cargoes for the trucking journey to Lomé although 
there is no legal obligation to do so. 

5.4 Trucking of exports from Ouagarinter to Togo’s border 

After truckers complete formalities at Ouagarinter, they travel to Cinkassé at the 
Burkina Faso-Togo border without a customs escort thus avoiding escort-related delays 
encountered in the opposite direction. 

5.5 Export border crossing procedures: Bitou, Burkina Faso 

Export transit procedures at Bitou 
consist essentially of making a customs-
clearance export declaration, using 
ASYCUDA++, and the inspection of the 
cargo. 

At Bitou, the only fees paid to customs 
officials are formal overtime fees of XOF 
5,000 (USD 11.07) per transaction. 
These fees are paid whatever the time or 
day of submission of documents to 
customs for processing. This unique 
definition of “overtime” parallels this 
study’s findings about Bitou customs in 

the northbound direction. Drivers pay XOF 2,000 (USD 4.43) in unofficial payments to 
the police. 

The driver usually completes the four-step export process at Bitou in about 1.5 hours if 
the truck arrives at the border before 4:00 pm. If not, the truck has to wait overnight. 
However, in contrast to northbound trucks, trucks hauling export cargoes rarely spend 
the night at Bitou. Delays are due to the unavailability of customs officers, particularly at 
lunchtime, difficulties getting an internet connection to ASYCUDA, and frequent power 
cuts. 

Table 23 summarizes the steps, costs and delays caused by export procedures at the 
Burkinabè border, while Annex J describes the four steps in detail. 

Table 23: Summary—Export procedures at Bitou (southbound cargo)  

Description 
Number 
of steps 

Formal 
costs 

Informal 
costs 

Standard 
time 

(working 
minutes) 

Delay 
(minutes) Causes of delays (USD) (USD) 

Customs 
procedures 

4 44 11 35 45 

 Non-availability of 
customs agents 

 Power cuts 

 Difficulties getting an 
internet connection for 
ASYCUDA 

 

Figure 19: Documents for transit cargo 
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Trucks travelling the 274 km journey to the Burkina Faso-Togo border pass through an 
average of 5 checkpoints along the route operated by police, customs, gendarmes and 
transport unions, among others which collect informal payments of about XOF 3,000 
(USD 6.64).36 

5.6 Export border crossing procedures: Cinkassé, Togo 

Table 24 summarizes the steps, costs and delays caused by export procedures at the 
Cinkassé, Togo border, while Annex K describes the eight steps in detail. 
 

Table 24: Summary—Export procedures at Cinkassé (southbound cargo) 

Description 
Number 
of steps 

Formal 
costs 

Informal 
costs 

Standard 
time 

(working 
minutes) 

Delay 
(minutes) 

Main causes of 
delays 

(USD) (USD) 

Customs 
procedures 

8 312 13 45 30 
Non-availability of 
forwarders and 
customs agents 

Cinkassé processes, fees, time and delays 

At Cinkassé, the exporter uses a licensed forwarding agent to process transit documents 
including the Togo customs declaration which has to be done either via ASYCUDA or 
manually. The exporter pays a fee of 0.25% of the customs value at the border for the 
ISRT customs guarantee, whether the goods are dutiable or not.37 

Customs officers physically check the truck to verify its registration and the cargo seal. 
They then prepare the transit documents for the onward journey. This includes opening 
a file in ASYCUDA referred to as a “landing account” and issuing a Trans1 document for 
the entire consignment covered under the export declaration. This declaration may 
cover a single or several trucks. In the case of several trucks, these may be grouped into 
various sub-consignments dispatched from Burkina Faso at different times. The Trans1 
document specifies the total number of trucks that will be crossing the border under a 
single declaration. 

On average, trucks have to wait 20 minutes before customs formalities start. This delay 
is mainly due to the non-availability of forwarders and customs agents who are busy 
with the northbound cargoes they have to clear at the same time. Thus the congestion at 
Cinkassé due to the dysfunctional northbound Solidarité sur la Mer escort system also 
has an impact on southbound delays. When a southbound truck arrives at Cinkassé after 
3:00 pm, crossing procedures take place next morning, but this occurs quite rarely. 

At Cinkassé, export customs processing is normally completed within 1 hour. In 
contrast to the northbound system, there is no need to wait for an organized escort to 
Lomé, so the total time spent at this border is around 1.5 hours including delays. 

                                                        
36 As per the 14

th
 OPA report covering the 4

th
 quarter 2010. 

37 Customs may have justification for some guarantee to cover the potential loss of VAT, but it should be proportionate to 
the potential loss. 
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5.7 Trucking of exports from Cinkassé to Lomé 

No escort accompanies the trucks to Lomé. After having completed a northbound trip, 
the escort agent for the Solidarité sur la Mer service returns alone to Lomé.38 

Customs officers at the various checkpoints along the corridor inspect the cargo. They 
stamp the Trans1 document of each sub-consignment that passes. 

Trucks travelling the 746 km through Togo from Cinkassé to Lomé encounter some 12 
checkpoints39 causing delays of about an hour and a half and average payments of 
bribes in the total amount of XOF 8,630 (USD 19.11). 

5.8 Lomé port procedures for export 

On arrival in Lomé, containerized export cargo usually goes directly to the port. The 
exporter has to make a prior booking with the shipping agency in Burkina Faso before 
the agency releases the container for loading. From the export declaration prepared at 
the border and other accompanying documents, the Lomé-based forwarding agent 
prepares the customs declaration via ASYCUDA++. The forwarding agent then presents 
the export declaration and all accompanying documents to customs officers for 
verification and processing. After the forwarder has paid the port handling charges, 
customs endorses a release document which the forwarder takes to the shipping agency 
to enable it to authorize the loading of the container onto the vessel. Table 25 
summarizes the process while Annex L provides a step-by-step description of the 
procedures. 

Table 25: Summary—Lomé port procedures for export transit cargo40  

Description 
No. of 
steps 

Formal 
costs 
(USD) 

Informal 
costs 
(USD) 

Standard 
time 

(minutes) 

Delay 
(minutes) 

Main Causes for delays 

Customs export 
procedures 

7 49 27 320 570 
Non-availability of customs 
officers 

Lomé port export 
procedures 

4 127 15 75 90 
Queuing and making 
payments at different offices 

Forwarding   166 0 0 0  

Lomé shipping 
line 

2 62 0 10 10  

Total 13 40541 42 
405 

(6.75 hrs) 
670 

(11.2 hrs) 
 

The procedure for cargo arriving in Lomé as bulk or break-bulk and being stuffed into 
containers is similar to the handling of cargo in containers, with the following 
variations: 

                                                        
38 Trucks that a Solidarité sur la Mer customs escort accompanied during the previous northbound trip should in theory 
have an escort for the return journey from Cinkassé to Lomé, as the fee paid at departure for this service also includes an 
escort for the southbound trip within Togo. 
39 As per the 15

th
 OPA report covering the 1

st
 quarter 2011 – it appears that all police and gendarmerie and most customs 

checkpoints in Togo were removed in the second half of 2011. 
40 (1 x 20’ container with raw cashew nuts (16 tonnes). 
41 Figure rounded up. 
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 On arrival at port, customs issues a release note and a customs officer monitors the 
offloading of the cargo at the port dedicated area and checks the relevant details. 
The cargo is immediately stuffed into a container that was requested by the 
forwarder from the shipping line agency when he made the booking. The forwarder 
arranges the unloading of the trucks for stuffing into containers by “stripping gangs”. 

The procedure changes when large quantities of bulk cargo are involved: 

 The cargo is offloaded into a bonded warehouse under a supervision of a customs 
officer and is stored until it is ready to be shipped. After preparing the ASYCUDA 
export declaration with the required supporting documents the forwarder sends it 
to the customs compliance officer. 42 

 The forwarder arranges the delivery of empty containers to the warehouse and 
cargo is stuffed into the containers under customs supervision. The truck then takes 
the loaded container to the port export yard, or port terminal, for loading onto a 
vessel. 

At Lomé port, the forwarder makes informal payments of the equivalent of about USD 
15 to port workers and USD 27 to custom officers for the whole export process. The 
forwarder passes these payments on to the shipper as a facilitation fees. 

Lomé port processes, fees, time and delays 

The Customs export tax, known as “PEA” from its code in the customs computer system 
applies to both import and export transit cargo.  

The bill of lading needed to complete final customs documentation is usually available 
to the forwarder from the shipping line 48 hours after vessel departure. The bill of 
lading is evidence of shipment of the cargo and allows the exporter to collect payment 
through the banks when he has sold the goods on the basis of an irrevocable letter of 
credit. 

Delays are primarily due to the non-availability of customs officers and queuing. 

  

                                                        
42 The Cinkassé customs declaration, the invoice, the certificate of origin and, if applicable, a phytosanitary certificate. 
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6 Analysis and recommendations 

6.1 Corridor performance 

An average truckload of goods imported through Lomé port and transported to 
Ouagarinter costs about USD 5,155 and takes 8.4 days, with delays often adding an 
additional 6.3 days making a total of 14.7 days. Informal costs, or bribes, requested or 
offered, represent about 7% of the total costs. The trucking leg represents 54% of total 
transport and logistics costs on this West African corridor while Lomé port and the 
Ouagarinter terminal represent 21% and 25% respectively. See Table 26 below. 

Table 26: Distribution of cost and time for an average 
truckload on the Lomé–Ouaga corridor43 

 Figure 20: The main links on the 
Lomé-Ouaga corridor 

Transport leg 
Costs distribution  

% 
Time distribution  

% 

  
 

      

Imports  
(21 tonnes) 

Total 
T&L costs 

Of 
which 

informal 
Costs 

Standard Delays  

Lomé port 21 39 44 66  

Trucking  

Lomé-
Ouagadougou 

54 20 43 13  

Ouagarinter 25 41 13 21  

Total 100% 100% 100% 100%  

Total average 
cost & time per 
truckload  

5,155 
USD 

348 
USD 

8.4  
days 

6.3 
days 

 

      

Exports  
(17.5 tonnes) 

Total 
T&L 

Of 
which 

informal 
Standard Delays 

 

Ouagarinter 8 2 8 18 

Trucking 

Ouagadougou - 
Lomé 

 

72 58 67 16 

Lomé port 20 40 26 66 

Total 100% 100% 100% 100% 

Total average 
cost & time per 
truckload 

2,201 
USD 

111 
USD 

3.3  
days 

2.1 
days 

 

Lomé port is responsible for most of the time spent in processes (44%) and even 
moreso for the delays on the corridor (66%)—the same for both imports and exports. 

                                                        
43 Total average cost and time are calculated from Tables 6 and 9. Cost distribution is calculated from Tables 10 and 12. 
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The port is also where 39% of informal payments are made. Ouagarinter has the highest 
level of informal costs (41%) while road checkpoints are responsible for 14% of the 
total bribes paid to import cargo from a vessel in Lomé port until the goods are cleared 
in Ouagadougou. 

Total export transport and logistics costs based on an average truckload, at USD 2,201, 
are less than half the cost of an import shipment and take less than 40% of the time (3.3 
days) and with delays (2.1 days) that are a third of those experienced by an import 
shipment. 

The fact that export is so much less costly and quicker is due to two factors: (1) the 
strong imbalance in traffic flows on the corridor, with imports exceeding exports by a 
factor of more than 5, means that there is strong competition for southbound cargo; and 
(2) few export goods are subject to duties in the transit country and therefore attract 
little  attention from customs and other agencies with the result that the overall level of 
bribery is “only” 5% of total costs for exports compared to 7% for imports. 

6.2 Comparison—Lomé-Ouaga and the Tema-Ouaga corridors 

Compared with the Tema-Ouagadougou corridor based on research, pre-dating the 
Lomé-Ouagadougou study by about a year, the team noted that transport costs on the 
two corridors are about the same—total transport and logistics costs on the Lomé-
Ouagadougou corridor differs from the Tema-Ouagadougou corridor by only 4% for a 
truckload of imports. For export the difference is more marked at about 25%. See Table 
27 below 

Table 27: Comparison between the Lomé-Ouaga and Tema–Ouaga corridors, costs 

 
Lomé-Ouagadougou 

(2009) 

Tema-Ouagadougou 

(2008) 

Import (truck load) – total T&L costs $5,155 $5,371 

Of which informal costs $  348 $ 438 
   

Export (truck load) – total T&L costs $2,201 $3,014 

Of which informal costs $   111 $  86 

However, the big difference in performance between the two corridors is in time and 
delays as shown in Table 28 below. In regards to time and delays in ports the Trade Hub 
has updated numbers on Tema port from 2010 from the study on the Tema-Bamako 
corridor which the Trade Hub was in the process of completing as this was written. 

One noticeable improvement since the Tema-Ouagadougou study is the increase in 
efficiency at the Ouagarinter terminal where time and delays have gone down from 6 
days to 2.4 days to the benefit of all Burkina Faso transit corridors. 

On the import side, port operations in Lomé in 2009 were more efficient with a total 
time in port of 7.9 days compared to Tema port at the time of the Tema-Ouagadougou 
study when total time in the port was almost 11 days. However the upcoming study on 
the Tema-Bamako corridor with data from 2010 shows that Tema port has improved its 
efficiency since 2008 and that total time in the port in 2010 was down to 7 days, which 
makes Lomé and Tema port about equal in efficiency. 

On the export side, trucking from Ouagadougou to Lomé in 2009-10 was considerably 
quicker than trucking from Ouagadougou to Tema in 2008. 
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Table 28: Comparison between the Lomé-Ouaga and Tema–Ouaga corridors, time and delays 

 
 Tema-Ouagadougou 

(2008) 

 Lomé -Ouagadougou 

(2009-10) 

 Tema-Bamako 

(2010) 

Import time  Time 

(days) 

Delays 

(days) 

Total 

(days) 

 Time 

(days) 

Delays 

(days) 

Total 

(days) 

 Time 

(days) 

Delays 

(days) 

Total 

(days) 

Port 

operations 

 
6.1 4.6 10.7  3.7 4.2 7.9 

 
3.6 3.3 6.9 

Road leg  4.4 1.1 5.5  3.6 0.8 4.4     

Ouagarinter  3.0 3.0 6.0  1.1 1.3 2.4     

Total  13.5 8.7 22.2  8.4  6.3 14.7     
             

Export time  Time Delays Total  Time Delays Total  Time Delays Total 

Port 

operations 

 
0.9 0.7 1.6  0.9 1.4 2.3 

 
0.7 0.6 1.3 

Road leg  4.6 1.6 6.2  2.2 0.3 2.5     

Ouagarinter  0.3 0.5 0.8  0.2 0.4 0.6     

Total  5.8 2.8 8.6  3.3 2.1 5.4     

These comparisons of performance over time show that change does happen, often for 
the better, and that if one wants to compare the performance of different corridors and 
their components, it is essential to do so at the same point in time.  

Advantages of the Lomé–Ouaga corridor over the Tema–Ouaga corridor include 

On the Lomé-Ouagadougou corridor 

 French is the official language in both countries and there is no need for 
translation of commercial documents into English 

 The currency is the FCFA in both countries so there is no need for currency 

exchange 

Advantages of the Tema–Ouagadougou corridor include 

 No requirement for customs convoy and escort on the import side, as Ghana 

customs accept GPS tracking as a substitute 

6.3 Recommendations 

This study has identified a number of issues, discussed below, which if addressed 
successfully will improve the performance of the Lomé–Ouagadougou corridor 
considerably. However, many problems, and opportunities related to international and 
regional West Africa trade are not corridor-specific and are very similar to those that 
were identified for the Tema–Ouagadougou corridor.44 In the following section the non-
corridor and corridor-specific issues are discussed in detail: 

6.3.1 Non corridor-specific issues/recommendations 

a) Create a single market in the ECOWAS region 

Realizing this original ECOWAS goal could solve many problems as it would make it 
possible to remove internal borders, and thus potentially eliminate the landlocked 

                                                        
44 USAID West Africa Trade Hub: Transport and Logistics Costs on the Tema-Ouagadougou Corridor, April 2010. 
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status of Burkina Faso and other Sahelian countries for transport and trade. This would 
eliminate costs and delays at border crossings between ECOWAS countries; eliminate 
the need for transit guarantees and customs convoys and escorts; and simplify customs 
clearance procedures. A note of caution however: UEMOA already has a customs union 
but UEMOA member countries have not abolished any internal borders and do not seem 
to have any plans to do so. 

Recommendation 

Implement the ECOWAS Treaty aims: 

 

“The establishment of a common market through  
(i) the liberalization of trade by the abolition, among Member States, of customs 

duties levied on imports and exports, and the abolition among Member States, 
of non-tariff barriers in order to establish a free trade area at the Community 
level  

(ii) the adoption of a common external tariff and, a common trade policy vis-a-vis 
third countries and  

(iii) the removal, between Member States, of obstacles to the free movement of 
persons, goods, service and capital, and to the right of residence and 
establishment”45. 

b) Liberalize the West African trucking market 

Bilateral cargo-sharing agreements, such as the one between Burkina Faso and Togo, 
are common in West Africa but are inefficient in several ways: (1) they prevent 
competition based on price and quality; (2) they exclude competition from outside the 
two countries (Togo and Burkina Faso); (3) the cargo-sharing agreements limit the 
market share of both Togolese and Burkinabè companies, regardless of their efficiency; 
(4) the queuing mechanism allows technically inefficient trucks to compete on the same 
basis as their technically efficient competitors: both have to wait in the same way to 
reach the front of the line, unless they pay informal fees to jump the queue; and (5) 
although only some truckers benefit from the current freight-allocation system, all of 
them have to pay for it. 

Deregulating the allocation of transit freight to trucks at Lomé port would reduce 
transport prices—although care has to be taken to prevent market domination by a few 
big players. Deregulation would benefit well-managed transport companies with better 
maintained and more roadworthy trucks at the expense of those with trucks in poor 
condition. Deregulation would push the trucking sector to become more 
professionalized and more formal. Average truck speeds would rise and rotations would 
increase. Trucking would become more efficient and provide a better quality of service 
to shippers and reduce costs. In addition, a more formal-sector trucking industry would 
yield more tax revenue for government.  

Deregulation can be implemented to varying degrees, from abolishing the truck queuing 
system and eliminating the quota system, to opening local freight markets to authorized 
transporters from all ECOWAS countries. The Trade Hub believes that the further the 
market is liberalized the more benefits it will bring to the economic development of the 
region. In particular, opening national transport markets to authorized operators from 
other ECOWAS countries, on a bilateral or multilateral basis, would reduce the number 

                                                        
45 ECOWAS Treaty, Article 3.2.d.1. 
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of empty return trips that are so common in transit trade because of the imbalance 
between imports and exports. 

Recommendation 

Deregulate the West African trucking market either bilaterally between Burkina Faso 
and Togo, or multilaterally within the ECOWAS region.46 

c) Establish an electronic clearinghouse for the allocation of freight to trucks 

If the truck queuing system is abolished a more modern freight allocation mechanism is 
needed. At least one existing electronic clearinghouse is a candidate to provide market 
allocation of freight to trucks. CBC has developed a low-cost, web-based trucking 
exchange to match freight with trucks.47 However, as it is not yet operational it is not 
possible to evaluate its effectiveness. 

Recommendation 

Operationalize the CBC electronic truck and cargo exchange, and if necessary improve 
upon it to ensure that it meets the needs of the market, possibly by including a mobile 
phone-based functionality. 

d) Improve conditions for fleet renewal 

Closely linked to the question of deregulation of the transport market is the question of 
fleet renewal. This includes incentives for buying newer trucks such as lower duties and 
restrictions on importing older trucks. This also includes financing and affordable credit 
terms for fleet renewal. The study did not specifically address this issue and it is 
recommended that the question be considered in future studies. 

Recommendation 

Study the needs and means for fleet renewal and possibilities for putting in place 
affordable credit terms and other incentives for transporters to invest in newer and 
more efficient equipment. 

e) Implement ECOWAS and UEMOA axle-load regulations 

Implementing the ECOWAS and UEMOA axle-load regulations is of paramount 
importance to protect the region’s road infrastructure and reduce maintenance and 
replacement costs. It will also create a level-playing field in which transporters adhering 
to the rules are not subject to unfair competition from transporters who can offer lower 
prices because they overload their trucks. It will also increase road safety as overloaded 
trucks are more difficult to drive and subject to more breakdowns, both of which 
increase the risk of accidents. 

Recommendation 

Implement ECOWAS and UEMOA axle-load regulations equally and consistently across 
West Africa. 
  

                                                        
46 Two recent reports make similar points: Teravaninthorn & Raballand (2009) and Zerelli & Cook (2010). 
47 http://www.burkinapmepmi.com/spip.php?article3475 

http://www.burkinapmepmi.com/spip.php?article3475
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f) Eliminate corruption and road checkpoints 

Eliminating corruption and road checkpoints is essential for reducing costs, transit 
times and uncertainties relating to both costs and delays, and also for building trust in 
the authorities and in the rule of law and thus encourage investments. 

A 2005 Decision of the Council of Ministers of UEMOA limits to no more than three the 
number of controls of transit goods along a corridor—once at the port of entry, once at 
the border and once at the point of final customs clearance.48 

The government agencies manning road checkpoints should be more transparent and 
report on what they accomplish. If there are serious problems the trading community 
should be partners in devising appropriate solutions. 

It should be noted that corruption at road checkpoints represents only 14% of total 
informal payments on import and 34% on export. 

Recommendations 

1. Implement the UEMOA Decision 15/2005/CM/UEMOA regarding checkpoints 
for transit traffic and eliminate harassment, bribes and delays along West African 
transport corridors. 

2. Government agencies should be transparent and report on what they accomplish 
at checkpoints so as to involve all stakeholders in finding cost-effective solutions 
to the problems. 

g) Promote the use of containers, in particular for transit traffic 

Currently about two-thirds of transit cargo destined for Burkina Faso arrives 
containerized at Lomé port and 70% of this is unloaded, “stripped”, from the container 
in the port before onward transport to Ouagadougou as break-bulk.  Shippers do this 
primarily for two reasons: (1) it is possible to load more cargo on a truck as break-bulk 
than is possible in containers—and, if a transporter wants to be more competitive or 
make more money, it is easier to overload a truck carrying break-bulk—and (2) to avoid 
paying the container deposit to the shipping line and other container-handling fees that 
makes containers a more expensive transport option than break-bulk. Also it is easier 
for an importer who may be so inclined to prepare a fraudulent cargo declaration when 
the cargo is unloaded from containers and shipped in break-bulk. 

Transporting transit goods in containers from port to inland terminal would bring 
several important benefits: 

 The transfer from vessel to truck is faster than stripping a container and loading 
the cargo as break-bulk, so cargo dwell time would be reduced and the port 
would be less congested. 

 Cargo is better protected against theft, loss and damage when it remains in the 
container. 

 Trucks carrying containers are seldom overloaded—this would result in safer 
driving conditions and less damage to the road infrastructure and to the trucks. 

                                                        
48 Décision No 15/2005/CM/UEMOA portent modalités pratiques d’application du plan régional de contrôle sur les axes 
routiers inter-états de l’Union Economique Monétaire Ouest Africaine. Burkina Faso and Togo are both UEMOA members. 
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 Problems of fraudulently declared goods and tampering with goods during 
trucking diminish if the goods remain in a sealed container until final 
destination. 

 Importers would avoid stripping charges and related delays. 

Recommendations 

1. Find a way to reduce the container deposit fee by say an insurance scheme that 
would eliminate the need for the importer to mobilize the large deposit fee. 

2. Customs and other agencies should give preferential treatment and charge less 
for transit cargo that remains containerized to reflect the benefits to society of 
transporting goods in containers rather than as break-bulk. 

h) Implement an improved regional ISRT guarantee system 

A Burkinabè importer makes two guarantee-fund payments, one at the port for the Togo 
transport leg, and one in Bitou for the Burkinabè transport leg, each of 0.25% of the 
customs value of the shipment. This should be combined into a single procedure with a 
single payment. 

The ISRT guarantee has been put in place to compensate customs if bonded goods go 
missing along the road, but it seems that this ISRT fund is taken from all cargos that are 
transiting in Togo, whether or not they are duty free, especially agricultural products 
such as baled cotton and cashew nuts. As non-dutiable goods represent no potential loss 
of revenue to customs, the guarantee payment has no other purpose than being a 
Togolese tax on transit to the detriment of Burkinabè importers and exporters. 

Recommendations 

1. All ECOWAS Governments should institute a single ISRT guarantee-fund 
payment per voyage that all countries’ customs officers recognize. Alternatively, 
Togo and Burkina Faso should introduce a single ISRT payment on a bilateral 
basis. 

2. Cease the practice of requiring non-dutiable goods in transit to be covered by an 
ISRT guarantee. 

i) Abolish customs convoys and escorts 

The Togo and Burkinabè customs requirement that transit goods be moved in convoys 
and trade documents transported by escorting customs officer causes delays in 
departures and congestion at arrivals. For example, convoys are authorized to leave 
Lomé only three times a week. Customs’ justification for convoys and escorts is to 
prevent both the diversion of transit cargo to the local market and the falsification of 
commercial documents. 

Although the ISRT guarantee system protects the governments’ financial interest, at 
least in theory, customs authorities across the region insist on using convoys except for 
some special cases (for example in Burkina Faso containers are allowed to travel 
without convoy).  

Customs authorities should be more transparent and publish data on the amount of 
goods diverted so that i) the scope of the issue is better understood by all; ii) the cost of 
controls can be weighed against the size of the problem and the success of the controls; 
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and iii) allow the trading community to become a partner in finding appropriate 
solution to the problem. 

Customs authorities often state that in order to give up on convoys and escorts, they 
would need to have the ability to track cargoes and trucks in transit. 

Ghana customs is using a GPS satellite tracking system to satisfy its need for control and 
as a result has eliminated the customs escort between Tema port and Paga at the 
Ghana-Burkina Faso border, allowing truck drivers to move at any time once the cargo 
is sealed and the truck cleared for departure. 

Recommendations 

1. Customs authorities should be transparent about the scope and nature of the 
problem of transit goods diversion 

2. Eliminate customs escorts and convoys of transit cargo 

3. If considered necessary, put in place GPS tracking systems, so that customs 
authorities can locate transit cargo at all times. 

To make GPS tracking as cost effective as possible transporters should be 
allowed to use their own GPS devices. 

j) Give preferred treatment to authorized economic operators 

Transporters and traders are known to engage in fraudulent practices in order to avoid 
duties and taxes, or to shift costs to the public sector by overloading trucks, for example. 
In response, governments institute complex, time-consuming and costly control 
procedures which create plentiful opportunities to offer, or demand, bribes to speed 
things up or to encourage official agents not to enforce rules and regulations. Better 
trust between the private and public sectors may be achieved by introducing and 
promoting the World Customs Organization concept of “Authorized Economic Operator 
(AEO)”49 as well as promoting legal trucking and trading, and offer AEO operators with 
a proven track record of good behavior preferential treatment. 

k) Review effectiveness of pre-shipment and destination inspection 

Compared with the situation in 2008 when the Trade Hub study on the Tema-
Ouagadougou corridor was carried out, customs clearance operations at Ouagarinter, 
have improved drastically in terms of both cost and of time. See Table 29. 

Table 29: Evolution of costs and delays at Ouagarinter, 2008-2010 

 Formal costs Informal costs Standard time  Average delay 

2008 USD 943 USD 205 24 hrs 24 hrs 

2010 USD 399 USD 143 9 hrs 10 hrs 

Source: Freight forwarders at Ouagarinter and Tema-Ouagadougou 

The improvements are mainly due to (a) more efficient use of the ASYCUDA customs 
information system, which is now available at accredited forwarder offices, (b) 
improved service from Cotecna,50 and (c) better monitoring of procedures by the 
importers and the forwarders. 

                                                        
49 See http://en.wikipedia.org/wiki/Authorized_Economic_Operator 
50 Cotecna is a company conducting customs inspections in Burkina Faso. For details see Annex A. 

http://en.wikipedia.org/wiki/Authorized_Economic_Operator
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However, one should keep in mind that the government mandated Pre-shipment51 (PSI) 
and Destination inspections52 are costly and add considerable bureaucracy to the 
import procedures. The cost of PSI is typically 1% of the import value including the cost 
of freight and insurance. As the value of Burkinabè imports amounted to USD 2,050 
million dollars in 2010,53 the annual cost of inspections to Burkina Faso amounts to at 
least USD 20 million. 

Recent research on three countries that used PSI services (Argentina, Philippines and 
Indonesia) found that with PSI, customs fraud increased in Argentina, was reduced in 
the Phillippines, and had no impact in Indonesia.54 

Recommendations 

1. Review the effectiveness of PSI and Destination inspections in West Africa in 
general and in Burkina Faso in particular. 

2. Improve the performance and integrity of the Burkinabè customs authority so 
that it can carry out all necessary inspections itself. 

l) Promote the formal trucking sector 

The Togolese tax authority, the Direction Générale des Impôts (DGI), assesses a 
transporter to one of two tax regimes, formal or informal: 

1. All transporters with an annual business turnover of less than 30 million XOF 
(USD 66,450) pay 80,000 XOF (USD 177) per truck in the form of an impôt sur 
revenu transport routier. 

2. In addition, a formal-sector trucker with a turnover greater than 30 million XOF 
makes three tax payments: 30 percent of profits (impôt sur les benefices) plus a 
taxe professionelle in two parts (0.3 percent of turnover and 6 percent of rent)55, 
This more complicated system assumes an office and a dedicated parking area 
for trucks and, in practice, approximates to a tax on business profits. 

Thus, if the tax authorities accept a trucker as an informal-sector operator, he pays a 
lower rate of tax and has to do much less paperwork. 

Formal-sector trucking companies are state-registered for tax as companies, use formal 
accounting, keep written records and establish long-term contracts within which they 
structure their logistics.  In contrast, informal-sector truckers pay a flat-fee tax and 
work with minimal paperwork and oral contracts. 

Governments have an interest in the formal trucking sector taking a larger share of the 
market. This would give their countries a more efficient trucking sector that does less 
damage to national highways. A formal economy also increases tax revenues. Thus 

                                                        
51 Pre-Shipment Inspection (PSI) consists of requiring imports to be inspected by a private surveillance company at 
embarkation ports or in the exporter firms’ premises, instead of just at the importing country’s customs. Originally, 
PSI was intended to fight the use of over-invoiced imports to evade capital controls. As capital controls were 
progressively phased out, the attention of governments shifted to import-tariff evasion and, starting with Indonesia’s 
program in 1985, the mission assigned to PSI accordingly changed to curbing under-invoicing. 
52 Goods with a value above XOF 3 million (USD 6,444) are subject to pre-shipment inspections at origin, while for goods 
valued below XOF 3 million, the Burkinabe government has introduced a local Cotecna inspection. 
53 WTO statistics (2010) See: http://stat.wto.org/CountryProfile/WSDBCountryPFView.aspx?Language=E&Country=BF  
54 Anson, Cadot & Olarreaga, “Tariff Evasion and Customs Corruption: Does Pre-Shipment Inspection Help?” (2006). 
55 If 0.01% of turnover falls short of 6% of rent, then the taxe professionelle consists of a single payment equal to 
0.04% of turnover. However, this option does not apply to the scenarios chosen. 

http://stat.wto.org/CountryProfile/WSDBCountryPFView.aspx?Language=E&Country=BF
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governments want to extend the formal economy within each sector of the economy, 
including trucking. 

The Togo government should therefore consider revising the taxation regime for 
transporters in a such a way that encourages formal trucking for example by reducing 
the impôt sur revenu transport routier for fomal transporters, who pay tax on profit, and 
increase it for informal transporters 

Governments can also encourage a professional trucking sector by providing incentives 
for trucking companies to buy higher-quality trucks. To a first approximation, this 
means newer trucks. ECOWAS’ Common External Tariff (CET) severely limits 
governments’ ability to adjust import tax rates, which are fixed throughout West Africa. 
However, Ghana has banned the import of vehicles more than ten years old. Togo and 
Burkina Faso should follow this example in order to gradually reduce the age and 
improve the quality of their truck fleets. Exoneration of VAT on vehicles less than, say, 
three years old would increase the competitive of each national fleet. 

Another fiscal incentive to more professional trucking would be a reduction of tax on 
variable inputs to trucking such as tires, fuel, and lubricants, relative to the tax on fixed 
inputs such as insurance and registration. This would provide an incentive for trucks to 
cover longer annual mileages, thus increasing efficiency. 

Recommendations 

1. The Togo government should revise the taxation regime for transporters to 
encourage formal trucking, for example by reducing the impôt sur revenu 
transport routier for formal transporters, who pay tax on profit, and increase it 
for informal transporters 

2. Governments should provide incentives for trucking companies to buy higher-
quality trucks for example by banning the import of vehicles exceeding a certain 
age (say 10 years) and reduce the VAT on vehicles less than, say, three years old. 

3. Governments should reduce the tax on variable inputs to trucking such as tires, 
fuel, and lubricants, relative to the tax on fixed inputs such as insurance and 
registration 

6.3.2 Corridor-specific issues/recommendations 

m) Reduce Lomé port congestion 

Lomé port is approaching full capacity. One way to improve port performance may be to 
improve the port’s vessel arrival-management system by using a “fixed berthing 
windows” system. This system, whereby a vessel is provided a specific time window in 
which it will be berthed upon arrival—delays will be penalized—is implemented in 
many ports around the world and is used in Abidjan port. 

A further contribution to the decongestion of the port would be to consider reducing the 
25-day free storage period at the Port for imported transit cargo. 

Recommendations 

1. Introduce the “fixed berthing windows” system in Lomé port, whereby a vessel is 
provided a specific time window in which to berth upon arrival, while penalizing 
delays. 
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2. Reduce the grace period for free storage at the port. 

n) Abolish Solidarité sur la Mer 

The Solidarité sur la Mer system was designed to streamline the movement of transit 
goods from Lomé port to the Burkinabè border and eliminate harassment at road 
checkpoints by providing a customs escort and putting a sticker on inspected trucks to 
indicate that no further inspections were required. The Initiative however has lost its 
original effectiveness and is now mostly just another source of revenue for PAL. 

Recommendation 

Abolish Solidarité sur la Mer 

o) Reduce container-handling charges at Ouagarinter container terminal 

Trucks carrying containers arriving at Ouagarinter terminal are obliged to unload them 
at le Terminaux routiers à conteneurs du Burkina, for a fee. However, because empty 
containers must be returned to the shipping lines quickly in order to avoid demurrage 
charges, the truck that arrived with the full container usually waits until it can return 
with the empty one. Insisting on the container being unloaded causes extra, 
unnecessary costs and discourages the use of containers. 

Because of the many advantages to society at large in transporting goods in containers 
rather than as break-bulk, such as increased safety and security, reduced loss and 
damage, speedier handling, and less overloading and tampering with the goods, 
preferential treatment should be given to using containers, including lower handling 
charges. This could be compensated by putting a penalty on non-containerized cargo. 

Recommendation 

TRCB should stop mandatory unloading, and related charges, of containers that the 
cargo owner or transporter would prefer to leave on the truck in order to be able to 
return the container quickly to the shipping line. 

Customs—Togo and Burkina Faso 

p) Modernize and depersonalize customs operations 

The Togolese customs should modernize its operations and depersonalize its processes 
in accordance with World Customs Organization recommendations and the revised 
Kyoto Convention56 so that officials making decisions related to the cargo have no direct 
interaction with the cargo owner or her representative. This will reduce the 
opportunities for collusion between traders and agents and thus reduce the 
opportunities for fraudulent practices and payment of bribes 

Recommendation 

Modernize and depersonalize customs operations 

 

 

                                                        
56 The revised International Convention on the Simplification and Harmonization of Customs procedures (Kyoto 
Convention) was adopted by the WCO Council in June 1999 as the blueprint for modern and efficient Customs 
procedures in the 21st century. The revised Kyoto Convention entered into force on February 3, 2006. See 
http://www.wcoomd.org 

http://www.wcoomd.org/
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q) Customs officers’ availability 

Delays at customs are often caused by the non-availability of customs officers with the 
necessary signatory power despite the overtime payments made.  

Recommendation 

There should always be one senior customs officer with necessary signatory powers 
available to avoid delays in customs clearance. 

r) Improve ASYCUDA access at borders  

Limited access to the ASYCUDA system at borders, due to insufficient number of 
computers, poor connectivity and electricity problems cause significant delays. A 
connection between the two countries’ ASYCUDA systems could significantly reduce the 
time forwarders spend on data entry at the border. 

Recommendation 

Improve ASYCUDA access at borders by improving connectivity, the reliability of the 
power supply and the number of computer consoles. 

Customs - Togo 

s) Single window operations 

An important initiative to reduce cargo dwell time in Lomé port would be to make 
customs’ and other agencies’ procedures, which take some 4 days, more efficient. The 
Trade Hub understands that Togo customs and PAL are considering introducing a 
“single-window” procedure, a common electronic platform that allows for document 
submission and fee payment in one location for all agencies. 

Recommendation 

Togolese customs should speed up the introduction of a “single-window” in Lomé Port 

t) Eliminate PEA transit taxes 

The PEA tax and stamp fee of XOF 208 (USD 0.46) per tonne applied on both import and 
export cargo in transit through Togo contravenes the 1967 New York Convention on 
transit trade for landlocked countries, which states that transit countries should not 
levy taxes on transit cargo and, by extension, contravenes the ECOWAS ISRT convention 
and ECOWAS Resolution C/RES.1/12/88.  

Recommendation 

Togolese customs should withdraw the PEA tax for goods in transit. 

Customs - Burkinabè 

u) Reduce overtime payments at customs posts 

The Burkinabè customs practice of requiring overtime payments for accepting import 
dossiers outside the 07:00–08:00 period, at Bitou in particular, is unusual, does not 
appear to correspond to additional hours worked, and is rather an additional fee on 
importers. For export all transactions are subject to overtime payments at Bitou. 
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Recommendation 

Customs should charge overtime only for actual hours worked outside of normal 
working hours. 

v) Burkinabè cargo insurance 

Burkinabè customs requires that an importer provides proof that the imported goods 
are insured by a Burkinabè insurance company as a condition for clearance. It is of 
course a good practice for importers to insure their cargo but once it has arrived at 
Ouagarinter the obligation to purchase insurance adds no value but does add costs and 
delays. In particular, cargo imported with a ”through bill of lading” is already insured as 
an integral part of the transport contract and  therefore the importer should not have to 
purchase additional insurance from a Burkinabè insurance company. 

Recommendation 

Eliminate the Burkinabè customs requirement for a Burkinabè insurance certificate as a 
pre-condition for clearance. 

6.4 Summary of recommendations and benefits 

This section summarizes the recommendations and lists them with estimated benefits, 
if implemented, in descending order. See Table 30 below. Annex M shows in detail how 
the benefits have been calculated.  

It should be kept in mind that estimating these benefits depends on many assumptions 
and that much is therefore speculative. It is however still a worthwhile exercise in order 
to arrive at an approximate idea of the relative importance of the various 
recommendations and the expected benefits. 

If all recommendations are implemented this report estimates potential annual savings 
to be almost USD 80 million: USD 71.2 million for imports and USD 8.3 million for 
exports.57 

 For imports: USD 110.72/tonne out of total costs of USD 272.80/tonne, a 
reduction in transport and logistics cost of about 41% 
 

 For exports: USD 63.71/tonne out of total T&L costs of  USD 139.00/tonne, a 
reduction in transport and logistics cost of about 46% 

The five most important recommendations in terms of potential savings are 

 Liberalize the West African trucking market 

 Create a single market in the ECOWAS region 

 Eliminate corruption and road checkpoints 

 Implement ECOWAS and UEMOA axle-load regulations 

 Reduce container handling charges at the Terminaux routiers à conteneurs du 
Burkina (TRCB) 

 

  

                                                        
57 Based on imports of 643,247 tonnes and exports of 130,591 tonnes in 2009. 
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Table 30: Summary of recommendations and potential benefits 

Rec. Description Benefits 
Estimated 

saving 
USD/tonne 

Non-corridor specific recommendations 

1 

(b) 

Liberalize West African trucking 
markets 

Competition based on price and 
quality. 

Higher turn-around and  

fewer trips without loads 

Imp: 40.92 

 

Exp: 18.94 

1a 

(c) 

Establish electronic 
clearinghouse for the allocation 
of freight to trucks 

Reduced waiting for cargo 

Improved competition  
Included in “b” 

1b 

(d) 

Improve conditions for fleet 
renewal: better access to 
financing & incentives 

Newer, better quality trucks 

Fewer breakdowns 

Safer roads 

Often mentioned as condition for 
market liberalization 

Included in “b” 

1c 

(l) 

Promote the formal trucking 
sector 

Governments should revise the tax 
regime for transport to encourage 
formal trucking 

Included in “b” 

2 

(a) 

Create a single market in the 
ECOWAS region 

Internal borders abolished 

Imp: 10.89 

 

Exp: 22.33 

3 

(f) 

Eliminate corruption & road 
checkpoints 

Faster travel 

Reduced costs, delays & 
uncertainties 

Imp: 23.33 

 

Exp: 6.69 

4 

(e) 

Implement ECOWAS and UEMOA 
axle-load regulations 

Safer & better roads 

Less money required to replace 
road infrastructure 

Imp/Exp: 
23.3558 

5 

(n) 

Reduce container handling 
charges at the Terminaux 
routiers à conteneurs du Burkina 
(TRCB) 

Reduced container handling fees Imp: 17.44 

6 

(h) 

Eliminate multiple ISRT 
guarantee payments & ISRT 
payments for non-dutiable goods 

Less bureaucracy 

Fewer costs for non-dutiable 
goods 

Imp: 0.002 

Exp: 14.84 

                                                        
58 Savings to governments - may reduce transport costs indirectly. 
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7 

(k) 

Pre-shipment and destination 
inspections 

1. Review the effectiveness of 
PSI and Destination 
inspections in West Africa in 
general and Burkina Faso in 
particular 

2. Improve the performance 
and integrity of Burkinabè 
customs so that it can carry 
out all necessary inspection 

If customs can carry out the 
necessary inspections without 
losing government revenue, 
savings of USD 20 million are 
possible  

Imp: 7.14 

8 

(g) 

Promote the use of containers 
for transit traffic 

Faster port throughput and 
corridor transit time 

Fewer overloaded trucks 

Less loss & damage to goods 

Less fraud 

Imp: 2.75 

9 
(i) 

Abolish customs convoys & 
escorts 

1. Customs authorities should 
be transparent about the 
scope and nature of the 
problem of transit goods 
diversion, and revenue lost 
 

2. Eliminate customs escorts 
and convoys of transit cargo 

3. Put in place GPS tracking 
systems, so that customs 
authorities can know at all 
times where cargo in transit 
is 
 
To make this as cost effective 
as possible, transporters 
should be allowed to use 
their own GPS devices 

Less time lost waiting for convoys 

Possible cost savings if fee for 
convoy more than fee for GPS 
tracking 

Imp: 0.85 

10 
(j) 

Give preferred treatment to 
authorized economic operators 
with proven track-record 

Less time lost in clearance 
procedures 

Less uncertainty 

N/A 
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Corridor-specific issues/recommendations 

11 
(m) 

Abolish Solidarité sur la Mer Saving Solidarité sur la Mer fee Imp: 2.95 

12 
(l) 

Lomé port congestion 

1. Introduce the “fixed berthing 
windows” system in Lomé 
port whereby a vessel is 
provided a specific time 
window in which it will be 
berthed upon arrival. Delays 
will be penalized. 

Reduce grace period for free 
storage at the port.  

Less time at anchor 
 
 
Reduced terminal dwell time 

Imp: 0.76 

Customs – Togo & Burkina Faso 

13 
(p) 

Customs officers’ availability Less delay 
Imp: 0.04 

Exp: 0.22 

14 
(o) 

Modernize and depersonalize 
customs operations 

Reduced corruption Included in (f) 

15 
(q) 

Improve ASYCUDA access at 
borders 

Less delay Included in (p) 

Customs – Togo 

16 

(r) 

Implement “single window” 
operations 

Quicker customs clearance Imp: 1.01 

17 

(s) 
Eliminate PEA transit taxes Reduced cost 

Imp: 0.44 

 

Customs – Burkina Faso 

18 

(u) 

Remove Burkinabè cargo 
insurance as a condition for 
cargo clearance 

Reduced cost and bureaucracy Imp: 2.2 

19 

(t) 

Reduce overtime payments at 
customs posts 

Reduced costs Exp: 0.69 
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Annex A: Transit-corridor analysis—institutions and policies 
The principal international institutions active in West Africa are the Economic 
Community of West African States (ECOWAS) and the Union Economique et Monétaire 
Ouest Africaine (UEMOA).59 Burkina Faso and Togo are members of both organizations. 

The Economic Community of West African States (ECOWAS) 

Created in 1975, ECOWAS aims to promote cooperation and development in all fields of 
economic activity. As part of that goal, ECOWAS has established several conventions for 
regional integration and inter-state transport and transit facilitation. 

ECOWAS multilateral conventions regulating inter-state road transport and transit 
include the Inter-State Road Transit Convention (ISRT), the Inter-State Road 
Transportation Convention (IST), and the convention on the creation of the ECOWAS 
‘Brown Card’ vehicle insurance scheme.  

ECOWAS’ Inter-State Road Transit Scheme (ISRT)—Convention A/P.4/5/82 and 
Supplementary Convention A/SP.1/5/90 

ECOWAS’ 1982 ISRT regime, together with its related customs guarantee scheme, 
stipulates that the transport of all transit goods should take place under the cover of an 
Inter State Road Transit Declaration booklet from the point of departure in one country 
to the final destination in another country. The 1990 ISRT supplementary convention 
specifies that the guarantee should be provided by a financial establishment or an 
institution (‘national guarantor’) of the transit country and should cover at least the 
sum of duties and taxes payable on the goods and any penalties that might be incurred. 
In this way, each member country should be able to recover its losses through this 
guarantee in case goods are fraudulently diverted into its local market. 

In practice, problems of trust and national guarantors’ divergent interests mean that 
each guarantor’s guarantee covers only its national territory, ending at the border of the 
state where the declaration originates. At this point, a new declaration is prepared and a 
new guarantee obtained. The segmented system generates additional paperwork, costs 
and delays. 

ECOWAS Inter-State Road Transportation (IST)—Convention A/P.2/5/82 

Often confused with the ISRT convention, the 1982 IST convention sets out the 
conditions for inter-state road transport within ECOWAS states and lists the main inter-
state road corridors and defines limits for truck dimensions and axle loads. The IST 
convention also allows national inter-state freight bureaus to establish the allocation of 
freight between trucks from different countries. 

ECOWAS member states have not yet fully implemented the axle-load limits embodied 
in the convention. Overloading trucks is a widespread practice, resulting in accelerated 
deterioration of roads, many accidents and mechanical breakdowns. Since 2005 
ECOWAS and UEMOA have made renewed efforts60 to enforce axle-load regulations 
through the use of weighbridges and penalties for overloading.  

                                                        
59 UEMOA member states: Benin, Burkina Faso, Côte d'Ivoire, Guinea Bissau, Mali, Niger, Senegal and Togo. ECOWAS 
member states: UEMOA member states plus Cape Verde, Ghana, Guinea, Liberia, Nigeria, Sierra Leone and The Gambia. 
More information can be found at www.uemoa.int and at www.ecowas.int. 
60 UEMOA decision N°14/2005/CM/UEMOA regarding regional application of axle load controls and vehicle dimensions. 

http://www.uemoa.int/
http://www.ecowas.int/
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ECOWAS Brown Card insurance scheme—Convention A/P.1/5/82 

The 1982 ECOWAS Brown Card motor-vehicle insurance scheme facilitates the free 
movement of persons and goods among ECOWAS member countries through a common 
insurance cover. According to the scheme, claims and compensation for victims of 
motor-vehicle accidents shall be handled swiftly with the objective of ensuring fair and 
prompt compensation. Twelve countries currently adhere to the scheme, including 
Burkina Faso and Togo.61 

Implementation problems include delays in settlement of claims between the various 
bureaus of the scheme, disputes among insurers on the issue of liability and amount 
involved in third-party injury and property damage claims, delay or non-payment of 
annual contribution by some National Bureaus to the permanent secretariat, and 
differences in motor-vehicle third-party liability insurance laws and compensation 
regimes within the sub-region. The official one-year time limit specified by the 
secretariat is seen as too long a waiting period for claims settlement. 

Efforts continue to establish a common fund to help reduce settlement times. This 
process aims to make funds readily available for claim settlements by a National Bureau 
whilst awaiting fund transfers between bureaus. 

Union Economique et Monétaire Ouest Africaine (UEMOA) 

The Union Economique et Monétaire Ouest Africaine (UEMOA) was established in 1994 
and comprises eight member states: Benin, Burkina Faso, Côte d’Ivoire, Guinea Bissau, 
Mali, Niger, Senegal and Togo. Its objectives include the following:  

 Greater economic competitiveness, through open markets, in addition to the 
rationalization and harmonization of the legal environment 

 The convergence of macro-economic policies and indicators 
 The creation of a common market 
 The coordination of sectoral policies 
 The harmonization of fiscal policies 

UEMOA has adopted a customs union and common external tariff and a September 2002 
IMF survey cited the UEMOA as "the furthest along the path toward integration" of all 
the regional groupings in Africa.62 However, in spite of this, there is no provision for the 
common collection of duties and the abolition of internal borders. 

ECOWAS and UEMOA joint Regional Facilitation Program 

In August 2003, ECOWAS and UEMOA defined a joint Regional Facilitation Program 
based on their existing projects to develop synergies to facilitate inter-state road 
transport and the transit of goods. The program aims to: 

 Remove physical and non-physical barriers to ensure better flow of traffic and 
facilitation of trade 

 Improve maintenance of priority regional infrastructure  

                                                        
61 Member countries applying the ECOWAS Brown Card scheme: Benin, Burkina Faso, Côte d’Ivoire, Ghana, Guinea, 
Guinea Bissau, Mali, Niger, Nigeria, Senegal, Sierra Leone and Togo. 
62 From Wikipedia 
http://en.wikipedia.org/wiki/West_African_Economic_and_Monetary_Union#West_African_Economic_and_Monetary_Un
ion 

http://en.wikipedia.org/wiki/Common_external_tariff
http://en.wikipedia.org/wiki/West_African_Economic_and_Monetary_Union#West_African_Economic_and_Monetary_Union
http://en.wikipedia.org/wiki/West_African_Economic_and_Monetary_Union#West_African_Economic_and_Monetary_Union
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 Harmonize technical standards and safety regulations 

 Create regional facilitation infrastructure. 

ECOWAS and UEMOA are also pursuing the integration of customs automated systems 
within member countries using a uniform and unique customs document. This concept 
was first recommended by UEMOA and later endorsed by ECOWAS within their 
common facilitation program. 

Togo 

Port Autonome de Lomé 

The Port Autonome de Lomé (Lomé Port Authority, PAL)63 was established as a public 
institution and granted full freedom over the port’s industrial, commercial and financial 
matters following a law passed in 1967. It became an autonomous, state-owned 
company in 1991. PAL owns the port land and operates as a landlord and a regulator of 
port functions. In order to improve the port’s competitiveness, PAL leased out, on a ten-
year concession, part of its stevedoring activities to four private companies owned by 
two international companies, Bolloré and Getma group. PAL maintains the handling of 
clinker, wheat and hydrocarbons. 

Stevedoring companies: SE2M, SE3M, Manuport64 

Two operators have concessions to work at the port and handle the container vessels 
calling at Lomé port. 

SE2M and SE3M form part of the Bolloré group65 and respectively handle containers 
and bulk cargo. The Bolloré group handles 60% of the Lomé port container traffic and 
around 50% of the bulk cargo which is received at their dedicated berth. 

Manuport, belonging to Getma group,66 handles containers as well as bulk cargo. 

Conseil National des Chargeurs Togolais/Togolese Shippers’ Council (CNCT) 

Created in 1980, the Togolese Shippers’ Council, CNCT67 is a professional public 
institution endowed with legal status and financial autonomy. Its purpose is to defend 
and represent the interests of shippers in the transportation chain. 

Shipping-line agencies 

Several agencies in the Togo port area represent international shipping lines with 
services to Togo. These agencies receive cargo for export and issue an original bill of 
lading to shippers. In exchange for the original bills of lading for import cargo, they also 
issue delivery orders submitted to port officials for the release of cargo to the named 
importer. 

  

                                                        
63 http://www.togoport.tg 
64 The Societe d’Entreprise de Manutention Maritime (SE2M), mainly owned by Bolloré group, and Manuport, mainly 
owned by Getma group, run the container stevedoring. Non-containerized cargo is handled by the Société d’Entreprise de 
Moyens et de Manutention Maritime (SE3M, part of the Bolloré group) and Manuport (Getma-Necotrans group). PAL itself 
handles clinker, wheat and hydrocarbons. 
65 http://www.bollore.com 
66 http://www.getma.fr 
67 http://www.cnct.tg/ 

http://www.togoport.tg/
http://www.bollore.com/
http://www.getma.fr/
http://www.cnct.tg/
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Union Nationale des Transporteurs Routiers du Togo (UNATROT) 

UNATROT is one of the main truck owner associations in Togo and was created in 1995. 
Its aims include defending the economic and social interests of all Togolese truck 
owners, representing the profession in any discussion on transportation with the 
government or other institution, and ensuring the harmonization of the offer and supply 
of trucks for transportation in or through Togo. 

UNATROT plays a key role in the transportation of transit cargo through Togo as it is 
the Togolese body that allocates the cargo share that has to be transported by Togolese 
trucks according to the bilateral agreement between Togo and Burkina Faso. 

Union des Routiers du Togo (URT) 

URT is a drivers’ union created in 2003 and is the most important in Togo. Its main 
objective is to ensure better working and living conditions for Togolese truck drivers 
and defend the drivers’ interests vis à vis the Togolese government and the truck 
owners. 

As part of its social activities, URT enrolls all its members in the Caisse Nationale de 
Sécurite Sociale (CNSS) the national social security scheme, financed by the monthly fee 
of XOF 1,000 (USD 2.21) paid by its members. 

Freight forwarders 

Customs requires that importers through the PAL use certified customs brokers, 
popularly known as freight forwarders. Importers hand over all documents to the 
forwarders who handle the cargo clearance process on their behalf. 

Forwarders are organized in associations that maintain professional standards. 
Additionally, each association periodically publishes recommended tariffs for its 
members as a guide for the freight forwarding market. There is, however, a free market 
in freight forwarding services. 

The freight forwarders’ associations carry out regular training for members to keep 
them abreast of industry developments. They also conduct examinations and award 
certificates to individuals and institutions that have demonstrated their knowledge and 
ability to practice the profession. 

Navitogo 

Navitogo is an association of the nine main stevedoring and shipping companies in 
Togo—Delmas Togo (CMA-CGM group), Getma Togo, Grimaldi Togo, Maersk Togo, Msc 
Togo, Navitrans, Saga Togo (Bolloré Group), Taal, Umat. This association is the common 
interlocutor with the port authorities and the Togolese government. 

Burkina Faso 

Gare routière internationale de marchandises de Ouagadougou - OUAGARINTER 

Ouagarinter is a clearance and transit terminal for international road traffic in 
Ouagadougou, managed by the Chambre de Commerce, d’Industrie et d’Artisanat du 
Burkina Faso. It is the last link in the transport chain for imported products arriving by 
road in Ouagadougou. 

The terminal covers an area of 26 hectares with three 5,000 m2 warehouses, including 
one under customs bond; offices for forwarders, customs administration and related 
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activities; a weighbridge with a capacity of 50 tons; and a 10,000 m2 area for 
maneuvering and parking trucks. 

Le Conseil Burkinabè des Chargeurs/Burkina Shippers’ Council (CBC) 

Created in January 1978, CBC is a public entity placed under the technical supervision of 
the Ministry of Transport and under the financial supervision of the Ministry of 
Finance.68 As a shippers’ council for a landlocked country, it aims to: 

 Ensure that Burkina Faso receives a regular, secure and timely supply of 
commodities and products from world markets in good condition and at low-
cost, by assisting Burkinabè importers and coordinating the transport chain 

 Contribute to the competitiveness of Burkinabè exports in international markets 

 Protect its members' interests in the transportation of goods by sea, river, road, 
rail and air. 

CBC is officially recognized in Lomé, and also in the ports of Abidjan, Cotonou and Tema, 
as the organization responsible for implementing the transit-cargo sharing regulations. 
The CBC port representative manages transit transport. 

In Togo, CBC manages the cargo sharing agreement and negotiates with Togolese 
organizations, including the Ministry of Transport and PAL to obtain special conditions 
for cargo in transit to Burkina Faso. 

La Chambre de Commerce, d’Industrie et d’Artisanat du Burkina Faso (CCIA-BF) 

CCIA-BF is the only body empowered to represent private sector interests—including 
trade—to the Burkinabè government.69 It incorporates all professional bodies, offers 
professional training, carries out studies and collects statistics. The Ministry of Trade 
and Industry provides technical supervision. 

CCIA-BF is Burkina Faso’s designated national guarantor under ECOWAS’ ISRT 
convention. As such it receives and manages the ISRT guarantee fund. It also has 
responsibility for warehousing and for managing Ouagarinter. 

CCIA-BF charges a Passage magasin douane (PMD) tax on all imported cargo upon 
arrival at Ouagarinter. 

In Togo CCIA-BF serves as an information and support centre for Burkina-based 
importers and exporters and promotes trade activities along the Lomé-Ouagadougou 
corridor by building and operating warehouse facilities near Lomé port. CCIA-BF 
imposes a droit de passage (DDP) fee to offset the costs associated with the bonded 
warehouse that it has built within the port, where Burkinabè shippers can store their 
goods. Importers must pay this fee irrespective of whether or not their goods are stored 
in the warehouse. 

L’Organisation des Transporteurs Routiers du Faso (OTRAF) 

OTRAF was established in December 1995 when two Burkinabè transporters 
associations were united, thus putting an end to incessant bickering that had 
undermined the professional transport environment. Several other organizations 
represent professional Burkinabè transporters, but OTRAF is the biggest. Moreover, 
OTRAF has significant political weight because some of its executive members are 

                                                        
68 For more information see CBC’s website: http://www.cbcbesc.com/ 
69 For more information see CCIA’s website: http://www.ccia.bf/ 

http://www.cbcbesc.com/
http://www.ccia.bf/
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important players in Burkina Faso’s national economy. It also has strong relationships 
with the highest officials within the Ministry of Transport. 

In Togo, OTRAF assists Burkinabè truckers to negotiate freight rates for cargo with 
freight forwarders. It receives and transmits requests for trucks from CBC and assists 
Burkinabè trucks in case of problems with the Togolese authorities. Each truck carrying 
transit cargo to Burkina Faso pays a fee per trip of XOF 10,000 (USD 23.80) to the 
OTRAF representative at the port. This entitles the trucker to assistance in case of 
problems on the road.  

Organisation Nationale des Transporteurs Terrestres du Burkina (ONTTB) 

ONTTB was founded in 2005. ONTTB is not represented in Lomé port. However all 
Burkinabè trucks pay fees at ONTTB checkpoints within Burkina Faso if they have no 
proof of membership of another union. The amounts involved are: 

 Freight vehicles returning empty to ports = XOF 2,000 (USD 4.76) 

 Full vehicle with Burkinabè nationality = XOF 10,000 (USD 23.80)  

 Full vehicle with foreign nationality = XOF 25,000 (USD 59.50) though foreign 
carriers negotiate this amount down, and often pay only XOF 10,000 (USD 
23.80). When foreign trucks pay the OTRAF fee they do not have to pay the 
ONTTB fee, and vice versa. OTRAF also has checkpoints within Burkina Faso. 

Initially, OTRAF was the only transport association representing Burkinabè truckers. 
The establishment of additional associations such as ONTTB over the years has led to 
complaints about non-representation in the various ports of the sub-region, including 
Lomé port.  

Cotecna 

The Burkinabè government has contracted a multinational company, Cotecna 
Inspection SA, to inspect cargoes destined for consumption in Burkina Faso to ensure 
that goods meet quality norms and that the value, nature and quantity are correctly 
declared to customs. Pre-shipment inspection of goods valued over XOF 3 million (USD 
6,644) is mandatory before shipment to Burkina Faso.  

For all goods valued below XOF 3 million, the Burkinabè government has introduced a 
local Cotecna inspection regime.70 This inspection takes about three working days from 
the forwarder’s request until Cotecna delivers the certificate. Some cargoes are 
exempted from Cotecna inspection. In 2011, customs planned to install a mobile 
scanner, which Cotecna will run at the Ouagarinter customs terminal; another scanner 
is to be installed at the joint border post at Cinkassé to save time, improve security and 
detect fraud in the customs-clearance process. 

  

                                                        
70 Prior to the introduction of Cotecna inspection, customs agents cleared shipments based on the invoices that traders 
presented to them. The government introduced local Cotecna inspections because it suspected traders of under-declaring 
values. Now Customs is using the Cotecna inspection value as the basis for calculating the duties and taxes to be paid. 
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Annex B: Joint Border Post at Cinkassé 
During the information gathering for this study, the buildings of the joint border post 
(JBP) at Cinkassé stood largely completed at the border between Burkina Faso and 
Togo. UEMOA designed the JBP to replace both a nearby Togolese border post at 
Cinkassé and a Burkinabè border post 45 km to the north. 

Purpose 

The idea behind joint border posts is to reduce duplication of controls by establishing a 
common border post for two countries in a single physical location. This approach 
reduces costs for both the countries in question and traders. It makes the 
communication of trade documentation between the two neighboring border 
administrations easier, reducing opportunities for fraudulent exchange of invoices, 
reduces clearance processing time by unifying border control processes within a single 
sequence and should result in significant savings in both investment and maintenance 
of border facilities.71 

History 

In 2003, ECOWAS and UEMOA initiated a joint program to build 11 JBPs in West Africa 
and the one at Cinkassé is the first to be built. The Cinkassé joint border post was built 
by UEMOA using its own funds with the final cost reported as XOF 7 billion (USD 15.5 
million), approximately twice the original estimate. UEMOA will also finance the 
construction of a JBP at Heremakono on the Burkina-Mali border and signed an 
agreement with Mali in April 2008 to that effect. 

Three additional West African joint border posts will be financed by the EU with a total 
budget of XOF 41.9 billion (USD 91.9 million). These joint border posts will be located at 
Semé (Benin-Nigeria), Malanville (Benin-Niger), and Noepe (Togo-Ghana). Furthermore, 
technical studies have been completed for an additional four joint border posts the 
building of which are subject to available funding.72 

The inaugural ceremony of the Cinkassé facility took place on November 1, 2010 and it 
was essentially ready for operations a few weeks later. However there have been a great 
deal of teething problems and at the time of writing the Cinkassé border post was still 
not operating as a joint border post. The problems seemed so intractable that the 
Burkinabè Prime Minister visited the site in person on November 11, 2011 and on the 
spot decided to establish an ad hoc committee to come up with proposals to resolve the 
issues to be presented to the Cabinet.73 

UEMOA has granted a 20-year management franchise for the pilot JBPs to a private 
operator, Scanning Systems. The franchisee manages and operates all the offices and 
equipment including a scanner and a weigh bridge. Scanning Systems originally 
proposed a fee per truck of 50,000 XOF in each direction for all trucks, but has since 
reduced the suggested fee to 10,000 XOF for empty trucks. UEMOA proposes linking the 
Burkina Faso and Togo’s ASYCUDA customs information systems but the two countries 
have not yet approved. 

 

                                                        
71 Adapted from the entry on Joint border Post on the Global Facilitation Partnership for Transport and Trade website. See 
http://www.gfptt.org/entities/TopicProfile.aspx?tid=feba5a14-8d57-4964-ade8-90351d022a17  
72 See http://news.ecowas.int/presseshow.php?nb=013&lang=en&annee=2011  
73 See http://www.gouvernement.gov.bf/spip.php?page=impression&id_article=849  

http://www.gfptt.org/entities/TopicProfile.aspx?tid=feba5a14-8d57-4964-ade8-90351d022a17
http://news.ecowas.int/presseshow.php?nb=013&lang=en&annee=2011
http://www.gouvernement.gov.bf/spip.php?page=impression&id_article=849
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Potential problems 

Burkinabè customs officers have indicated that they will not close down the current 
border post at Bitou when the JBP starts operation. The Bitou post will remain the 
border post for cross-border cargoes from Ghana and will likely serve as a checkpoint 
for trucks on the Ouagadougou-Lomé corridor along with all other checkpoints 
currently located on the corridor. 

Furthermore, Burkinabè customs states that it will not remove road checkpoints in the 
absence of a satellite-tracking system to monitor transit shipments. As long as 
uniformed services mount physical barriers to regional truck transport any cost 
reduction due to the Cinkassé JBP seems unlikely to meet its goals. 

Also, the corruption of officers of the uniformed services at the borders may be 
significantly more of a constraint to trade than the more visible corruption at road 
checkpoints. No one appears to have addressed the question of how the joint border 
post will reduce the level of corruption endemic in the border services. 

It is important that the cost of JBPs does not significantly increase the cost of road 
transport. The proposed XOF 50,000 fee for loaded trucks using the JBP seems to fall 
into this category. In any case, transporters and traders complain that the JBP increases 
cost without offering any benefits to them. 

Cross-border cooperation 

The support of regional organizations for JBPs is fundamental. Thus, just as the Cinkassé 
JBP has the support of ECOWAS and, particularly, UEMOA, the Malaba JBP at the Kenya-
Uganda border had the support of the East African Community (EAC). However, Malaba 
JBP had a key additional advantage. The governments of Kenya and Uganda set up this 
JBP in the context of a pre-existing Northern Corridor Transit Transport Coordinating 
Authority (NCTTCA) established by four northern-corridor countries to coordinate 
implementation of the 1986 Northern Corridor Transit Agreement (NCTA). NCTA’s 
objectives are to ensure freedom of transit among the member states, safeguard the 
right to access to/from the sea for landlocked countries, develop and integrate the 
regional transport facilities and services, and facilitate inter-state and transit trade.74 
NCTTCA appears to be an effective, sustainably funded organization, with an executive 
board and secretariat. 

Under NCTTCA’s auspices, the East African JBP experience included sensitization 
workshops for government agents and clearing agents to foster efficient working 
relationships. Kenyan agencies have signed an MOU committing them to joint actions 
such as: customs acting as the lead agency in the process of verification, inspection and 
release of cargo; a 24/7 work schedule; promoting transparency by publishing 
procedures, service charters and fee schedules; laying down benchmark operation 
standards; holding weekly joint operations meetings; joint mobilization of resources to 
upgrade border infrastructure; and training and other capacity building; ICT integrated 
across stakeholders.75 

In contrast, the Cinkassé JBP is evolving in much more of a coordination vacuum and 
this may explain the differences in functionality. 

                                                        
74 Transit Transport Coordination Authority of the Northern Corridor, http://www.ttcanc.org/latest/about/ncta.asp  
75 Kenya Shippers’ Council, “Joint interventions to cut delays at border posts”, Logistics buzz, September 23, 2010, 
www.kenyashippers.org/information.../doc.../41-logistics-buzz-issue-12.html  

http://www.ttcanc.org/
http://www.ttcanc.org/
http://www.ttcanc.org/latest/about/ncta.asp
http://www.kenyashippers.org/information.../doc.../41-logistics-buzz-issue-12.html
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Annex C: Lomé port traffic by product 2005-2009 (tonnes) 
DESIGNATION 2005 2006 2007 2008 2009 

IMPORT-TOGO 2,863,822 2,943,809 3,042,586 3,027,405 3,053,546 

Clinker/Gypsum 721,673 827,558 788,851 862,086 878,211 

Food products 750,164 580,723 601,985 530,521 548,777 

Of which: Bulk wheat 107,346 89,716 91,100 45,500 58,531 

         Rice 319,139 183,466 193,330 193,923 168,680 

         Sugar 136,249 101,473 148,785 122,353 171,187 

Construction materials 93,357 117,626 130,437 134,283 137,419 

Hydrocarbons in bulk 760,966 834,278 722,130 601,820 557,403 

Other goods 537,662 583,624 799,183 898,695 931,736 

Of which: Vehicles 66,484 64,020 85,702 89,775 80,150 

         Textiles 72,804 100,753 121,977 148,569 139,876 

         Fertilizer 29,185 33,372 30,961 101,353 62,447 

EXPORT-TOGO 856,042 978,043 1,131,465 1,595,198 1,607,779 

Agricultural products 299,720 274,066 229,623 307,880 261,541 

Of which Coffee 11,986 7,576 16,274 11,465 15,945 

         Cocoa 75,580 82,342 76,558 122,569 99,901 

         Cotton 74,967 30,372 24,093 22,556 13,441 

         Oil cake 29,068 26,779 13,360 6,892 2,691 

         Cotton seed 41,839 4,330 6,642 197 1748 

         Teak 55,607 95,487 74,916 61,766 26,256 

Hydrocarbons (re-exportation) 64,081 227,188 226,703 193,813 140,473 

Other goods 492,241 476,789 675,139 1,093,505 1,205,765 

TRANSIT-IMPORT 784,991 889,927 1,381,768 1,972,739 1,683,502 

Burkina Faso 341,804 349,051 363,408 401,787 512,656 

Of which rice 12,230 7,306 381 18,664 51,087 

         Hydrocarbons 60,818 53,360 24,812 85,057 144,471 

         Vehicles 10,029 10,545 12,274 12,662 17,103 

Niger 143,872 151,278 177,879 194,183 237,924 

Of which: Textiles 17,026 14,622 21,195 26,403 16,804 

          Construction materials 4,820 3,560 3,026 7,297 71,769 

          Hydrocarbons 39,384 39,148 56,791 27,159 17,819 

          Rice 1,015 125 6,094 5,929 1,753 

          Sugar 1,958 3,740 1,104 1,333 2,599 

          Vehicles 17,979 17,504 17,552 17,628 23,058 

Mali 54,824 79,324 71,775 82,656 94,726 

Of which: Vehicles 8,398 11,012 11,237 6,419 3,143 

          Rice - 7,307 4,280 8,213 229 

          Sugar - - 677 5,145 6,244 

          Hydrocarbons - 1,997 1997 8,922 2,746 

Other countries 244,491 310,274 768,706 1,294,113 838,196 

Of which: Textiles 15,123 20,186 35,910 70,044 48,887 

         Construction materials 15,587 7,975 13,808 19,663 21,925 

         Food products 47,498 52,286 63,471 71,335 105,455 

         Clinker (Ghana) 92,232 146,400 546,985 979,390 544,124 

TRANSIT-EXPORT 347,141 286,019 283,200 88,556 130,591 

Burkina Faso 276,229 239,475 245,258 87,203 130,591 

Of which: Cotton 200,796 189,907 197,314 69,851 95,221 

Mali 68,799 45,924 26,636 356 - 

Of which: Cotton 57,537 37,850 22,307 292 - 

Niger - - - - - 

Other countries 2,113 620 11,303 997 - 

TRANSSHIPMENT 228,037 251,397 344,752 596,912 850,710 

GRAND TOTAL 5,080,033 5,349,195 6,183,771 7,280,810 7,326,128 

  



TRANSPORT & LOGISTICS STUDY - LOMÉ-OUAGADOUGOU CORRIDOR 

83 

Annex D: Lomé port & Customs fees, OTRAF reference rates 
Summary of formal costs at Lomé port—import procedures 

Charge type  Cost (USD) Unit Recipient 

Containerized cargo 

Port fees 63/100 20’/40’ Lomé Port 

Port handling charges and transfer  153/256 20’/40’ SE2M or Manuport 

Shipping-agency charges 72/128 20’/40' Shipping agency 

Forwarder’s fee 188/360 20’/40’ Forwarder 

Bulk cargo 

Port fees 0.69 tonne Lomé port 

Port-handling charges 6.39 tonne Stevedoring company 

Shipping-agency administrative charges 
0.45 tonne Shipping agencies 

Forwarder’s fee 221 truck Forwarder 

Containerized/Bulk 

Port fees 63/100 20’/40’ Lomé port/SE2M or 
Manuport) 

Charges for port handling and transfer to 
stripping area 

195/340 20’/40’ 
SE2M or Manuport 

Unstuffing fee  221/332 20'/40' Port 

Forwarder’s fee 221 truck Forwarder 

All Cargo       

Customs fee RID (redevance informatique & 
import transit tax PEA (péage) 

11 + 0.46/T 
flat rate fee 
plus fee per 

tonne 
Customs 

CBC inter-state waybill & freight allocation 
fee 28 truck CBC 

Payment to truckers associations OTRAF 
(Burkina Faso) & UNATROT (Togo)  

42 truck OTRAF/UNATROT 

Payment to driver associations  URT (Togo) 
& UCRB (Burkina Faso)  

4 truck UCRB/URT 

Burkina Chamber of Commerce  DDP tax 
(USD 1.57/t) 

1.57 tonne CCBF 

Customs guarantee-fund “premium” 0.25 %  
CIF cargo 

value  
Customs/CCBF 

Source: Customs declarations and forwarders 
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Summary of formal costs at Lomé port—export procedures 

Charge type  Cost (USD) Unit Recipient 

Containerized cargo 

Port taxes 46/78 20’/40 PAL 
Port handling charges and 
container transfer  

77/148 
20’/40’ SE2M or Manuport 

Shipping-agency charges 62 B/L Shipping agency 

Forwarder’s fee 166/221 20’/40’ Forwarder 

Containerized/Bulk/Containerized 

Port taxes 
46/78 20’/40 Port (PAL/SE2M or 

Manuport) 
Port handling charges and 
container transfer 

118/232 20’/40’ 
SE2M or Manuport 

Stuffing fee 
89/133 

20'/ 
40' PAL 

Forwarder’s fee 166/221 20’/40’ Forwarder 

 

Togolese customs taxes on cargo in transit to Burkina Faso 

 XOF USD Unit 

PEA (Import transit tax) 200 0.44 Tonne 

Customs stamp duty: 4% of PEA 8 0.02 Tonne 

ISRT customs bond collected on behalf of Chambre 
du Commerce et de l’Industrie du Togo  

0.25 % of the CIF value 

RID (Redevance informatique douanière), an IT fee 5,000 11.08 
Customs 
declaration  

 

OTRAF 2009 reference trucking rates from Lomé to Ouagadougou 

Load type XOF USD 
1x20' including return (up to 15 t) 1,450,000 3,211 
2x20'/1x40' including return (up to 30 t) 1,450,000 3,211 

Single 1x20' (load of 10 t) 1,000,000 2,215 

Additional containerized cargo per tonne 45,000   100 
Bulk per tonne 45,000   100 
Source: OTRAF tariff publication, June 2009 
Note: For containers, these rates include the return of the empty containers to the port 
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Annex E: Import procedures at Lomé port 
S

te
p

 

Process Description 

R
e

sp
o

n
sib

ility
 

Total Fees/Costs (in USD) 

Comments 

Average time 
(minutes) 

Formal Informal 

Standard Delay 
USD Unit USD Unit 

1 

The forwarder appointed by the receiver 
presents the bill of lading (B/L) to the 
shipping line which then issues a "Delivery 
Order" or DO 

F
o

rw
ard

er/ 
Sh

ip
p

in
g agen

t 

72 
 
 
 
 

188 

1x20' 
  

The amount of the exchange of the 
Bill of Lading varies according to the 
vessel's shipping agent: for bulk 
cargo it is calculated per ton 
<or=20t=1tc20' and >20t=1TC40'; 
or a fix rate per container 
 
Average forwarder charges per 
1X20 is about XOF 85,000 

240 60 

 
B/L 

 
B/L 

The receiver must provide the 
following documents to the 
forwarder: C&F Invoice, Packing list, 
"Bordereau de Suivi de Cargaison" 
(BSC) 

2 

Verification of the number of packages 
between the B/L and the Manifest, issuance 
of DO (delivery order)  

Sh
ip

p
in

g agen
t/ 

F
o

rw
ard

er 

0 
   

Transit operations begin 48h after 
the arrival of the vessel. XOF 2,000 if 
the declaration is made by the 
"Unité de banalisation douane". 
Delay is due to network connectivity 
problems and availability of 
computers  

10 0 

Opening and constitution of the Minute in 
ASYCUDA ++ entry and issuance of the  
EX8 Declaration printed in 4 copies 4 

D
eclaratio

n
 

  
15 120 
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3 

Beginning of the customs circuit: Head of 
the customs office: payment of TEL 
Travail Extra Legal 

F
o

rw
ard

er/H
ead

 
o

f th
e C

u
sto

m
s 

O
ffice 

9 

D
eclaratio

n
 

1 

D
eclaratio

n
 

Time taken depends on the 
availability of the Head of Customs 
and the number of submitted files 

10 35 

4 

Authorization of the Head of the "Service 
Contrôle Immédiat" (CSCI) who verifies the 
file and assigns it to the customs 
compliance officer 

C
u

sto
m

s 

0 
 

2 

D
eclaratio

n
 

 

10 20 

5 

The compliance officer verifies the tariff 
classification, value, weight and issues a 
"Bulletin de liquidation" 

C
o

m
p

lian
ce 

o
fficer 

0 
 

0 
 

  

10 20 

6 

Payment of customs duties and taxes at the 
cashier and issuance of the receipt and the 
“BAE (Bon à Enlever)” then return to the 
Compliance officer. 
 
Guarantee fund payments are made at 
0.25% of cargo value 

C
ash

ier 

18 
 
 
 
 

42 

20' 2 

D
eclaratio

n
 

Customs rate: 208 XOF/T + 5,000 
RID based on 20': 15T & 40': 20 T 

30 30 

7 
The Compliance officer signs the “BAE”, the 
receipt (and the Bon à Conduire) 

 

0 
 

11 

D
eclaratio

n
 

 

30 30 
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8 

Introduction of file to Head of the Brigade 
after payment of TEL Fee (“travail Extra 
Legal” “or overtime fee") , registration of 
file and 2nd value control, tariff 
classification before signature of the “ordre 
d'enlèvement" by Head of Brigade or his 
assistant, then transfer to "Quart" custom 
office 

C
u

sto
m

s, H
ead

 o
f  

th
e B

rigad
e 

4 

D
eclaratio

n
 

9 

D
eclaratio

n
 

TEL at XOF 2,000 + Registration fees 
at XOF 2,000 + XOF 2,000 for 
transfer fees to Quart- the offices of 
the brigade are very cramped and 
don't allow for good work 330 330 

9 

Declaration of the freight to CBC who 
distributes the cargo between UNATROT 
for 1/3 and OTRAF for 2/3: purchase of 
form + waybill 
 
Costs associated with the freight 
allocation process 

F
o

rw
ard

er 
/C

B
C

 

93 
 

B/L 55 
 

Average of  XOF 25,000 as informal 
fees, and XOF 39,330 as formal fees 

60 10 

10 

Payment of 'droit de passage' fee to the 
Chamber of Commerce of Burkina Faso : 
XOF 708/T +  form: XOF 1000/ 20' and XOF 
2,000/40' 

F
o

rw
ard

er/C
h

am
b

er o
f 

co
m

m
erce o

f B
u

rk
in

a 
F

aso
 

26 20' 0 
 

Tariff: 708 f/ t  on average weight 
20': 15 t/average weight for a 
40':20 t 

30 30 

11 

Purchase of "Entry Ticket" at Port issued 
by the "DFC" (port Direction Financière et 
Comptable) and "Bon d’accès" of truck at 
Port, on which is indicated the loading area 
at Customs Terminal or warehouse 

D
riv

er/P
o

rt 

2 

T
ru

ck
 

0 
 

Entry ticket is purchased at XOF 
1,000  

10 10 

12 

After the Brigade, the file is transferred to 
the Quart custom office: stamp of the Quart 
Chief and the file is sent to the warehouse 
or terminal to start the clearance 
operations 

C
u

sto
m

s  
(Q

u
art) 

0 
 

2 
 

Average informal fee is XOF 1,000 

60 60 
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13 

Registration of the declaration and of the 
"BAE" (clearance document). Payment to 
the warehouseman and to the Port billing 
department of port duties+cargo 
fees+weighing 

P
O

R
T

 

68 20' 4 
 

  

60 120 

14 

At the Customs Terminal, container check, 
clearance report, loading of the truck and 
establishment of the Delivery Note, BSP 
and the Customs report 

  

3 

D
eclaratio

n
 

23 tc 

Informal fees: XOF 8,500 to Customs 
+ XOF 2,000 informal fees for the 
transfer of the copy of the file to the 
brigade . The average time and 
delays for the cargo to be stripped is 
respectively of 3h and 4h  

120 120 

15 

Navigation: discharge of manifest and 
formalities for delivery of the "Bon de Sortie 
douane" issued by customs controller: 
inspection at T1 in charge of issuing a 
declaration proving that the goods have 
been discharged and settled in their 
registry, by adding the driver's and the 
truck's references on the ISRT declaration 

H
ead

 o
f N

av
igatio

n
 an

d
 

 T
1

 O
ffice (C

u
sto

m
s) 

0 
 

4 

D
eclaratio

n
 

XOF 2,000 for the discharge and for 
the "Bon de sortie douane"  

120 180 

16 

Payment of stevedoring fees, handling and 
lifting operations for truck loading, issuance 
of Delivery Note 

SE
2

M
/SE

3
M

/
M

A
N

U
P

O
R

T
 

153 20' 0 
 

These rates apply to non stripped 
containers, for 20' stripped 
containers: XOF 88,116 XOF & 
40': XOF 153,552 60 120 

17 

Payment of escort fees to T1 (Quart) T
1

 O
ffice 

(C
u

sto
m

s) 
/B

N
IR

/F
o

rw
ard

er 

7 20" 0 
 

Escort: XOF 6,000/truck (stripped 
container) and XOF 3,000 per 
container 

15 60 
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18 

Payment of TEL and contradictory check at 
the BNIR, who recuperates all the ISRT 
logbooks for transfer to the Sahel Terminal 

T
1

 O
ffice 

(C
u

sto
m

s) 
/B

N
IR

/F
o

rw
ard

er 

11 

D
eclaratio

n
 

0 
 

Informal fees: between XOF 
50,000 and 100,000 per truck for 
specific goods, like motorcycles 
and spare parts 

15 60 

19 

Exit formalities at the Main Gate: review of 
all the documents relating to the 
submission to customs, police and the 
gendarmerie. Establishment of the list of 
trucks at the Main Gate, withdrawal of the 
truckers' driving licences and exit from the 
Port to park at the Sahel Terminal (1h ride 
to the Sahel Terminal) 

C
U

ST
O

M
S/

 
P

O
L

IC
 /G

E
N

D
A

R
M

E
R

IE
 (P

D
G

) 

0 
 

12 

T
ru

ck
 

Informal fees to the PDG + taxes and 
customs. For trucks transporting 
bulk goods, the amount is XOF 
11,000 per truck; for certain type of 
goods, an escort is organized from 
the port to the Sahel Terminal. But, 
as a general rule, the trucks leave 
one after the other. The informal 
amounts: XOF 2,000 per vehicle to 
the gate chief; XOF 2,000 per vehicle 
Baraque; XOF 500 gendarmerie; XOF 
500 Police; XOF 500 Dop 

180 120 

 
At le Terminal du Sahel the transporter 
pays XOF 20,000 for the Solidarité sur la 
mer 

 

44  11  
The driver pays an informal XOF 
5,000 as a “call up fee” to customs 

  

 
TOTAL (USD) 

 

744 
 

136 
 

Duration in minutes = 
1,415 

(2.9 days) 
1,535 

(3.2 days) 
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Annex F: Northbound procedures at Togo’s Cinkassé border post 
Northbound Procedures Cinkassé , Togo (to Burkina): 1 truck: 2 x 20'or 1 X40' 

Steps Process Procedure Responsibility 

Formal 
Fees 

Informal 
Fees 

Standard 
Time 

Average 
Delay Comments 

USD USD (min) (min) 

1 

The declaration is left at the 
customs office by the drivers at 
the entrance of the town and 
they park in the border post's 
parking lot 

Driver 0 0 
  

The parking lot is in 
bad condition and 
has to be tarred 

2 

The driver hands over the TEL 
payment receipt (travail extra 
legal at the Sahel Terminal) to 
the forwarder who will pay the 
TEL for Cinkassé at customs.  

Forwarder/Customs 13 0 10 
 

XOF 6,000 per 
customs declaration 

 
Forwarder charges an average 
of XOF 2,000 for this service  

4 0 0 
  

3 

The receipt of payment is 
attached to the declaration and 
sent to the Head of the customs 
office for his stamp 

Forwarder/Customs 0 0 15 15 
Depends on the 
number of files 
waiting 

4 

The declaration is then 
transmitted to the compliance 
brigade for the physical 
identification of the truck and 
goods in the parking lot 

Customs 0 0 10 10 
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5 

After checking, customs officer 
returns to office and writes his 
name and the number of the 
truck checked on a card, which 
will be attached to the 
declaration; this card is given 
to the forwarder 

Customs 0 2 10 5   

6 
This card allows the forwarder 
to validate the T1 declaration 
online 

Forwarder/Customs 0 0 5 10 

Problems with 
power cuts and 
ASYCUDA 
connection cause 
crowds in offices 

7 

After validation, forwarder 
brings back validated T1 
declaration + declaration from 
Lomé to office of head of 
customs for signature of T1 

Forwarder/Customs 0 2 10 10 
 Informal costs 
average XOF 1,000 

8 

File is transmitted to brigade 
by secretary of head of 
customs office, who transmits 
the documents (T1) to exit 
barrier where they are 
registered and given to driver 

Customs 0 2 10 15 

Delay depends on 
the number of files, 
Informal costs 
average XOF 1,000 

9 Departure of the trucks 
 

0 2 
  

Bridge separating 
border is in very 
bad condition 
Informal costs 
average XOF 1,000 

Total  17 *9 70 65   

*Rounded up total 
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Annex G: Import procedures at Burkina Faso's Bitou border  
Import Procedures Bitou/Truck/container 

Steps Process Description Responsibility 
Formal 

Fees (USD) 
Informal 

Fees (USD) 

Average 
standard 

time (min) 

Average 
delay 
(min) 

Comments 

1 
Receipt of the documents 
by the forwarder 

Driver/Forwarder 0 0 10 0   

2 

Establishment of a loading 
inventory or summary 
declaration by the 
forwarder which is then 
sent to the supervision 
section  

Forwarder 0 0 15 20   

3 
Physical identification of 
the means of transport and 
of the goods  

Customs 0 0 1 4   

4 

Transmission of the 
summary declaration, the 
goods are taken in charge 
by the manifest section 
(Garde magasin). It assigns 
a registered number and 
hands the declaration to the 
forwarder 

Customs 0 2 10 20 
Informal costs average 
XOF 1,000 per truck  

5 

The forwarder sends the 
declaration to the "Unité de 
Banalisé de douane" 
(Storage) 

Forwarder 5 0 3 6 Per Declaration 

6 
Printing and transmission 
of the declaration to the 
compliance section 

Forwarder 0 0 2 6   
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7 

Examination and 
Settlement (calculation of 
the guarantee fund); Issue 
of an electronic T1 ; 
possibility of a physical 
check 

Customs 0 4 5 8 
Informal costs average 
XOF 2,000 and Per 
Truck 

8 
Issue and transmission of 
the receipt to the cashier 
for payment 

Customs 0 0 5 10   

9 
Payment of the ISRT 
guarantee fund and IT fees 

Customs 56 0 5 0 

XOF 5,000 IT fees + 
Customs Bonds (FGR): 
0.25% of cost and 
freight value of the 
goods 

10 

Transmission to the 
supervision section 
(Brigade Commerciale) for 
"Ecor" 

Customs 7 2 2 0 
Formal fee , XOF 
3,000/Truck 

11 
Transmission to the online 
brigade 

Customs 0 0 5 10   

12 Collection of escort fees  Customs 0 0 30 45 

XOF 5,000/truck if the 
goods are in bulk and 
are not part of the list of 
goods that are 
exonerated from an 
escort 

 

Forwarders charge an 
average of about XOF 
23,500 for their services  

 
52 0 0 0 

 

13 Exit Organization  Customs 0 2 120 120 
Twice daily at 14h and 
18h 

Total   120 *11 
213 

(3.55 hrs) 
249 

(4.15 hrs)  
*Rounded up total 
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Annex H: Northbound—Import procedures at Ouagarinter 
Ouagarinter: Import Procedure: 1x 20' , 15t (Or 1 Truck)  

Steps Process Description Responsibility 
Formal 

Fees 
(USD) 

Informal 
Fees 

(USD) 

Average 
Standard 

Time 
(minutes) 

Observed 
Average 
Delays  

(minutes) 

Comments 

1 

Arrival of the truck at Ouagarinter:  free 
weighing by the Chamber of Commerce 
(CCIBF) , Onaser checks the axle weight 

Chamber of 
Commerce/Onaser 0 0 5 0 

Time spent depends on 
the number of trucks 
arriving 

2 

a) Escort vehicles: the escort agent 
coming from Bitou transmits the 'IMB" 
transit receipt, the "T1" customs 
declaration and the escort order to the 
agent of the "Bureau de Suivi de Transit” 
(BST) who physically checks the vehicles 
in the presence of the escort agent. The 
BST sends the customs documents to the 
"Brigade Commerciale" (BC) who then 
proceeds with identification. 
b) Trucks in free convoy: these trucks 
travel with their customs documents, 
they transmit them directly to the agent 
of the BC 

Driver/ 
Customs 

0 0 20 
 

For escorted trucks, this 
operation requires the 
presence of the escort 
agent. The maximum 
delays for a truck coming 
from Bitou is 72hrs. The 
BST forwards the 
documents to the BC as 
the trucks arrive 

3 

The BC sends a copy of all the customs 
documents to the Chamber of Commerce 
(CCI BF) who records the goods and 
resends the documents to the BC; in case 
of containerized goods, the customs 
documents are sent to the TCRB 
(Terminal Routier à Conteneur du 
Burkina) for the mandatory dropping of 
the container. The BC sends the 
document to the customs "Garde 
Magasin” (GM)  

Customs/TCRB/ 
Chamber of 
Commerce 

327 0 60 120 

10 minutes if the goods 
are not containerized; the 
delays depends on the 
crowds. TCRB rates are 
XOF 125,000  for a 20' 
and XOF 200,000 for a 
40' + 18% VAT (including 
delivery) 
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4 

The "Garde Magasin", validates the T1 
declaration under ASYCUDA and assigns 
a register number. The GM sends the 
documents to the Head of the customs 
office 

Customs 

0 6 5 30 

  

5 

The Head of the customs office may 
decide to unload the goods in the 
warehouse or authorize the clearance on 
the vehicle. He sends the documents to 
the GM who gives them to the forwarder 

Customs 

0 0 60 0 

  

6 

The forwarder issues the declaration on  
the ASYCUDA system who indicates the 
pre-payment amount of duties and taxes 
to be paid 

Forwarder 

0 0 30 60 

50% of the declarations 
are made in the customs 
offices, all accredited 
forwarders have to be 
equipped with computers 
by the end of December 
2010 

7 

The forwarder pays the amount of duties 
and taxes to the cashier; the cashier 
issues a pre-payment receipt 

Forwarder/Customs 

13 0 20 30 

IT taxes: XOF 5,000 + XOF 
1,000 per type of goods + 
1% CAF value** (not 
included here) + customs 
duties and taxes 
according to the taxation 
of the goods. Queuing 
time can be long 
depending on the crowds 

8 

The forwarder confirms his declaration 
on the ASYCUDA system and prints it. 
The system assigns one of the five 
circuits to the file (green, blue, yellow, 
red, litigation); apart from the green 
circuit, the declaration is assigned to a 
compliance officer 

Forwarder 

6 0 10 30 

XOF 2,530/ 
declaration 

9 

The forwarder brings back the 
declaration to the GM in a cardboard 
folder for stamping (office stamp and 
register n° of all the attached 
documents)  

Forwarder/Customs 

0 4 5 20 

Average informal fee of 
XOF 2,000 
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10 

The GM sends the stamped declaration 
back to the "Chef de Visite" who, after a 
cursory check, transmits the declaration 
to the customs compliance officer 
designated by ASYCUDA 

Customs 

0 0 5 20 

 

11 

The compliance officer does a 
documentary check of the declaration; 
the physical inspection depends on the 
type of circuit selected (blue, yellow, 
red….) 

Customs 

0 55 60 30 

 

12 

The Head of the customs office ensures 
that the declaration is correct and 
transmits it to the cashier who prints the 
final customs receipt 

Customs 

0 0 30 15 

The Head of the customs 
office can question the 
work of the customs 
compliance officer and do 
a counter-check 

13 

The forwarder pays the customs cashier 
the additional amount (if applicable) and 
receives the final receipt  

Customs 

0 0 5 30 

Customs duties and taxes 
can be additionally 
charged if the value or 
the nomenclature have 
changed 

14 

The forwarder goes to the customs 
compliance officer with the final 
customs receipt to withdraw the BAE 
(Bon à enlever) and goes to the Brigade 
Commerciale 

Forwarder 

0 0 10 15 

The customs compliance 
officer releases the "bon" 
by recording it in the 
registry who will be 
transmitted to the 
Brigade Commerciale 

15 
The BC records the BAE and designates 
an "Ecor" agent at the exit 

Customs 
14 0 60 60 

Customs convoy charges 
or Customs overtime XOF 
6,120/truck 

16 

The forwarder pays the "Passage 
Magasin Douane" (PMD) to the Chamber 
of Commerce and the parking, if 
applicable 

Chamber of 
Commerce 

41 0 30 30 

PMD charges XOF 
1,239/T (here for a 15 t 
file)/10 day exemption 
for the parking (3) 

17 

At the exit of the warehouse, the "Ecor" 
agent checks the goods or goes to the 
receiver if the goods are to be checked 
there 

Forwarder/Customs 

0 55 120 120 

The escort is mandatory. 
These fees are an average 
of XOF 25,000/truck and 
can go up to XOF 100,000 
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to avoid “Ecor” 

 

Average forwarding charges for cargo 
and customs clearance are XOF 213,500 

Forwarder  
473 0 0 0 

 

18 
At the exit of Ouagarinter, documents 
check by the "Brigade d'enquête et 
d'intervention" and the "Brigade Mobile" 

Customs 

0 22 10 
 

  

  TOTAL *873 *143 545 610  

  Incl Customs 74 in hours 9.08 10.17  

   
 

in days 1.14 1.27  

*Rounded up total 
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Annex I: Export procedures at Ouagarinter on the Ouagadougou-Lomé corridor 

Steps Process description Responsibility 
Formal 

Fee 
(USD) 

Informal fee 
(USD) 

Average 
standard 

time 
(minutes) 

Observed 
average 

delay 
(minutes) 

Comments 

1 

The shipper gives all documents 
to the forwarder to do the export 
declaration. These include the 
invoice, packing list, certificate of 
origin and, if necessary, phyto-
sanitary certificate (see 
comments). Purchase of the CBC 
waybill 

Shipper  

8 0 
  

DPI form retrieved at the 
single window; list of 
documents (bill of exchange 
(24H waiting period); special 
permission to export; CBC 
road transport form (former 
CBC waybill 

 

The forwarder typically charges  
an average of XOF 52,500 for this 
service  

 
116 

   

 

2 

The forwarder enters the export 
declaration on the ASYCUDA  
customs IT system and pays the 
tax to the customs cashier 
(homogeneous cargo) 

Forwarder/Customs 

41 0 30 30 

Delay is due to network 
connectivity problems or too 
many people waiting. 
ASYCUDA tax = XOF 5,000 
CFA for one type of goods, + 
XOF 1,000 CFA per 
additional type of goods + 
customs overtime:  XOF 
11,200 CFA + XOF 2,500 CFA 
Chamber of Commerce form 

3 

The cashier validates the payment 
online and issues a provisional 
receipt or a prepayment bill. The 
forwarder returns to the customs 
ASYCUDA office to print the 
declaration and then sends it to 
the Garde Magasin (GM) along 
with export documents: invoice, 
packing list, certificate of origin) 

Forwarder/customs 

0 0 30 30 

Delay due to network 
connectivity problems or too 
many people waiting 
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4 

GM stamps its visa on the 
declaration and sends the file to 
the customs compliance officer 
who checks if all inputs in the 
ASYCUDA system are in line with 
the documents given by the 
forwarder, the file is then 
validated online, manually 
registered and transferred to the 
Head of Customs for approval. 

Customs  

0 0 30 60 

The forwarder recalls the 
declaration saved in the 
system and validates it.  It is 
then integrated at choice: 
green circuit: direct transfer 
to cashier, blue circuit: 
inspection + cashier; yellow 
circuit: cashier, inspection + 
controllers; red circuit: 
mandatory visit. In reality, 
90% of exports go through 
the green circuit 

5 

After being checked by the 
customs head, the file is sent back 
to the cashier who prints the final 
customs receipt  for the 
forwarder  

Customs  

0 0 15 30 

Delays are due to informal 
forwarders who do not 
properly verify their 
documents 

6 

The forwarder goes to the 
customs compliance officer with 
the final customs receipt to obtain 
the release note and proceeds to 
the 'Ecor' customs officer who 
stamps the export declaration. 

Customs/Ecor 

0 0 15 30 

Possibility for all to expedite 
the signature 

7 

After being registered at the 
'Ecor' office, the forwarder gives 
the export declaration to the 
driver who can leave for border.  

Forwarder/driver 

0 0 
 

0 

 

 
Totals 

 
165 0 120 180 
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Annex J: Southbound procedures at Burkina Faso’s Bitou border 

Steps Process Description Responsibility 
Formal 

Fees (USD) 
Informal Fees 

(USD) 

Average 
standard 

time (min) 

Average 
delay (min) 

Comments 

1 Receipt of the transit 
documents from the driver 

Forwarder/Customs 0 0 10 0   

2 Transmission of the 
documents for the 
identification of the means 
of transport and of the 
goods 

Forwarder/Customs 0 0 10 20   

3 Transmission for validation 
by the compliance section 
("Brigade commerciale”) 

Customs 0 11 10 20   

4 Payment of "Travail 
Supplémentaire“ (TS) (Over 
Time) 

Customs 11 0 5 5   

 Forwarder service charges 
average 33 USD  

Forwarder  33 0 0 0 
 

Total 
 

44 11 35 45 
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Annex K: Export procedures at Togo’s Cinkassé border 
Export Procedures at Cinkassé Border to Port of Lomé: 1 truck  

Steps Process description Responsibility 
Formal Fees 

(USD) 
Informal fees 

(USD) 

Average 
standard 

time (min) 

Observed 
average delay  

(min) 

1 
The forwarder goes to the Customs Registry Office 
where goods carried are quantified and quality 
checked, then he recovers the Ecor checking list . 

Forwarder/Customs 4 2 5 5 

2 
The forwarder goes to the Chief of Brigade office 
to proceed with the weighing of the cargo. 

Forwarder/Customs 0 0 5 5 

3 

The forwarder presents the Ecor checking list and 
the weight certificate to a customs agent of visit 
who checks the value of the cargo according to the 
quantity and quality. 

Forwarder/Customs 0 2 5 5 

4 

The forwarder proceeds with a new entry of data 
for a new declaration under ASYCUDA. The one 
delivered by the Burkinabè customs is not taken 
into account. The Chief of Bureau checks the 
declaration issued and signs it. 

Forwarder 4 2 5 0 

5 
The forwarder goes to the Cash office for the 
payment of computer taxes and payment of 
guarantee fund (0.25% of the CIF value of goods). 

Forwarder/Customs 238 2 5 5 

6 

The forwarder issues the Trans1 document (T1) 
On ASYCUDA ++. This document certifies the 
entry of goods in transit on Togo territory and 
shall be cleared by customs authorities at the Port 
of Lomé. The freight forwarder presents the T1 
and the custom declaration to the Chief of Bureau 
for signature. 

Forwarder/Customs 0 2 10 5 

7 
The forwarder then goes to the Chief of Brigade to 
obtain the waybill for departure. 

Forwarder/Customs 0 2 5 5 
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8 

The forwarder goes back to the Customs Registry 
Office to notify the end of the formalities and then 
gives back all the documents to the driver who 
leaves for Lomé. 

Forwarder/Customs 0 0 5 0 

 Forwarders charge an average of  66 USD for this 
service  

Forwarder  66 0 0 0 

 
Time and total costs to complete all customs 
formalities 

TOTAL *313 *13 45 30 

*Rounded up total 
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Annex L: Southbound—port procedures at Lomé port 
Lomé Port: Export Procedures 

Steps 
Procedure 
description 

Responsibility 
Formal 

Fees 
(USD) 

Informal 
fees 

(USD) 

Average 
standard 

time 
(min) 

Observed 
average 

delay (min) 
Comments 

1 
Arrival of truck in 
Lomé port. Weighing 
at Netadi station  

Forwarder 
4 0 60 120 

 

2 
Truck enters the port 
and container is off 
loaded 

Police/Port agent 
0 13 30 30 

Police XOF 1,000; Customs XOF 5,000; 
SE2M XOF 1,000 

3 

Vessel booking is 
confirmed to the 
shipping line 

Forwarder/Shipping 
line 0 0 10 10 

 

4 

Deliverance of 
customs declaration 
under ASYCUDA 
(clearance of the 
Cinkassé border 
declaration) 

Forwarder/ 
Customs 

4 4 20 60 

 

5 

Request to load or 
and “TEL” payment 
to the office of the 
Customs Bureau's 
Chief 

Customs/ 
Forwarder 

22 2 30 90 

In case of stuffing, anticipate XOF 5,000 for 
incidentals/container and additional two 
hours for stuffing 

6 
The bill to load is 
issued by the 
“navigation” bureau 

Customs/ 
Forwarder 0 11 30 30 

  

7 
"TEL" payment at the 
customs brigade 

Customs/Forwarder 
4 0 60 120 
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8 

Transfer to customs 
of the customs 
declaration (Quart) 
of the departure 
berth. 

Custom/Chef quart 

0 2 30 30 

  

9 
Customs fees 
payment 

Customs/Forwarder 18 2 30 30 Customs computer fee XOF 5,000+208 F/t 

10 Port fees surcharge Port 47 0 60 60 Port fees XOF 21,000/20' and 35,000/40' 

11 
Handling fees 
payment 

Stevedoring 
company at port 

77 2 15 30 
XOF 34,692 and XOF 66,846 if packing at 
port: 53,676/20' and 104,832/40' - 
informal fees to SE2M 

12 
B/L issued generally 
3 days after vessel 
departure 

Shipping line 62 0 0 0 B/L issued 3days after vessel departure 

13 
Final clearance of the 
ASYCUDA customs 
export declaration 

Customs/Forwarder 0 4 30 60   

 Forwarders charge 
an average of  166 
USD for their 
services 

Forwarder 

166 0 0 0 

 

  
TOTAL *405 *42 

405 
(8.25 hrs) 

670 
(13.7 hrs)  

*Rounded up total 
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Annex M: Calculations of benefits from recommendations 
 

Assumptions: 

Interest rate = 11% per annum 

Import: 1x20 textiles; Value: USD 16,610; Weight: 15 tonnes; Transport costs: USD 4,092/truckload or USD 272.80/t 

Opportunity cost per day = 0.11x16,610/365 =   USD 5.01/day or USD 0.63/hour (8 hrs working days) 
Opportunity cost in USD per tonne/hour = 0.63/15 = USD 0.042/tonne, hour 

Export: 1x20 cashew; Value USD 95,200; Weight: 16 tonnes; Transport costs: USD 2,224/truckload or USD 139.00/t 

Opportunity cost per day = 0.11x 95,200/365 =   USD 28.69/day or USD 3.59/hour (8 hrs working days) 
Opportunity cost in USD per tonne/hour = 3.59/16 =  USD 0.224/tonne, hour 
 
 

Rec. Description Benefits 

Estimated 
saving 

USD/tonne 

Net benefit calculation in USD per tonne 

a 
Create a single market in the 
ECOWAS region 

Internal borders abolished 

Imp: 10.89 

 

Exp: 22.33 

Import: Cinkassé & Bitou cost saving: USD 157 
 Time saving 10 hrs = > 10x0.042=USD 0.42 

Export: Cinkassé & Bitou cost saving: USD 348 

 Time saving 2.6 hrs => 2.6x 0.224 =USD 0.58 
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b 
Liberalize West African trucking 
markets 

Competition based on price 
and quality. 

Higher turn-around and  

fewer trips without loads 

Imp: 40.92 

 

 

Exp: 18.94 

Estimated Saving 15% of transport price 

Import trucking cost and load  = 4092x0.15/15= 
40.92 USD per tonne 

Export trucking cost and load = 2224x0.15/16=18.94 
USD per tonne 

SPECULATIVE - BASED ON RWANDAN 
DEREGULATION EXPERIENCE IN 199476 

c 
Establish electronic 
clearinghouse for the allocation 
of freight to trucks 

Reduced waiting for cargo 

Improved competition  

Included in 
“b” 

 

d 
Implement ECOWAS and UEMOA 
axle-load regulations 

Safer & better roads 

Less money required to 
replace road infrastructure 

Imp/Exp: 
23.3577 

Government savings: USD 46.7 million/year on the 
Lomé-Ouagadougou corridor78. Lomé - Sahelian 
annual import/export = 1 million tonnes, assume 
equal bilateral and local traffic => USD 23.35/tonne 

e 
Improve conditions for fleet 
renewal: better access to 
financing & incentives 

Newer, better quality trucks 

Less breakdowns 

Safer roads 

Often mentioned as condition 
for market liberalization 

Included in 
“b” 

 

f 
Eliminate road checkpoints & 
corruption 

Faster travel 

Fewer costs, delays & 
uncertainties 

Imp: 23.33 

 

Exp: 6.69 

Import: Corruption => USD 350 => USD 23.33/tonne 

 

Export: Corruption => USD 107 => USD 6.69/tonne 

                                                        
76 Quoted in Raballand, G. & P. Macchi (2008) Pg 23: The World Bank report explains that the only experience so far in the African region in deregulating the trucking market in transit traffic 
took place in Rwanda in 1994. This caused transport prices to drop significantly. After the deregulation of international transport, prices declined by more than 30% in nominal terms and by 
almost 75% in real terms, when taking into account the continued increase in input prices. 
77 May reduce transport costs indirectly. 
78 Consia consultants (2008) Pg, 44: Consia calculates the annual savings on 1450 km of road in Burkina Faso to be XOF 30 billion. The team assumes similar savings in Togo. Thus possible 
savings on the 1,020 km Lomé-Ouagadougou corridor are XOF 21.1 billion (USD 66.4 million). 
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g 
Promote the use of containers 
for transit traffic 

Faster port throughput and 
corridor transit time 

Less overloaded trucks 

Less loss & damage to goods 

Less fraud 

Imp: 2.75 

Time saved: Stripping time and costs in the port:  

Average 4 hours delay: 0.042 x 2= 0.084 

 

Extra stevedoring cost for stripped containers is 
approximately 40 USD per TEU= 40/15= 2.67 
USD/tonne 

h 
Eliminate multiple ISRT 
guarantee payments & for non-
dutiable goods 

Less bureaucracy 

Less costs for non dutiable 
goods 

Imp: 0.002 

Exp: 14.84 

Time saved in double guarantee payments:  

Imp: Approximately 20 minutes = 0.04 x 0.042 = 
0.002 USD/tonne 

Exp: 0.25% of CIF = 0.0025 x 95,000 = 237.5/16= 
14.84 USD/tonne 

i 

Abolish Customs convoys & 
escorts 

4. Customs authorities should 
be transparent about the 
scope and nature of the 
problem of transit goods 
diversion, and revenue lost 

5. Eliminate customs escorts 
and convoys of transit cargo 

6. Put in place GPS tracking 
systems, so that customs 
authorities can know at all 
times where cargo in transit 
is. To make this as cost 
effective as possible 
transporters should be 
allowed to use their own GPS 
devices. 

Less time lost waiting for  
convoys 

Possible cost savings if fee for 
convoy more than fee for GPS 
tracking 

Imp: 0.85 

Average time spent in waiting for convoys at Lomé 
port (leaving three times a week) is approximately 7 
days/3 = 2.33 days  = 0.042 x 2.33 = 0.098 

 

Average time spent in waiting for convoys at Bitou 
leaving 2 times daily = 8 hours /2 = 4 hours  = 0.042 x 
0.5 = 0.021 

 

Payment of escort fees at Bitou for bulk cargo  = 11 
USD  = 11/15 = 0.733 

 

Total savings = 0.852 USD/tonne 
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j 
Give preferred treatment to 
authorized economic operators 
with proven track-record 

Less time lost in clearance 
procedures 

Less uncertainty 

N/A 

 

k 

Pre-shipment and destination 
inspections 

3. Review the effectiveness of 
PSI and Destination 
inspections in West Africa in 
general and in Burkina Faso 
in particular 

4. Improve the performance 
and integrity of the 
Burkinabè customs so that it 
can itself carry out all 
necessary inspection 

If customs can carry out the 
necessary inspections 
without losing government 
revenue, savings of USD 20 
million are possible  

Imp: 7.14 

Total Burkinabe imports in tonnes was approximately 
1.4 million tonnes in 2010 

20 million/1,4 million = 14.28 USD/tonne 

 

Assumption: Customs cost in carrying out inspection 
= 50% of current cost (Speculative) = 14.28/2 =7.14= 

USD/tonne 
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l 
Promote the formal trucking 
sector 

Governments should revise 
the tax regime for transport 
to encourage formal trucking 

Included in 
“b” 

 

m 

Lomé port congestion 

2. Introduce the “fixed berthing 
windows” system in Lomé 
Port whereby a vessel is 
provided a specific time 
window in which it will be 
berthed upon arrival and 
delays will be penalized 

3. Reduce grace period for free 
storage at the Port.  

Less time at anchor 
 
 
Reduced terminal dwell time 

Imp: 0.76 

Time at anchor may be reduced from 24 hours to 6 
hours (speculative), resulting in savings of 18 hours   
= 0.042 x 18 = 0.756 USD/tonne 

 

 

 

 

n Abolish Solidarité sur la Mer 
Saving Solidarité sur la Mer 
fee 

Imp: 2.95 Import: USD 44.29/ voyage => USD 2.95/tonne 

o 
Improve operations at the 
Terminaux routiers à conteneurs 
du Burkina (TRCB) 

Reduced container handling 
fees 

Imp: 17.44 

Savings of approximately 80% TRCB fee - Assuming 
80% of importers would not use the service if this 
was optional (speculative ) = 327 x 0.8 = 261.6/15= 
17.44 USD/tonne 

p 
Modernize and depersonalize 
customs operations 

Reduced corruption 
Included in 

(f) 
 

q Customs officers’ availability Less delay 
Imp: 0.04 

Exp: 0.22 

Delays caused by inability to access ASYCUDA and 
customs officers unavailability: average 30 minutes 
per border post 

Imp =  0.042 USD/tonne 

Exp = 0.224 USD/tonne 
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r 
Improve ASYCUDA access at 
borders 

Less delay 
Included in 

(p) 
 

s 
Implement Single window 
operations 

Quicker customs clearance Imp: 1.01 
50 % reduction in total port processing time (approx 
3 days) = 3x 8 x 0.042 = 1.008 USD/tonne 

t Eliminate PEA transit taxes Reduced cost Imp: 0.44 PEA transit tax is charged at 0.44 USD/tonne 

u 
Reduce overtime payments at 
customs posts 

Reduced costs Exp: 0.69 
Current customs overtime on exports (Bitou) 11 
USD/transaction = 11/16 = 0.69 USD/tonne 

v 
Remove Burkinabè cargo 
insurance as a condition for 
cargo clearance 

Reduced cost and 
bureaucracy 

Imp: 2.2 
Actual cost is approx 0.2% of cargo value : 33 USD/15 
= 2.2 USD/tonne 

 
Total possible reduction in 
costs 

Import: USD 110.72/tonne out of total T&L costs of USD 272.80/tonne (41%) 

Export: USD  63.71/tonne out of total T&L costs of USD 139.00/tonne  (46%) 

 
A note on opportunity costs: 

In regard to savings in time, the team calculated the opportunity cost based on 11% annual interest which was the average 2008 
borrowing rate in Burkina Faso in 2009. Based on this, the opportunity cost per day and USD 1,000 is USD 0.30 and a 20-foot container 
of textiles valued at USD 16,610 incurs an opportunity cost of USD 4.98 per day (import) while a 20-foot container with cashew nuts 
valued at USD 95,200 has an opportunity cost of USD 28.56 per day (export). This is the cost uses in calculating benefits related to time 
gains. 

This however is a very conservative approach in the 2010 Tema-Ouagadougou corridor study the team noted that “many researchers 
put a great deal higher cost on time and uncertainty. For example, a 2006 World Bank study, Trading on Time79, found that “...on average 
each additional day of delay reduces trade by at least one percent. We find larger effect on time-sensitive agricultural and manufacturing 
products…. .” Furthermore, a 2007 USAID-sponsored study calculated the time delays as the tariff equivalents for import and export 

                                                        
79 Djankov, Simeon et al, 2006, “Trading on Time”, World Bank Doing Business document. 
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from sub-Saharan Africa to be equal to an increase in tariff of 0.9% per day.80 This conclusion is based on the observation that many 
importers and exporters are willing to pay high air freight costs, thereby illustrating the value buyers and sellers put on timely 
deliveries.” 

Table 31 below shows the estimated opportunity costs based on interest costs, and the tariff-equivalent cost, which is approximately 30 
times (!) higher. 

 

Table 31: Opportunity cost: cost of capital versus time as tariff equivalence 

 

 Import 
Average load: 15 tonnes 

Average value: USD 16,610 

 Export 
Average load: 16 tonnes 

Average value: USD 95,200 

 Standard time Average delays  Standard time Average delays 

Total WA transit times  8.4 days 6.3 days  3.3 days 2.1 days 

Opportunity costs (11% interest)  USD 2.8/tonne USD 2.1/tonne  USD 5.9/tonne USD 3.8/tonne 

“Time as cost” tariff equivalent: 0.9% 
of cargo value 

 USD 83.7/tonne USD 62.8/tonne  USD 176.7/tonne USD 112.5/tonne 

 
Uncertainty also adds costs but the report does not attempt to estimate this as there is as yet no agreed approach to calculating this cost. 
 

                                                        
80 Quoted in Hummels, David (USAID/Nathan Associates Inc), 2007, “Calculating Tariff Equivalents for Time in Trade” pg 9. 


